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1 Introduction
The Department for Regional Development is reviewing the current Regional 
Transportation Strategy (RTS) 2002-2012 and has developed proposals for a revised 
draft Regional Transportation Strategy with support for sustainable economic growth 
at its core.  While growing the economy is the priority, economic growth cannot be 
taken forward in isolation from determined efforts to protect our environment and 
help transform our society.  This consultation document outlines where the current 
RTS has taken us, where we believe we need to get to in the future and how we 
intend to get there.  It proposes a series of strategic objectives designed to achieve 
the transportation vision for the region underpinned by a series of policies and 
programmes.

This consultation document maps out the future direction for transportation here 
beyond 2015 when the current transport plans are timed to expire.  

We do recognise however that at the time of publication this document does not fully 
reflect a number of key issues such the Budget settlement, the results of ISNI 3 or 
the emerging Regional Economic Strategy and so the outworking of these, and other 
strategic plans will need to be considered before a final document is published.  

The purpose of the consultation is therefore to share our initial thinking and to seek 
views that will inform the process and assist in producing a strategy that is inclusive, 
realistic, meaningful and relevant.
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1.1 How to respond
We have set out in this consultation document our vision for the future, the challenges 
that face us and how we envisage addressing those challenges to achieve a 
sustainable transport future. We do not however, presume to have all the answers and 
it is accepted that others may have an alternative view.  It is important that we hear 
those views and opinions and consider them.

You can send us your views on the issues that feature in this document and on any 
other relevant issues which may not have been covered to the address below.  We 
have set out some questions at the end of various sections that may help you express 
your views. We are particularly interested in what you think of the proposed Strategic 
Objectives and how you rank them in the table on page 34. 

If you require this document in an accessible format please contact us.

We would like to receive your response by 28 June 2011.

Gregor Kerr 
Department for Regional Development 
Regional Planning and Transportation Division 
Room 3-01 
Clarence Court 
10-18 Adelaide Street 
Belfast 
BT2 8GB
Tel:	 (028) 9054 1167 
Fax:	 (028) 9054 0604 
Text Phone:	 (028) 9054 0642

In accordance with the requirement of the Freedom of information act (2000) all 
information contained in your response may be subject to publication or disclosure.  
This may include personal information such as your name and address.  If you want 
your response or your name and address to remain confidential, you should explain 
why confidentiality is necessary.  Your request will be granted only if it is consistent 
with freedom of information obligations.  An automatic confidentiality disclaimer 
generated by your email system will not be regarded as binding on the Department.  
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2 Where we are now

2.1 Transportation: at the hub of our daily lives
The work undertaken in developing this revised Regional Transportation Strategy is 
designed to support the Executive’s overall aim, as set out in the draft Programme for 
Government, that is to build a safe, peaceful, fair and prosperous society in Northern 
Ireland, with respect for the rule of law and where everyone enjoys a better quality 
of life now and in the years to come1.  The Executive’s key focus is to develop our 
economy subject to available resources, which is particularly challenging given the 
global economic climate.  Both the Executive’s draft Budget and the new Economic 
Strategy are designed to contribute to developing our economy, focusing on increasing 
wealth and employment creation through export led economic growth balanced across 
the region.

The transportation network is vital to the economy.  It connects businesses with 
their customers and suppliers and allows people to gain access to jobs, as well 
as important education and health services and leisure opportunities.  The revised 
Regional Transportation Strategy will be important in guiding decisions on investment 
in transportation.  Our transport network has to allow people and goods to move 
efficiently.  It is not about moving vehicles but about making sure that people and 
businesses can access the places and services they need in a sustainable way.  

As we face a prolonged period of reduced public expenditure, making the right choices 
on transport will be more important than ever.  Achieving this will mean addressing 
some fundamental challenges, making the most of what we already have, and making 
some difficult choices.  

1 Draft Programme for Government 2011-2015, Office of the First Minister Deputy First Minister, 2010, 
www.pfgbudgetni.gov.uk
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2 Europe 2020: a European strategy for smart, sustainable and inclusive growth.  European Commission, 
March 2010.
3 A sustainable future for transport: towards an integrated, technology-led and user friendly system, 
European Commission Communication, June 2009
4 DECISION No 406/2009/EC OF THE EUROPEAN PARLIAMENT AND OF THE COUNCIL of 23 April 
2009 on the effort of Member States to reduce their greenhouse gas emissions to meet the Communitys 
greenhouse gas emission reduction commitments up to 2020
5 http://www.decc.gov.uk/en/content/cms/legislation/cc_act_08/cc_act_08.aspx
6 http://www.decc.gov.uk/en/content/cms/what_we_do/lc_uk/carbon_budgets/carbon_budgets.aspx
7 Everyone’s Involved: Sustainable Development Strategy
8 Everyone’s Involved – Sustainable Development Strategy, OFMdFM, May 2010

2.2 The context 
We are not unique in the issues we face; they are the same across the European Union.  
The Europe 2020 strategy2 is a plan for economic renewal which aims to create jobs, 
encourage ‘green’ economic growth and create an inclusive society.  Its main targets 
include the reduction of greenhouse gas emissions by 20% from 1990 levels, to have 
20% of energy consumption from renewable energy, and to increase energy efficiency 
by 20%.

The European Commission’s Communication on transport3 sets the proposed policy 
objectives which are reflected in this Strategy. They include the integration of transport, 
increased sustainability, improved road safety and the use of advanced technological 
solutions.  

The European Union has also set an agreed target for a 20% reduction in EU 
greenhouse gas emissions by 2020 (rising to 30% when there is a successful outcome 
to international climate negotiations) and a 50% reduction by 2050 compared to 1990 
levels4.  

The Climate Change Act 20085 set a legally binding greenhouse gas emissions 
reduction target for the United Kingdom against a 1990 baseline of 34% for 2020 and 
of at least 80% for 2050 and introduced five-yearly carbon budgets6 to ensure these 
are met.  The UK Coalition Government has confirmed its commitment to meeting the 
targets and carbon budgets set out in the Climate Change Act.

The Executive and Assembly here have consented to the extension of the Climate 
Change Act 2008, and are contributing to UK carbon budgets and targets7.  The 
Executive has made a commitment to reduce greenhouse gas emissions by 25% 
on 1990 levels by 2025, working for a sustainable future through the Sustainable 
Development Strategy8.
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We also want to make sure that a refreshed Regional Transportation Strategy 
supports the Executive’s overall regional spatial strategy.  We have reviewed the 2001 
Regional Development Strategy9 and produced a revised Strategy for consultation 
which encourages patterns of development to enable society to meet future needs 
sustainably.  It promotes the location of homes near jobs and services to reduce the 
need to travel as well as development at sites already well served by sustainable 
transport and developing clusters of towns to maximise their potential.  

Sustainability is centred on the economy, but set within the context of both societal 
and environmental constraints.  For this regional Transportation Strategy to be 
sustainable, it must meet the needs of the present without compromising the ability 
of future generations to meet their own needs.  Our society and economies are 
completely dependent on the environment which encompasses them and are therefore 
bound to its limits and capabilities.10.  

Economy

Society

Environment

Nested sustainable 
development

Figure No. 1   

9 Regional Development Strategy, DRD, 2001 
10 Ott, K. (2003). “The Case for Strong Sustainability.” In: Ott, K. & P. Thapa (eds.) (2003) .Greifswald’s 
Environmental Ethics. Greifswald: Steinbecker Verlag Ulrich Rose.
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While these 3 factors are the major drivers for sustainable policies, the implementation 
of policy is linked to wider spending priorities and limitations.  The Executive’s draft 
Budget 2011-15 set out its spending priorities as:

stimulating the economy;•	

tackling disadvantage;•	

protecting the most vulnerable in society; and•	

protecting frontline services.•	

The draft Executive Budget indicated a reduction in available capital of 40% in real 
terms and a real terms reduction in current expenditure of 8% by 2014/15.  The 
Department for Regional Development’s allocation should help to continue to 
improve elements of our transportation infrastructure and the majority of our existing 
programmes, albeit at a much reduced level than in recent times.

Economic Factors 
Transportation provides the essential link between production, distribution and 
consumption which underpins all economic activity.  

The freight and logistics industry is highly important to our economic well being both 
as an employer and in serving producers and consumers, importers and exporters and 
the service industries alike.  

As an employer, the transport sector adds to the wealth of the economy.  In March 
2010, just under 45,000 people were in transport-related employment, or about 1 
person in 6 of those in employment.11

Beyond the direct contribution of the transport sector to the economy, transportation 
also has a much wider impact on competitiveness with the potential to help economic 
prosperity through improved connectivity, reduced congestion, improved journey time 
and reliability, and increased accessibility12, both internal and external.  With many 
businesses now relying on just-in-time delivery methods, the effective and predictable 
movement of goods is vital to the development of a dynamic, all-island economy.  
While the road network is essential for internal freight, commercial air and sea ports 
handle 95% of external trade. 

11 Northern Ireland Transport Statistics, DRD 
12 Strategy Unit,  An Analysis of Urban Transport,  Cabinet Office,  London, November 2009, and 
Eddington et al,  The Eddington Transport Study,  DfT,  London,  December 2006.
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Access to markets and labour supply, accommodation and transport links are generally 
the most important factors driving decisions on business location13 for all business 
sectors.  The UK Cities Monitor 2008 survey14 indicated that transport was the primary 
concern when the business community was asked how cities could be improved.15  

Particular areas identified for improvement included inter-urban transport links, public 
transport and congestion. 

An inadequate transportation infrastructure can increase traffic congestion, reduce 
productivity, constrain markets and increase costs.  This not only affects existing firms 
but also the general quality of life for everyone living here and the area’s attractiveness 
as an investment and visitor location.  The Independent Review of Economic Policy 
commissioned by DETI concluded that it is vital for the economy to develop its 
connectivity to international growth hubs.16  

Increasingly, the main resource of any business, but particularly for high-value 
businesses, is staff.  It is important for the workforce to be able to get to and from 
their places of work in a reasonable time and at a reasonable cost.  Work carried out 
by Oxford Economics17 shows that future growth will be focused around Belfast and 
other major towns and cities.  The movement of the population out of Belfast to the 
suburbs and towns has already led to increased commuting and Oxford Economics 
suggest that this will continue to grow, with the greatest demand being for commuting 
to Belfast.  While one of the aims of the Regional Development Strategy is to grow the 
population of Belfast, if past trends were to continue, by 2028 around 20,000 extra 
people could be commuting into Belfast.

The Megacities Challenges Report18 found that while economic competitiveness drives 
successful regions, the quality of the environment, housing and other services are 
key to attracting and retaining skilled people.  In addition, quality of life factors are 
increasingly important factors in business location decisions19. 

13 McQuaid et al,  The Importance of Transport in Business’ Location Decisions,  DfT,  London,   
January 2004 
14 The Cities Monitor survey examines issues important to companies in deciding where to locate in the 
United Kingdom.
15 Strategy Unit,  An Analysis of Urban Transport,  Cabinet Office,  London, November 2009
16 Barnett, Richard,  Independent Review of Economic Policy,  DETI,  Belfast, September 2009, pp108
17 Source: Business Land Need Study, DRD, 2008 (update August 2009) + DETI Labour Force survey 
2007
18 Megacities Challenge Report: A Stakeholders Perspective. Siemens AG, 2007 commissioned by 
Siemens for the Davos World Economic Forum in 2006.
19 Salvesen and Renski,  The Importance of Quality of Life in the Location Decisions of New Economy 
Firms,  Centre for Urban and Regional Studies, University of North Carolina,  January 2003
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The Eddington Transport Study20 concluded that a well-functioning transport system is 
vital for a successful economy and to people’s quality of life.  There is a high premium 
on making the right decisions because transport access affects an individual’s decision 
on where they want to live and work and companies’ decisions on where they wish to 
invest or locate.

The tourism sector is recognised as a pillar of our economy.  While businesses 
can choose to locate on or near key transport corridors, tourist sites cannot (RTS 
Supplement: Supporting Data - Section One).  There is therefore potential to support 
growth in the sector by having a region where it is easy to travel from one place to 
another.  This will also improve the quality of life for those who wish to live and work 
here.

To make sure that all of our society benefits from economic growth, the Executive has 
worked to develop the transport infrastructure within the Region.  Improved internal 
connections will increase the attractiveness of all areas to both foreign and domestic 
investment, helping to overcome the significant socio-economic differentials which 
exist in the Region. 

Ensuring high levels of connectivity to, from and within the Region is a key requirement 
given the focus on export-orientated economic growth.

Societal Factors
The population density of the region is relatively low in comparison with other rural 
regions in Europe.  Of the 1.7 million people living here, 34.4% live in the Belfast 
Metropolitan Urban Area, including just over 16% in Belfast itself, 5.4% in the Derry/
Londonderry Urban Area and 25.3% in other small, medium and large towns21.  7.9% 
live in villages and small towns.  The remaining 27% live in small villages, hamlets and 
scattered farms and houses in the countryside. 

Population predictions are for high rates of growth in Mid Ulster and the West with 
the population of central Belfast falling as people move to semi-rural and rural areas.  
The transport challenges in rural areas are different from those in urban areas (RTS 
Supplement: Supporting Data - Section Nine).

The Executive’s draft Programme for Government is committed to working towards 
a safe, peaceful, fair and prosperous society where everyone can enjoy a better 
quality of life.  The Office of the First Minister and deputy First Minister has published 
a consultation document, Programme for Cohesion, Sharing and Integration22.  It 
acknowledges that a secure community must also be supported by adequate 
infrastructure.  The availability and accessibility of transport is important in any effort 

20 Eddington Transport Study: Main report: Transport’s role in sustaining the UK’s productivity and 
competitiveness, Department for Transport, December 2006.
21 Statistical Classification and Delineation of Settlements, Northern Ireland Statistics and Research 
Agency, February 2005
22 Programme for Cohesion, Sharing and Integration, OFMdFM, July 2010
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to address exclusion, providing access to educational, employment, social and 
recreational opportunities.

One household in four here does not own a car23 and this rises to over half of all 
households in some urban areas.  Given that our transport network has been 
developed around the car, people living in socially disadvantaged areas can find it 
difficult to access education, employment and health services24 if they do not have 
access to a car or are unable to drive.  This is particularly true if public transport 
provision does not meet the needs of the community.  It may be that the service is not 
accessible, as may be the case for some older people or people with disabilities or, as 
in rural areas, the services themselves may be limited (RTS Supplement: Supporting 
Data).  Good quality, affordable public transport, together with a safe and secure 
pedestrian and cycling environment can deliver health and social benefits25 and are 
important, therefore, to social inclusion.  

Young people rely on public transport for independent travel.  Cost and availability are 
the two most significant factors preventing young people from using public transport, 
impacting on their ability to engage in social, education and employment opportunities.  
In rural areas, limited services have a significant impact on young people’s lives, 
limiting their opportunities to meet up with friends and take part in activities.26

We live in a society where the divisions created by conflict still exist in some areas.  
The revised Regional Development Strategy promotes development which creates safe 
places for people to meet and undertake shared activities while ensuring there are no 
barriers, perceived or physical, to access these places.  

Because of the layout of our roads infrastructure, parts of some cities have become 
physically isolated from shared spaces, (areas used equally by all communities).  While 
regarded as necessary in the past, this segregating infrastructure is now often seen as 
alienating communities.  Recent research27 suggests that transport can play a part in 
promoting good relations.  It can re-connect communities and provide a mobile neutral 
shared space.  Walking, cycling and public transport infrastructure and services need 
to improve the connections between isolated communities and other areas. 

23 Source: Northern Ireland Statistics and Research Agency 
24 Juliet Solomon,  Transport and Social Exclusion,  TRaC, University of North London, Hine, J. & Mitchell, 
F. Transport Disadvantage and Social Exclusion. Exclusionary mechanisms in transport in urban Scotland, 
Ashgate, Aldershot, 2003 Department for Transport, Social Inclusion: Transport Aspects (UG320), 
Final Report prepared by Centre for Transport Studies, Imperial College, Mott MacDonald, Institute for 
Transport Studies, University of Leeds, March 2006. 
25 Professor Liam Donaldson,   2009 Annual Report of the Chief Medical Officer,  DoH,  London, March 
2010 
26 Transport Matters, Young People’s Experiences, Attitudes and Ideas for Improving Public Transport, 
January 2011, Consumer Council
27 Public Space For A Shared Belfast A Research Report For Belfast City Council, Frank Gaffikin, Malachy 
McEldowney, Gavan Rafferty, Ken Sterrett,  2008, Belfast City Council
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Environmental Factors
While economic growth is the Executive’s top priority, determined efforts to protect or 
enhance the environment are also required, not least to comply with European Union 
Directives. 

Transportation currently accounts for around a quarter of the man-made greenhouse 
gas emissions.  It is also the only sector which continues to experience significant 
increases in greenhouse gas emissions.  Within road transport, cars are the biggest 
contributor to greenhouse gas emissions with much of the remaining share from heavy 
and light goods vehicles (RTS Supplement: Supporting Data).  

The Stern Review – The Economics of Climate Change28 indicated that a well-designed 
transportation strategy can support economic growth and tackle carbon emissions.  
Our aim is to provide a transportation network that strikes the right balance, 
supporting economic growth while still reducing greenhouse gas emissions and 
other environmental impacts and meeting the needs of all in our society.  To do this, 
we need to include the environmental and congestion costs of transport, encourage 
technological innovation, promote behavioural change, and enable the right decisions 
on investment to be made through a transparent prioritisation process.

While technological innovation will have a role to play it will only be part and not all of 
the solution.  Ultimately, reducing emissions and realising more sustainable transport 
arrangements will require significant changes in travel behaviour and difficult decisions 
as to how we prioritise and maximise the use of finite road space.  The Strategy will 
seek to offer transport users practical and attractive choices, encourage technological 
innovation, and ensure, through prioritisation, that the right decisions are made on 
investment.  

While mitigated by good design, transportation nonetheless affects the environment 
in a number of ways.  Building transportation infrastructure has a direct impact on the 
landscape and the traffic and infrastructure affect the historic character of an area.  
Biodiversity, in particular habitats, can also be adversely affected.  Our increasing car 
use has had a significant negative impact on the environment and on our quality of life, 
particularly in urban areas.  

Heavy road traffic can cause poor air quality, unacceptable noise levels, a weakened 
sense of neighbourhood and local community and the loss of valuable living space 
as land is used for transport infrastructure.  The impact is greater for those living 
alongside the main roads in urban areas, which are predominantly in lower income 
areas.29

27 Public Space For A Shared Belfast A Research Report For Belfast City Council, Frank Gaffikin, Malachy 
McEldowney, Gavan Rafferty, Ken Sterrett,  2008, Belfast City Council
28 The Stern Review – The Economics of Climate Change, Cambridge University Press, October 2006
29 Social Exclusion Unit,  Transport and Social Exclusion: Making the Connections,  Office of the Deputy 
Prime Minister,  February 2003
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Transportation not only affects the environment but is also affected by it.  We are 
already experiencing regular flooding in many areas and increased road and other hard 
surfaces, such as replacing gardens with driveways, increases the risk of flooding from 
surface water.  With climate change projections for both higher summer temperatures 
and more frequent heavy rain30,we need to ensure our transport system can be 
designed to cope.31 

2.3 The current Regional Transportation Strategy32

Vision: “to have a modern, sustainable, safe transportation system which benefits 
society, the economy and the environment and which actively contributes to social 
inclusion and everyone’s quality of life”

The current Regional Transportation Strategy published in 2002 presented a range 
of initiatives to improve our transportation infrastructure, promote sustainable travel 
and encourage the use of modes of travel other than the car.  It focused on tackling 
congestion and improving journey times on key transport corridors by proposing 
strategic priorities, mostly around increasing road capacity, to accommodate predicted 
demand.  Aimed at securing new transportation infrastructure investment in the period 
up to 2012, it has to date delivered over £3.2 billion in transport investment.  

We subsequently produced 3 Transport Plans33 to detail multi-modal proposals 
for transport up to 2015.  They provided for and encouraged greater use of public 
transport, walking and cycling while supporting an appropriate level of movement of 
cars and goods vehicles.  The Transport Plans recognised the importance of transport 
to reducing social exclusion by providing better access to employment, health and 
leisure facilities.       

We also developed an Accessible Transport Strategy in 2005 which identified the 
barriers that prevent older people and people with disabilities from making full use of 
the transport network and the actions to reduce those barriers.  

All three Transport Plans and the Accessible Transport Strategy cover the period up to 
2015, extending the RTS implementation to that date.

Our progress against the principal initiatives in the current RTS is summarised on the 
following pages.  More detail is on our website www.drdni.gov.uk

30 Source: UK Climate Projections 09, www.defra.gov.uk
31 Preparing for a Climate Change in Northern Ireland, 2007, Department of Environment
32 Regional Transportation Strategy for Northern Ireland 2002-2012, DRD, 2002
33 Regional Strategic Transport Network Transport Plan, covering the main roads and railways  
www.drdni.gov.uk/rstn_tp-2.pdf Belfast Metropolitan Transport Plan covering, Belfast, Carrickfergus, 
Castlereagh, Lisburn, Newtownabbey and North Down Council areas www.drdni.gov.uk/index/bmtp.htm 
Sub-Regional Transport Plan, covering the rest of the Region www.drdni.gov.uk/index/
subregionaltransport.htm
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Progress in implementing the principal initiatives in the current 
Regional Transportation Strategy

MEASURE OUTCOME 
Upgrade of the existing rail network 
and services (with the exception of 
Antrim-Knockmore);

Track improved between Belfast and Bangor 
and Larne, and between Ballymena and 
Coleraine.  New station built at Newry and 
other stations upgraded.

Provision of new, modern trains 
and increased rail capacity;

43 new trains in passenger service by 2012, 
replacing all old trains and increasing capacity.

Quality Bus Corridors on all main 
Belfast commuter routes;

QBCs launched on Saintfield Road, 
Newtownards Road, Falls Road, Shore Road 
and Antrim Road; QBCs planned for 9 other 
main routes by 2015.

Provision of new, modern 
accessible buses;

Average bus age is less than 8 years.  Over 
80% of Ulsterbuses are now accessible and 
100% of Metro buses.

New bus stations built at Lisburn and Coleraine 
and a combined bus and rail station at Bangor.

Commencement of a rapid transit 
network in Belfast;

Work started on the development of 
preliminary design for a pilot rapid transit 
network.

Local improvements in towns to 
assist pedestrians and cyclists and 
to provide new services throughout 
the day;

New public transport services being 
introduced, improvements to assist walking 
and cycling, identified through the SRTP, 
carried out as funding allows.

Introduction of innovative demand 
responsive transport in rural areas;

Rural Community Transport Partnerships, 
funded by the Department, provide demand 
responsive services, Dial-a-Lift, in rurally 
isolated areas.  

Elimination of 75% of the road 
maintenance backlog;

Resource pressures have meant that the 
maintenance backlog has continued to rise.

Measures to improve safety; Through a combination of local highway 
infrastructure and other road safety measures, 
the number of people killed or seriously injured 
on our roads has fallen by over 37% from 1830 
in 2001 to 1150 in 2009 (RTS Supplement: 
Supporting Data)
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MEASURE OUTCOME
Strategic highway (road) 
improvements

The RTS proposed a number of Strategic Road 
Improvements.

Type of SRI 	 Proposed  	 Constructed

Bypass/link Roads	 16 (number)	 10

Dual Carriageway	 78 km	 24.2 km

Widen Single  
Carriageway	 40 km	 22.9 km

Junction 
Improvements	 11 (number)	 10
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The entire existing rail network has been retained34 with track improvements on the 
lines between Belfast and Bangor, Belfast and Larne and Ballymena and Coleraine. 
Twenty three new trains are now in service and another 20 are on order.  This means 
that all trains will have been replaced and capacity increased, apart from Enterprise 
services, meeting the RTS target.  A new station has been built at Newry and Central 
Station has been refurbished, while other stations and halts across the network have 
been upgraded.

Case Study: Bangor, Translink Interchange

The Translink Interchange in Bangor was designed as a state-of-the-art, user-
friendly transport centre that would enable smooth transitions between bus, 
rail and the private car.  The result is striking, conveying a dynamic and forward 
looking image in keeping with the new millennium.  The building was planned to 
integrate with its urban environment, yet at the same time to make a modern and 
confident statement.  It provides a feeling of comfort and quality, which enhances 
both the image of public transport as well as the surrounding area. Source: 
Making Cities Work (2003), G Hazel, R Parry, John Wiley & Sons

This has resulted in more comfortable and reliable services and has led to a significant 
positive effect on passenger numbers, with a 61% increase in journeys between 
2001/02 and 2009/10 across the network.  The RTS aimed for a 60% increase (RTS 
Supplement: Supporting Data).

From 2004/05 to 2009/10, funding was provided towards the purchase of over 800 
new buses and the upgrade of bus stations, workshops and garages.  This included 
the construction of a new bus station at Lisburn.  The new buses now provide a more 
modern, comfortable and reliable service.  

The funding proposed by the Executive’s Investment Strategy for Northern Ireland35 
exceeded RTS proposed funding for road schemes.  This additional funding for 
transport, heavily focused on strategic road improvements to the Regional Strategic 
Transport Network, has allowed roads schemes to progress more rapidly than planned 
and some planned 2+1 improvements (where an additional lane is provided in one 
direction) in the Strategic Road Improvement Programme36 have been upgraded to 
full dualling schemes which had not been envisaged in the original Strategy.  The 
schemes, once completed, will improve safety, address congestion and are likely to 
reduce journey times on the affected routes (RTS Supplement: Supporting Data).  

34 The Knockmore Railway line has been “mothballed” – while no longer in service, the line is maintained 
sufficiently to allow it to be used for the occasional diversion of passenger services, for engineering runs 
and for training purposes. 
35 Investment Strategy for Northern Ireland 2008-2018, Strategic Investment Board Limited,  
www.sibni.gov.uk
36 Strategic Road Improvement Programme, DRD Roads Service, www.roadsni.gov.uk
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Roads Structural Maintenance, however, has not received sufficient funding and as a 
result the structural maintenance backlog has continued to increase.  This has resulted 
in further deterioration of the network and increased expenditure on reactive repairs 
and on compensation claims to owners of damaged vehicles.  There has also been an 
impact on measures to improve walking and cycling which are included in the struc-
tural maintenance programme.

While the Sub-Regional Transport Plan suggested increased public transport services 
in towns and cities outside Belfast, funding constraints have either prevented 
their implementation or meant that services which were initially introduced have 
subsequently had to be withdrawn.  Ulsterbus passenger numbers decreased by 6.5% 
between 2001/02 to 2009/10.  Metro (formerly Citybus) services in Belfast, where 
there is a greater population density, increased by 30.2% in the same period (RTS 
Supplement: Supporting Data). The Belfast Metropolitan Transport Plan proposed the 
introduction of Quality Bus Corridors on 14 main Belfast commuter routes.  To date, 5 
are in place.  Nine others are planned for implementation by 2015 but are dependent 
on the availability of funding.  

While both public transport and roads have received funding above pre-Regional 
Transportation Strategy levels, the Executive, through the Investment Strategy, 
focused on providing capital funding for Strategic Road improvements.  This change 
in priorities accelerated the development of the roads infrastructure and skewed the 
implementation of the RTS away from that which was originally envisaged.  

The timescale for completion of the capital schemes envisaged in the existing 2002 
Strategy and subsequently enhanced in the Investment Strategy is now dependent 
on the availability of funds.  We believe that we should continue with these important 
transportation measures.  The changed economic circumstances, however, mean that 
future funding levels for transport are likely to be significantly lower than in recent years 
and decisions about how best to invest those funds which are available will become 
increasingly difficult.
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2.4 Trends in transport
In reflecting on the extent to which the current RTS has been implemented it is also 
important to consider a number of transport trends over the past decade or so;   
These also indicated the progress made by the RTS in a number of areas.

There was a 119% increase in goods lifted and transported by vehicles weighing •	
over 3.5 tonnes37 between 2001 - 2007 reflecting increasing export sales by 
manufacturing companies38.  Although this has fallen back because of the 
recession, the tonnage of goods lifted in 2009 was still 64% higher that the 2001 
figure;

Although it has now fallen with the economic downturn, 23.5 million tonnes of •	
freight moved through the sea ports in 2008 compared to 21.2 million tonnes 
in 2001.  36,300 tonnes of freight also passed through the airports in 2008 
compared to 33,100 tonnes in 2001;

The number of Light Goods Vehicles increased by 54% between 2001 and 2009;•	

Vehicle Kilometres of Travel increased to 20,002 million in 2007 from 17,212 •	
million in 2001, an increase of over 2.5% per annum – forecasts at the time of the 
2002 RTS had predicted an increase of less than 2% per annum; 

Car ownership continues to grow, with more than 860,000 registered car owners •	
at 31st December 2009 confirming that the car remains the dominant mode of 
transport;

Morning peak traffic speeds in Belfast increased by 10% from 2001 – 2009 on the •	
11 surveyed corridors, 21% on the Strategic Corridors in the city;  

Across the wider network, although traffic speeds on the Key Transport Corridors •	
increased in 2009, they had been falling from 2003 to 2007.  The 2009 increase 
may be a result of the economic downturn;

From 2001-2009, average bus speeds in Belfast fell by 11%, although there was a •	
slight improvement in 2009 from the 2008 figure;

There has been some increase in the number of people walking in Belfast but the •	
trend across the region is downward39;

Figures for cycling show an increase by 2008 of 56.7%•	 40 compared to 2000.  The 
2002 RTS however, had aimed for a 100% increase in cycling by 2005 and 400% 
by 2015;

37 Northern Ireland Transport Statistics 2008/09
38 Northern Ireland Sales and Exports Survey 2007/2008, Department of Enterprise, Trade and 
Investment
39 Travel Survey for Northern Ireland, Department for regional Development, www.drdni.gov.uk
40 Cycling Usage Report 2008, DRD Roads Service, www.roadsni.gov.uk
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Around 1 in 5 of the population has a disability, approximately 360,000 people•	 41.  
People with a disability may face particular barriers when using the transport 
network; and

By 2030 the population will be over 2 million, an increase of almost 15% from •	
2006.  Currently 14% of the population are aged 65+, this is forecast to increase 
to almost 22% over the next 2 decades, with 7% aged over 80.

Detailed data on some of the trends is available in RTS Supplement: Supporting Data.

Technological trends also have major implications for transportation strategy.  There 
has been rapid growth in mobile phone ownership and technology so that web based 
information systems are no longer the most effective way to deliver timely information 
to the travelling public.  The possibility of sending real-time personalised travel 
information directly to travel users is now a reality.  This would allow users to make 
informed choices about how and when they travel and offers the real potential to 
significantly increase the use of public transport.  

41 2001 census figure for those stating a limiting long-term illness, which covers any long-term illness, 
health problem or disability which limits daily activities or work.
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2.5 Challenges for transport to 2025
The changing policy context, particularly in relation to climate change and finance; 
the fact that the 2002 RTS has not been fully implemented as originally envisaged 
and the evidence from trends in transport, have led to the need for a refocusing and 
rebalancing of our transportation strategy.

Valued at over £30 billion, our transportation network is one of the Region’s most 
valuable capital assets.  We need to maximise the productivity of that asset, particularly 
the use of finite amount of road space and that means maximising the throughput 
of people and goods using that space.  Building new roads will not reduce the total 
volume of traffic and while increasing road capacity can temporarily reduce congestion, 
it ultimately leads to increased traffic as more people choose to travel or make new 
trips to take advantage of the new road space and improved connectivity.42  

The capacity of the existing road space, however, can be increased dramatically by 
moving people in a different way.  For example, a public transport vehicle with 50 
passengers does not require much more road space than a car with a 1 occupant.  
By developing a more balanced transportation system based on moving people and 
goods in an efficient way rather than focusing on moving vehicles, we can maximise 
the productivity of our finite road space and improve mobility for people and goods, 
supporting the economy, accessibility to services and the environment.  

We want to support the growth of a high-value economy while preserving the 
environment for the future and maximising the benefits for the individual.  We have to 
address the significant increase in emissions and congestion and have a sustainable 
transportation system that accommodates future demand without impacting further on 
the environment.    

We cannot expect transport users to change to a perceived inferior choice simply 
because it is best for the region or environment.  The challenge is to meet the needs of 
transport users – providing choices that are attractive and achievable and incentivising 
change.  We need to offer alternatives that are valued, practical and relevant for 
people, such as:

better integration of transport services;•	

better public transport;•	

more car sharing and active travel;•	

greater accessibility for both business and communities; and•	

for new roads infrastructure at pinch-points on the network.•	

42 Induced traffic, or induced demand, was accepted by the Standing Advisory Committee on Trunk 
Road Assessment in their study of 1994 and is now included in Department for Transport transport 
scheme assessment guidance, http://www.dft.gov.uk/webtag/
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Reliable real-time transport information is key to allowing users, whether business 
or individuals, to make informed choices.  Smartphone technology, using publicly 
available data, can now provide that information and there are opportunities here not 
just for transport but also for software developers and information providers.

Case Study: Helsinki, Finland 

Helsinki has a well developed system to inform public transport users of their 
options with a simple tariff across the region which splits the area into 3 zones.  
There is an easy-to-use journey planner available on the internet. They also 
have a journey planner for cyclists which provides varied information on national 
cycling routes, rest stops, as well as information regarding traffic lights and steep 
hills along the route.

The provision of real-time information is a further strong aspect of Helsinki’s 
transport system.  There are visual displays at bus and tram stops as well as 
onboard visual and audible information.  They are developing this further:  “Every 
bus and tram in Helsinki and the surrounding cities of Vaanta and Espoo are being 
fitted with Linux servers and GPS units.  Every bus and tram in the conurbation 
will not only become a wireless hotspot serving broadband internet throughout 
the vehicle - for free - but every bus and tram is visible on a Google map that 
uses the same real-time passenger information.  The Google map, moreover, 
is open, meaning that if someone wants to come and improve it or create an 
extra application, they are free to do so.  Not only that, every bus and tram stop 
in Helsinki is being fitted with a small ‘near field information’ tag that allows 
anyone with a Nokia camera phone to take a snap of the tag and launch a Java 
application bespoke to that stop.  This means that you don’t have to have to take 
off your mittens or tap in tricky Finnish place names such as herttoniemenranta 
when it’s -22C and you’re faced with sleet’s bitter sting.”(Source: The Guardian, 
Feb 2008)

Smart cards, which require only close proximity to communicate with the card reader, 
are becoming increasingly common place.  A single Smart card could be programmed 
with the user’s public transport entitlement, their bank details, driver’s licence, loyalty 
schemes and club memberships to name just a few.  Smart cards can even be used 
without removal from a wallet.  This offers the opportunity for an integrated ticketing 
system that is linked to wider benefits and added value for the user.

Transport investment, if it is to contribute to a more competitive, connected region, 
must be supported by initiatives to promote more sustainable and efficient travel 
behaviour.  We need to start using public transport, or car sharing, for longer journeys 
and walking or cycling for shorter trips.
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We also need to join up the various transport services to match people’s needs and 
expectations.  This means we view our future transport network as one seamless 
mobility system where ticketing and information are planned and developed as one 
integrated system.  As people’s lives and businesses become ever more complex this 
will not only be needed, but expected.  So we will have to provide a smart, integrated 
ticketing, advice and information system, based on smart technology that addresses 
the needs of users.  In addition, this needs to be complemented by improved services 
across all transport modes.

If investment in public transport and infrastructure such as Park and Ride is increased, 
users will be encouraged to take the bus, train or Rapid Transit for the main part of 
their journey and reduce the volume of traffic on the network.  

Similarly, the development of more pedestrian friendly environments and facilities for 
cyclists will make active travel more attractive options for others.  As people choose to 
switch in significant enough numbers, congestion can be managed and business, the 
economy, and the environment, will benefit. 

To encourage a modal shift to public transport, to active travel, and to car sharing, and 
to realise the real health and social benefits this can bring, we need to reconsider how 
we prioritise the finite space on our roads.  At a time when there are significant financial 
constraints on public expenditure, we have to use the existing transportation systems 
in a smarter way.  

We also have to consider how the goods and products used or produced by business 
are moved.  We need to ensure that freight transport remains competitive in a 
sustainable manner and that the movement of goods is undertaken in an efficient, safer 
and compliant way.  This is essential if businesses are to be competitive in a global 
market place and transport is not to become a barrier to export, and is less damaging 
to the environment. 

Case Study: Freight distribution – Bristol

Freight consolidation aims to minimize the impact of freight deliveries. Successful 
consolidation schemes can help to reduce a region’s congestion, improve a 
region’s air quality and allow for more frequent deliveries.  These factors help to 
create a balance between the aesthetics of the city with mercantile necessities. 
An example of a trial consolidation scheme is in Bristol. Following an initial 
investigation into freight distribution patterns in the Broadmead area of Bristol, 20 
retailers were identified as being appropriate for a 6-month freight consolidation 
trial. The trial saw a 51% reduction in delivery vehicle movement for the retailers 
involved and because of this success the scheme has now been extended to 51 
retailers
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There are no easy answers and a lasting solution will have implications for those of us 
who choose to use the car, personally or in business, when real and more sustainable 
alternatives exist.  All of this is set against a background of severe financial constraints 
in public expenditure.  

Detailed data on travel attitudes and patterns is available in RTS Supplement: 
Supporting Data.

The Challenges
The future presents a number of strategic challenges on different fronts:

to support our economy•	  by having an efficient, integrated and innovative 
transport network that facilitates and encourages economic growth and supports 
business ;

to maintain the transport infrastructure•	  in a way that better attracts and allows 
people and goods to move safely and have reliable journey times;

to make better use of the transportation network•	  to get the best value from it 
that we can;

to reduce the environmental impact of transport•	  not only to tackle climate 
change but also to protect the environment and improve the quality of life;

to improve accessibility in both rural and urban areas•	  that will allow people 
better opportunities to access facilities, services and employment;

to support communities•	  by having transport which connects people and places 
and fosters better community cohesion; and

to improve safety•	  that will reduce the number of people killed or seriously injured 
on our roads and encourage the use of more sustainable forms of transport 
including public transport and cycling and walking.
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2.6 Conclusion
Simply continuing to implement the 2002 Regional Transportation Strategy will not be 
sufficient to address the challenges identified above in a sustainable way.   Chapter 3 
sets out the specific objectives that DRD believes we must work towards over the next 
decade. 

Questions for this Chapter

Q.	 What do you believe are the major challenges to delivering an improved and 
more sustainable transportation infrastructure here?

Q.	 What are the challenges for society?

Q.	 Are they challenges for you as an individual?

Q.	 How should DRD respond to these challenges?

Q.	 Do you agree that particular interests such as freight, active travel and the 
needs of older and disabled people should be mainstreamed in the Strategy 
rather than being considered separately?
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3 Where do we want to get to?

3.1 A sustainable transport future
We want to have transportation systems and infrastructure fit for the 21st century.  It 
should be a system that meets the needs of people and business.  The network must, 
therefore, provide an effective network of key connections within and beyond the 
region that will allow people and business to access the services and activities they 
want and to support our economy in an integrated, equitable, and environmentally 
sensitive manner.  Public transport and active travel options should be safer, 
convenient and reliable alternatives to the car making them the first choice for people, 
not the last resort.

Case Study: Bremen Germany – Mobility Hubs

Bremen, in northwest Germany, has a population of around half a million people.  
It has a well-developed transport network, which focuses on sustainable 
transport.  Bremen provides an outstanding example of the implementation of a 
mobility hub, which brings together all of the available modes of transport in a 
single location, giving the user a seamlessly integrated experience that combines 
car sharing, taxi, cycling and public transport.  The effective management of this 
system is enabled by the successful coordination between the service providers.  
An umbrella association brings together 35 transit operators in the 4800 km2 
region including local/ regional rail, buses and trams.  This means one ticket, 
one tariff and one information system for all transport modes, and one integrated 
smart card for transit, car-sharing, and banking needs.  Mobility hubs play a key 
role in the integration of this system by being strategically located throughout 
the city with links to trams, buses, car share, cycling networks, and taxis.  Each 
hub is equipped with an electronic journey planning/ticket kiosk which provides 
real-time information.  The success of this strategy of creating useful intersection 
points between various modes is evidenced by the city’ s impressive 60 per cent 
sustainable transportation modal split made up of 17 per cent public transport, 20 
per cent walking, and 23 per cent cycling.

The new direction for transportation needs to have at its core, the drive for 
sustainability in the travel choices we make.  It needs to revolve around moving people 
and goods rather than vehicles, allowing customer focussed mobility management.  
With sustainable transport better supporting communities and business we can have 
a more cohesive society that will benefit all and allow improved access to facilities and 
services with a consequent improved quality of life. 
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Transport users should be able to make better and informed choices in how they travel 
and see value in a seamless interchange between services, an effective supporting 
infrastructure and a greater awareness of the environmental consequences of their 
choices.  We need to reduce greenhouse gas emissions from transport to help attain 
local, national and European targets.

Achieving this does not mean a radical change in direction from everything that has 
gone before.  Rather, our focus must be to build on and re-orientate the existing 
transport strategy and reprioritise how we use the existing infrastructure to meet the 
strategic challenges identified.
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3.2 High Level Transport Aims 
Addressing the challenges from the previous section, we are proposing three High 
Level Aims.  

A. Support the Growth of the Economy

Growing the economy is the Executive’s key priority.  Our transportation networks must 
be designed to support this.

B. Enhance the Quality of Life For All

It is important that we help achieve the Executive’s goal for our society, deliver modern 
high quality and efficient public services and promote tolerance, inclusion, health and 
wellbeing.

C. Reduce the Environmental Impact of Transport
While supporting economic growth, this should not be at the expense of the 
environment.  While there is a potential tension between these High Level Aims, this 
consultation exercise will help us find the appropriate balance between them.

The High Level Aims are driven by the Executive’s priorities of growing the economy 
while supporting society and protecting the environment and link directly to the aims 
of the new Regional Development Strategy – the Executive’s overarching spatial 
development strategy.  

Against each High Level Aim we have proposed a number of Strategic Objectives.  The 
following table illustrates how the Strategic Objectives for transport can be read across 
to the Executive Priority which they support.



28

R
el

at
io

ns
hi

p
 B

et
w

ee
n 

E
xe

cu
tiv

e 
P

ri
o

ri
tie

s 
an

d
 R

eg
io

na
l T

ra
ns

p
o

rt
at

io
n 

S
tr

at
eg

y 
O

b
je

ct
iv

es
E

xe
cu

tiv
e 

P
ri

o
ri

tie
s

R
eg

io
na

l D
ev

el
o

p
m

en
t 

S
tr

at
eg

y 
R

eg
io

na
l T

ra
ns

p
o

rt
at

io
n 

S
tr

at
eg

y

A
im

s
V

is
io

n
H

ig
h 

Le
ve

l A
im

S
tr

at
eg

ic
 O

b
je

ct
iv

es

G
ro

w
 th

e 
ec

on
om

y 
an

d 
in

ve
st

 fo
r t

he
 fu

tu
re

S
up

po
rt 

st
ro

ng
, s

us
ta

in
ab

le
 g

ro
w

th
 fo

r t
he

 
be

ne
fi t

 o
f a

ll 
pa

rts
 o

f t
he

 R
eg

io
n

“t
o 

ha
ve

 a
 

m
od

er
n,

 
su

st
ai

na
bl

e,
 s

af
e 

tra
ns

po
rta

tio
n 

sy
st

em
 w

hi
ch

 
be

ne
fi t

s 
so

ci
et

y,
 

th
e 

ec
on

om
y 

an
d 

th
e 

en
vi

ro
nm

en
t a

nd
 

w
hi

ch
 a

ct
iv

el
y 

co
nt

rib
ut

es
 to

 
so

ci
al

 in
cl

us
io

n 
an

d 
ev

er
yo

ne
’s

 
qu

al
ity

 o
f l

ife
.”

S
up

po
rt 

th
e 

G
ro

w
th

 o
f 

th
e 

Ec
on

om
y

Im
pr

ov
e 

co
nn

ec
tiv

ity
 w

ith
in

 th
e 

re
gi

on
 

C
re

at
e 

op
po

rtu
ni

tie
s 

an
d 

ta
ck

lin
g 

di
sa

dv
an

ta
ge

S
tre

ng
th

en
 B

el
fa

st
 a

s 
th

e 
re

gi
on

al
 

ec
on

om
ic

 d
riv

er
 a

nd
 D

er
ry

 a
s 

th
e 

ca
pi

ta
l o

f 
th

e 
N

or
th

 W
es

t

U
se

 ro
ad

 s
pa

ce
 a

nd
 ra

ilw
ay

s 
m

or
e 

ef
fi c

ie
nt

ly

Im
pr

ov
e 

co
nn

ec
tiv

ity
 to

 e
nh

an
ce

 th
e 

m
ov

em
en

t o
f p

eo
pl

e,
 g

oo
ds

, e
ne

rg
y 

an
d 

in
fo

rm
at

io
n 

be
tw

ee
n 

pl
ac

es

B
et

te
r m

ai
nt

ai
n 

tra
ns

po
rt 

in
fra

st
ru

ct
ur

e 

S
tre

ng
th

en
 li

nk
s 

be
tw

ee
n 

no
rth

 a
nd

 s
ou

th
, 

ea
st

 a
nd

 w
es

t, 
w

ith
 E

ur
op

e 
an

d 
th

e 
re

st
 o

f 
th

e 
w

or
ld

Im
pr

ov
e 

ac
ce

ss
 in

 o
ur

 to
w

ns
 

an
d 

ci
tie

s 

Im
pr

ov
e 

ac
ce

ss
 in

 ru
ra

l a
re

as

Im
pr

ov
e 

co
nn

ec
tio

ns
 to

 k
ey

 
to

ur
is

m
 s

ite
s

D
el

iv
er

 h
ig

h 
qu

al
ity

 p
ub

lic
 

se
rv

ic
es

S
up

po
rt 

ou
r t

ow
ns

, v
illa

ge
s 

an
d 

ru
ra

l 
co

m
m

un
iti

es
 to

 m
ax

im
is

e 
th

ei
r p

ot
en

tia
l

En
ha

nc
e 

th
e 

Q
ua

lit
y 

of
 

Li
fe

 F
or

 A
ll

Im
pr

ov
e 

sa
fe

ty

B
ui

ld
 a

 u
ni

te
d 

co
m

m
un

ity
P

ro
m

ot
e 

de
ve

lo
pm

en
t w

hi
ch

 im
pr

ov
es

 th
e 

he
al

th
 a

nd
 w

el
l-b

ei
ng

 o
f c

om
m

un
iti

es
Im

pr
ov

e 
so

ci
al

 in
cl

us
io

n

D
ev

el
op

 tr
an

sp
or

t p
ro

gr
am

m
es

 
fo

cu
ss

ed
 o

n 
th

e 
us

er

P
ro

te
ct

 o
ur

 p
eo

pl
e 

an
d 

th
e 

en
vi

ro
nm

en
t

P
ro

te
ct

 a
nd

 e
nh

an
ce

 th
e 

en
vi

ro
nm

en
t f

or
 

its
 o

w
n 

sa
ke

R
ed

uc
e 

th
e 

En
vi

ro
nm

en
ta

l I
m

pa
ct

 o
f 

Tr
an

sp
or

t 

R
ed

uc
e 

gr
ee

nh
ou

se
 g

as
 

em
is

si
on

s 
fro

m
 tr

an
sp

or
t

Ta
ke

 a
ct

io
ns

 to
 re

du
ce

 o
ur

 c
ar

bo
n 

fo
ot

pr
in

t 
an

d 
fa

ci
lit

at
e 

ad
ap

tio
n 

to
 c

lim
at

e 
ch

an
ge

P
ro

te
ct

  b
io

di
ve

rs
ity

R
ed

uc
e 

no
is

e 
an

d 
ai

r p
ol

lu
tio

n



29

3.3 Strategic Objectives
The previous table also shows the proposed 12 Strategic Objectives for transportation 
which we believe will help us achieve the overall goal of sustainable transportation 
networks linked to the three High Level Aims.

A. Support the Growth of the Economy
1: Improve connectivity within the region

2: Use road space and railways more efficiently

3: Better maintain transport infrastructure

4: Improve access in our towns and cities

5: Improve access in rural areas

6: Improve connections to key tourism sites

B. Enhance the Quality of Life For All
7: Improve safety

8: Improve social inclusion

9: Develop transport programmes focussed on the user 

C. Reduce the Environmental Impact of Transport
10: Reduce greenhouse gas emissions from transport

11: Protect biodiversity

12: Reduce noise and air pollution
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Strategic Objective 1: Improve connectivity within the region
Connections to the rest of the island, Britain and beyond are important for business 
and tourism.  To remain competitive and to ensure that the economy grows we need 
reliable and efficient connections within the Region.  People also need to be able to get 
to and from their places of work.  Businesses need to be able to receive goods reliably, 
with better connections to the air and sea ports, the Gateways to the region, in order to 
move the goods they produce.  We will continue to work closely with our neighbours to 
ensure that our infrastructures join together to create an effective all-island network.  

To achieve this, we need to complete the work identified in the current Regional 
Strategic Transport Network Transport Plan and Strategic Road Improvement 
Programme ,while we develop new programmes of work for the main roads and 
railways.  In doing this we will contribute to the development of the new Economic 
Strategy for the region and its emphasis on rebalancing the economy towards export 
led economic growth.

Strategic Objective 2: Use road space and railways more 
efficiently
There is finite capacity on the network.  On roads, our choice is whether to continually 
try to meet increasing demand by building new roads or to manage demand for road 
space and find innovative ways of getting the best use we can from our infrastructure.  
While we have purchased new trains that will increase the number of passengers, the 
increase is limited by the capacity of the rail infrastructure. 

We will give priority on our networks to the movement of people and goods rather than 
the movement of vehicles.  This will result in increased priority for buses, improving 
public transport which will produce a better balanced network and a better, more 
reliable service for all users.

The number of journeys an individual makes in a year is fairly constant at around 900.  
If we succeed in encouraging individuals to use public transport or car share for longer 
journeys and to walk or cycle for shorter journeys, then we reduce the number of 
journeys made by car.  This will reduce the demand on the network and allow it to work 
more efficiently.

Strategic Objective 3: Better maintain transport infrastructure
We want a reliable transportation network that allows people and freight to move safely 
and to have reliable journey times.  To do this, we need to regularly maintain roads and 
railways.  To make public transport an attractive option, we need to make sure that the 
vehicles, stops and stations are safe, clean, well maintained and well lit.

While large sums have been allocated for capital road projects, less has been allocated 
for roads maintenance (RTS Supplement: Supporting Data).  The frequency of 
maintenance of the road network in particular is well below where it should be.   
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We will need to find a better balance between further developing the roads network 
and maintaining the existing network.  

Strategic Objective 4: Improve access in our towns and cities
Good transport links are important to the economy and to society.  We want to ensure 
that people have the opportunity to access education, training and employment as 
well as key services such as health, cultural, shopping, sporting and leisure activities.  
These facilities and services are usually located in, or around, towns and cities.  
Recognising that not everyone has access to a car, a more inclusive society will require 
high quality and affordable public transport with appropriate infrastructure or walking 
and cycling routes which enable people to access these key services.  

Strategic Objective 5: Improve access in rural areas;
As public transport provision is limited in rural areas, the car is the main mode of travel 
from rural areas to services and facilities located in or around our towns and cities.  The 
roads linking all rural areas to these services and facilities must be reliable, our public 
and community transport must also be timely and reliable.  Taxis, walking and cycling 
can play an important role for those living where there is no or limited public transport. 

Case Study: Multibus, Heinsburg – Germany 

Multibus is a flexible demand-responsive bus scheme serving municipalities 
within the district of Heinsberg, a region with a largely dispersed population.  The 
idea is to combine a door-to-door service for passengers and a transportation 
service of goods (parcels and small packets) in order to develop a public 
transport service orientated to users’ needs in times of little demand. For 
passengers the service primarily provides a connection to main public transport 
routes.  The service is integrated into the regional public transport system and 
users pay the normal fares. Approx. 2,900 persons use the MultiBus service each 
month.  Inclusion of the delivery service helped to achieve additional revenues 
and to support marketing.  The service costs €440 000 per year, a saving of 
€41,500 per year when compared with the traditional bus service.

Strategic Objective 6: Improve connections to key tourism sites
We live in an area with a significant cultural and historical heritage and proper 
access to key tourism sites is increasingly important for the economy.  Unlike other 
businesses, tourist attractions cannot choose where they are located.  We need to 
ensure that the roads successfully connect visitors to tourist attractions, and that 
the connecting public transport system is frequent, reliable and represents value for 
money.  
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Strategic Objective 7: Improve safety
We want to reduce the number of people killed or seriously injured on our roads, for car 
users, pedestrians and cyclists.  

We also want to improve the attractiveness of public transport by making it safer.  
Feelings of safety can be improvement by well designed, well lit infrastructure which 
discourages crime and anti-social behaviour.

Strategic Objective 8: Improve social inclusion
Transport can bring communities together or the infrastructure can keep them apart 
or cut them off from services.  We want to design the transportation networks to bring 
communities together and ensure equitable access to key services and facilities, 
particularly by sustainable modes.

Strategic Objective 9: Develop transport programmes focussed 
on the user
We do not want to design infrastructure or services that suit policy makers, planners 
or engineers, rather we want to focus on the user, understand their needs and 
demonstrate the value and benefits to them that can also benefit the community 
through the travel choices people and businesses make.  We also aim to provide 
transportation services that meet the needs of people, businesses and the community 
as a whole.

Strategic Objective 10: Reduce greenhouse gas emissions 
from transport
Currently road traffic is the fastest growing source of greenhouse gas emissions and 
accounts for 26% of our emissions.  To allow the Executive to meet carbon reduction 
targets, greenhouse gas emissions from transport will have to be reduced.

Strategic Objective 11: Protect biodiversity
The Assembly has passed “The Wildlife and Natural Environment Bill (Northern Ireland)” 
which includes a duty to conserve biodiversity.  This will require all Government 
Departments and their agencies to produce measures to halt the loss of biodiversity.

Strategic Objective 12: Reduce noise and air pollution
Noise and air pollution from transport can have a significant impact on the quality of life 
and health of communities, especially in urban areas.  We will seek to reduce noise and 
air pollution wherever possible.



33

3.4 Conclusion
We believe that these 12 Strategic Objectives will help us achieve balanced and 
sustainable transportation networks.  

We cannot tackle the challenges alone, however, and it will be essential to engage, and 
collaborate, with our partners in transport as we seek to deliver the outcomes.   

The next chapter sets out how we aim to do this.

Questions for This Chapter 

Q.	 Do you agree/disagree that growing the economy in a sustainable 		
way should be at the core of our strategy and if so why/why not?

Q.	 What do you see as advantages or disadvantages in this approach?

Q.	 Do you agree with the strategic objectives proposed?

Q.	 Please rank the strategic objectives as you see them? (Please use 
the table on the next page)

Q.	 Are there other strategic objectives that you believe should be 
included?  If so please add them to the table and rank them.
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Please rank each objective in priority order, with 1 being the highest and 12 the lowest. 
Please avoid giving any two objectives the same ranking. 

STRATEGIC OBJECTIVE RANK
Improve connectivity within the region

More efficiently use road space and railways

Better maintain transport infrastructure

Improve access in our towns and cities

Improve access in rural areas

Improve connections to key tourism sites

Improve safety

Improve social inclusion

Develop transport programmes focussed on the user

Reduce greenhouse gas emissions from transport

Protect our biodiversity

Reduce noise and air pollution
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4 How will we get there?

4.1 The current strategy – Transport Plans
The current suite of Transport Plans was developed from local transport studies.  
These studies were based on data from a range of sources and included surveys in 
the towns or cities to capture an independent view of the transport conditions.  While 
the transportation needs varied between towns and cities and rural areas, they found a 
number of common problems, including:

variability in the standard of provision for pedestrians and cyclists;•	

availability of local public transport;•	

accessibility for people with disabilities or others with reduced mobility;•	

local traffic congestion in the peak periods; and•	

concerns over road safety.•	

It is important that the land use and transport systems work together.  The revised 
Regional Development Strategy promotes development within existing towns and cities 
which help to reduce the need to travel.  

Case study: Kent, UK

Pfizer built a new headquarters in Sandwich, Kent (UK). In order to reduce the 
level of congestion that was being developed at the site, they developed their 
Green Transport Plan which promoted car-sharing, public transport use, walking 
and cycling. The company has also provided a shuttle bus to the site. Since 
implementing the plan there has been an 11.8 % reduction in single occupancy 
car use and average daily passenger journeys on their bus service have increased 
by 14% to nearly 900 every day.  The company successfully cut the need for 
about 400 parking spaces. Financially, Pfizer can potentially save £1.2 million in 
capital costs (excluding land) and £500 per parking space per year in car park 
running costs.

We worked with the Department of the Environment Planning Service to align 
transportation with land-use planning, following the guidance provided by Planning 
Policy Statement 13.  Linking transportation with land use allows for a more considered 
incremental approach, providing for phased development, small scale infrastructure 
improvements and modal shift to non-car modes as part of a comprehensive plan.  
Planning Policy Statement 13 “Transportation and Land Use” was prepared to guide 
the preparation of development and transport plans.  We will work with those preparing 
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Development Plans to ensure that the transport programmes are complementary.

The Investment Strategy indicated high levels of funding for roads schemes which 
require high levels of capital, but less for public transport and other measures which 
require revenue rather than capital investment.  This has skewed the implementation of 
our existing Transport Plans.  

The Budget 2010 outcome has significantly reduced the availability of funding for all 
capital projects and other schemes, including transport.  As transportation schemes 
are funded through the normal budgetary processes, this means that some projects 
included in the 2015 Plans may have to be delayed until funding becomes available.  
We may also have to review the priorities in the Plans to maximise the efficient use of 
limited capital funds.

4.2 Transportation interventions
Following this consultation, we will finalise an agreed set of Strategic Objectives 
and then work with stakeholders to develop an overall Transportation Prioritisation 
Framework, matching interventions to Strategic Objectives.  We have, however, 
developed an initial list of potential strategic interventions to support the Strategic 
Objectives we are proposing in this document.  All of these would contribute to at least 
one of the 12 Strategic Objectives outlined in Chapter 3.  

Our initial list is:

Selective Road Improvements to address Bottlenecks;•	

Improved Connections Between Different Modes of Transport;•	

Maximising the Efficient Use of All Transport Assets;•	

Promotion of a Competitive Sustainable Freight Sector;•	

Active Management of the Transportation Networks;•	

Prioritisation of Road Space for Public Transport;•	

Introduction of more Park and Ride Facilities;•	

Maintenance of Transport Infrastructure to Best Practice Standards;•	

Good Transport Solutions to Growth Areas and Town and City Centres;•	

Implementation of the Infrastructure Measures To Be Identified In The Road •	
Safety Strategy;

Reduction of Speed Limits In Rural And Urban Areas where appropriate;•	

Introduction of Further Innovative Public Transport Services which meet the •	
Needs Of Communities;
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Working with Communities to Better Understand Their Needs;•	

Improved Accessibility For Older People and People with Disabilities;•	

Expansion of Travelwise Initiatives;•	

Promotion of Walking and Cycling;•	

Restricting Car Parking in Towns and Cities;•	

Enforcing Parking and Traffic Offences;•	

Increasing the Use of Alternative Fuels in Publicly Owned Vehicles and Public •	
Transport;

Advising on Vehicle Choice and Promote the Use Of Alternative and Renewable •	
Fuels; and

Using Environmentally Sensitive Materials and Methods in Transportation •	
Schemes.

The complex relationship between the transportation Interventions and Strategic 
Objectives is illustrated by the table overleaf. 
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Strategic Objectives and Transportation Interventions 

A. Support the Growth of the Economy
1. Improved connectivity within the region
2. More efficiently used road space and railways
3. Better maintained transport infrastructure
4. Improved access in our towns and cities
5. Improved access in rural areas
6. Improved connections to key tourism sites

B. Enhance the quality of life for all
7. Improved Safety
8. Improved Social Inclusion
9. Developed transport

C. Reduce the Environmental Impact of Transport
10. Reduced Green House Gas Emissions from transport

11. Protected our biodiversity

12. Reduced noise and air pollution

Transportation Interventions
Selective Road Improvements to address Bottlenecks P P P P P P P P P

Improved Connections Between Different Modes of Transport P P P P P P P P

Maximising the Efficient Use of All Transport Assets P P P P P P P

Promotion of a Competitive Sustainable Freight Sector P P P P P

Active Management of the Transportation Networks P P P P P P P P P P P P

Prioritisation of Road Space for Public Transport P P P P P P P P P P P P

Introduction of more Park and Ride Facilities P P P P P P P P P

Maintenance of Transport Infrastructure to Best Practice Standards P P P P P

Good Transport Solutions to Growth Areas and Town and City 
Centres P P P P P P P P P P P

Implementation of the Infrastructure Measures To Be Identified in 
The Road Safety Strategy P P

Reduction of Speed Limits in Rural and Urban Areas where 
appropriate P P P P P P

Introduction of Further Innovative Public Transport Services which 
meet the Needs of Communities P P P P P P P P P

Working with Communities to Better Understand Their Needs P P P P P P P P

Improved Accessibility For Older People and People with Disabilities P P P P P

Expansion of Travelwise Initiatives P P P P P P P P P P P

Promotion of Walking and Cycling P P P P P P P P P P P

Restricting Car Parking in Towns and Cities P P P P P P

Enforcing Parking and Traffic Offences P P P P P

Increasing the Use of Alternative Fuels in Publicly Owned Vehicles 
and Public Transport P P P P

Advising on Vehicle Choice and Promote the Use of Alternative and 
Renewable Fuels P P P P

Using Environmentally Sensitive Materials and Methods in  
Transportation Schemes P P P P
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Selective Road Improvements to address Bottlenecks 
The best solution to a transportation problem may be a road scheme; for example, new 
bypasses, ring roads or bridges that could take heavy goods traffic out of town centres 
and create space for public transport or active travel.  We will consider all options to 
find balanced solutions for bottlenecks in the network and will identify where new road 
schemes are required.

Improved Connections Between Different Modes of Transport  
This means making it easy to make journeys using more than one form of transport.  
For example, drive to a park and ride site, take a bus or train to a main town, then 
change to a local service to the final destination.  It will be facilitated by integrated 
ticketing, real time information systems and active management of our networks. 

Integrated ticketing would allow one ticket to be used for an entire journey, irrespective 
of how many different services are involved.  This could be further expanded to include 
personal mobility packages which integrate car parking, car club membership and 
other services and benefits on one smartcard or smartphone. 

Maximising the Efficient Use of All Transport Assets
This means better integration of different transport provision that already exists 
to improve the service to the community; including public, community, health and 
education transport.  

Promotion of a Competitive Sustainable Freight Sector 
In an export orientated economy an efficient, modern freight sector is key to enhancing 
our reputation among customers and minimising the additional costs of transport to 
our businesses.  Through the All Island Freight Forum, we will work with businesses 
and freight operators to ensure our economy benefits from a competitive, efficient and 
sustainable freight sector.  

Active Management of the Transportation Networks 
We can improve the performance of our existing network by using intelligent traffic 
systems to provide up to date traffic information, signal alternative routes, and adjust 
the speed limits on main routes to reduce congestion.  Active management also 
includes introducing dedicated lanes for public transport, high occupancy vehicles or 
freight including hard shoulder running, to give priority to moving people and goods 
rather than vehicles.  

Prioritisation of Road Space for Public Transport 
This means Introducing more public transport priority measures; including bus-
only lanes, bus priority at junctions, bus gates, end-to-end bus lanes on Quality 
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Bus Corridors and priority for Rapid Transit.  It includes giving road space to public 
transport which can carry large numbers of people efficiently instead of cars which 
may have only one occupant.  This will improve the reliability for road network users, 
especially essential car users, and improve the efficiency of the road network.

Introduction of more Park and Ride Facilities
This means providing safe and secure car parking, linked to bus, train, or Rapid Transit 
services that allows users to complete their journeys into towns and cities by public 
transport.  It also includes car parks on Key Transport Corridors offering dedicated 
services thereby managing congestion in urban areas.  

Maintenance of Transport Infrastructure to Best Practice 
Standards
We need to maintain our roads and our public transport infrastructure.  When we are 
doing this, we will give more priority to public transport and to roads that are used by 
large numbers of people or volumes of freight.  When maintaining infrastructure, we will 
ensure that it is adapted to the likely impacts of climate change.

Good Transport Solutions to Growth Areas and Town and City 
Centres 
Towns and cities and other growth areas such as our ports are the economic drivers of 
our region.  They require particular solutions that address congestion and ensure the 
free movement of people and goods.

Implementation of the Infrastructure Measures To Be Identified 
In The Road Safety Strategy
A new Road Safety Strategy For Northern Ireland 2010-2020 is being prepared by the 
Department of the Environment.  It adopts a ‘safe systems’ approach to road safety 
which considers roads, vehicles and road users together and seeks to ensure that each 
of these three elements takes account of the limitations or potential weaknesses in the 
other two.  We will continue to work closely with the Department of the Environment to 
improve safety.

Reduction of Speed Limits In Rural And Urban Areas where 
appropriate
Speed limits are an important part of achieving appropriate speeds on the road and are 
adopted for safety, environmental and accessibility reasons.  At the moment, national 
speed limits here are the same as those in England, Scotland and Wales.  We will 
consider introducing local speed limits where the national limits are not appropriate.  
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Introduction of Further Innovative Public Transport Services 
which meet the Needs Of Communities 
These will include Door-to-Door services, Demand Responsive services, Rapid Transit 
and services tailored to the needs of older people and people with disabilities.

Working with Communities to Better Understand Their Needs
Through, for example, the community planning process and neighbourhood renewal 
partnerships, we will work to make sure that transport meets the needs of the 
communities it is meant to serve.  This will include exploring how public transport can 
be used as a shared space.  

Improved Accessibility For Older People and People with 
Disabilities
Older people and people with disabilities face additional barriers when using the 
transport network.  We will continue to work to reduce those barriers and maximise the 
accessibility of our transport networks.

Expansion of Travelwise Initiatives
Travelwise promotes ‘Active Travel’ and sustainable travel modes through Smarter 
Choice programmes including; Travelwise Schools programme and Workplace and  
School Travel Planning which aim to reduce the impact of work-generated or school 
run travel on the environment and the wider community and at the same time bring 
benefits to users.

Promotion of Walking and Cycling  
This means removing the barriers to walking and cycling and increasing the 
opportunities for active travel to ensure walking and cycling are viable alternatives 
to the car and allow ready access to public transport.  That may require expanding 
the cycling and pedestrian network.  An alternative approach may be to focus on 
reprioritising our existing road space by, for example, improving the design of junctions 
in towns, changing signal phasing to favour pedestrians and reducing traffic speeds.

Restricting Car Parking in Towns and Cities  
This means reducing the availability of long-stay car parking in urban areas: for 
example, Residents Parking Areas could prevent commuters from parking in residential 
areas and a workplace parking levy, piloted in the public sector, could reduce the 
number of people choosing to travel to work by car.  We have an over-supply of long-
stay car parking in many of our towns and cities (RTS Supplement: Supporting Data).  
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Case study: Addressing policy: ‘Restrict car parking in towns and cities.’ 
Parking cash out schemes:

Controlling parking – either by restricting the number of spaces available, or 
by charging users to park – has long been acknowledged as one of the more 
effective elements in any strategy to reduce car use. But it is often this very 
effectiveness that also often makes such punitive measures extremely unpopular, 
and therefore difficult to introduce.  A more acceptable measure is the idea of 
paying to persuade drivers not to use their cars for certain trips. One application 
of this principle– the parking cash out – is becoming increasingly common in the 
UK. In California, this has become a mainstream policy measure.

Parking cash out: Vodafone, Newbury, UK

Introduced in 2000, the scheme allows any member of staff to opt out of having 
a parking space and be paid an extra £85 in his/her monthly pay packet. This 
was introduced at the old headquarters due to insufficient parking spaces at the 
site and will continue at the company’s new site due to limits placed on parking 
provision as a condition of planning permission. So far, the incentive has attracted 
around 1500 (a third) of the 4500 staff based in the town, and has largely been 
seen as a very positive way of addressing the transport problems at the site. 

Parking cash out: The California experience

The use of parking cash out schemes took off in California with the 1992 parking 
cash out law, which aimed to reduce traffic congestion and air pollution from the 
road transport sector. Essentially, this required employers who subsidised parking 
to give commuters the option of receiving the cash value of that subsidy instead. 
Specifically, the law applied only to parking spaces rented from a third party and 
not spaces they provided themselves. Therefore, if an employee elected to take 
the cash, the money previously devoted to leasing the parking spaces would 
instead form the commuter’s cash allowance. 

Source: Parking cash out, TEC (2002). M. Enoch

Enforcing Parking and Traffic Offences
The enforcement of parking restrictions, including yellow lines, urban clearways, public 
transport lanes, limited waiting parking places, blue badge parking and pay and display 
bays, will help: traffic to flow more freely; buses and Rapid Transit vehicles keep to 
their timetable; vans and lorries make deliveries; pedestrians to feel safer crossing the 
road; and keeping parking places reserved for Blue Badge holders available for those 
who need to use them.
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Increasing the Use of Alternative Fuels in Publicly Owned 
Vehicles and Public Transport
Alternative fuel technology and electric vehicles can reduce transport emissions.  The 
public sector owns a large fleet of vehicles; including cars, mini-buses, vans and 
lorries.  When buying new vehicles we will look for opportunities to increase the use of 
alternative / renewable fuels, including hybrid and plug-in electric vehicles which may 
ultimately lead to cost savings.  We will encourage public transport operators to do the 
same.  

Advising on Vehicle Choice and Promoting the Use Of 
Alternative and Renewable Fuels
We will encourage people to buy smaller-engined, more fuel efficient vehicles and 
vehicles which do not rely on fossil fuels.  As people switch to these vehicles, 
greenhouse gas emissions will fall.

Using Environmentally Sensitive Materials and Methods in 
Transportation Schemes
This will include the use of materials appropriate to their surroundings, as well as 
porous surfaces, re-cycled aggregates, and using native species when planting or 
reinstating trees or bushes.

Questions for This Chapter 

Q.	 Do you agree with the interventions listed?  

Q.	 Have you any other interventions to suggest or any alternative wording that 
you would prefer?



44



45

5 Making choices

5.1 A new approach to implementation – a 
Transportation Policy Prioritisation Framework
Traditional transport planning is problem-based.  It starts with the identification of 
transport problems and then develops infrastructure solutions to solve those problems.  
The solutions are then subjected to individual transport appraisals that check things 
like the costs and benefits of the solution.  This approach, however, does not prioritise 
the solution against agreed Strategic Objectives.  This is vital to ensure the delivery of 
Strategic Objectives and the efficient use of limited resources.

Our new approach recognises this and will be objective-led, with a broad view on 
which programmes contribute to specific policy objectives.  The aim is to link strategic 
transport programmes to the Executive’s objectives for the region, based on evidence.  
These Strategic programmes will comprise elements designed to achieve a complete 
transport chain.  A Park and Ride programme, for example, would include constructing 
the site, a dedicated public transport service from it, a Quality Bus Corridor or other 
priority measures on the road and any other associated infrastructure required.  This 
would ensure a more “joined up” result for users, helping to maximise benefits and 
value and avoid any piecemeal approach with individual and disjointed projects.

A significant amount of recent work has been carried out around the transport needs 
of communities and businesses that may preclude the need for new Transport Plans.  
These include Active Travel and Freight Plans, Roads Service and public transport 
providers’ corporate and business plans and local Masterplans.  There are also the 
existing Transport Plans and the Accessible Transport Strategy Action Plan which will 
continue to completion and the local transport studies previously undertaken which 
may still be relevant.
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Case Study: Vienna, the importance of strong governance in the success of 
integrated transport strategies

Vienna has always enjoyed political consensus on the importance of a balanced, 
integrated and user friendly city and mobility system.   In Vienna in the 1960s 
and 1970s political leadership resisted the received wisdom of completely 
re-orientating the transport infrastructure towards the private car, by taking a 
political decision to retain the tram network and indeed plan for the expansion 
of the Metro system.  Within Vienna an integrated transport master planning 
process which covered all modes, parking policy, pedestrians, cycling and safety, 
was set in place at an early stage.  An Integrated Traffic Management Team 
was an essential part of the process.  This team included independent experts, 
academics and officers.  The team was charged with a number of key policy 
evaluation studies (e.g. a study of the impact of long term parking provision in the 
City) which helped the City determine an integrated and holistic plan for the urban 
area

Our new approach will use a Policy Prioritisation Framework to identify the priority 
strategic programmes and projects that most closely align with the Executive’s and 
Department’s strategic direction, bearing in mind affordability and value for money.  We 
will then implement the best programmes and projects first, subject to the availability of 
funding, that is those programmes and projects that best deliver the agreed Strategic 
Objectives and which promote equality with political and public acceptability.  We are 
aware of the need to consider improvements to the existing transport networks before 
developing any new infrastructure.

The Policy Prioritisation Framework will set strategic programmes within existing and 
emerging strategic economic, environmental and social contexts so that transport 
schemes planned for the future can focus on supporting the Executive’s aims and 
objectives.  

Strategic programmes will be scored to assess their “policy fit”.  This will link the 
Strategic Guidance in the Regional Development Strategy to the Strategic Objectives 
in the Regional Transportation Strategy.  The Policy Prioritisation Framework will be 
supported with guidance on “scoring” to ensure a fair and consistent approach.  It will 
not replace detailed project appraisals, these will come later at the project delivery 
stage, but will act as a first step in the process.  Programmes will still require formal 
assessment using an appropriate transport assessment methodology to ensure that 
they offer value for money. 

Policy Prioritisation is not a numerical or mathematical process, rather it relies on the 
experience and knowledge of the stakeholders and on their joint consent.  Scoring 
will be based on a system of ticks and crosses rather than numerical scoring.  Colour 
coding can be used effectively to show the strategic interventions that deliver the 
highest impact with respect to the Strategic Objectives and their policies. 
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Developing and using a Policy Prioritisation Framework will require extensive work 
alongside our key stakeholders and involve ranking our Strategic Objectives in order of 
importance as part of the process.

5.2 Policy prioritisation in practice
While a Policy Prioritisation Framework will be a new approach to transportation 
planning here, it has been used successfully in other countries.  

Below is an example of a Policy Prioritisation Framework developed in South-East 
Queensland, Australia.  

This example shows how a Strategic Objective is refined first to specific objectives 
and then to criteria which can be scored.  Agreed scoring guidance is used to assess 
specific interventions to find those which best achieve the strategic objectives.

For example, one Strategic objective was Tackling Urban Congestion - fix congestion 
hotspots.  This had 3 specific objectives:

Promote an increased mode shift to public transport, walking and cycling;•	

Optimise rail and road alignments for quick and efficient travel; and•	

Actively manage travel demand.•	

Against each of these Specific Objectives scoring criteria were agreed.   
This is illustrated below:

STRATEGIC SPECIFIC SCORING CRITERIA
Tackling Urban 
Congestion - 
fix congestion 
hotspots

Promote an increased 
mode shift to public 
transport, walking 
and cycling.

Provide or stimulate the demand for 
high quality, sustainable frequent public 
transport infrastructure and services  to 
key centres, and ensure services run on 
time

Provide or stimulate the demand for well 
designed pedestrian and cycling routes 
and end-of-trip facilities for pedestrians 
and cyclists at key locations 

Optimise rail and 
road alignments for 
quick and efficient 
travel

Promote marketing programs to 
influence travel behaviour and increase 
awareness and understanding in 
the community of public and active 
transport options

Actively manage 
travel demand

Maximise the person-carrying capacity 
of congested roadways through road 
space reallocation

Scoring Guidance was then developed and agreed for each of the scoring criteria.  This 
is shown in the following table overleaf:
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Each possible intervention was then scored against this Scoring Guidance to assess 
relative impact so as to determine which were most likely to achieve the Strategic 
Objectives.  Some of the interventions considered in South East Queensland included 
an Inner City Rail scheme, a Northern Veloway for cyclists, a North-South Motorway 
and a Coast Connect bus service.  The table below shows how each of these 
interventions scored against the criteria.
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From the table, we can see that for these 4 interventions Coast Connect scores best 
against the 4 sample criteria, while the North-South Motorway scores worst.  

By using a similar process, as we develop programmes over the coming years we 
will be able to assess their impact against our agreed Strategic Objectives and so 
determine their policy fit.  We will also need to assess their value for money using 
appropriate transport assessment tools.  This is done within a secondary framework 
which can include things like equality, value for money, deliverability, acceptability and 
capital cost.

Future budgets are likely to be constrained and while some programmes may offer 
good value for money and contribute to the Strategic Objectives, they may simply be 
unaffordable.  The Policy Prioritisation Framework will allow us to make more informed 
choices based not just on Value for Money, but on a wider strategic fit as well.  It is an 
inclusive, transparent process that seeks to build consent rather than consensus.  In 
other words, an agreed prioritisation that stakeholders agree is the best way to achieve 
the Strategic Objectives.

We will look for all possible sources of funding when considering the affordability of 
possible programmes, including revenue generating options.  These may include the 
introduction of on-street car parking charges in all towns and cities, increased off-
street charges and car parking fines, road user charging and developer contributions to 
the transportation related costs of new development.

Questions for This Chapter 

Q.	 Do you agree with our proposals for a prioritisation framework?  

Q.	 Have you any other prioritisation mechanism to suggest?
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6 What will we do next?
The refocused direction for transportation has at its core the need to support the 
growth of our economy.  At the same time, we are aware that our transportation 
network must be sustainable, economic growth has to be balanced against the needs 
of society and the protection of the environment.  

The current Transport Plans cover the period to 2015.  This Strategy will be used to 
make decisions about what we do after 2015.  This will align our transport planning 
process with the Budgetary and Comprehensive Spending Review cycles.

Achieving the right balance for transport means making choices about what is most 
important for the long term future of this Region.  Through this consultation we will find 
out what you believe the most important Strategic Objectives for transport should be 
and how we should proceed to achieve these objectives.

Since the Executive’s main focus is on developing our economy, the emerging 
Economic Strategy will be particularly important, but transport also has an important 
role in supporting health, education, leisure activities, social inclusion, rural and urban 
communities and the environment.  We will work with the relevant Departments to 
maximise the alignment between the new Regional Transportation Strategy and their 
work. 

Once we have determined the Strategic Objectives, we will work with key stakeholders 
to develop an agreed Policy Prioritisation Framework and scoring guidance.  In doing 
this, it will be important to ensure that transport integrates with other existing and 
emerging Executive strategies and policies, particularly the new Regional Development 
Strategy which is currently being finalised as the Executive’s spatial strategy through to 
2025.  

We will then prepare a long list of possible transport interventions.  This will be a 
substantive exercise and has already started.  We will undertake an initial sift, removing 
interventions which are obviously unaffordable and seek to combine others to develop 
Strategic Programmes of Interventions where possible.

The next stage would be to apply the Prioritisation Framework to our list of possible 
interventions and arrive at an Initial Prioritised List.

The Initial Prioritised List would be subjected to Transport Assessment where we would 
take into account value for money, equality and environmental considerations and 
political/public acceptability.  This would result in a Prioritised Assessed List which, 
along with the Comprehensive Spending Review, would allow informed decisions to 
be taken on the transport interventions to include in a draft Delivery Plan, linked to the 
draft Budget.  The draft Delivery plan would be published for public consultation.   

This is illustrated by the flow chart overleaf.
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We will examine our internal structures to ensure that we successfully implement the 
revised Strategy in an integrated manner across all functions of the Department: policy, 
finance, public transport and roads.

Stage One 
Policy Prioritisation Framework Workshop

Stage Three
Apply Prioritisation Framework

Stage Four
Transport Assessments

Stage Five
Decision on strategic interventions to proceed

Comprehensive
Spending Review

Policy Prioritisation Framework

Initial Long List of Interventions

Initial Prioritised List

Prioritised Assessed List

Draft Delivery Plan 2015 Draft Budget 2015

Stage Two
Preparation of long list of possible strategic  

interventions and initial sift

Pre-publication of final RTS

Post-publication of final RTS
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Glossary 

ATS Accessible Transport Strategy

BMA Belfast Metropolitan Area, this includes the city of Belfast 
and the adjoining urban parts of the Council areas of 
Carrickfergus, Castlereagh, Lisburn , Newtownabbey and 
North Down

BMTP Belfast Metropolitan Transport Plan

Bus Gates This is a short section of road which allows buses and 
other designated vehicles to by-pass congestion

DEFRA Department of Environment, Food and Rural Affairs

Demand Responsive 
Transport

A transport system which provides services, according 
to pre-booked demands only.  A dial-a-ride scheme 
providing door-to-door transport following a telephone 
booking is a common example.  This contrasts with a 
fixed system on which services run at predefined times 
and to a predefined route (i.e. as specified in a timetable)

DETI Department of Enterprise, Trade and Investment

DfT Department for Transport 

DOH Department of Health

DRD Department for Regional Development

EU European Union

Key Transport Corridors 
(KTCs)

Acting as the upper tier of regionally important routes 
(road and rail), the KTCs are those strategic long 
distance routes which connect a number of towns and 
provide links to the major regional gateways, including 
linkages to the transport corridors within the Belfast 
Metropolitan Area.

OFMDFM Office of the First Minister and Deputy First Minister
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Park and Ride Facilities These are car parks with connections to public transport 
that allow commuters and other people wishing to travel 
into city centres to leave their vehicles and transfer to a 
bus, rail system (rapid transit, light rail or commuter rail), 
or carpool for the rest of their trip.  The vehicle is stored 
in the car park during the day and retrieved when the 
owner returns.  Park and rides are generally located in 
the suburbs of metropolitan areas or on the outer edges 
of large cities.

Programme for 
Government

A programme incorporating the Executive’s agreed 
budget linked to policies and programmes which, under 
the Agreement, is subject to approval by the Assembly, 
after scrutiny in Assembly Committees, on a cross-
community basis

Quality Bus Corridors A bus route with high quality infrastructure, (stops with 
information, shelters with seats) and vehicles (new low 
floor bus designs) and appropriate priority over general 
traffic.

Rapid Transit A general term for a new type of quality public transport 
service offering improved speed, comfort and access 
features over conventional public transport services.  In 
order to achieve the speed improvement, the service 
will operate (for at least part) on an exclusive route, 
unaffected by highway congestion. 

RCTP Rural Community Transport Partnerships

RDS Regional Development Strategy

Regional Strategic 
Transport Network

This is made up of the rail system, five Key Transport 
Corridors, four link corridors, and the Belfast 
Metropolitan Area transport corridors, along with the 
remainder of the trunk road network.

RTS Regional Transportation Strategy

Rural As determined by the Department of Agriculture and 
Rural Development Inter-Departmental Urban – Rural 
Definition Group, Rural encompasses Settlements 
with a population of 4,500 or less.  On the basis of 
this definition, approximately 65% of the 1.7 million 
inhabitants of The North live in urban areas and 35% in 
rural areas.

SIBNI Strategic Investment Board Northern Ireland

SMART card Self Monitoring Analysis and Reporting Technology

SRTP Sub-Regional Transport Plan



Annex 1 – Assessment

Equality Impact
Under section 75 of the Northern Ireland Act 1998, we are required to have due regard 
to the need to promote equality of opportunity:

between persons of different religious belief, political opinion, racial group, age, •	
marital status or sexual orientation;

between men and women generally;•	

between persons with a disability and persons without; and•	

between persons with dependants and persons without.•	

In addition, without prejudice to its obligations above, we are also required to have 
regard to the desirability of promoting good relations between persons of different 
religious beliefs, political opinion or racial group.

We carried out a full Equality Impact Assessment which showed positive impacts for all 
groups with no negative impacts identified.  A copy of the Equality Impact Assessment 
is available on our website www.drdni.gov.uk.

Other Assessments
We have carried out other assessments on the Strategy using the Integrated Impact 
Assessment Toolkit developed by OFMDFM.  

A copy of the Integrated Impact Assessment, which includes a statement on Rural 
Proofing, is available on our website, www.drdni.gov.uk.

Strategic Environmental Assessment
The European Directive 2001/42/EC requires a ‘Strategic Environmental Assessment’ 
(SEA) of certain plans and programmes.  The objective of the Directive is ‘to provide 
for a high level of protection of the environment and to contribute to the integration 
of environmental considerations into the preparation and adoption of plans and 
programmes with a view to promoting sustainable development’ (Article 1).  These 
aims are consistent with the Executive’s policies on the environment and sustainable 
development. 

The Directive has been transposed into Northern Ireland Legislation through the 
Environmental Assessment of Plans and Programmes (Northern Ireland) Regulations 

i



2004 (Statutory Instrument 2004 No.280).

The Directive defines “environmental assessment” as a procedure comprising:

preparing an Environmental Report on the likely significant effects of the draft •	
plan or programme;

carrying out consultation on the draft plan or programme and the accompanying •	
Environmental Report;

taking into account the Environmental Report and the results of consultation in •	
decision making; and

providing information when the plan or programme is adopted and showing how •	
the results of the environmental assessment have been taken into account.

We have carried out a Strategic Environmental Assessment of the Strategy.  

A copy of the Environmental Report is available on our website, www.drdni.gov.uk.

Habitats Directive
One of the main initiatives of the Habitats Directive is the creation of a European 
network of “Natura 2000” wildlife sites made up of Special Areas of Conservation 
(SACs) under the Habitats Directive and Special Protection Areas (SPAs) under the 
related EC Birds Directive.

These sites aim to maintain or restore the extent and quality of rare habitat types 
and to ensure that rare species can survive and maintain their populations and 
natural range on a long-term basis. There is a need to ensure that the implications of 
present activities and future proposals are properly assessed in accordance with the 
procedures laid down in the Regulations.

We have carried out an initial scoping of the likely impacts of the Strategy on Natura 
2000 sites.  Following this initial scoping, we have carried out a Habitats Regulations 
Assessment.  

A copy of the Habitats Regulations Assessment is available on our website,  
www.drdni.gov.uk.
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