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Executive Summary

1. The Regional Development Committee has a long-standing interest in sustainability issues and
Committee regularly highlighted the important role to be played by the Department for Regional
for Northern Ireland.
2. Sustainable transport is a specialist area of sustainability policy making. It has often been defin
Conference of Minister of Transport 2004 definition speaks of a policy which:

"… allows the basic access needs of individuals and societies to be met safely and in a mann
within and between generations;

Is affordable, operates efficiently, offers choice of transport mode, and supports a vibrant ec

Limits emissions and waste within the planet's ability to absorb them, minimizes consump
renewable resources to the sustainable yield level, reuses and recycles its components, and
3. A focus on the economic, social and environmental sustainability of transport is the approach

4. Delivering on sustainable transport in Northern Ireland is challenging. Northern Ireland has co
emissions and is expected to deliver its share of the Climate Change Act 2008 targets and carbon b
emissions through domestic and international action by at least 80% by 2050 and at least 34% in t
Agreement 22, in the current Programme for Government (PfG), commits the Executive to reduce

5. Achieving these targets will be difficult for Northern Ireland. The transport sector, at 23%, accou
Ireland, of which road transport emissions account for almost 21% of the transport sector figure. T
year, whereas each of the other sectors shows a decreasing trend. Road transport emissions here r
scenarios, produced for the Cross-Party Working Group on GHG Emissions Action Plan, illustrate
increase by between 39% and 66% over the 1990 baseline.

6. It is against this backdrop that the Committee decided to undertake an inquiry into sustainable

7. It is the Committee's view that the time is ripe to move towards more sustainable transport in N
the Regional Transportation Strategy have both been issued for consultation, and together with t

Act, and the ongoing development of electric vehicle infrastructure and rapid transit for Belfast al
transport and to take the actions needed to achieve a modal shift in transport in Northern Ireland
publishing this report.
8. The inquiry terms of reference reflect this desire, and were agreed as follows:

A. To explore and clarify the social, environmental and economic aspects of sustainable transpor

B. To identify the policies, attitudes and technologies likely to underpin a move to more sustainab

C. To make recommendations arising out of the above investigations, and report to the Assembly

9. Stakeholders were involved at all stages of the inquiry process: scoping; written evidence; and i
expressed their views on prioritising approaches and actions. The following paragraphs reflect th
sustainability.

The social, environmental and economic aspects of sustainable transport

10. The Committee noted the body of work which exists highlighting the social, environmental a
Committee noted the key messages in Stern 2006, Eddington 2006, and King 2008 on the economi
transport related carbon emissions. Members also considered selected research from the Institute
sustainability aspects of sustainable transport, including estimates of potential costs and savings
approaches to transport.

Policies, attitudes and technologies likely to underpin a move to more sustainable tran

11. The Committee noted the key messages from the written responses to its call for evidence wh
government departments, environmental NGOs, transport providers, industry and voluntary and
from government departments and Assembly Committees. Generally speaking, there was a high d
submissions received. Some of the submissions noted the interdependence and connectedness o
many highlighted the health benefits of more active modes of transportation. Increasing emission
was a feature in many of the submissions, as was the role of road freight in generating emissions.

12. Many of the submissions highlighted the potential of new technologies, rethinking of the use
as was a greater role for walking and cycling. Many of the submissions recommended the develop
Northern Ireland in areas such as emission reductions, procurement, and policy. Members also n
evidence event .

Conclusions and recommendations

13. During the finalisation and publication of this report, work has been ongoing on the budget fo
expenditure context in Northern Ireland, Great Britain, and indeed across the global economy ha
challenging scale and scope of savings to be delivered, and this is reflected in the conclusions and

14. The Committee agreed 20 conclusions and recommendations, which are set out in the followi
report.

Recommendations

15. The Committee made recommendations in three areas: policies to support sustainable transp
sustainable transport technologies.

Policies to support sustainable transport

16. The Committee recommends the immediate review of Public Service Agreement 22 in the Pro
reduction targets to the relevant government departments, including the Department for Regiona

17. The Committee noted that the UK level GHG reduction targets have a statutory basis and reco
implications for Northern Ireland of putting our GHG reduction targets onto a statutory footing.

18. The Committee recommends that the balance of expenditures between roads and public tran
be revisited over the course of this budget period with a view to supporting policy actions to reduc

19. The Committee recommends that the opportunity to integrate all levels of land use and transp
used to address the challenge of creating sustainable transport in Northern Ireland.

20. The Committee recommends that the lessons from other jurisdictions, particularly England a
Ireland in reducing GHG emissions, be identified, explored and where appropriate applied here b

21. The Committee is of the view that sustainable transport would receive higher priority across g
business cases and sustainability issues were assigned higher weighting in government procurem

22. The Committee is of the view that now is the time to begin planning, in the long term, for mo

23. The Committee has expressed the view on many occasions that, modal shift will not be achie
of road space, particularly in our city centres. This should be accompanied with actions to disince
options exist, for example, by reducing the number of car-parking spaces available or setting car-p

24. The Committee is of the view that providing a service that meets customers needs will increas

25. The Committee recommends that the Department takes the opportunity to review its existing
development of walking and cycling plans by private sector employers, schools, colleges and univ

Changing attitudes to sustainable transport

26. The Committee recommends that the Department should develop a set of clear messages, aim
financial, social, health and environmental benefits of changing to more sustainable transport.
27. Attitudinal change is not just a matter for the public. Government should lead by example, an
departments consider the ways in which they do business

28. The Committee recommends the application of a robust impact assessment tool to be used w
government resources.

29. The Committee is also of the view that opportunities exist to promote and achieve more susta
example, sustainable transport planning for health visitors, community nurses, social workers, pa
be incentivised. In addition, both the private sector and the community and voluntary sector sho
for their organisations.

30. The Committee recommends that the Department acts to understand why 25% of people stat
transport and how this group could be encouraged to change its reported attitude to public transp

Using more sustainable transport technologies

31. The Committee recommends that the Department and Translink investigate the opportunitie
electric, fuel-cell and hybrid technologies, to public transport in Northern Ireland.

32. The Committee would encourage the Department for Regional Development and its partners
33. The Department, together with Translink, should progress the application of new media and

34. The Committee recommends that, across government and the wider public sector, advances i
communications technologies (ICT) should be harnessed to develop alternatives to our current p
through increased home-working, remote or teleworking.

35. The Committee recommends that the Department and Translink works with other bodies to i
private car-clubs with scheduled public transport provision.

36. The Committee is of the view that freight related emissions must be addressed, however great
difficulties faced by all businesses in the current economic climate. The Committee recommends
management be further explored by the Department, the freight industry and businesses with a v
freight sector.

Introduction
Background

37. The Regional Development Committee (the Committee) has a long-standing interest in susta
May 2007, the Committee regularly highlighted the important role to be played by the Departmen
transport system for Northern Ireland, in its response to the Draft Budget 2007 and Programme fo
Assembly on annual expenditure reviews and budget debates. The Committee has also highlighte
engagement with the Department on public transport issues as well as its submission to the Envi

38. Sustainable transport is a specialist area of sustainability policy making. It has often been defin
Conference of Minister of Transport 2004 definition speaks of a policy which:

"… allows the basic access needs of individuals and societies to be met safely and in a mann
within and between generations;

Is affordable, operates efficiently, offers choice of transport mode, and supports a vibrant ec

Limits emissions and waste within the planet's ability to absorb them, minimizes consump
renewable resources to the sustainable yield level, reuses and recycles its components, and

39. A focus on the economic, social and environmental sustainability of transport, is the approach

40. Since the Stern Report, it is accepted orthodoxy that addressing climate change is the pro-gro
approach) will ultimately damage economic growth. The infrastructure programmes, transport se
Development can play a vital role in the social, economic and environmental sustainability of life

transport networks are essential to bring people to work, education and training, and social servic
doing business in Northern Ireland. Vibrant and viable ports and airports are critical in connectin
businesses into Northern Ireland, and enhancing our ability to compete in the global economy. T
responsive and value for money services to meet Northern Ireland's needs.

41. Northern Ireland, in common with most of the world, has committed itself to delivering reduc
Ireland is expected to deliver its share of the Climate Change Act 2008 targets and carbon budgets
through domestic and international action by at least 80% by 2050 and at least 34% in the period 2
the current Programme for Government (PfG), commits the Executive to reduce GHG emissions b

42. These may prove particularly challenging targets for Northern Ireland. The transport sector, a
Northern Ireland, of which road transport emissions account for almost 21% of the transport sect
1990 base year, whereas each of the other sectors show a decreasing trend. Road transport emissio
range of scenarios, produced for the Cross-Party Working Group on GHG Emissions Action Plan, i
Ireland would increase by between 39% and 66% over the 1990 baseline.

Inquiry Aims and Terms of Reference

43. It is against this backdrop that the Committee decided to undertake an inquiry into sustainabl
sustainable transport as encompassing environmental, social and economic sustainability. In ho
with attempting to balance and reconcile the tensions between these different aspects of sustaina
of debates on sustainable transport.

44. By publishing this inquiry report, the Committee aims to put sustainable transport issues high
publication of the Draft Regional Development Strategy and the Draft Regional Transportation St
principle of sustainability at the heart of transportation in Northern Ireland. The inquiry terms of

A. To explore and clarify the social, environmental and economic aspects of sustainable transpor

B. To identify the policies, attitudes and technologies likely to underpin a move to more sustainab

C. To make recommendations arising out of the above investigations, and report to the Assembly

The inquiry process

45. This sub-section provides a brief overview of the inquiry process. It draws attention to the invo
written evidence and in the oral evidence engagement event, when stakeholders expressed their v

46. The evidence gathering process of the inquiry can be seen in two phases. In phase one, the Co
June 2009. In response, the Committee received 24 written submissions from the following organ
ACIS (Advanced Communications and Information Systems) UK;
Mr Arthur Acheson, Architect and City Planner;
Belfast Healthy Cities;
Belfast Metropolitan Residents Group;
British Council Challenge Europe scheme – Promoting sustainability project;

Chartered Institute of Logistics and Transport (UK);
Community Transport Association;
CTC / NI Cycling Initiative;
Energy Savings Trust;
Friends of the Earth, Belfast;
Prof Julian Hine, (Academic) Build Environment Research Institute, UU;
IMTAC;
Institute of Public Health in Ireland;
Lord Laird of Artigarvan;
Northern Ireland Environment Link;
Parker Green International;
Rural Community Network;
Sustainable Development Commission Northern Ireland;
Sustrans;
Mr Lee Wilson;
WWF Northern Ireland; and
Wright Group.

47. Responses were also received from the Education Committee, the Enterprise Trade and Invest
Copies of the written submissions received can be found in Appendix 3 to this report.

48. Following consideration of the written responses received, the Committee developed a matrix
inquiry terms of reference and by respondent type. This matrix was noted at the meeting of 17 Feb
the meeting of 17 February 2010, Members then considered an analysis of the gaps in evidence rec
organisations that might reasonably be expected to have a view on sustainable transport or an int

49. Having considered the written evidence received and the gap analysis, the Committee extend
who submitted written evidence as well as to those organizations identified in the gap analysis ex
2010 in Parliament Buildings.

50. The evidence engagement event formed the basis of the second phase of the Committee's inq
designed as a one-day event at which stakeholders discussed and debated the evidence received in
to a plenary session.

51. The participants' self-selected into working groups, designed around the inquiry terms of refer
follows:
Discussion Groups

Thematic Area

Organisations

Participants

Working Group 1

Social Aspects

17

18

Working Group 2

Economic Aspects

14

14

Working Group 3

Environmental Aspects

14

16

Working
Group
4
Policies
Discussion
Groups
Thematic Area
Working Group 5
Attitudes
Working Group 6

Technologies

22
Organisations
13

24
Participants
13

11

12

52. Details of the names of the organisations and the participants can be found in Appendix 9. Wo
subgroups to ensure that the maximum participant number in group discussions did not exceed 1

53. Copies of the questions to be addressed in each working group, a list of participants in the wor
made available to participants in advance of the evidence engagement event. Working group mat

54. Working groups were facilitated by a member of the Assembly's Research and Library Services.
of a silent observer for all or part of any given workshop. Each working group identified one of its n
discussions to the plenary sessions. After the rapporteurs' feedback, individual participants had a

55. Members considered a report on the evidence engagement event at the meeting of 2 June 2010
outline conclusions and recommendations at a number of meetings in June 2010.

56. In addition to the specific written and oral inquiry evidence received, over the course of the in
Assembly's Research Service, and included oral and written evidence and information received du
Members thought directly or indirectly had relevance to inquiry. Where appropriate, these are ref

The Committee's approach and the scope of the report

57. It is the Committee's view that the time is ripe to move towards more sustainable transport in
the Regional Transportation Strategy have both been issued for consultation, and together with t
Act, and the development of rapid transit for Belfast all represent opportunities to stimulate the d
achieve a modal shift in transport in Northern Ireland. It is to this debate that the Committee wis

58. The terms of reference for this inquiry were wide ranging. The scope of the terms of reference,
legislative scrutiny as reflected in the Committee's forward work programme, meant that it would
down" deliberation and exploration of all aspects of the diverse and complex evidence received in
59. For these reasons, and reflecting the Committee's desire to put the issue of sustainable transp
June 2011, Members agreed the key issues it wished to see in its final report.

60. During the finalisation and publication of this report, work has been ongoing on the budget fo
expenditure context in Northern Ireland, Great Britain, and indeed across the global economy ha
stable and steady growth in the economy and in levels of public expenditures into a more uncerta
Committee is acutely aware of the profoundly challenging scale and scope of savings to be deliver
reached in this report.

61. The Committee agreed its final report on 21 March 2011, and the remainder of this report is str
Committee understands sustainable transport to be, encompassing the relationship between tran
This is followed by a short section setting out the challenge of sustainable transport in Northern I
performance against PSA 22 on the reduction of greenhouse gas emissions, the contribution of tra
forecasts of future levels of transport related greenhouse gas emissions in Northern Ireland. The p
written and oral evidence received by the Committee during this inquiry. The final section contai

terms of reference of the inquiry.

62. Appendix 1 contains extracts of the Minutes of Proceedings relating to the Committee's delibe
the Sustainable Transport Inquiry of 18 March 2010 are at Appendix 2. Written submissions receiv
contain memoranda and papers from the Department for Regional Development and from other
Research and Library Service can be found at Appendix 6. The Evidence Matrix identifying the key
Appendix 8 contains reviews of the written evidence received. Finally, Appendix 9 contains other
the oral evidence event working groups.

What is sustainable transp

63. This section explores the different aspects of sustainable transport and sets out the Regional D
encompassing the established social, environmental and economic benefits that come from adop

64. Sustainability does not focus solely on environmental issues. The notion of policy making wh
the concept of sustainability. World Commission on Environment and Development (1987) spea
meets the needs of the present without compromising the ability of future generations to meet th

65. Academics reiterate this endurance dimension, but include the notions of fairness and balanc
future, a careful journey without an endpoint, a continuous striving for the harmonious co-evolut
and Pedersen, 1998)

66. Sustainable Transport is a specialist area of sustainability policy making. It has often been defi
Conference of Ministers of Transport 2004 definition speaks of a policy which:

"… allows the basic access needs of individuals and societies to be met safely and in a mann
within and between generations;

Is affordable, operates efficiently, offers choice of transport mode, and supports a vibrant ec

Limits emissions and waste within the planet's ability to absorb them, minimizes consump
renewable resources to the sustainable yield level, reuses and recycles its components, and

67. The goals of sustainable transport have been defined as ensuring "that environment, social an
transportation activity" (Most 1999).

The relationship between transport and sustainability

68. Transport plays a part in three of the five principles for sustainable development, as agreed by
relationship between transport and economic, environmental and social sustainability is explore
number of key reports and studies. It also substantially draws on papers provided by the Assembly

Transport and economic sustainability

69. Turning first to economic sustainability, the UK principles for Sustainable Development enca
building a strong, stable and sustainable economy, which provides prosperity and opportunities
impose them (sometimes called the polluter pays principle), and efficient resource use is incentiv

70. The 2006 Eddington Transport Study[5] was commissioned by the UK Government (the Treas

between transport and the productivity, growth and stability of the UK economy, in the context o
UK Government agreed with Eddington's analysis, and committed to reviewing its transport strat
and by Stern (on the Economics of Climate Change).

71. The conclusions in Eddington's report also appeared to chime with the submissions of key bu
and the Institute of Directors. Eddington reported that:

A comprehensive and high-performing transport system is an important enabler of sustain

In mature economies with well-developed transport networks, it is transport constraints th
competitiveness. Delays and unreliability on transport networks bring direct costs to peop
productivity and innovation;

Emissions from the transport sector are a significant and growing contributor to the UK's o
economic growth by contributing to global climate change; and

The environmental costs and impacts of transport must be fully reflected in decision makin
environmental costs.

72. Eliminating existing congestion on UK roads could save £7-8bn of GDP per year, in Eddington'
waste £22bn worth of time in England alone by 2025, while a reduction in travel time for UK busin

73. This report further illustrated this issue and suggested that inward investors in London, for exa
domestic networks as a key element of its locational advantage. In his view, this is threatened, by
certain parts of the networks at certain times of day, and putting parts of the system under serious
key economic challenge is to improve the performance of the existing network, and advised that G
where networks are critical in supporting economic growth, and there are clear signals that such

74. Eddington identified a sophisticated policy mix to respond to these challenges. In summary, t

Making best use of existing networks. He found that better-use measures, such as traffic flow
potentially of £5 return for every £1 spent.

Getting the prices right across all modes. Pricing on the roads could offer potential benefits
benefits in the UK context. He also suggested getting the environmental prices right across
and social impacts of transport policy. In his view this makes strong economic as well as en
returns from transport, this is balanced by reduced economic costs from transport in other

Investing in targeted new infrastructure which offers very high returns. He stated that smal
schemes to support public transport in urban areas and international gateway surface acce
suggested that large projects with speculative benefits and relying on untested technology

75. Finally, Eddington recommended that the strategic economic priorities for long-term transpo
potential to hold back economic growth: in the growing and congested urban areas and their catc
that are showing signs of increasing congestion and unreliability.

76. IPPR[6], an independent think-tank, concurred with Eddington's report on the links between
inherent relationship between maximising the economic benefits of density and improving the t

Increasing a city's effective density increases its productivity, by increasing the number of p

Increased density can deliver an agglomeration effect, with wider economic benefits arising

Transport projects, have the capability to increase the effective density of a city or urban ar
contribute to improved economic performance and increased productivity for the area con

77. If UK policy, as informed by Eddington, was translated into the Northern Ireland context, it m
Ireland into the Belfast Metropolitan Area and key strategic routes, to maximise economic returns
important environmental and social issues, including climate change and inclusion/equality of o

Transport and economic sustainability

78. The 2006 Stern Review on the Economics of Climate Change[8] was commissioned by the UK
impacts of climate change, the economics of stabilising greenhouse gas emissions, and the comp
economy and ensuring adaptation to the unavoidable consequences of climate change. Stern con
Tackling climate change is the pro-growth strategy.

Ignoring climate change (the business-as-usual approach) will ultimately damage econom

79. Stern reported that transport accounts for 14% of global greenhouse gas emissions and the ma
aviation (76% and 12% respectively). This is less than the power and land use sectors, and the sam
change in other ways, for example upstream CO2 emissions, where the refineries that produce tra
by electric trains and road vehicles is indirectly associated with CO2 emissions from the power sec

80. Transport was the fastest growing sector in OECD countries, and the second fastest growing se
emissions increasing by 25% and 36% respectively, as reported by Stern. He found that between 2
(tripling over the period, compared to a doubling of road transport emissions). By 2050, emissions
emissions.

81. Of particular interest to policy makers is Stern reported that demand for transport is a derived
things it enables people to do, such as get to work, take leisure trips, and move goods from one pl
driven by:

Income - as transport emissions increase and people get richer, they want to take more jou

Cost- as an increase in prices tends to choke off relatively less demand in the transport sect
The availability of less carbon intensive modes of transport;
Social choices, such as willingness to walk or use bicycles; and
The carbon content of fuel and technical developments affecting fuel efficiency.

82. Stern also expects transport to be among the last sectors to bring emissions down below curre
sectors in which to cut emissions, because the low carbon technologies tend to be expensive and
addition, he expected that transport was likely to be one of the fastest growing sectors in the futur

83. In assessing the prospect for decarbonisation, Stern suggested that road transport was likely to
by electrifying the service and generating the electricity in a renewable way.

84. Turing to decarbonisation and carbon reduction, the 2008 King Review of Low-Carbon Cars[9]
to independently review and examine the vehicle and fuel technologies which, over the next 25 y
King concluded that:

Almost complete de-carbonisation of road transport is a possibility in the developed world
emissions could be achievable; and

Emissions per km could be around 50% below 2000 levels, in the medium-term, by 2030; thi
travelled, implying an overall reduction in UK emissions from car use of approximately 30%

85. To achieve this, King suggested that substantial progress is needed on cleaner fuels, more effic
long term, carbon-free road transport fuel is the only way to achieve de-carbonisation (essentially
fuels, this will require a form of electric vehicle, with novel batteries, charged by 'zero-carbon' elec
carbonisation of road transport will require de-carbonisation of power generation. It will also requ
can be achieved through technological enhancements to conventional vehicles, in the short term

86. Finally, King recommended that consumers must be engaged in order to reduce substantially C
from consumer behaviour by reducing emissions, congestion, and the amount spent on fuel by: d
simple aspects of driver efficiency; and small reductions from avoiding low-value journeys, use of

87. Of interest to policy makers is that King noted that environmental awareness and action in roa
discount heavily, or ignore, future cost savings from fuel economy when buying a car, even though
choices can be more directly influenced at a national or local level.

Transport and social sustainability

88. The Social Exclusion Unit of the Cabinet Office[10] describes social exclusion as a complex an
Results in the lack, or denial, of resources, rights, goods and services.

Results in inability to participate in the normal relationships and activities, available to the
Includes economic, social, cultural and political areas of modern life.
Affects the quality of life of individuals and the equity and cohesion of society.

89. Transport can be a major influence on all of these. According to the Eddington Transport Stud
influencing the decision of many people to work or not. This arises because transport costs can re
groups, and it may be these groups where the impacts of transport policy may be perceived as gre
role in supporting the matching of people and skills to jobs. Transport improvements can also lim
increases in house prices and rents in an area, meaning that such groups can no longer afford to l
problems of transport costs described above.

90. Eddington also reported that the coordination of transport policy with housing policy can be
promoting social inclusion. Quality of life and non-work/leisure travel options are important con
labour, capital and business are all mobile, and transport provision may improve the desirability o
workers and foreign investors.

91. The DfT considers the term 'transport poverty' to be useful as a label for the conjunction of ce
agreed, but refers, in broad terms, to the cumulative effect of poor public transport services, poor p
particularly affecting women, the poor, the disabled, dwellers in rural areas and other classically d
are excluded[12]:
Spatially, because they cannot get there at all.

Temporally, because they cannot get there at the appropriate time.
Financially, because they cannot afford to get there.

Personally, because they lack the mental or physical equipment to handle the available me

92. The DfT's work resonates with the Eddington Transport Study, concluding that inadequacies
transport system may generate environmental and social costs that bear disproportionately on ce
potentially play an important role in influencing many of the outcomes of social exclusion.

93. Sustrans, the sustainable transport campaign and advisory organisation, believes that the mill
afford one, in our 'must-have-car' society, suffer 'transport injustice'[13]. Examples of 'transport i
opportunities; enforced indebtedness; reduced opportunity to lead an active healthy life; and, iro
pollution, road danger and noise caused by those who do have a car. It is important to note that t
prices continue to rise and our society continues to be shaped on the assumption that we can all

94. Sustrans sees the steps required to make our transport system 'socially-just' are the same steps
more robust to oil price shocks:

Regeneration of blighted urban areas: good public transport and cycle routes, a better local
stimulate urban regeneration, attracting more businesses and residents, and leading to mor

How we build our towns and cities: new housing developments should be designed so no-o

Decent transport services for rural residents: the best rural regions of Europe combine conv
responsive taxi-buses and cycle tracks on minor routes.

Help for people to lead healthy lifestyles: active-travel programmes give people the incenti
infrastructure, like cycle lanes, safe routes to schools and traffic calming, facilitate the switc

95. Sustrans considers the measures needed to tackle 'transport injustice' to be small-scale, afford
just £40 per citizen on such measures would have a major impact, be modest in comparison with
system for less than current transport expenditure.

96. The NHS is clear that transport and health are inextricably linked, that transport has major he
impact of transport on the health of individuals and communities[14]. Transport issues are integr
activity. The Chief Medical Officer of the Department for Health noted that 'the scientific evidenc
wellbeing, but is also essential for good health.' The clearest evidence of decreases in physical act
patterns, where driving has increased and walking and cycling have decreased steadily.

97. Looking now at transport related injuries. In 2007 the total number of road casualties of all seve
Northern Ireland (5% lower than in 2006). 2,700 people were killed on roads in Britain (7% lower t
than in 2006). 27,000 were seriously injured in Britain (3% lower than in 2006), and 1,000 were serio
217,000 were slightly injured in Britain (4% lower than in 2006), and 8,500 were slightly injured in N

98. Such statistics, while improving, represent a substantial cost to NHS services. The NHS Health
transport, notes that air pollution is associated with increased mortality and morbidity in both ho
premature deaths in the UK are caused by exposure to particulates, and 3500 premature deaths in
to air pollution was worse in areas of greatest disadvantage.

99. The 26% of NI households without access to a car find it harder to travel to get to shops, emplo
claims that, over a 12 month period in the UK, 1.4 million people miss, turn down or choose not t

100. Studies have demonstrated the links between strong social networks and health: busy roads d
use results in fewer people interacting on the streets in the ways that pedestrians and cyclists are
social class. Exposure to air pollution tends to be greater for people experiencing disadvantage, as
work and leisure is likely to be more difficult for poorer groups. Children in lower social classes are
pedestrians.

101. Finally, and illustration of the economic costs of the impact of transport on health includes:
GB; and £8.2bn from physical inactivity in England. Economic benefits include have been estimat
and ozone; and £40m from implementation of 110 '20 mph zones' in Kingston-upon-Hull.

102. IPPR[15], the independent think-tank, contends that the car continues to dominate because
be a rational basis for the car's popularity and there is often a perception, and a reality, that no via
identified by the public as one of the major transport-related problems in Britain, and believes tha
is by improving public transport.

103. Visible improvements in public transport could increase trust and help persuade people that
to the IPPR. Schemes such as road pricing raise concerns about possible impacts on those with lo
viable alternatives to using cars. Schemes in which revenue is returned, for example through tax c
acceptable. Although the idea of a revenue-neutral scheme is more popular than a revenue-raisin
of wanting a revenue-neutral scheme at the same time as wanting to hypothecate revenue for pub
important.

104. IPPR suggests that a large proportion of the UK population is currently failing to take action t
of awareness of the problem. It also found that reductions in average emissions from the nation's
and few motorists recognise the concept of driving more efficiently.

105. Climate change provides perfect conditions for the 'bystander effect', where there is mass pa
because they think others should, and will, according to the IPPR. It characterises the two most d
are the 'alarmists' and the 'small actions'; and finds that this combination is not convincing.

106. The IPPR found that that providing more information about environmental problems has fre
and subsidies to discourage, or encourage, behaviour change has been effective; examples include
However, its evidence suggests that price signals alone are rarely sufficient; in some cases, becaus
rational calculations about cost, price fails to stimulate behaviour change at all. In response, the I
account of the diverse and complex range of influences on behaviour. Such a policy must include
image of alternatives; social proofing; setting attractive rewards and repellent penalties; increasin

The challenge of sustainable transport in

107. In common with the rest of the United Kingdom, the Republic of Ireland, the European Unio
up to reducing carbon emissions.

108. In addition to a range of environmental Directives and an EU based emissions trading schem
emissions by 2020 on 1990 levels. Commitment has been given that, in the right international con
United Kingdom, the 2008 Climate Change Act puts into statute the UK's targets to reduce carbon
at least 80% by 2050 and at least 34% in the period 2018-2022, against a 1990 baseline. It also includ
15 years in advance, to deliver the emission reductions needed to meet the 2022 and 2050 targets.
no explicit target or carbon budget for Northern Ireland in the Climate Change Act, Northern Irel

required.[16]

109. In Northern Ireland, Public Service Agreement (PSA) 22 of the current Programme for Govern
below 1990 levels by 2025. In February 2011, the Cross- Departmental Working Group on Greenho
Gas Emissions Reduction Action Plan,[17] setting out how this target reduction will be delivered.

110. The challenge facing Northern Ireland in relation to transport related greenhouse gas emissio
emissions per capita compared to the UK figure. The reasons for this include high transport emis
oil for home heating systems and the relatively large contribution by agriculture to the economy.
England, Scotland, Wales and Northern Ireland, 1990-2008 are as follows:
In 2008, emissions are estimated to be 22,186 kilotonnes equivalent carbon dioxide (ktCO2

CO2 is the main GHG and accounted for 72.9% of all GHG emissions in Northern Ireland in
The main sources of GHG were Transport (23% - of which 20.7% related to road transport),
and Communities (18%);

Transport emissions have increased by 38% since the 1990 base year, whereas each of the o
here rose by 39.5% over the same period compared to a 7% increase for the UK; and

During this time, the Inventory shows that the estimated reduction for England was 21.1%,
reduction in Northern Ireland.[18]

111. The Action Plan by the Cross-Departmental Working Group on Greenhouse Gas Emissions m

"Modelling by the CCC (Climate Change Committee) suggests that for the UK to meet the 2020 ta
Committee have not attempted to estimate the GDP impact at the level of the national authoritie
costs of mitigation are substantially lower, and pose less of a threat to economic growth and hum
change." (p23)

112. The report also states that although the CCC has not attempted to estimate the impact of ca
administrations, it finds that there is a relatively small risk to employment and output in Northern
create job opportunities.[19]

113. Turning now to estimates of future levels of transport related emissions. A number of scenario
current trend, the results for road transport emissions would be a proportional increase from 13%

114. Two other scenarios are also considered. If road transport emissions follow the short-term hi
than in the UK and will account for 31.9% of total Northern Ireland emissions, or a 66.3% increase
term trends to 2015 but level out to 2025 (the +12% scenario) , then road transport related emissio
emissions, or a 50.2% increase on the 1990 baseline. It is import to note that this scenario (scenar
measures.

115. There are undoubtedly measurement problems identified by the Department in relation to p
Development Strategy and the Regional Transportation Strategy have both been published for co
time. The DRD has stated that more comprehensive modelling and research is required, however
can be quantified and the estimates for Northern Ireland road transport emissions could be made

116. These are sobering findings. Despite the measurement issues identified by the Department fo
action is taken to address transport sector GHG emissions, particularly road transport related emi

achievement of its reduction targets will be jeopardised. There will also be negative impacts on th
health and wellbeing of our population, and the vibrancy of our communities.

Overview of the evidence re
Introduction

117. The first element of the Committee's inquiry terms of reference is to explore and clarify the so
transport. This section of the Committee's inquiry report presents an overview of the key inquiry
Committee.

Analysis of written evidence

118. In response to the Committee's call for evidence, a total of 24 organizations and individuals s
sustainable transport. These included academics, transport and planning professionals, governm
industry and voluntary and community sector organizations. Responses were also received from t
Committee, the Social Development Committee, the Agriculture and Rural Development Comm

119. Generally speaking, there was a high degree of commonality in the themes and issues identif
overview of the range and depth of information provided. Some of the submissions noted the inte
economic sustainability, and many highlighted the health benefits of more active modes of transp
of falling emissions generally, was a feature in many of the submissions, as was the role of road fre

120. Many of the submissions highlighted the potential of new technologies, electronic and hybri
the use of existing technologies and transport modes was also advocated, as was a greater role for
development of specific, and in many cases, legally binding targets for Northern Ireland in areas s

121. A number of submissions contained information which would merit further examination suc
to work, and employer sponsored bike to work schemes.

122. The written submission stage produced an extensive bibliography of existing literature from a
organisations. Whilst the use of case studies, comparative examples and best practice examples a
signposts and goal posts for Northern Ireland's Sustainable Transport future, there is a lack of clar
the degree of applicability of illustrative examples to the socio-economic profile and socio-geogra
limitation, this information provides signposts to possible solutions to sustainable transport solu
in the further investigation of whether such comparative and best practices examples can be tran
up and needs of Northern Ireland.

123. Similarly, whilst many of the respondees acknowledged both the need for new investment in
sustainable transport strategy and the growing awareness of the implications of the current econo
specifically identified possible sources of funding for new infrastructures. European engagement w
terms of exploring of funding possibilities from the EU.

The social, environmental and economic aspects of sustainable transport

124. The respondees indicate that the social aspects of sustainable transport are to be found in iss
distribution of resources, the accessibility of transportation modes, road safety and the ability to u

expressed a need for policy making to promote a positive discrimination approach towards publi
private car usage an unattractive alternative, in particular the predominant single passenger usag

125. In terms of environmental issues, the responses identify the reduction of greenhouse gas emi
achieved by the reduction of the over-dependency on private car usage in Northern Ireland. This
pedestrian safety measures to encourage an uptake in non-motorized transportation modes. Furt
areas which contribute to the environmental aspects of sustainable transportation. Obesity is ide
addressed by encouraging walking and cycling.

126. Investment, reward and financial information underline the third subsection, economic aspe
as having real potential as a future growth industry in Northern Ireland. In this context respondee
analysis outcomes, or revealing "full-external costs" of current town and land planning decision m
approaches to sustainable transport friendly travel choices. Some respondees highlighted the effe
etc., for non-sustainable transport choices and policy making.

Policies, attitudes and technologies likely to underpin a move to sustainable transpor

127. The responses received indentified generic policies likely to underpin a move to sustainable t
reflects the awareness of the overdependence on private individual car transport in Northern Irela
positive discrimination approach towards public transport, cycling and walking and at the same
particular the predominant single passenger usage.

128. Further, many respondees identified a vast span of already existing literature which is deeme
findings of the Stern Review to evidence climate change issues. The scope of the additionally cite
and local level research conducted by academics and scientists as well as public sector and private
sustainability and sustainable transport. The themes addressed in this literature mirror the issues
environmental issues, urban environment, energy consumption, public transportation, health, c

129. In terms of changing mindsets, there was considerable commonality around the need to deli
our society to raise awareness of more individual contributions to the sustainable transport system
to reduce individual private car transportation, the desirability of promoting opportunity and inn
limits and of the linkage between sustainable transport and healthy living.

130. Responses, when asked to identify technologies likely to underpin a move to more sustainab
transportation schemes such as Dial-A Lift and the Assisted Rural Transport Scheme as examples
operation in other cities in the UK and in Europe. The proposed bus-based rapid transport system
current public transportation services. The availability of integrated information systems technol
experience of public transportation. The freight industry identified double-decker and flexible frei
reduce the overall volume of freight road transportation. The development of new, and the expan
provision of facilities at workplaces was also highlighted by several respondees.
131. Figure 1 below provides an overview of the responses received, by theme.

Sustainable Transport Written Submissions Evidence Matrix
Thematic Area

General Issue

Sub Issues
Including Single Car Usage, Emotional

Thematic Area

General Issue

Attachement
Sub Issues to Cars
Externalised Costs
Vehicle Miles Travelled (under 5 miles)
High Occupancy Vehicle Lanes
Car Clubs

Overdependency of Private
Cars

Car Sharing
Car Pooling
Park and Ride Facilities/Walking Facilities
Lower Speed Limits in Residential Areas
On site car parking
Off-site car parking for staff

Allocation of Public Sector Jobs (Bain Review)
Introduction of congestion charging

Challenge to Improve Services and Attractiven
State subsidies for transport links in new
developments
Tax effective purchasing of tickets
Online purchasing of tickets
Review of Bus Corridors in Main Cities
Current public transportation
system

Integrated public transport timetabling

Education in schools about public transportat
Provision of Enhanced Traffic Management
Systems
Lack of coordination
Underutilization of existing transportation
vehciles

Dissemination of information on public trans
services

Modes of
Transport

Health and Environmental Benefits

Road and Pedestrian Safety and Education the
Employer and State Incentives
Cost-Benefits Analysis
Cycle Rental Schemes
Walking and Cycling

Provision of Hygiene and Changing Facilities
Reduced Absenteeism and Improved Fitness

Thematic Area

General Issue

Greater
independence of our children
Sub Issues
Broad Accessibility
Promotional Events
Tax-Free Bicycle Purchase Schemes
Creation of Walking and Cycling Networks
Electric Vehicles, Monorails
Potential of Inland Waterways
Bus Rapid Transit (pro)
Bus Rapid Transit (anti)
Door-to-Door
Rail

Alternative Modes of Transport Electrification of current and future NI Rail
Network
Trams, Quality Bus Corridors
School Transport
Social Services Transport
Low Carbon Vehicles
Hybrid Vehicles

Sustainable Transport Written Submissions Evidence Matrix
Thematic Area

General Issue

Sub Issues

Social inclusion, including pt service
provision

Geographical, Age, Gender, Disa
Economic

Concessions (passes, fuel)
Accessibility and
Equality

Real Time Passenger Information
Technology
Community Engagement
Disability and Accessibility

Door-to-Door as an interim solu

Education

Low Education Level of Professio
Drivers

Carrot and Stick measures

Parking charges reflecting full ext
costs

Cost-Benefit Methodology of Road
Building

Flaws in current weighing system

Cost-Benefit Analysis of Rail
Infrastructure

External Benefits of Rail mode

Comparative
comparative cost benefit
General Issue Costs of Cycling and Road Higher
Sub Issues
Building

Thematic Area

Spatial Planning

Cycle Path infrastructure

Lack of cycle paths, greenway
networks, signage

Adequate Cycle Access and Storage

Cycle Stands

Rail Travel

Less Land Intensive

Improved pedestrian access
Enhanced public transport links

NIR/Ulsterbus

Employment related planning issues

Flexi-time, home office, audio vi
conferences

Integrated system of land use and public
No detectable features at present
transport
Need for Health Impact Assesments

in context of transport and land
decisions

Lack of policy in rural areas

Need for a Rural and Equality Pro
scheme

Removal of sectarian legacy transport
planning

Shift to non-sectarian route plan
of buses

Sustainable Transport Written Submissions Evidence Matrix
Thematic Area General Issue
Walking and Cycling
Health

Sub Issues
See "Modes of Transport"

Obesity and the need for Physical Activity
Health Authorities to assess impacts of transport
Higher health risk to urban dwellers
Overdependency on fossil fuels
Emissions - Greenhouse Gas, Fossil Fuels
Reduction of Air Pollution
Tackling Climate Change
Aviation emissions and pollution
Alternative fuel sources

Environment

Biofuels, Biogas, Wind Energy

Incentives to purchase low carbon emission cars
Education of public on environmental issues
Rail freight as environmentally friendly mode
Attainment of EU policy and directive targets
Govt. Investment in Sustainable Transport

Level of allocation too low

Vehicle Efficiency Improvement
Thematic Area Mandatory
General Issue
Promotion of Home Shopping

Sub Issues
Reduction in road usage by p

Analysis of oral evidence

132. The second phase of evidence gathering for the inquiry was an oral evidence session at the Lo
divided into two sessions. Participants self selected into one of three working groups in Session O
and in these groups they were asked to identify and prioritise key aspects of social, environmenta
were held to identify priorities for action on policies, attitudes and technologies likely to underpin

Session One

133. There were three working groups in Session One: Social Aspects, Economic Aspects and Env
and 3 are set out below.

Social Aspects

134. Working Group 1, consisting of two subgroups, was asked to explore the following discussion

It is often said that for transport to be sustainable, it must be environmentally, socially and econo
What are the 3 most important aspects of social sustainability?
Of these 3 characteristics, which is the single most important?

135. In terms of social aspects of sustainable transport, subgroup 1 produced a non-hierarchical li
social aspects of social sustainability. These are:
social equity
economic prosperity and
community involvement

136. Subgroup 2, which responded to the same questions, similarly produced a non-hierarchical l
important social aspects of social sustainability. These are:
Access to Transport
Supporting people to use public transport
Reducing the need to travel

137. The broader discussion of social sustainability reiterated issues raised in the written submissi
Affordability of public transport, including the concept of free public transport for all

Integration of the public transport network (cohesion in timetabling, stops, access to publ
Prudent infrastructure investment
The need for behavioural change

The difference in rural and urban accessibility needs
Economic benefits of investment in sustainable transport
European "best practice" examples in terms of spatial planning.
Access to information
Accessibility of vehicles and infrastructure

138. The outcome presentation by the rapporteur of the social aspects working group was expand
the link between achieving social equity through improving infrastructure, in particular through t
more sustainable modes of transport and less road space to less sustainable may help direct citize
in restricting use of open spaces to pedestrians and residents of residential areas was also raised.

Economic Aspects
139. Working Group 2, was asked to explore the following discussion questions:

It is often said that for transport to be sustainable, it must be environmentally, socially and econo
What are the 3 most important aspects of economic sustainability?
Of these 3 characteristics, which is the single most important?

140. In terms of the economic aspects of sustainable transport, Working Group 2 did not restrict it
did through qualifiers indicate a non-hierarchical list of aspects which were deemed to be the mo

Cost, affordability and convenience of public transport compared to private car (sic "first im
Ongoing economic investment in transport infrastructure in and between rural and urban
Land use planning ("an essential issue") (Hansard 18 March 2010)

141. The broader discussion of economic sustainability was anchored in the context of "what sust
the ability of future generations to live within their means and consuming at a sustainable rate" (H
the evidence submitted by respondents at the written evidence stage. These included:
Priority lanes
Wider availability of concessionary passes
Need for behavioural changes
Car dependency culture
Need for an integrated transport policy, including aviation/air transport to GB and Europe

142. The rapporteur feedback was expanded by one further contribution which highlighted the ne
transport systems which are currently externalised.

Environmental Aspects
143. Working Group 3 was asked to explore the following discussion questions:

It is often said that for transport to be sustainable, it must be environmentally, socially and econo
What are the 3 most important aspects of environmental sustainability?
Of these 3 characteristics, which is the single most important?

144. In terms of the environmental aspects of sustainable transport, Working Group 3 produced a
most important aspects of environmental sustainability. These are:
Climate change emissions
Air Quality and
Land use and planning issues

145. The broader discussion of environmental sustainability mirrored the content of the evidence
included:

A transference of suitable climate change targets in keeping with UK targets for 2020 and 20
The reduction of dependency on car usage to improve air quality and land use planning

Improved accessibility of available technologies, including biofuels, electric cars, electricity
Prioritisation of funding, for example less on roads and more on public transport

146. The rapporteur's presentation of the working group evidence on environmental aspects was
working group members.

Session Two

147. The second session working groups (4,5,6) reflected the thematic areas identified in the inqui
and technologies likely to underpin a move to more sustainable transport in Northern Ireland". T
the session one discussions, where participants had agreed priority areas in each of their specialis
move towards a more sustainable transport system in Northern Ireland.

148. The value of the changed composition of earlier working group participants was explicitly co
fine because we were all in our comfort zones. We were all in our little groups: the social group; th
we mixed …… we started to see tensions among the various stakeholders."(Hansard 18 March 201

Policy

149. Working Group 4, consisting of two subgroups, were asked to explore the following discussion

What are the 3 most important policy interventions needed to underpin a move to more sustaina
Of these, which is the single most feasible policy action?

In policy terms, what is the greatest opportunity to deliver more sustainable public transport in N

Again, in policy terms, what is the biggest threat to achieving more sustainable transport in North

150. In terms of the identification of three most important policy interventions needed to underp

subgroup 1 arrived at the following outcome:

The creation of a "sustainability baron" to effect integration and cohesion in policy making
departmental approach
The identification and setting of clear targets for the "sustainability baron"

A policy change in matters related to road space, car parking and funding to achieve a more

151. In response to the second question, the single most feasible policy action, subgroup 1 consid
18 March 2010)
152. In response to question three, three types of opportunities were identified:
Public acceptance of climate change;
The recession; and
Technological opportunities

153. In response to question four, the biggest threats to achieving more sustainable transport, the
Barriers to information
Silo mentality in government and in society

Lack of leadership, particularly in terms of non-coordination of Departmental policy makin
Lack of recognition of the economic benefits of sustainable transport

154. In terms of the identification of three most important policy interventions needed to underp
subgroup 2 stated the need for policy aims to assist:
The general integration of transport issues
Road safety and personal safety
Improved technologies
Environmental future proofing

However, the "overall quality of life for the community should be considered the central asp

155. Subgroup 2 engaged in a broader discussion of policy issues which mirrored the content of th
stage. The discussion included issues such as:
Improving the physical and financial accessibility of public transport
Enforcing reduced speed limits on minor roads
Door-to-Door transportation packages
The use of transport at all levels

The use of alternative technologies (hybrid buses, hydrogen fuel cell, wind power, electric c
Strategic infrastructure
Regional Transportation Strategy
Improving Gateways

Free public transport for young people
Cycle-friendly improvement in cities
Amsterdam as a "best practice" example

156. In response to the second question, the single most feasible policy action, subgroup 2 sugges
development would benefit budgets in the long term." (Hansard 18 March 2010) The group noted
rural and urban areas.

157. In response to question three, what is the greatest opportunity to deliver more sustainable pu
were identified:

A greater joined-up thinking approach between the DRD, the Assembly and the Roads Serv
Inward investment and tourism (linked to improved air and sea route access)

158. In response to question four, the biggest threats to achieving more sustainable transport, the
that future transportation development plans may be detrimental to the rural economy. (Hansard

Attitudes
159. Working Group 5 was ask to explore the following discussion questions:

What are the 3 most important attitudinal changes needed to underpin a move to more sustainab
Of these, which is the single most achievable attitudinal change?

What, in your opinion, is the greatest opportunity to change attitudes in favour of more sustainab

What, in your opinion, is the biggest threat to changing attitudes to more sustainable transport in

160. In terms of the identification of three most important attitudinal changes needed to underpi
following outcome:
The integration of the economic, social and environmental pillars
A balanced approach to the concept of economic growth
The need for government to lead by example to influence individual travel choice

161. In response to the second question, the single most achievable attitudinal change was identi
The provision of information to the public
162. The broader discussion which resulted in this response covered a range of issues related to:
CO2 emissions
Improved infrastructure leading to improved public perceptions of road safety
Healthier alternative modes of sustainable transport (cycling, walking)
Use of space by private and public transport
Importance of making individual and personal lifestyle changes

Need to provide information to the public (timetables, walking speeds from A to B)
Need to provide a good public transport infrastructure in rural and urban areas
Shift from private car usage to public transport usage
Need to provide local essential amenities (libraries, health services, etc.)
Need to develop sustainable planning policies
Importance of informative media campaigns on transport choices

163. In response to question three, the greatest opportunity to change attitudes in favour of more
Government lead example of practising using more sustainable transport

164. In response to question four, the biggest threats to changing attitudes to more sustainable tra
Lethargy amongst the public
Socio-economic backgrounds determining transport choices

The impact of the Review of Public Administration and a possibility of councils being respo

165. The rapporteur's feedback was expanded by one further contribution which highlighted the
increased awareness amongst the public of this metric would prove beneficial in terms of the gove

Technologies
166. Working Group 6 was asked to explore the following discussion questions:

What are the 3 most important technologies to develop/adopt to underpin a move to more sustai
Of these, which is the single most achievable technological change?

In terms of technologies, what is the single opportunity most likely to deliver more sustainable pu

Again in terms of technologies, what is the biggest threat to achieving more sustainable transport

167. In response to the task of identifying the three most important technologies to develop/adop
Ireland , working group 6 identified six technologies, namely,
Fuel technology
Vehicle efficiency
Road construction
Traffic Management Systems
Electricity which does not require the use of fossil fuels
Integrated Ticketing Systems

168. In response to the second question, the single most achievable technological change, the gro

169. It is not possible to deduce a clear response to question three (what is the single opportunity
Northern Ireland) from the rapporteur's evidence.

170. In response to question four, the biggest threats to achieving more sustainable transport, the
achieved unless there was a change in people's attitudes and behaviours.

Concluding Observations

171. Following the Session Two rapporteur presentations, nine further contributions were made t

172. Three of the nine individual participants voiced positive comments for the structure of the w
event" and describing the exchange of ideas as being "enlightening to hear alternative views". As p
structure as being "interesting" as it provided an opportunity to discuss issues both with similar m
and in hybrid groups where it was possible to experience "tensions amongst the various stakehold

173. One participation expressed regret that the private sector was underrepresented at the event
Industry (CBI), the Institute of Directors (IoD) and the Northern Ireland Independent Retail Trad

174. Other participants raised points of information, concerns and comments about a variety of is

The current availability of resources in Northern Ireland for high quality railway building, ro
The strategic approach of the Danish Green Traffic Initiative
The ratio of road spend in relation to public transport spend with the suggestion of a 50:50
spend

The problem of a "DRD's carbon consumptions having (sic) risen by more than 44 %" since
Carrot and stick measures relating to carbon consumption, fuel tax and speeding fines
The need for a modal behaviour shift away from the use of private cars
The need to "extend travel choices to more people" (Hansard 18 March 2010)

The infrastructure deficit and the need for an economic cost-benefit analysis of possible op
175. In terms of leadership by government, the contributors indicated that

"many of the responsibilities for developing a sustainable transport infrastructure fall squar
(Hansard 18 March 2010)

"Our politicians need to step up and realise that their Departments are not fit for purpose a

"There is a consensus of what is preventing change. The culture that exists in our Departm
their budgets at all costs, and that is what is stifling innovation and change. We talked abou
change and encouraging people to work together more. However, it does not seem to be do
(Hansard 18 March 2010)

"The Committee needs to take away from today the fact that this is a big issue that will take
one party; and it is bigger than one Assembly. The Committee needs to be prepared to take
and get on with it." (Hansard 18 March 2010)

"It is easy to criticise governments, but we have to change attitudes, including the public at

"We need to examine what outcomes we want, rather than just go through the next five yea
cycle lanes by half." (Hansard 18 March 2010)

Conclusions and Recommen

Policies to support sustainable transport

176. The Committee recognises that sustainability in transport is not as simple as spending on ro
against a pattern of dispersed settlement, restricted public expenditures, and the needs of a wide
based transport is not an option (such as older people, people with disabilities, young people and
businesses and those without access to viable public transport options.

177. The Committee is keenly aware that sustainable transport may mean different things in urba
communities and individuals across Northern Ireland for whom public transport is not a viable op
destinations that suit their needs, or because population density is not high enough to make the p
such circumstances, reliance on private car use is inevitable and investment in the road network i
maximise the numbers moving from private to public transport in situations where public transp
transport is not an option to plug into the public transport network whenever possible.

178. It is the Committee's view that developing truly sustainable transportation in Northern Irela
policy areas within the remit of DRD, and those falling to other Departments, which can be demo

179. The Committee is very concerned by the data on Northern Ireland's past performance, and t
the Cross-Departmental Working Group on Greenhouse Gas Emissions in February 2011. The Com
Agreement 22 in the Programme for Government, with a view to allocating GHG emission reducti
Department for Regional Development.

180. The Committee noted that the UK level GHG reduction targets have a statutory basis and rec
implications for Northern Ireland of putting our GHG reduction targets onto a statutory footing. T
wider public sector, key stakeholders, representatives of business and industry, expert academics

181. The Committee recommends that the balance of expenditures between roads and public tran
be revisited over the course of this budget period with a view to supporting policy actions to reduc

182. Examples from other jurisdictions and evidence received by the Committee suggest that land
an opportunity to do this and make sustainability a key element in the Regional Development Str
of which are being consulted on at present. Links are also needed between the high level RDS and
the commitment to sustainability is to be realised. The Committee recommends that this opport
address the challenge of creating sustainable transport in Northern Ireland.

183. The Committee is of the view that sustainable transport would receive higher priority across
business cases and sustainability issues were assigned higher weighting in government procurem

184. Transport costs are a key element of any business, and have a direct impact on the cost of No
The Committee is of the view that now is the time to begin planning, in the long term, for more s

185. The Committee has expressed the view on many occasions that, modal shift will not be achi
allocation of road space, particularly in our city centres. This should be accompanied with action
transport options exist, for example, by reducing the number of car-parking spaces available or se

186. Consumer Council research has demonstrated that those using public transport want high q
transport. Providing a service that meets these needs will increase the use of public transport.

187. The Committee is aware of the existence of new and more established bike hire schemes in c

outcome of the Belfast bike hire pilot scheme. In the interim, the Committee recommends that th
and cycling strategies, with a view to promoting the development of walking and cycling plans by

Changing attitudes to sustainable transport

188. Moving to more sustainable transport in Northern Ireland requires attitudinal change from in
attitudes likely to underpin a move to more sustainable transport in Northern Ireland.

189. The Committee recommends that the Department should develop a set of clear messages, ai
the financial, social, health and environmental benefits of changing to more sustainable transpor
in every-day life, many of which encompass current Departmental initiatives, for example, car-sh
journeys of 1 mile or less and cycling journeys of less than 5 miles, substituting park and ride for so
behaviours.

190. Attitudinal change is not just a matter for the public, and there is a need to make sustainabilit
the Executive and the government departments. Government should lead by example, and the C
departments consider the ways in which they do business. For example, do they provide free or su
remote or home working, do they use video-conferencing instead of travelling to meetings?

191. The Committee also recommends the application of a robust impact assessment tool to be u
resources. The Committee is aware that this would have to be agreed with the Office of the First M
and Personnel, and supported by championing from Minister and senior officials across the gover

192. The Committee is also of the view that opportunities exist to promote and achieve more sust
for example, sustainable transport planning for health visitors, community nurses, social workers
could be incentivised. In addition, both the private sector and the community and voluntary sect
plans for their organisations.

193. Consumer Council research has shown that 25% of people state that they would never in any
recommends that the Department acts to understand why this group reports this opinion, and h
to public transport use.

Using more sustainable transport technologies

194. The Committee considered the evidence received, and has identified the following technolog
sustainable transport in Northern Ireland.

195. The Committee is of the view that, in the past, the solution to the problem of climate change
convenient and clean technological alternative to fossil fuels. This 'magic bullet' technology wou
moved on and so have the technologies and, with the ongoing improvements in electric, hybrid a
these technologies to public transport in Northern Ireland. The Committee recommends that th
the full range of "green" technologies to public transport in Northern Ireland.

196. The Committee noted the recently announced successful Office for Low Emissions Vehicles (
Development and its partners to progress this project with all possible speed.

197. Changes in how we receive and exchange information as well as advances in ICT and the dev
more accessible, integrated and timely information on public transport services. This could inclu

delays, alternative routes, wi-fi on buses, text alerts re carbon saved by taking the journey a passen
introduction of integrated on and off-board ticketing systems, including m-ticketing and other IC
information and audio visual systems. The Department, together with Translink, should progress
of immediacy.

198. The Committee recommends that, across government and the wider public sector, advances
communications technologies (ICT) should be harnessed to develop alternatives to our current p
through increased home-working, remote or teleworking.

199. Integration in public transport does not simply mean ensuring that Translink's services are jo
Translink works with other bodies to integrate initiatives such as bike schemes and bike parks and

200. Almost half of Northern Ireland's road transport GHG emissions are accounted for by freight
Ireland is highly dependent on transport costs, and the majority of freight in Northern Ireland is t
new models and technologies in logistics and supply chain management which can make a valua
are also aware of the work being undertaken by the Freight Forum. The Committee is of the view t
care must be taken in how this is achieved, especially given the difficulties faced by all businesses
that new technologies and advances in logistics and supply chain management be further explor
view to developing a long-term emissions reduction plan for the freight sector.
[1] http://www.oecd-ilibrary.org/transport/ecmt-annual-report-2004_9789282103463-en
[2] http://www.oecd-ilibrary.org/transport/ecmt-annual-report-2004_9789282103463-en
[3] http://www.oecd-ilibrary.org/transport/ecmt-annual-report-2004_9789282103463-en
[4] http://www.sustainable-development.gov.uk/publications/pdf/SD_Framework.pdf
[5] http://www.dft.gov.uk/about/strategy/transportstrategy/eddingtonstudy/
[6] http://www.ippr.org.uk/publicationsandreports/publication.asp?id=530

[7] Research Papers provided by the Assembly's Research and Library Service, see Appendix 6 of th

[8]http://www.hm-treasury.gov.uk/independent_reviews/stern_review_economics_climate_cha
[9] http://www.hm-treasury.gov.uk/independent_reviews/king_review/king_review_index.cfm
[10] Link
[11] http://www.dft.gov.uk/about/strategy/transportstrategy/eddingtonstudy/
[12] http://www.dft.gov.uk/pgr/inclusion/sitransportaspects.pdf
[13] http://www.sustrans.org.uk/webfiles/Info_sheets/FF46_info_sheet.pdf
[14] http://www.healthandtransportgroup.co.uk/articles/makingcase_health_transport.pdf
[15] http://www.ippr.org.uk/publicationsandreports/publication.asp?id=541
[16] Northern Ireland Greenhouse Gas Emissions Reduction Action Plan (2011), p.16

[17] http://doeni.gov.uk/northern_ireland_action_plan-on-greenhouse-gas_emissions_reduction
[18] Northern Ireland Greenhouse Gas Emissions Reduction Action Plan (2011), p.20-21 and 86
[19] Northern Ireland Greenhouse Gas Emissions Reduction Action Plan (2011), p.27
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Wednesday 4 February 2
Room 21, Parliament Build
Present: Fred Cobain, MLA (Chairperson)
Cathal Boylan, MLA
Allan Bresland, MLA
Willie Clarke, MLA
John McCallister, MLA
Raymond McCartney, MLA
George Robinson, MLA
Alastair Ross, MLA
Jim Wells, MLA
Brian Wilson, MLA
In Attendance: Roisin Kelly (Assembly Clerk)
Conor Coughlin (Assistant Assembly Clerk)
Pauline Devlin (Clerical Supervisor)
Annette Page (Clerical Officer)
Apologies: John Dallat, MLA
10.33 am Members decided to commence the meeting in open session.

3. Matters Arising.
Members noted receipt of the list of participants for the Assembly Research and Library Services'
February 2009. Members also noted that the Committee is planning to begin work on the inquiry
[EXTRACT]

Wednesday 18 March 20
Room 21, Parliament Build
Present: Fred Cobain, MLA (Chairperson)
Allan Bresland, MLA
John Dallat, MLA
John McCallister, MLA
George Robinson, MLA

Jim Wells, MLA
Brian Wilson, MLA
In Attendance: Roisin Kelly (Assembly Clerk)
Conor Coughlin (Assistant Assembly Clerk)
Andrew Larmour (Clerical Supervisor)
Annette Page (Clerical Officer)
Apologies: Cathal Boylan, MLA
Willie Clarke, MLA
Raymond McCartney, MLA
Alastair Ross, MLA
10.37am Members decided to commence the meeting in open session.

3. Matters Arising.

Members noted receipt of correspondence, dated 12 March 2009, from William Wright, Group Dir
presses the Assembly and the Executive for their engagement and constructive support as it and i
informed Members that both he and the deputy Chairperson have arranged to meet with the Min
other matters, and Members agreed that the Chairperson and deputy Chairperson should raise th
Development. Members also decided to invite Wright Bus to provide evidence to the Committee
part of the Committee inquiry into Sustainable Transport.
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Wednesday 22 April 200
Room 21, Parliament Build
Present: Fred Cobain, MLA (Chairperson)
Cathal Boylan, MLA
Allan Bresland, MLA
Willie Clarke, MLA
John McCallister, MLA
Raymond McCartney, MLA
George Robinson, MLA
Alastair Ross, MLA
Jim Wells, MLA
Brian Wilson, MLA
In Attendance: Roisin Kelly (Assembly Clerk)
Conor Coughlin (Assistant Assembly Clerk)
Andrew Larmour (Clerical Supervisor)
Annette Page (Clerical Officer)
Apologies: John Dallat, MLA
10.40am Members decided to commence the meeting in open session.

6. Correspondence.

Members noted receipt of an email, dated 16 April 2009, from Tom McCelland, Chairperson of the
planned inquiry into sustainable transport. Members decided to respond to Mr McClelland, infor
inquiry.
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Wednesday 6 May 200
Room 21, Parliament Build
Present: Fred Cobain, MLA (Chairperson)
Cathal Boylan, MLA
Allan Bresland, MLA
Willie Clarke, MLA
John McCallister, MLA
Raymond McCartney, MLA
George Robinson, MLA
Alastair Ross, MLA
Jim Wells, MLA
Brian Wilson, MLA.
In Attendance: Roisin Kelly (Assembly Clerk)
Conor Coughlin (Assistant Assembly Clerk)
Andrew Larmour (Clerical Supervisor)
Annette Page (Clerical Officer).
Apologies: John Dallat, MLA
10.35am Members decided to commence the meeting in open session.

9. Correspondence.

Members noted receipt of a letter, dated 6 March 2009, from the office of Sir Reg Empey, forwardin
Ireland Railway (Ireland). Following consideration of the correspondence, Members decided to w
informing him of the Committee's planned inquiry into sustainable transport.
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Wednesday 20 May 200
Room 21, Parliament Build
Present: Fred Cobain, MLA (Chairperson)
Cathal Boylan, MLA
Willie Clarke, MLA
John Dallat, MLA
John McCallister, MLA

Raymond McCartney, MLA
George Robinson, MLA
Alastair Ross, MLA
Brian Wilson, MLA.
In Attendance: Roisin Kelly (Assembly Clerk)
Conor Coughlin (Assistant Assembly Clerk)
Stephanie Galbraith (Researcher)
Andrew Larmour (Clerical Supervisor)
Annette Page (Clerical Officer)
Apologies: Allan Bresland, MLA
Jim Wells, MLA.
10.35am Members decided to commence the meeting in open session.

7. Briefing on draft reports from the research event on sustainable transport

Members received briefing from the researcher on the draft reports from the research event on sus
Members thanked the researcher for their briefing.
Members noted the briefing provided by the researcher.

Members decided that they were content with the approach to the sustainable transport inquiry.
reference and a handling plan at the meeting to be held on 17 June 2009.
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Wednesday 24 June 200
Room 21, Parliament Build
Present: Fred Cobain, MLA (Chairperson)
Willie Clarke, MLA
John Dallat, MLA
Danny Kinahan, MLA
Raymond McCartney, MLA
Brian Wilson, MLA
In Attendance: Roisin Kelly (Assembly Clerk)
Emma Patton (Assistant Assembly Clerk)
Andrew Larmour (Clerical Supervisor)
Alison Ferguson (Clerical Officer)
Apologies: Cathal Boylan, MLA
Allan Bresland, MLA
George Robinson, MLA
Alastair Ross, MLA
Jim Wells, MLA

10.33am Members decided to commence the meeting in open session.

8. Any Other Business.
Members agreed the wording of the public notice and timeline for the Committee's forthcoming
[EXTRACT]

Wednesday 9 September 2
Room 21, Parliament Build
Present: Michelle McIlveen, MLA (Deputy Chairperson)
Cathal Boylan, MLA
Allan Bresland, MLA
Willie Clarke, MLA
Tommy Gallagher, MLA
Danny Kinahan, MLA
Raymond McCartney, MLA
Alastair Ross, MLA
Brian Wilson, MLA
In Attendance: Roisin Kelly (Assembly Clerk)
Colin Jones (Assistant Assembly Clerk)
Andrew Larmour (Clerical Supervisor)
Alison Ferguson (Clerical Officer)
Dr Kevin Pelan (Assembly Research)
Apologies: Fred Cobain, MLA (Chairperson)
George Robinson, MLA
10.35am Members decided to commence the meeting in open session.

7. Correspondence.

Members noted receipt of a report from DRD on 'Public Perceptions on Car Emissions, January 20
into sustainable transport.
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Wednesday 4 November 2
Room 21, Parliament Build
Present: Fred Cobain MLA (Chairperson)
Michelle McIlveen MLA (Deputy Chairperson)
Allan Bresland MLA
Willie Clarke MLA
Tommy Gallagher MLA

Raymond McCartney MLA
Ian McCrea MLA
George Robinson MLA
Brian Wilson MLA
In Attendance: Roisin Kelly (Assembly Clerk)
Trevor Allen (Assistant Assembly Clerk)
Andrew Larmour (Clerical Supervisor)
Alison Ferguson (Clerical Officer)
Apologies: Cathal Boylan MLA
Danny Kinahan MLA
10.31am The meeting commenced in open session.

6. Sustainable Transport Inquiry: Update and Revised Timetable

Agreed: Members received an update on the Sustainable Transport Inquiry and agreed that the up
relevant stakeholders.
Agreed: Members noted a revised timetable for the inquiry and agreed that it be published on the

Agreed: Members noted a memo to the Assembly's Statutory Committees requesting written evid
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Wednesday 25 November
Room 21, Parliament Build
Present: Fred Cobain MLA (Chairperson)
Michelle McIlveen MLA (Deputy Chairperson)
Allan Bresland MLA
Willie Clarke MLA
Danny Kinahan MLA
Raymond McCartney MLA
Ian McCrea MLA
Brian Wilson MLA
In Attendance: Roisin Kelly (Assembly Clerk)
Trevor Allen (Assistant Assembly Clerk)
Andrew Larmour (Clerical Supervisor)
Alison Ferguson (Clerical Officer)
Apologies: Cathal Boylan MLA
Tommy Gallagher MLA
George Robinson MLA
10.43am The meeting commenced in open session.

8. Correspondence

Members noted a paper from Assembly Research Services on the subject of sustainable tran
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Wednesday 3 February 2
Room 21, Parliament Build
Present: Michelle McIlveen MLA (Deputy Chairperson)
Cathal Boylan MLA
Allan Bresland MLA
Tommy Gallagher MLA
Danny Kinahan MLA
Raymond McCartney MLA
Ian McCrea MLA
George Robinson MLA
In Attendance: Roisin Kelly (Assembly Clerk)
Trevor Allen (Assistant Assembly Clerk)
Andrew Larmour (Clerical Supervisor)
Alison Ferguson (Clerical Officer)
Apologies: Fred Cobain MLA (Chairperson)
Willie Clarke MLA
Brian Wilson MLA
11.06am The meeting commenced in open session.

3. Matters Arising

Agreed: Members noted correspondence from the Department for Regional Development, dated
Transport Emissions Baseline Report and agreed to consider the response as part of the Committ
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Wednesday 10 February 2
Room 21, Parliament Build
Present: Fred Cobain MLA (Chairperson)
Michelle McIlveen MLA (Deputy Chairperson)
Cathal Boylan MLA
Allan Bresland MLA
Willie Clarke MLA
Tommy Gallagher MLA
Danny Kinahan MLA
Ian McCrea MLA

George Robinson MLA
In Attendance: Roisin Kelly (Assembly Clerk)
Trevor Allen (Assistant Assembly Clerk)
Andrew Larmour (Clerical Supervisor)
Alison Ferguson (Clerical Officer)
Apologies: Raymond McCartney MLA
Brian Wilson MLA
10.39am The meeting commenced in open session.

5. Sustainable Transport Inquiry

Agreed: Members agreed to defer research briefings and a briefing on the emerging issues from the
inquiry to the meeting on 17 February 2010.

Agreed: Members agreed to host an oral evidence gathering event with key stakeholders during M
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Wednesday 17 February 2
Clarion Hotel, Carrickfer
Present: Fred Cobain MLA (Chairperson)
Michelle McIlveen MLA (Deputy Chairperson)
Cathal Boylan MLA
Allan Bresland MLA
Tommy Gallagher MLA
Danny Kinahan MLA
Ian McCrea MLA
George Robinson MLA
Brian Wilson MLA
In Attendance: Roisin Kelly (Assembly Clerk)
Trevor Allen (Assistant Assembly Clerk)
Andrew Larmour (Clerical Supervisor)
Alison Ferguson (Clerical Officer)
Apologies: Willie Clarke MLA
Raymond McCartney MLA
10.14am The meeting commenced in open session. The Deputy Chairperson took the chair.

5. Sustainable Transport Inquiry
10.28am Mr Wilson joined the meeting.

The Committee noted research papers from Assembly Research and Library Services entitled "Sus
England and Wales" and "Comparison of 'First Steps' strategy to the draft 'everyone's involved' st

The Committee received a briefing from Assembly Research and Library Services on the above pap
10.44am Mr Cobain joined the meeting and took the Chair.
10.44am Mr Robinson left the meeting.

The Committee received a briefing from Committee office staff on the issues emerging from subm
Inquiry.
10.47am Mr Robinson returned to the meeting.

Agreed: Members decided to extend invitations to this event to groups not represented in the writ

Agreed: Members agreed to host the Committee's oral evidence gathering event with key stakeho
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Wednesday 3 March 201
Room 21, Parliament Build
Present: Fred Cobain MLA (Chairperson)
Michelle McIlveen MLA (Deputy Chairperson)
Allan Bresland MLA
Tommy Gallagher MLA
Danny Kinahan MLA
Raymond McCartney MLA
George Robinson MLA
Brian Wilson MLA
In Attendance: Roisin Kelly (Assembly Clerk)
Trevor Allen (Assistant Assembly Clerk)
Andrew Larmour (Clerical Supervisor)
Alison Ferguson (Clerical Officer)
Apologies: Cathal Boylan MLA
Willie Clarke MLA
Ian McCrea MLA
10.38am The meeting commenced in open session.

10. Any Other Business

Members again noted that the Committee's Sustainable Transport Inquiry event has been schedu
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Wednesday 10 March 20
Room 21, Parliament Build
Present: Fred Cobain MLA (Chairperson)
Michelle McIlveen MLA (Deputy Chairperson)
Cathal Boylan MLA
Allan Bresland MLA
Willie Clarke MLA
Tommy Gallagher MLA
Danny Kinahan MLA
Raymond McCartney MLA
Ian McCrea MLA
George Robinson MLA
In Attendance: Roisin Kelly (Assembly Clerk)
Trevor Allen (Assistant Assembly Clerk)
Andrew Larmour (Clerical Supervisor)
Alison Ferguson (Clerical Officer)
Apologies: Brian Wilson MLA
10.44am The meeting commenced at in open session.

3. Matters Arising

Members noted a gap analysis of written submissions in response to the public notice on it
attendees, timings and arrangements for the event on 18 March 2010 in the Long Gallery, P
[EXTRACT]

Wednesday 21 April 201
Room 21, Parliament Build
Present: Michelle McIlveen MLA (Deputy Chairperson)
Cathal Boylan MLA
Allan Bresland MLA
Tommy Gallagher MLA
Billy Leonard MLA
Trevor Lunn MLA
George Robinson MLA
In Attendance: Roisin Kelly (Assembly Clerk)
Trevor Allen (Assistant Assembly Clerk)
Andrew Larmour (Clerical Supervisor)
Alison Ferguson (Clerical Officer)
Apologies: Fred Cobain MLA (Chairperson)

Willie Clarke MLA
Danny Kinahan MLA
Ian McCrea MLA
10.40am The meeting commenced in open session.

3. Matters Arising

Agreed: Members noted correspondence from the Committee for the Office of the First Minister a
Development Strategy and agreed to reflect the findings of the draft strategy in the Committee's S

9. Correspondence

The Committee noted a publication from the Forum of European National Highway Research Lab
transport for the 21st century", and agreed to consider it as part of its Sustainable Transport Inqui
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Wednesday 19 May 201
Room 21, Parliament Build
Present: Michelle McIlveen MLA (Deputy Chairperson)
Allan Bresland MLA
Willie Clarke MLA
Danny Kinahan MLA
Ian McCrea MLA
George Robinson MLA
In Attendance: Roisin Kelly (Assembly Clerk)
Trevor Allen (Assistant Assembly Clerk)
Andrew Larmour (Clerical Supervisor)
Alison Ferguson (Clerical Officer)
Apologies: Fred Cobain MLA (Chairperson)
Cathal Boylan MLA
Tommy Gallagher MLA
Billy Leonard MLA
Trevor Lunn MLA
12.07pm The meeting commenced in open session.

4. Matters Arising

Agreed: Members noted a position paper on Sustainable Transport from the Quarry Product Asso
of its sustainable transport inquiry.
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Wednesday 2 June 201
Room 21, Parliament Build
Present: Fred Cobain MLA (Chairperson)
Michelle McIlveen MLA (Deputy Chairperson)
Cathal Boylan MLA
Willie Clarke MLA
Danny Kinahan MLA
Billy Leonard MLA
Ian McCrea MLA
Conall McDevitt MLA
George Robinson MLA
In Attendance: Roisin Kelly (Assembly Clerk)
Trevor Allen (Assistant Assembly Clerk)
Andrew Larmour (Clerical Supervisor)
Alison Ferguson (Clerical Officer)
Apologies: Allan Bresland MLA
Trevor Lunn MLA
10.36am The meeting commenced in open session.

8. Sustainable Transport Inquiry: Consideration and agreement of draft heads of repor
11.53am Mr McCrea left the meeting.

The Committee noted a summary of the oral evidence received, and an analysis of the written evi

Agreed: The Committee considered and agreed, subject to amendment, the heads of report, in ad
2010, with a view to agreeing a draft report before the summer recess and scheduling Plenary deba
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Wednesday 16 June 201
Clock Tower Suite, Tullyglass House H
Present: Michelle McIlveen MLA (Deputy Chairperson)
Cathal Boylan MLA
Allan Bresland MLA
Willie Clarke MLA
Danny Kinahan MLA
Billy Leonard MLA
Conall McDevitt MLA
George Robinson MLA
In Attendance: Roisin Kelly (Assembly Clerk)
Trevor Allen (Assistant Assembly Clerk)

Andrew Larmour (Clerical Supervisor)
Alison Ferguson (Clerical Officer)
Apologies: Fred Cobain MLA (Chairperson)
Trevor Lunn MLA
Ian McCrea MLA
10.42am The meeting commenced in open session.

7. Consideration of the Committee's draft Sustainable Transport Inquiry report
12.24pm The meeting moved into closed session.

Agreed: Members considered sections 1 and 2 of the draft Committee report on its Sustainable Tra
subject areas to be developed, as part of the report.

Agreed: The Committee agreed its approach to further evidence gathering for the inquiry, that wo
summer recess.

Agreed: The Committee agreed to consider an issues paper at the Committee meeting on 30 June
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Wednesday 30 June 201
Room 21, Parliament Build
Present: Michelle McIlveen MLA (Deputy Chairperson)
Willie Clarke MLA
Danny Kinahan MLA
Billy Leonard MLA
Conall McDevitt MLA
George Robinson MLA
In Attendance: Roisin Kelly (Assembly Clerk)
Trevor Allen (Assistant Assembly Clerk)
Tara McKee (Clerical Supervisor)
Alison Ferguson (Clerical Officer)
Apologies: Fred Cobain MLA (Chairperson)
Cathal Boylan MLA
Allan Bresland MLA
Trevor Lunn MLA
Ian McCrea MLA
10.44am The meeting commenced in open session.

9. Sustainable Transport Inquiry: Issues for inclusion in the draft report

12.27pm The meeting moved into closed session.

Agreed: Members discussed and agreed the revised heads of report and agreed that the revised dra
the current draft should guide the drafting of the final report.

Agreed: The Committee decided to engage the Assembly's Youth Panel when taking forward the r
inquiry findings and recommendations.
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Wednesday 16 March 20
Room 21, Parliament Build
Present: Fred Cobain MLA (Chairperson)
Michelle McIlveen MLA (Deputy Chairperson)
Billy Armstrong MLA
Cathal Boylan MLA
Allan Bresland MLA
Fra McCann MLA
Ian McCrea MLA
Conall McDevitt MLA
George Robinson MLA
In Attendance: Roisin Kelly (Assembly Clerk)
Trevor Allen (Assistant Assembly Clerk)
Andrew Larmour (Clerical Supervisor)
Alison Ferguson (Clerical Officer)
Apologies: Billy Leonard MLA
Anna Lo MLA
10.33am The meeting commenced in open session.

6. Consideration of the Committee's draft Sustainable Transport Inquiry Report

Agreed: The Committee considered a draft of its Sustainable Transport Inquiry Report and agreed

Agreed: The Committee agreed to consider a revised draft of the report at the meeting of 21 March
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Monday 21 March 201
Room 144, Parliament Buil
Present: Fred Cobain MLA (Chairperson)
Michelle McIlveen MLA (Deputy Chairperson)
Billy Armstrong MLA
Cathal Boylan MLA

Allan Bresland MLA
Anna Lo MLA
Fra McCann MLA
Ian McCrea MLA
Conall McDevitt MLA
George Robinson MLA
In Attendance: Roisin Kelly (Assembly Clerk)
Trevor Allen (Assistant Assembly Clerk)
Andrew Larmour (Clerical Supervisor)
Alison Ferguson (Clerical Officer)
Apologies: Billy Leonard MLA
11.35am Members decided to commence the meeting in open session

4. Consideration of the Committee's draft Sustainable Transport Inquiry Report
11.40am Mr McDevitt joined the meeting.

Agreed: The Committee considered a revised draft of its Sustainable Transport Inquiry Report and

Agreed: The Committee agreed the Executive Summary section of the report, subject to agreed am

Agreed: The Committee agreed the Recommendations section of the report, subject to agreed am

Agreed: The Committee agreed the Introduction section of the report, subject to agreed amendm
Agreed: The Committee agreed the "What is sustainable transport?" section of the report, subject

Agreed: The Committee agreed the "The challenge of sustainable transport in Northern Ireland" s
Agreed: The Committee agreed the "Overview of evidence received" section of the report, subject

Agreed: The Committee agreed the "Conclusions and recommendations" section of the report, su

Agreed: The Committee agreed that the Committee office takes forward production of the append

Agreed: The Committee agreed that the Committee office takes forward the amendments to the r
Deputy Chairperson approve the final version of the report to ensure that it is reflective of the Co

Agreed: The Committee ordered that the Report on the Committee's Inquiry into Sustainable Tra
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Appendix 2

Minutes of Evidence
18 March 2010

Members present for all or part of the proceedings:
Miss McIlveen (Deputy Chairperson)
Mr Boylan
Mr W Clarke
Mr Gallagher
Mr Kinahan
Mr McCartney
Mr B Wilson
Witnesses:
Mr Martin Gregg

Advanced Communications and Information Systems

Mr Uel Hoey

Belfast International Airport

Mr John Wright

Belfast Metropolitan Residents Group

Mr Arthur Acheson

Boyd Partnership Chartered Accountants

Mr Aodhan O'Donnell
Consumer Council
Mr Ryan Simpson
Mr Tom McClelland

CTC and NI Cycling Initiative

Ms Caroline Watson

Energy Saving Trust

Mr Richard Agus

Greenway to Stay

Mr Michael Lorimer

Inclusive Mobility and Transport Advisory Committee

Mr Gordon Best

Quarry Products Association Northern Ireland

Mr Des McKibbin

Research and Library Service

Mr James Dillon

Sustainable Development Commission

Mr Steven Patterson

Sustrans

Mr Mal McGreevy

Translink

Mr Malachy Campbell WWF Northern Ireland

1. The Deputy Chairperson (Miss McIlveen): Ladies and gentlemen, on behalf of the Regional De
evidence-engagement event. Unfortunately, the Chairman, Mr Fred Cobain, is unable to attend a

2. The Committee has had a long-standing interest in sustainability issues. As far back as the Budg
have a public service agreement (PSA) target of reducing Northern Ireland's carbon footprint, the
responsibility for delivering that reduction. That has been a recurring theme in the Committee's r
subsequent years.

3. The Committee's inquiry is aimed at initiating a debate on sustainable transport in Northern Ir
social, environmental and economic aspects of sustainable transport; it wants to identify the poli
sustainable transport in Northern Ireland; and, where possible, make recommendations arising o

4. We received a tremendous response to our call for written evidence — 24 responses were receiv
sector, environmental groups, academics, and voluntary- and community-sector organisations. I

5. Among the key points to emerge from the responses were that the social aspects of sustainable

with particular regard to the distribution of resources, the accessibility of transportation modes, ro
and cycling.

6. The reduction of greenhouse gas emissions and fossil fuel dependency are key environmental is
the over-dependence on private-car usage in Northern Ireland. That issue is intrinsically linked to
encourage an uptake in non-motorised transportation modes; and town and land planning are n
aspects of sustainable transportation. Obesity is identified as a major health concern, which, it is
and cycling.

7. Investment, reward and financial information underline the third subsection: economic aspect
sustainability as having considerable potential as a future growth industry in Northern Ireland. It
with cost-benefit analysis outcomes, as well as identifying the full external costs of current town a

8. Carrot-and-stick options were included as means of promoting sustainable transport-friendly t
financial incentives — higher taxation and fees — in inducing people to choose more sustainable

9. The responses identified attitudes, technologies and existing government policies likely to und
responses' focus reflects the awareness of the over-dependence on private-car transport in North
promote a positive-discrimination approach towards public transport, cycling and walking while
the predominant single-passenger usage.

10. The responses also identified the wide range of literature on sustainable transport, including t
European, national and local-level research conducted by academics and scientists; the response
a particular interest in sustainability and sustainable transport.

11. Among the themes addressed in that literature are global environmental issues, the urban env
cycling and road safety.

12. The need to deliver educational programmes to all members of, and groups in, our society to r
transport system was a key feature of responses on changing attitudes. Suggestions included the n
transportation; the desirability of promoting opportunity and innovation in that field; increased a
sustainable transport and healthy living.

13. Finally, I will address some of the key points on technologies. Many of the responses cited the
dial-a-lift and assisted rural transport schemes as examples of good practice. The responses also m
and Europe. The availability of integrated information systems technology was also seen as provid
transportation.

14. The road movement of freight is particularly important in Northern Ireland, and reference was
advances that could reduce the volume of freight transportation by road. The development of new
improved provision of facilities at workplaces, was also highlighted in several responses.

15. I hope that that provides a flavour of the range and detail of the responses that we received. Th
hearing from the working groups during the plenary sessions. Before we start, I invite the Commi
housekeeping arrangements for the remainder of the afternoon. [Applause.]

16. The Committee Clerk: Thank you. I ask that people turn off their mobile phones, particularly
recorded. Your room allocations are included in the papers: working groups 1 and 4 will be in the
groups 3 and 6 are in room 144. One person will be asked to act as rapporteur on the positions and

17. Mr Ryan Simpson (Consumer Council): Our group discussed the social aspects of sustainable
social sustainability, which are interlinked: one cannot be put above either of the others. They are
simple form that we understand it; and community involvement. I will come to each of those in m

18. The group made several points, including the interesting suggestion that public transport sho
modal shift that we are all looking for, it would cost less than the present road budget, and it woul
option that people would want to take. That sparked a debate about the other issues, such as how
routes and, in particular, the main bus routes on urban corridors; and how people would get to bu
services.

19. An important social aspect is that people are encouraged to drive because of the convenience
accessibility of public transport facilities means that it is not an option, and, therefore, using a car

20. To look at some of the investment priorities, it was pointed out last week that the Sydenham b
the group felt that that was skewed towards single-occupancy car users. Indeed, a member of our
Sydenham bypass and wondered why we needed to invest more money in it.

21. When looking at accessible transport, a major part of the equation is social exclusion. When p
cannot access training, schools and employment opportunities; that is social exclusion. There is
take for granted.

22. We also looked at the profiling of accessibility; accessing health facilities is a big issue for many
disproportionately affects certain groups, for example, older people, women and people with disa
they need.

23. We looked at behaviour change and how we could get people to use public transport; it is easy
advantage of them.

24. There is a mix of urban and rural. When people think of sustainable transport solutions, they t
Northern Ireland live in rural areas, and we must look at how access to essential services through

25. At an economic level, we must look at the outcomes that we expect from investment in transp
economic prosperity, or should we consider the health benefits that sustainable transport provid
health, employment and learning, and education? Savings can be made from more suitable transp

26. More community involvement and ownership of public transport and sustainable transport w
review of public administration and the likelihood of new councils having more control over tran
should look at demonstration or pilot projects across Northern Ireland so that local communities
people to feel that they had ownership of public transport and that it was not something separate
had equal value with private transport.

27. Finally, we considered examples from other countries — which I am sure the Committee will
about. Those cities have integrated not just the transport system but how land use is planned. Th
whole system is integrated, not just around transport but around how people work and live their l

28. Mr James Dillon (Sustainable Development Commission): Hello, everyone, I am reporting on
transport. Before we got into the three key issues, we agreed that the point needed to be made tha
policies that have always centred on car use and ownership. Traditionally, accessing services thro
that must be taken as the basis on how we move forward.

29. The three main points that arose out of our discussion were, first, increasing access to transpo
was about allowing people to access the public transport network, and there is a variety of ways o
routes to the public transport network or using dial-a-lift and door-to-door services and communi

30. Another aspect of access to transport was access to information, which involves more than ph
stop is. People accepted that they may not know whom to phone to find out a safe route to their l
once they had come to the end of their bus journey. For such people, public transport might be o
whole transport network is vital.

31. Our final point about access was the accessibility of vehicles and infrastructure. The group rec
transport, and people have seen the resulting improvements, such as low-floor buses and new bu
go. It is the perception of many people who might not have used public transport in many years t
people off using public transport. The investment has been made, but we need to do more to sho

32. Our second point was about supporting people to use public transport, including travel traini
some time and for those who may be unaware that there are services other than Translink or taxis
and encouraged to use it. That would build confidence and increase people's feeling of safety; the
get to the bus stop. It is a question of looking at the whole journey and of how to get from A to B.

33. We thought that it was important to make transport more affordable in order to encourage peo
service that involves a charge to get to a bus stop, and that involves extra cost. Public transport sh

34. Our final point concerned reducing the need to travel in the first place, which could be done t
infrastructure is being designed and built, but public transport links to it are being considered at th
services can be delivered more locally to avoid the need to travel to access them. [Applause.]

35. Ms Caroline Watson (Energy Saving Trust): I am Caroline Watson from the Energy Saving Trus

36. The group was asked three questions, the first of which was: which of the three aspects of sust
the last question that the group was asked, but we answered it first, because, as you will all know,
economic, and the group felt that all three are very important. Even though the group was asked t
cannot be achieved unless all three strands are addressed. By the end of the session, the group con
environmental aspects addressed all three pillars.

37. The second question asked what the three most important aspects of environmental sustaina
question and several different things were mentioned. However, the three that the group settled o
planning issues.

38. The third question was: which of the three characteristics is the most important? The group d
about discussing solutions. We recognised what the three problems were, but we wanted to get do
therefore because we felt that all the problems were very important, we did not settle on an answe
been reflected in the social aspects group that was just reported on, and there will probably not b

39. The group thought that it was important for Northern Ireland to have transport climate-chan
ensure that those targets were met. The group decided that the way to deliver reductions in CO2 e
planning was to reduce dependency on car use through improving access to public transport; a fa
reducing car use would require modal shifts to forms of transport such as walking and cycling. The
should be greater investment in them.

40. The group agreed that technology was an incredibly important solution. Much of the required
for it to be created or developed However, we must ensure that it is accessible. Some of the techno
electricity to fuel vehicles and fuel cells. Most of the emissions that come from a car — some 80%
Changing the fuel on which cars run would make a vast difference to the environment.

41. The third most important solution in addressing the environmental aspect was the prioritisat
into one on whether funds were available, and one group member suggested that we should perh
money is spent on roads to the detriment of public transport, and if funding was reprioritised to p

42. Mr Aodhan O'Donnell (Consumer Council): I am reporting on behalf of the economic group.
issues faced by sustainable transport, including questioning the question on what was meant by "

43. We returned to the broad issue of what sustainability meant in relation to living within our me
means and consuming at a sustainable rate.

44. Our first point probably answers the last question on prioritising what is most important. The
between the social, economic and environmental issues on sustainability; it is difficult to conside
need to be considered equally.

45. The group spoke about the context in which the discussions were taking place. Over the past
the choices that have been available to people in how we move around. Other groups said that re
priority. We recognised the need for ongoing economic investment and support to provide public

46. There are several issues that we believe to be important. The first is the cost and affordability o
discussed the cost of running private vehicles compared to public-transport provision and the ne
group spoke of the historic underinvestment in infrastructure, and we concentrated on the impor
and-ride facilities to support people in making a modal shift from taking the car to using public tr

47. A big bugbear for the group was the availability and cost of parking in places such as Belfast. Gi
on to buses, trains or other, more sustainable, means of transport. Another issue raised was that o
people to use their cars less. That is an essential issue that we have to grapple with right across No
private-car use on to other, more sustainable, means.

48. We discussed the need to address our culture of car dependency — three quarters of people he
brought up later in discussions on behaviour, but there is a great deal of work to be done. We spok
people, although I think that they used to be available for young people. That enabled people to c

49. Improving infrastructure and the ability of public transport to move through our towns and ci
provision has improved. We discussed rural coverage and the need to ensure that all forms of com
public-transport network so that there is better co-ordination and integration between services.

50. The final point was an acknowledgement of the fact that there is a regional development strat
overall integrated transport policy. Aviation and air transport play a vital role in connecting us to
considered in the regional development and regional transportation strategies. [Applause.]

51. The Deputy Chairperson: Thank you. Does anyone wish to comment on what they have hear

52. Mr Steven Patterson (Sustrans): I was in the social group, on which James provided excellent f
Our number-one desire for the social equity of transport priorities was to do with infrastructure, p

concerned about safety on our roads.

53. There is limited road space, and there is neither the money, space nor community desire to bu
how our road space is best used. At the moment, we have not decided how we want to use it, and
give active travel and the sustainable travel modes more space on the roads, say with continuous
want to drive their cars, but we felt that they would have the choice to use buses or to walk and cy

54. Allocating limited road space is an issue. We thought that infrastructure was crucial to residen
children and young people who want to play or cycle to school are treated unequally. There is an
activities. We thought that quality of life, infrastructure and how we deal with the balance betwee
them was a crucial issue, and we think that the balance at the moment is wrong.

55. Mr Tom McClelland (CTC and NI Cycling Initiative): I was part of working group 4, the econo
transport, which, in effect, uses the atmosphere as a sewer. We pondered how such external costs
how we move to price roads and car-parking properly. Carbon-intensive transport systems extern
internalised so that better choices could be made.

56. The Committee Clerk: Working group 4 discussed policies, and it will now give us some feedba
from its working group session. I ask that the rapporteurs state their name and that of the group fo
group has spoken, the floor will be opened for any additional points of view. The Deputy Chairpe

57. Mr Richard Agus (Greenway to Stay Campaign): Good afternoon. I gather that there are to be t
into two. We had four questions to consider. However, it was pointed out that there is no magic so
Ireland, and it is hard to quantify that in answering those four questions.

58. Our first question was to identify the three most important policy interventions required to un
was that a sustainability baron is needed. There are currently too many Departments for us to hav
costs and benefits of sustainable transport are spread over many different Departments. Having a

59. Our second suggestion was a need for clear targets for a sustainability baron to meet so that cle
solution, but there will be residual car users who need advice on the most sustainable option, and

60. The third most important policy intervention would be a change in policies on road space, ca
inclusive solution.

61. Our second question was to identify the most important of those three policy interventions, a
question asked what opportunities exist for improving public transport. A sense of urgency is nee
achieve that change: first, public acceptance of climate change; and, secondly, the recession. Peo
accept that change will happen. The way in which to improve that is to do it at a local level. We d
solutions, but the critical point that was raised was that if our current policymakers were to lead o

62. There are also technological opportunities. It was pointed out that it is possible to access the I
Belfast to Johannesburg, yet if one tried to find out how to get from Armagh to Stormont using a d

63. Our fourth and final question concerned threats to the development of more sustainable trans
barriers to information. Another threat is the silo mentality in government, and in society in gene
Departments go off in different policy directions and thereby create tensions. A final threat is lack
Only the negative side is reported, but there are real economic benefits to adopting a sustainable t

64. Mr Uel Hoey (Belfast International Airport): I am reporting on behalf of the second group that
what has gone before. The first policy that we considered was to support public transport to make
broad policy aims to assist in that respect. We discussed enforcing reduced speed limits on minor
people to use public transport. We also discussed the full door-to-door transportation package, as

65. We moved on to a discussion on sustainability and the idea of hybrid buses that use less fuel an
alternative technologies such as hydrogen fuel cell, wind power, electric cars and renewable-ener
environmental side of transportation.

66. In summary, the three main aspects that we considered were: the general integration of transp
fresh approach to land use and transportation plans, and we thought that, historically, decision-m
thought that there could be better sectoral or departmental collaboration in making decisions. On
Stormont for two months to all Members and senior civil servants to see whether that brought ab
67. Mr McCartney: We would not be here; that is the only thing. [Laughter.]

68. Mr Hoey: We discussed prioritising strategic infrastructure, the regional transportation strateg
developments to and from airports and seaports to make access more efficient and to improve the

69. We then moved on to a discussion on improving existing policies and thought that investing u
budgets in the long term. The point was made that a strong city means a strong economy, but tha
plans not to be detrimental to the rural economy.

70. It was noted that the Department for Regional Development and the Assembly are now writin
has since assumed the role of an agency. We felt that that facilitated greater joined-up thinking in

71. Aviation and sea access was discussed in the round, from the general to the particular. The gro
the economic aspects of driving people here for inward investment and tourism as a general poin
them around on the ground.

72. In summary, the group examined a full integration of transportation to maximise economic be
environmental future-proofing. We also talked briefly about integrating the roles of other Departm
Health, Social Services and Public Safety in transportation policies, and we decided that various fo
or fragmented fashion. Amsterdam was cited as a good example of a city and region that has got it

73. A couple of minor points were made at the conclusion of the session. The idea of incrementin
people, would push more people towards using public transport in the short term. It was also no
Health Service would save £1 million per annum. However, cycling figures in and around Belfast c
movement should be made to remove obstacles to cycling routes in the city. Finally, it was consid
should be considered a central aspect of any transportation policy. [Applause.]

74. Mr Patterson: I am the director of Sustrans, and I am reporting on behalf of working group 5, w
attitudes of government and of individuals who make transport choices. Within government, we
those who work for Translink and Roads Service who make day-to-day decisions on transport. We
decide what the priorities are and what outcomes are expected from transport investment. The gr
knock some time off long journeys or concentrate on the fact that 65% of journeys taken are less th
go with their transport plans.

75. We were asked what the three most important attitudinal changes are to help underpin a mov

integrating the economic, social and environmental pillars was a key attitude. Currently, the conc
felt that a more balanced approach is needed. The group also discussed individuals and the fact th
government should take the lead.

76. The group then discussed what motivates people to change their mode of transport and whet
certain modes of transport are not beneficial to their health or that their car-parking space takes u
However, the group came to the conclusion that people make travel decisions based on what affe
felt to be a good idea.

77. Part of the evidence obtained from the sustainable travel towns in England is that people long
speeds. Indeed, there is a perception that to walk from the City Hall in Belfast to the Royal Victori

78. We thought that the provision of information on the realities of sustainable travel is importan
information needs to be targeted in areas where the infrastructure already exists. Some people tho
encourage people to travel sustainably, owing to the perception that the right infrastructure does
Some places have a good public transport infrastructure, whereas other places, such as rural areas
travel through learning from successful pilot projects in England, or even from Northern Ireland.
around health and road safety, such as car collisions, need to be addressed immediately.

79. There was also a perception that people who have a car will drive it, unless the alternative is q
many people who have stopped using their cars and started taking public transport over the past
fantastically, and Metro buses are also being well used. However, that is only because those option
they can do their work during the journey and do not have to pay for car parking when they get in

80. Secondly, we believe that there needs to be an attitudinal change to the way in which infrastru
and their perception of the roads as dangerous as key reasons why they do not travel actively. The
crucial to addressing that. Again, it is down to the roads engineers and politicians to take braver d
how that attitude can be changed, but it is blocking the development of sustainable travel.

81. We also talked about local lifestyles. That issue again returns to the need for the Government t
people to travel in the first place by creating the necessary environments for them locally. It is abo
in urban areas so people do not have to drive halfway between Enniskillen and Omagh to get to a
more difficult. We even talked about air miles and food sources and about how those issues relate
that people can travel sustainably.

82. Thirdly, we discussed the provision of information and education, which we have touched on
media informing people about transport choices, as well as about the forms of transport that we w

83. We were also asked to discuss three other questions. The first was what we thought to be the s
provision of information to the public is the most achievable attitudinal change. It is important th
public transport and of the ease with which they can use that, where it exists.

84. We were also asked what, in our opinion, is the greatest opportunity to change attitudes in fav
the Government lead the way provided the greatest opportunity to change attitudes. I think that
Service took the lead by doing away with free car parking in the middle of Belfast and by encourag
achievable.

85. The final question was what, in our opinion, is the biggest threat to changing attitudes. We tal
bit further into that issue. People who are rich enough to afford a car may not want to use it, given

felt that people from socially deprived areas who have a car may be spending 25% of their income

86. There was another threat concerning government and the review of public administration, as
not be well informed on the subject. However, I do not think that transport issues will be handed
session. It is a difficult issue. [Applause.]

87. The Committee Clerk: I am aware that we have run over time, so there will be a very short sum
presentation is finished.

88. Mr Des McKibbin (Research and Library Service): Working group 6 discussed technologies tha
technology and on vehicle efficiency and technology. Among the many fuels that are out there ar
vehicles. However, we felt that each has its limitations. Electrical vehicles can travel only very sho
fossil fuels. Biofuels are also unsustainable, as producing them can force up food prices. We came
electricity that does not require the use of fossil fuels. That is the only sustainable way forward.

89. We also focused on road construction and agreed that improved road surfaces can reduce emis

90. We discussed traffic-management systems. An integrated transport system will help to reduce
well as their own forms of transport. Integrated ticketing systems were also proposed. The point w
more passengers, and there are lower emissions per passenger carried.

91. The group came to the conclusion that technology is not the only answer: people's attitudes a
92. The Deputy Chairperson: Do delegates have any comments?

93. Mr Arthur Acheson (Boyd Partnership Chartered Architects): I would like to see a significant h
Public Transport". We have a fantastic, adaptable, flexible construction industry that is brilliant at
fantastic bus manufacturer; therefore, local industry could help in the development of sustainable
sustainable transport infrastructure fall squarely at the feet of the Department for Regional Develo

94. Mr Gordon Best (Quarry Products Association Northern Ireland): I congratulate the Committe
alternative views. As one of three or four representatives from the private sector, I would like to he
sustainable transport inquiry.

95. I am amazed that the Confederation of British Industry (CBI), the Institute of Directors (IoD) a
(NIIRTA) are not in attendance. If it were possible, I would like to get a list of all the organisations

96. Mr Malachy Campbell (WWF Northern Ireland): I have a quick point to make on the strategic
initiative, on which it is going to spend 20 billion, two thirds of which will be on its railways. Not
mind the fact that budgets are tight and are generally being cut — but there is an argument about
At present, the spend is roughly 80% on roads and 20% on public transport. Delegates may be fam
Transforming Public Transport in Northern Ireland', which stated that, per capita, England, Scot
least twice as much in public transport as Northern Ireland. Indeed, Scotland has been investing
is the question of how the money allocated to the Department is spent. An 80% spend on roads is
other way around, and 20% were being spent on roads and 80% on public transport, one might sa
for the next budget is achievable. It is not just a matter of saying that there is no more cake to go a
is possible? Would the Committee be prepared to argue for that in future spends?

97. Mr John Wright (Belfast Metropolitan Residents' Group): I am happy to agree with Malachy. T

transportation strategy. More and more money has been allocated to roads, and that is why DRD
of traffic growth and a very high rate of carbon dependency, which is rising, while the carbon con
Since 1990, DRD's carbon consumption has risen by more than 44%. That is a very serious issue.

98. We came up with many interesting little solutions in the workshop on technologies. We touch
carbon is the problem and there might be effective ways in which to tax it and speeding. However
recognise that fact. There may be more opportunities for our politicians to get braver and to know
would not be here. However, our politicians need to step up and realise that their Departments ar

99. Mr Michael Lorimer (Inclusive Mobility and Transport Advisory Committee): Today's event ha
in our comfort zones. We were all in our little groups: the social group; the economic group; and t
into policy groups, we started to see tensions among the various stakeholders. We have been talki
to get people to shift out of their cars. However, we must not forget that many people do not have
extend travel choices to more people. Any sustainable transport strategy or project must examine

100. There was consensus on what is preventing change. The culture that exists in our Departmen
their budgets at all costs, and that is stifling innovation and change. We talked about the dire econ
encouraging people to work together more. However, it does not seem to be doing that, and every

101. Mr Mal McGreevy (Translink): I took part in the working group on attitudes. It is easy to critic
public attitude. One useful development has been the concept of the carbon footprint, but that is
increasing the awareness of carbon consumption among the public — that may take five or 10 yea
decisions.

102. Mr Best: I want to reply to Mal, because he did not mention the spend on roads in Northern I
Ireland, we spend less per capita on roads maintenance and infrastructure — the capital spend —
and have been spending on capital projects over the past five years is because of the infrastructure
the roads that we need to make the Northern Ireland economy fit for purpose.

103. Mr Patterson: To return to the point about the recession, we are going to face huge public sec
stand back and take a look at what we want from our transport system. We need to examine what
saying that we will cut spending on road building, Translink and cycle lanes by half. Money will b

104. Frankly, I cannot agree with the Quarry Products Association representative when he says th
work in a UK-wide company that cannot believe that we are planning to spend £3·1 billion on roa
but one could argue that if you live in a house and the roof is leaking, why are you building a conse

105. We would like to step back and say that an economic cost-benefit analysis needs to be done o
in at about 3:1 on a cost-benefit analysis. If one looks at projects such as Sustrans's Safe Routes to
shift away from car use, economic benefits are coming in at 7:1, 10:1 and 15:1. Therefore, I think th
limited funds is.

106. Mr Martin Gregg (Advanced Communication and Information Systems): The Committee nee
take a long time to solve. It is bigger than one person; it is bigger than one party; and it is bigger th
fall and realise that this will be difficult for the public to accept and get on with it.

107. Mr Acheson: I do not think that it is any more difficult than suggesting, five or 10 years ago, th

108. The Deputy Chairperson: Thank you for coming along today, and for sharing your time and o

Committee members when I say that it was a very stimulating and productive event for us.

109. The next step in the inquiry is that the transcripts of the plenary sessions will be circulated to
they will be fed back into the Committee report. Updates will then be provided on the Committe

110. Finally, I thank the staff from the Research and Library Service for facilitating the working gro
transcripts; and the catering staff for their help and support through the day. Thank you all for co

Appendix 3

Written Submissions

Lee Wilson, 21 July 200
Dear Sirs,

I am writing as a private citizen who lost some eyesight following a stroke 6 years ago when I was
hire vehichles to commute. I have a young family and have used public transport considerably ov
the PWC report.

The new rolling stock and upgrades to stations are fantastic for travelling and it is easy to see the i
Belfast by public transport, avoiding traffic congestion etc. at not much more personal cost (if any
remain productive whilst on the move, with many working commuters working when travelling.
University of Ulster at Jordanstown, a journey which used to take me the same amount of time by
whilst travelling.

The positive environmental implications of increased use of public transport speak for themselve
already overstretched road network more accessile for commercial traffic which is essential in the
comparing capital investment in public transportation as opposed to road networks in N.I. with

The point I wished to make to the enquiry relates to the added value of some existing bus services
maintain service levels and free up resources to be used elsewhere. This example is quite simple in
a very significant area which I would respectfully suggest deserves to be looked at.

I have lived in a housing estate in Lurgan which is considered to be unionist all of my life. Next to
is little (if any) trouble in any of the interface areas. The unionist estate is served with a town bus s
whilst the nationalist estate service operates every hour. Each uses one of the large 52 seater buses
timetable has remained the same as far as I can remember from when I was a child, the estates ha

There is an obvious social need to provide these services, but to a lay person questions of value are
the routes which are more fuel efficient and do not cause as much congestion, particularly when g
logically work out why a smaller bus is not used unless it is a question of capital investment for sto
cannot foresee why the service to the unionist and nationalist estate cannot be combined into on
levels of cross community tension and the fact that it is elderly people using the service.

This would at worst free up two large buses to be replaced by two smaller buses, and at best would
smaller bus and one driver. The resources could then be used to either lower cost or redirected to o
also not just making this point about Lurgan, but also throughout the whole of Northern Ireland.

I have travelled extensively and every town service I have come accross seems to be similar, with o
might be due to the capital required to replace larger vehicles with smaller ones, but the benefits t
the possibilities to reconfigure services to other parts of the network at no additional cost seem to

This submission is intended to be constructive and in no way should be read as any form of comp
Kind regards

Lee Wilson
Lurgan

Access to Benefits, 21 July
ADDRESS: A2B: Access to Benefits
Unit 40, North City Business Centre
2 Duncairn Gardens
Belfast BT15 2GG
EMAIL ADDRESS:

COMMENTS: I am particularly interested in the sustainability of free transport for older people an
compounded by the fact that concessionary passes are not accepted on community and rural tran
Many thanks

Arthur Acheson, 30 July 2
Sustainable Transport in the Region
1.0 A Sustainable Healthy Future

The Report, "Building Health", is very relevant to consideration of sustainable transport. The Rep
with Living Streets and The Commission for Architecture and the Built Environment.
Building Health: Creating and Enhancing Places for Healthy,
Active Lives: Blueprint for Action
Published by the National Heart Forum
© National Heart Forum, 2007
ISBN: 978 1 874279 14 4

"The National Heart Forum is the leading alliance of over 45 national organisations working to red

Living Streets is the champion of streets and public spaces for people on foot, working on practic

The Commission for Architecture and the Built Environment (CABE) is the Government's advisor

Together we share an interest in nurturing an environment that has a positive impact on public h

Building Health is the result of a partnership of these three organisations. The project sets out to i
concerned with urban design and improving the public realm, in particular in relation to populat
good health-promoting practice."
Page 13 – 14 of the Report deals with Transport:

"Transport is the lifeblood of human settlements. When the economy is doing well, there is more
regional policymaking, to assume that more transport is good for us. So there has been a program
promote continued economic growth. The growth of transport, of course, is predominantly in th
car dependence, land-use change to facilitate car use, and increased inconvenience of non-motor
knock-on effects on climate change, is widely recognised. There is intuitive understanding that th
antipathetic to the taking of regular healthy exercise. Yet the trend continues unabated.

Despite the stated commitment to reduce greenhouse gas emissions, government transport polic
the level of city regional planning illustrate this issue. The first is the fondness for bypasses and rin
environmental factors evenly balanced, but the social equation problematic. Evidence suggests th
forecasts13 and a corresponding decline in active travel. For example, a bypass demonstration pro
before and after the construction of bypasses and associated traffic-calming in the town centres, f

From the viewpoint of physical activity, the problem is that bypasses and ring roads lead to locati
profit from the altered pattern of accessibility. New edge-of-town facilities take over from in-town
foot, speeding up the increase in car dependence and disenfranchising those who do not use a ca
potential benefit of reducing congestion (with its attendant air quality problems) in-town. It is oft
part of the effect of P&R is to increase car dependence and reduce active travel in the suburban or
normal bus services, which are accessed by foot, and instead enabling people to get in their vehic
normal services, starved of passengers, may need to be cut to balance the books, thus tightening t
where P&R is part of a sustainable and healthy strategy, often it is not. Indeed it could be seen to b
greenhouse gas emissions and adding to the decline of small settlements.

By contrast, investment in high-quality public transport services such as light rail, routed so as to
positive stimulus to walking and cycling. In general, people are prepared to walk up to 1km to acc
have been made more and more expensive, with car travel at least appearing to be the cheaper op

2.0 The Local Experience

This region is well placed to break the vicious circle described above. The distances here are relati
provision and in addition it has a programme for road investment alone over the seven year perio
over three times the annual cost of providing public transport free at the point of use.
The following are the most up to date figures published on the Translink and DRD websites:

From Web Based Translink Annual Report
Total Translink Group Revenue Turnover in 2008
Total Translink Government Support Received (Revenue) in 2008

£175.4 Million
£63.7 Million

The Total Translink Turnover Less Government Revenue Support Received £111.4 Million
In Addition, Capital Grants From Government in 2008
£79.0 Million

DRD Website shows DRD Investment Delivery Plan (IDP) for Roads that it expects to spend a tota
averages over £354 million per year.

Roadbuilding and maintenance could be reduced by a third or more if the number of cars using th
provision of public transport in Northern Ireland to be free at the point of use without any additio

There would, as noted in the British Heart Foundation's "Building Health" Report (quoted above)
to the bus stop or station, together with the benefits to all other Northern Ireland government de

3.0 Reasons why Public Transport Should be Free at the Point of Use
There are many reasons why public transport should be free at the point of use:

1. There is a pressing urgency for severely disadvantaged people to gain access to employment op
unemployed people simply cannot afford the bus / train fares to go for training. This is a public di

2. The resulting additional use of buses and trains by current car users, increasing overall efficienc
lower carbon dioxide emissions, will help to meet a significant target in the programme for govern

3. The wider benefits include changing habits and thereby reducing the medium and long term ne
4. Overall efficiency in public transport improves through eliminating resource costs of ticketing,

5. The proposal would invoke delight among tourists who would enjoy their visits to Northern Ire
overnight stays and tourist spend, particularly as word spreads in tourists' home countries of the e

4.0 Benefits to all Government Departments
Northern Ireland government departments will each enjoy benefits from public transport which
Health (DHSSPSNI) benefits as described above,

Economic benefits to the province (DFPNI) because overall transport costs in our economy will re

Educational (DENI) benefits of not having to administer the assessment of children's distance fro
deliver children (not just those whose schools are over 3 miles from home)

Cultural, Arts, Sports and Leisure benefits (DCALNI) of wider accessibility of events, particularly a
Rural Development (DARDNI) benefits of increased accessibility of facilities for rural dwellers,
Regional Development (DRDNI) benfits in meeting targets for carbon reduction,

Social Development (DSDNI) which is responsible for benefits, etc., since DSD is paying out ben
the training programmes,

Employment and Learning (DELNI) of attracting students to universities and further education w
accommodation elsewhere,
Industrial and Tourism benefits (DETINI) as more travellers are attracted to the region.

Planning (DOENI) and sustainability benefits

All government departments could show a benefit from public transport which is free at the poin
services and access to activities.

I would urge that the new arrangements be province-wide on both rail and bus networks, giving u
improvement schemes proposed to accommodate the congestion caused by our present excessiv
Arthur Acheson
Architect and City Planner
Belfast July 2009 (arthuracheson@hotmail.com)

Tom McClelland, 25 August
ADDRESS:
EMAIL ADDRESS:

COMMENTS: I am regional right to ride representative of the CTC and for the time being Chair of

Sustainable transport provides solutions to the problems of obesity and other public health issue
issues, for a tiny fraction of the costs both current and ongoing of road provision, - email me if you

ACIS, 28 August 2009
Dear Sir

ACIS supply the Real Time Passenger Information System to the partnership of Roads Service and
As a Responsible Partner we wanted to make this submission on the Real Time System.
Attached are a Brief Guide and also a Case Study on 1 other Real Time System.
If you need any further information – please do not hesitate to contact me.
Kind Regards
Noel Goulty

Real Time Passenger Information - Belfast

The Real Time Passenger Information (RTPI) system in Belfast was commissioned with ACIS in 2
and consistent investment in the system, both by Translink and Roads Service.

The Belfast system operates using low band radio coverage. Each bus is fitted with a radio unit, an
customer ticketing system, in this case Wayfarer. At the beginning of each journey, the driver ente
this journey data to the ACIS processor where it is matched to a preloaded timetable. The ACIS p
central systems via the radio link every 30s. The vehicle position, recorded from the GPS antenna,

known location of every bus in the fleet – to within 30s.

The radio system not only relays the data through to ACIS central systems, but also to the local di
an ACIS processor. These displays use the GPS position of the bus to work out when it will arrive a
intensity by using the last few journeys to calculate the arrival time. So, when a display reports a b
arrive in 14 minutes rather than the historical 'wait and hope' schedules.

The contract in Belfast, as with so many of ACIS' BusNet systems, started along a trial number of r
It has since expanded year on year at quite a pace. The system is now of a significant size covering
vehicles. In total this gives 340 vehicles with RTPI technology fitted. We also have almost 180 pass
ACIS to build a trusted, strong working relationship with both Translink and Roads Service.
RTPI Technology delivers:
Improved reliability
Improved security
Reduced travel times
Improved confidence in public transport
Increased bus patronage
Reduced carbon emissions
Create and deliver sustainable travel plans critical for new developments
Assist traffic management reporting

All major routes within Belfast are fitted with Traffic Light Priority equipment. There are currently
are running unacceptably late to request a green light at junctions to allow them the opportunity
TLP Technology delivers:
Increases in Buses Running to Schedule
Reduced Journey Times
Reduced Fuel Usage
Reduced Vehicle Emissions
Increased Customer Satisfaction

Achieving Modal Shift

'If bus journey times were cut by half through bus priority measures, 26% of car users say they wou
'Commission for Integrated Transport 2002'

'In the right circumstances, with the necessary commitment and support, bus use can be increas
'Transport White Paper 2004'

Information and Punctuality Increase Customer Satisfaction

About ACIS

ACIS is the leading UK based provider of integrated information systems in passenger transport a
offices and extensive Research and Development facilities in Cambridge whilst installation and m
depots.

The ultimate ACIS solution is based on extensive experience built over many years and in many s
with all seven Passenger Transport Executives (PTE's), 46 regional and local authorities, 15 region
ACIS systems are currently tracking in excess of 8,000 buses
16 regional international airports use ACIS as their operating system provider

The ACIS Interchange solution is installed in over 60 passenger interchanges including Eur

We provide passengers with real time information wherever, whenever and however they c
Digital TV platforms, and innovative Smart displays in private homes
Our systems receive over 8,000 daily SMS requests.

The wider ACIS solution portfolio includes Systems Integration, UTMC, Real Time Informa
comprehensive system management tools that help to deliver high quality, high capacity p

We can provide a range of real time travel information via multiple media to compliment q
experience

The ACIS bespoke design service can help you to create dedicated travel information centre

Case Study on The Bridge, Dartford

The Bridge is the first major regeneration project in Thames Gateway and ACIS has provided the c
functionality as a turnkey solution to compliment and integrate partner relationships at the deve

Local government guidelines now encourage environmental sustainability by reducing the need t
existing transport infrastructure, enhanced by intelligent transport solutions. Section 106 agreem
include public transport enhancements as they are to include contributions for improved roads o

The Bridge is a 264-acre development at Junction 1a of the M25 (Dartford Toll junction) of 1500 ho
which will bring in 7500 jobs to the area.

ACIS was awarded the telematic partnership tender by Prologis (land owners) in 2001 and started
Highways' planning was agreed in 2003 and ACIS received the first order to fulfil The Bridge's inno

Challenge Posed to ACIS

To improve modal shift at The Bridge development and surrounding areas in support of the new s

The Dartford Toll currently has circa 100,000 vehicles per day pass the bottom of The Bridge and t
this number, Dartford Borough currently has population of 86,000 residing in circa 40,000 homes a
build a further 20,000 homes by 2025.

Traffic congestion in UK is projected to grow by 26% between 2000 and 2010' and it is stated that t
region will be above the average figure predicted for the UK. Therefore, the emphasis is based on p
with the delivery of results from ACIS' turnkey solution.

Key Partners and Stakeholders

Dartford Borough is the owner of the brown-field site and keen to find partners who would invest
development of the land to meet housing expectations without the use of public funding.

Prologis (international owner and developer of distribution facilities) is the master planner of the
transportation companies, third-party logistics providers and other enterprises with large-scale d
the M25 and M20 made it an obvious choice for investment.

Kent Highways Agency required the development to be neutral in terms of traffic impact on Junct
Dartford, Kent County and Prologis.

George Wimpey (of Taylor Wimpey UK Ltd) is the chosen home builder of the1,500 houses and fla
phase one through December 07 and January 08.

Alfred McAlpine is a leading support services business focused on the built environment such as T
development.

The Overall Solution

A Bus Rapid Transit System (BRT) also known as Fastrack, these are high frequency, dedicated bu
through the new development sites throughout Kent Thameside, as unlike trams, trains and guid
existing roads where it receives priority.

ACIS' Turnkey Solution
Automatic Number Plate Recognition

ANPR provides an accurate mechanism for monitoring vehicle movement, journey times, highlig
able to monitor and reduce vehicles using developments as 'rat runs' or commuter parking. ACIS
by extension can provide accurate records for travel planning rewards for employee reduction in c

CCTV

ACIS recommends CCTV on the grounds of enhanced personal security, crime prevention and m
passenger feels the more likely they are to use public transport. CCTV also greatly reduces vandali
buses, in shelters and at tactical locations on new developments. Latest technologies allow ACIS
hardware, delivering this information in real time to a dedicated control station.

Traffic Light Priority

As buses travel along their routes they can use TLP to request priority passing through the traffic li

varied across a vehicle fleet: time of day, lateness, number of passengers or other such settings as a
an on board transmitter which communicates either directly with the traffic light, or over the radi
winning GPS and radio technologies, there is no need to install expensive sensors beneath the ro
minimised, while traffic flow remains undisrupted. ACIS has installed Traffic Light Priority in Belf

'If bus journey times were cut by half through bus priority measures, 26% of car users say They wo
Commission for Integrated Transport

Smart barriers/Gates and Bollards

Using ACIS on bus technology, barriers, gates and bollards can be integrated into used to police d
universities.

House display

The House Display is the real innovation that completes the ACIS turnkey solution towards impr
developed for installation in the home and ACIS is the originator. Every George Wimpey home on
interactive to display real-time bus and train information, community updates, weather, news, cl
regularly featured in section 106 agreements and travel plans where planning is sought for high de

The most effective time to change behaviour is at a transition point in someone's life – so if you ca
habit-forming.'
David Rowe TfL Head of travel demand management

Web

Passengers can now receive accurate real time travel information via the Web by visiting the ACIS
Time information available at the touch of a button public transport becomes a real alternative fo

"Initiatives like this that provide better passenger information can make public transport much e
congestion in the West Midlands and do our bit to help the environment."
Councillor Gary Clarke, Chairman of Centro-PTA

Control Rooms

ACIS developed and implemented a state of the art control room which brings together the ACIS
shelters in one visual hub. Site security and management have a complete picture of all areas of tr
XX" commercial display and audio communication into every shelter on the Fastrack route. The s
maintenance is provided by ACIS from a local office based in Kent.

Sustainable Development Com
28 August 2009

Please find attached submission to the Sustainable Transport Inquiry from the Northern Ireland S

information please do not hesitate to contact me. Could you please acknowledge receipt?
All the best,
James

Sustainable Development Commission
The independent government advisor on sustainable development
James Dillon
Communications and Engagement Manager (Northern Ireland)
Room
Stormont Estate
Belfast BT4 3SR
? tel:
? email:
www.sd-commission.org.uk

Submission to the Assembly Regional Development Committ
September
2009
1. The Sustainable Development Commission (SDC)

1.1. The SDC is the Government's independent advisor on sustainable development, reporting to
in Northern Ireland, the First and Deputy First Minister. Through advocacy, advice, appraisal and
the heart of Government policy.

1.2. The SDC thanks the Committee for its invitation to submit a written response to this inquiry
initiative. The SDC recognises the need for a modal shift in transport patterns and attitudes in No
carbon society. This will involve fundamental changes in the operation of government and busin
believes that the only consistent, effective and equitable way to meet this challenge is through th
principles of sustainable development agreed in our strategy, First Steps to Sustainability.

The principles of sustainable development
Living within environmental limits
Achieving a sustainable economy
Promoting good governance
Using sound science responsibly

Ensuring a strong, healthy and just society
Promoting opportunity and innovation

2. The current situation

2.1 Currently transport accounts for 25% of Northern Ireland's greenhouse gas emissions – and th
2.2 Northern Ireland's per capita greenhouse gas emissions of 12.83 tonnes pre annum lies above
2.3 There is a striking imperative to bring forward targeted policies to counter this growth.

2.4 In Northern Ireland 82% of the total distance travelled is by car, about 7% on public transport,
(Roads Service)

2.5 From 2006-07 to 2007-08 the number of passenger journeys on Ulsterbus rose 1% from 43.4 mil
increased 8% from 24.1 million to 26.0 million[1]

2.6 During 2007-08 there were 9.5 million rail passenger journeys made, an increase of 12% from 20

2.7 There were 97,463 air transport movements (landings and takeoffs) during 2007, an increase of
2007-08[3]
2.8 In 2007 the most frequently used method of travel to work in Northern Ireland was car, van or
December using these methods. This compares to 70% in the United Kingdom as a whole.[4]

2.9 During 2007-08, 806,483 tonnes of petroleum and diesel were delivered for use in Northern Irel
2.10 According to the Roads Service 2005-2007 Travel Survey for Northern Ireland:
2.11 Car journeys were, on average, just over seven miles long

2.12 Nearly one fifth (17%) of all journeys were less than one mile long, and just over two thirds of

2.13 The number of people travelling to work by car in Belfast fell from 67% in 2004 - 2006 to 59% b
and those walking rose from 16 to 21%.

3. Travel Choices

3.1 A raft of influences determines our travel decisions. These range from emotional attachment t
comfortable and reliable modes of transport.
3.2 Cost and underlying infrastructure are also important.

4. Travel and Sustainable Development principles
Applying sustainable development principles to transport requires:
Reduction in the need to travel and encouraging a better work-life balance.

Reduction in greenhouse emissions associated with travel through choosing more efficient

Promotion of health and well being and thereby reducing work absenteeism.
Reducing the strain placed on existing infrastructure.
Reducing overheads for government departments.
Fundamentally the SDC advocates a four strand approach to transport:

4.1 Government should aim to reduce demand for motorised transport. Increased demand for 'act
Demand reduction should be achieved through the widest possible application of spatial plannin
measures (e.g. teleconferencing/ICT, working from home, home shopping, travel planning.

4.2 There needs to be a modal shift to more sustainable and space efficient modes – this should fo

i. Shifting away from motorised modes to cycling and walking due to the multitude of benefits thi
improvements, noise reduction, greater social cohesion). A range of measures including reducing
high quality, safe and attractive routes for cyclists and pedestrians can be employed.

ii. Shifting from private motor vehicles to public transport. Increasing passenger numbers on exis
users also tend to have higher levels of walking and cycling. This category should include measure
transport and active travel, i.e. bus/train/cycle.

4.3 Efficiency improvements to existing transport modes are required – this is a broad category cov
vehicle efficiency improvements; encouraging higher vehicle occupancy rates; promotion of car c
transport; measures to promote more efficient use of existing transport networks.

4.4 Capacity increases for motorised transport – only once the full potential impacts of 1-3 have b
the full effects of that programme included in assessing the residual role for 4. Any capacity increa
modes.

5. Private Transport

There will always be a demand and a need for access to some form of private transport, but the co
as a mode of transport in Northern Ireland.
5.1 Cars will always be an important part of our transport system

5.2 The problem at the moment is that people feel they don't have a choice other than to own an
78% of 2-3 mile trips[6]
80% of all trips of 5 miles or more[7]
58% of our domestic transport emissions[8]
5.3 People want a choice:
45% of people would like to reduce their car use[9]
62% of people would use their car less if public transport were better[10]

87% of people agree that cycling should be encouraged but 74% agree that 'cycling on busy roads f

80% believe the current level of car use has a serious effect on the climate
5.4 DfT's own research further backs this up:[12]
"nearly half of drivers say they would like to drive less than they do"

"Over 90% of people are in favour of action to enable or encourage more walking to improve perso
encouragement of cycling for this reason."

6. Recommendations

6.1 SDC wants people to have a choice and it wants people to be able to choose the most sustaina
6.2 We recommend the following policies:

Firstly we do support the government's initiatives to promote ultra-low carbon vehicles. It is nece
greenhouse gas emissions and our reliance on oil. However simply substituting much more efficie
As outlined previously we advocate a hierarchical approach to transport:
i) Demand reduction
ii) Modal shift to more sustainable modes
iii) Efficiency improvements
iv) Capacity increases only when all the above have been fully applied.
6.3 So Government should:
a) Promote ways to reduce the number of motorised journeys people have to make:

Better spatial planning - designing communities in which people can meet their transport

Promoting home-working, video and audio conferencing to reduce the number of journeys
Encouraging home shopping

Promoting travel planning - ensuring all employers and schools have an active and effectiv

b) Create an environment in which people can choose more sustainable modes when they do tra

Substantially increase funding to create a safe and attractive environment for walking and c

Improve public transport information and service quality such that door to door journeys a
c) Improve the efficiency of existing modes

Promote the development and growth of car sharing schemes such as car clubs and concep
5000 miles a year. For these people being a member of a car club would be a more sustainab
least, owning a second car.
Promote liftsharing and focus on reducing inefficient single occupancy car use

Introduce congestion charging and road pricing while providing improved alternatives to c

7. Best Use of Cars

7.1 The major advantage of cars over public transport is that they enable door to door journeys. Th

7.2 Cars are best used for transporting several people together, particularly over longer journeys w
economical car carrying two or more people is a relatively efficient means of transport in terms of

7.3 Of course there are many other impacts associated with car use - deaths and serious injuries on
traffic on communities and children.

7.4 The most inefficient use of cars is for individuals making shorter journeys, yet these account fo
as high on short journeys and single occupancy cars are very space inefficient, creating urban con

7.5 Whilst technological advances such as electric cars will help decrease fuel consumption and re
combat other difficulties such as congestion in built up areas, health problems associated with ob
believes that the Committee should look at the wider role of electric transport as part of an integra

7.6 Park & Ride systems offering free parking and aimed primarily at car users are likely to encourag
the car's ability to make door to door journeys. In addition, if they attract large numbers of people

When Park & Ride systems are introduced, it is essential that they do not simply lead to an increas
overall car use. There should be a simultaneous reduction in city centre car parking in line with th
7.7 SDC believes transport policy should aim to:
1) integrate public transport primarily with walking and cycling rather than cars
2) focus on reducing single occupancy car use

7.8 Various other options designed to lower car ownership and usage should be explored. Exampl

i. Car leasing and car clubs which would be attractive to city dwellers who want to avoid the hassl

ii. City Centre residential developments could have a small on site car pool included in the purch
required. This would not only reduce car ownership but also reduce congestion in the city centre.

iii. Employers could promote 'Green Commuting' policies and provide incentives for staff to expl
pharmaceutical company Pfizer is paying its employees £2 a day not to drive to work, while here B
purchase bicycles. Similar pilot schemes are being developed within the Northern Ireland Civil S
(such as time off) to employees who walk or cycle to work.

iv. These are not only positive developments from an environmental or health perspective – gree
and far cheaper than building new roads.

v. There is also an opportunity for the public sector in Northern Ireland to take a lead role in reduc
buildings, particularly in our larger towns and cities, should address the reality that providing larg
them. By cutting down on this available space and providing incentives to staff not to drive to wo

vi. On a wider scale the committee should also note that there is a large amount of relatively chea
does not promote a shift to more sustainable modes of transport. Of course, ensuring that a fully i

car is another challenge.
vii. Nottingham City Council are the latest authority to consider the introduction of a Workplace
raised by the levy would go into improving public transport and managing congestion problems.

8. Public Transport

8.1 A fully integrated public transport system is key to a sustainable transport system. It must cate
dwellers.

8.2 Enhanced public transport provision and other non-car measures must be targeted at disadva

8.3 A reliable and easy to access system must be the goal – making best use of new technology to h
planners allow travellers to plan their journey across more than one mode of transport. Advanced
computations, capturing incidents as they happen.

8.4 The SDC would recommend that the committee look in to examples of best practice in city tra
Brazil. Indeed the most successful urban transport initiatives remodel the infrastructure to make t
transport use in the same way that the infrastructure of traditional cities create demand for privat
created on all strategic corridors into major urban areas.

9. Healthy Transport

9.1 The SDC believes that carbon and health impacts should be considered in all transport decisio
transport system is by definition one which only uses the earth's resources at a speed at which th
require that we all travel less far and less fast. Walking and cycling will need to become the norma

9.2 Simply put, we also need to pedestrianise more of our urban areas and reduce car parking to m
introduction of dedicated cycle lanes, physically separated from motor traffic should be promoted
lanes at the side of busy urban roads as they simply do not feel safe, particularly during rush hour.

9.3 Of course government should promote the associated short and long term health benefits of th
public health enabler. Government should also consider introducing 20mph speed limits in resid
of fatal collisions and helping communities to engage with local transport solutions.

9.4 We also believe that the committee should look into the prospect of developing a number of 's
models can be put in place and were behaviour change in travel patterns can be studied and the b
very successful, for example, Darlington, Peterborough, and Worcester.

10. Aviation

10.1 While air transport will continue to be part of our future transport networks we must use othe
travel. We must also ensure that air and sea travel are included in future emissions budgets as part
emissions does not need to mean cutting down on economic outputs but it will help the Governm
pursuing economic growth in Northern Ireland. The Committee should also consider if the publi
major airports are sufficient.

10.2 Government should also use aviation taxation revenues to improve active and public transpo

11. Further Information

This submission can only introduce some limited aspects of the wide number of issues embraced
will be pleased to expand on these comments with an oral presentation, if the Committee would
Sustainable Development Commission
Northern Ireland
September 2009
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Friends of the Earth, 1 Septem
Dear Sir/Madam,

As co-ordinator of Belfast Friends of the Earth I would like to draw your attention to the Belfast Cy

The report was authored by Friends of the Earth with input from Sustrans and the Northern Irelan

The Belfast Cycle City vision is that Belfast will become of one of the top ten cycling cities in the U

The report identifies the many positive benefits of cycling, and identifies best practice from the U
1. target 10% of all journeys to be made by bike by 2020

2. support an increase in annual DRD spending on cycling to £15 per person , in line with the top
3. creation of a detailed cycle strategy from 2010 to 2020.

I would like the opportunity to present the report and its recommendations to the inquiry into su
www.belfastcyclecity.org.uk
Regards,

Andrew McMurray

Belfast Metropolitan Residents Group
ADDRESS:
EMAIL ADDRESS:

COMMENTS: On behalf of the Belfast Metropolitan Residents Group I would like to make an oral

1 There is need to change the mind-set of government departments, developers and planners tow

2 The design of new developments must allow for (a) adequate cycle access and storage and (b) re

3 New developments must be served by public tansport from the start of construction even if this
tapered. Roads must be constructed facilitate public transport.

4 New forms of public trasport should be investigated e.g. overhead monorails over dual carriagew

Parker Green International, 31 A

Professor Julian Hine – Universit
31 August 2009
Prof JP Hine - Evidence to Sustainable Transport Inquiry
Professor Julian Hine
Professor of Transport
Built Environment Research Institute

University of Ulster
Jordanstown Campus
BT37 0QB
26th August 2009
Committee Clerk
Regional Development Committee
Parliament Buildings
Stormont, Belfast, BT4 3XX
Dear

Evidence to Regional Development Committee Inquiry into Sustainable Transport

Please find enclosed a submission that I would I like to be considered as part of this inquiry. This s
sustainable development strategy can be achieved and also what the current problems are in relat
sustainable transport in Northern Ireland. These issues have been grouped around a number of ke
this inquiry.
Yours sincerely,

Professor Julian Hine BSc, PhD, MRTPI, CMILT, MIHT, FRGS
Professor Transport
University of Ulster
Built Environment Research Institute
*Enc

Evidence to the Regional Development Committee Inquiry into Sustainable Transport

Transport infrastructure is important for the development of regional economies but at the same
on the environment, society, health and lifestyle. Importantly, it is also central to debates about h
current reviews of the Regional Transport and (RTS) Development Strategies (RDS) offer an oppo
system. This means that future strategy and investment decisions must be 'future proof'. It is wide
the RTS and RDS has achieved significant new investment in transport infrastructure which has a
aimed to achieve mode shift from the private car to public transport, cycling and walking, it is qui
passenger journeys on the rail and bus system. In addition the land use planning system has allow
These are often locations that cannot be served by an adequate public transport system.

The emphasis in funding within the strategy has been on roads and this bias is likely to continue
Strategy published in 2008, commits the region to continuing high levels of investment in roads. C
be at £2,645 million for roads and for the same period at £725 million for public transport. Clearly h
including improvements to air quality and also journey time savings yet these patterns of investm
is widely accepted that investment in new roads generates new traffic and can, in the medium to
result of rising traffic levels and congestion. In general terms, the emphasis in terms of road invest

rather than the creation of new. This is especially important given Northern Ireland's poor green
A recent report by Northern Ireland Environment Link has highlighted the divergence in emission
UK. Northern Ireland's per capita greenhouse gas (GHG) emissions of 12.83 tonnes per annum co
is principally due to transport, while domestic transport emissions in the UK increased by 9% ove
corresponding period was 51% (NIEL, 2009).

Conventional transport planning has emphasised speed and capacity that has been to the detrim
underestimated the environmental and wider societal costs associated with the current range of t
approach to transport planning has produced car dependent communities which in turn have pr
incomes, women, the elderly and disabled. These user groups have been shown to experience low
access to a variety of goods and services (Hine and Mitchell, 2003). These patterns are especially p
Increased public transport use can conversely reduce the need for expensive road infrastructure, r

1. Transport trends in Northern Ireland

Evidence from the Travel Survey for Northern Ireland shows clearly the need for change. Over the
have changed little and that car ownership and licensing holding have changed little. On the face
mode have also not changed to any great degree (DRD, 2008). Data published from the Travel Sur
mode so unless special tabulations of the data are requested, then it is not clear what proportion o
more optional types of activity. This type of information would be important if any new strategies
travelled (VMT) through the use of targets as it may be easier to target and achieve mode shift for t
role of VMT targets are discussed later in this submission.

There is clear evidence that the numbers of bus and rail passengers have increased over the period
made available under the RTS. It is not clear however how much of this expansion in passengers
increased public transport use may be due to its ability to attract trips made by those with travel c
who previously did not use public transport at all, but may also reflect the ability of public transpo
introduction of the rebranded Metro network. Evidence regarding the attraction of car users to pu
context. It also clearly demonstrates the need for a step change in policy. If public transport is to
policy objective then it is clear that policy needs to adopt a different framework to the manageme

Given the dominance of the car in the commuting market and the expansion of travel to work are
achieve changes in mode share for other modes. Studies suggest that car users are more responsiv
pull factors not only relate to lower fares but also other types of service improvements such as trav
under 5 miles made by car users, evidence suggests that it is not only these factors that are influen
infrastructure (Mackett, 2001). However, to obtain a reduction in car use would not only require a
introduction of other measures such as high parking charges (Wardman, Hine and Stradling, 2001
studies also suggest that fuel price rises and reductions in income will also have a large effect. Non
to fares result in significant changes in demand (TRL, 2004; Goodwin et al, 2004; Litman, 2009a) (s
variable depending on journey type. Commuting trips by car owners for example have a high valu
larger than for other trip types. Another consideration in assessing the relevance of these types of
which will influence the degree of response to changes in price.

Table 1 Public Transport Fare Elasticities (Gillen, 1994)
Factor

Elasticity

Overall transit
fares
Factor
Riders under 16 years old

-0.33
to –0.22
Elasticity
-0.32

Riders aged 17-64

-0.22

Riders over 64 years old

-0.14

People earning <$5,000

-0.19

People earning >$15,000

-0.28

People without a car

-0.10

Car owners

-0.41

Work trips

-0.10 to –0.19

Shopping trips

-0.32 to –0.49

Off-peak trips

-0.11 to –0.84

Peak trips

-0.04 to –0.32

Trips < 1 mile

-0.55

Trips > 3 miles

-0.29

In rural areas, undeniably the car plays an important role in enabling access to goods, services, an
on the car and reducing miles travelled by car. The growth of the rural population in Northern Ire
reduction of car travel in rural areas will necessitate the development of policy approaches that p
transport bus operations with community transport operations and educational transport provis
for cycling and walking is required. Evidence from safer routes projects suggests that the mode sha
improvements are made (e.g. cycling lanes, space re-allocation). Economic appraisal of local walk
(principally health benefits) can be achieved by investing in these types of schemes. Benefit to co
and public transport schemes at 20:1 for investment in walking and cycling compared to 3:1 that
no date).

2. Reducing car dependency

In Belfast and other urban areas in Northern Ireland car use is at high levels. Larger settlements ar
public transport operations, introduce traffic restraint and management measures. Evidence from
expansion in the share of work trips made by car into Belfast of 27% and a 23% reduction in those
has also expanded by 55% over the period 1975 to 2001 (NIEL, 2009). Significant changes in public
growing evidence base for the implementation of demand management measures. In many cases
Ireland it is also clear that future land use planning decisions need to be focused on increasing den
reducing average journey lengths. Evidence from the Travel Survey for Northern Ireland indicates
of between less than 5 miles. This represents around 54% of all car trips. It is precisely this range o
transport, walking and cycling initiatives.

In many other cities, both medium sized and world cities, demand management policies have be
transport investment has lagged behind and as a result car ownership and use have increased. Th
travel choice and reducing car use. Invariably these include a mixture of 'carrots' (public transpor
and cycling networks), and 'sticks' (parking policy, reallocation of road space and controls on veh
(-7%) are examples of cities where car mode share has been reduced. Each of these cities has impl

and service enhancements. Policies have also included the implementation of policy aimed at red
focusing of new development around suburban stations, and higher densities. Perth has also imp
have implemented travel plans. In addition Rome has reduced city parking and reallocated these
Commission for Integrated Transport, 2005a; 2005b; NIEL, 2009).

If we look at world cities a number of these have also managed to reduce car mode share: London,
has been achieved through a package of policy measures. As with the smaller city examples, these
integrated ticketing, removal of car parking and the reallocation of road space in favour of greener
centres with relatively high land use densities, a mix of people and jobs and high quality pedestria

3. Mobility management and vehicle miles travelled (VMT) reduction targets

Transport strategy in Northern Ireland would benefit from the introduction of clear mode shift tar
targets should be seen as a key way in which sustainable transport strategy can be monitored in te
the introduction of VMT reduction targets and/or mode share targets in Northern Ireland. VMT ta
transport strategy because they force a shift from car dependent transport systems towards transp
be justified on the following grounds, that they:

provide strategic guidance for individual policy and planning decisions. A fundamental prin
support strategic long-term goals.
can help integrate policies and planning practices, reducing conflicts and inefficiencies.

help create a more diverse and efficient transportation system that better responds to futur

encourage policy makers to correct existing practices that stimulate VMT growth (such as u
roadway funding that cannot be used for alternative modes), and implement mobility man
equitable grounds (Litman, 2009b, p2)

In the US there are several examples of these targets now in use in California, Washington State a

The adoption of mode shift targets that are realistic and reflect current transport needs and the ra
exception of several larger settlements and cities is predominantly rural in nature and has lower p
the effect of policy intervention can be assessed and evaluated. Data from the Northern Ireland Tr
year were travelled by car in 2007. If a target to reduce the number of motorised trips by car was int
significant reductions. In year 1 this could result in a reduction of 237 miles per person at best or a
could be achieved through the introduction of a package demand management measures (not ne
This reduction could also be partially achieved by the adoption of flexible work practices which ar

4. Achieving sustainable transport policy in Northern Ireland

In order to develop a clear sustainable transport policy there are a number of improvements that
roads in terms of the need to now achieve reductions in carbon emissions and achieve lasting cha
maintain existing infrastructure for the purposes of trade and the economy. Associated with these
the fossil carbon content of transport fuel and increase the fuel efficiency of vehicles, but we also n
Using the Spatial Development Strategy Framework outlined in the RDS can an annual 5% reduc
necessarily mean reductions in levels of our personal mobility but a change in the way we behave
are taken in this direction we need to urgently address the following issues:

1. adopt mode shift targets/vehicle miles travelled reduction targets – aimed at reducing the % car
2. integrate land use and transport (increase urban population densities and reduce job density).
3. focus development around public transport nodes

4. reduce car parking in city centres and introduce other demand management measures as neces

5. encourage walking and cycling and the development of high quality networks for these modes.

6. Strengthen public transport in rural and urban areas - increase public transport speeds and reli

This submission represents the views of the author and the opinions expressed in it do not neces
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About The Wright Group

Wrightbus was established in 1946 and is the only major bus manufacturer on the island of Ireland
pioneered low floor buses, Wrightbus has continued to innovate and is a market leader in both BR
approximately 900 vehicles per annum and while the majority are destined for the UK and Ireland
Vegas.

Introduction

The Wright Group welcomes the decision by the Committee for Regional Development to hold an

The Committee has created a rare opportunity to focus on visions, principles and future direction
have focused our attention on those areas where Wrights can offer specialised knowledge and exp
Committee Terms of Reference

a. To explore and clarify the social, environmental and economic aspects of sustainable transport
b. To identify the policies, attitudes and technologies likely to underpin a move to a more sustain
c. To make recommendations arising out of the above investigation, and report to the Assembly.

What is meant by "sustainable transport"?

There are many definitions of sustainable transport and two have been selected for inclusion in th
Council of Ministers of Transport, who defined a sustainable transport system as one that:

Allows the basic access and development needs of individuals, companies and society to be
ecosystem health, and promotes equity within and between successive generations.

Is affordable, operates fairly and efficiently, offers a choice of transport mode, and supports
development.

Limits emissions and waste within the planets ability to absorb them, uses renewable resou
resources at or below the rates of development of renewable substitutes, while minimising

A rather more populist definition derives from the Brundtland Report from the World Commissio

A transport system which meets the needs of the present without compromising the abilit

Whatever the preferred definition, it is clear that current transport trends cannot continue withou

ToR1
To explore and clarify the social, environmental and economic aspects of sus
Social Aspects

Growth in all forms of transport has been very substantial in recent years. There are many reasons
mobility and there is more opportunity for both local and global leisure travel than ever before. As
popularity of the "bus pass".

Greater mobility provides improved access to jobs, education, shops and other services. That tran
to travel further to access these facilities or to exercise choice.

Many changes in the way we live have also contributed to the increase in personal travel. In recen
home, and the growth in the proportion of people going out to work. Many former residents of th
generating extra travel. Major suburbs have become car owning communities whereas previously
walk to work etc.

While the ability to travel is generally recognised as a good thing, there are downsides. Most notab
advocates for public transport will point out the very much greater safety record of all forms of pub
more likely to be involved in an accident travelling by car than by public transport.

All types of transport, to a greater or lesser degree, create pollution which can be injurious to heal
recognised as contributing to respiratory and cardiovascular disease. Some pollutants are recogni
steady increase in ambient sound levels going far beyond causing annoyance and leading to distu

The World Health Organisation has recognised that good health is more than the absence of phys
interaction to human wellbeing and clearly transport can facilitate wider social interaction. Howe
conferred by private car is simply not available. That includes the young, many elderly persons an
affordability. For them a good public transport alternative becomes a necessity rather than an opt
better social inclusion regardless of class or wealth.

Environmental Aspects

One of two widely acknowledged environmental concerns is the excessive use of finite resources,
source. In global terms the use of alternatives such as gas, biofuels and electric vehicles remains m
Biofuels, once regarded as a hope for the future are now regarded with much more caution. Their

shortages and/or further deforestation with consequent loss of biodiversity and eco systems.

Apart from use as a fuel, energy is also used in the manufacture of vehicles and is embodied in tran

Around the world the energy demand for transport has increased fivefold since the 1950s Overall,
energy consumption and this figure rises to 30% in the EU. Transport accounts for 19% of all green
transport are from road transport.

The second well publicised concern, if not universally acknowledged, is the environmental impac
vehicle emissions. Greenhouse gas emissions from transport are rising faster than from any other

Other "green" concerns include the preservation of wildlife habitats, and the hydrological impact
more extensive hard surfaces.

Economic Aspects

The inexorable rise in car ownership is matched only by the increase in the number of lorries on t
economic costs by wasting peoples time, incurring extra vehicle costs and slowing the delivery of
2% of GDP.

Urban space is a precious commodity and public transport uses it more efficiently than a car dom
make our towns and cities more pleasant places to live and work.

In addition to personal transport there are two other major trends influencing the growth in trans

First there is the importing by developed countries of finished goods produced in low cost countr
manufacturers often source materials, components, sub-assemblies etc on a global basis to reduce

Secondly, there is the increasing sophisticated palate of a more affluent society. Food, which used
of the globe at all seasons of the year. Because the cost of production is usually lower, the addition
consumption of wine from neighbouring countries such as France and Germany is being rapidly o
countries.
These trends show no sign of diminishing.

There is an important economic argument on the public transport versus car debate which is ofte
employment. There are no car factories in Northern Ireland. However, the Wrightbus factory in B
indirectly.

Social, Environmental and Economic Aspects of Sustainable Transport
In summary, Transport makes a very positive contribution to society in many different ways.

The increase in both personal transport, and commercial transport over longer distances, looks s

Steps can be taken to alleviate some of the adverse consequences of transport, e.g. promotion of r
However, the over-riding fact is that as things are at present, the continuing growth in transport i
to exhaust finite resources and exacerbate global warming.

Clearly, although there has been some progress, current trends still point away from sustainabilit

ToR No2
To identify the policies, attitudes and technologies likely to underpin a move
Policies

It must be recognised from the outset that old policies to "predict and provide" offer no solution t
new policies which are seen as limiting freedoms or using a pricing mechanism (aka stealth taxes
in Edinburgh and Manchester, despite the general view that it was a success in London. Most pol
what will or will not be acceptable to the general public.

The increase in personal mobility has more than offset the improved fuel performance of the priv
not lightly give up. Pricing could have some effect, but the swingeing increases that would be nec
divisive.

The most realistic opportunity to reduce emissions from cars is to offer a very attractive public tra
high quality and affordable. On average public transport consumes 3.4 times less energy per passe
the rush hour

Policies in Northern Ireland should be supportive of public transport systems to make to make th
example, land use planning can increase urban population densities so that it becomes more eco
containment of urban sprawl will reduce the need for car transport.

Adequate funding is essential for good public transport. In ridership terms the government has se
buses on the Metro services. More investment is overdue for the rural bus network. From time to t
should be benchmarked with the UK, Ireland and the rest of Europe

Public transport will not be the ideal solution for every individual for every journey, but it could cu
families.

Attitudes

Many people have based their lifestyle around the private car and this will not be easily changed.
depletion of the ozone layer and global warming, with its potentially disastrous consequences for
Many of these people are for the first time open to changing the habits of a lifetime.

Bus Technologies

In the developing and enhancing a public transport network Quality Bus Corridors (QBC), Bus Ra
should all be viewed as possible contenders.

The public transport network should be planned using a system-based approach (treatment of th
objectives and funding should inform the decision making process.

Where passenger demand is lower than necessary to justify light rail, Bus Rapid Transit systems ar
people. These can be supported by high quality bus networks feeding the core network.

Bus Rapid Transit (BRT)

BRT is a rubber tyred transit service that can provide passengers with a comparable journey exper
traffic, high quality infrastructure and customer focussed delivery.

BRT vehicles have the additional advantage that they are not confined to rails. After enjoying segr
ordinary roads.

BRT StreetCar before delivery to Las

The study in Belfast by KPMG and Atkins compared the cost of Light Rail and BRT schemes, summ
Capital cost
£m

Annual Operating Costs
£m

Bus Rapid
Transport

147

1.44

Light Rail

590

6.78

The result of this study has important implications for other cities.

Following the success of LUAS in Dublin, other cities will want to upgrade their public transport n
Rapid Transit can provide an attractive and more affordable alternative.

The two solutions, BRT and Light Rail are not mutually exclusive. If route patronage develops stro

Bus Rapid Transit is now a globally recognised transportation mode with successful projects oper

BRT, in various forms and to varying degrees, has been proven to both reduce congestion through

Cost of a BRT system is about 25% of a corresponding LRT system although this can vary accordin

BRT allows nurture and expansion of schemes. Because of the flexibility of rubber wheeled vehicle

The elements required for successful BRT:
Physical and Abstract measures
Physical

Abstract

* Vehicles

* Image

* Infrastructure

* Presence

* Priorities

* Step change

Introduce and Enforce
* Bus priority

*Introduce
Segregation
and Enforce
* Traffic light priority
* Bus stop clearways

Overt and Covert implementation
Overt

Covert

* Busways

* Automatic Vehicle
Location

*
* Queue relocation
Guidance
* Lanes

* Street parking restrictions

* Gates

Image of a possible Metro Bus Rapid Transit low emission vehicle fo

Hybrid Buses

While a conventional city bus relies on a large diesel engine to provide power, a hybrid system cou
advanced battery pack. Regenerative braking (energy captured during the braking process) acts as

Power to drive the bus therefore derives from electrical energy produced by the very efficient smal
This has the positive effect of improving fuel savings, and more importantly reducing emissions.

First Dublin Bus hybrid electric double d
The environmental benefits from hybrid electric technology are remarkable:
Pollutant

Percentage Reduction

Hydro carbons (HC)

76.5%

Carbon Monoxide (CO)

97.6%

Carbon dioxide (CO2)

31.0%

Nitrous Oxide (NOX)

12.0%

Fuel Consumption

34%

Noise

50%

Results are from "Transport for London" trial using Wrightbus hybrid double decker compared wit

Wrightbus Gemini HEV (Hybrid Electric Veh

The electric driveline ensures quiet acceleration and lower noise levels, while providing a smooth
environmental benefits means those living in towns and cities will enjoy a less polluted atmosph
with less pollutant induced illness, such as childhood asthma.

In London there are already small fleets of hybrid buses with different operators as they gain expe
have several hundred hybrid buses operational before the London Olympics in 2012. Dublin took

Bus Technologies: Summary

1. Bus Rapid Transit can improve the image and experience of public transport, proving an attrac

2. BRT can provide an affordable step change in public transport for Belfast and possibly other cit
help reduce traffic congestion.

3. BRT can provide a natural evolution of existing and successful QBC's, with high capacity vehicl
infrastructure investment.

4. Hybrid electric buses (whether single deck, double deck or BRT) can dramatically reduce fuel co
entirely consistent with a vision for sustainable transport

5. Even limited innovation, whether through the introduction of hybrid vehicles or a single BRT s
public transport network.

Conclusions:

To achieve sustainability in transport will require the early introduction of cleaner technologies su

This will not by itself be sufficient to offset the effects of the still growing demand for transport. Po
behaviours and further encourage the use of public transport.

Public transport must itself be made more attractive through innovative projects such as bus rapid

Appendix:
Wrightbus Brochure (Electronic version)
Please respond to:
The Wright Group
Galgorm
Ballymena
County Antrim
Northern Ireland
BT42 1PY
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Please find below the Community Transport Association's (CTA) response to the Inquiry into Sus
the considerations of the providers and passengers of the Community transport network across N

Community Transport Association

CTA provides advice support and learning for community organisations providing affordable, acc
unable to access conventional forms of public transport. CTA are committed to ensuring people h
transport solutions. We support the community in their endeavours to meet local need.

Sustainable transport is a key to the development of community and business success across Nor
economic turnover which is unsupported y the education system. Many people refuse to use pub
this response to the Inquiry into Sustainable Transport to help the Committee for Regional Deve
Transport in Northern Ireland.

Integrated sustainable transport

CTA supports the improvements that have been made to public transport system through the Re
Strategy actions. While accessibility has improved there still remain a number of actions which n
the ATS to ensure policies and procedures are robustly maintained in order to improve transport
remove the exemptions to provide transport for people with disabilities from private coach provi
future review of taxi legislation will encourage more accessible considerations for that industry. CT
residents to access our public transport system. CTA however are opposed to segregated transpor
Transport Programme for People with Disabilities. CTA hopes the programme will not be seen as
areas. Every Northern Irish resident should be able to use our public transport system. CTA hopes
need until such times as the mainstream public transport system is improves. Door-to-Door may
and people with disabilities should be able to access mainstream transport rather than being segr

Support for services providing access to public transport routes

Community transport provides a solution for people who are unable to access conventional publ
main factor which detracts from using the public transport system. Community transport can be
the CT sector to ensure the community use this alternative service to help bridge the gap or overc
there needs to be an easier, joined up ticketing system; Community Transport needs to be able to
people can more easily access public transport (at present Translink have refused access) and the
Rural Transport Fund will continue post 2012. The Rural Community Transport network which c
due to end March 2012. There is no guarantee that the Rural Transport Fund will continue post M

time when older people and people with disabilities living in rural areas will be rurally isolated, so
There needs to be clarification and confirmation of the future of alternative transport solutions fro

At present there is no general fund to support urban community transport providers. The TPPD fu
nothing else. Not everyone can access TPPD funded Door-to-Door transport as their criteria is ext
transport if an urban community transport grant was made available. The community could deve
routes. In many other areas across the UK the support for urban community transport organisatio
public transport routes. The community transport provides a link service to enable people to get
devastated over the last 5 years to the lack of investment. While this has saved the government mo
urban communities across Northern Ireland. Community transport through little investment wil
community development and integration.

Make using public transport easier

CTA supports the development of more opportunities to make use of public transport easier. Thi
facilities, tax effective purchasing of tickets (buy tickets through employers the cost of which is de
ticket purchasing with self printed tickets as an acceptable format on buses/trains, review of bus c
by 2020, the development of integrated public transport timetables with local services such as GP
transport options to ensure everyone has ease of access to timetables, routes etc. Ensure all transp
part of job seekers or employment programmes provision of travel training and access to route pla
available at job centres, libraries, schools, post offices, banks, bus and train depots etc.

Review of Public Transport

It is time for Northern Ireland to review the public transport system, who delivers it and if the mix
transport network is openly tendered then we will remain within the constraints of a system insta
into account alternative transport providers including private companies, taxi firms and commun
but is excluded from procurement because of tendering conditions – conditions that the Civil Ser
system needs to take into account how the community can deliver services and remove the self im
organisations from applying to provide solutions. The Government needs to take into considerati
community led solutions as well as investing in private companies.

RPA and the impact of decentralised transport

CTA has concerns of the effects of RPA and potential denigration of transport services should tho
responsibilities. While localism is important CTA has already seen the effects of decentralisation i
seen the closure of over 40 Community Transport organisations. The effect of this has only caused
rural areas across Scotland. Northern Ireland has created an improving transport system which n
and investment in an area of growing demand. CTA supports the development of a Northern Irela
representatives on its Public Transport Authority. This system would control all policy and procu
Northern Ireland but retain a local identity through the inclusion of the Authority representatives

Inter Departmental approach to ensure efficiency and effective transport

Sustainable transport in Northern Ireland requires Inter-Departmental agreement and cross depa
system operated in isolation from Health transport and separately again from Education transpor

joined up government department thinking does not exist. The Community and in particular CT
provide transport solutions however as we are pigeon holed as 'belonging' within the responsibil
provide or meet the needs of the Community for Health and Education (both being outside the re
used to meet the needs of those Depts). Funding streams from other Depts are closed to many co
clear transport policy taking into consideration all public transport requirements (general transpo
effectively to not only meet need but do it in an efficient manner.

Education and the link to the Transport industry

There needs to be a review of transport and the link from education to the industry. Due to age lim
school into transport. If transport provides over 20% of NI 'PLC' turnover then why is there a lack
industry? Research completed by Go Skills revealed over 30% of career drivers has low levels of ess
the number of drivers on our roads who are illiterate is rising. 30% of all career drivers may not be a
The Northern Ireland government needs to accept transport is a major factor of life in this region.
appropriate qualifications to enter the transport workforce.

Educating tomorrow's commuters

Many people use public transport to go to school and then stop. Once they enter the workforce th
public awareness campaign directing more people to continue to use public transport after childh
Many people who convert to private car use are based in rural areas. The Government needs to be
and overcome those issues. Using rural commuters and rural scenarios in PR campaigns may do m
transport use. Teaching school leavers more about public transport options may help retain their

Educating school children on the environmental benefits and cost savings may help to encourage
transport system.

Educating the public on the continued use of public transport should be encouraged whenever po
where other Government Departments can help to promote the use of public transport (materni
timetable – time tables provided with appointments, school run – parents provided with alternat
transport provides new routes to reduce school run congestion).

British C
6 September 2009
Challenge Europe: Northern Ireland/Republic of Ireland 2009-2010
Promoting Urban Sustainability
Introduction

Promoting Urban Sustainability is one of three projects being taken forward by British Council Ch
Republic of Ireland. The Promoting Urban Sustainability project comprises a programme of resea
Governments in Northern Ireland and the Republic of Ireland place sustainable transport option

Project Overview

The Promoting Urban Sustainability project will run for one year. Project participants are in the in
transport from across the globe. This paper overviews the issues participants are currently examin
political decision makers. We welcome the Regional Development Committee's inquiry into Sust
recommendations to the Committee if requested by the Committee Chairperson and Members. W
November 2009, with initial policy recommendations developed by January 2010.

The Current Situation

The Stern Review (2006) estimates the economic impact of failure to reduce the current lev
5% of global GDP each year, now and forever.

The UK Climate Change Act sets a target for an 80% reduction in greenhouse gas emissions

In 2006 road transport accounted for 21% of all greenhouse gas emissions in Northern Irelan

Technical improvements in vehicle efficiency will lead only to small reductions in Norther
ensure significant reductions in transport related emissions a modal shift is needed in trans
kilometres travelled[2].

Promoting Urban Sustainability will consider the potential of various options for delivering a mod
kilometres travelled. The following options are currently under investigation.

Encouraging Car sharing
High Occupancy Vehicle Lanes

High Occupancy Vehicle (HOV) lanes are lanes on motorways or dual carriageways in which only
lanes can be introduced when enlarging existing roads or one existing lane of motorway or dual ca
these lanes may be in operation at all times or at peak hours only.

Prioritising the flow of HOVs will have the effect of reducing the travel time for occupants of these
lanes are converted to HOV status, the increase in traffic density in non-HOV lanes will further dis
share. Reducing the number of vehicles travelling the same route will result in a decrease in the to
reduction in the total level of greenhouse gas emissions.

HOV lanes have been widely implemented in the US and Canada, and more recently have been in
in Leeds, and the A4174 in South Gloucestershire, a dual carriageway orbital route to the North of
on the A256 in Kent. Where HOV lanes are introduced, local councils have cooperatively launched
Carshare NI scheme. Implementation of the HOV scheme in South Gloucestershire has resulted i
and a 10% increase in vehicles with at least 1 passenger (from 20% to 30%) travelling the route[3].

The findings of a UK Highways Agency feasibility study conducted in 2004 recommended that HO
potential GB locations examined[4]. We aim to conduct further research into the potential for int
potentially other cities in Northern Ireland.

Improving Cycling Infrastructure

Increasing the number of people cycling has many benefits for a modern city. It is an effective me
noise, it reduces congestion on the roads and it's healthy and cheap. Cycling presents benefits wh
transport can reduce private car use and associated greenhouse gas emissions but does not provid
health benefits but is less realistic an option for journeys of three or four miles or more.

In addition to reducing carbon emissions, improving cycling rates will yield health benefits in term
health problems. The economic benefits associated with cycling include improved workforce effi
considered a long-term option for sustainable urban transport and we believe there are many exam
Northern Ireland and turn Belfast into a cycling city.

Cycle Rental Schemes

A socially responsible city should provide its dwellers with the means to commute and have a hea
Paris, Barcelona, Copenhagen, Lyon, Vienna, Seville and Montreal all have lowcost bicycle rental
September 2009 and London is due to introduce a scheme in May 2010.

We propose to look at the examples of international best practice, concentrating on the schemes
symbiotic partnership of Local Government and modern advertising. The Paris Velib rental schem
Council signed over exclusive control of over 1,628 city owned on-street advertising hoardings to J
and covered all start up costs. Paris City Council receives all the revenue from the programme as w
In the first three months of operation there were 100,000 users daily, traveling a total of 300,000 km
emissions annually[6].

The scheme in Paris is the largest in the world, utilising 20,000 bicycles and employing 285 people
bicycles. A bicycle can be hired from and returned to any of the 1,451 Velib stations. Stations are lo

Dublinbikes is primarily based on the Paris scheme. It is funded by JC Decaux and both Dublin an
buys a daily, weekly or yearly pass, priced at 1, 7 or 29 respectively and guarantees a 150 deposit p
period of time. The first 30 minutes of use are free, then the user is charged 1 for each subsequent
behind the rental scheme that the bikes are for city commuting and are for use by the whole comm

There are many potential benefits for Belfast from introducing a public rental bicycle scheme. Cyc
cycle hire points could be positioned to interconnect with existing bus and rail services and the fo
would be able to access rental bicycles on disembarking their bus or train, cycle to their destinatio
would also have significant potential to support Belfast's tourism industry and would provide a re
Government, depending on which tier of Government the scheme was operated by. We propose
Belfast to provide the people of Belfast with a sustainable form of alternative urban transport that

Cycle Infrastructure Development

Transport statistics indicate that on average 35.5% of journeys made in Northern Ireland between
less. However, cycling on average accounted for only 19 of the 5,999 miles travelled by each person
and under were made by bicycle rather than private car this would have a dramatic effect in terms
Ireland.

We know that 22% of the population would cycle more if Government invested to improve cycle t
determine how cycle lane networks can be improved in Northern Ireland's urban centres to incre

example of Copenhagen where 36% of residents travel to work by bicycle. We will also examine th
infrastructure can be improved across urban areas to ensure equality of access to transport for all c

Promoting Urban Sustainability will also research ways in which Government could help employ
Potential options include Government grants to cover provision of cycle parking, changing and sh
Recommendations will also be developed regarding how train services could better accommodate
integrated sustainable transport network in Northern Ireland.

Next Steps

Project participants are currently undertaking research regarding the feasibility of introducing the
recommendations based on the findings of this research will be made available to the Departmen
Committee and other relevant stakeholders in due course.

Project participants
Dr Alberto Longo – Lecturer in Urban Land Economics & Management,
Queen's University Belfast.
Claire Martin – Assistant Solicitor, Elliott Duffy Garrett.
Andy McClenaghan – Senior Consumer Affairs Officer, Northern Ireland Consumer Council.
Julie McGee – Consultant, National Energy Assessors.

[1] National Atmospheric Emission Inventory (2008) Greenhouse Gas Inventories for England, Sc

[2] Maguire, C., Curry, R. and McClenaghan, A. (2008) Northern Visions – Footpaths to Sustainab
[3] Department for Transport (2006) Traffic Advisory Leaflet: High Occupancy Vehicle Lanes

[4] The four motorway sections pre-selected by the Highways Agency were all on radial routes use
junctions 13-7 (both London), M61 junctions 6-3 (Manchester) and M62 junctions 25-27 (Leeds).
[5] SQW (2007) Valuing the Benefits of Cycling: A Report to Cycling England

[6] Calculation based on user figures from 15 July – 11 September 2007, when an average 100,000 u

emission reduction of 88.58 tonnes and a projected annual saving of 32,330 tonnes CO2, assuming
CO2 emitted and cycling = zero emissions.
[7] DRD Roads Service (2008) Travel Survey for Northern Ireland: 2005-2007
[8] DRD (2009) Public Perceptions of Car Emissions
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Summary points

This Inquiry is very timely and shows leadership crucial to developing further work in this a
economic health and wellbeing

Belfast Healthy Cities believes that sustainable transport can significantly support health a
which provides a people focus and allows consideration of what determines people's trans
Benefits of sustainable transport related to health and wellbeing include:

Social aspects
1. Improved opportunities for social interaction
2. Improved opportunities for physical activity and reduced obesity

3. Improved road safety
4. A fairer system, with transport resources more equitably divided across society

Environmental aspects
1. Reduced air pollution
2. Tackling climate change and peak oil

Economic aspects:
1. Investment can bring about savings elsewhere in economy, especially health and social care
2. New economic opportunities can be generated
3. Reduced need for new roads and road maintenance, with spin off savings and benefits

Policy is likely to be the key driver of change; behaviour change is most likely if the right cho

Policy measures could usefully build on examples of success elsewhere, and should be deve

Key policies, including the RDS, RTS, Planning Policy Statements and Investing for Health
shared targets

The Regional Development Committee should take leadership in developing common aim
garnering support throughout the Assembly

The health sector can support sustainable transport by providing an extensive evidence ba

Belfast Healthy Cities can support by sharing expertise on Health Impact Assessment and w

Key recommendations:

1. Strong high level, cross sectoral leadership is crucial; further planning should be led by a Minist
transport, planning and environment, economy, regeneration, health and rural affairs

2. Joined up policy making is key to a successful switch; need to develop common definition, aim

3. Policy focus should be on the RDS and the RTS, with the planning system, Investing for Health
Action could be strengthened through a cross Departmental Sustainable Transport Strategy and A

4. Health and health equity objectives should be incorporated in policy and action; all transport d
and social impact, while cost benefit analysis also should incorporate these aspects

5. Policy and action must work towards clear targets, eg. a 5% reduction in car journeys per annum
(baseline 30%, 2007/08);

6. Setting indicators and collecting data to monitor progress is crucial and a key role for the Region
be developed or new data to be collected, for example on accessibility and people's transport nee

7. Transport related policy and action must be based on evidence of environmental and social im

evidence base
8. Community engagement must be a vital element of implementation

9. To get the process underway, meet climate change and emissions targets already set in the UK
'post-oil' society, it is vital that policies incorporate relevant targets and objectives now, rather th

Introduction

Belfast Healthy Cities welcomes the opportunity to make a submission to this very timely Inquiry
initiate work in this area, which is vital to our future health and wellbeing in social, environmenta
and wellbeing, and sustainable transport contains many key elements required of a health improv

Belfast Healthy Cities is a partnership organization working to improve health and health equity,
Belfast City Council, Belfast HSC Trust, Bryson Charitable Group, Department of Health, Social S
Ireland Housing Executive, Planning Service, Public Health Agency, Queen's University of Belfast

Our work aims to support organizations to integrate health and health equity in all local policies,
working. We have over 20 years' experience of successfully doing this, and have also been at the fo
planning and healthy ageing, to Northern Ireland. Belfast is a leading member of the WHO Europ
currently provides the secretariat to the Network.

Belfast Healthy Cities has built expertise on the impacts of transport on people's wellbeing in rela
expertise on the transport needs of older people, through our work on healthy ageing in Phase IV
was a theme of Healthy Ageing:InterAction, the first intersectoral action plan for older people in t
the Eastern Area Transport Forum, which oversaw a pilot buddying scheme, aimed at improving
the Forum hosted a consultation event on transport for older people in Belfast – chaired by Fred C
which underpinned an action plan currently being implemented through key public and volunta
public transport, but also emphasised its crucial role in allowing older people to remain independ

We believe health and health equity is an important goal in its own right, as this serves as a yardst
core aim of the WHO European Healthy Cities Network in Phase V (2009-2013), which draws exten
Social Determinants of Health, chaired by Professor Sir Michael Marmot of University College Lon

However, health is also an integral element of a prosperous society, and indeed a sustainable soci
well as environmental wellbeing.

We are making this submission as we believe sustainable transport is closely related to improved h
health and sustainable transport as vital preconditions to achieving the overall Programme for Go
Northern Ireland … where everyone can enjoy a better quality of life now and in years to come'.
We would be pleased to further develop the themes discussed by giving oral evidence, should the

Definitions of health and health equity

The Healthy Cities approach defines health as the outcome of social, economic and physical livin

We define health equity as a situation where resources and goods relevant to health are distributed
which indicates that there is a social gradient in health across society with risks highest among th

linked to differential access to goods and resources, which in turn is determined by income and so

Response to the Terms of Reference
a. To explore and clarify the social, environmental and economic aspects of sustainabl

Belfast Healthy Cities believes that sustainable transport can significantly support improved heal
environmental and economic benefits. However, before it is possible to consider the implications
functions transport serves, how transport systems are affected by other sectors of society, and wh

Ultimately, the function of transport is to help people reach desired destinations. A sustainable tr
environmentally sound way, and therefore definitions of sustainable transport focus on public tra
modal switch from the current car centred transport system, and is likely to require a combination

Evidence shows that people's transport decisions are influenced by a complex set of factors, whic
is cost, followed by quality of transport options: people value punctuality, reliability in travel time
Another key issue is connectivity, which refers to how well key destinations are linked, and how w
need to 'trip chain' journeys within a tight schedule, and therefore clusters of key destinations clo
that transport mode is less important than convenience, therefore, sustainable transport hinges o
connected, more reliable, more pleasant and safer to use.

However, sustainable transport should also be concerned with travel demand management, or in
system is also highly influenced by land use planning, which determines where people live in rela
broadly shapes people's transport needs. Land use planning which focuses on mixed use develop
is key to limiting the need to travel. This would likely require fewer measures aimed at changing p
choice the easy choice.

All of these elements are incorporated in the concept of accessibility, which is a transport plannin
advantage is that it enables analysis of why and how people travel, which helps highlight key area
is particularly well suited to underpin a sustainable transport system.

From a health perspective, Belfast Healthy Cities would identify a sustainable transport system as
three key elements: 1) reducing the need to travel; 2) putting in place and maintaining improved
cycling and 3) promoting public transport and active travel. The priority order is important, as pe
until the appropriate infrastructure is in place. Making the right choice an easier choice is also im
need for measures such as road pricing, that might be considered coercive and are likely to be high

However, Belfast Healthy Cities would recommend that a common definition of sustainable trans
further debate and planning.

Defined in the above terms, and compared to the current car centred transport system in Norther
social, environmental as well as economic terms. Importantly, these benefits are interrelated and
In social terms, mixed use development, improved public transport and improved opportunities

1. Improve opportunities for social interaction

This supports mental wellbeing for individuals and can translate into improved social cohesion a

social behaviour, and bring about savings for policing and public realm maintenance.

Positive impacts can be achieved without significant direct communication; for example, interge
become used to seeing each other. This can, among other things, reduce fear of crime among olde
for deteriorating mental wellbeing, and thus reduce costs to health and social services.

2. Improve opportunities for physical activity and help tackle obesity

Walking or cycling for transport is easier to incorporate in the daily routine than more formal exer
development tends to encourage active travel, as it provides key destinations and destinations of
support this, as the journey usually involves a walk to and from the transit stop. Tackling obesity h
the current rate, the cost to the UK economy has been estimated to reach £50billion per year by 20

3. Improve road safety

Less traffic is likely to mean fewer collisions, and fewer casualties. Road traffic deaths and injuries
families, but also have major costs for the economy. In 2007, the Department of Transport in Eng
value of £19,104million (with human costs valued at £9.740m). Each traffic death has been valued
number of pedestrians and cyclists increases, the risks decrease, primarily because drivers become

With less traffic, children may have more opportunities to walk and cycle to school, and play outd
development. Research indicates that concerns about traffic are a major reason why parents are r
there is evidence that lack of opportunities can impair children's emotional and social developm

Road safety also has an equity aspect; busy traffic disproportionately affects more deprived people
is five times more likely to die in a traffic incident than a child of professional parents. This is prim
near busy roads; people from lower social groups are much less likely than the general population
in 2001, 40% of households had no access to a car, but this rose to over 60% in many of the region'
reduced traffic in itself can support mental wellbeing in deprived communities, through reducing

4. Make the system fairer, with transport resources more equitably divided across soci

A key issue with the current car centred transport system is that it tends to favour people who are
equity issue, since 'transport poverty' tends to concentrate among people in lower social groups a
and at greater risk of ill health. Lack of transport compounds these disadvantages, by limiting acce
and participating in society.

As an example, as far back as 1992, research in Belfast found that carless households had 25% of th
many low income households find a car is a necessity and may have to limit other activities to me
For others, meanwhile, the cost and availability of transport may become a too high barrier: trans
social exclusion especially among lone parents, but also lower skilled groups and rural population

Sustainable transport can in particular help improve 'transport equity', insofar as it offers cheape
opportunities: cheaper fares and fewer journeys mean more disposable income to spend elsewhe
or training area, with associated health and social wellbeing benefits.

Environmental aspects

Sustainable transport is fundamentally intended to reduce reliance on the private car, and thus ta
change and peak oil. These issues also have a health dimension, and key benefits of more sustaina

1. Reduced air pollution

Air pollution harms the ecosystem in many ways and remains an issue, although pollution levels
with UK standards. Reduced traffic combined with potential new technologies can further reduce
support health and wellbeing, as air pollution is associated with health problems including an in
complications in cardiovascular disease. Particulate matter pollution alone has been estimated to
air pollution thus has significant potential for monetary savings, in particular for healthcare servic

Congestion is associated with high air pollution in localized spots; for example, all four Air Qualit
in the UK are required to declare AQMAs where air quality targets are unlikely to be met) Easing co
among drivers.

2. Tackling climate change and peak oil

Transport contributes about a fifth of CO2 emissions in the UK as well as worldwide, and uses sign
to climate change, which has been characterized as the most urgent issue of our time. More susta
the core problem, while it will also help preserve dwindling fossil fuel reserves.

Climate change is a major health as well as environmental risk, and therefore sustainable transpo
these include an increase in infectious (tick borne) disease and especially mental, but also physic
become more common. Food is likely to become more expensive, and some foods may become in
will drive up energy prices, which is likely to worsen fuel poverty, already a major concern in Nort

Climate change is also another major health equity issue, as people in the lower social groups wil
change may therefore exacerbate disadvantage and ill health, which in turn may lead to growing c

Economic aspects

It is clear that sustainable transport will require considerable initial investment. However, these c
opportunities. Key economic considerations include the following:

1. Investment can bring about savings elsewhere in economy

As a recap of previous comments, investment in a sustainable transport can be offset against pote
policing. In Copenhagen, where about 30% of the population commute by bike, it has been found
people with otherwise similar health and living conditions, which has resulted in significant heal
previously unemployed people to take up jobs, this will further boost tax revenues.

2. New economic opportunities can be generated

In particular mixed land use, combined with walking and cycling infrastructure, could contribute
and a renaissance of town centres. This is primarily because it helps create places, where people a
particularly those where the traditional scale and style has been retained, are also very inviting for

the Netherlands, the city centre economy has grown rapidly since car traffic was limited (http://w
Copenhagen, the world's self proclaimed 'cycling capital', has a vibrant economy and a thriving ,
important to focus on a network of local centres, rather than concentrating on the town centre al

Other economic opportunities could be in tourism, such as bike tours, and directly in transport, f
also opportunities in the biofuel sector, as outlined in the DETI Bioenergy action plan currently o
buses fuelled by biogas have yielded positive results and Stockholm is currently in the process of e

3. Reduced need for new roads and road maintenance

This would also have environmental as well as social benefits, as greenfield land in rural areas wou
areas, reduced need for multi lane roads would allow for a safer and more aesthetically pleasing en
services, which could improve social cohesion, and boost economic benefits. For operators of nec
in journey times and savings in fuel, thus supporting profitability.

b. To identify the policies, technologies and attitudes likely to underpin a move to mor

To summarise the above analysis, a more sustainable transport system can generate potentially v
overall. Its key advantage is that it allows a people focus, which allows for more holistic and long t
However, it is clear that this requires in particular considerable policy leadership, as well as invest
Regional Development Committee and has been initiated through this Inquiry.

Examples of successful moves towards more sustainable transport can be found both within the U
also southern European cities such as Barcelona or Porto. Building on the experience of these citi
while providing clear examples of achieved results and benefits.

Evidence from cities which have made a switch towards more sustainable transport indicates tha
sustainable and healthy transport involve prioritising the following :
Strong leadership, based on cross party consensus and therefore sustained long term
A shift from mobility to accessibility based planning, including:
Travel demand management, ie reducing need to travel

Focus on the need to support and prioritise mixed land use, with key destinations clustered

Growth areas identified on the basis of capacity of existing infrastructure, with public trans

Focus also on encouraging the public sector to provide services in integrated 'one stop sho
Supporting organisations to develop more sustainable travel policy
Priority given to developing the public transport network, with a substantial proportion of

Key requirement is to improve accessibility through introducing rapid transit and orbital ro

In rural areas existing services must be better integrated, while improvements should build
flexible routes

Public transport quality must be raised and fares lowered to remove key barriers to use; cons
period, until increased patronage can help reduce need for this
Development of active travel infrastructure, with ring fenced maintenance budgets

Focus on safe crossings and footpaths and cycle lanes that reach key destinations without b
walking and cycling viable mainstream modes of transport

Focus also on providing and supporting enabling measures such as Safe Routes to School a

The key policies required to implement these measures and thus underpin more sustainable tran
Transportation Strategy. The planning system, incorporating Planning Policy Statements and Ar
function is transferred to councils), is also important for implementing strategic guidance. Regen
influence transport, and must integrate sustainable transport principles to achieve a coherent po
joined up policy making, as both the RDS and RTS are under review, while the planning reform is

In addition, there is now an opportunity to integrate the sustainable transport and health improv
Investing for Health is also under review. A key advantage of this would be that incorporating hea
core functions and impacts of transport, thus providing a catalyst for people centred action. Ther
such as the use of community transport to access health care (currently not permitted). Health po
collaboration could help strengthen the evidence base and monitoring systems for the overall pro

The health sector can also provide support in assessing the impacts of transport policy and propo
methodology that offers a systematic, evidence based way to consider how proposals will affect h
how it can best support these aims. HIA was developed to complement Environmental Impact A
vulnerable groups and potential differential impacts. This is further emphasised in Health Equity
consider equity impacts and ways of tackling inequalities. The WHO European Healthy Cities Net
this work to develop Health Equity Impact Assessment tools in Phase V (2009-2013), as recommen
Belfast Healthy Cities has pioneered HIA in Northern Ireland and would be happy to assist with fu

Technologies

Technology can help support a move to more sustainable transport in many ways. For example, s
integrated ticketing and audiovisual announcements on public transport are important quality im
smoother, more pleasant and therefore more attractive travel option. Indeed, audiovisual announ
disabilities to use public transport safely and with confidence. Improved online transport informa
while preferential treatment for buses and cycles in traffic lights can help them make speedier and
mobility substitutes, such as telecommuting, online service facilities and online shopping with d
technology is considered complementary to infrastructure improvements and policy leadership.

Potential new renewable fuel or electric vehicle technologies may also have a role in supporting a
of these should be considered on their merits; for example, biogas as bus fuel has yielded positive
buses running on biogas. However, it is important that such new technologies are seen as ways of
transport system focused on minimizing essential travel, rather than solutions reducing the need

Attitudes and behaviours

Ultimately, a successful move towards more sustainable transport requires people to change their
policy makers, who must shift from a mobility focus to an accessibility based planning approach.
to sustainable behaviour change is providing the infrastructure and facilities to make the right cho
cycling infrastructure since the 1970s. Curitiba in Brazil has similarly invested in public transport
infrastructure alongside roads. Community engagement is also important, to help people feel par

A potentially very useful approach would be to develop a series of demonstration projects, which
sustainable transport, potentially at different scales. Existing examples include workplace travel p
developed in this way. One example is the Connswater Community Greenway being developed in
Partnership, is leading a broad partnership which includes public sector agencies as well as acade
include improved opportunities to commute on foot or by bike, to improve health and displace tr
people and communities.

This approach would have a number of benefits: it would enable local community involvement a
allow lessons to be learnt, without the level of financial risk involved in regional approaches. Min
strategy and action planning, as only successful models could be considered for regional adoption

However, there may also be a role for more traditional measures aimed at attitude and behaviour c
transport use, which could build on and expand existing Travelwise initiatives, such as the bike p
discount on annual public transport tickets. Health related or environmental social marketing cam
effective among already motivated individuals.

Finally, there are a number of more coercive options, such as congestion charging, road pricing an
town centres. Belfast Healthy Cities believes these are best avoided, primarily as they may have a
groups (eg. shift workers in manual jobs such as cleaning or delivery, or people with disabilities, w
aims. They are also likely to be highly unpopular, and reduce public support for the overall aim. T
appropriate to discourage private car use when improved public transport coverage is in place (w
Similarly, alternatives could be sought for the car parking benefit common among public sector w
subsidy to a relatively well off population group. For example, staff not taking up a space could be
etc. The NI Environment Agency has already begun prioritising car sharers when allocating car pa
parking regulations is crucial and appropriate at all times.

c. To make recommendations arising out of the above investigations, and report to the

Belfast Healthy Cities recognises that a wide range of recommendations on sustainable transport
Consumer Council's survey report Public Transport – on the right track? (July 2009), Northern Irel
(June 2009), which provides a range of viewpoints, and PricewaterhouseCooper's report Bridging
(June 2009), published as part of the call for evidence for this Inquiry. It is not necessary to repeat
considered as valuable evidence for the Inquiry.

Belfast Healthy Cities broadly supports the recommendations made in the above publications, in
like to highlight a series of recommendations, which are based on the above analysis and which w
more sustainable transport also is a move towards a more health improving and equitable transpo

As noted in the Introduction, the current work of the WHO European Healthy Cities builds on the
also like to highlight its key recommendations, which we believe are vital areas for action to devel
useful principles also for developing sustainable transport. These are to 1) improve daily living co
money and resources and 3) measure and understand the problem and assess the impact of action

Key recommendations:

1. Strong high level, cross sectoral leadership is crucial; further planning should be led by a Minist
transport, planning and environment, economy, regeneration, health and rural affairs; the Region

support for sustainable transport throughout the Assembly

2. Joined up policy making is key to a successful switch; further policy and action must be based o
emphasise reducing the need to travel as much as modal switch to public transport, walking and

3. Policy focus should be on the RDS and the RTS, with the planning system, Investing for Health
Action could be strengthened through a cross Departmental Sustainable Transport Strategy and A

4. Health and health equity objectives should be incorporated in policy and action to maximise th
should incorporate assessment of environmental, health and social impact, while cost benefit an

5. Policy and action must work towards clear targets, eg. a 5% reduction in car journeys per annum
(baseline 30%, 2007/08);

6. Setting indicators and collecting data to monitor progress is crucial and a key role for the Region
be developed or new data to be collected

7. Transport related policy and action must be based on evidence of environmental and social im
evidence base
8. Community engagement must be a vital element of implementation

Conclusion

Sustainable transport is an essential element of a resilient society capable of adjusting to and pros
increasingly scarce and therefore command high price premiums. It is also a prerequisite of a hea
right, and necessary to develop resilience in the face of this unparalleled challenge.

This Inquiry is very timely, as all the key policies required to underpin a move to more sustainable
unprecedented opportunity for joined up policy making, and this Inquiry is particularly well plac
underway, meet climate change and emissions targets already set in the UK Climate Change Bill a
vital that policies incorporate relevant targets and objectives now, rather than waiting for the nex

Institute of Public Health in Ireland, 8

Submission to the Northern Ireland Assembly Commi
Committee Inquiry into Sustainable Transport
2nd September 2009

The Institute of Public Health in Ireland
www.publichealth.ie
Dublin Office: Belfast Office:
5th Floor Bishops Square Forestview
Redmond's Hill Purdy's Lane
Dublin 2 Belfast BT8 7ZX

Ph: Ph:

Introduction
The Institute of Public Health in Ireland

The Institute of Public Health in Ireland (IPH) aims to improve health on the island of Ireland by
policies in favour of health. The Institute promotes cooperation between Northern Ireland and th
advice.

IPH commends the Regional Development Committee on selecting sustainable transport as its su
move to more sustainable transport in Northern Ireland. IPH thanks the Committee for the oppo

1. To explore and clarify the social, environmental and economic aspects of s

Transport provides a significant contribution to population health because of its impact on trave

1.1 Sustainable transport and health outcomes

A sustainable transport system can influence population health outcomes as it provides opportun
enhance social interaction.

Increasing levels of physical activity in the population contributes to reducing coronary heart dise
health. The World Health Organization recommends adults undertake 30 minutes of physical act
recommended daily amount in Northern Ireland[1].

In Northern Ireland, obesity is a major concern and in 2005/06, 59% of adults were identified as eit
activity can contribute to obesity which is identified as an important risk factor for a wide range of
and diabetes. If the current trend continues, IPH forecasts that over the period 2005 to 2015 there
diabetes. This has major consequences for Northern Ireland due to the loss of productivity and th
serious effects on the economy and threaten to engulf the health service. Obesity is estimated to c
£90 million in health and social care costs.

Current transport patterns have contributed to an increase in obesity. Urban sprawl, where land u
increase car dependency and evidence shows that those living in such areas drive three to four tim
has also been shown that each additional hour spent in a car a day can be associated with a 6% in
methods contribute to increased physical activity which in turn impacts on levels of obesity. Pub
most trips begin and end with some form of physical activity with one study quantifying this as 19

IPH recognise and support a move to a more sustainable transport system in Northern Ireland wh
population. Attractive and accessible features of transport design are essential in promoting exerc
Health Evidence (NICE) states that transport planners should 'ensure pedestrians, cyclists and us
given the highest priority when developing or maintaining streets and roads which can be achiev

IPH also recommend adopting a lifecourse approach which would consider the needs of young ch
or cycling to school is rapidly decreasing which is a worrying trend as exercise habits established i
Older people must also be catered for as exercise and social connectedness are critical aspects of a
all users to make sustainable transportation more attractive in terms of travel times, convenience

1.2 Sustainable transport and health inequalities

Health inequalities are the differences in outcomes between different population groups. There a
system. Children from deprived communities are more likely to die as a result of a traffic collision.
commuting traffic were all identified as deprived communities. Deprived communities are least li
IPH recommend a sustainable transport system which ensures equity for all users.

1.3 Sustainable transport and social connections

Alongside physical activity, a sustainable transport system contributes to improved mental health
connections which are important for mental health. Neighbourhood designs most likely to prom
orientated, enabling residents to perform daily activities without the use of a car. As traffic volume
results in decreased social connections.

IPH recommend a multi-sectoral approach to ensure sustainable transport systems are a key elem

1.4 Sustainable transport and climate change

Climate change is identified as one of the biggest public health issues of the 21st Century. Northe
can be attributed to our transport (and agriculture) emissions.

Urban areas are particularly affected by vehicle-related air pollution which can contribute to respi
elderly. Disadvantaged urban areas tend to be characterised by high traffic volume, with residents

IPH recommend DRD, through a sustainable transport approach, to reduce dependency on priva
travel patterns such as public transport, walking and cycling which can help to reduce greenhous

2. To identify the policies, attitudes and technologies likely to underpin a mo
2.1 Current Northern Ireland transport policy

The Regional Transportation Strategy in Northern Ireland is due for review in 2012. This presents
from private road users to a more sustained transport system.

IPH recommend that sustainable methods of travel are central to the new Regional Transport Stra
alongside cycling and walking routes. There is also a need to ensure that other government depar
which will assist to create more sustainable neighbourhoods in Northern Ireland.

2.2 Working with UK and Ireland

The recent 'Bridging the Gap' publication by PricewaterhouseCoopers looked at transforming pu
investment in public transport in Northern Ireland compared to the rest of the UK and Ireland.[3
economic implications but gave no consideration to health implications.

The Department for Transport in the Republic of Ireland recently published 'Smarter Travel: A Su

the potential health benefits of a sustainable transport system which includes playing a central ro

IPH recommend DRD take a similar approach to that adopted by the Republic of Ireland to ensur
strategy.

2.3 Cross government action

It is recognised that many of the actions required for a healthier society lie outside the remit of the
improve health. DRD have a responsibility to create an environment conducive to enhancing ph
Department of Health, Social Services and Public Safety, Obesity Prevention Steering Group (OPS

Northern Ireland's broad based and cross government public health strategy Investing for Health
impact on health. IPH has produced guidelines on Health Impact Assessment (HIA) and many po
Regional Development Committee could play a significant role by undertaking a HIA on sustaina
health inequalities.

3 To make recommendations arising out of the above investigations

It is evident that the development of a sustainable transport system can contribute to impr
transport policy is assessed for its health impacts. This can be achieved by undertaking a H
health impacts and maximise any positive impacts.

IPH calls for the health implications of any new sustainable transport policy in Northern Ir
environmental and economic aspects. The Department for Transport in the Republic of Ire
an excellent example of how health can be a central feature of any sustainable transport po

As well as developing a longer term strategy, urgent and shorter term action is needed to co
vulnerable groups. A strong strategic approach should link to other key government policie
inclusion.

There is a strong case for working with other jurisdictions including other parts of the UK, I
transparent way, and used to identify areas of best practice.
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[1]Northern Ireland Health and Wellbeing Survey, 2005/06, available at http://archive.nics.gov.uk

[2] National Institute for Clinical and Health Evidence (NICE), (2008) Promoting and creating buil
activity.

[3] PricewaterhouseCoopers (2009) Bridging the Gap: Transforming Public Transport in Northern

[4] Department of Transport (2009) Smarter Travel: A Sustainable Transport Future. A New Trans

CTC (Cyclists' Touring Club) / NI Cycle Initia

Committee for Regional Devel
Inquiry into Sustainable Tran
To explore and clarify the social, environmental and economic aspects of sustainable transport.
The need for Sustainable Transport has been established for many years, and is part of the vision
in practice has been largely ignored.

In 1994, the Royal Commission on Environmental Pollution published a report on Transport and
must be found to make the longer term development of transport environmentally sustainable."

In 2007, the same Commission published a report on the Urban Environment which highlighted
use and environmental and social outcomes and deficits.

The Energy Saving Trust in its 2007 Green Barometer showed Northern Ireland, after the inclusion
UK despite having the highest levels of economic inactivity in the UK.

The Institute of Public Health in Ireland, in March 2005, published a Review of the Health Impact
in a powerful position to promote the positive and mitigate the negative effects which their decis

The International Energy Authority in its 2008 World Energy Outlook stated that "The era of cheap

The Committee for Regional Development responding to the Northern Ireland Assembly Commi
catalogued:
1. The lack of linkage between Northern Ireland Transport Policy and Emission Reduction.

2. The understanding that tackling Climate Change is a Pro-Growth Strategy as the effects of Clim
growth. (Stern)
3. The complexities of Transport Emission Reduction (Eddington).
4. The imbalance between Road and Public Transport Spending in Northern Ireland.

To identify the policies, attitudes and technologies likely to underpin a move to more Sustainable

Elevate the Northern Ireland political debate from the populist to the informed level. For example
and is a Member of the European Parliament's Climate Change Committee speaking in Lurgan in

"In transport there area number of necessary shifts in policy which we need to get to grips with. D
culture of car dependency has evolved in our country. This dependency must be broken by provid
towns and rural areas. By arguing for decent and sufficient public investment in our public, and I s
car usage in every day life

"There needs to be detail in the Programme for Government with regard to how we are going to m
different departments such as DRD".
Yet the local DRD Minister was quoted recently by Local Transport Today,

"Murphy, 46, took the regional development portfolio in 2007 (after a renewed period of direct rul
RDS and RTS but seems satisfied that the overall pattern of expenditure between roads and public
(2008/09-2017/18) actually envisages £725m being spent on public transport – including new vehi
by the £3.1bn earmarked for roads."

The above exemplifies the need to educate and inform local politicians and the public at large abo
dependent and clearly identifying the features and benefits of a transport system built on sustaina
Introduce policies which properly link health, environment, wellbeing, inclusion and economic

Undertake an immediate review of cost-benefit methodology of road building appraisal. The curre
single occupancy 4x4 to a hot food bar for a gravy chip than a young mum cycling with her childre
63% of all journeys within Northern Ireland are 5 miles or less. (Travel Survey 2005-2007).

Promote walking for the one mile or less journey and cycling for the journeys up to and around 5 m
see http://www.foe.co.uk/resource/reports/ni_pps14_report_qub.pdf

Introduce policies which make cycling and walking safer and a more attractive option than taking
restraining parking and introduce parking charges which reflect the full external costs. This shoul
offer free parking.
Prioritise cycling and walking over the car and acknowledge sustainable transport hierarchy at all

Introduce soft measures, based on psychological and sociological research, which have been show

Introduce a National Standard on Road Cycle Training for all primary 6 pupils and all learner drive
used as an exemplar.

Research and apply the economic benefits of sustainable transport. "Towards a Healthier Econom

Economic research published by Cycling England shows that moving 109 people from sedentary
cycling" and "Safety in Numbers" gives another model that can be easily modified to the requirem
The Good News of moving from a car based system of transport to one based on active travel and
1. A reduction in Health Costs,
a. Obesity and road traffic collisions in NI cost £one billion per annum
2. Enhanced levels of well being of children,
a. See UN report which ranked the UK 24th out of 25 countries.
3. Social Inclusion
4. Cycling and walking policies are the cheapest public health and transport buys.

5. Cycling schemes show cost-benefits of up to 1:30 when most road construction schemes rarely

6. Reduce dependence on fossil fuels which are imported from politically unstable regions of the w
and price increase.

7. Northern Ireland does not have any major car manufacturing plants. Spending money on impo
otherwise be put directly into the Northern Ireland Economy.

Electric cars

Electric cars are seen by some as the answer to emission reduction. Moving to battery technology
enhancement and will not solve the problem of congestion and inefficient use of urban space
To make recommendations arising out of the above investigations and report to the Assembly.
This final term of reference applies to the Committee itself.
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Northern Ireland Environment Link (NIEL) is the networking and forum body for non-statutory o
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1. Summary Points

1.1 With the upcoming review of the Regional Transportation Strategy and the Regional Developm
Programme for Government 2009-2012 (and the associated Budget) the decisions that are made in
systems we have for the next 20 years and beyond.

1.2 The Programme for Government and Investment Strategy, which were released in 2008, comm
system; highway measures have been allocated 80% of the transport spend.

1.3 The PricewaterhouseCoopers Bridging the Gap report confirms that investment in public tran
Republic of Ireland is at least twice that of Northern Ireland.

1.4 The Committee is right to analyse the impacts of transport in the widest sense and also to inv

1.5 While domestic transport emissions in the UK increased by 9% from 1990 to 2006, in Northern
now accounts for 25% of Northern Ireland's total GHG emissions.

1.6 Travelwise reports that a 10% increase in the number of frequent cyclists would result in a cost
cyclist is expected to be as fit as a non-cyclist who is 10 years younger.

1.7 A move away from hydrocarbon fuelled private cars may soon become an economic necessity.
source of primary energy.

1.8 Reducing the energy used for transport has obvious economic (and environmental) benefits; t

1.9 Recent Investment in public transport in Northern Ireland has produced results. There has be
passengers (excluding cross border journeys) for 2007/08 are up by 53% on 2001/02.

1.10 Most key Northern Ireland transport investments are based on their economic case. Other im
considered but rarely used as deciding factors.
1.11 Climate Change must now be a key consideration when determining transport policy.

1.12 The emissions reductions required in Northern Ireland can only be achieved by promoting ac
changes to land-use policies.

1.13 We support a default 20mph or lower speed limit in all residential areas, as slower speeds help

transport use, reduce fuel consumption and CO2 emissions and reduce noise.

1.14 Spatial planning plays a particularly important role in shaping individuals' behaviour with re
ordinated approach be taken when considering land-use and transport.

1.15 A well planned transport system can facilitate social connections which are important for m
networks are those that are mixed use and pedestrian orientated, enabling residents to perform da

1.16 A new rural transport policy is needed which ensures that the problems of the immobile and
mobile and included within a wider canvass of growing sustainable rural communities that balanc
encourages rural dwellers to use viable alternatives to the car.

1.17 Government should lead on implementation of public and active transport for all public emp

1.18 The indicative spend figures for transport modes should be revised to ensure that at least 50%
measures.

1.19 Northern Ireland's transport policy requires revolution not evolution if we are to meet the ch
reconsider their Investment priorities, embrace new Technology and promote Behaviour Change
recommendations.

2. Introduction

2.1 NIEL welcomes the Regional Development Committee's decision to conduct an Inquiry into S

2.2 With the upcoming review of the Regional Transportation Strategy and the Regional Developm
Programme for Government 2009-2012 (and the associated Budget) the decisions that are made in
systems we have for the next 20 years and beyond.
2.3 In 2002 the Department of Regional Development launched the RTS with a vision for:

a modern, sustainable, safe transportation system which benefits society, the economy and the e
everyone's quality of life.

The RTS acknowledged that Northern Ireland suffered decades of underinvestment in public tran
roads infrastructure while just one-third was allocated to improving Northern Ireland's public tra
transport-use, walking and cycling. Unfortunately, but unsurprisingly, this aim is unlikely to be re
heading in the opposite direction (see Section 3).

2.4 The Programme for Government and Investment Strategy, which were released in 2008, comm
system; highway measures have been allocated 80% of the transport spend. Although highway im
modes and the environmental impact of road transport in particular areas (improving local air qu
car-use. Northern Ireland's indicative expenditure figures for transport modes need to be revised s
is dominated by the car. It is generally accepted that the construction of new roads generates mor
rather than capacity. Only by increasing the share of the budget for other transport modes will sig
car-based transport.

2.5 The PricewaterhouseCoopers Bridging the Gap report confirms that investment in public tran
Republic of Ireland is at least twice that of Northern Ireland.

2.6 The Northern Ireland Transport Survey (2005-2007) includes the following statistics:

Approximately 35% of journeys travelled by the average person in Northern Ireland are sho
walking;
The average number of journeys made by walking and cycling has fallen since 2002;

23% of journeys were made for leisure purposes, 21% to and from shops, 16% for commutin

There has been a slight increase (2%) in the percentage of journeys to work undertaken by p
than 70% for the UK); and,
Belfast residents make 59% of journeys to work by private transport.

2.7 The continuation of recent transport policies is not sustainable. Unless tackled, our over-relia
impact on Northern Ireland's economic, societal and environmental wellbeing.

2.8 The Committee is right to analyse the impacts of transport in the widest sense and also to inv

2.9 The call for submissions allowed interested parties only a short response time. NIEL understan
efforts to publish its findings quickly. Therefore, NIEL believes that written submissions should be
developed throughout the inquiry.

2.10 NIEL would welcome the opportunity to make an oral presentation to the Committee Inquir

3. Submission of Evidence

3.1. To explore and clarify the social, environmental and economic aspects of sustainable transpo

3.1.1 The choices that we have made in the past have resulted in a transport network that is not fi
picture of a transport network that is at odds with emerging regional, national and international t

Environmental

3.1.2 The Intergovernmental Panel on Climate Change (IPCC), a group containing over 2500 scien
and that 'most of the observed increase in temperature is very likely (90%) due to human activity'.
Science of the 11 largest countries in the world, including the Royal Society of London.

3.1.3 Northern Ireland's per capita greenhouse gas (GHG) emissions of 12.83 tonnes per annum c
as a whole has achieved a greenhouse gas emissions decrease of 15.7% since 1990, Northern Irelan
the use of natural gas. Much of the difference between the UK and Northern Ireland averages is du
in Northern Ireland).

3.1.4 While domestic transport emissions in the UK increased by 9% from 1990 to 2006, in Norther
now accounts for 25% of Northern Ireland's total GHG emissions.

3.1.5 The UK has introduced a legally binding target to reduce emissions by 80% of the 1990 level b
the UK Act does not set specific legally binding emission reduction targets for the devolved admin

3.1.6 The target set in the Northern Ireland Sustainable Development Strategy, to reduce GHG em
recent scientific evidence and evolving international targets. In the recent Environment Commit

representatives of the business community, advocated for a target for Northern Ireland in line wit

Social

3.1.7 Currently, over half of all women and two-thirds of men are either overweight or obese. Obes
year in Northern Ireland and can lead to other associated health conditions such as heart disease,
health service as well as increased human suffering.

3.1.8 Travelwise reports that a 10% increase in the number of frequent cyclists would result in a co
cyclist is expected to be as fit as a non-cyclist who is 10 years younger.
3.1.9 The cost of physical inactivity and obesity to the Northern Ireland economy in 2010 is likely

3.1.10 There are important social equity issues around transport. There are now 900,000 vehicles r
50% of households in areas of Belfast and 20.5% of rural residents do not have access to a motor ve
licence.

3.1.11 Urban areas are affected by vehicle-related air pollution which can contribute to respiratory
Disadvantaged urban areas tend to be characterised by high traffic volume, with residents at incre

Economic

3.1.12 A move away from hydrocarbon fuelled private cars may soon become an economic necess
passed on to the disgruntled consumers at the pumps. The price has reduced since, but it is only
International Energy Agency has predicted that oil will cost $200 per barrel by 2030.

3.1.13 Liquid hydrocarbon fuels derived from crude oil provide 95% of the primary energy consum
which is so utterly reliant on a single source of primary energy.

3.1.14 Reducing the energy used for transport, by reducing the number of private vehicle journey m
economic (and environmental) benefits and should become a central aim of new transport policy

3.1.15 Alternative transport fuels may also contribute to lower emissions and improve the market
produced from wind energy. For example, electric vehicles could be charged from wind turbines a
dealing with irregular production. However, a policy based solely on encouraging new fuels will n
private car use.

3.1.16 Sustainable transport may help secure jobs. In April 2009, Ireland's Energy Minister, Eamon
Memorandum of Understanding with the Electricity Service Board (ESB) and Renault and Nissan
having 10% of Irish cars (approximately 230,000) fully electric by 2020. The ESB subsequently anno
directly as a result of the development of the infrastructure for electric cars) and 1,300 outside the
commitment.

3.1.17 The UK government has also committed to promoting 'green' cars, as part of a £250 million
Though Ministers do not expect eligible cars to hit the showrooms until 2011, the strategy include
necessary infrastructure.

3.1.18 Recent Investment in public transport in Northern Ireland has produced results. Public fun
out a Strategic Review to introduce additional Ulsterbus services; and to purchase over 194 new bu

Metro passengers since 2005 while rail passengers (excluding cross border journeys) for 2007/08 ar

3.1.19 Most key Northern Ireland transport investments are based on their economic case. Other
considered but rarely used as deciding factors. The economic case is usually based mainly on enha
factors, such as increased productivity from improved health, are rarely given the same prominen
likely to be significant, when these other factors are considered the arguments supporting enhanc
3.2. To identify the policies, attitudes and technologies likely to underpin a move to more sustain
3.2.1 Climate Change must now be a key consideration when determining transport policy.

3.2.2 The Stern Review calculated that the dangers of unabated climate change would be equivale
scientific evidence is included in the models, the Review estimates that the dangers could be equi
reduce greenhouse gas emissions to avoid the worst impacts of climate change can be limited to a
reducing emissions today will make us better off in the future: one model predicts benefits of up to

3.2.3 The people of Northern Ireland are asking for leadership from the Assembly. A survey condu
Ireland Climate Change Impacts Programme revealed that, "92% of respondents were willing to m
strong government leadership."

3.2.4 The Committee on Climate Change, the UK and devolved Governments' advisor on climate
fuels could deliver reductions of up to one million tonnes of CO2 in 2020. This would represent an
required by 2020 and even more by 2050.
3.2.5 The emissions reductions required from transport in Northern Ireland can only be achieved
active and public transport and in the longer term through major changes to land-use policies.

3.2.6 The significant emissions reductions proposed for the UK in the Committee on Climate Cha
and at a cost of less than 1% of GDP in 2020. In other words, an economy that might grow by 30%
on Climate Change advises that this is a price worth paying, given the long-term significant costs

3.2.7 The SNIFFER report on the impacts of climate change on Northern Ireland identified a num
economy, natural habitats and water resources. For example, the extent of flood risk to existing in
unquantified compared with the situation in Great Britain.

3.2.8 A Strategic Energy Framework sets a target of sourcing 15% of all our energy (electricity, trans
set for the UK in the EU Climate and Energy Package and will act as the driving force towards a low

3.2.9 The European Union has set a binding target for the average emissions across a producer's ra
2015. We believe fleet-average energy efficiency of new cars sold within the European Union shou
improvements corresponding to 120g CO2/km by 2012, 80g CO2/km by 2020 and 60g CO2/km by 2

3.2.10 The use of zero or low carbon fuels, including electricity and hydrogen, could help reduce tr
source, such as wind power, thereby offering a completely green cycle for the fuel. As electric vehi
are up to four times more efficient than conventional mechanical vehicles where only 18-23% of t
million by 2014), Japan (50% by 2020) and the Republic of Ireland (10% by 2020) have already set ta

3.2.11 In the light of widespread concern about the sustainability of biofuels, both in terms of thei
global food supply and prices, we welcome the UK Government's leading role in calling for the re

for biofuel use. We believe it is unacceptable to continue to promote biofuels which cannot be rea
complete life cycle costings) and which do not meet sustainability criteria.

3.2.12 Broadly speaking, we feel that second generation biofuels are the most likely to satisfy susta
'waste' of food crops; thus causing less disruption to existing land use, food supply, natural habita
increasing demand in the developed world does not cause unacceptable impacts on biodiversity a

3.2.13 Research by the Consumer Council suggests that only three in ten people here use bus serv
Survey suggested that cost, frequency, choice, safety and reliability should be the priorities for pub

3.2.14 There is significant potential for change in travel behaviour. Research by the Department fo

Over 90% of adults consider that everyone should be encouraged to walk to help their healt

Four in ten car users say they would walk more if congestion charging was introduced, if it w

Three in ten car users say they would reduce their car use if there was better provision for cy

3.2.15 In Northern Ireland 20% of cars in peak time are taking children to school. We know around
do so.

3.2.16 A major concern, which leads to people not cycling, is a perception that roads, particularly
speed limit in all residential areas, as slower speeds help to improve road safety, encourage walkin
CO2 emissions and reduce noise.

3.2.17 The introduction of 20mph limits could reduce all casualties by 60% and child casualties by

3.2.18 Footpaths to Sustainability estimated that if the number of short journeys made by walking
Northern Ireland Walking Action Plan), a 5% reduction in the carbon footprint of transport would
ecological and carbon footprints of transport would reduce by 16% by 2024.

3.2.19 Spatial planning plays a particularly important role in shaping individuals' behaviour with
ordinated approach be taken when considering land-use and transport. Planners should only ma
contribute to mitigation efforts and whether the site and design is appropriate given the predicted

3.2.20 A review of the planning system in Northern Ireland is currently being conducted while a re
We must increase the density of housing in major settlements and concentrate future rural develo
travel by car and to provide a larger customer base for public transport operators. Public transport
bus stops and services provided in growing villages and towns in a pro-active and innovative man

3.2.21 There are now numerous examples of policies aimed at improving travel choice and reduci
transport improvements, park and ride, and improvements to pedestrian and cycling networks),
controls on vehicle access). Nottingham (-1.8%), Perth (Australia) (-4%) and Rome (-7%) are exam

3.2.22 Each of these cities has implemented traffic restraint policies, including those aimed at red
service enhancements with transit orientated development, including the focusing of new develo
workplace parking levy while Nottingham and Rome have implemented travel plans. In addition
park and ride sites in combination with access controls.

3.2.23 A well planned transport system can facilitate social connections which are important for m
social networks are those that are mixed use and pedestrian orientated, enabling residents to perf

increase, people's sense of neighbourliness decreases.

3.2.24 A new rural transport policy is needed which ensures that the problems of the immobile an
the mobile and included within a wider canvass of growing sustainable rural communities that ba
which encourages rural dwellers to use viable alternatives to the car.

3.2.25 Government should lead on implementation of public and active transport for all public em
Strategy implementation plans and the review of government estate and jobs.

3.2.26 Incentive and practical schemes are needed for businesses to encourage their employees to
company pool cars for employees who do not drive to work and ensuring that employees are fina
trips should be developed.

3.3. To make recommendations arising out of the above investigations, and report to the Assembl

3.3.1 Policy Priorities for Northern Ireland's Environment - The Way Ahead 2009 identifies the pol
Ireland is not only to improve environmental performance, but also to address the economic and
wide range of strategic issues, including transport policy. Members recommend that:

A Northern Ireland Climate Bill with a Northern Ireland specific legally binding reduction t

The EU target of sourcing 15% of all our energy (electricity, heat and transport) from renewa

The indicative spend figures for transport modes should be revised to ensure that at least 50
measures; and,

The new Regional Development Strategy (RDS) should provide the spatial framework for p

3.3.2 If adopted, these strategic priorities will enable more specific actions to be delivered. Northe
are to meet the challenges of the 21st Century. The Assembly must show Leadership, reconsider t
Behaviour Change in a serious way.
3.3.3 Leadership:
Reduce Northern Ireland's reliance on fossil fuels;
Consider carbon and health impacts in all transport decisions;

Update the Cost Benefit Analysis process for transport investments to include all environm
Target enhanced public transport provision and other non-car measures at disadvantaged

Set targets for the percentage of trips made by each travel mode – specifically aiming to red
transport – and ensure they are met;

Enforce existing and decrease (where appropriate) speed limits as a means to reduce transp
Invest in emerging transport technologies to create jobs and wealth;

Use aviation and car taxation revenues to improve active and public transport provision; an
Focus future developments in existing settlements.
3.3.4 Investment:
Put public transport at the centre of new development planning;

Develop an integrated, attractive, affordable, frequent and reliable public transport system
Create facilities for active transport in our urban centres, transport hubs and work-places;

Increase the availability of 'park and ride' and 'park and share' facilities servicing major hub
Create continuous priority lanes on all strategic corridors into major urban areas; and,
Invest now in alternative transport systems and technologies.
3.3.5 Technology:

Regulate for and incentivise efficient vehicles (target average vehicle emissions of 60g CO2/
Consider electric vehicles for public transport and commercial fleets;

Use the electric vehicle network and smart technology to create a 'decentralised energy bat
Only use renewable energy sources to charge vehicles; and,
Ensure biofuels meet social and environmental criteria.
3.3.6 Behaviour Change:
Pedestrianise more of our urban areas and reduce car parking to make people, not cars, the
Provide information to show drivers how to reduce their emissions;
Provide Safe Routes to Schools;
Consider active and public transport as a public health enabler;
Provide road space and 'end-of-journey' facilities for active transport; and,
Reduce travel demand by encouraging working from home, video-conferencing, etc.

Annex 1: Sustainable Transport – ways forward
Short term; practical; inexpensive
2010

Medium term

Strategic
Planning
and
Costings

Develop new costing and policy programmes designed to deliver
sustainable transport for long term Devise new cost/benefit
analysis based on carbon reduction and plan to halt fossil fuel
use for transport by 2030 Prioritise measures at disadvantaged
areas first Major campaign to enforce speed limits (reducing
carbon as well as improving safety) Government should take a
lead in promoting public and active transport for its employees

Reduce speed lim
research and deve
technologies whi
safety and health
schemes that enc
and discourage (in
private cars, and t
more so

Active
Transport
– walking
& cycling

Link up all cycle ways to provide connected web around Belfast
PR campaign to promote active transport, health etc. Increase
the safety of active transport through driver and cyclist
education Promote Safe Routes to School

Expand active tra
and priority of all
journeys to schoo

Bus (and taxi) priority lanes and signalling in all major towns
and cities 100% of time Continuing upgrading the fleet to make

Public transport v

Public
Transport

public transport affordable, regular and reliable Enforcement
Short
term;
inexpensive
measures
to practical;
ensure compliance
and clear flow Expanded 'Park &
2010
Ride' and 'Park & Share' systems, improving the service to make
them preferable to driving for all long journeys

accessibility beyo
large
taxisterm
on sche
Medium
to be seen as the p

Vehicles

PR campaign on energy efficient and safe driving Develop
standards for vehicle efficiency Promotion of non-petrol based
fuel for public & fleet vehicles Alternative systems such as pool
cars for 'at work' journeys Promotion of 'teleconferencing' and
similar to avoid journeys

All vehicles sized,
efficiently Provide
electric (or other)

Freight

Restrictions on parking/blocking public transport and cycle
lanes (deliveries restricted to specific times to clear lanes for
transport) Encourage shift to smaller, electric freight vehicles

Much more locall
reducing need to
distances Electric
town

Planning/
All new developments to include public transport, active
Settlement
transport facilities and their promotion
pattern

Plans in place to c
design all new dev
transport needs

Avoiding
Travel

Reorganisation of
Promotion of teleconferencing, working from home, local goods
to work near their
and services
goods and service

Long
Distance
Travel

Support decrease
other costing mec
of alternative fuel

Promotion of teleconferencing and local holidays
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Underpinning principle

If we can address the rural transport issues for the most vulnerable within rural society then we w

1. Introduction

1.1 Rural transport is often a highly charged issue in many rural areas, whether it's about the impa
lack of public transport.

1.2 The core issue that communities and policy makers face is that the car is an absolute necessity
key services and employment. Up to now, rural transport policy has tended to focus on those wh
which ensures that the problems of the immobile socially excluded are not analysed or tackled in
growing sustainable rural communities that balances environmental, social and economic sustain

1.3 For those who own or have access to a car in a rural communities, the issues and challenges ca
rural transport challenges are around keeping mobile which might include the price of running a
rural transport is about how to access vital and often disappearing services. As Preston and Ragie h
should not be analysed in isolation from the mobile included"[2] as there is often a vicious cycle in
distances and a decline in services with key groups who don't have access to a car, such as those o

The following diagram adapted from Brake and Nelson (2007) in a recent report[3] by the Commis
rural transport system and its impact on sustainable rural communities.

According to Comhar Sustainable Development Commission "if Irish transport is to become mor
of rural transport by reducing the amount of individual vehicle kilometers driven while improving
cycle with a virtuous one will require 'decreasing car ownership', 'decreasing individual miles driv
local services.

Submission of Evidence

2.1 To explore and clarity the social, environmental and economic aspects of sustainable transpo

2.11 Using the Inter-Departmental Urban-Rural Definition Group's definition of rural [population
area, with over one third of these living in settlements with populations ranging from 50 to 5000 p
live in settlements with populations of less than 50 people or in the open countryside. According

"This means that there is a sizeable proportion of the rural population who live beyond walking r
Therefore these people need to use motorised modes of transport."[5]

Area

Population
Band

Households without a
car (%)

Small Towns

4500 - 5000

24.1

9.4

Intermediate
Settlements

2250 – 4499

20.0

8.5

Villages

1000-2249

23.8

16.3

Small Villages

500 – 999

21.4

16.6

Hamlets

50 – 499

10.9

4.0

<50

14.9

5.5

Rural

20.5

10.7

Other Urban Areas

28.6

14.8

Northern Ireland

26.3

10.6

Open Countryside

Working population who wa
work (%)

2.12 The Sub-Regional Transport Plan also notes that:

"In much of rural Northern Ireland, especially in the north and west, the majority of people do no

The Roads Service most recent Travel Survey for Northern Ireland [2005-2007] shows just over a h
compared to 79% and 76% in the East and West of Northern Ireland.[6] Thirty percent of househo
only 14% of Belfast households had access to two or more cars, compared to 34% of households in
average number of cars per household remained fairly constant over the 2002-2007 year period.[7]

The high level of car ownership is due to a number of factors including declining services, poor pu
planning. The rise in the rural population and projected rise clearly has a critical role to play as w

The graph below indicates that the population of rural areas is steadily increasing and is projected
relatively stable and are projected to do so in the future.

(Source: NISRA - NINIS website: http://www.ninis.nisra.gov.uk/)

2.13 The high levels of car ownership has clear implications for the sustainability of rural areas: en
carbon emissions; economically, there are, for example, significant individual costs in terms of fu
declining services undermines the fabric and viability of rural communities coupled with a growin
transport is to contribute to sustainable rural communities, then the challenges need understood

2.14 In summary the reality of rural transport in Northern Ireland as experienced by many rural pe

¼ of the rural population currently receives a minimal level of service from conventional bu

Only 4.2% of Northern Ireland's rural population choose to or are able to use public transpo
10.7% of the rural working population walk or cycle to work.

The Rural Transport Fund provides financial support to Ulsterbus. The sub regional transp

regarded as socially necessary. 48 services currently receive support.

Access to bus services is much poorer in Northern Ireland than in Great Britain; 10% of resp
Northern Ireland said there were no bus services linking their neighbourhoods with nearby
Research Update. May 2002 by Liz Fawcett)

Lack of access to bus services is more acute in rural areas than in urban areas, but it is a muc
42% of rural respondents in Northern Ireland said there were no bus services which could t
respondents in Great Britain. (Source: Northern Ireland Life and Times Survey. Research U

42% of rural dwellers are in transport poverty (defined as the % of households with no car o
Rural Northern Ireland, 2003)

With regard to public transport "Bus service frequencies and coverage are generally poor in
want to go" or services don't run when you need them." Sub regional transport plan (2015)

The drive for 'efficiency' in relation to services and their delivery has seen an ongoing move
rural population of NI is projected to grow and age in the coming years.

NISRA currently estimate that 21% of the population has a disability. Accessible transport i
disabilities are to play an active role in the social, economic, cultural and political life of No
with disabilities are only half as likely as non-disabled people to be in employment and hav

Thirty-nine percent of women in Northern Ireland do not have a full driving license. This h

2.15 We offer three case studies below to illustrate some of the issues facing rural dwellers in acces
Pearse Boyle – Community Worker in Ballymoney

As a person with a disability living in rural South Derry and working in Ballymoney Pearse has dire
used his car to commute everyday but due to an accident last year was unable to drive to work. Th
he wanted to maintain his job was a daily return taxi journey which cost £75, the cost of which Pe
rural accessible transport option for Pearse to utilise and given the cost of taxis he was forced to gi
found suitable employment. The fact remains however that if Pearse wanted to be able to work an
Magherafelt due to the lack of a rural accessible transport system.
Gerry Maguire – Maguiresbridge Fermanagh

Gerry Maguire had organised a training event in Limavady for a group of Fermanagh based people
training and left Enniskillen early in the morning on a translink bus that was not fully accessible. R
but thankfully the bus from Derry to Limavady was fully accessible. One of the participants reveal
However all of the buses used on the return journey were not accessible and this made the journe
learning in that the journey and experience could vary so greatly with one provider over such a rel
Connor and Brid – young people living on the Ards peninsula

Connor and Brid are two young people living in the Ards Peninsula and belong to the TRASH You
with a part-time shop in Portaferry. Both struggle with accessing education, employment opport
and the cost of alternatives such as taxis.

It costs Brid £10 for a return fare on the bus from Portaferry to Belfast where she studies at the colle
yet for a student fare. Due to the low number of buses on that route, she has to leave her class earl
work.

Connor is still at school but finds that there is little to do in Kircubbin for young people as there is
Newtownards, for example. He and his friends would walk round and round the village on a loop

2.2 To identify the policies, attitudes and technologies likely to underpin a move to more sustaina

Successes

2.21 Accessible Transport has undoubtedly improved over the past 20 years but mainly in urban N
urban areas of Belfast and Derry to cover populations of cities and towns of over 10,000 (and would
This has provided an accessible and affordable transport solution for both the elderly and people

Many of the main bus and rail routes are fully accessible for people with disabilities e.g. introducti
that an accessible bus is on the route a person with a disability is planning to use.

2.22 The Rural Transport Fund supports transport services in rural areas through the Sub-Regiona
services provided by Translink which otherwise would be economically unviable; and provides fu
range of complementary services to the public transport network for their members.

Currently the Fund supports 43 rural bus routes and 18 Rural Community Transport Partnerships
Community Transport Partnership vehicles.

"In 2005/06 the Rural Transport Fund generated over 180,000 passenger journeys for Translink, rep
nine RTF services have successfully grown sufficiently to become commercially self-sustainable. I
the Newcastle and Enniskillen areas with the support of the RTF. In November 2006, the Fermana
extended. Translink also assists the rural community transport sector by the provision, maintena
Fund. Improvements to public transport information provision, infrastructure and waiting facilit

Challenges
2.23 Some of the challenges facing sustainable rural transport include:

There is no Northern Ireland Rural Transport Policy – the Sub-Regional Transport Plan is a
develop a rural transport system that will contribute to sustainable rural communities;

There is a lack of coordination and integration between existing services such as the rural b
Community Transport Schemes;

There is a lack of co-ordination between government departments with regards rural transp
This means that school buses lie idle outside of school hours. The following quote demons
transportation infrastructure:

"The yellow bus (ELB) comes in with a few kids on it, the white bus (HSS) comes in with some old
comes the community transport bus in the middle of it all."
[Community Transport Worker –
as quote in the Rural Childcare Report for DARD, 2008)

There has been a growth in the rural population which places greater demand on existing s

The rural population is ageing with 39% of pensioners living in rural Northern Ireland and 4

The need to reduce carbon emissions to meet the challenge of climate change and its assoc
effective transport system that reduces the impact of individual car journeys.

The need to challenge and change attitudes amongst key decision makers. A particular pro
problem in Northern Ireland.

2.3 To make recommendations arising out of the above investigations, and report to the Assembly

The NI Executive's commitment to the development of a Rural White Paper within the cur
departments are now signed up to doing what they can in relation their department's resp

The reviews of the Regional Transportation Strategy and Regional Development Strategy o
rural transport might contribute to sustainable rural communities from the provision of inf
revenue funding and subsidies to bus services and community transport providers.

To investigate how 'accessibility planning' might be part of the Community Planning proc
developments should be accessible by walking, cycling or public transport with accessibilit
cost, in reasonable time and with reasonable ease.
The potential for a Rural Action Plan for Sustainable Transport developed by DRD with a p

Rural & Equality Proofing of all proposals and policies considered for their impact on rural d
Walking & Cycling Networks – ensure that these are not only designed for leisure purposes
commuting to work or school. There may well be fundable pilots within this area.
Extension of the smartpass scheme to enable free travel on community transport schemes

Actively encourage investment in training and support to both identify and encourage volu

Consider extending the remit of community transport schemes to facilitate travel to hospit
working).

In relation to car owners further explore the potential for a fuel duty differential for rural car
element to daily life with no viable public transport alternative for commuting.

Information – Develop rural transport information that includes bus, community transpor
community lift giving schemes, community taxi buses, car pools, school transport, social s
facilities and other transport initiatives available in the local area. Co-ordinate the delivery
office/organisation.

Inter-Departmental Working leading to, for example, school buses being used for demand r

Transport should be better integrated with land and spatial planning at a local government
accessibility needs of those most at risk from social exclusion. The review of the Regional D

The implementation of the Bain Review on the Location of Public Sector Jobs – and in so d
commute to Belfast. In addition actively explore the potential for more services, particularl
through a mobile/community space clinic thereby reducing the need for vulnerable people

Further Research to gather data with regards to: mobility and accessibility of rural dwellers;
urban environments; existing transport providers, services and facilities. This will also need
transport is a major issue.

3.0 Conclusion

The data shows that the primary mode of transport in rural areas is the car and that this is not a lu

and rural communities. If the environmental imperative is to decrease rural dwellers' dependence
and effective alternatives for all in rural areas, not just those who cannot access a car, and in ensur
[1] 2001 Census

[2] Preston, J.M., Ragie, F., (2007) Accessibility, Mobility and Transport Related Social Exclusion, J
Rural Link Report (2009)

[3] Commission for Rural Communities, (2008) Thinking about rural transport – Sustainable rural

[4] Comhar SDC (2008) Sustainable Travel and Transport Action Plan: Response to Public Consul
http://www.comharsdc.ie/_files/Comhar_STTAP_report.pdf
[5] DRD Sub-Regional Transport Plan, p.43

[6] Defining rural is problematic with different government departments using different definition
Government Districts of Antrim, Ards, Ballymena, Banbridge, Carrickfergus, Castlereagh, Craigavo
of Northern Ireland covers the Local Government Districts of Armagh, Ballymoney, Coleraine, Co
Moyle, Newry & Mourne, Omagh and Strabane.
[7] Roads Service [2008] Travel Survey for Northern Ireland – 2005-2007, p.10

Inclusive Mobility and Transport Advisory Committe

Imtac submission into the Committee for Regional Development Inquiry into
September 2009
This document is also available on alternative formats. To request a copy in an alternative format
response or visit our website at www.imtac.org.uk.

Introduction

1 Imtac is a committee of disabled people and older people as well as others including key transpo
Northern Ireland on issues that affect the mobility of older people and disabled people.

2 Our aim is to ensure that older people and disabled people have the same opportunities as every
3 Imtac receives support from the Department for Regional Development.

4 Imtac welcomes the opportunity to contribute to the inquiry on sustainable transport. Given ot
Public Transport Reform and Local Government reform it is important that we all consider the fut

Defining the issues

5 Any future transport policy must be sustainable in that it meets the needs of all the people of No
tended to focus on key environmental and economic drivers. This has been reflected in the priori

plans. Clearly economic factors are crucial to the general prosperity of everyone in society. Given
much greater priority than in the past. However for Imtac the key issue is how a future sustainable
inequality by increasing accessibility.

6 Travel is a necessity in the modern world – it enables access to employment, education and train
to be accessible people need to be able to get where they want to go at a reasonable cost, in reason
many disabled people and older people, the design of the current transport system does not work
chances of many in our society.

7 Research has clearly demonstrated the links between social exclusion and transport[1]. It is clea
the past 50 years that has made car use easy and convenient has also increased inequality in socie
society we travel further and more often than ever, most of us have choices about how and where
use and travel patterns. Everyday services and activities have been centralised and concentrated a
term rises in car usage has been mirrored by and reduction in usage of public transport with a redu
developments make travel much more difficult for people without access to a car than for those w

8 Research clearly shows the link between poor access to a car and inequality for both individuals
Reduced access to work and employment
Reduced access to training and learning
Reduced access to healthcare
Reduced access to healthy/cheap food
Reduced access to social, cultural and sporting activities
9 Research has also identified the barriers that prevent people from travelling. These include:
Poor availability of suitable transport
Poor accessibility of transport
The cost of transport
The location of services and activities
Personal safety, security and the attitudes of others
Low travel horizons and a lack of information

10 Substantial numbers of people in Northern Ireland have no access to a car. The most recent ce
Ireland have no access to car. In parts of Northern Ireland, including parts of Belfast, this figure ris
drastically as people get older.

11 Work undertaken during the development of the Accessible Transport Strategy (ATS)[2] here c
particularly affected by the design of an unsustainable transport system. The ATS also identified m
people and older people.

Progress to date

12 Over the past decade policy here has begun to recognise the importance of transport in reducin
extent or the complexity of the difficulties involved or giving it the priority required. Part of the rea

access to key services. Tackling social issues around transport requires a multi-agency approach in
as a whole are fragmented, still delivered by numerous agencies including the education, social se
Land use planning policies still make access to services much more difficult for those without a ca
the transport system more accessible have been limited by a lack of understanding and expertise a

13 Despite the weaknesses there have been major improvements since the publication of the Reg
substantial investment in frontline services. In terms of physical accessibility the past 10 years ha
realms of possibility that our public transport network will meet current accessibility standards by
services (other than frequency) in the same period. Given that there are other barriers to access ap
of reach for many (we have the Olympic swimming pool - someone needs to put in the water!).

14 More money than ever has been invested in alternative services aimed at improving access to t
These services include door2door, rural transport, concessionary fares and Shopmobility. Door2d
travel option. However Imtac is increasingly concerned about the unrealistic role envisaged for th
travel needs of disabled people and older people. Door2door is a rationed service based on a first c
guaranteed therefore using it to travel to for instance to work or education is nearly impossible. Ot

15 As a parallel transport service it is difficult to integrate door2door with mainstream public trans
inefficient way to organise transport. Northern Ireland introduced this type of service at a later da
introducing door2door many UK local authorities were looking at this type of service in light of br
economic benefits of encouraging those that can to use mainstream public transport or providing
service it is not the foundation for a future sustainable transport policy.

16 People in rural areas without access to a car find travel particularly difficult. The RTS indicated
responsive transport pilots. To date progress has been modest culminating in the pilot of Dial-a-l
the past year. Dial-a-lift uses a similar model to that of urban door2door and runs largely in paralle
service is a welcome development Imtac has doubts about how the model that is currently being
Research has previously been undertaken to look at rural transport need in Northern Ireland and

17 Concessionary Fares is the other key programme around social inclusion where significant inv
on public transport, as do some disabled people. Other disabled people have half-fare concession
In this regard concessionary fares make a contribution to reducing this barrier. However to avail o
transport. Statistics show that over 50% of older people do not use the concession, only around 1
Figures obtained by Imtac indicate that only around 20% of pass holders use their pass once a wee
disabled people cannot avail of the concessions available because of other issues around accessin
reducing social exclusion.

Challenges for the future

18 Whilst many disabled people and older people still find travel too difficult investment made he
moving forward. However if we are to move things forward and maximise the opportunity presen
Review of the RDS, RTS, Public Transport and Local Government reform all mean that we have a

19 The priority for Imtac in developing a future sustainable transport policy is reducing social excl
using public transport more attractive for others and will meet both economic and environmenta
Improving access to public transport

Supporting people to travel
Making travel safer
Making travel more affordable
Reducing the need to travel

20 Physical access to public transport has improved hugely over the past 10 years. The focus in th
these services. Debate on this topic has tended to focus on how we can encourage people move fr
faster, more frequent services, bus priority measures and better park and ride facilities. However a
public transport services can be improved for individuals and communities who have traditionall
public transport network to include more flexible localised services in areas with poor public tran
routes whilst improving access to local services. Rural areas are particularly affected but some urba
to public transport.

21 There are a number of examples of this approach from across the UK. In Manchester for examp
transport provision. The service is door-to-door and open to everyone living in the area. It provid
facilities nearby such as bus corridors, railway stations and tram halt. This enables people from th
County Council has looked at a number of flexible transport options for rural communities. Cang
Andover. The service runs at set times but people can phone in advance to arrange a pick up from
bus will divert to pick up passengers. Once in the town the bus stops at key local facilities such as

22 Flexible services represent an opportunity to maximise the wider investment in bus and rail se
services also represent a more efficient, integrated and inclusive way of travel than traditional doo
people will still require the traditional door-to-door services but demand for this service should re

23 As well as improved access to services much more needs to be done in future to support and en
information about transport is a vital component of this. Individual support may also be required
travel training programmes designed to help build people's confidence to use public transport. O
better training for staff providing services. Despite many of these issues being recognised by the A

24 Again there are examples from Great Britain of initiatives aimed at supporting people to use pu
travel centres across Liverpool where people can access information and advice about travel. Trav
been targeted at areas of deprivation in the city recognising the link between transport and social
London decided to increase funding for programmes designed to give disabled people the confide
investment TfL hope to maximise substantial investment made in accessible public transport as w

25 Much work has been done here in recent years improving safety and security on public transpo
given to providing safe and accessible pedestrian routes to and from stops and stations. Road Safe
on communities which will again make it safer for people wanting to use public transport.

26 Improving access to public transport should improve access to the concessionary fares scheme
eligible disabled people should be explored. However thought should also be given to other meas
local authorities offer travel vouchers to people who cannot access public transport. Travel vouch
instance[6]. Wider measures to look at reducing the cost of public transport should be looked at in
Northern Ireland?

27 Complementing all the measures listed above in developing a sustainable transport policy we
to travel requires a cross departmental approach as transport policy alone cannot change how se

travel:
Proactive land use planning policies that promote sustainable development

Prioritising town centres and local centres for the location of shops, leisure facilities and off
Greater emphasis on accessibility when planning the delivery of public services
Exploring more outreach, home and virtual delivery of services

28 Whilst Imtac supports measures to develop sustainable transport including encouraging a shif
needs to be recognition that this represents a greater challenge for many disabled people and olde
the car for mobility and even with improvements to the wider transport system this is likely to co
measures to kerb use of the private car consideration must be made of those disabled people and o

29 It is clear to Imtac that developing a sustainable transport policy will require a change in appro
economic and environmental debates around transport we must add a greater social element to t
accessing transport must be built in to future sustainable transport planning. Secondly planning
perhaps looking at the Local Transport Planning model used in GB. Finally other Government De
planning, designing and delivering services. We must also look at using existing transport resourc
education and social services.

30 On a final point the current and future financial situation means that investment by Governme
does this mean that we must use existing resources more wisely, it means we must also look at cu
a limited resource. This will mean difficult choices for both Government but also key stakeholders
public transport and more flexible services would we have to change the eligibility of schemes like
most can access them. With regard to concessionary fares can we afford to pay for peoples travel t
as means testing or a 9.30am start time to ensure the concession is targeted at people that need it

Conclusion

31 Imtac welcomes the opportunity to contribute to the Regional Development Committee inqu
developing more sustainable travel in our society reducing dependency on the car and encouragin
transport, walking and cycling. However we must also make improving accessibility for people an
sustainable transport plan.

Contact us

32 If you have a query about this document or would like it in another format you can contact us a

Imtac
Enterprise House
55-59 Adelaide Street
Belfast
BT2 8FE
Telephone: 028 9072 6020
Textphone: 028 9072 6016

Fax: 028 9024 5500
Email: info@imtac.org.uk
Website: www.imtac.org.uk

[1] A good summary of research into this area is provided by "Making the connections: Final repo
Exclusion Unit
[2] Accessible Transport Strategy for Northern Ireland – DRD 2005

[3] "Regional Transportation Strategy – Issues of Rural Transport Need" prepared for DRD by TAS
[4] Policy Review of the Northern Ireland Concessionary Fares Scheme – DRD Jan 2007
[5] Figures pre-date the extension to people aged between 60-64
[6] For information on travel vouchers in Greater Manchester visit
http://www.gmpte.com/journey_planning/tickets_travel_vouchers.cfm?submenuheader=1

The Energy Saving Trust, 14 Septe
Committee Clerk
Parliament Buildings
Belfast
BT4 3XX
10 September 2009
Dear Roisin,

Inquiry into Sustainable Transport

Given the Energy Saving Trust's interest in sustainable transport, we would welcome the opportu
deadline has passed, nevertheless we feel that the Energy Saving Trust has an important contribu

Going forward, the aim of the Energy Saving Trust is to help encourage Government to increase fu
encourage car forecourts and manufacturers to clearly sell the benefits of more efficient cars; and t

Choosing the lowest carbon car in the class could save CO2 by 25%. Driving more efficiently can s

reduce the need to travel will reduce energy use and reduce the demand for all fuel sources and the

In this context it is essential that independent, authoritative advice about reducing emissions from
consumers.

That's where the Energy Saving Trust comes in. As the leading non-profit organisation set up to a
Trust provides advice on the efficient use of energy for the transport sector, as well as energy effici

The recent paper published by the Department for Regional Development (July 2009), on reducin
transport is one of the largest sources of carbon dioxide emissions, and likely to increase.

I hope this inquiry will be able to find a slot for the Energy Saving Trust to provide oral evidence.
I look forward to a positive response from you in the near future.
Yours sincerely

Noel Williams
Head of Energy Saving Trust
Northern Ireland
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Introduction

Sustrans is pleased to be able make a submission to the Northern Ireland Assembly Committee fo
have thirty years' experience of practical promotion of walking and cycling across the UK, and in
with several government departments and communities in the practical delivery of projects that
active travel in healthy living, to inform policy making and establish effective programmes.

Terms of reference:

1. To explore and clarify the social, environmental and economic aspects of sustainable transport

2. To identify the policies, attitudes and technologies likely to underpin a move to more sustainab

3. To make recommendations arising out of the above investigations, and report to the Assembly.

1. To explore and clarify the social, environmental and economic aspects of sustainabl

1.1 We are now seven years into the NI Government's Regional Transportation Strategy for 2002-2
transport system. However, currently public transport usage is the lowest in the UK, while the sh
walking and cycling for local journeys are lower than in the rest of the UK. Traffic levels and result
estimated to cost the NI economy £250 million per year[1].

1.2 In Northern Ireland the cost attributable to lack of physical activity includes over 2,100 deaths
working days lost each year. The cost of physical activity and obesity to the NI Economy in 2010 is

1.3 The Northern Ireland Assembly seems to be focussed on tackling congestion on our strategic r
picture. Research by the UK government has revealed that almost 90% of congestion is in towns a
traffic into alreadycongested urban areas just that little bit faster. The planned £3.1 billion investm
network will do little to address the growing concerns of congestion, worsening health, transport

1.4 In Northern Ireland 63% of all journeys are less than five miles (a 30 minute bike ride) yet inves

1.5 UK Government studies show that people are far more annoyed by urban traffic than by holdbe made in cities, towns and villages.

Social

1.6 There are important social equity issues around transport. There are now 900,000 vehicles regi
in areas of Belfast and 20% of rural households do not have access to a motor vehicle. 39% of wom

1.7 Amongst the poorest fifth of households, those who do own cars spend nearly a quarter of the
as suffering 'fuel poverty' if heating their house costs more than 10% of their income[6]. Although

what these families are experiencing.

1.8 Despite owning the fewest cars, the poorest households are the most exposed to death or inju

Climate Change

1.9 "Doing nothing is no longer an option", according to the Chairman of the Royal Commission
that technological improvements alone will not be enough to deliver the scale of emissions reduc
is vital", he stresses, "and that means all of us travelling less far, in more energy efficient ways and

1.10 Northern Ireland's per capita greenhouse gas (GHG) emissions of 12.83 tonnes per annum co
as a whole has achieved a greenhouse gas emissions decrease of 15.7% since 1990, Northern Irelan
between the UK and Northern Ireland averages are down to our transport (and agriculture) emissi

1.11 While domestic transport emissions in the UK increased by 9% from 1990 to 2006, in Norther
now accounts for 25% of Northern Ireland's total GHG emissions, much to do with increasing car
contribute to more, longer distance journeys so raising GHG emissions.

1.12 One main reason transport emissions are growing is because we're travelling longer distance
head (excluding foreign travel) increased by 35%, though the number of trips was broadly unchan
land use planning. Tackling small journeys will bring big rewards. Car journeys under five miles ac
to walking and cycling will also help cut congestion and obesity and improve health too.

Health

1.13 The 2007 Foresight Tackling Obesities report highlighted the scale of our obesity problem. Un
UK population could be obese, with the economic cost of overweight and obesity reaching £49.9 b
policy from sedentary to active travel, but the benefits of physical activity go much wider.

1.14 The Health and Social Wellbeing Survey 2005-06 found that a quarter of all men and 23% of w
show that this represents an overall increase of 26% in adult obesity since 1997.

1.15 The World Health Organisation recommends adults undertake 30 minutes of physical activity
recommended daily amount in Northern Ireland[9]. The Chief Medical officer for England says "F
activity are those that can be incorporated into everyday life. Examples include walking or cycling

1.16 In our view, a key document from within the UK is the guidance published in 2007 by the Nat
physical activity and the environment. NICE acknowledged the crucial role of the physical enviro
typically thorough evidence review looked at over 94,000 published papers. The strongest evidenc
cycling – and as a result the majority of the recommendations in their guidance relate to intervent

Economic prosperity

1.17 While road transport plays a crucial role in delivering economic prosperity to the UK econom
extra traffic with resulting negative congestion, health, social and environmental effects. Sustaina
creating local environments that encourage walking, cycling and the use of public transport.

1.18 Making improvements to walking and cycling networks and of behavioural programmes to en

are highly cost efficient, providing significantly better cost benefit ratios than road building schem

1.19 The three English Sustainable Travel Demonstration Towns of Darlington, Peterborough and
Department for Transport 2004-2008 to tackle car use and traffic congestion. At the end of the five
towns, As car travel fell, use of more active and sustainable forms of transport has increased across

1.20 Furthermore Sustrans has carried out research with the English Universities of Bolton and Le
typical benefit to cost ratio of upto 38:1 compared to a typical ratio of 3:1 for other transport schem

1.21 The above demonstrates the value of investment in walking and cycling schemes and behavi
investment.

2. To identify the policies, attitudes and technologies likely to underpin a move to mor
sustainable transport in Northern Ireland.

2.1 Modal shift away from car use to walking, cycling and public transport has been proven in a nu

2.2 The Sustrans Rural Safe routes to Schools project worked with 18 schools to encourage walkin
49% of children driven to school compared to 64% before the project
33% of pupils now walking to school compared to 20% before the project
7% of pupils now cycling to school compared to 5% before

2.3 Sustrans Bike it programme in schools sees pupils cycling at least once a week rise in one year
recommend every child has a Safe Route to School so they can chose to walk and cycle.

2.4 Sustrans TravelSmart programmes have achieved reductions in car trips averaging more than
and public transport use. The programmes are based on a process known as Individualised Travel
information and support, enabling people to walk, cycle and use public transport more often. It d
encouraging people to make a few changes to their daily travel choices when and where it suits th

2.5 On road cycle training amongst young people encourages more cycling. Bikeability is the bran
levels of cycle training including "on road" training whereas in NI Cycle Proficiency is usually carr
encouraging[14]:
17% of trainees now cycle regularly to school - more than double the regional average

More than 97% of parents and guardians saw an improvement in their child's cycling safety
37% of trainees cycle for transportation reasons
92% of trainees are cycling for leisure at least once a week
56% report a "real increase" in leisure cycling in the family
30% report a "real increase" in "utility" cycling
56% increase in other family members cycling was reported

2.6 Climate Change should now be considered as a key consideration when determining transpor
dangers of unabated climate change would be equivalent to at least 5% of GDP each year. Howeve

the Review estimates that the dangers could be equivalent to 20% of GDP or more. In contrast, the
worst impacts of climate change can be limited to around 1% of global GDP each year. The centra
in the future: one model predicts benefits of up to $2.5 trillion each year if the world shifts to a low

2.7 A review of the planning system in Northern Ireland is currently being conducted while a revis
must increase the density of housing in major settlements and concentrate future rural developm
by car and to provide a larger customer base for public transport operators. Environments that en
links should be incorporated into new developments, with new bus stops and services provided i
manner.

3. To make recommendations arising out of the above investigations, and report to the
We would recommend the Inquiry ensures the DRD Regional Transportation Strategy:

3.1 Sets targets for the percentage of trips made by each travel mode, specifically aiming to reduce
and public transport – and ensure they are met.

3.2 Publishes a coherent strategy for growth in walking and cycling, based on experience of what w
departments a clear public health objective, and make clear the roles of other government depart

3.3 Commits 10% of transport budgets to walking and cycling immediately, and in future ensure th
ambitious target levels.

3.4 Sets targets to reduce CO2 emissions from transport, starting immediately and increasing over
3.5 Delivers land use planning that discourages car use and facilitates sustainable travel.

3.6 Reappraises our road network setting a hierarchy of roads users, with active and public transpo
Roads need to be redesigned to reflect this.

3.7 Creates safe, attractive walking and cycling conditions, with coherent high quality networks li
faster and more convenient than motor travel, backed up by individualised travel marketing, scho
programmes and high quality cycle training

3.8 Completes the National Cycle Network. The National Cycle Network consists of over 12,000 m
people now live within a mile of the Network with many parts of the network extending into the
of healthy, environmentally friendly travel for many more of their everyday journeys. 2008 was the
National Cycle Network had increased.

3.9 Makes 20mph or lower speed limits the norm for residential streets and those used by shopper
important for walking and cycling or children's play. In urban areas only the busiest strategic traff
3.10 Offers Bikeability on road cycle training to every child in Northern Ireland.

3.11 Tackles bad driving, through improved driver training and awareness campaigns, backed by s

3.12 Works with DOE to ensure reduced road casualties rates are linked to increases in walking and

3.13 'Health checks' every transport and land use decision, focusing on the potential impact on le
public money to the benefit of public health, and reject proposals whose impact on walking and

3.14 Invests in a national 'smarter choices' programme. Smarter choices are proven successful tec
sustainable options such as encouraging school, workplace and individualised travel planning. Th
such as travel awareness campaigns, setting up websites for car share schemes, supporting car clu

3.15 Encourages a partnership approach (both cross-departmental and linking to communities, N

3.16 Sustrans feels that active travel should be included as a key policy goal to ensure that all inves
100 organisations in the 'Promote Public Health: Take Action on Active Travel' policy call[15].

Sustrans views transport as a crucial issue as the NI Assembly aims to deliver a prosperous, health
change necessary in the priorities for transport and we would be pleased to offer oral evidence to t
[1] PA Consulting, 2008. "Northern Ireland economy burns £250m per year in roads "slow lane""
[2] Investing for Health, DHSSPS, 2002

[3] Eddington, R. (2006) The Eddington Transport Study, page 79. Department for Transport, Lon

[4] Lyons, G., Goodwin, P., Hanly, M., Dudley, G., Chatterjee, K., Anable, J., Wiltshire, P. and Susi
existing evidence. Department for Transport, London, July. Available online at http://www.dft.go

[5] Social Exclusion Unit, 2003, Making the Connections: Final Report on Transport and Social Ex
[6] Scottish Government, 2002, The Scottish Fuel Poverty Statement, at
http://www.scotland.gov.uk/Publications/2002/08/15258/9955, accessed 30/10/2007
[7] Institute for Public Policy Research, 2002, Streets ahead: Safe and liveable streets for children

[8] Quoted in Sustrans Low Carbon Information sheet: http://www.sustrans.org.uk/webfiles/Info

[9]Northern Ireland Health and Wellbeing Survey, 2005/06, available at http://archive.nics.gov.uk
[10] At least five a week; the Chief Medical Officer's report on physical activity, 2004

[11] National Institute for Health and Clinical Excellence. Promoting and creating built or natural
London. NICE 2007 http://www.nice.org.uk/Guidance/PH8/QuickRefGuide/pdf/English

[12]Sustrans press release http://www.sustrans.org.uk/about-sustrans/media/news-releases/car[13] Sustrans
[14] http://www.letstravelwise.org/newsarticle.php?articleID=1078

[15] Take Action on Active Travel http://www.adph.org.uk/downloads/policies/Take_action_on_

The Committee for the Office of the Fir
deputy First Minister, 20 Novem

The Committee for the Office of the First Minister and

deputy First Minister
Clerk
Committee for Regional Development
Parliament Buildings
Belfast
BT4 3XX
Committee Office
Parliament Buildings
Stormont
Belfast
BT4 3XX
committee.ofmdfm@niassembly.gov.uk
Tel:
Fax:
Date: 19 November 2009
Dear [Committee Clerk]

At its meeting on 18 November 2009, the Committee for the Office of the First Minister and deput
relation to your inquiry into sustainable transport.

The Committee agreed that although they would not be making a response they wished to highli
be asked to provide a written submission as part of your current inquiry into the issue of sustainab
Yours sincerely
Clerk to the Committee

The Committee for Social Devel
25 November 2009

Committee For Social Development
Room 412, Parliament Buildings, Stormont, Belfast BT4 3XX
To: [Clerk to the Committee for Regional Development]
From: [Clerk to the Committee for Social Development]
Date: 25 November 2009
Subject: Sustainable Transport Inquiry

At its meeting of 19 November 2009, the Committee for Social Development considered a memo d
Development in relation to the Sustainable Transport Inquiry.

The Committee agreed that it would forward this correspondence to the Department and request
to the Inquiry.

The Committee also agreed that the Clerk should forward a copy of the Inquiry Report into Town
Development for consideration as part of their Inquiry.
Committee Clerk
ENC
[1] http://archive.niassembly.gov.uk/social/2007mandate/reports/report_14_09_10R.htm

The Committee for Education, Enclosing Department of Edu

Committee for Education
Parliament Buildings
Tel:
Fax:
To: Clerk to the Committee for Regional Development
From: Clerk to the Committee for Education
Date: 26 November 2009
Subject: Sustainable Transport Inquiry
Ref: 521/09/I/04

Please see attached the response from the Department of Education with regard to your correspon
The Committee for Education noted this response at its meeting on 25 November 2009.
Regards
Committee Clerk

WWF Northern Ireland, 28 Nove
WWF Northern Ireland

2nd Floor, 7 Exchange Place
Belfast, Northern Ireland
BT1 2NA
tel: 028 9033 2869
fax: 028 9033 3401
northernireland@wwf.org.uk
wwf.org.uk/northernireland
Parliament Buildings,
Stormont,
Belfast,
BT4 3XX

Reference: Regional Development Committee Inquiry into Sustainable Transport
2 September 2009
Dear

WWF Northern Ireland welcomes the Regional Development Committee's inquiry into Sustainab
very important piece of work.

WWF Northern Ireland is part of the largest independent conservation organisation in the world w
constructive, science-based organisation that addresses issues from the survival of species and ha
education. WWF has some five million supporters worldwide and approximately 90% of our incom
community.
WWF works to
conserve endangered species - such as tigers, great apes and whales;
protect endangered spaces - such as forests, savannahs, wetlands and seas;
address global threats to the planet - such as climate change and toxic chemicals
for the benefit of people and nature.
If you have a further queries on this submission please do not hesitate to contact me.
Yours sincerely

Malachy Campbell
Policy Officer WWF Northern Ireland

a. The social, environmental and economic aspects of sustainable transport.

It is important to point out that there will be some overlap between the different aspects highligh
transport, and WWF Northern Ireland regards it as important that the additional benefits of movi

considered, in the round, as they will likely be felt by more than one department. In this context a
responsibilities, is not the best way of looking at this issue.

Energy Consumption

If everyone in the world consumed natural resources and generated Carbon Dioxide (CO2) at the r

three planets to support us. The impacts of this unsustainable consumption, which include clim
potentially devastating consequences on both humans and the natural world. WWF has a vision f
within their fair share of the Earth's natural resources. In order to achieve this, amongst other thin
combination of reducing demand, greater energy efficiency and ensuring greater use of renewable

The trend of declining reserves coupled with increasing demand for oil, and all the economic, soc
shift is achieved as a matter of urgency, though there is little sign of it yet, even though the Intern

"The world's energy system is at a crossroads. Current global trends in energy supply and consum
and socially. But that can – and must – be altered; there's still time to change the road were on"

Transport and oil

In the EU, transport is the sector with the largest demand for energy, accounting for 31% of total f
85%[2]. Emissions from road transport represented 29.4% of Northern Ireland's CO2 emissions in

production (35%)[3]. By contrast, road transport represents only 21% of the UK's total CO2 emiss
disproportionate problem in Northern Ireland.(3) Passenger cars account for around half of all tra
Northern Ireland level, around 15% of an individual's ecological footprint is attributable to person
are to achieve a One Planet Future[5].

Generally, Northern Ireland's current system of energy production and consumption is wholly un
because of our over reliance on imported fossil fuels - with approximately 99% of our primary ener
oil, diminishing oil resources and increasing demand. This is particularly the case in the transpor
provide 95% of the primary energy consumed in the transport sector worldwide[7]. There is no ot
energy. Accounting for the volatility in the price of oil, as illustrated by the variation in oil price in
end of 2008, as well as the issues surrounding peak oil, most notable the trend for increasing dema
unsustainable.

Economic implications

The Department of Finance and Personnel has a very important role, particularly in relation to th
system which are exacerbating rather than ameliorating the existing problems. The draft Investm
on public transport 2008-11 and £611.8 million spent on roads 2008-11. According to the indicativ
will be spent on roads and £725 million on public transport. WWF Northern Ireland views this bal
allocated for road building and approximately one third allocated for public transport as, at best, i
inadequate provision of alternatives to car use, and is likely to make the achievement of Northern
more difficult to achieve.
This contrasts with the higher priority given to public transport in the Republic of Ireland which
under 13 billion for public transport out of a total of 33 billion on infrastructure. There is an even

government in December 2008 of a "green traffic initiative" featuring infrastructure investments an
decade. According to the Danish plan, about two-thirds of the total will be spent on "renovating,
converting motorists to public transport. High emissions charges, road pricing, and financial ince
Similar strategic thinking and investment in greater public transport would be welcome in North

WWF Northern Ireland recommends that at least 50% of future transport budgets be spent on pub
not only in the next Programme For Government but also the Regional Transportation Strategy (R
upcoming review of the RTS and RDS and the continued implementation of the Programme for G
integrated decision making and co-operation as decisions likely to be made in the coming year wi
system for many years to come.

It is important to note that the shortcomings in our transport system also cost us money, as was i
the Northern Ireland economy over £250 million a year[8].

It seems clear therefore that avoiding and/or reducing some of the costs of unsustainable transpo
while also saving money, and creating jobs by investing in the move to a more sustainable transp

The need for and benefits of greater investment in public transport was also highlighted by the Pr
that the £80 million investment in new rolling stock and station refurbishment for Northern Irela
"helped to drive a 60% increase in usage since 2002"
and that the change to Metro was
"the catalyst for a 15% increase in bus ridership in Greater Belfast".
It seems clear, therefore, that increasing investment in public transport works - a very significant
"On a per capita basis, England, Scotland, Wales and the Republic of Ireland have been investing
in the case of Scotland five times as much)."

Environmental

Climate change has often been described as the greatest threat we face. The Secretary General of t

"Climate change threatens the entire human family. Yet it also provides an economic opportunit
problem."

In introducing the legislative consent motion dealing with Northern Ireland's involvement in the
December 2007 the former Environment Minister Arlene Foster said

"it is now accepted that climate change is the greatest environmental challenge faced by the worl

Some of the most compelling evidence of climate change has come from the work of the UN Inte
Assessment Report in 2007 which involved over 3,800 scientists and six years of work found that
"Warming of the climate is unequivocal"
and that

"Most of the observed increase in global average temperatures since the mid-20th century is very l
concentrations".[11]

Many scientific umbrella bodies have accepted the IPCC's position (that most of the observed wa
in GHG emissions) including the Science Academies of Brazil, Canada, China, France, Germany,
the US National Academy of Sciences, the American Meteorological Society, the American Geoph
of Science (AAAS).

Northern Ireland's per capita greenhouse gas (GHG) emissions of 12.83 tonnes per annum compa
a whole has achieved a greenhouse gas emissions decrease of 15.7% since 1990, Northern Ireland'
the high level of emissions in Northern Ireland from transport and agriculture.

On average between 2005 and 2007 70% of all journeys in Northern Ireland were made by car, with
the same period[14]

Emissions from road transport represented 29.4% of Northern Ireland's CO2 emissions in 2006, an
production (35%)[15]. By comparison transport emissions in England increased by only 10% sinc
disproportionate problem in relation to transport which urgently needs to be tackled.

It is worth noting that the Committee on Climate Change's first report, released in December 200
emission reductions in Northern Ireland. It states in Northern Ireland more efficient vehicles and
(Million tonnes of carbon dioxide equivalent) in 2020, so there is potential for significant reductio
Centre for Climate Change suggests that if we were to enforce the current 70 mph speed limit the
transport.

The use of alternative fuel sources, electricity in particular, for vehicles could also help reduce the
renewable source, such as wind power, thereby offering a completely green cycle for the fuel. WW
to our reliance on oil for transportation needs, in particular the electrification of transport. As elec
grid, they are up to 4 times more efficient than conventional mechanical vehicles where only 18-2

Some of the other issues surrounding the greater use of electric cars, including the potential impli
the WWF UK report "Managing Variability"[16]. Amongst other things, the report found that wind
backup to stop the lights going out and that the national grid is able to manage variable input from
manage fluctuations in supply and demand, as the variations in wind are actually considerably les
cases, more widespread availability and use of wind actually reduces and smoothes out the proble
from the industry's point of view, that greater use of electric cars would enable the more efficient u
place during the night when generation generally exceeds demand. Another potential benefit of e
into the grid when needed, though the costs of reversible circuitry would be higher than those of s
if wind provides around 22% of electricity by 2020 (as modelling for Government suggests) variabil
about 2%.

The nature of the energy supply system is also an important consideration here as a much higher
renewable generation, should enable a more widely distributed renewably powered, recharging n
currently in rural locations.

Support for the electrification of vehicles is growing, for example, the Presidency Conclusions of t
greater use of electric cars – see paragraph 39 which said

"Other measures should be rapidly examined, in particular to promote competition in energy ma
development of alternative technologies, inter alia electric cars"

In April 2009, Ireland's Energy Minister, Eamon Ryan, announced the Irish Government had sign
Board (ESB) and Renault and Nissan which will help Ireland not only realise, but surpass, the targ
by 2020. The ESB subsequently announced that up to 3,700 new jobs will be created (600 of them d
electric cars) and 1,300 outside the company, sustained by ESB, in Ireland because of this commit

The UK government has also committed to promoting green cars, as part of a £250 million plan to
Ministers do not expect eligible cars to hit the showrooms until 2011, the strategy includes plans t
infrastructure. Gordon Brown has outlined his intention to have all new cars sold in Britain to be

2020. In light of this push for more electric vehicles and the huge potential that exists in Northern
opportunity offered by the electrification of the transport network as a matter of urgency and the
fundamental to any such expansion. Other countries have also set targets for either the number o
million electric cars by 2014, and Japan which aims to have 50% of cars electrified by 2020.

Hydrogen is another alternative fuel. Though hydrogen powered vehicles that use fuel cells have a
Hydrogen buses have been running in Chicago since the mid 1990s.

On top of that, sustainably produced and sourced biofuels offer another potential alternative mea
reduction targets and providing opportunities for the rural and agricultural communities. While W
bioenergy sources to be grown in Northern Ireland it believes the broader impact of their product
environmental performance in the production of bioenergy among supply chain actors, from gro
risk, especially on a small island, that a biofuel processing plant would create a market demand th
biofuel to be imported.

This risks creating a demand for importing biofuels that may not have been produced sustainably
consequences for people and nature, as exemplified by the biofuels produced from the palm oil p
Indonesia. The changes in land use for biofuel production in the US and subsequent changes in w
demand can affect commodity prices.

In WWF's view, the following environmental principles need to be addressed by any standard as a
requirement for imported fuel sources
not damage high conservation value habitats and biodiversity
not degrade soil quality
not adversely impact the quantity and quality of freshwater resources
not lead to damaging release of toxic compounds into the environment
lead to substantially positive lifecycle GHG balances compared to fossil fuel equivalents

The European Union has set a binding target for the average emissions across a producer's range o

WWF believes fleet-average energy efficiency of new cars sold within the European Union should
improvements corresponding to 120g CO2/km by 2012, 80g CO2/km by 2020 and 60g CO2/km by 2

While the transport issue is a multi-faceted one, with many problems to be solved, it seems clear t
not eliminate, our over-reliance on oil for transport needs, while also addressing some of the othe
meet other targets most notably those for emissions reductions, resulting from our current unsust

the overall ecological footprint and cost of our currently unsustainable transport system, and the
travel, so the total distance travelled by cars, vans and lorries in Northern Ireland is reduced.

Social

It appears likely that there will be additional impacts and costs from climate change across a rang
and loss of ecosystem goods and services, increased cost of extreme weather, including flooding a
production.

Some of the more serious potential consequences arise from the implication for human health. T
illustrated by a European Commission impact assessment which estimated that currently every y
and that premature deaths, health care and medication associated with air pollution amount to 3

Similarly a recent report for the Netherlands Environment Agency[19] said that measures to reduc
reduce the number of premature deaths from the chronic exposure to air pollution by 20 to 40%, e
prevented in this way.
At a more local level, according to Northern Ireland's Chief Medical Officer Michael McBride,

"Current predictions on climate change suggest greater long-term impacts on health than any cu

Reducing the impact of extreme weather events and pollution could also help save lives. The Euro
across Europe as a result of heat stress, bad air quality, and high levels of air pollutants such as ozo
Alliance (HEAL), Climate Action Network Europe (CAN-E) and WWF claims that health savings o
raised its 2020 target for domestic greenhouse gas emissions from 20 to 30%, based on economic e
costs: they show reductions in hospital admissions of 8,000 per year and 2 million fewer work day

There are also potentially positive implications for general health and fitness if people drove less
over half of all women and two-thirds of men are either overweight or obese. Lower life expectanc
Northern Ireland and can lead to other associated health conditions such as heart disease, cancer
inactivity and obesity, estimated to exceed £500 million to the Northern Ireland economy in 2010

Travelwise reports that a 10% increase in the number of frequent cyclists would result in a cost sav
cyclist is expected to be as fit as a non-cyclist who is 10 years younger.

There are important social equity issues around transport. There are now 900,000 vehicles register
households in areas of Belfast and 20.5% of rural residents do not have access to a motor vehicle. T
full driving licence.

Urban areas are affected by vehicle related air pollution which can contribute to respiratory diseas
Disadvantaged urban areas tend to be characterised by high traffic volume, with residents at incre

b. The policies, attitudes and technologies likely to underpin a move to more sustainab

Climate Change should now be considered as a key consideration when determining transport po
should also be fully considered and accounted for i.e. become internalised, so that the real 'cost' o

The Stern Review calculated that the dangers of unabated climate change would be equivalent to
scientific evidence is included in the models, the Review estimates that the dangers could be equi

reduce greenhouse gas emissions to avoid the worst impacts of climate change can be limited to a
reducing emissions today will make us better off in the future: one model predicts benefits of up to

The people of Northern Ireland are asking for leadership from the Assembly. A survey conducted i
Climate Change Impacts Programme revealed that,

"92% of respondents were willing to make changes to their lifestyles, especially if encouraged to d

According to the Northern Ireland Environmental Statistics Report of 2009 (11) in a Northern Irela
Ireland residents was climate change (39%), followed by waste (34%) and traffic fumes and urban
already wants this issue tackled.

The SNIFFER report on the impacts of climate change on Northern Ireland identified a number o
natural habitats and water resources, for example, the extent of flood risk to existing infrastructure
compared with the situation in Great Britain.

A Strategic Energy Framework target to match the target set for the UK in the EU Climate and Ene
and heat) from renewable sources by 2020 should act as a strong driving force towards a low carbo

Research by the Consumer Council suggests that only three in ten people here use bus services re
suggested that cost, frequency, choice, safety and reliability should be the priorities for public tran

Spatial planning plays a particularly important role in shaping individuals' behaviour with regard
ordinated approach be taken when considering land-use and transport. Planners should only ma
contribute to mitigation efforts and whether the site and design is appropriate given the predicted
public transport links should be made mandatory with new connections and stops provided befo
has been the case in Vienna and Frieburg in Germany for example.
A review of the planning system in Northern Ireland is currently being conducted while a revised
more integrated planning which concentrates future rural development in established settlemen

There are now numerous examples of policies aimed at improving travel choice and reducing car
transport improvements, park and ride, and improvements to pedestrian and cycling networks),
controls on vehicle access). Nottingham (-1.8%), Perth (Australia) (-4%) and Rome (-7%) are exam
have implemented traffic restraint policies including those aimed at reducing urban sprawl and in
transit orientated development, including the focusing of new development around suburban sta
Nottingham and Rome have implemented travel plans. In addition Rome has reduced city parkin
combination with access controls.

A well planned transport system can facilitate social connections which are important for menta
networks are those that are mixed use and pedestrian orientated, enabling residents to perform da
people's sense of neighbourliness decreases.

A new rural transport policy is needed which ensures that the problems of the immobile socially e
included within a wider canvass of growing sustainable rural communities that balances environm
rural dwellers to use viable alternatives to the car.

c. To make recommendations arising out of the above investigations, and report to the

WWF Northern Ireland see the development of a more sustainable transport system in Northern I
lifestyle as part of an overall low carbon economy.

WWF Northern Ireland believes that the policy priorities for developing a more sustainable transp

The indicative spend figures for transport modes should be revised to ensure that at least 50
measures from the next budget onwards.

A Northern Ireland Climate Bill with a Northern Ireland specific legally binding reduction t
greenhouses gases by 2020 and an 80% reduction by 2050, should be introduced.

The UK target, as part of the 2008 EU energy package, that 15% of all energy (electricity, hea
should be adopted as a Northern Ireland specific target.

The new Regional Development Strategy (RDS) should provide the spatial framework for p

There must be a switch away from fossil fuels to alternative, sustainable sources of zero or lo
electricity (most likely to be derived from wind power) for electric vehicles, accompanied b
There is also a potential role for some sustainable biofuels. Non renewable electricity and n

There needs to be leadership from the Northern Ireland Executive to ensure existing targets
Implementation Plan (2006), to make the Government estate to be carbon neutral by 2015,
be an important part of achieving this. A sub target was for DFP to reduce the carbon footpr
2007 levels. Developing a more sustainable transport system for all government representat
this context, the recent announcement that Aer Lingus had won a two year, £500,000 a year
flies in the face of the spirit of such targets and should not be viewed as good news. Apparen
by reducing the need to travel for example by video conferencing. The Northern Ireland Exe
amend its purchasing policy to ensure the overall carbon footprint of elected representativ
reduction of 50% by 2025 to be an appropriate but ambitious target for reducing the carbon

More integrated cross departmental work on providing more sustainable transport choices

If adopted, these strategic priorities will enable more specific actions to be delivered. Northern Ire
to meet the challenges of the 21st Century. The Assembly must show leadership, reconsider their
achieve widespread behaviour change if Northern Ireland's transport system is to become more s
-ENDS[1] International Energy Agency, World Energy Outlook 2008
[2] Eurostat 2007:Panorama of Transport, Eurostat Statistical Books, Eurostat/Ec Luxembourg
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[7] World Energy Outlook 2006
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[9] PricewaterhouseCoopers Bridging the Gap Transforming Public Transport in Northern Ireland

[10] World Development Report 2007/2008 Fighting Climate Change: Human solidarity in a divide
[11] The IPCC define very likely as having a probability of greater than 90%
[12] Northern Ireland Environmental Statistics Report January 2009 Northern Ireland Statistics &

[13]Northern Ireland Environmental Statistics Report January 2009 Northern Ireland Statistics & R
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The Committee for Enterprise, Trade and Invest

Committee for Enterprise, Trade & Investment
Parliament Buildings
Tel:
Fax:
To: Clerk to the Committee for Regional Development
From: Clerk to the Committee for Enterprise, Trade & Investment
Date: 26th November 2009
Subject: Committee for Regional Development Sustainable Transport Inquiry

1. Thank you for your correspondence in relation to the Regional Development Committee's Inqu
Enterprise, Trade & Investment Committee has asked me to respond. Firstly, in relation to the Re
relation to a recent Committee visit to Wright Group in Ballymena.

2. The ETI Committee received an oral briefing from DETI officials on 11th December 2008 in relat
targets for the increased use of biofuels. The Committee noted the current RTFO target of 5% biofu
Directive for a mandatory 10% of renewable transport fuel by 2020 and proposals in the EU Fuel Q
gases emissions of road transport fuels by 2010. Members had concerns at the time, following the
Agency which administers the RTFO. The Committee's concerns were in relation to the Review's

and the possible link between biofuel production and increases in greenhouse gases. The ETI Com
subject to the RD Committee.

3. At a recent visit to Wright Group in Ballymena, ETI Committee members were impressed with t
to Hybrid vehicles. Members noted that Wright Group is among the organisations which have pro
Committee engages with Wright Group as it should be an invaluable source of information on the
Please do not hesitate to contact me if you feel I can be of further assistance.

Paper to the Enterprise, Trade and Investment Commmttee
Renewable Transport Fuel Obligation ( RTFO ):
Department for Transport consultation on future RTFO levels.
Introduction

1. This paper sets out, for the information of the Assembly's Enterprise Trade and Investment Com
Department for Transport (DfT) consultation proposals for changes to the RTFO legislation and t
consultation document and the draft Statutory Instrument.

2. DfT 's timetable has not allowed sufficient time for DETI to consult with the ETI Committee in
been the case, had this been NI subordinate legislation. The DETI Minister has written to DfT not
position and undertaking to provide the Committee with a paper on publication of the consultat
and the consultation will remain open until 17 December 2008.

Background

3. The Energy Act 2004 provides for the primary legislation framework for the introduction of the R
then Secretary of State decided that, although energy is a transferred matter, Northern Ireland wo
practical and operational reasons.

4. In 2007, DfT's work in developing the RTFO detail identified a number of areas where changes t
this stage the Assembly was again in operation and a Legislative Consent Motion ( LCM ) was req
the Energy Act involving a transferred matter. The Committee received papers in August and Nov
subsequent RTFO Order, which contained the detailed operational arrangements, did not require

The operation of the RTFO

5. The RTFO came into operation in April 2008 and is the UK's main mechanism to address curren
obligation on UK road transport fuel suppliers to produce evidence that an increasing amount of
compliance is by way of a system of RTFO certificates. Suppliers have the alternative of complyin
5% by 2010/2011.

6. Of the 20 or so UK road transport fuel obligated companies, only one is from Northern Ireland.
Norway, will be importing biofuels and blending them at their plant for distribution within North
other obligated companies such as Shell and BP who will cover the NI market from their GB refine
over time, the increased availability of biofuel blends on the forecourts.

The Gallagher Review into Biofuels

7. The purpose of the RTFO is to help deliver significant greenhouse gas (ghg) reductions from the
which suggests that the ghg savings may have been over-estimated and that there is a risk that bio
in ghgs. Concerns have also been expressed about some of the wider environmental and social im

8. In response to these concerns, DfT commissioned a review on the wider impacts of biofuels pro
which administers the RTFO. The Gallagher review concluded that biofuels have the potential to
caution was required in setting future targets due to the fact that biofuel production could cause in
It recommended that the rate of introduction through the RTFO should be slowed down, until ad
and demonstrated to be effective.

DfT's current consultation proposals

9. On foot of the review, DfT is now consulting on proposals to slow down the rate of the introduc
indirect impacts and implementation of effective systems to manage the risks. The consultation d
proposals to push back the current RTFO target of 5% biofuels by 2010-11 to 2013-14, with a review
required to be consulted on and made before the next obligation period commences in April 2009

10. In addition to these short term changes, the consultation document also seeks views on longe
in relation to the UK transposition of the EU Renewable Energy Directive (RED ) and the Fuel Qua
The RED includes a proposed mandatory 10% by 2020 renewable transport fuel target whilst the F
road transport fuels between 2010 and 2010. The UK position is that FQD target should not have t
by the RED 10% target and that sustainablity criteria under both Directives should be consistent.

NI Implications - operational and legislative

11. DETI is drawing this consultation to the attention of a number of interested stakeholders in N
company, the operational implications will be limited.

12. From a legislative point of view, this is an amendment to UK wide subordinate legislation and
Departments and does not need to go to the Executive. The Inter Departmental Group on bioene
been updated on the proposed revisions to the RTFO. As noted above in paragraph 2, DETI had in
advance of the issue of the consultation documents.

Cross Departmental work on Bioenergy

13. DETI would plan to bring the findings of the study commissioned by the Inter Departmental G
essence, the study acknowledged the potential for bioenergy to make a limited contribution to No
This was, however, conditional on the implementation of a range of actions including very signifi
Ireland, the focus should be on the use of biomass for heat and electricity rather than for transpor

Recommendation
14. The Enterprise, Trade and Investment Committee is invited to note:

(i) the outcome of the Gallagher Review on biofuels,
(ii) the DfT proposals to slow down the rate of increase in the RTFO targets in the short term and
(iii) the limited impact both operationally and legislatively on Northern Ireland,
(iv) the DETI proposal to circulate the consultation document to stakeholders for any comments
(v) the opportunity for the ETI Committee to offer comments on the DfT proposals.
15. DETI will be available to discuss this submission with the Committee, if required.

Sustainable Energy
DETI October 2008

The Lord Laird of Artigarvan, 30 No
The House of Lords
London SW1A 0PW
Phone 020 7219 3000
Email: lairdj@parliament.uk
Clerk to the Committee for Regional Development,
Northern Ireland Assembly,
Parliament Buildings,
Stormont,
Belfast BT4 3LR
30th November 2009

Submission to Sustainable Transport Inquiry
Dear
Please find enclosed a Submission to the Regional Development Committee as part of its Inquiry

This Submission focuses on the role of Rail as a key component of Sustainable Transport policy a
and makes some policy Recommendations, and the second is a re-print of major rail investment p
may find useful.
We hope you find the Submission useful - many thanks for your assistance.
Yours faithfully

The Lord Laird of Artigarvan
Brian Guckian
Rail & Integrated Transport Researcher

Submission – Part One
Key Attributes of Rail as a Central Component of
Sustainable Transport Policy

The authors concur with the broad principles of Sustainable Transport as ably outlined in t
Northern Ireland to the Regional Development Committee

The authors stress the key energy-efficiency and CO2-efficiency of the Rail mode – typically
40% and 60% more CO2 efficient than road transport[2]

Rail is also far less land-intensive; a single-track railway typically takes up to 85% less land t
when the major ancillary landtake of motorway interchanges / feeder roads are taken into a
The impact of Rail on the environment is minimal, preserving increasingly valuable arable
transport. Electrified rail can utilise renewable energy

Cost-Benefit Analysis methods that currently favour road over rail must be urgently revised.
substantial external benefits of the Rail mode. A useful example is the ROI Strategic Rail Rev
conservatively quantified the external benefits of the Rail mode in ROI at some 18 billion p

The idea that Rail requires very large populations for viability is false and arises out of a misu
mode are ignored. Again, properly internalising the external benefits reduces the perceived

Railfreight is often ignored. As well as being essential to reduce the carbon-intensity of tran
another important revenue stream that also reduces an excessive dependence on passenge

Also, the perception that Railfeight is viable only over long distances is also false. Viable rai
UK and ROI. Examples are coal train runs to power stations in the UK and the Tara Mines f

The Regional Transportation Strategy 2002-2012 urgently needs to be subjected to a Sustain
about Climate Change and Peak Oil, the RTS proposed heavy spending on roads (63% or al
of the total) – an imbalance of over 4 to 1

It is notable that a re-balancing of the RTS to pay for the Rail investment and expansion pr
the RTS to 49% and increase the Rail share to just 28%

Recommendations

An active, expansive Rail Development Policy should be established at all levels of central a
of broader Sustainable Transport policy[4]

The DRD should take its cue from Scotland and mainland Europe for this Rail Developmen

The DOE must be involved in Sustainable Transport policy, and by extension, the propose

A dedicated, cross-cutting Rail Development Unit (RDU) could be established within the D

Education in Rail, both for central and local government officials, public representatives an
enormous education deficit in this area that has allowed patently false ideas and myths abo
particularly since the era of the widespread rail closures in the 1960s

Cost-Benefit Analysis methods that currently favour road over rail must be urgently revised.
substantial external benefits of the Rail mode. A useful example is the ROI Strategic Rail Rev
conservatively quantified the external benefits of the Rail mode in ROI at some 18 billion p

The re-introduction of Railfreight in Northern Ireland should be examined urgently, with c
significantly increase the energy efficiency and reduce the energy intensity of transport
Electrification of the current and future NI Rail network should be examined

The Regional Transportation Strategy 2002-2012 urgently needs to be subjected to a Sustain
rail needs to be dramatically improved or even reversed

References
[1] Based on data from 2004 Energy Balance, Sustainable Energy Ireland (SEI);

[2] Based on data from the UK Office of Rail Regulation (ORR) Rolling National Rail Trends 2008/0
2009 (www.theclimateisrightfortrains.com) and Baseline Energy Statement – Energy Consumptio
of Train Operating Companies (ATOC), March 2007

[3] Based on 40m typical motorway mainline footprint compared to 5m footprint for single track R

[4] In a recent address to the Railway Study Association, Stephen Joseph, Executive Director of th
to make rail a core part of a low-carbon transport strategy" (Modern Railways December 2009 pp 5

Submission – Part Two

The following document is for Committee Members' reference and provides additional useful info
development of Rail in Northern Ireland

T RANS LINKC US T O MERS UBM

By: Brian Guckian, Rail & Integrated Transport Resea
Stillorgan, Blackrock, Co. Dublin, Ir

Tel. 00 353 87 9140105, Landline 00 353 1 2109070, Email

About this Submission

NINE is an ambitious rail development programme proposal. It is being made by the author to Tr

It places particular emphasis on new methodologies in Cost-Benefit analysis (CBA) and addresse

The proposal was mentioned briefly in an Appendix to a Submission made by the author to the R
from that Submission in this document, but the welcome significant upgrade to the NI Railways n
text redundant.

It is important to note that this document is a Submission, and not a Report or a Study. Rather, it
feasibility work going forward.

Context

Comments and ideas outlined in this document are framed within the context of key developmen
available worldwide for sustainable and viable regional rail development, which could be applied
such as Scotland, is particularly relevant1.

New approaches in Rail Development

The Submission builds upon the increasing awareness of rail transport as a viable and sustainable
development, emissions reduction and energy conservation. This is also commendably reflected
Key innovations apparent in 2008 are;

(a) New Economic and Accounting Practices

Rail has traditionally been accounted for using crude income and expenditure-based analyses. At
indirect benefits of the mode. More sophisticated tools are now available that radically enhance t
with better regard to their positive external environmental and social benefits.

(b) New Technology

Innovations such as "smartcard" ticketing provide seamless integration between transport modes
patronage to a high degree. This has been seen to significant extent in London with the Oyster Ca

Additionally, increasingly sophisticated train management methods and signalling practices hav
transforms the "user-friendliness" of rail.

(c) Responses to External Influences

The threat posed by climate change, the costs of road traffic congestion, health problems caused
demand and supply have created powerful new conditions for rail development - and new econo
possible.

(d) Railfreight Innovations

Tax incentives for the construction of new railfreight facilities or for logistics operators and their c
have been available in the UK for many years. Two other highly significant advances in Railfreight
adapted from aviation cargo; a low-cost, extremely versatile road / rail freight handling solution w
it has been used the UK, without compromising the economics of the supply chain2.

The second innovation is the development of new types of ISO container, ranging from refrigerat
versatility to traditional inter-modal freight handling and transfer techniques.

(e) Community Rail Partnership Structure

The Association of Community Rail partnerships (ACoRP) has done outstanding work in the UK i
local rail services, and strengthening integration via feeder bus services, cycle accommodation, pe
boosted patronage by up to 120%3.

(f) NI Region Rail Projects

Several rail development projects have been drawn up around the country. The majority of these
existing network, which suffers from being focussed on radial routes emanating from Belfast. The
other parts of the rail network, and with other transport modes such as road, bus and air. Innovat
operating systems, integration, ease of use, reliability and faster journey times.

These outline projects have now been collected together into a single proposed development pac

Current Situation

Northern Ireland has a rich railway heritage, with the network reaching its maximum extent of ov
1950 and 1970, have reduced this to approximately 207 route miles.

From the onset of road transport in the 1930s, the rail mode has suffered from a limited economic
privately owned and operated, there were very large volumes of passengers and freight carried. Th
determined by direct receipts set against direct operating costs. However, this masked the substan
of operation related to economic and social development.

As rail lost its pre-eminent position in the first half of the 20th century the privately-owned owne
loss, and responsibility to shareholders, was no longer valid. The state began to be involved in the
on paper were beginning to make very heavy financial losses.

Yet the state continued to apply the outmoded accounting model that completely ignored the ind
make the railways profitable again in the limited direct receipts / direct costs sense. However, the
incurred heavy direct and indirect costs and is widely criticised today. At the time it was not realis
disproportionate effect on the longer routes, in that people tended to transfer to the car mode for
railhead in place of their local service, as was originally envisaged4.

The early 1970s saw a change in attitudes due to a growing awareness of the impact of traffic cong
rail, which was framed in terms of the social role the mode had to play. Accordingly, there was mu
stock, which brought stability to the network, increased patronage and prevented further contrac

In NI, the further stabilising of the internal political situation in the mid-1990s made way for a sha
consolidate and enhance its legacy network, with the much-lauded Cross-Harbour Rail Link and G
further boosted by more recent the Bangor Line relay, the re-building of the Bleach Green Junctio
the high-quality C3K rolling stock.

Encouraging though these developments have been, the context in which rail operates and is eva
paradigm. The difficulty has been that;
The Indirect Benefits of the rail mode have often been framed solely in vague environmental and

This is a vital distinction, and explains why network expansion or enhancement is not often cons
by commentators who frequently politicise the debate into left versus right, or capitalist versus so

What is highly encouraging is that a more sophisticated economic analysis of the indirect benefit
available. It takes into account such factors as time savings, reduction in emissions, road accident
and so on. This gives a totally new and much truer picture of rail economics. An example of how t

performance of a rail network is given below.

Fig 1 – Railway A is a passenger-only network accounted for purely on operating income and expe
knowledge of customer need, using modern rolling stock and new technology such as integrated "
state in the form of a PSO grant. Extensions to the network are resisted, as these are made depend
therefore high levels of "population density". Since settlement patterns rarely occur like this, the

Railway E, (the Enhanced Network) on the other hand, has a larger network with higher receipts a
most modern techniques. However, the indirect benefits of the rail mode are also accounted for, a
"population density" values. The PSO grant can be re-positioned as a dividend and the network m

New External Influences on Rail Development

The indirect benefits of rail are augmented by the contribution of the mode to combatting Climat
generate increasingly significant financial savings. In that regard, it is important to note that figur
must at this time be taken to be highly conservative in nature.

A second key driver of rail development in a new economic context is the ability of new technolog
onto the railways. Innovations such as the Oyster Card in London represent the application of co
"user-friendliness" and very importantly, facilitating seamless integration across bus, train, tube a
"menu" of travel options in which to carry out a "door-to-door" journey by public transport. Likew
flexibility and cost-effectiveness back into physical handling and transfer of cargo – most importa
mode back into their purchasing and supply chains.
These key influencers on rail development are now discussed in more detail;

Rail as a Key Component of Climate Change Policy
Climate change, brought about primarily by the continued build-up of Carbon Dioxide (CO2) gas

predict, but it is generally held that continued polar icecap melting will lead to an increase in mea
weather patterns (increased number and strength of storms for example), the result could be wide
turn has serious social and economic implications, with population displacement, disruption to
goods and services, and so on.

Since the process has already begun, the task must be to reduce its extent and impact, and a pack

Conversion of car / bus / rail vehicle engines to run on biogas, hydrogen, methane or other
Shift in energy sources from oil to wind, wave and solar power, etc.
Air travel limitation
Re-afforestation
Allocation of land resources for biofuel production
Changes in agricultural practices
A carbon-efficient transportation model is given below;

Fig 2 – Passenger and Freight carbon-efficient transportation chains using available or near-availa

Modal Switch Technologies

The principal reason the car and lorry has dominated modern land transport is convenience. The
have lagged far behind in this regard.

Principle barriers in many countries to door-to-door passenger travel by say, bus and rail, have bee
Segregated ticketing
Inconvenient timetabling
Need for cash and exact change
Distant rail stations
Lack of bus connections
Lack of secure car or cycle parking
Inconvenient pedestrian and cycle access
However, technology now provides the following solutions;
Fully integrated and reliable ticketing using "Smartcards" (e.g. Oyster)
Clockface and fixed-interval timetabling
Cashless systems using pre-paid cards
Feeder minibuses to stations, often running on "green" fuel sources
Provision of secure parking facilities for both car and cycle modes
Provision of cycle tracks and segregated walkways to transport centres

It can be seen that a cashless ticketing system, fully integrated across all modes, plus frequent min
unobstructed access at both ends, provide an almost seamless "door-to-door" transport system, t
There are some other factors that need to be taken into account also;
Car design emphasises attractiveness and desirability
The mode promotes individualism and freedom

These are more difficult to apply in a group travel situation. However there are successful strategie

Bus and train vehicles designed in a much less functional manner with a strong emphasis o

The use of tactics to individualise the group travel experience. This can be done for exampl
phone cards, and currently, mobile phone covers. One could introduce an integrated ticket
different designs and perhaps extended functions beyond travel.

It must be said that Northern Ireland has had a very high awareness of the importance and benefi
countries, including the Republic of Ireland. The current programme of building Integrated Trave

promote greater accessibility to rail and bus services, plus encouragement of cycling and walking,
welcome.

Fig 3 – "Smartcard" ticketing makes "door-to-door" public transport realistic

On the freight side of rail, historic problems have been costs of physical labour and time delays in
journeys, the articulated truck or small and medium heavy goods vehicle (HGV) have dominated t
convenience.

Until recently, railfreight has had to confine itself to bulk or dangerous loads that cannot be move
forward for many railways in the 1960s and 1970s, but this historically involved very heavy and cos

Again, new technology makes it possible for railfreight to once more offer a viable alternative to ro
predictable journey times. Moreover, the reach of rail is extended by incorporating the road mode
The two main railfreight innovations are:

A new range of ISO demountable containers that can be handled by reach-stacking equipm
very easily be transferred to conventional articulated trucks with ISO flatbed trailers at the s
reach-stackers do not require the same extent and specification of hard standing as previou
freight yards) and the speed and ease of operations are greatly increased – a vital considerat

The MiniModal system – this uses smaller, standardised "mini containers" that can be stac
wagons. MiniModal offers unparalleled flexibility, with loading and unloading possible from
from the trackside6. The low-cost nature of the system, as well as its speed, convenience an
transport of small- to medium-sized loads.

New freight tracking and management software, with built-in web access, can be used in railfreigh
air and road freight. Again, railfreight can benefit significantly from the same principles of custom
the passenger side of rail operations.

Road-building and Rail Development

It's worth noting that in spite of an enlightened approach to modal integration there still persists
not complementary transport modes, but adversarial ones, with debate being framed within an "e

Thankfully, road-building in NI has moved away from the "predict and provide" policy approach
shown above, new modal switch technologies offer a powerful alternative to car journeys, and thi
illustrate the difference between the essentially passive model of car ownership as used in the pas
influenced externally (e.g. by modal switch technologies);

Fig 4 – Previous model (typical, above) assumed continuous growth without external influences

Fig 5 – Revised model showing ownership peak followed by decline due to external influences

It is also now very well known that congestion cannot be eased by road-building, and that the cos
times - which are often calculated assuming less than full capacity traffic loadings - has been ques
confined to emissions, but also involve loss of agricultural land, community severance, and light a

What is also clear is that funding decisions in the past have been made on the basis of a circular ar
expense of rail / bus etc. because they largely use the road mode (hence the model described in Fi
there has been lesser pro-rata investment in rail, bus and the other modes. Another important po
freeing up space on main routes, thus making driving safer, more reliable and less stressful, and be

Exploding the "Population Density" Myth and Other False Ideas

Extensions to the rail network are routinely dismissed using the mantra-like assertion that "popul
never used against road schemes nor water or electricity provision, for example).
Moreover, the "received wisdom" regarding rail investment generally is as follows:
Rail carries passenger traffic only
Is viable only in an urban environment
Requires large population densities
Is accounted for purely on direct income and expenditure
Is expensive to build and operate
Only viable over very long distances

As we shall see, none of these assertions are actually true. Unfortunately they are remarkably pote
cursory evaluation of rail development schemes. This false thinking must now be robustly challen

Firstly, a purely passenger-focussed route that does not pursue railfreight opportunities is compro
particularly relevant in Northern Ireland, which has very significant freight potential given its con
increasing costs and impacts of road-based freight.

An "all-purpose railway" approach thereby maximises potential revenue because it can cater for a
need for the railway to rely on very heavy passenger loadings, and ergo high "population densities

Secondly, as touched on previously, the perceived "requirement" for "high population densities"
economics that is based on a simplistic fare-dependent model for income. Yet if accounted for co
environmental, economic and social benefits – then the financial picture radically changes.

This false argument also cannot account for the course of existing rail lines, which may connect p
low population density en route. This is true of the Belfast – Dublin, Belfast Londonderry, Belfast
general assertions regarding population densities at particular points on a rail corridor, and then u
to what extent.

Further, average passenger loadings in a given area could be compensated for by higher freight car
that the "all-purpose" railway, that carries freight as well as passengers, is much less reliant on hig
"population densities") for viability.

In short, population density is an unreliable and inaccurate tool for measuring the viability of inve

criterion is not used in, for example, road project evaluation.

Thirdly, the perceived expense of rail development is also important, even though the per-km co
road development8. A standardised and well-managed design and engineering approach, using lo
rail development wholly realistic.

The common (mis)perception of expense is due to a lack of consideration of the Indirect Benefits

Fourthly, it is imperative that the indirect, or external, benefits of the rail mode be accounted for i
to do so leads to negative Net Present Values (NPV) and project rejection. It is significant that no m
(e.g. from tolls) and wider criteria are always used in their CBA.

Significantly, the Republic of Ireland Strategic Rail Review of 2003, carried out by Booz Allen Ham
valued the external benefits of the ROI rail network at 18 billion over the period 2003 to 2022 (or
a metric by the author for "scoring" rail development projects and was used in the previous Railw
calculate benefits from specific proposed network extensions.
Quantifying the Indirect Benefits of rail can transform an incorrect and negative attitude to rail in

Finally, one examines the assertion that rail only works over long distances. This assumes that sh
cannot cater for this kind of traffic. But as demonstrated earlier, short to medium rail trips can be m
"smartcard" ticketing.

Rail Development in the Context of the Existing Bus Network
"Why re-open former rail lines when there is a perfectly good bus network in place?"

This flawed question, sometimes asked, originates in a fundamental misunderstanding of the role
oppositional transport modes, but rather are complementary.

In fact, one can have competition with integration – that is, rail and coach operating on the same
capacity against the unsustainable private car mode. Passengers who miss trains can catch a bus,
continent.

There is ample room for expansion of both rail and coach modes in an environment where car de
switch to public transport. For example, the most recent transport statistics show that in 2006, pu
just 13.4% of all trips to work9, implying major potential for taking trip share from the car

This thinking is counter-intuitive, and engagement with it is required in order to free policy-maki
argument is also a fallacy in that its logical conclusion must entail total closure of the rail network
Rail also has the following significant advantages:
3 times more energy efficient than rubber-tyre transport
Accounts for just 0.5% of total UK CO2 emissions10
Comfortable over long distances
Attractive to high-value business users
Adds significant sustainable transport capacity in a given corridor

Considerable scope for railfreight using latest in low-cost freight handling technologies

Enhancing the Network: Network Extension and Re-opening Programme

Fig 6 – NINE Outline Map
NINE encompasses the following nine towns / locations:
Londonderry
Strabane
Enniskillen
Omagh
Dungannon
Armagh
Newry
Portadown
Belfast International Airport (Aldergrove)

There is overlap at Derry with the cross-border NW Rail proposal which was made to both NI and
purposes of this proposal, the Strabane- Londonderry section of NINE is incorporated into the NW
with the proposed WRX (Western Rail Corridor Extension) scheme from Sligo to Letterkenny in th
document, though relevant documentation is available.

NINE in Detail
Enniskillen / Strabane to Omagh & Portadown

This forms the major part of the NINE proposal and involves approx. 87 route miles (140km appro

The work could be carried out in two phases, structured so that benefits and revenue (mainly from
Phase 1 – Portadown to Dungannon & Omagh to Strabane
Phase 2 – Dungannon to Omagh & Enniskillen to Omagh

Significantly, the combined mileage of Phase 1 (15 miles & 19 miles, giving a total of 34 miles), as w
½ miles), compares very favourably to the current Waverley Route re-opening project in Scotland
Corridor in the Republic (36 miles Ennis to Athenry).

In other words, a two-phase approach is eminently manageable and achievable given today's tec

Fig 7 - Suggested project breakdown (above ) with twelve work bases from which each railhead wo

Outline Cost-Benefit Analysis

It is not possible in this Submission to carry out detailed CBA; this must be left to Others. Instead
by the author and mentioned earlier. Derivation of this metric, which is based on environmental
2003, is given in Appendix II.
Defined Sections – Phase 1

Route Km

Total IB / Yr

Capital Cost

PORTADOWN – DUNGANNON

24

9,334,656

64,800,000

OMAGH - STRABANE

30

11,668,320

81,000,000

21,002,976

145,800,000

Phase 1 Total

Defined Sections – Phase 2

Route Km

Total IB / Yr

Capital Cost

DUNGANNON - OMAGH

43

16,724,592

116,100,000

ENNISKILLEN - OMAGH

41

15,946,704

110,700,000

32,671,296

226,800,000

Phase 2 Total

Indirect Benefit baseline 486,180 / Km / Yr = STG£ 388,944 / Km /Yr
Capital Cost baseline STG£ 2.7 million / Km, Exchange Rate 1 = £ 0.8

From the outline data used, it can be seen that Phase 1 of this NINE scheme could generate total a
annum approx. on a total estimated capital investment of £ 145.8 million, with recoupment sugge

Phase 2, using the same methodology, could generate estimated total benefits of £ 32.7 million pe
million, with suggested recoupment in a similar period.

These results point to a likely positive Net Present Value (NPV) in any detailed – and holistic – CB
services is also required, and the methodology assumes positive policy-based measures to encour
services to stations, etc.

It should be noted that the baseline capital investment per km figure used is based on closely corr
cost-per-km figure for the current Borders Rail re-opening project in Scotland. These yield figures
cost parameters have been used even though in this case the proposed scheme is intended entire

Finally, the project would have very important tourism benefits. Arguments regarding low popula
populations can increase significantly in the tourist season.

Engineering Feasibility
Mindset

The Portadown – Omagh – Enniskillen / Strabane proposal contains several engineering challeng
perceived "obstacles" to rail re-opening projects, such as bridge-building, land acquisition, etc. al
not negatively.

It is also important to recall that the engineering footprint of a single-track railway is relatively mi
construction project can often involve a "landtake" of up to 37m.

Great Northern Way, Omagh (Omagh Throughpass)

Far from impacting on this corridor through Omagh – which importantly follows the former railw
than compete with road traffic.

Working closely with Roads Service and Omagh District Council, careful design and engineering w
approach is vital, and indeed the engineering work could be put out to tender as a Design Compe
than a perceived "obstacle".

Fig 8 – Insertion of single-track railway into Omagh Throughpass (Dublin Road example) can be a
right of the photo, and behind the retaining wall extending out from the road bridge, with a new r
the retaining wall could be moved to the right and the visible road bridge extended. These are just
design stage.

Omagh Station

Consideration could be given to re-constructing the station in a triangular format, to permit throu
Portadown, additional to the Portadown – Derry main line. Alternatively, the junction could be re
rather than Derry as it had done in the past. Trains could thus run direct from Enniskillen to Porta
Londonderry changing at the station (preferably with cross-platform interchange). This could gen
Enniskillen – Portadown – Belfast, rather than Enniskillen – Derry as in the past.

Also, the station would not have to be in the precise location as formerly, and could be much mor
handling capability.

Fig 9 – The original Omagh station was located just north of the junction with the Enniskillen and
in a triangular format, allowing through running of services in all directions (centre). Alternatively
travelling from Enniskillen to Londonderry changing at the station. If the station was located in th
possible. Also, the station would not have to be located at the original site.

Dungannon Railway Park

Again, far from impacting on this popular amenity in Dungannon, reintroduction of the railway h
is immensely beneficial, and excellent design, as well as full participation by the local community
for all.

Other Challenges

Of course there are a great number of additional works that would have to be carried out, includin
Dungannon Tunnel, alignment severance, etc. etc. Again, the ruling mindset must be to tackle th

excellent track record in rail engineering achievement, through the Cross Harbour, Great Victoria
projects.

Portadown to Armagh

This NINE project restores rail services to Armagh, which was last served in 1957. The re-opening
loops instead of the double-track alignment as originally built.

With a large catchment, and significant commuting and local travel potential, this project would
business travel to this important historic town and commercial centre. Noting also that in time, c
sustainable journey patterns in the region – e.g., Armagh – Dungannon, Armagh – Omagh and Ar

Outline Cost-Benefit Analysis

The basic "scoring" method devised by the author and based on environmental and other savings
following outcome:
Section

Route Km

Total IB / Yr

Capital Cost

PORTADOWN – ARMAGH

17

6,612,048

45,900,000

Total

45,900,000

Indirect Benefit baseline 486,180 / Km / Yr = £ 388,944 / Km /Yr
Capital Cost baseline STG£ 2.7 million / Km

It can be seen that this NINE scheme could generate total annual benefits, conservatively estimat
investment of £ 45.9 million, with recoupment in a 7-year period.

This result points to a likely positive Net Present Value (NPV) in any detailed – and holistic - CBA
patronage of services is also required, and the methodology assumes positive policy-based measu
and bus services to stations, etc.

Goraghwood to Newry

Newry has suffered down the years through having its direct rail connection on the Goraghwood –
on the Belfast – Dublin mainline (formerly Bessbrook) is somewhat removed from the main urban
bus transfer service – this is a disincentive for those using the town centre for business and leisure
achieve significant modal shift to rail.

Importantly, this NINE project not only restores direct connection into the town centre – thus pr
rail mode – but even more beneficially allows frequent rail services to be extended from Portadown
that would occur if the current Newry station was used as a terminus for extended services into Be

A further great attraction is the very modest level of investment, relatively speaking, that would be
understood that Roads Service has built bridges over the former alignment in new road schemes t
Mourne Council.

Outline Cost-Benefit Analysis

The basic "scoring" method based on environmental and other savings calculated for the ROI Stra
Section

Route Km

Total IB / Yr

Capital Cost

GORAGHWOOD – NEWRY TOWN

6

2,333,644

16,200,000

Total

16,200,000

Indirect Benefit baseline 486,180 / Km / Yr = STG£ 388,944 / Km /Yr
Capital Cost baseline STG£ 2.7 million / Km

It can be seen that this NINE scheme could generate total annual benefits, conservatively estimat
investment of STG£ 16.2 million, and with recoupment again in 7 years.

This result points to a likely positive Net Present Value (NPV) in any detailed and holistic CBA tha

Belfast International Airport Rail Link

The final NINE project includes this much-sought-after facility. It is worth noting that convention
region of 10 million passengers a year to make a rail link viable is wrong, as it is based on enormou
Yet there is no reason whatsoever that a service could be provided at a far lower, yet high-quality,
currently employed by NI Railways and simple single-track working.

Rail Link Format & Interface with Circle Line Proposal

The easiest way to link the Airport to the main line network is via a short spur to the ex-NCC Lisb
to Antrim over this existing (though largely disused) line.

The attraction of this proposal is very low infrastructure and operating costs, with services shuttli
Antrim. At Antrim, passengers could go northwest to Ballymena, Coleraine and Derry, as well as s
very large potential catchment and customer base is surprisingly often overlooked in discussions
exploiting a very wide range of travel options for people using the Airport.

In the longer term, the rail link could very easily be absorbed into a circular rail service from Belfas
West and Bleach Green Junction (Fig 11, overleaf).

Fig 10 – Initial Belfast International Airport rail link uses Lisburn-Antrim line

Fig 11 – Airport link can later be incorporated into proposed Belfast Circle Line

Outline Cost-Benefit Analysis
The scoring method yields the following outcome:
Section

Route Km

Total IB / Yr

Capital Cost

BELFAST
Section INT. – ANTRIM

10
Route Km

3,889,440
Total IB / Yr

Total

27,000,000
Capital Cost
27,000,000

Indirect Benefit baseline 486,180 / Km / Yr = STG£ 388,944 / Km /Yr
Capital Cost baseline STG£ 2.7 million / Km

It can be seen that this NINE scheme could generate total annual benefits, conservatively estimat
investment of £ 27 million.

This result points to a likely positive Net Present Value (NPV) in any detailed and holistic CBA tha
the requirements of Belfast International Airport would likely mandate a far greater spend on stati
the project would come in at a greater cost than £ 27 million.
Even so, if the project were to cost say, 50% more, coming to £41 million approx., recoupment of
timeframe, which is still well within standard infrastructure recoupment periods.

NINE Projects Investment Summary

Total investment required for NINE, as well as estimated externality (indirect benefit) valuations f
NINE Project

Route Km

Total IB / Yr

Investment

PORTADOWN – DUNGANNON (1)

24

9,334,656

64,800,000

OMAGH – STRABANE (1)

30

11,668,320

81,000,000

DUNGANNON – OMAGH (2)

43

16,724,592

116,100,000

ENNISKILLEN – OMAGH (2)

41

15,946,704

110,700,000

PORTADOWN – ARMAGH

17

6,612,048

45,900,000

GORAGHWOOD – NEWRY TOWN

6

2,333,644

16,200,000

BELFAST INT. – ANTRIM

10

3,889,440

27,000,000

Network Enhancement Total

171

66,509,404

461,700,000

486,180 / Km / Yr x 0.8 = £ 388,944 / Km / Yr
Fig 12 – Table scoring total IB against proposed investment

NINE Population Levels Comparison

The population level table below shows how towns currently not served by rail, but listed for rail n
catchment areas significantly higher than other towns or even villages that are already served by N
Armagh

54,263*

(Unitary Authority Area)

Strabane

38,248*

(Do.)

Newry (Town)

33,433

Ballymena

28,717

Carrickfergus

27,201

Ballymoney

26,894*

Coleraine

24,089

Antrim

20,001

Omagh

19,910

Larne

18,228

Enniskillen

15,000

Holywood

12,037

Dungannon

10,983

Portrush

6,372

Whitehead

3,702

Moira

3,682

Castlerock

1,336

(Do.)

(Excluding Catchment)
(Do.; & Excl. Tourists)
(Do.)

The data also shows that increased seasonal population levels due to tourism must be taken into
gateway to Ulster's Lakelands, etc.

Note that the above table is based on limited access to population statistics. In any detailed analy
transitory population levels would have to be carried out in order to ascertain an accurate measur
passengers to the railhead via e.g. local feeder minibus services.

Northern Ireland Network Enhancement - Absolute Investment Level

A final consideration is the need to look at proposed investment in rail within the context of the c
2002-2012:

Fig 13 – Chart showing breakdown of planned expenditure in Regional Transportation Strategy 20

It can be seen from the chart that the intended total roads spend is 4.3 times that of rail. Taken wi
expenditure is consumed by roads, this highlights a significant imbalance that implies that enviro
appear to have been a consideration when the RTS was being drafted, despite what the main text
million from the intended roads budget to pay for NINE results in a re-balancing of the overall spe
curtailed to 49%:

Fig 14 – Re-balanced RTS spend to facilitate NINE

Summary

This Submission is not a Report or a study, but is designed rather to stimulate ideas and deb

The threat posed by climate change and peak oil is creating a powerful new economic cont
need for reductions in traffic congestion

NINE restores rail services to Strabane, Omagh, Enniskillen, Dungannon, Armagh and New
international Airport

Implementation of NINE is costed at £ 461.7 million and is estimated to generate annual be

NINE requires a positive engineering mindset and a willingness to take on inevitable challe

The outline economic analyses in this Submission confront the falseness of current models
density" fallacy

A return to Railfreight is now possible due to new Inter-modal and Minimodal technologies

Compiled by B. Guckian 6/5/2008
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10 Source: ATOC (Association of Train Operating Companies)
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Appendix I
Northern Ireland Rail Network Past & Present

NB – Detail maps are to be found in "Johnson's Atlas & Gazetteer of the Railways of Ireland", by St

Map from "Irish Railways Past and Present Volume 1" by Michael H.C. Baker,

Past & Present Publishing Ltd.; ? Michael H.C. Baker 1995

Appendix II
Derivation of IB Data

The IB data referred to in this report was derived from Booz Allen Hamilton's quantification of the
2003 and 2022. The 18 billion figure for the period stated by BAH in the Strategic Rail Review10 wa
Éireann network. The latter figure was metricated and used to divide into the BAH total indirect b
kilometre per year, as used herein[1] [2].

It's important to point out that the in situ route network figure included non-operational routes w
well as the operational ones. This was done intentionally, (a) to reflect the potential of the full ne
to start out with. This would have happened had the smaller, operational route mileage figure bee
leaves out very significant benefits accruing from balanced regional development, increased railfre
emissions.

These steps were done deliberately, to account for any variations in the IB figure per route kilome
possible, and could be used with confidence as a baseline figure, below the lowest level of variatio
365 yields a per-day benefit-per-kilometre of 1332 and dividing this further yields only 1.33 (£1.06)
baseline figure actually is. It is also vital to stress that variations in IB per km, like population dens
benefit, nor indeed to types of traffic (e.g. line sections with low benefits to passengers may have h
discount these factors.

Fig A – How the Baseline IB Figure was minimised to take account of possible variations in Indirec
[1] Inflation having been cancelled out on both sides of the investment / return equation
[2] Unadjusted, contemporary Sterling equivalent values were used in this document

The Committee for the Environment: Relevant extracts from the En
Change Report, 4 Decembe

IHT NI Branch - Submission on Climate Change to the Northern Ireland Ass

The Northern Ireland Branch of the Institution of Highways & Transportation welcomes the opp
Committee Inquiry into Climate Change.

We note that the Aim of the Inquiry is initially to understand the implications of climate change f
debate and scientific study into trends in 'climate change' locally and globally, we believe that it i
to those trends, actual or perceived. We also note the Committee's wish to make recommendatio
economic implications and identify suitable adaptation initiatives.

The Institution of Highways & Transportation is a learned society with over 11,500 members. It is
maintenance and operation of land-based transport systems and infrastructure.

IHT recognises that for transportation professionals the increase in the demand for transport rep
acknowledge and come to terms with the global impact of 'climate change'. For that reason, in N
Transport – the challenge for transport professionals' to contribute to professional practice and to
the consequential impacts of climate change. Our contribution to the Inquiry is based around the
Ireland's unique position within the United Kingdom. A copy of the Executive Summary and the

Climate Change and Sustainable Transport

Long-term road transport, powered by fossil fuel, is not sustainable. It is contributing to the deple
carbon dioxide. There is a need to address environmental impacts such as noxious emissions, noi
journey patterns. The transition to a sustainable transport system involves a combination of tech

However we accept for the needs of society and the economy of Northern Ireland good road infras
for the short to medium term.
We are alert to scientific evidence that has linked global warming with the increasing emission of

countries coming from transport. The fact that emissions from transport are increasing whilst em
relevance for the UK where transport related emissions represent about a quarter of the total prod

We also recognise the importance of a high performing transport system to the economic prospe
to the rest of the UK and to other European and world markets and destinations.

The Stern Review into the economics of climate change confirmed that emissions have been, and
the costs of reducing the emission of green house gases are substantially less than the costs of rep

Whether we believe in climate change or not, if we do nothing we may find that it will not be poss
acting now.

Emissions and transport

Emission of anthropomorphic greenhouse gases has raised the concentration of carbon dioxide in
revolution to 383 ppm in 2007. In the last century the global average temperature has increased by
about 1.4°C . Emission of carbon dioxide is rising in many countries, though in EU27 it is falling.

In the United Kingdom, production of public electricity and heat is responsible for 31% of total em
traffic 12.7% in 2005. Industry, households and services each produce about 15% of total emission

Emission of carbon dioxide from all car traffic was almost constant between 1993 and 2003, and is
in service is improving faster than traffic is growing. Carbon dioxide emissions from road traffic ar
transport.

1. Managing Demand
Planning Policies

It is essential that planning polices and residential standards are reviewed to ensure they work wi
developments. Sustaining integrated urban and suburban living patterns will become even more
Reducing the need to travel will not be just an environmentalist objective, but it will become one
an increasing role in choices about where to buy a house or where to seek work.

It is essential that reviews of the RDS and RTS provide for on-going strategic assessment of infrast
peak oil and the sustainable transport.

Policies must be strengthened to require contributions which can secure wider sustainable transp
pump priming for bus service enhancements.

Demand for travel can be affected by measures that rely on persuasion and by measures that deter
car are available, soft measures can be more effective than is appreciated by most transport plann

The Retail Sector and Freight Transportation

Retail activity has changed over the past 20 years and retailers are continuing to adapt to the chan
change and as local and national government policies are changed and introduced. Key drivers fo

Transport therefore plays a significant role either directly or indirectly in the future success of reta
Current trends suggest that e-shopping will become increasingly popular over the coming years,
may change the type of trips that are made, with greater numbers of home deliveries.

?In the UK, agriculture and food accounts for nearly 30% of goods transported by road and food m
accounted for 25% of all HGV vehicle kilometres in the UK. Of imported produce, 95% of the fruit
amount of food being flown into the UK doubled in the 1990s. The direct environmental, social an
and are dominated by congestion.

In addition to the reliance factor of UK imported produce, the wider implications of the unsustain
and global levels..

In the planning and assessment of proposed new retail and shopping outlets, which includes the
the accessibility and servicing by sustainable forms of transport such as good public transport, wa

The introduction of effective traffic and parking management policies and improvements to publ
implemented effectively, travel around urban areas should be more efficient for consumers and th
important to understand the value that consumers place upon time and that congestion is a majo

Northern Ireland is almost 100% dependant on road transport for the movement of freight. Fuel c
mileage by goods vehicles has increased. The fastest growth has been for light vans, followed by a
consumption of individual HGVs has not increased, and remains steady at about 7 or 8 miles per g
Freight distribution is a wholly commercial activity. The cost of fuel in 2008 was about 30% of the
reasonable price to reduce the amount of fuel used will be done for commercial reasons.

The total mileage by vans has increased because of the steady increase in the economic activities
by service engineers and tradesmen of all kinds. About a quarter of the total tonnage of UK domes
exports. Empty running of HGVs for particular commodities has reduced slightly, particularly for t
are small.

Reducing the distances that goods are moved would require major changes in the supply chains a
not impossible, although supply chains, distribution arrangements and depot locations have bee

?Improved operation management leading to the better utilisation of goods vehicles can reduce e

?While pilot projects in the food distribution industry in GB have shown that long-distance road f
restricted rail network in Ireland limits the opportunities although we recommend that opportun

2. Changing Behaviour
Travel Behaviour and Effectiveness of Smarter Choices

Since the realisation that the philosophy of 'predict and provide', to keep pace with traffic growth
professionals has emerged to consider alternative strategies and apply innovative measures to ma
achieve sustainable objectives and project the existence of convenient, affordable and healthier a
options, timely information about travel opportunities, better marketing, advertising and good im
professionals. It is therefore considered appropriate for transport professionals to take the initiati

promote such communication schemes.

While personal travel planning projects have demonstrated effective outcomes based upon area-w
work by building upon existing networks and communication channels. Appropriate opportunit
when individuals may be most likely to deliberate about travel behaviour and break established ha
for a new job, obtaining an over-60 public transport pass and changes in public transport provisio

Travel plans should be developed to deal with different types of situations including school, hosp
the impact of new developments on local traffic and infrastructure to improve accessibility. Such
developments and implemented using the guidance provided by DfT.

Accessibility and Social Equity
The Promotion of Walking and Cycling Journeys
Walking and cycling have strong contributions to make in creating sustainable places, increasing
individual fitness and well-being, and reducing the environmental impact of transport.
Survey findings found that around a third of people would walk and cycle more if the facilities on
encourage walkers and cyclists, such as safe walking routes, better maintained footpaths, off road
might encourage more people to cycle and walk.

Measures to promote and develop walking and cycling should take high priority for investment in
significant savings in relation to health, pollution and congestion and strongly contributes to crea
neighbourhood cohesion.

Better use of Existing Networks

To facilitate and achieve better use of existing networks has been a particular objective since the r
growth was unsustainable.

The agenda must now extend from reducing congestion to the complementary and real need to s
Innovative measures must be pursued with consideration of Traffic Demand Measures first, ahead

Better use of existing transport networks can also be achieved by the promotion of publicity camp
behaviour for improvements in lane discipline.

Public Transport Quality, Accessibility and Integration

It is accepted that public transport cannot be a substitute for many journeys – particularly those i
As pressure increases for more sustainable transport, whether this arises from reduced availability
rationing to limit climate change, then public transport will have an increasingly crucial role to p
many of our communities. We should therefore be striving for a high volume, high quality public t
we are to meet the challenges of future mobility.

The quality and quantity of public transport can be genuinely enhanced with greater innovation,
heart of local transport policy and practice.

If more people are to be persuaded to travel by public transport from choice, it is essential that th
simplicity of use will need to outweigh the quality and comfort standards supplied by car manufac

Treating people with dignity and respect is a key aspect of a fair and just society and it is importan
recruitment, training and promotion. It will also be an advantage if transport staff treat passenger
similar courtesy.

Road User Charging and Parking Demand Management

Road User Charging is not a new concept but the delivery of such an approach remains controver
the ability to influence choices of travel, aiming to reduce demand on the existing highway netwo
revenue for the promotion and development of alternative modes. If they are to be successful, act
schemes, counteracting the opinions generated through negative press coverage.

Car parking demand management measures have the possibility to significantly influence modal
congestion to other areas. As with road user charging, parking control measures can also provide
therefore also considered important to ensure that these positive aspects of schemes are promote

Road user charging has an important role to play in an integrated and equitable transport networ
to promote such schemes need to be well prepared and that the benefits in terms of reduced cong
clearly demonstratable

3. Technology and Safety
Vehicle Efficiency and Alternative Fuels

The fuel economy of cars has improved by about 24% since 1997, and there is no reason this impr
car fleet, including 4 x 4s and MPVs, is reported to have only improved by 6% since 1993, although
since 1993, despite a 15% increase in car traffic. One reason for the relatively small reported impro
vehicles on normal roads, as these have poor fuel consumption.

The fuel consumption of goods vehicles is being reduced, but the scope for savings is less than for

Alternative electric propulsion is in an early stage, mainly because of the need for development of
to electric propulsion, but this will only reduce carbon emissions when electricity generation bec

The benefits of alternative fuels, other than hydrogen, which is in a very early stage of developmen
and possible adverse impacts on land-use and food production. However, even if the first generat
more carbon over their life-cycle as conventional fuels, the second-generation fuels are expected t
emissions and result in a net benefit.

Driver training has been shown to achieve a 10% reduction in fuel consumption (SAFED, a one-d
produce a typical reduction in fuel consumption of 10%).

Alternative electric propulsion is in an early development stage, mainly because of the need for de
considered for urban area use. Road transport must ultimately move to electric propulsion but thi
becomes much less carbon intensive.

The description of Bio-fuels as a single category is over-simplistic. Some bio-fuels offer real saving
adverse environmental effects. Others offer little or no saving in carbon emissions and have large
the benefits of different bio-fuels separately and promote those that are truly sustainable.

Changes required in Engineering Design Standards and Material Specification

The response to the impact of severe meteorological events must be high on the agenda for engin
wider causes of climate change.

The need to reduce the demand on natural resources where possible and particularly that of finite
Such uses of asphalt, bitumen and tar binders in pavement construction represent important ma
alternative suitable materials and the maintenance of progress in the use of recycling in pavemen
whole-life costing.

The key issues of higher temperatures and drought with associated events of flooding, wind and s
safety, durability, and sustainability in order to prepare for these forecast changes and resultant 's

Considerations should include the early identification of high-risk infrastructure with particular re
to consider such severe events and their impact on road pavements, permanent ways, bridges, cu

Design criteria for future infrastructure developments should consider how to withstand such fore
reservoirs below car parks, storm overflow culverts below estate road networks and using urban ro

The implications for drainage systems and design assessments indicate a clear need to audit curre
Environment Agency guidance suggests an allowance for Climate Change of 20% contingency, th

The impact of climate change, with global warming on pavement design and materials specificat
expected temperatures and its effect on asphalt and concrete layer performance and higher moist
storm events.

Asphalt mix modification such as aggregate grading, voids content and binder content can be con
example, in France, cold, hot, wet and dry climatic conditions are considered according to projec
of the world that can inform materials choices for the future conditions expected for the UK.

Safety

While this Inquiry is related to Climate Change we believe that regard must not be lost for the safe
affect transport performance must to ensure that publicity and education programmes continue t
it

4. Administration and Finance

The current economic outlook with uncertain housing market conditions, lack of liquidity, fuel an
budget and medium term financial planning is necessary. In view of the trends being identified in
that will occur if insufficient or inappropriate action is taken, bold decisions are required on inves
slow down or reverse trends.

Fiscal Instruments on Road Transport

Although the increasing cost of fuel tends to increase the perception that the costs of motoring h
Should fuel costs stabilise, it is likely that any short-term behaviour change will lose momentum.
circulation would have a much stronger and longer-lasting influence.

In assessing the application of motoring taxation, the evidence indicates that in real terms the co
well behind the overall increase in the cost of living over the same period and it could be argued th
impact of motoring through fiscal instruments. However, based on recent experience, there is als
decision makers, to use all the available evidence, to effect better understanding, need and accept

This is particularly important at a time when society is beginning to assess the global impact of 'c
casualties from road collisions already being seen as unsustainable.

In future, fiscal instruments will need to cover a range of national, local and sector-specific measu
measures are currently progressing but in order to achieve maximum benefits, their progress shou
progress needs to be stronger.

Additional measures, which will complement integrated transport policies, should consider the i
Parking Levies, Business Improvement Districts or changing the basis of calculating Domestic an
accessible locations and so counterbalance potential effects of road user charge in such places.

It may also be beneficial to promote and achieve sustainable travel benefits through the introduct
that reduce travel demands and using more environmentally friendly travel modes. Some measur
Plans, but much more could be achieved in adopting this approach.

5. Alternative energy sources

As global fossil fuel sources become further depleted the need to replace them with sustainable so
source for many decades but in NI has been largely dependant on fossil fuels although the interco
met by nuclear generation. It may be years before NI's road based transport can be refocused on a
fuels for much of our energy demand must be replaced by development of alternative and sustaina

NI, with extensive rural countryside, long coastline and situation on the edge of the Atlantic Ocea
from wind and water as well as managed cultivation of crops for bio fuels or as fuel for power gene
policies and economic support packages.

As waste disposal is also a major transportation and environmental problem for Ireland generally
power and heat generation plants fuelled by waste.

6. Conclusions

Highways and transportation professionals recognise that their industry has an impact on the en
and seek to minimise and mitigate the negative impacts while maximising the positive impacts.

The IHT believes that it is essential for Ireland, both North and South, to become more self suffici

Freight movement, on which much of our economy depends, is totally road based within NI. If tr
minimised there needs to be an ongoing investment in both transport infrastructure and transpo
goods and people.

Most importantly there is need for behavioural change. The climate change message needs to be
public duty to adapt and mitigate the impact of their desire to travel. Many areas including energy
alternative modes of transport all should be part of the behaviour change agenda. Leadership and
Potentially unpopular decisions will have to be taken if unsustainable trends are to be reversed.

The investment to date in transport must now be underpinned by the RDS and RTS reviews to en
the investment in Public transport set out in the BMTP and reinforced by the DRD Minister's pub
system for the Belfast urban area will offer an alternative to car travel and, with the help of investm
,encourage the public to use public transport and so reduce CO2 emissions.

Road user charging/pricing has potential to contribute to a reduction in CO2 emissions and must
investment in public transport. 60% of people in the GB prefer Road User Charging to car tax. ( IC
( IHT )

Failure to maintain our road infrastructure to serviceable standards will be a significant issue in ter
unsafe conditions and damages vehicles, all of which increases costs on the economy. Reconstru
requires more materials, fuel etc and could have a significant detrimental impact on our environm

Greater priority needs to be given to development of sustainable renewable energy sources in Irela
source, is essential and will require strategic planning and bold decisions.

IHT Northern Ireland Branch March 2009

Preamble

The independent members of the Northern Ireland Cycling Forum Board welcome the opportun

The NI Cycling Forum Board oversees the implementation of the NI Cycling Strategy. Membersh
Development, Government Agencies, Local Councils and non-governmental cycling organizatio
The Forum's independent members hold posts on the Forum on a voluntary, unpaid basis.

The short response time to the consultation constrained our ability to produce an in depth comp
present further to the committee if the committee considers it advantageous

Terms of Reference for the Inquiry

To identify initial commitments for Northern Ireland that will ensure it plays a fair an
change targets.

The UK government has, by way of the Climate Change Act, made a commitment to the reductio
baseline. To meet this ambitious target it is vital that all countries of the UK fully contribute with e

Current transport activities and policies within NI are not enabling reductions in carbon emission
from the sector by 2050. To compound problems NI road surface transport system is nearly 100%
amount of NI's annual wealth is consumed by payment for fossil fuel. The Royal Commission on
and workable method of implementing carbon reduction was to allocate carbon emission quotas
expected to converge towards over 50 to 100 years

It is vital that there is a committment to reduce net carbon emissions from Northern Ireland's tra
providing sufficient investment to make low carbon travel a reality for people.

To consider the necessary actions and a route map for each significant sector in Northern Ireland
public sector etc)

Specific areas of action should include:

Reducing work-related and shopping car travel. Making big cuts in car commuting and shopping
shopping related travel accounts for over 44% of all adult journeys in NI[1]. People are taking long
business car trips are single occupancy journeys[2]. Travel plans should be promoted to businesse

Reducing journey lengths and transfer short car journeys to walking and cycling. People are travel
work. Car journeys less than five miles account for 20% of UK passenger transport CO2 – shifting s
obesity and improve health too. In NI 63% of all journeys are less than 5 miles[3] (a 30 minute bike
settlement[4]

By introducing a 'Carbon Reduction Fund' for transport open to Districts, transport operat
revenue funding for initiatives to improve walking and cycling would be reality.

Increasing public transport trips to enable people to have a real travel choice. Key to impro
bus and train services in addition to delivering on small scale upgrades to services and infra
to-door ticketing would make door to door journeys attractive to car users.

Reducing the transport carbon impact of rural homes by introducing a carbon tax on nonag
carbon cost associated with their dependence on private motorised transport and a carbon
shopping centres and other car dependent attractors
The recent economic report into carbon reduction by Lord Turner[5] suggests
"Lifestyle-change (e.g. substituting cycling for driving on short trips) will reduce energy consump
towards less energy intensive goods and services. This will have no significant impact on GDP"

The Campaign for Better Transport recently published a report[6] which shows how to reduce ca
of transport policies mostly extensions of current practices building on past successes.

To identify the costs associated with meeting these obligations and compare them with the costs

We look to informed expert knowledge for carbon cost mechanisms and the implication of the co
carbon and air quality already cost NI society nearly one billion pounds per annum through obesi
budgeting around 1% GDP

The Carbon Trust[8] estimates annual cost of carbon reduction in NI through to 2030 between £25
Assembly

To identify a formal cost effective mechanism for assessing the potential impact of new policies o
Assessments/Rural Proofing)

We look to informed expert knowledge on these issues and note that the Energy Saving Trust show
Will the principle polluter pays hold true?

To make recommendations for appropriate targets/actions that could be included in the new Nor

We suggest targets could include the number of children cycling and walking to school. The reduc
the dependence of the Health Service on private motorised transport. Reducing the annual distan
patronage

To make recommendations on a public service agreement for the DOE Climate Change Unit's co
ensure Northern Ireland will meet its climate change obligations.

The public service agreement must include a targeted and measured reduction in GHGs arising fro
employees travel to various government buildings. The current Regional Development and Trans
strategies that implement sustainability as measured by the ever increasing rates of GHG emission
emissions from transport and measures outlined how to make this happen. There is an opportun
Transportation Strategy.
To consider what secondary legislation raising powers within the UK Climate Change Act would
Change Act.

Adapt the legislation of local taxation and rating to allow for the carbon taxation of emissions asso

To express views on if and how the Assembly might conduct more effective scrutiny of climate ch

Climate change science robustly demonstrates that climate change is happening. If the anthropo
of NI's current generation of young children will be seriously compromised. The Assembly is oblig
household of GHG emissions in the U[10]
The Assembly must give teeth and resources to scrutiny on a regular and searching basis

According to the Met Office, in their 2007 Report 'Together: Make a difference to your climate with
affected as a result of the effects of climate change. Prolonged high temperatures caused by climat
buckle, creating delays and disruption. Railways would be threatened with wetter UK winters, gre

It is essential that mitigating climate change be a priority for the Assembly but in addition that wo
climate change on our transport networks. Research should be undertaken on adapting materials
together with a full assessment of how to manage the risk from climate change to its roads, walkin
[1] Travel Survey for NI 2005-2007 Dept for Regional Development
[2] Campaign for Better Transport
[3] Travel Survey for NI 2005-2007 Dept for Regional Development
[4] Rural Settlement Patterns and Access to development land: Developing the Evidence base

[5] Building a low Carbon Economy http://hmccc.s3.amazonaws.com/pdf/TSO-ClimateChange

[6] Shrinking Carbon Improving Lives – A plan for reaching Climate Change Goals, Campaign for
http://www.bettertransport.org.uk/system/files/Low_carbon_companion_report_0.pdf

[7] NI population is the least active most obese population in the UK. Obesity costs in NI are£500

[8] Carbon Trust Northern Ireland Vision Study for NI published 2005 http://www.carbontrust.co
[9] GHG - Green House Gas
[10] Green Barometer Three Energy Saving Trust November 2007

Committee on Climate Change,
Area 7B,
3-8 Whitehall Place,
London SW1A 2HH
T: +44 (0)207 270 1916
F: +44 (0)207 270 8309
E: enquiries@theccc.gsi.gov.uk
Web: www.theccc.org.uk

Terms of Reference

a. To identify initial commitments for Northern Ireland that will ensure it plays a fair a
change targets.

To meet the obligations laid out in the Climate Change Act (2008) the Committee on Climate Cha
in its inaugural report "Building a low carbon economy – the UK's contribution to tackling climat
greenhouse gases (GHGs), as defined in the Kyoto basket, and exclude emissions from internation
internationally. The UK budgets imply a reduction in emissions of 31% against 2005 levels by 2020
reduction required in the interim. The Committee advised that no limit was required on purchase
should be strictly limited in the Interim budgets to ensure a minimum level of domestic effort.

This advice did not specify precisely how budgets should be met, either at a sectoral or regional le
reflect the costliness of emissions reductions, the actions required on the path to an 80% reductio
to unlock emissions reductions.

The Committee has made an initial assessment of Northern Ireland's share of abatement opportu
million tonnes of carbon dioxide equivalent (CO2e) of abatement potential in Northern Ireland in

Emissions from buildings and industry could be reduced by up to 1 MtCO2 in 2020 by using

More efficient vehicles and new transport fuels could deliver reductions of up to 1 MtCO2 in

Emissions from agriculture, land use and forestry and waste management sectors could be r

Given the indicative nature of the analysis for Northern Ireland to date, the Committee recomme
change targets in Northern Ireland. However, the Committee's work to date highlights that there
Ireland.

The Committee also notes that the Climate Change Act 2008 does not require commitments to be
budgets.

b. To consider the necessary actions and a route map for each significant sector in Nort
business, domestic, public sector etc)

The Committee has not yet advised on the precise sectoral contributions or necessary actions req
parliament, to be provided in September 2009, the Committee's focus will be to set out a UK level
can be monitored.

A key component will be to develop a set of leading indicators to drive forward the emissions redu
low carbon economy. There will be four levels of indicators:
Sectoral emissions – recent, current and projected

Drivers of sectoral emissions (e.g. average g/kWh for power generation, energy demand, g/k

Actions required (e.g. renewables capacity added, number of houses insulated, number of e

Policy frameworks required to drive required actions (e.g. package to support energy efficien

The Committee is not currently in a position to advise on necessary actions or a sectoral road map
report will provide an appropriate framework around which to base an approach for Northern Ire

c. To identify the costs associated with meeting these obligations and compare them w

The Committee estimates the UK macroeconomic impact of meeting carbon budgets in 2020 wou
expected to cost around 1-2% of GDP in the UK, or 1-3% of GDP globally.

The Committee believes that this cost is affordable and necessary if larger climate change costs an
The Committee has not estimated the macroeconomic impact in Northern Ireland.

d. To identify a formal cost effective mechanism for assessing the potential impact of n
Regulatory Impact Assessments/Rural Proofing)
Not covered by CCC's analysis

e. To make recommendations for appropriate targets/actions that could be included in
Implementation Plan.
See response to 'b'.

f. To make recommendations on a public service agreement for the DOE Climate Chan
Government that will ensure Northern Ireland will meet its climate change obligation
Not covered by CCC's analysis

g. To consider what secondary legislation raising powers within the UK Climate Chang
to the UK Climate Change Bill.
Not covered by CCC's analysis

h. To express views on if and how the Assembly might conduct more effective scrutiny o
departments.
Not covered by CCC's analysis

Relevant Extract from IOD submission
Aviation's inclusion in the EU emissions trading scheme

Setting a carbon price – either by means of taxes or via an emissions trading scheme – allows envi
without favourable or unfavourable treatment in relation to other sources of carbon emissions. Th
taxes, and changes in the level of taxes may have to be made regularly and frequently. Decisions o
influences. In the case of aviation, it is not clear which authority within the EU would determine
happen to the revenues raised. To be effective, a carbon taxation regime would have to be impose
about the implicit loss of sovereignty and re-awakening fears about EU-wide tax harmonisation.

There are therefore merits in the inclusion of aviation within the EU's emissions trading scheme.
come to be regarded as an easy option for the aviation industry. This perception does not stand u
none of the laxity of phase 1, airlines will have to pay heavily for their right to pollute. And the gre

Some have expressed fears that the growth in air travel will cause aviation to infect other industrie
instance, the Tyndall Centre17 estimates that unconstrained growth in air travel could account fo
practice, this phenomenon would appear in the form of sharply higher permit prices within the E
the economy. It would also increase the cost of flying enormously.

These fears are probably exaggerated. In reality, prices would be pushed up more gradually over a
performance through new technology and fuel efficiencies. By raising permit prices for other sect
them to invest in low carbon technologies. Airlines face greater difficulty in finding alternatives to
their own pollution.

Attempts to stigmatise air travel are therefore misplaced, and contrary to the principles of intellig
way as any other environmentally damaging activity, and pay its full environmental costs – no mo

Policies that are aimed explicitly at reducing the growth of air travel in its own right have not been
economy and society's general wellbeing.

An optimal policy framework would seek to bear down on total greenhouse gas emissions regardle
reductions should be allocated to different activities. The market – if supported by policies to ensu
best placed to do this, making full allowance for consumers' preferences, and the different margin
particular activities such as air travel to bear the brunt of emissions reductions will only increase t
reduction in pollution.

Relevant Extract from Carbon Trust Submission
Developing a low carbon economy by 2050

A low carbon economy in Northern Ireland is likely to be powered by a balanced mix of renewable
from the UK mainland. Cultural attitudes will have been transformed such that sustainability is at

Other prominent features of this 'vision' of the future that will help to ensure the RCEP's recomm
The development of zero carbon-emission homes, offices, factories and vehicles
Integrated retail and business parks that minimise energy use and optimise travel
An efficient and affordable integrated public transport infrastructure
Extensive exploitation of indigenous renewable energy resources.

Hydrogen (see Box C) and biomass fuels (see Box D) will play an important role in the developme
production of alternative fuel vehicles will depend on the progress of fuel cell research programm
member states adopt targets for the use of low emission vehicles. Nevertheless, the abundance of
well placed to exploit these new technologies as they become available.

Box C: Hydrogen: the key to clean, zero emission vehicles?

Hydrogen looks likely to play a key role in future low carbon energy systems, as an energy carrier o
applications as fuelcell powered vehicles and small-scale domestic combined heat and power (CH

Hydrogen-fuelled vehicles generate no carbon emissions at the point of use, and hence most expe
diesel-driven vehicles. As a result, multi-billion dollar research programmes are underway in the U
production and use in consumer vehicles, and to produce safe and cost-effective hydrogen produ

Hydrogen can be produced from a range of sources including fossil fuels, biomass and waste produ
possibility of generating hydrogen from renewable energy and the widespread use of 'zero emissio

The development costs of a hydrogen generation, storage and distribution infrastructure are high
potential alternatives such as carbon dioxide capture and storage technology. However, because o
to pilot the technology prior to its wider use.
A number of countries are building demonstration-scale hydrogen generation and storage plants
the technologies involved to be assessed. For example, Iceland has set itself the goal of developin
are underway in Hawaii and Norway.

These countries are able to use low-cost electricity from hydro and geothermal schemes to genera
resources are much more expensive to develop (see Box G). Nevertheless, Northern Ireland could
transport fleets such as buses and taxis.

Underpinning this vision is the assumption that a more rational use will be made of energy resou
gas reserves, but also by the widespread adoption of energy efficiency measures and more sustaina

While implementing the necessary changes to realise our vision will be challenging, they should e
Northern Ireland by 2050, growing at rate of 2.5% per year, with average incomes close to the UK a

Unemployment should still be low, with a strongly growing service sector and a prosperous manu
environmental technology.

Although there will have been a shift towards higher technology manufacturing, the agriculture a

Box D: Bio-energy for transport and heating applications

Alongside hydrogen produced from renewable energy, the use of bio-energy made from biomass i
vehicles. Northern Ireland is rich in sources of biomass such as farm wastes and forestry residues b
of bioethanol and biodiesel. These biofuels can also be blended with fossil fuels to produce lower

Biofuels could also be used for large-scale power generation, in CHP schemes in industry and buil

Northern Ireland has the potential to produce enough bio-energy to satisfy at least 5% of its energ
many jobs in rural areas. Its development could also have a positive environmental impact where
biodiversity is maintained by growing native species.

The energy markets in Northern Ireland are also more favourable to the use of biomass than in ma
gas and Northern Ireland's essentially rural character. There is also growing enthusiasm for the de
firing of wood and energy crops with coal at the Kilroot power station is also a short-term option t
the longer term, however, the main markets for bio-energy are likely to be domestic and process h

The successful development of local bio-energy resources will require substantial Government sup
infrastructure for collecting, processing and transporting biomass will be required. Support will al
awareness of the environmental benefits of

Relevant Extract from RSPB Submisison
Transport

Surface transport also sees very deep emissions reductions, albeit more slowly than in the electric

In the Anderson model, the transport sector starts significant decarbonisation only after 2015. Fir
transport and in aviation.

In aviation, they make up a third of fuel used by 2050. However, hydrogen 26 also plays a substant
by 2050.

In the MARKAL-MACRO model, road transport also sees a major restructuring, with a move to mu
hybrids in vans and buses. Biodiesel use (especially second-generation biodiesel27) begins to take
diesel has been largely phased out (Figure 5).

However, there are limits to the use of first-generation biofuels in cars, with biodiesel and methan
equivalent), or around 17% of current car fuel use. But by 2030 'Fischer-Tropsch' diesel, a second g
emerging as the most important fuel in the mix for cars. By 2050, 70% of fuel used in cars is F-T die

The heavy goods vehicle fleet converts to hydrogen (mainly from electrolysis from zero carbon ele
currently accounts for 60% of energy use in rail) to electricity. Despite more efficient vehicles, ove
the economy continues to rise.

Air transport is the least transformed sector, with the least low carbon fuel substitution (none at a
continues to be used. However, a combination of increased fuel efficiency and the deep decarbon
(30% over current levels in the MARKAL-MACRO model) is still possible.

The Department of Agriculture and Rural Develo

Rural Policy Division
Room 405
Dundonald House
Upper Newtownards Road
Belfast
BT4 3SB
Committee Clerk
Regional Development Committee
Parliament Buildings. 11 December 2009
Dear

Regional Development Committees Sustainable Transport Inquiry

Thank you for your letter which was forwarded to DARD by the Agriculture and Rural Developmen
Minister Gildernew has a particular interest in the sustainability of transport in rural areas. Transp
isolation, particularly in rural areas where this is a key concern for the elderly. Isolation is also a bi

You will be aware that DARD is leading on the development of an Executive wide Rural White Pap
can take to address the needs of rural communities and ultimately help to ensure the sustainabilit
that will help people living in rural areas. One of the key issues coming out of the stakeholder wor
impact on many other services.

DARD has been working closely with the Department for Regional Development (DRD) on rural t
recently announced the introduction of two new rural transport schemes, Dial-a-Lift and the Assi
to help meet the transport needs of rural dwellers.

This demonstrates DARD's commitment to rural areas and a working partnership with DRD to be
exclusion and isolation which have a greater impact in rural areas.

I welcome your engagement with groups representing rural communities on this important issue
considered as part of your remit.

I have copied this letter to Paul Carlisle, Clerk to the Committee for Agriculture and Rural Develop

Chartered institute of Logistics and Transp

Inquiry Into
Sustainable Transport Respo
By
The Chartered Institute of Log
and Transport (UK)

Northern Ireland Region
a. To explore and clarify the social, environmental and economic aspects of s
Social aspects of sustainable transport

Effective and efficient transport provide opportunities for all people to feel included in society, wi
opportunities as well as offering ccess to essential facilities. It is essential that a sustainable transp

However, in order to provide effective and efficient transport if will be necessary for the National &
impact of private car usage and positively discriminate towards public transport.

For public transport to compete with the private car it will be necessary to invest more heavily in
express bus services; urban arterial services and door-to-door accessible transport; and school tran
young to old.

Walking and cycling cannot be overlooked as essential forms of short-range travel and have a num
Strengthening the Immune system
Muscle development
Strengthening the skeletal system
Preventing spinal diseases and back pains
Improving Joint protection
Improving Balance and equilibrium
Decreasing Mental stress
Increasing Oxygen and circulation
Reducing Heart and cardiovascular diseases
Reducing Body weight, adiposity and obesity
Reducing Body fat and hypercholesterol
Lowering Blood pressure
Reducing Cancer risk
Increasing Stamina

Environmental aspects of sustainable transport

Transport is undoubtedly one of the largest man-made contributors to global warming and climat
change has set a benchmark for climate change impacts. According to Stern 57% of emissions are
industry and that 14% is directly attributable to Transport.[2]

Three-quarters of these emissions are from road transport, while aviation accounts for around one
efficiency of transport varies widely between countries, with average efficiency in the USA being a
emissions from transport are expected to more than double in the period to 2050, making it the se

aviation are expected to grow by over three-fold in the period to 2050, making it among the fastest
warming effects of aviation emissions, aviation is expected to account for 5% of the total warming

The fastest growing sectors are driven by growth in demand for transport. The second fastest sour
three-fold over the same period. Fugitive emissions are expected to increase over four-fold in the p
from gas and coal, mostly for use in the transport sector.

Stern believes that the need for action is urgent: demand for energy and transportation is growing
countries are also due to renew a significant proportion of capital stock. For example, the rate of g
is following closely behind. The development of the Tata Nano will bring private motoring closer

Stern believes that "there may be 'win-win' opportunities (for example, congestion charging may
time for motorists and bus users). But some demand-reduction measures may conflict with other
could lead to social exclusion, especially in rural areas.

Economic aspects of sustainable transport
Movement of Goods

The movement of goods by road remains of vital economic importance to Ireland and there will b
to the short distances from port to final destination and a lack of alternative infrastructure. Moder
Time' deliveries are dependent on efficient and fast moving freight carried by road.

Rail freight in Northern Ireland has ceased to be an option for the moving of bulk material and is u
could provide for the efficient movement of bulk goods such as short sea and coastal shipping and
research by the Department of Regional Development.

A specific target to reduce energy consumption and emissions from the road freight sector is need
competitiveness. There is a consensus from the Logistics sector that more needs to be done to ma
introduce more business sustainability into the marked, however more research needs to be done
established. The freight industry has a commercial imperative to improve efficiency, which has en
of double-deck trailers and other flexible trailer designs.

The use of sustainable transport systems, despite a considerable initial investment in the early ye
on oil and greater use of carbon neutral, or locally produced sustainable energy, will lead to a more
Reduced car usage will also lead to less congestion and less demand for road construction.

b. To identify the policies, attitudes and technologies likely to underpin a mo
Ireland; and

The move from a car-dependent society to a more sustainable environment will require a painful
happen overnight there are a number of measures that can be implemented or promoted that red
example:

Car clubs

Car sharing is being promoted by the Department for Transport and local authorities in GB as a va

operated car clubs have a role to play in that, with research claiming that every car club vehicle ha
Department for Transport research indicates that car clubs are likely to grow in number and size;
and land-use planning objectives, particularly in urban areas with parking restraints and good pu

Car clubs work where there is a combination of high density housing, good public transport and c
90% of their trips and then use a car club vehicle for exceptional journeys. According to TfL: Car c
road, reducing congestion and pollution, and easing pressures on parking….The car club system
that a lot of people have given up their cars in favour of the car club.[3]

A car club gives people the choice of a fleet of vehicles parked in their neighbourhood and gives th
fixed costs of individual car ownership. Car club members are able to mix and match their travel, u
transport or cycling or walking at other times. A number of commercial car clubs now operate aro
enterprise clubs. Members of a car club usually pay an annual fee of between £100 and £200 plus a
for members is usually less than that of buying and running a car. Membership of a car club may a

Car sharing

The term 'car sharing' refers to two or more people travelling together by car for all or part of a trip
and the other(s) usually make a contribution towards fuel costs. Car sharing may be formal, via an
colleagues travelling to work together. Formal schemes will match people who register with othe
help people find someone to share a one-off car journey. Informal schemes operate on a more ad
be very effective. The best–developed schemes are targeted at the daily commute. Such schemes m
different employers in the same area. Car sharing can also operate for parents taking children to a
Evidence of informal car-sharing can be seen at major junctions along the Truck Road network in

Companies may introduce schemes and promote them to their staff, for example as part of a work
employees to reduce their travel costs. Local authorities can promote car sharing across an entire

Renewable fuels

The search for alternative fuel sources has been well documented elsewhere. Needless to say the L
Examples of the industry playing its part in developing alternative sources are Virgin Atlantic Airli
Biofuels. The use of alternative fuelled vehicles is not unusual in Northern Ireland with DHL oper
vans by B9 Energy based in Millbrook.

Bus Rapid Transit

Bus Rapid Transit (BRT) is an exciting innovation in public transport and is about developing an
affordable and quick. BRT will provide passengers with a new fleet of vehicles that will have comfo
quality stops and waiting areas will be provided along with more options for purchasing tickets be
bus will arrive thanks to Real Time Passenger Information).

BRT is a merging of Light Rail and Guided Bus systems that allow passengers the level of service of
based package.

An Inconvenient Truck[6]

The CILT(UK) published a report in 2009 to provide a practical guide to help freight professionals
understand the benefits this can bring to their businesses. It provided useful resources in the form
integrated source of major academic and NGO research into sustainable transport. The report wa

Build understanding in the industry, and help support the reduction of green house gas (GH
associated with freight transport, and from service vehicles.

Offer guidance to CILT members about carbon emissions from business transport, and wha
all that is being done and achieved in this field in measuring, reporting monitoring and red
take advantage of it.

Review government policy and initiatives being developed by organisations such as The Ca
Focus on UK operational practices while considering significant elements and impacts on

Case studies
Tesco reduces carbon footprint by 10%

Tesco runs a fleet of 2,000 tractors and rigid vehicles and 4,000 trailers, delivering to approximately
of reducing CO2 emissions in its distribution network by 10% during 2007, and targeted a 50% redu
activities by better utilising existing assets, adopting alternatives to road transport (where CO2 lev
multi modal transport and by reducing its road miles by over 5 million miles (saving over 7,400 ton
use of back loading, double deck trailers, opening three new distribution centres, and using altern
by 10.2% in 2007.
Source: Freight Best Practice 2008

New truck design slashes Marks and Spencer emissions

Marks and Spencer, working with DHL, tested 'Tear Drop' trucks and trailers, and used them on g
20%, were identified with increased capacity playing a significant part. DonBur the vehicle manu
load – equivalent to 10,560 extra pairs of knickers than a standard trailer. Its aerodynamic shape al
the trucking industry that you cannot improve fuel efficiency without compromising load capacit
integrating sites, fleets, deliveries and collections.
Source: DonBur 2007& Isotrak 2008

Simple efficiency measures cut costs and carbon

Energizer Wilkinson, the personal care and battery manufacturer, combined two business units' p
20% reduction in truck delivery activity, and 647,000 fewer road kilometres. This resulted in a savin
per year. These impressive results only required analysis of vehicle movements, loading capacity a
much can be achieved by using methods which are available to everyone.
Source: ECR Europe Case Study 2008

Boots benefits from collaboration and optimising vehicle loads

Boots saved 75,000 miles/year and 92 tonnes of CO2 by sharing distribution with Imperial Tobacc
of cost and efficiency, fuel savings of 10% and 10% more load capacity were delivered by the projec
vehicle loads. It found that the number of crates and other forms of returnable distribution units h
Boots then worked with a supplier o create a standard crate for redistribution to all stores, and has
emissions due to improved loading.
Source ECR Europe Case Study 2008

Switch to sea

European logistics service provider LKW Walter, identified modal shift as a key change for a Spani
adhere to strict loading and delivery windows. In collaboration with transport providers and a ferr
million kilometers by using a short sea solution.
Source ECR Europe Case Studies 2008

Other notable achievements

The London Consolidation Centre has been set up with Freight Best Practice to reduce the numb
in central and inner London. It is a partnership between Bovis, Stanhope Plc, Transport for Lond
CO2 emissions by 73%.

Morrisons has introduced cleaner Euro5 engines to 58% of its fleet to date, with a target of extendi
part of a group of initiatives which have reduced carbon emissions by 12.8% over the past three ye

James McNaughton a major supplier of paper and board to the packaging industry reduced its pap

J Sainsbury has developed an award winning green distribution centre in Northampton, which w
Industrial Agents Society (IAS) awards. It has also participated in several significant ECR transpor

Energy Savings Trust and The Commercial Group (Suppliers of BskyB) have developed a dynamic
driving 80,000 fewer miles.
CILT is setting up a multi stakeholder initiative to bring together industry, NGOs, academics and
and plan for freight.

c. To make recommendations arising out of the above investigations, and rep
Recommendations

The Institute recognises that the Assembly finds itself in a catch-22 situation: developing a Sustai
efficient system that can be the catalyst for sustained economic growth.

To balance the needs of the environment, society and the economy the Assembly will need to tak
ingrained in society.

Personal Travel

This will require a reduction in car usage for short journeys and the promotion of walking and cyc
of existing facilities for walking and cycling, the widespread availability of road safety training and
workplaces eg: cycle stands, lockers and showering/changing facilities. Sustrans are to be comme
their many initiatives and shows that value of contracting out such work to dedicated teams.

This will need to be complimented by a more intensive public transport network; both in the urb
outside the conurbations. One of the key factors that can make public transport attractive is the in

Planning policies need to be introduced which discourage dispersed development and long comm
employment growth will have to predominantly take place in sustainable compact urban areas o

Inconvenient Truck Report – Conclusions relevant to NI

The finding from the CILT's research is that there are numerous ways for freight operators to iden
areas of business transport. However, it is clear that they are not making progress fast enough. A c
our discussions with academics, NGOs, the industry, and politicians. The following recommenda

Provide more freight capacity by targeted investment in the rail network, whilst ensuring th
and that service levels and costs are competitive with road.

Ensure responsibility for integrated freight planning rests clearly with a single body in each
Government policy and local Government actions by improving coordination of Governme

Introduce a new, workable approach to road pricing and consider radical change to vehicle

Promote transport efficiencies and reduced CO2 emissions through collaborative action su
obstacle to these sorts of initiatives and its restrictions need to be eased to allow companies
Incentivise collaboration and the reduction of empty running.

The real costs of environmental impacts need to be realistically set against accurate estima

Improve coordination between Government, NGOs, academics, industry and local authori
drive consensus and, crucially, provide expert operational input to Government freight stra
intermediate strategies for carbon reduction. A coordinated approach is the only way these

Drive CO2 emissions reductions forward by publicising, developing and implementing bes
the External Costs of the Domestic Transportation of Food (April 2007) identify a limited nu
Transport collaboration around sharing capacity and warehouses
Increasing vehicle capacity
Logistics system and network redesign
CVRS and Telematics
Opening up delivery restrictions on out-of-hours deliveries
Driver training
Efficiencies through lower vehicle fuel consumption, and other technologies
Implement Cap and Trade emissions trading for the freight transport industry.

Ensure greater support and incentives are put in place to enable and encourage companies

Government and industry must reduce the number of environmental initiatives and focus m

medium and long term effects. Government must ensure delivery matches rhetoric and pla

Provide better education for the general public on climate change issues to ensure they und
face of worsening economic conditions.

Many of these recommendations may be very unpopular with some of the industry, some may be
belief that climate change is real. The science shows that reacting successfully to climate change
freight and transport industry. Emissions need to be substantially reduced, as soon as possible.

Scotland

The Scottish government have classified sustainable transport as "about reducing the environme
facilitating people and organisations to use more sustainable and active forms of travel."[7]

The priority for the NI Assembly is to reduce the environmental impact of travel and transport an
the impact of air quality on health; and (iii) improve general health and fitness.
As the Scottish government has stated: "Sustainable Transport is about:

Improving local environment and facilities so that amenities can be reached by more susta

Promoting the use of more sustainable modes like walking, cycling, bus and trains to reduce

Making more efficient use of vehicles through car sharing, eco-driving and using the most a
Identifying future and more sustainable vehicles and fuels and planning for their use.

Sustainable transport supports the Scottish Government's strategic objectives for the econ

Sustainable transport also complements the Government's commitment to tackling clima

Summary

Transport will make a meaningful contribution to Northern Ireland's commitment under propos
reductions. However, deep cuts in the transport sector are likely to be more difficult in the shorter
likely to remain oil-based for several decades, and efficiency gains will be important for keeping em
the long term, decarbonising transport will also depend on progress in decarbonising electricity g
main technological options currently being considered for decarbonising transport (other than th
battery-electric vehicles. Much will depend on transport systems too, including road pricing, inte
the most successful and important measures to reduce car usage will be the small scale schemes s
schemes.

The Northern Ireland Assembly must ensure that it with transport and logistics/freight policy issu
the freight sector. They must set targets aimed at reducing the environmental impact of freight wh
goods and promoting economic competitiveness. The CILT(UK) recommend that the Assembly
industrial development agencies and industry representative bodies, to explore in greater depth t
The potential for rail freight;
Priority freight routes allowing access to vehicles with greater load factors and capacity;

Developing key logistics centres to transfer goods to more sustainable forms of transport fo

Scheduling of deliveries from the ports and in urban areas to avoid peak use of networks as
The incentives and disincentives needed to move to more fuel-efficient vehicles;
The potential of Intelligent Transport Systems and Services to improve efficiency.
[1] The health benefits of cycling, http://www.cyclehelmets.org/1015.html

[2] Stern Review on the Economics of Climate Change, http://www.hm-treasury.gov.uk/st
[3] Car clubs come in to their own, Transportation professional, Issue 12, 2006
[4] http://www.dft.gov.uk/pgr/sustainable/cars
[5] http://www.dft.gov.uk/pgr/sustainable/cars

[6] http://www.ciltuk.org.uk/pages/newsarticle?2866E975-DCF7-48DD-A339-8CF6AA0582C
[7] http://www.scotland.gov.uk/Topics/Transport/sustainable-transport

The Greenway to Stay Campaign, 8

As chairman of the Greenway to Stay Campaign I am concerned that decisions being made regard
irreversible mistakes will be made.
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TRI Chairman's Lecture – Low Carbon Vehicles S

TRi Chairman's lecture – Edinburgh

Low Carbon Vehicles – Prospects an
David Quarmby

1. Thank you for coming today to the first of the TRi chairman's lectures. This fits into a series of in
year or so now in Edinburgh, and – although labelling this as the TRi chairman's lecture was not m
on a topic of great current interest for transport people, and of great relevance for the climate cha

2. The UK's commitment to drastic reduction in greenhouse gas emissions by 2050 has led the UK
reduction in transport and other sectors; current policy envisages that at least half of the transpor
technology change in road vehicles. I want to look at this whole area – the opportunities, the cha
development and adoption by the market. .

3. I am not an expert on climate change or on carbon emissions, nor I am an expert on vehicle tec
professional, with a particular interest in transport and climate change – in fact I led a TRi semina

4. The RAC Foundation, of which I have been chairman since last summer, has been following de
supports the emphasis now being given to the role of vehicle technologies in delivering the target
report identifying a number of challenges in how these different technologies will be brought to m
what contribution will be made to carbon reduction as a result. I will draw to some extent on this
5. What I will do therefore is to

a. Set the scene by reminding us of the commitments by the UK and Scottish Governments to ach
identify the targets for the non-traded sector and for domestic transport in particular

b. We'll then look at the approaches being taken in the transport sector, and how low carbon veh

c. Unpacking the technology options, we will review the technological prospects for CO2 reducti
hybrids, full electric vehicles, fuel cells – and then identify the challenges each faces

d. Look at what part the levers available to government play in this, as they affect both demand an
e. Then I will seek to draw some conclusions.

6. In the three years since my TRi seminar, the climate change landscape in the UK has been com
Climate Change Act 2008 (and the Climate Change (Scotland) Act 2009), by the setting up of the C
produced, especially the comprehensive first report to Parliament of October 2009, and of interest
other bodies on low carbon transport and technology developments in particular. In Scotland, th
summer on Low Carbon Vehicles, and the analysis of that consultation was published just a few w
published an advisory report to the Scottish Government on their Climate Change Plans.
7. To remind you, the UK government has committed to a reduction of GHG emissions of 80% by

1990 levels. Scotland has committed itself to the same long term target, but a more ambitious inte

8. Let me remind you where transport fits into the total emissions picture in the UK. By end user,
user in 2008 (that is, all power station emissions have been allocated to the end user) at 148 MtCO
user because that will capture the effect of growing dependence on electricity, the DfT statistics a

9. I am now going to focus on the 2020 target date, as that is the target and the timescale which is
necessary to achieve the targets divides into the traded and non-traded sectors. The traded sector
Trading Scheme – such as power stations, major energy using industries, and so on, with aviation
waste, agriculture, buildings of all kinds and domestic transport – and this is what we are intereste

10. For planning purposes the UK target for emissions reductions from domestic transport up to 2
measure of business as usual projection).

11. The general conclusion from all the analysis done by the CCC and DfT is that this could be ach
and transport behaviour, and supply-side measures resulting from reducing the carbon-intensity
on the experience in the sustainable travel towns; eco-driving, speed limits enforcements, integra
was the political will to do so – road user charging. I am not going to deal with those in this presen

12. Coming to reducing the carbon intensity of vehicles, I am going to concentrate on passenger c
their proportion of vehicle mileage, their growth and their carbon intensity make them importan
back of passenger car developments. Heavier vans and light trucks, and HGVs are subject to an EU
improvements through the EURO III, IV and V specifications, and not really on carbon reduction
addressing in the context of their specification and utilisation, and it is clear from DfT report that
vans and HGVs account for 33% of all road transport emissions (cars 62%).

13. Buses at 4% account for virtually all the balance, and here the strategy is to combine improved
of vehicles, and more fuel efficient powertrains and engine control systems), for which the new B
over a base year per kilometre; and a 6p per km extra BSOG for all eligible low carbon emission bu
over a standard EURO III diesel bus of the same passenger capacity. This is focussed on hybrid veh
purchase cost.

14. So let's now focus on passenger cars. The record of passenger car emissions in the UK shows t
200 g/km in 1990 to just under 150 g/km in 2009 – ie 25%. The effect of this on the average emission
offset by the growth in car travel over this period; as a result, total emissions from cars in 2008 wer

15. The reduction in carbon intensity of new cars results from a combination of factors – the effect
efficient cars and from petrol to diesel, the effect of the company car tax regime since early in the
cars, and more recently the general VED gradation which is now getting steeper; together with th
lower new car emissions, and the response by manufacturer to improve the fuel efficiencies of like
the carbon emissions of smaller vehicles. The scrappage scheme has also helped, although not em

16. The reduction in carbon intensity has acquired a momentum - the two years 2007-2009 have se

17. Looking forward, so far as Europe is concerned and the UK within it, the EU target scheme for
manufacturers are constantly trying to push back on the targets – 130g/km in 2015 and 95g/km in
average for the UK car fleet as a whole of just over 140g/km, and would deliver 11 MtCO2 reduction
domestic transport.

18. Let's look now at the technical opportunities and challenges for bringing about these further s
three parallel paths
a. Optimising the conventional vehicle – ie the internal combustion engine
b. Electrification, including hybrids
c. Alternative fuels – biofuels and hydrogen

19. The internal combustion engine (ICE) has been the dominant and largely unrivalled form of a
has been the shift for passenger cars from petrol – spark ignition – to diesel – compression ignition

20. Despite its maturity and the continuous advancements being made, there are still several area
been fully explored. Of the full energy potential of the fuel entering a petrol engine, typically only
which 6% accounts for aerodynamic drag and rolling resistance and 6% goes into moving the mas
getting lost in the engine seems horrific – some of that loss is intrinsic to the thermodynamic cycl
be recaptured; there are also significant losses arise from friction, engine idling, accessories and so

21. The main areas of conventional vehicle performance improvement involve the engine and tra
there are opportunities to reduce drag and rolling resistance. This table shows several options to r
management of the engine itself, improved transmission, and changes to steering and tyres. The
illustrated with a flywheel – but this eventually leads us to the electric hybrid. Not all these improv
on your starting point in terms of the vehicle itself – could deliver reductions of up to 30% at a cos

22. Manufacturers will focus on those measures which will deliver reductions in g/km in the most
in a fiercely competitive market. But on this basis alone, the average performance of new cars with
g/km by 2020.

23. There is the often stated finding that exchanging all conventional vehicles in the UK with equ
could reduce car emissions by 25% - a figure which can mislead; it represents both the difference b
difference between the best-in-class new and the average new in a particular vehicle category.

24. Driving these changes on the demand side are the fiscal incentives of the company car tax reg
cars in the 101-110 range pay £20 per annum and over 255 a VED of £435 is paid. From April this ye
and reaches £950 above 255.

25. Optimising ICE vehicles is taking place at a rate and has a clear momentum, sustained by the E
efforts now being made by manufacturers to develop and offer lower emission cars.
26. It is only one part of the strategy and has cons as well as pros.

27. Electrically powered vehicles have been around as long as the ICE but have never mainstream
consequent low performance, high cost and unwieldy vehicles. The emergence of a practical and
electrically based energy capture and release, has been made possible by sophisticated electronic
batteries, mostly lithium-ion. But the progressive potential for CO2 reduction is more multi-layer
ladder of electrification.

28. The micro-hybrid includes stop and start and stop & go systems; the former shuts down the en
it again. In stop-go systems braking energy can be recovered and stored to start the engine again.
this concept on the C2 and C3 four years ago, and are about to introduce a second generation vers

becoming a mainstream variant; it is relatively inexpensive and therefore good value for money if
efficiency savings of up to 25% are claimed. Even more dramatic is the VW Polo Bluemotion, now

29. Mild hybrids – are the first step to include regenerative braking and acceleration assistance for
only alongside the ICE when accelerating, and need a slightly larger battery at some 10kWh. They
recently announced one for their 2011 Series 7 model range – attached to a 4.4 litre V8 engine...!

30. Full Hybrid electric vehicles (HEV) are the most well known, of which the most prominent is t
emissions as low as 89 gCO2/km depending on model. Three main configurations are the Parallel
the car directly when in action, and it can supplement the electric drive and/or charge the battery
vehicle's motion. Personally, for a full hybrid, I find the parallel drive more elegant than the series
power directly to the electric motor, and the vehicle is only ever driven by the electric motor or re
two.

31. The plug-in electric hybrid places is really an assisted electric vehicle, where a battery and mot
either from the grid or from the ICE. Given the defined range of a battery, the PHEV can deal with
'range anxiety'! Typically with a battery up to 40kWh capacity, the first one to market will be the C
the Astra platform, it will be on sale in Europe as the Vauxhall Ampera in 2011 or 2012, but there se
between battery size and electric-only range. The manufacturers say that they specified the batter
indicating that 75% of the population did less than 40 miles per day.

32. The DfT in their latest strategy on ultra low carbon vehicles say that 40% of people drive less th
figure to set as a standard for the new electric vehicle support scheme. In the end, the market will
performance on the one hand and electric-only range on the other.

33. Finally there is the full battery electric vehicle (BEV), where the deployment of powerful lithiu
but at considerable cost and significant implications for charging logistics on a large scale.

34. This chart summarises the efficiency gains and likely costs per vehicle. At the current state of d
between cost and energy efficiency. It is likely nevertheless that the PHEV will see considerable fu
important issues about carbon intensity of grid electricity – both at the margin and on average – a
35. Let's look at four main challenges for vehicle electrification.
36. Battery technology, costs and capacity.

a. Currently Lithium-ion works out at about £650 per kWh. This gives a cost of some £10,000 for a s
These costs could come down with large scale production, but it is estimated they would have to
counterpart; it is likely that some technology breakthrough will be needed as well – either in the m

b. Ownership costs are high given the relatively short lifespan of batteries: in optimal conditions
be much less. I have heard from a Norwegian colleague about electric vehicles four years old or les
afford to replace the battery.

c. Range anxiety is an issue for fully electric vehicles and it seems from research that people will ty
much reduced 'effective' range.
37. Infrastructure.

a. Although grid connected EVs can be charged from ordinary household sockets, widespread upt
reflect not only actual but effective range given range anxiety. While full recharging from househo
longer for a full charge, it is OK for overnight charging. Dont forget that 40% of homes in urban are
kerbside. But daytime charging points in public places and car parks require reaching 80% charge
£40,000 per fast charging point, and another £50,000 if modifications to the local grid are required
the necessary infrastructure could cost up to £1.5bn; and that will only deliver some 40,000 chargi

b. An alternative is to put the emphasis on swapping stations for batteries – this is the better plac

c. The DfT is certainly driving forward developments in this area with the £250m package announ
PHEVs, with most of this going on purchase subsidies of £2,000 to £5,000 per vehicle, and the bala
infrastructure in specific areas – the Plugged in Places programme, with £10m from another fund.
route to market and their specification is sufficiently evident yet to know what is the best disposit
the market will look to battery swapping as well?

d. CCC has suggested that even stronger incentives may be needed, costing £800m– and have sco
2020. Total price support – if maintained – could be up to £9bn. I haven't done the sums to see ho
cost for how much CO2 reduction. They also suggest that there will be limited impacts on power

e. The London Mayor has set out his vision to London the electric vehicle capital of Europe, with
EVs on the streets of London as soon as possible. I wonder how much of all this will survive the cu
38. The third challenge for grid-connected EVS is the environmental dimension.

a. First, the carbon intensity of electricity generation. In 2008 the share of carbon-free sources for U
renewable). Today the average grid carbon intensity manifested at the socket is about 550g/kWh. I
current electricity generation mix about 82gCO2/km. This is significantly better than any currentl
that within a few years. You might have expected it to look better – I did – and of course it assumes
without the full use of marginal capacity and fuels – which would increase the carbon content. Th
this, as to many other sectors of the economy. The CCC is targeting a dramatic 80% reduction in i
reduction by 2020. The ability of the market to deliver this is questioned by the CCC, but it remain
are.

b. The other environmental problem relates to battery waste and indeed the dependency on and
extractable lithium is in China and recent announcements indicate a conservation strategy by the
towards EVs or PHEVs – replacing one geo-political supply problem with another.

39. None of this suggests that EVs and PHEVs are not the appropriate long term way forward, but t
environmental challenges to address.
40. Let me finally review alternative fuels and their application. First, bio fuels.

a. The carbon friendliness of biofuels relates to the recent absorption of CO2 (unlike fossil fuels) w
can be conventionally produced from food crops (corn, sugar); advanced fuels are produced from
fossil fuels up to 5% require no engine modification, possibly up to 10%. Very high blends such as
Conventional biofuels can achieve substantial reductions in GHGs – up to 80% or more – with 'we
problem is one of supply – the 'food versus fuel' conflict. You have to set this in the context of ava
productivity of land (and the requirement for water and fertilisers to support it) and there isn't tim
account for the carbon emitted in harvesting, production

b. The Renewable Transport Fuel Obligation (RTFO) which is an EU scheme sets 5.75% of fuels to
20% in 2020 – the UK's target being 15%. As a result of the Gallagher review in 2008, recommendin
lowered the target set by the EU to 3.25% for 2010 and 10% for 2020. The tax incentive of 20p per li
excise duty will remain for alternative fuels. I think it will continue to be a useful though modest e

41. Hydrogen has often been mentioned as an alternative fuel – either in modified ICEs or in comb
be produced and there are various different production paths. Hydrogen fuel cell vehicles outperfo
or three times as much – eg the Honda FCX Clarity. With either fuel cells or modified ICEs there ar
efficiencies in the production and distribution processes. Specific advantages over full electric veh
main challenges, with costs a major issue for each: vehicle technology, infrastructure and hydroge
depending on the production process and the use of CCS technology.

42. Overall there are many uncertainties, and the possibilities of hydrogen – while promising in p
clear case can be made for it place in a decarbonising strategy. Testing continues with a number o
will be used as an opportunity to demonstrate hydrogen vehicles.

43. Bringing all these together suggests a possible path of development and migration which look
hydrogen breakthrough. The further out the more uncertain – which is why I have in this present

44. Before moving to the conclusions I would just like to have a look at the recent Scottish govern
exercise initiated in 2009 to elicit the views and responses of stakeholder organisations to the pros
as part of the strategy to achieve the very ambitious 2020 target for GHG reductions in Scotland. T
this, both through vehicles procurement and the support of appropriate industries.

45. There was a recognition that there is no overall 'winner' and no silver bullet. Views on the mo
electric vehicles and alternative fuels, with efficiency improvements to existing ICE vehicles behin
capability ICE improvement; it may be a result of just not knowing the improvement potential – s

46. The opportunity for public sector organisations to lead with their own fleets and procurement
the role of local authorities through their planning, traffic management and transport planning p
communities – for example, through favouring LCVs in off street and onstreet parking charges and
control decisions, and so on. There are some dramatic examples from Germany about the implem
discriminate either in pricing or in access to town centres.

47. Apart from these initiatives open to public sector bodies and local authorities, the primary pol
emissions are about financial, regulatory and grant incentives to the supply side – the automotive
- influencing the behaviour of individuals and organisations in their car purchasing and use decisi
government. There are opportunities for devolved government and local authorities to influence
the other measures whose impacts may be relatively limited.

48. I think there is a need to understand more about the factors that will drive the market and prom
relative impact of the different levers open to central, devolved and local government.
49. In conclusion, then I would suggest the following

50. There is no silver bullet – all the technology options offer opportunities but all face certain cha

51. For conventional cars and powertrains: It is clear there remains significant scope for reducing
Improvements can be made costing about £1,500 per vehicle which could pay for themselves thro

necessary complementary technologies such as infrastructure and skills are already in place. Ther
carbon dioxide (CO2) savings.

52. Hybrids present a good mix between conventional propulsion and battery technology. Carbon
4,000 per vehicle, and vehicles are very similar to conventional cars not restricted by range. Grid-c
and battery electric vehicles) can potentially offer substantial emissions reductions, but depend o
would deliver about 80 gCO2/km. They still face substantial challenges relating to battery cost, an

53. Alternative fuels: Biofuels, especially advanced ones which are produced from wastes and resid
savings when based on a complete life cycle, but only if they do not result in direct or indirect land
transport. Furthermore, major questions remain about the opportunity cost of biofuels, and impl
world.

54. Hydrogen vehicles offer zero tailpipe emissions and increased range, but are still at a relatively
and cost barriers to overcome, for vehicles, infrastructure and the actual carbon content of hydrog

55. From a policy standpoint, I believe government should not be trying to back winners in terms
related incentives such as tax and fiscal measures, scrappage scheme and so on, rather than targe
support for electric vehicles, but I wonder if the charging infrastructure plans are not premature a
market take up.

56. Meanwhile, it is important policies are developed and strategies evaluated on well-to-wheel an
into account the energy required and CO2 emissions created by manufacturing, distribution and e
policies such as the EU Directive and UK tax incentives are based on tank-to-wheel/tailpipe emis
the long term.

57. More needs to be understood about the impact and effectiveness of the different policy levers o
changes – whether financial and fiscal incentives to the supply and demand sides, scrappage sch
signal the benefits of LCVs and influence the take up of LCVs
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Background
The purpose of this note is to highlight:
Carbon dioxide emissions targets for the UK (including NI).
Transport-related Public Service Agreements in the latest NI Programme for Government.
Latest DoE transport-related emissions indicators.

Importance of Transport to Sustainable Development

Transport plays a part in 3 of the 5 principles for sustainable development, as agreed by the UK Go
Living Within Environmental Limits; Ensuring a Strong, Healthy and Just Society; and Achieving

The 2008 UK Climate Change Bill

This Bill[2] puts into statute the UK's targets to reduce carbon dioxide emissions through domest
by 2020, against a 1990 baseline. This target will extend to the whole of the UK.

The Bill was passed by the House of Lords on 31 March 2008, and is now at the Committee Stage i

By convention, Westminster will not normally legislate with regard to devolved matters without t
was sought in relation to the Bill and the duty on the relevant NI department to prepare a program
approval on 10 December 2007.

The NI Programme For Government

The Programme for Government Public Service Agreements[3] assigning responsibility to DRD fo

PSA 1: Productivity Growth
Improve NI's manufacturing and private services productivity.

Objective 7: Improve the Strategic Road Network by the advancement/completion of a range of m
Actions: In line with PSA 13, progress schemes against major work milestones.

Target: In line with PSA 13, by 2015 reduce journey times on Key Transport Corridors by 2.5% com

PSA 13: Improving the Transport Infrastructure

Maintain and develop the public road and rail network and improve public transport provision to
that facilitates economic growth and social inclusion across the region.

Objective 1: Improve the Strategic Road Network by the advancement/ completion of a
Actions:
Complete specified Strategic Road Improvement Schemes within the Budget 2008 period.
Progress a number of other specified Strategic Road Improvement Schemes.
Target: By 2015 reduce journey times on Key Transport Corridors by 2.5% compared to 2003.

Objective 2: Maintain the road infrastructure to keep it safe, effective and reliable thro
road effects.
Actions: Key work areas are resurfacing, surface dressing and defect repair.
Target:

At least 70% of the motorway and trunk road network is in satisfactory structural condition

Other roads in the network to receive resurfacing treatment of 30% of that recommended in

Objective 3: Promote increase in usage of public transport.
Actions:
Take forward recommendations arising from Rapid Transit feasibility studies.
Approve and monitor delivery of NITHC/Translink Corporate Plan.
Target:
Commence work on first Rapid Transit line in Greater Belfast by 2011.

Achieve and maintain 77m passenger journeys per annum across all bus and rail public tran
Support Translink to procure more than 200 new buses by March 2011.

Support Translink to procure 20 additional new trains with the first trains introduced to ser
Support Translink to construct a new railway station at Newry by March 2011.

Support Translink to complete £40m of track improvements between Knockmore and Lurg

Support Translink to complete £12m of track extension works between Ballymena and Col

Support Translink to progress work on a major track relay project from Coleraine to Derry b

PSA 14: PROMOTING SAFER ROADS

Deliver a safer roads network and achieve measurable reductions in road deaths and serious injury

Objective 2: Contribute to safer roads using a range of initiatives, including road safety
the pedestrian and cycling network.
Actions:
Key work areas are:
Implementation of collision remedial schemes.
Traffic calming measures.
Introduction of school safety zones.
Provision of new cycle lanes.
Provision of measures for safer walking.

Target: 50% reduction in total number of target collisions at treated sites over the 3 years following

Transport-Related Environmental Indicators
Extracts from the 2008 DoE State of the Environment Report for NI show:

Sectoral split (%) of total greenhouse gas emissions in NI in 2005:

Sectoral split (%) of carbon dioxide emissions in NI in 2005:
Carbon dioxide emissions from transport (% by mode) in NI in 2004:

Source: DOE at http://www.ni-environment.gov.uk/stateoftheenvironmentreportfornorthernire
[1] http://www.sustainable-development.gov.uk/publications/pdf/SD_Framework.pdf
[2] http://services.parliament.uk/bills/2007-08/climatechangehl.html
[3] http://www.pfgbudgetni.gov.uk/finalpfg.pdf
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Background

This note considers transport in terms of the third of 5 shared UK principles for Sustainable Deve
strong, stable and sustainable economy, which provides prosperity and opportunities for all, in w
them (polluter pays), and efficient resource use is incentivised.

The 2006 Eddington Transport Study[1] was commissioned by the UK Government (the Treasury
between transport and the productivity, growth and stability of the UK economy, in the context o

The UK Government agreed with Eddington's analysis, and committed to review its transport stra
Eddington and by Stern (on the Economics of Climate Change). Eddington's conclusions also ap
stakeholders, such as the Confederation of British Industry and the Institute of Directors.
Eddington advised that:

A comprehensive and high-performing transport system is an important enabler of sustain

In mature economies with well-developed transport networks, it is transport constraints th
competitiveness. Delays and unreliability on transport networks bring direct costs to peop
productivity and innovation.

Emissions from the transport sector are a significant and growing contributor to the UK's o
economic growth by contributing to global climate change.

The environmental costs and impacts of transport must be fully reflected in decision makin
environmental costs.

Eddington suggested that inward investors in London, for example, view the quality of its interna
locational advantage. This is threatened, however, by rapidly rising demand on travel systems, de
times of day, and putting parts of the system under serious strain.
Eddington suggested that:
The key economic challenge is to improve the performance of the existing network.

Government should prioritise action on those parts of the system where networks are critic
such networks are not performing.
Eddington calculated that:
Eliminating existing congestion on UK roads could save £7-8bn of GDP per year.
The rising costs of congestion could waste £22bn worth of time in England alone by 2025.

A reduction in travel time for UK business of 5% could save £2.5bn of business costs, or 0.2%
Eddington suggested that the strategic economic priorities for long-term transport policy should
back economic growth:
The growing and congested urban areas and their catchments.
The key inter-urban corridors.

The key international gateways that are showing signs of increasing congestion and unrelia
Eddington suggested a sophisticated policy mix to respond to these challenges:
Making best use of existing networks.

Getting the prices right across all modes. Pricing on the roads could offer potential benefits
benefits. Getting the environmental prices right across all modes, by including the full rang
policy, makes strong economic as well as environmental sense; while it does reduce the dir
economic costs from transport in other areas.

Better-use measures, such as traffic flow management and driving skills, can offer good retu

Investing in targeted new infrastructure which offers very high returns. Smaller projects wh
support public transport in urban areas and international gateway surface access projects a
speculative benefits and relying on untested technology, are unlikely to generate attractive

Eddington suggeted that, if the Government shows considerable foresight and ambition, and imp
Deliver a modern, responsive and efficient transport system capable of supporting the con
Ensure that transport plays its role in meeting environmental challenges.
Improve the experience of all who use the UK's transport networks.

IPPR[2], an independent think-tank which is influential in Government, agreed with Eddington o
particular, on the inherent relationship between maximising the economic benefits of density an

Increasing a city's effective density increases its productivity, by increasing the number of p

Increased density can deliver an agglomeration effect, with wider economic benefits arising

Transport projects, have the capability to increase the effective density of a city or urban ar
contribute to improved economic performance and increased productivity for the area con

If UK policy, as informed by Eddington, was translated into the NI context, it might suggest conce
Area and key strategic routes, to maximise economic returns. This would need to be balanced by c
including climate change and inclusion/equality of opportunity.
[1] http://www.dft.gov.uk/about/strategy/transportstrategy/eddingtonstudy/
[2] http://www.ippr.org.uk/publicationsandreports/publication.asp?id=530
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Background

This note considers transport in terms of the first of 5 shared UK principles for Sustainable Develo
respecting the limits of the planet's environment, resources and biodiversity, to improve our envi
unimpaired and remain so for future generations.

The 2006 Stern Review on the Economics of Climate Change[1] was commissioned by the UK Go
impacts of climate change, the economics of stabilising greenhouse gas emissions, and the comp
economy and ensuring adaptation to the unavoidable consequences of climate change.
Stern concluded that:
Tackling climate change is the pro-growth strategy.

Ignoring climate change (the business-as-usual approach) will ultimately damage econom
Stern reported that:
Transport accounts for 14% of global greenhouse gas emissions; this is less than the power

The majority of transport emissions come from road transport and aviation (76% and 12% r

Transport also contributes to climate change in other ways: the non-CO2 effects of aviation
altitudes, mean that the warming effect of aviation is greater than its CO2 emissions alone w

that produce transport fuel release CO2 emissions, and the electricity consumed by electric
emissions from the power sector.

Transport was the fastest growing sector in OECD countries, and the second fastest growin
emissions increasing by 25% and 36% respectively.

Between 2005 and 2050, emissions are expected to grow fastest from aviation (tripling over
By 2050, emissions from aviation are expected to account for 2.5% of global GHG emissions
Latest emission figures[2] for all priority air quality pollutants, from all regions of the UK, show th

Carbon Monoxide: UK emissions in 2006 represent a 72% reduction on 1990 levels. UK emis
UK emissions in 2006). The change since 1990 is dominated by the reduction in emissions f
this is evident for all UK regions.

Non-Methane Volatile Organic Compounds: UK emissions in 2006 represent a 62% reducti
transport and industrial sectors; this is evident for all UK regions.

Nitrogen Oxides reported as Nitrogen Dioxide: UK emissions in 2006 represent a 46% reduc
measures in road transport and at coal-fired power stations, and the increased use of other
combine to still account for 53% of UK emissions in 2006; this is evident for all UK regions.

Sulphur Dioxide: UK emissions in 2006 represent an 82% reduction on 1990 levels. The dec
public power sectors. NI has, however, relatively high emissions from the domestic sector (

Ammonia: UK emissions in 2006 represent an 18% reduction on 1990 levels, primarily due t
transport have increased, however, largely due to the increased use of first-generation catal
second-generation models.

Sub-10 Micron Particulate Matter: UK emissions in 2006 represent a 50% reduction on 1990
this is evident across all UK regions, but particularly so in England. NI shows proportionall
solid fuels.

Stern reported that demand for transport is a derived demand: it is not demanded for its own sake
work, take leisure trips, and move goods from one place to another.
Stern reported that growth in transport emissions is driven by:

Income, as transport emissions increase and people get richer, they want to take more jour

Cost, as an increase in prices tends to choke off relatively less demand in the transport sect
The availability of less carbon intensive modes of transport.
Social choices, such as willingness to walk or use bicycles.
The carbon content of fuel and technical developments affecting fuel efficiency.

Stern expects transport to be among the last sectors to bring emissions down below current levels
Transport is one of the more expensive sectors in which to cut emissions, because the low
reducing demand for travel are high.
Transport is likely to be one of the fastest growing sectors in the future.

Road transport is likely to be decarbonised before aviation. Rail could be decarbonised by electrify

The 2008 King Review of Low-Carbon Cars[3] was commissioned by the UK Government (the Tre
and fuel technologies which, over the next 25 years, could help to de-carbonise road transport, pa
King concluded that:

Almost complete de-carbonisation of road transport is a possibility in the developed world
emissions could be achievable.

Emissions per km could be around 50% below 2000 levels, in the medium-term, by 2030; thi
travelled, implying an overall reduction in UK emissions from car use of approximately 30%
King suggested that substantial progress is needed on:

Cleaner fuels. In the long term, carbon-free road transport fuel is the only way to achieve de
supply constraints on bio-fuels, this will require a form of electric vehicle, with novel batter
on clean power, so de-carbonisation of road transport will require de-carbonisation of pow

More efficient vehicles. In the nearer term, considerable savings can be achieved through te

Smart driver choices. Consumers must be engaged in order to reduce substantially CO2 from
consumer behaviour by reducing emissions, congestion, and the amount spent on fuel by:
and simple aspects of driver efficiency; and small reductions from avoiding low-value journ
King noted that:
Environmental awareness and action in road transport tend to lag other sectors.

People tend to discount heavily (or ignore) future cost savings from fuel economy when buy
Consumer choices can be more directly influenced at a national or local level.
The 2006 NI Sustainable Development Strategy[4] recognised that:
There is considerable opportunity to develop and use more efficient cars and cleaner fuels,

Changes in personal lifestyle and business planning are also required, and land use plannin

The 2002 NI Regional Transportation Strategy 2002-2012, which did not include the environment
Encourage a strategic move away from a transport system dominated by car use.

Invest in more balanced and integrated transport systems in which walking, cycling and pu
However, its funding allocations do not appear to match those ideals.

The same Regional Transportation Strategy, in its 2002 figures for relative funding by mode, show
£2181m (63% of total) to strategic and other roads.
£628m (18% of total) to buses.
£502m (14% of total) to railways.
£100m (3% of total) to rapid transit.
£86m (2% of total) to walking and cycling.

Its figures for costed initiatives amounted to:
£5m for walking and cycling (0.5% of total costed initiatives).
£51m for buses (5% of total costed initiatives).
£485m for railways (45% of total costed initiatives).
£528m for roads (49% of total costed initiatives).

Similarly, in the latest NI Budget[5], which stated that the overall aim of DRD is to improve qualit
A total of £1545m for roads (£832m current and £712m investment). This represents 70% of
allocations for all activities.
A total of £663m for transport (£350m current and £313m investment). This represents 30%
allocations for all activities.

[1]http://www.hm-treasury.gov.uk/independent_reviews/stern_review_economics_clima

[2] http://www.airquality.co.uk/archive/reports/cat07/0809291423_DA_AQ_Inventory_Rep

[3] http://www.hm-treasury.gov.uk/independent_reviews/king_review/king_review_index
[4] http://www.ofmdfmni.gov.uk/sustain-develop.pdf
[5] http://www.pfgbudgetni.gov.uk/finalbudgetdocument.pdf
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Background

This note considers transport in terms of the second of 5 shared UK principles for Sustainable De
means meeting the diverse needs of all people in existing and future communities, promoting pe
opportunity for all.

The Social Exclusion Unit of the Cabinet Office[1] describes social exclusion as a complex and mu
Results in the lack, or denial, of resources, rights, goods and services.

Results in inability to participate in the normal relationships and activities, available to the
Includes economic, social, cultural and political areas of modern life.
Affects the quality of life of individuals and the equity and cohesion of society.

Transport can be a major influence on all of these.

According to the Eddington Transport Study[2] for the Treasury and DfT, transport is one of sever
because:

Transport costs can represent a much larger share of the income of lower income groups, a
may be perceived as greatest.

Transport interventions can play an important role in supporting the matching of people a

Transport improvements can limit housing options for lower-paid workers, by encouraging
groups can no longer afford to live in areas closer to work, have to move further away, and fa

The coordination of transport policy with housing policy can be extremely valuable, therefore, in
life and non-work/leisure travel options are important considerations in influencing location cho
and transport provision may improve the desirability of urban areas and their catchments to pote
The DfT outlines the ways in which people are excluded[3]:
Spatially, because they cannot get there at all.
Temporally, because they cannot get there at the appropriate time.
Financially, because they cannot afford to get there.

Personally, because they lack the mental or physical equipment to handle the available me
The DfT, thus, agrees with Eddington that:
Inadequacies in transport provision may create barriers to social inclusion.

The transport system may generate environmental and social costs that bear disproportion

Transport provision can potentially play an important role in influencing many of the outc

The DfT considers the term 'transport poverty' to be useful as a label for the conjunction of certai
but refers, in broad terms, to the cumulative effect of poor public transport services, poor provisio
particularly affecting women, the poor, the disabled, dwellers in rural areas and other classically d

Sustrans, the sustainable transport campaign and advisory organisation, believes that the million
one, in our 'must-have-car' society, suffer 'transport injustice'[4]. Examples of 'transport injustice
enforced indebtedness; reduced opportunity to lead an active healthy life; and, ironically, propor
and noise caused by those who do have a car. It is important to note that this 'transport injustice'
and our society continues to be shaped on the assumption that we can all 'hop in the car'.

Sustrans sees the steps required to make our transport system 'socially-just' are the same steps ne
robust to oil price shocks:

Regeneration of blighted urban areas: good public transport and cycle routes, a better local
stimulate urban regeneration, attracting more businesses and residents, and leading to mor

How we build our towns and cities: new housing developments should be designed so no-o

Decent transport services for rural residents: the best rural regions of Europe combine conv
responsive taxi-buses and cycle tracks on minor routes.

Help for people to lead healthy lifestyles: active-travel programmes give people the incenti
infrastructure, like cycle lanes, safe routes to schools and traffic calming, facilitate the switc

Sustrans considers the measures needed to tackle 'transport injustice' to be small-scale, affordabl
£40 per citizen on such measures would have a major impact, be modest in comparison with curr
system for less than current transport expenditure.
Sustrans noted that recent spending on roads was:

In England, £127 per citizen in 2007-2008, of which only £17 per citizen is earmarked for ma
local authorities.

In Scotland, £75 per citizen in 2007-2008, also excluding local authority spending on roads.
In Wales, £200 per citizen in 2007-2008.
In NI, an average of £154 per citizen in the 3 years to 2005.

The NHS is clear that transport and health are inextricably linked, that transport has major health
of transport on the health of individuals and communities[5].
Transport issues are integral to a range of NHS aims and health issues, including:

Physical activity. The Chief Medical Officer of the Department for Health noted that 'the sc
contributes to wellbeing, but is also essential for good health.' The clearest evidence of decr
changes in travel patterns, where driving has increased and walking and cycling have decre
Injuries. In 2007:

The total number of road casualties of all severities was 247k in GB (4% lower than in 2006),

2.7k people were killed on roads in GB (7% lower than in 2006), and 110 were killed in NI (14

27k were seriously injured in GB (3% lower than in 2006), and 1k were seriously injured in N

217k were slightly injured in GB (4% lower than in 2006), and 8.5k were slightly injured in N
Such statistics, while improving, represent a substantial burden on NHS services.

The NHS Health Development Agency, in a report on improving health through transport, notes

Air pollution. Air pollution is associated with increased mortality and morbidity in both ho
premature deaths in the UK are caused by exposure to particulates, and 3500 premature dea
exposure to air pollution was worse in areas of greatest disadvantage.

Access to services. The 26% of NI households without access to a car find it harder to travel
illustration, the NHS claims that, over a 12 month period in the UK, 1.4 million people mis
transport problems.

Social networks and community severance. Studies have demonstrated the links between s
networks and sever communities; and widespread car use results in fewer people interactin
to.

Health inequalities. Ownership/access to a car is highly related to social class. Exposure to
disadvantage, as they are less likely to own a vehicle. Access to healthcare, shops, work and
lower social classes are more likely than those in higher social classes to die as pedestrians.

Economic costs and benefits. Economic costs of the impact of transport on health include:
GB; and £8.2bn from physical inactivity in England. Economic benefits include: £1.3-1.7bn
£40m from implementation of 110 '20 mph zones' in Kingston-upon-Hull.
IPPR[6], the independent think-tank reputed to be influential in Government, contends that the

People clearly have emotional attachments to their cars, based on perceptions of independ

There appears to be a rational basis for the car's popularity, most significantly its convenien
sake of tackling congestion or pollution, even though it is recognised that driving contribut
There is often a perception that no viable alternative is available.

IPPR notes that congestion is identified by the public as one of the major transport-related proble
way to tackle congestion is by improving public transport.

IPPR suggests that visible improvements in public transport could increase trust and help persuad
tax'. Schemes such as road pricing raise concerns about possible impacts on those with low incom
alternatives to using cars. Schemes in which revenue is returned, for example through tax cuts or
Although the idea of a revenue-neutral scheme is more popular than a revenue-raising scheme, it
revenue-neutral scheme at the same time as wanting to hypothecate revenue for public transport
IPPR suggests that:

A large proportion of the UK population is currently failing to take action to reduce their co
the problem.

Engaging the public in this issue will not only benefit the climate: helping individuals to us
help government meet its other energy policy objectives of increasing energy security and r

There is clear evidence that members of the public who are concerned about climate chang
and feel locked into the systems and norms that fuel it.

IPPR reports that the majority of people in the UK are not taking many actions to mitigate their em
People are using their cars to travel further, and more often.
Car ownership is increasing.

Public transport makes up only 8 per cent of the total number of trips made; only London h
cycling.

Reductions in average emissions from the nation's car fleet are largely driven by technology
Few motorists recognise the concept of driving more efficiently.
Air travel is now more popular than ever, and offsetting remains a small-minority practice.

Despite widespread concern, most people are unaware of how they are contributing to the

The locus of responsibility is still frequently assigned to government, industry and other co

Climate change provides perfect conditions for the 'bystander effect', where there is mass p
act, because they think others should, and will.

The two most dominant approaches within the UK dialogue on climate change are the 'ala
convincing.

Lower-carbon cars suffer from image problems, misconceptions about performance, highe
a lack of infrastructure.

Providing more information about environmental problems has frequently failed to transla

The use of taxes and subsidies to discourage, or encourage, behaviour change has been effective; e
congestion charge. But evidence suggests that price signals alone are rarely sufficient; in some cas
behaviours than rational calculations about cost, price fails to stimulate behaviour change at all.

Policy to reduce car use, which takes account of the diverse and complex range of influences on b
understanding; improving the image of alternatives; social proofing; setting attractive rewards an
committing to change.

Similar policy to reduce flying must include: decreasing the affordability of flying; providing conve
understanding; and social proofing.
[1] link
[2]http://www.dft.gov.uk/about/strategy/transportstrategy/eddingtonstudy/
[3]http://www.dft.gov.uk/pgr/inclusion/sitransportaspects.pdf
[4]http://www.sustrans.org.uk/webfiles/Info_sheets/FF46_info_sheet.pdf
[5]http://www.healthandtransportgroup.co.uk/articles/makingcase_health_transport.pdf
[6]http://www.ippr.org.uk/publicationsandreports/publication.asp?id=541
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1. The Role of Transport and Scope of Study
1.1 Defining Sustainable Transport

The transport network impacts heavily on many aspects of life in Northern Ireland. Affecting issu
inclusion, justice and opportunity, the state of the Northern Ireland transport network is importa

Much emphasis has been placed on the need to be sustainable in recent times by numerous publ
sustainability are numerous and in terms of transport provision can mean different things for diffe

For the purpose of this project, we adapt the widely accepted definition of sustainable developme
which meets the needs of the present without compromising the ability of future generations to m

Building on the above definition, a set of five guiding principles are outlined within UK and North
principles to transport provision within Northern Ireland, a sustainable transport solution is one
Living within Environmental Limits

Respecting the limits of the planet's environment, resources and biodiversity – to improve our en
unimpaired and remain so for future generations
Achieving a Sustainable Economy

Building a strong, stable and sustainable economy which provides prosperity and opportunities f
who impose them (Polluter Pays) and efficient resource use is incentivised.
Using sound science responsibility

Ensuring policy is developed and implemented on the basis of strong scientific evidence, whilst t
Precautionary Principle) as well as public attitudes and values.
Ensuring a Strong, Healthy and Just Society

Meeting the diverse needs of all people in existing and future communities, promoting personal w
opportunity for all.
Promoting Good Governance

Actively promoting effective, participative systems of governments in all levels of society – engagi
Source: Securing the Future – UK Government Sustainable Development Strategy

1.2 Scope of Study

The Committee for Regional Development intends to conduct an inquiry into issues relating to su

To aid and inform this, Northern Ireland Assembly Research and Library Service undertook a serie
and perspectives raised by selected stakeholders.
Specifically the study aimed to:

Define the problem – is the current transport system meeting the needs of people in North

Articulate vision and values – What do we want our transport system to look like and what p

Review work done to date – What do we think about current policies and what they actually

Review the rationale for government intervention – Should the government make transpor

Review the mandate for government intervention – Is there enough support for governmen

Moving forward - Consider solutions as to how we move towards a more sustainable situati

1.3 Methodology

In order to achieve these aims Research and Library Service facilitated two research and engagem

Stakeholder Research and Engagement Event

On the 6th February 2009, the Sustainable Transport and Engagement Exercise was held in the Lo

Stakeholders were allocated into interest groups comprising the business; social; environmental;
questions based on the study aims outlined above. See Appendix 1 for a full list of participating sta

Section 3 of this report provides a comprehensive overview of discussions held within each of the
of these discussions and areas of potential interest to the Committee have been highlighted in Ch

Sustainable Transport and Young People

The second part of this study was designed to gather an understanding of the views of young peop

A number of educational bodies were selected from those visiting the Assembly in January and Fe
from a relevant cross sample of the Northern Ireland population. RLS undertook discussions, que
relevant to young people in Northern Ireland. Further information on these views can be found in

2. Group Feedback – What they told us!

The following section provides an overview of the responses given by the participating groups bro
1) The business sector;
2) Organisations with social interests;
3) Organisations with environmental or sustainable transport interests; and
4) Transport operators.

This section sets out, independently and impartially, the multiplicity of viewpoints that were offe

This section does not attempt to identify common themes or consensus amongst groups as differ
very different perspectives.

Bullet points are not intended to be direct quotations, rather, give a flavour of the discussion with
confirmed by participants.

2.1 Defining the Problem

To begin, the groups were asked to consider individual modes of the transport network General is
decision making and policy etc are discussed throughout this chapter.
Does the current roads network meet our needs?

Roads meet our needs in terms of connectivity and movement of freight but do not

Business

"Expansion and maintenance of the strategic road network is seen as the number o
by sea and are transferred by roads."

"One major threat to the sustainable use of the road network is congestion, particu
predictability."

Roads meet our needs in terms of commuting but not for social inclusion, congesti
or have access to cars.
Social

"There is too much reliance on the car. The road network is geared towards cars an
serious issue of inequality."

"Bus routes are centred on getting people to and from work but not for social and e
bus route."

Roads meet our needs in terms of freight and commuting. They do not in terms of
Environment

"The major issues are limited capacity coupled with a bias towards the car."

"In Northern Ireland 24% of households are without a car and in Belfast this is high

"Current policy does not promote equitable travel and excludes certain sectors in s

Roads meet our needs in terms of infrastructure but not in terms of congestion, app
connectivity, and integration with the rest of the network.

"Priority consideration for roads is that we need to make better use of our existing i
Operator

"We need to address bottlenecks and reliability".
"Maintenance requires consideration for all road users."

"We need appropriate connections to the international airport such as appropriat

Does the current rail network meet our needs?

Rail meets our needs as a passenger only form of transport. It does not meet our ne
Business

"Expansion of the rail network to provide an alternative option to roads is not a rea
handling costs associated with rail-freight travel and rail network expansion."
Rail is not meeting our needs in terms of accessibility and connectivity.

Social

"The rail service is limited to a number of areas and timetables have not evolved to

"Accessibility of stations is a big issue for a lot of people and whilst facilities have im
peoples' needs".

Rail meets our needs for connectivity to the major cities and efficiency. It does not
Ireland, the airports, speed, integration and reliability.
Environment

"The Ballymena/Ballymoney train can be stop start and often as slow as 20mph."

"the merits of joining up with RoI to develop complete island integration should b

Rail meets our needs for the passenger on existing routes but not on issues of conn
"Customer response has been positive to recent investment."
Operator

"Movement of freight by rail is not viable."
"Investment should be aimed where the greatest difference can be made."

Does the current air network meet our needs?
Air meets our needs in terms of connectivity, cost, efficiency and capacity.

Business

"Air travel is sustainable in terms of cost"
"Air travel provides excellent connections to the UK and Europe"

"The expansion of the regional airports (such as City of Derry) is not a priority, give
Social

Air meets our needs in terms of capacity but does not in terms of cost of connectio

Air does not meet our needs on social inclusion, environmental sustainability, or e

"Air travel is for the wealthy, cheap flights simply enable the wealthy to travel mor

Environment "Air travel is contributing to 80% of the emissions – 3 to 4 times higher than rail tra

"A review of recent air policy is required along with a complete assessment of touri
tourism."

Current air policy is not meeting the needs of Northern Ireland and is unsustainab
Operator

"A Regional Air Policy for Northern Ireland is required."
"The regional gateway should be strengthened"

Do our sea ports meet our needs?

Sea ports meet our needs in terms of freight movement but further capacity will be
Business

"Given that sea accounts for over 99% of all imports, expansion of ports is vital to d
implications for the road system."
"The future ownership of trust ports must be considered"

Social

Sea ports do not meet passenger needs in terms of complete access, cost and time

Sea ports meet our needs in terms of movement of cars and freight but not in term
Environment

"Integration and connectivity is lacking and getting worse"

Sea ports meet our needs however capacity at peak times may require consideratio

Operator

"There is a need to promote Short Sea Shipping as an alternative to long land journ
means to improve sustainability."
"Passenger facilities could also be improved."
"Connections to other ports could be improved."

Do current walking and cycling facilities meet our needs?

Cycling and walking initiatives meet our needs in terms of sustainability in an env
Business
Social

"Limited routes, safety, and the weather undermine the sustainability of these mo

Cycling and walking meet our needs in terms of sustainability but not in terms of t

Cycling and walking does not meet our needs in terms of safety, health or wellbein
"Safety is a key issue"
Environment "infrastructure development was abandoned 3-4 years ago"
"a robust cost/benefit of 'active travel' is lacking and therefore needed"
"There has been some success – cycling in Belfast has increased 80% over the last

Cycling and walking does not meet our needs in terms of the appropriate infrastru
Operator

"There can be mixed policy messages. Eg. Comber Greenway".

How sustainable are the different modes of transport?
Business

Social

In simple terms, walking/cycling is the most sustainable followed by sea on accoun
expansion. Roads are considered to be the next most sustainable as capacity and c
initiatives. Public transport is sustainable so long as it is appropriately priced and s

Current road use is not sustainable socially due to access and inequality constraint
access services.

"It is not sustainable to rely on the car for almost everything – Reliance on the car l

The transport system is unsustainable across all environmental, social and econom
Environment
Operator

"Road NI has increase CO2 by 20%".

The private car is seen as least sustainable and public transport is the most sustain

2.2 Vision and Values
What principles should guide our transport system?
Minimise the environmental impact;
Identify the true cost of transport provision;
Business

Provide an integrated transport system;
Ensure affordability of public transport; and
Ensure effective long term planning.
Reduce the need to travel;
Ensure best value for money;
Improve connectivity;

Social

Provide regular services;
Address issues of inequality; and
Ensure social inclusion.
Equally balance economic, environmental and social objectives;

Equally balance economic, environmental and social objectives;
Provide an integrated transport system;
Environment

Deliver what people want; and
Base decisions on sound research and evidence.
Reduce emissions per person or per mode of transport;
Consider the total economic impact of policy;

Operator

Ensure priority for essential users; and
Ensure as much social inclusion as possible.

What can and should we aim for in our transport system?
Business

An integrated transport system that manages demand more effectively through an
minimizes the environmental impact.

Social

A system that works for everybody and reduces inequality and discrimination, with
trained public transport employees and greater attempts to encourage people to u

Environment

A transport system based on sustainability, safety, economics, and health, which r
use planning.

Operator

A system which allows for a decrease in emissions per persons or per journey were
priority for all essential users. The system should be as socially inclusive as possible

2.3 Reviewing work done to date
How well do current policies meet our needs? How well do they deliver?
Current policies address the appropriate issues;
Mechanisms for delivery of PSA targets are questionable;
Delivery of strategic road network is being delivered, albeit slowly;

Maintenance needs are not being delivered which could potentially underm
Business

Issues relating to pricing, competition and access stand in the way of deliver
Unsure if technological advances are appropriately planned for in policy.
"Policies are going in the right direction but too slowly".

"The Executive has avoided making difficult decisions and if it continues to do so, i
ensure a more sustainable transport system."
Policy is unfairly focussed upon the strategic road network;

Inequalities exist within current policy as it does not deliver for all in society

Current policy does not create a culture towards using public transport; and
Social

Positive delivery of road safety issues

"Current policies are improving the strategic road networks at the expense of othe

"Current policy does not deliver for certain sectors of society such as those without

On the whole, policies appear to address appropriate issues however are un

Inequalities exist within current policy as it does not deliver for all in society
Specific policies may say the right things but are not being delivered; and
Safety policy in relation of cyclists is not being delivered.
Environment

"The present transport strategy is one where 'Road is King', and is actually encoura
take the pressure off the current infrastructure"

"Current policy does not promote equitable travel and excludes certain sections in
"Policies are reasonable but implementation is skewed".
Policies address the right issues but are not being delivered;
Public transport policy does not go far enough;
Policy has been effective in delivering the strategic road network;
Operator

Issues relating to road maintenance; effective use of existing infrastructure; a
Sea and air policy is lacking in comparison.
"In terms of public transport, we need to aim much higher"

2.4 Reviewing the rationale for government intervention

Who should be responsible for delivering our public transport needs and what roles should the p

The Government should provide: effective leadership; transport and social p
Private sector could have role to play in delivery of services.

Private sector could have role in influencing behaviour through internal poli
Business

Individuals however ultimately responsible for own actions and behaviour.

"Where the public sector can exert influence is on influencing behaviour and poten
and accessibility."

"The public sector should only have a role in the delivery of a transport system if th

The public sector should take responsibility in driving efficiency; providing e
The private sector could provide efficiencies in delivery.
Social

"At the minute, no one taking responsibility"
"Increased competition may provide for more effective delivery"
Everyone has a role to play.

Environment

The Government should be responsible for providing the strategic vision an
making.

The private sector could have a major role in providing a catalyst for change
The third sector could provide an important motivational role.

"The job of motivating people may not be best served by the government but by N

The Government should take the lead in addressing transport relating issues
departments.

Government can also have a key role in influencing the behaviour of individ
Operator

Delivery of services can be undertaken by either the public or private sector.

"The need for individual behaviour change is a key challenge for government – sho

"Who delivers the services is not as important as is having an integrated and regula

The following section provides an overview of the perceived strengths and weaknesses of and the
Public Sector
Strengths

Weaknesses

Strengths

Business

Legitimate power to initiative
change. Access to funding.
Leadership.

Bureaucracy results in inefficiencies. Lack of join
up thinking results in conflicting policies. Risk
averse and lacks innovation.

Social

Can focus attention on single
operator.

No competition. Lack of accessibility and
connectivity.

Environment Legitimate authority. Regulated.
Operator

Lacks leadership. Short term thinking.
Opportunism and conservatism.

Broader view on overall impacts. Overly bureaucratic. Complicated delivery
Profit reinvested.
mechanisms. Lack of flexibility.
Opportunities

Threats

Business

Enhanced joined up thinking.

Funding limitations. Political instability. Inabilit
to take difficult decisions. Unaccountable.

Social

Cooperation between
Departments.

Lack of knowledge.

Large employer so can influence
Political lobbies. Narrow focus. Lack of skills.
Environment with policy. Consideration of
Funding decisions.
wider policy areas.
Operator

Regulation.

Funding limitations.

2.5 Reviewing the mandate for Government Intervention – How much suppo

How much support is there for a change in our transport system and what would affect that supp

Perceive there to be strong support for changes in the road infrastructure an
Business

There may be some support for regional airport expansion and some for cha
"Any support would ultimately depend upon the sacrifices that people are willing
finite budget can we prioritise roads over say hospitals?"

Social

Perceive there to be good levels of support for road and rail improvements, s
Perceive there to be much support for change.
Change will be dependent upon political will and maturity.

Available incentives; better, more rounded environmental arguments; locali
will influence support for change.
Environment "Nearly all sectors would say transport is not delivering, people want change. The

"Change must compete with the inherent conservatism of the politics in Northern
"There is a view that a man over 25 on a bus is a failure"
"technology can only play a limited role"
There is real support for change in our transport system.

Issues relating to funding availability and improved awareness and informat
Operator

"Whilst there may be support for changes in our transport system, the Political sup
vote."

"We need to make it easier for people to take the environmentally friendly option"

2.6 Moving Forward
How can we move to a more sustainable situation?

Provide an integrated transport system to improve connectivity and reliabili

Adopt a more joined up approach to decision making, improve leadership a
Ensure land use planning policy is integrated with transport policy;

Increase effectiveness of existing infrastructure by addressing issues of conge
Identify true costs associated with provision of transport;
Provide good quality information upon which to base decisions;
Business

Consider how new technology can be integrated into transport policy;

Encourage rail use through enhanced public subsidy and strategic expansion

Consider use of carbon offsets, fiscal incentives and improved technology w

"identify the true cost of road use and consider tolls for example or congestion cha

"In the longer term it is planning policy, particularly relating to housing developm

"the Executive will have to take difficult and potentially unpopular decisions"
Reduce the need to travel;
Improve accessibility and address inequalities;
Adopt a more joined up decision making process, for example, better plann

Social

Improve quality of public transport provision.
"Building better roads will only lead to increased car use"

Reduce the need to travel rather than trying to accommodate rising demand
Improve regulation of public transport services;
Consider the policy synergies associated with improved transport policy;
Rebalance subsidies;
Environment

Consider how a cultural change in attitude can be brought about;

Invest in a proper study on the costs of reinstating the western rail links; and

Consider the merits of joining up with the RoI for combined transport strate

"We need to examine where current incentives lie. People are not aware of the real
transport on the whole. Road and air travel is heavily subsidised."
Address demand for use of existing infrastructure;
Provide suitable alternatives to the car; and
Operator

Identify true cost of road use.
"increase the capacity of our existing network by taking people out of their cars"

3. Key Issues for Consideration

The following section aims to draw out common themes from the stakeholder discussions and id

3.1 Defining the problem
The Road Network

There was agreement amongst the stakeholders that the current road network was meeting some

Whilst there was consensus that geographical connectivity objectives were broadly being met, ne
therefore reliability of the network, are impacting on both the road user and non user. A common
being made of existing road infrastructure and that demand management initiatives, in whatever
was also raised by a number of groups.

In addition, social and environmental groups identified inequalities embedded within existing ro
investment in roads was at the expense of certain sectors in society such as those without a car or
with social inclusion, such as evening and social services, were also considered inadequate.
The Committee may therefore wish to consider:

How can improvements in issues such as congestion, maintenance, and safety be addresse
ensure that Northern Ireland is making the most of its existing network?

Is the current road network meeting the needs of all in society? Are different sectors of socie
this fair and sustainable?
Does investment in the road network meet the five principles of sustainability?[3]

The Rail Network

It was widely agreed that the rail network generally met our needs as a passenger only form of tran
geographical connectivity, non movement of freight and high costs associated with use and expa
accessibility were also indentified. On the plus side, a positive customer response to recent capita
The Committee may therefore wish to consider:
Is the rail network meeting the needs of all the people of Northern Ireland?

Is it realistic for the rail network to meet the needs of all in society or to consider it a solutio
implementation and expansion?
Has enough been done to ensure that rail services are fully accessible?

Freight is not moved by rail in Northern Ireland. Is it correct to assume that movement of fr
principles of sustainability been taken into account in this argument?

The Air Network

It was generally accepted that the current air network meets Northern Ireland's connectivity need
enhancement, environmental impact and economic sustainability of air travel into the future. Th

The Committee may therefore wish to consider:

Is current airport provision adequate to meet the needs of Northern Ireland and is this bein
principles of sustainability?
What power does Northern Ireland Executive have to influence airport business?
Is there a need for Northern Ireland regional policy in this area?
Has enough been done to ensure that air services are fully accessible?

The Sea and Port Sector

There was general consensus that the sea and port network broadly met Northern Ireland's needs
on the sustainability of the ports sector included: the need for enhanced capacity in the future; in
passenger services; current governance arrangements and passenger facilities.
The Committee may therefore wish to consider:

The environmental benefits of short sea shipping were identified. Have such measures bee
environmental targets?

Are the appropriate measures in place to enable ports to achieve required capacity enhanc
Has enough been done to ensure that port and sea services are accessible to all?

Walking and Cycling

It was agreed by all that walking and cycling initiatives were sustainable, and undoubtedly met ou
questioned the validity of walking and cycling as means of addressing other needs.

Limited infrastructure, safety issues, mixed policy messages and the Northern Ireland weather we
The Committee may therefore wish to consider:

Has the full potential of walking and cycling initiatives been considered and they being affo

Is the way we travel sustainable?

The groups were asked to consider how sustainable each mode of transport was in its current form
general it was thought by that either air travel or private car use was the least sustainable in its cur
considered to be the most sustainable. This leads to interesting questions when considering the f

All groups recognised the need to consider economic, social and environmental objectives in dete
The Committee may therefore wish to consider:

Are differing definitions of sustainability impacting on the effectiveness of sustainability po

Are all five guiding principles that make up sustainability genuinely being respected in deci

3.2 Articulating vision and values

Groups were asked to consider what principles should underpin our transport system and how th
articulated broadly common principles and visions.

Almost all commented on the need to limit environmental impact or at least balance environmen
The importance of an integrated transport network was also highlighted and a number of groups
certainly, consider more than just the economic argument in any decision.

The importance of long term planning and its role in reducing the need to travel was outlined by
on the delivery of what the customer wants; ensuring affordability and enhancing quality of servic
The Committee may therefore wish to consider:

Many of the visions outlined by the groups broadly mirrored that contained within the Reg
the visions are considered suitable, feasible and acceptable by Government.

3.3 Reviewing the success of existing policy

Stakeholders were asked to consider the perceived effectiveness of policies as outlined in the Prog
policy said the right things there was a perceived gap between policy and delivery indicating issue

network was most successful whilst delivery of public transport objectives and general use of the e
Much concern was expressed about the dominance of road investment and policy for the private
inequality of opportunity.

It was also noted that public transport policy did not go far enough and was being done to result i
The Committee may therefore wish to consider:
What are the reasons for this received gap between policy and delivery?

Does current policy adequately address the needs of all in Northern Ireland? Are the benefit
this fair or sustainable?

In previous section, groups noted that air and private car use in its current format was the l
funding priorities appropriate to achieve sustainability?
Is there a genuine will to be more sustainable?

Does public transport policy go far enough and has enough been done to encourage a mod
Is current air and sea policy fit for purpose?

Is there a need for further exploration of synergies between transport and other departmen

3.4 Reviewing the rationale for Government Intervention

There is broad agreement about what roles the Government and private sector should play in add

Government should be responsible for regulation, policy provision and effective leadership whils
services.
One group also noted the potential role for the third sector in motivating the individual.

A SWOT analysis demonstrates where perceived strengths and weaknesses of each of the sectors l
The Committee may therefore wish to consider:

Are the appropriate actors performing the necessary roles to develop a sustainable transpo

3.5 Reviewing the mandate for Government Intervention

It is perceived that there is broad level of support on ground for change in the current transport sy
within the overall spectrum of policy choices and any desire for change will ultimately be depend

Whilst there may be a desire on the ground, a number of groups highlighted the lack of political su
groups felt that politics was getting in the way of sustainability objectives.
The Committee may therefore wish to consider:

Is the desire there to be sustainable? Where does transport feature in the overall priorities fo
Sustainability or political popularity?

3.6 Moving forward

In terms of moving forward a range of strategic and project specific responses where provided by t
The Committee may therefore wish to consider the common themes required to move towards a
appropriately addressed by decision makers.
Provision of an integrated transport system

A more joined up approach to decision making – More effective integration with land use p
Improved accessibility and reduction in inequalities
Better use of existing infrastructure through appropriate demand management policies;

Improved quality of public transport in order to create a modal shift to more sustainable for
Rebalance subsidies to reflect true cost of transport provision.

A number of best practice examples were also identified. Areas for further exploration may include
Transport for London Model (Integrated Transport Provision)

Sweden / Finland / Germany / Madrid / France / Denmark (integrated transport provision)
Dublin Airport Model (Gateway Investment);
Air Bus from Belfast to Dublin (Positive impact of competition);
Dublin / Cork Rail (timetable management);
Northern Ireland cycle lanes (positive infrastructure investment);
Northern Ireland Park and Rides (positive infrastructure investment);
Germany / Holland (enhanced regulation on performance of public transport); and

Scotland Research on the net impact of the air industry on the Scottish economy (impact a

Appendix 1 – List of Participating Organisations
Freight Transport Association
NITHC / Translink
Quarry Products Association
Belfast International Airport
Belfast Harbour Commissioners
Sustrans
Cycle Touring Club
Sustainable Development Commission
Northern Ireland Environment Link
NI Cycling Forum
Consumer Council Northern Ireland
IMTAC
NI Commissioner for Young People
Economic and Research Institute Northern Ireland
CBI

Federation of Small Businesses
[1] Brundland Report, 1987.
[2] Sustainable Development Strategies, Northern Ireland and UK.

[3] The Five principles of sustainability are: 1) Living within Environmental Limits; 2) Ensuring a S
Economy; 4) Using Sound Science responsibility'; 5) Promoting Good Governance. See pg 2 for fu

[4] Regional Transportation Strategy Vision Statement – "To have a modern, sustainable, safe tran
environment and actively contributes to social inclusion and everyones quality of life. RTS, pg i.
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The Sustainable Transport Engagement and Research Exercise was held in the Long Gallery, Parli
opinion and perspectives on issues relating to sustainable transport in Northern Ireland.

Selected stakeholders were allocated into like minded interest groups and asked to consider a seri
provides a summary of the key issues discussed within each of these groups.

Contents
1 The Business Sector – Summary of Key Issues Raised
2 The Social Sector – Summary of Key Issues Raised
3 The Environmental Sector – Summary of Key Issues Raised
4 The Transport Operators Sector – Summary of Key Issues Raised

1. The Business Sector – Summary of Key Issues Raised
"Expansion and maintenance of the strategic road network is seen as number one priority for the
transferred by roads."

1.1 How well does our transport system meet our needs?
What is meeting our needs?

What is not meeting our needs?

Roads in terms of connectivity and movement of freight. Roads in terms of congestion and reliab
Rail as a passenger only form of transport.

Rail in terms of connectivity, freight an

Air in terms of connectivity, cost, efficiency and
capacity.

No comment.

Ports in terms of movement of freight.

Ports in terms of additional expansion

Walking
and cycling
terms of environmental
What is meeting
our in
needs?
objectives.

Walking
andmeeting
cycling in
of address
What is not
ourterms
needs?
requirements.

1.2 How sustainable is the way we travel?

In simple terms, walking/cycling is the most sustainable but cannot meet all of our needs followe
potential for expansion. Roads are considered to be the next most sustainable as capacity and cos
initiatives. Public transport is sustainable so long as it is appropriately priced and subsidised. Air i

1.3 What principles should guide our transport system?
Minimise environmental impact;
Identify the true cost of transport provision;
Provide an integrated transport system;
Balance affordability with demand management; and
Ensure effective long term planning.

1.4 What should we aim for in our transport system?

An integrated transport system that manages demand more effectively through an appropriate pr
environmental impact.

1.5 How well do current policies meet our needs and how well are current po
Current policies address the appropriate issues;
Mechanisms for delivery are questionable;
Delivery of strategic network is being delivered however maintenance needs are not;

Issues relating to pricing; competition and access stand in the way of delivering an effective
Technological advances not properly planned for in existing policy.

The Executive has failed to make the difficult decisions required to develop a more sustaina

1.6 Who should be responsible for delivering our public transport needs and
play?

The Government should provide: effective leadership; regulation; and transport and social policy
mitigating the social consequences of a private system. The private sector could play more of a ro
internal policies. The public sector should only have a role in delivery where market failures prese
actions and behaviours.

1.7 What are the public and private sector strengths, weaknesses, opportunit
Public Sector
Strengths

Privat
Weaknesses

Stren

Legitimate
power. Access to
Public Sector
funding. Leadership.

Inefficiencies as a result of bureaucracy. Conflicting
policies. Risk averse. Unaccountable.

Innov
Privat
Respo

Opportunities

Threats

Oppo

Enhanced joined up thinking.

Funding levels. Political instability Inability to agree on
difficult decisions

Adap
oppo

1.8 How much support is there for a change in our transport system and wha

It was recognised that whilst there may be support for changes in road infrastructure and public t
the sacrifices that people are willing to make. That is, who will pay for change?

1.9 How can we move towards a more sustainable situation?
Provide an integrated transport system to improve connectivity and reliability;
A more joined up approach to decision making;
Effective land use policy;
improve effectiveness of existing infrastructure;
identification of true costs associated with provision of transport;
Good quality information upon which to base decisions;
Use of subsidy or strategic expansion to increase rail use; and
Aviation industry.

2. The Social Sector – Summary of Key Issues Raised

"Current policy does not deliver for certain sectors of society such as those without a car or rural d

2.1 How well does our transport system meet our needs?
What is meeting our needs?

What is not meeting our needs?

Roads for commuting.

Roads in terms of social inclusion, congestion, soc
access to cars.

No comment

Rail in terms of complete accessibility and connec

Air meets our needs in terms of capacity.

Air does not in cost for the passenger and access fo

Sea ports in terms of movement of freight
and cars.

Sea ports in terms of cost to the passenger and tim

Cycling / walking in terms of sustainability.

Cycling /walking in terms of infrastructure require

2.2 How sustainable is the way we travel?

Current road use is not sustainable socially due to access and inequality constraints. Land use pla
services.

2.3 What principles should guide our transport system?

Reduce the need to travel
Ensure best value for money;
Improve connectivity;
Provide regular services;
Address issues of inequality; and
Ensure social inclusion.

2.4 What should we aim for in our transport system?

A system that works for everybody and reduces inequality and discrimination with better public tr
transport employees and greater attempts to encourage people to use the services.

2.5 How well do current policies meet our needs and how well are current po
Policy is unfairly focused upon the strategic network;
Inequalities exist within current policy as it does not deliver for all in society;
Current policy does not create a culture towards using public transport; however
There have been positive contributions to the delivery of road safety issues.

2.6 Who should be responsible for delivering our public transport needs and
play?

The public sector should take responsibility for driving efficiencies; providing effective lead
There private sector could provide efficiencies in delivery.
At the minute no-one is taking responsibility.

2.7 What are the public and private sector strengths, weaknesses, opportunit
Public Sector

Priva

Strengths

Weaknesses

Stren

Can focus attention on single operator.

No competition. Lack of accessibility and
connectivity.

Inno

Opportunities

Threats

Opp

Greater cooperation between
Departments

Lack of knowledge.

Imp
com

2.8 How much support is there for a change in our transport system and wha

Believe there to be good levels of support for road and rail improvements and some for air and sea

2.9 How can we move towards a more sustainable situation?
Reduce the need to travel;

Improve accessibility and address inequalities;
Adopt a more joined up approach to decision making;
Improve the quality of public transport provision.

3. The Environmental Sector – Summary of Key Issues Raised

"The transport system in unsustainable across all environmental, social and economic measures"

3.1 How well does our transport system meet our needs?
What is meeting our needs?

What is not meeting our needs?

Roads in terms of commuting needs and freight
movement.

Roads in terms of capacity, efficiency, sa

Rail in terms of connectivity to major cities and
efficiency.

Rail in terms of connectivity to the west
reliability.

No comment.

Air in terms of social inclusion, environm

Sea ports in terms of movement of freight and cars.

Sea ports in terms of integration.

Walking/cycling in terms of sustainability.

Walking/cycling in terms of appropriate

3.2 How sustainable is the way we travel?
The transport system is unsustainable across all environmental, social and economic measures.

3.3 What principles should guide our transport system?
Equally balance economic, environmental and social objectives;
Provide an integrated transport system;
Deliver what people want; and
Base decisions on sound research and evidence.

3.4 What should we aim for in our transport system?

A transport system based on sustainability, safety, economics and health, which reduces strain on
planning.

3.5 How well do current policies meet our needs and how well are current po

On the whole, policies appear to address the appropriate issues however are unfairly focuss
Inequalities exist within current policy as it does not deliver for all in society;
Specific policies may say the right this but are not being delivered;
Safety policy in relation to cyclists is not being delivered.

3.6 Who should be responsible for delivering our public transport needs and

play?
Everyone has a role to play

The Government should be responsible for providing the strategic vision and leadership th
The private sector could have a major role in providing a catalyst for change and providing
The third sector could play an important motivational role.

3.7 What are the public and private sector strengths, weaknesses, opportunit
Public Sector
Strengths

Weaknesses

Legitimate authority. Regulated.

Lacks effective leadership. Short te

Opportunities

Threats

Large employer so can influence with internal policy.
Consideration of wider policy areas.

Political lobbies. Narrow focus on
Inappropriate funding decisions.

3.8 How much support is there for a change in our transport system and wha

There is much support for change in the transport system on the ground. Change however, will b
incentives; between more rounded environmental arguments; localising the issue; and challengin

How can we move towards a more sustainable situation?
Reduce the need to travel rather than trying to accommodate rising demand;
Improve regulation of public transport services;
Consider the policy synergies associated with improved transport policy;
Rebalance subsidies;
Consider how cultural change in attitude can be brought about;
Invest in a proper study on the costs of rail to the west; and
Consider the merits of combined transport strategy with RoI.

4. The Transport Operators Sector – Summary of Key Issues Raised
"Public transport policy does not go far enough. It needs to aim higher"

4.1 How well does our transport system meet our needs?
What is meeting our needs?

What is not meeting our needs?

Roads in terms of the appropriate infrastructure
required.

Roads in terms of congestion, appropria

Rail for the passenger where implemented.

Rail in terms of connectivity, cost and fr

No comment

Air in terms of the appropriate regional

Sea ports in terms of movement of goods and people.

Sea in terms of capacity at peak times an
facilities.

No Comment

Walking/cycling in terms of appropriate

4.2 How sustainable is the way we travel?

The private car is seen as least sustainable and public transport the most. Air and sea ports are con
to Northern Ireland and the positive environmental measures that have been implemented.

4.3 What principles should guide our transport system?
Reduce emissions by a targeted amount per person or per mode of transport;
Consider the total economic impact of transport policy;
Ensure priority for all essential users; and
Ensure as much social inclusion as possible.

4.4 What should we aim for in our transport system?

A system which allows for a decrease in emissions per person or per journey in which the full imp

4.5 How well do current policies meet our needs and how well are current po
Policies address the right issues but are not being delivered;
Public transport policy does not aim high enough;
Policy has been effective in delivering the strategic network;

Issues relating to road maintenance; the effective use of existing infrastructure; and reliabili
Sea and air policy is lacking in comparison.

4.6 Who should be responsible for delivering our public transport needs and
play?

The Government should the lead in addressing transport relating issues through a more joi

Governments should also have an important role to play in influencing the behaviour of in

Who delivers the services in not important as they can be delivered by either the public or p

4.7 What are the public and private sector strengths, weaknesses, opportunit
Public Sector

Private Se

Strengths

Weaknesses

Strengths

Broader view of overall
impacts. Profits reinvested.

Bureaucracy results in inefficiencies. Complicated
delivery mechanisms. Lack of flexibility

Quicker d
transferre

Opportunities

Threats

Opportun

Regulation.
Public Sector

Funding limitations.

Demand
Private Se

4.8 How much support is there for a change in our transport system and wha

There is real support for change in the transport system however issues relating to funding availab
support for change. The political support required to implement such change maybe against the
choose the more sustainable option.

4.9 How can we move towards a more sustainable situation?
Address demand for use of existing infrastructure
Provide suitable alternatives to the car; and
Identify the true cost of road use.

4.10 Where can we look for best practice?
Dublin airport model in terms of gateway investment
Transport for London in terms of integrated transport provision
European city models for integrated transport provision
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This paper considers how sustainable transport has been viewed in a policy context
within Scotland, The Republic of Ireland, Wales and England looking specifically
at any actions and proposals which exist to promote sustainable transport.
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Summary of key point

Across Scotland, Wales, England and the Republic of Ireland there is recognition of the broader so
therefore their proposals and action plans very much reflect this.

There is recognition across all regions of the need for a multi-faceted approach with the need for c
a 'softer' approach which uses advertising and promotions to encourage people to make better de

Within the four regions this multi faceted approach is being applied in demonstration towns whi

These are at different stages, for example, in England Sustainable Travel Towns have been piloted
introduction of a sustainable travel city.

Wales has chosen Cardiff as their flagship sustainable travel city while there are seven sustainable
has yet been taken in terms of choosing a location.
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Introduction

There is now widespread acknowledgement of the unsustainable nature of transport systems the
the negative impact transport has on the environment, clearly demonstrated through a range of e
gas emissions, noise, land use, etc..

Within the UK carbon dioxide emissions from transport have risen throughout the 1990s and now
emissions with the Department of Health estimating that there are between 12,000 and 24,000 ear
Transport impacts are not purely related to omissions and air pollution but it also impacts the wi

In addition to the negative environmental impacts of transport there is also a greater appreciation
society as a whole. This is where the issue of definition arises.

"How sustainable transportation is defined determines which policies are considered most effecti
relatively simple engineering solutions, but more broadly defined sustainability justifies more emp
economic, social, and environmental objectives"2.

This paper will look at how sustainable transport has been viewed within a policy context in Engl
specifically at any actions or proposals which are in place which address the issue.

1.0 Scotland

From the Scottish perspective sustainable transport is about "reducing the environmental, social
people and organisations to use more sustainable and active forms of travel"3. The concept of sus
Scottish Government. These objectives are to ensure that Scotland is a Wealthier, Fairer, Smarter
Sustainable transport in the wider policy sense is not therefore seen purely in terms of infrastruct

This section of the paper will look at specific actions / proposals in Scotland that address the issu
comprehensive. A list of grants provided to key stakeholders for various transport-elated projects

1.1 Smarter Choices, Smarter Peoplei[1]

This is a Scottish Government partnership project with COSLAii[2], launched in March 2008, des
transport emissions. The aim is to establish 'sustainable travel demonstration communities' to sh
more environmentally-friendly forms of transport4. The government is providing £15m over the n

proposals were chosen for funding:
Dumfries & Galloway and SWestrans - Dumfries factsheet - GoSMART Dumfries
Dundee - Dundee Health Central factsheet - Dundee Travel Active
East Dunbartonshire - Kirkintilloch/Lenzie factsheet - Healthy Habits
East Renfrewshire - Barrhead factsheet - Go Barrhead
Falkirk - Stenhousemuir/Larbert factsheet - Take the Right Route
City of Glasgow - Glasgow East End factsheet - East End Accessibility
Orkney - Kirkwall factsheet - Kick Start Kirkwall

Activities in these Local Authorities will include: better public transport services and residential im
studies into travel patterns and access; intensive marketing and awareness campaigns; and works
between approximately 10,000 in Kirkwall to 37,000 in Dumfries.

1.2 Active Travel – cycling and walking

Cycling - The Scottish Government supports the bottom-up grassroots approach to the developm
consultation on the Plan ended on 20th August 2009. It aims to help achieve the government's tar
Question Time in the Scottish Parliament on Active Travel Funding the Minister for Transport, In
the Active Travel budget is £35.7m and that the government "will continue to support local autho
bodies to increase the numbers of people cycling and walking. For example, we will continue wor
communities in Scotland, which aim to increase active travel"6.
The government also funds the National Cycle Network in Scotland through Sustrans.

The Sustrans' School Travel Programme in Scotland - Since November 2007 Sustrans Scotland ha
encourage and enable children to travel to school in ways that benefit their health and the enviro

The Sustrans programme 'Tackling the School Run'8 - the Scottish Government has provided £9.
projects to encourage school children to walk or cycle on the school journey and was delivered in

Cycling Walking and Safer Streets (CWSS) – the government has provided funding to local author
Transport Strategies. These grants are provided under section 70 of the Transport (Scotland) Act 2
government has made £249k available to Dundee City Council for CWSS projects for the year 2009

1.3 Transport and Planning

As is the situation in Northern Ireland the Scottish Government produces a series of public plann
which dictate how planning issues are dealt with. There is a recognition in Scotland that there is
that the transport impact of development proposals need to be dealt with at the earliest possible
consultants to review the implementation of the main planning policy, Scottish Planning Policy
Scottish government is currently reviewing the findings and recommendations. A summary of the

1.4 Designing Streets

The government has published a consultation draft, Designing Streets – a document which sets p
from Manual for Streets which was published in England and Wales in March 2007. It focuses on l
other types of street.
Designing Places highlights six key qualities of successful places. Designing Streets explains how
DISTINCTIVE: responding to local context to create places that are distinctive.

SAFE AND PLEASANT: creating safe and attractive places using imaginative layouts to minimise v

EASY TO GET TO AND MOVE AROUND: enabling ease of movement by all modes of travel, partic
and allowing for links into future areas of development.

WELCOMING: encouraging positive interaction between neighbours, creating a strong sense of c
ADAPTABLE: planning networks that allow for future adaptation.

RESOURCE EFFICIENT: using materials and designs that are durable and cost effective to constru

1.5 Smart Measures12

These are measures which provided the infrastructure and support the benefit of more active and
guidance over a range of such measures. These include:

helping organisations to consider travel plans for all employees of and visitors to its site(s);

a 'green fleet review' for organisations to help reduce environmental impact, reduce runnin

GoGreener campaign, launched in Autumn 2008, and the Energy Saving Trust's Eco-Drivin
encourage people to become greener and adopt more sustainable behaviours; and

Regional Transport Partnerships working with Scottish Local Authorities and Health Board
southwest Scotland13.

1.6 The Scottish Government Travel Plan

The government has also produced package of measures aimed at encouraging more sustainable t
accessed here.

1.7 Cleaner Vehicles and Alternative Fuels

The government is pursuing a 'technology neutral' approach to reducing emissions arising from r
and cost-effective technologies as they emerge. The government contributes to this goal by provid
the government is working with the Department for Transport at the UK level to meet EU an targ
supplied through existing pumps) and the target for 2009/10 will be 3.25 per cent, rising to 5 per c
transport has been announced for 2020 but this is subject to sustainable production and commerc

2.0 Republic of Irelandiii[3]
2.1 Transport 21

Transport 21 is a capital investment programme under the National Development Plan through w
period 2006 – 2015. The 34 billion investment package is comprised of:
26 billion to be provided from the Exchequer and 8 billion from Public Private Partnership

18 billion will be invested in the national roads programme, while 16 billion will be provid

the National Programme will receive about 20 billion and the Greater Dublin Area Program

The current economic situation is likely to impact on budgets and therefore projects. The Ministe

Negotiations between my Department and the Department of Finance in respect of the transpor
normal annual estimates process15.

He has also noted that because of the 'changed economic circumstances' the department has had
as:

National roads
completion of the five major inter-urban motorways by end 2010;
progressing the Atlantic Road Corridor;

Increasing public transport capacity through
construction of Metro North;

construction of DART Underground and implementation of the associated electrificatIon s

investment in buses and bus priority, subject to the Deloitte/TAS cost and efficiency review

Continued planning of other Transport 21 projects to ensure that a shelf of work is ready to go to c

Budget 2010 will be presented to the Dáil on Wednesday 9th December 2009. It is only at this poin

2.2 Smarter Travel – a Sustainable Transport Future

The key document in respect of sustainable travel proposals is Smarter Travel – a Sustainable Tran
transport system by 2020.
Five key goals form the basis of the policy. These are:

Improve quality of life and accessibility to transport for all and, in particular, for people wit
lack of transport

Improve economic competitiveness through maximising the efficiency of the transport sys

Minimise the negative impacts of transport on the local and global environment through r
Reduce overall travel demand and commuting distances travelled by the private car
Improve security of energy supply by reducing dependency on imported fossil fuels

There are 49 actions in the document detailed over 5 chapters beginning at chapter 4. The followi

that the document be consulted for greater detail.

2.3 Chapter 4 – Actions to encourage smarter travel
Aligning Spatial Planning with Transport

Enhance existing legislative provisions to deliver deeper integration of spatial and transport plann
linked, as far as is practicable, to the need to give priority to walking, cycling and public transport

Better integration of land use planning and transport policies in the relevant planning guidelines
future policy guidelines will include require significant housing developments in cities and towns
walking and cycling so that these connections and local amenities can be accessed. Other require
high density and appropriate for public transport and the requirements that developments above
that there is no definition of 'good' public transport connections in the document or indeed wha
scale' is defined.

Promotion of Land Use and Transportation Strategies (LUTS) to support better co-ordination and
across Gateways[4]iv and Hubsv.[5]

Local authorities will be required to prepare plans to retrofit areas with the aim of establishing sus
options for local trips e.g. to shops and schools.

Aligning Employment Policy with Transport Planning
All organisations in the public sector will have to set targets for e-working where appropriate.

Government will carry out research to determine if e-working centres can be established so that p
closer to home.

Mobility Management

As part of the Green Schools Travel Programme every school and college will have to develop a sc
car. As part of this programme local authorities will have to provide safe walking and cycling route

The Government has supported a pilot scheme for the development of Workplace Travel Plans an
employees to develop and implement a workplace travel plan.

Personalised Travel Plan to encourage alternatives to the car.

A levy in the region of 200 has been placed on employee parking in key urban areas to dissuade th

Movement of Goods

95% of freight is moved by road and over 30% of greenhouse gases originate from the freight sector
using more fuel-efficient vehicles. The realistic role of rail freight is also being considered. Logistic
goods.

Fiscal Measures
This involves the introduction of fiscal measures as disincentives to using the car.

2.4 Chapter 5 – Actions to deliver alternative ways of travelling
Public Transport

Redesign of bus services including bus networks and implementation of bus priority and traffic m

Implement real time passenger information on bus services in Dublin then role out to other cities
Integrated ticketing to be made more widely available.

Increase Public Service Obligation (PSO) services over and above those provided by Dublin Bus an

Development of an Intelligent Transport Systems and Services Action Plan as basis to improve ef
punctuality.
Urban bus service in significant urban areas will have:
A bus route within 800m of a house

A schedule which commences at 6am and finishes at 1am, 7 days/week depending on dem
A frequency of at least 10 minutes at peak hours and 20 minutes at non-peak hours
A pre-pay cashless transaction, to minimise delays at stops
A defined level of comfort and cleanliness on vehicles
For other areas the Government will:

Offer a 7day/week transport service for those in rural communities and smaller urban areas.
Review criteria for provision of school transport.
Provide Park and Ride facilities near to urban centres.
Expansion of the Rural Transport Programme

Examine the expansion of school and other publicly funded buses to provide other local tra

Cycling and Walking
Government will publish and implement a National Cycle Policy Framework.
Government will publish National Walking Policy.
Release of state-owned land, where possible, for cycling and walking routes.

Car Clubs and Car Sharing
Establish car-sharing website (work with NI to make this applicable to the whole island).

Support public and private car club schemes and legislate to make car club on-road parking availa

Other Motorised Transport
Consider giving traffic priority to mopeds and segways.

Integration measures

Greater use of smart card ticketing for public transport services e.g. Irish Rail to introduce smart ca

Integrated ticketing will roll out so that it is national in scope. Possible development of an all-islan
Park and ride expanded to include taxis and bikes.
Creation of a National Travel Information Portal offering an on-line integrated journey planner.

Successor to Transport 21 Programme

This will be developed and will address issues such as environmental and social impacts in the co

2.5 Chapter 6 – Actions to improve the efficiency of motorised transport
Aviation
Work within Europe to promote efficiency of air travel.

Public Service Obligation (PSO) for regional air services due for renewal in 2011 and will be consid
most sustainable modes of transport are given priority support.

Maritime
Work at international level to reduce emissions from shipping.

Review of the 2005 Ports Policy Statement to ensure that the efficiency in the movement of goods

Roads
Enforcement of sped limits.

Improve information for road users, prioritise road space for public transport, reduce fuel consum

Deployment of 'Incident Management Technologies' on key road arteries to ensure better movem

Renewable Energy in Transport and Fuel Economy
Commitment that 10% of energy used in transport is sourced from renewable resources.

Incentives to encourage switch to electric vehicles with the aim of receiving market penetration b

Promote the use of alternative technologies in public sector fleets. Every public sector organisatio
replacement of their fleet with the most sustainable vehicle and fuel type.
Motor tax scheme revised to encourage purchase of cars with lower CO2 emissions.

Sustainable Energy Ireland (SEI) – a research facility – has had its remit extended to include sustai
sector.

Driver Behaviour

National driving test will include a module on efficient driving which could reduce emissions by 1

2.6 Chapter 7 – Actions to ensure efficient delivery of the plan
Overarching Legislation
A Sustainable Travel and Transport Bill will be introduced.

Co-ordination at Government level

The inter-departmental working group that assisted in the development of this policy will be reta
alternatives approaches if targets are not being met.

National Sustainable Travel Office will be established to oversee the delivery of many of the initiat

Other arrangements at National level

The role of the Dublin Transportation Authority will include a range of responsibilities and functi
of transport. This will encompass functions relating to a National Transport Regulator.

Delivery at Regional and local level

Local Authorities will be empowered to prepare transport plans to complement their developme
plans for their area and incorporating targets for shifts to sustainable transport modes in the next
of Transport will also be given powers in relation to these plans.

All-Island arrangements
Work with NI to develop sustainable transport initiatives in both jurisdictions.

Demonstration Sustainable Travel Towns and Areas

Government will establish and support a national competition to deliver outstanding examples o
between government departments would support this initiative. Funding will be routed through

Other related action

Embed best practice in the principles of sustainable travel in all relevant local authorities and stat

Engage with third level institutions to ensure sustainable travel is a core component in relevant co
regional and urban planning and public administration.
Department of Transport to develop branding to support concept of smarter travel.
Fund established to support innovative travel projects.

National Travel, Transport and Mobility Household Survey will be established to support the goal

Progress over the short, medium and long term

Biennial report required from the inter-departmental working group on the progress towards imp
in 2010.

3.0 The Welsh Assembly
3.1 Introduction

The Welsh Assembly has a number of strategies which promote sustainable transport. These incl

One Wales – This strategy highlights the role of the transport sector in reducing emissions and ide
nation's health.

Wales Transport Strategy (Connecting the Nation) – two of the strategy's key objectives are to pro
cycling the public's first choice for shorter journeys. The strategy states that:

"A good transport system is central to achieving a vibrant economy and social justice through equ
its part to safeguard the environment and improve the quality of life for everyone, whether or not

This strategy is a pre-cursor of the National Transport plan which will be discussed below while s
Strategy and new Sustainable Development Scheme.

3.2 Welsh National Transport Plan

All of these strategies feed into the National Transport Plan. The Welsh Assembly launched their f
with the process ending on October 12th 2009. The aim of the plan is to ensure a "system of trans

To meet the demand for enhanced mobility which will enable economic growth and impro
To put transport onto a more sustainable and less carbon-intensive path

To use transport funding more effectively in light of increased pressures on public finance1

This plan clearly acknowledges the three pillars of sustainable development: the environment, th
that the reduction of carbon emissions from transport is its highest priority. That said,

the approach put forward to achieve this is pragmatic but also sustainable as it is focuses on chan
change.

It is proposed this will be achieved by providing reasonable and in some cases more attractive alte
arrangements rather than just opting for the car with the aim being that there will be fewer cars o
to achieve

the overall aim of supporting the economy, improving health and well being and reducing the im
The 10 proposed actions are:

1. Continue to establish Sustainable Travel Towns across Wales

Sustainable Travel Towns are designed to deliver ecological as well as other benefits to the locals s
congestion and pollution. This is achieved through the provision of higher quality public transpo
also aim to promote healthier lifestyles by encouraging more walking and cycling.

In March 2009 it was announced that Cardiff would be chosen as "the pathfinder for the Sustainab
£28.5 million, funded by the Welsh Assembly Government and Cardiff City Council over a two yea
service improvements which aim to cut congestion in the city and improve local and regional acc
Development of better bus corridors
Pedestrianisation of two of city's main streets
A free city centre bus
Enhanced city centre cycle network
A new parking strategy
Introduction of new park and ride facilities on key commuter routes
Better travel information for users
Journey sharing schemes
Car clubs
Free bike hire
The Welsh Transport Plan proposes that a further three Sustainable Travel Towns will be created
and spreading the benefits across the country19.

Since the launch of the Sustainable Travel Town initiative in Cardiff much progress has already be
the establishment of new park and ride facilities;
a 'Bus-Box' scheme which links existing routes to new shopping facilities;

a 'Paris-Style' bicycle rental scheme which allows users to pick-up and drop-off bicycles thr
Construction has also been started on a new cyclist and pedestrian bridge across the River Ely20.

2. To improve the planning and policy development processes to ensure stronger integ

This aim will ensure that when any new policy, service or facility is being planned that full attenti
of development.

3. To make it easier for people to be less reliant on the private car and to use public tran

This action has many of the same principles as those outlined in the sustainable travel town initi

It includes raising awareness of alternatives to the car, focusing on encouraging behavioural chan

These changes will be facilitated through improving the ease of access and use of public transport
walking and cycling routes while providing facilities at public transport interchanges, particularly
the two modes.

The Welsh Assembly has created a Walking and Cycling Action Plan (2009-2013) which aims "to h
old, walk and cycle more often"21. Within this plan the Welsh Assembly core objectives are to:
Improve the health and well-being of the population through increased physical activity
Improve the local environment for walkers and cyclists
Encourage sustainable travel as a practical step in combating climate change
Increase levels of walking and cycling through promotion of facilities

Ensure that walking and cycling are prioritised in crosscutting policies, guidance and fundi
These objectives will be achieved through a number of actions which can be summarised as:
Prioritising walking and cycling in public transport investments

Encouraging employers to offer incentives to employees; for example through the tax free b
cycling
Introducing National Standards for cycle training and supporting cycle instructor training

Ensuring that local authorities provide and maintain high quality routes and facilities for cy

Increasing provision of safe traffic free walking routes to schools and workplaces through co
Assembly Government's Safe Routes in Communities Programme
Using EU funding to improve the quality of the cycling and walking tourism product

Opening an all-Wales Coast Path, including provision for bikes in appropriate places, whic
Implementation of Rights of Way Improvement Plans by all local authorities
Introduction of the Sustainable Travel Town project in Wales23.

There are some examples of action having already been taken. In July 2009 two bridges were open
promote cycling and walking. The Pen-y-Clip bridges, funded by the Welsh Assembly Governmen
Penmaenmawr and Llanfairfechan24 .

On the 9th September 2009 a new £7.6million investment was announced that will complete a £1
benefiting residents and tourists alike. As stated in the report25:

"The money will fund 100 miles of new walking and cycling routes as part of the Valleys Cycle Net
routes in the Valleys and bringing the National Cycle Network to within two miles of a further 636
tramways, towpaths and railways in the south Wales Valleys - legacies of its industrial past".

4. To improve the quality and integration of local bus services

This action aims to address the lack of consistency in the provision of bus services across Wales an
services for those with mobility issues and those in peripheral areas with no public transport supp

5. To improve the provision of, and access to, rail services, including improvements for

This action is again designed to encourage the use trains by all people by improving stations both
reliability and providing provision for bicycles on trains.

6. Enable people to access key sites and services more sustainably, particularly where a

This action aims to address current gaps in the transport network, which it hopes will encourage
difficulties faced by rural people in accessing essential services and hopes that an integrated trans

7. To operate, improve and maintain the trunk road network to meet our statutory obligations and

8. To continue to improve the safety of the road network, with special emphasis on reducing casu

9. To improve the sustainability of freight movements, including supporting the modal shift of fre
benefits can be achieved.
10. Use sustainable construction and maintenance methods to reduce the environmental effects

Figure 1
Ten actions for sustainable Transport
1. Establish Sustainable Towns
2. Consider transport requirements with all new planning
3. Improve access to public transport and walking/cycling
4. Improve bus services
5. Improve rail services
6. Improve access to key sites and services
7. Manage road infrastructure
8. Improve road safety
9. Make freight transport more sustainable
10. Minimise environmental effects of transport infrastructure

3.4 Summary

The Welsh Assembly Government's National Transport Plan is the first plan of its type in Wales a
sustainable development and associated themes such as Carbon Emissions.

This plan, however, addresses all three pillars of sustainable development aimed at providing Wa
protects its people, its environment and its economy.

The key schemes which the Welsh Assembly is currently using to promote sustainable transport a
cycling action plan. Both these schemes have attracted significant funding from both the Welsh A
the Big Lottery Fund and are well on their way to being successful and delivering on their mandat

4.0 UK Parliament

The Department for Transport is responsible for devising and managing the transport strategy for
Delivering a Sustainable Transport System: Main Report. This was a follow-up to Towards a Susta
term plan for the transport system in the UK. The 2008 publication explains how the UK will put
The goals of the transport system are designed to take full account of transport's wider impact on
environment. The vision for the transport in the UK is for it to:

support national economic competitiveness and growth, by delivering reliable and efficien

to reduce transports emissions of carbon dioxide and other greenhouse gases, with the desi
to contribute to better safety, security and health and longer life expectancy by reducing th
promoting travel modes that are beneficial to health;

to promote greater equality of opportunity for all citizens, with the desired outcome of achi

to improve quality of life for transport users and non-transport users, and to promote a hea

Again similarly to the Welsh Assembly the UK action plan acknowledges that a sustainable transp
development: the environment; the economy; and society all of which are thoroughly represente

Achieving a reduction in emissions and growing the economy is identified as the biggest challeng
important that it is subject to its own strategy: Low Carbon Transport: A Cleaner Future. It was pu
reduce greenhouse gas emissions from transport. It also shows how transport will make a major c
2050 in line with the Climate Change Act 2008.

The DfT states that it is committed to reducing the impact of travel on the environment and as su
Increase the fuel efficiency of vehicles and technology
Encourage a move towards more environmentally friendly forms of transport
Including transport in emissions trading schemes
Reduce fossil carbon content of transport fuel

4.1 Smarter Choices

Smarter Choices is a series of measures proposed by the DfT which would potentially change the
Choices – Changing the Way we Travel is the title given to a research project which looked at the
The author of the report suggests that 'soft' transport policy measures seek simply to provide info

featured throughout all sustainable policies with "…an emphasis on management and marketing
in contrast to 'hard' measure which would focus on for example, infrastructural change and inves
workplace travel plans and car clubs are often well received, and provide good value for mony.

The (conservative) findings of the research report show that "each £1 spent on soft measures coul
considered 10 measures in total (see figure 2) and demonstrated that each one has the potential fo
are the focus of many local authorities in the UK given that they have been shown to reduce car u

In 2007 the Government Operational Research Service (GORS) carried out a review of the extent t
Transport Plans (LTPs)31 on behalf of the DfT. The review found that there were considerable var
LTPs made reasonable or significant reference to the measure with workplace travel plans (64.6%)
marketing (68.3%) plans featuring most prominently. Travel awareness campaigns featured in 42.
schemes both featured in 26.8% of the LTPs. The remaining soft measures (Car clubs 15.9%, Telew
much less prominent that the others, although this perhaps is not surprising given the last three
unwilling to convert to the new technology given that these could potentially impact negatively o

Figure 2
'Soft' Measures
workplace travel plans;
school travel plans;
personalised travel planning;
public transport information and marketing;
travel awareness campaigns;
Car clubs;
Car sharing schemes;
teleworking;
teleconferencing, and
home shopping.

4.2 ACT ON CO2

ACT ON CO2 is a cross-government initiative, currently involving the Department of Energy and
Department for Environment Food and Rural Affairs (DEFRA) and the Department for Communit
could be described as a soft measure as it simply provides the public with the information they ne
consumption, it deals specifically with transport by providing tips on advice on car purchasing an
relevant sites.

4.3 Sustainable Travel Demonstration Town
The Sustainable Travel Demonstration Town was a 5 year project which aimed to:

Demonstrate the effect a sustained package of 'Smarter Choice' measures could have when coupl

Darlington, Peterborough and Worcester were selected from more than 50 local authorities in Eng
demonstration town. The 3 towns shared funding of central government funding of £10m with bu

In a period of just over two years all three locations found significant drops in traffic along with in
chosen to employ Individualised Travel Marketing (ITM)33. ITM highlights travel choices which
contacted by phone or in person and provided with locally relevant information and support. Bas
three main groups: regular users of sustainable travel modes; non-regular users who are interested
interested in taking part.

Most of the ITM campaign focuses on the 'interested' group. These households receive an order f
meet their transport needs. These include walking and cycling maps, bus and train timetables, gu
outdoor shops34. The complete process is detailed in figure 3 (below). In addition to ITM many o
the plan for these locatins.

4.4 TravelSmart

The ITM process is employed by Sustrans in their (big lottery funded) TravelSmart initiative. Sinc
use by 10-14% wherever it has operated whilst also increasing levels of walking, cycling and public
encouraging people to make a few changes to their daily travel choices when and where it suits th

The ITM approach was pioneered in Europe, Australia and the US over the past 20 years. To date
128,000 households, including large-scale programmes in Peterborough, Worcester and Lancashir
Table 1 (below)36.

Table 1: Outcomes of large-scale TravelSmart Programmes
Location

Date

Target Population (households)

Bristol

2002-05

6,600

+12%

Gloucester

2003-04

4,400

+18%

Gloucester

2005

4,000

+17%

Peterborough

2008

30,000

+17%

Worcester

2008

23,500

+17%

Preston and South Ribble

2007

10,700

+36%

Lancaster and Morecambe

2008

8,500

+16%

Inverness

2007

1,500

+19%

Doncaster

2006

2,300

+29%

Source: www.sustrans.org.uk

4.5 Sustainable Travel City: Demonstration Project

Sustainable Trav

Following on from the success of the Sustainable Travel Town initiative which over the last five ye
14%, and cycling increase at least 12% on average across all the sites The Parliamentary Under-Sec
urban areas across England are to be given the chance to bid to become the country's first Sustain

"Up to £29 million will be invested over three years in at least one of England's larger cities to enco
walking, cycling and initiatives to improve public transport"37.

The chosen city will introduce innovative new strategies and build on existing work to ease conge
physical activity in the local area; projects which could be included are listed below:38
Work or school travel planning;
cycle training;
personalised travel planning;
online journey planning;
car share schemes;
car clubs
reviewing parking provision
dedicated bus routes;
improved bus stops and shelter;
cycling / pedestrian routes;
20 mph zones.

4.6 Summary

The UK Parliament is taking a mixed approach to promoting sustainable transport within Englan
aim to change people's attitudes towards transport by providing them with the information to m
shown to work across the country delivering significant reductions in car use and increases in wal

The Sustainable Travel Towns initiative has combined the use of soft measures with hard measur
particularly for cyclists and bus passengers with this investment in things like signage, car free cyc
attractive alternative than they once were.
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Appendix 1
Budget and Terms and Conditions

The Scottish Ministers provide key stakeholders grant funding for various transport related projec
projects.

Organisation / Grantee

Sustrans http://www.sustrans.org.uk/
Cycling Scotland http://www.cyclingscotland.org/
Smarter Choices, Smarter Places projects
Energy Saving Trust http://www.energysavingtrust.org.uk/scotland
Transform Scotland http://www.transformscotland.org.uk/
Bike Station http://www.thebikestation.org.uk/

Cycling, Walking and Safer Streets Projects Grant Offer identical for all Scottish LAs (budget figure
are total for all Scottish Local Authorities)
Regional Transport Partnerships
SESTRAN South East of Scotland (includes 8 LAs) http://www.sestran.gov.uk/
SPT - Strathclyde http://www.strathclyde-pte.co.uk/about/index.html
SWESTRAN Dumfries & Galloway http://www.dumgal.gov.uk/rtpb/miniweb.aspx
HITRANS Highlands & Islands http://www.hitrans.org.uk/
TACTRAN Angus, Dundee City, Perth & Kinross and Stirling Council areas
http://www.tactran.gov.uk/
NESTRAN Aberdeen City & Shire http://www.nestrans.org.uk/

ZetTrans Shetland http://www.zettrans.org.uk/
Organisation / Grantee
[1]i Information in this section is taken directly from http://www.scotland.gov.uk/Topics/Transp
[2]ii Convention of Scottish Local Authorities
[3]iii This information is broadly taken from the document Smarter Travel – a Sustainable Transp
should be consulted.

[4]iv Settlements, identified in the National Spatial Strategy, which have a strategic location, nati
scale social, economic infrastructure and support services. They include Letterkenny, Sligo, Lime
Dublin and Dundalk.

[5]v These are settlements, designated in the National Spatial Strategy, which support the nation
smaller towns and rural areas within their sphere of influence. They include Ballina/Castlebar, Tu
and Monaghan.
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Rural to Urban Journey
This paper discusses the prevalence of car journeys which are made from rural to
urban areas of Northern Ireland in order to access essential services and employment.
Library Research Papers are compiled for the benefit of Members of The Assembly and
their personal staff. Authors are available to discuss the contents of these papers
with Members and their staff but cannot advise members of the general public.

Summary of key point
The average person in Northern Ireland travelled 6,033 miles between 2006 and 2008

The average person in Northern Ireland made 81.5 per cent of all their journeys between 2006 and
Commuting to and from work accounts for more miles per person than any other activity

The 'proximity to services' domain in the Northern Ireland Multiple Deprivation Measure (NIMD
people travel to access key services although it does not explicitly show rural to urban journeys.

The NIMDM shows that across Northern Ireland the majority of the country has poor access to se

Patterns of commuting are typically analysed using Census origin-destination data using the infor
main job.

The major drawback with using Census data for analysing commuting patterns is that they becom

In Northern Ireland commuters rely heavily on cars and only a small percentage use public transp

Belfast is the main centre of employment, administration and commerce for Northern Ireland an

Ireland (this figure rises to 50% in the Belfast Metropolitan Area).
A large percentage of people in the district council areas nearest Belfast commute there for work
The data shows a tendency towards people travelling towards urban centres for work
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Introduction

At the meeting of the Committee for Regional Development on the 17th February 2010 members
'Sustainable Transport: actions in Scotland, the Republic of Ireland, England and Wales'. Followi
encourage the establishment of businesses in rural areas and this could have an impact on the fut
requested details on the number and percentage of cars in Northern Ireland that travel from rural
important services as a way of highlighting the centralisation of employment and essential servic
outline of travel behaviour in Northern Ireland.

Travel behaviour in Northern Ireland

The Department for Regional Development in Northern Ireland commissioned the Central Surve
(NISRA) to undertake the Travel Survey in Northern Ireland (TSNI). The main survey in Northern
running on a monthly basis since then. The TSNI surveys around 145 addresses each month.

The survey shows that the average person in Northern Ireland travelled 6,033 miles between 2006
further 1,686 (28%) were covered as a passenger of a car. On the basis of these figures, the average p
between 20056 and 2008 by car. Ulsterbus accounted for 4.5% of journeys made while walking acco

The survey also looked at why people in Northern Ireland are making these journeys and it measu
show that commuting; defined as travelling to or from work, is where most miles are accrued, acc
visiting friends homes 13% and personal business; defined as travelling to access services such as
up of various social activities

Figure one shows the average length of journey by purpose. What immediately stands out is that t

average (37.4 miles) although this not surprising given that most holidays are taken away from wh
journey is however, made relatively infrequentlyii[2], with the average number of miles travelled p
travelled for business and commuting total 3975 across 400 separate trips.

Figure 1: Average journey length by purpose: 2006-2008

Source: NISRA (2008)1

What this data demonstrates is that the average journeys made by people to work (8.5 miles), to v
and to go shopping (4.6 miles) could not conveniently be made by walking and therefore would re

The Northern Ireland Multiple Deprivation Measure (NIMDM)
The Northern Ireland Multiple Deprivation Measure is based on the concept that deprivation (in
occurs across a variety of social, economic and environmental provisions which include:
Income
Employment
Health
Education, Skills and Training
Proximity to Services
The Living Environment
Crime and Disorder

The proximity to services domain provides the best available data to demonstrate the distances p
show rural to urban journeys.

Proximity to Services Domain

"The purpose of this domain is to measure the extent to which people have poor geographical ac
This measurement is based on a series of indicators:
Road distance to a GP premises (2004, Source: Central Services Agency (CSA))

Road distance to an Accident and Emergency hospital (2004, Source: Department of Health
Road distance to a dentist (2004, Source: CSA)
Road distance to an optician (2004, Source: CSA)
Road distance to a pharmacist (2004, Source: CSA)

Road distance to a Job Centre or Jobs and Benefit office (2004, Source: Department of Educa
Road distance to a Post Office (2004, Source: Post Office Ltd)
Road distance to a food shop (2003, Source: Census of Employment)

Road distance to the centre of a settlement of 10,000 or more people (2004, Source: Norther

Figure two shows the Proximity to Services Deprivation Domain for Northern Ireland. This shows
access to services, demonstrated by the dark blue colouring of the map. The areas with the highes
key services are in Fermanagh, Omagh, Strabane, the west of Dungannon, Moyle and Larne. Area
main towns and cities and surrounding areas, for example, Belfast, Coleraine, Derry, Omagh, Enn

There are limitations with the access to services domain as an indicator of deprivation, largely due
document for the NIMDM 2005 it was proposed that an indicator which comprised access to a ca
however that the data was either outdated or unreliable. In terms of access to a car, the most relia
however, this would assume that all members of the household have access to that car or cars, wh
household still must rely on public transport, or lifts to access services.

The lack of this type of data means that this domain is based solely on distances to a number of ke
viewed in isolation given that for many people, living in rural areas with a certain degree of isolati
deprivation (figure3) is consulted it clearly shows that the areas inside the major towns and cities
other indicators), than those in rural areas which are largely less deprived, with North Tyrone, So
exceptions. It is suggested that an indicator which looks at households without access to a car wo
deprivation for rural areas, however, up-to-date data for this will not become available until after t

Figure 2: Proximity to Services Domain for Northern Ireland (SOAs)

Source: NISRA (2005)3

Figure 3: Multiple Deprivation Measure for Northern Ireland (SOAs)

Source NISRA (2005)

Travelling to work

Patterns of commuting are typically analysed using Census origin-destination data using the infor
main job. These data provide a very rich source of information on commuting flows for all worker
analysing commuting patterns is that they become out of date. The last census was 2001 and for t
travelling from rural to urban areas for work this is the best available source.

Data from the Labour Force Survey (LFS) show that in autumn 2007 the average time spent travell
addition the National Travel Survey 2006 (Department for Transport (DfT), 2006) found that one f
correlates with the data from the NITS which shows that commuting accounts for 21% of total m
important in terms of the way people spend their time, in contributing to overall travel patterns a
national carbon emissions4.

Figure 4: All occupations: percentage of workers using car/van transport by LSOA/DZ (
LSOA/DZ (right)

Transport Mode

Figure 4 shows that in Northern Ireland there is a very high reliance on cars and vans for the purp
which is over much of the country. This indicates that 73.1% or more of people use a car to comm
range of 67.6% to 73%. In contrast the map on the right (figure 4) demonstrates a very low usage o
only 4.3% or less of the population use public transport while around some of the larger urban cen
up to 7.6%.

Belfast Metropolitan Area

The Belfast metropolitan Area is the largest Urban Centre in Northern Ireland with a population o
within a 50 mile radius. Belfast is the main centre of employment, administration and commerce
employment in Northern Ireland (this figure rises to 50% in the Belfast Metropolitan Area)6.

Research carried out in 1999 as part of the preparation of the Belfast Metropolitan Transport Plan
Greater Belfast at 297,000 carsiv[4] while the number of cars travelling into and out of Belfast's cen

A survey carried out in November 2005 to establish the mode of transport used by people travellin
showed that 68 per cent of all cars were driver-only occupancy.9

Rural to Urban Commuting

The 2001 census data showed that there were 243, 972 rural dwellersvi[6] employed and working in
areas and 35% of those working in urban areas are employed within the Belfast Metropolitan Urba

When area of workplace is compared to area of residence at the district council level it provides so
people living in North Down only 16,534 (48%) actually work in the area while 32% work within th
work locally while 39% work in Belfast. Of course these areas are within a relatively short commut
(52%) and Lisburn (32%) also have high percentages of their population working in the Belfast are
Belfast Metropolitan Urban Area (BMUAvii)[7] 88% also work there. Figure 5 is a graphical represe
Newtownabbey district council area and is useful in demonstrating the high flow of people travell

Figure 5: Commuter flows from Newtownabbey District council Areaviii[8]

These flows would be very similar for all the surrounding district council areas, like North Down, C
see from figure 6 that in North West Antrim over 70% live and work in the same area, although thi
towards Ballymena and Antrim Town. In parts of South Antrim less than 20% live and work in the
Antrim town (see figure 7).

Figure 6: percentage of people who work in Antrim and also live there

Figure 7: Example of commuter flows from North and South Antrim

Case study: Fermanagh
Figure 8: % of population working in Fermanagh who also live there

Figure 8 (above) shows that for many parts of the county a large percentage of those who are in em
Enniskillen this percentage drops below 34% and even as low as 20% in some areas. Looking at th
21,725 total people in employment also work in the district council area. 4% do however, work in
are people from Fermanagh who travel to every other district council area in Northern Ireland for
county employment was at between 50 to 59%.

Figure 9: Map showing major commuter flows out of Fermanagh

Figure 10: % of All Fermanagh residents in employment

In terms of commuter flows, either within or out of Fermanagh we can see from that maps 1-6 (ne
more urban areas of Fermanagh particularly the urban centre of Fermanagh; Enniskillen which is
settlement in Fermanagh however it is classified as a rural area based on the census and is an inte
G). The maps also demonstrate that people in settlements towards the East of Fermanagh are mo
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Ireland Statistics and Research Agency (NISRA)

Appendix 7

Evidence Matrix
Sustainable Transport Written Submissions Evidence Matrix
Aspects

Specialist Subgroup

Social

Respondee
The Social Development Committee
The Department of Education

Social Inclusion

Access 2 Benefits
CTA (Community Transport Association)
Rural Community Network (CTA)
Mr Lee Wilson

Health

Belfast Healthy Cities
Institute of Public Health in Ireland

Environmental

The Environment Committee

Aspects

Specialist Subgroup

Deparment
Respondee of Agricultural and Rural Development

Environmental

British Council Challenge Europe Scheme
Energy Saving Trust
Northern Ireland Environmental Link (NIEL)

Sustainable Development Commission Northern I
Sustrans
World Wildlife Fund (WWF) Northern Ireland
Cycling/Pedestrianisation Belfast Metropolitan Residents Group
CTC/NI Cycling Initiative
Belfast Friends of the Earth
Greenway to Stay
Economic

Committee for Enterprise, Trade and Investment (E
Freight

CILT (Chartered Institute of Logistics and Transpo

Technology

ACIS Advanced Communications and Information
The Lord Laird of Altigarvan
WRIGHTBUS

Spatial Planning

Mr Arthur Acheson
Belfast Metropolitan Residents Group
Parker Green International (PGI)

Sustainable Transport Written Submissions Evidence Matrix
Thematic Area

General Issue

Sub Issues

Modes of
Transport

Overdependency of Private
Cars

Including Single Car Usage, Emotional
Attachement to Cars
Externalised Costs
Vehicle Miles Travelled (under 5 miles)
High Occupancy Vehicle Lanes
Car Clubs
Car Sharing
Car Pooling
Park and Ride Facilities/Walking Facilities
Lower Speed Limits in Residential Areas
On site car parking
Off-site car parking for staff

Thematic Area

General Issue
Current public transportation
system

Allocation
Sub Issues of Public Sector Jobs (Bain Review)
Introduction of congestion charging

Challenge to Improve Services and Attractiven
State subsidies for transport links in new
developments
Tax effective purchasing of tickets
Online purchasing of tickets
Review of Bus Corridors in Main Cities
Integrated public transport timetabling

Education in schools about public transportat
Provision of Enhanced Traffic Management
Systems
Lack of coordination
Underutilization of existing transportation
vehciles

Dissemination of information on public trans
services
Modes of
Transport

Walking and Cycling

Health and Environmental Benefits

Road and Pedestrian Safety and Education the
Employer and State Incentives
Cost-Benefits Analysis
Cycle Rental Schemes
Provision of Hygiene and Changing Facilities
Reduced Absenteeism and Improved Fitness
Greater independence of our children
Broad Accessibility
Promotional Events
Tax-Free Bicycle Purchase Schemes
Creation of Walking and Cycling Networks
Alternative Modes of Transport Electric Vehicles, Monorails
Potential of Inland Waterways
Bus Rapid Transit (pro)
Bus Rapid Transit (anti)
Door-to-Door
Rail

Thematic Area

General Issue

Sub
Issues
Electrification
of current and future NI Rail
Network
Trams, Quality Bus Corridors
School Transport
Social Services Transport
Low Carbon Vehicles
Hybrid Vehicles

Sustainable Transport Written Submissions Evidence Matrix
Thematic Area

General Issue

Sub Issues

Accessibility and
Equality

Social inclusion, including pt service
provision

Geographical, Age, Gender, Disa
Economic

Concessions (passes, fuel)
Real Time Passenger Information
Technology
Community Engagement

Spatial Planning

Disability and Accessibility

Door-to-Door as an interim solu

Education

Low Education Level of Professio
Drivers

Carrot and Stick measures

Parking charges reflecting full ext
costs

Cost-Benefit Methodology of Road
Building

Flaws in current weighing system

Cost-Benefit Analysis of Rail
Infrastructure

External Benefits of Rail mode

Comparative Costs of Cycling and Road
Higher comparative cost benefit
Building
Cycle Path infrastructure

Lack of cycle paths, greenway
networks, signage

Adequate Cycle Access and Storage

Cycle Stands

Rail Travel

Less Land Intensive

Improved pedestrian access
Enhanced public transport links

NIR/Ulsterbus

Employment related planning issues

Flexi-time, home office, audio vi
conferences

Integrated system of land use and public
No detectable features at present
transport

Thematic Area

Need forIssue
General
Health Impact Assesments

in
context
Sub
Issues of transport and land
decisions

Lack of policy in rural areas

Need for a Rural and Equality Pro
scheme

Removal of sectarian legacy transport
planning

Shift to non-sectarian route plan
of buses

Sustainable Transport Written Submissions Evidence Matrix
Thematic Area General Issue

Sub Issues

Health

See "Modes of Transport"

Walking and Cycling
Obesity and the need for Physical Activity
Health Authorities to assess impacts of transport
Higher health risk to urban dwellers

Environment

Overdependency on fossil fuels
Emissions - Greenhouse Gas, Fossil Fuels
Reduction of Air Pollution
Tackling Climate Change
Aviation emissions and pollution
Alternative fuel sources

Biofuels, Biogas, Wind Energy

Incentives to purchase low carbon emission cars
Education of public on environmental issues
Rail freight as environmentally friendly mode
Attainment of EU policy and directive targets
Govt. Investment in Sustainable Transport

Level of allocation too low

Mandatory Vehicle Efficiency Improvement
Promotion of Home Shopping

Reduction in road usage by p

Sustainable Transport Written Submissions Evidence Matrix
Thematic Area

General Issue

Economic Issues

New economic opportunities through
sustainability
Development of Electric Vehicle Market
Funding for community related schemes
Lack of investment in charitable and NP
solutions
Railfreight as a revenue stream

Sub Issues

Thematic Area

Correlation
between pt investment and pt usage Sub Issues
General Issue
Prioritization of concerns in decision making

Engagement with
Government

Social and Envir
Economic

Gaps between policy and implementation
Need for increased monitoring, good
governance
Joined up policy making
Need for clear target setting, indicators
Regulator for Integrated Freight Planning
Relationships between govt and govt agencies
Lack of strategic vision
Need for a Sustainability Audit/Review
Need for a Rail Development Policy
Lack of a Northern Ireland Rural Transport
Policy

Location of new
settlements

Review of Planning Systems

Appendix 8

Consideration of
Written Evidence

Mr Lee Wilson review
Committee for Regional Development
Room
Parliament Buildings
Tel:
Fax:
To: Committee Members
From: Committee Clerk
Date: 10 February 2010
Subject: Sustainable Transport Inquiry: Consideration of written evidence
Mr Lee Wilson

1. Mr Wilson has responded as a private citizen. His comments reflect his individual background.
fully dependent of public transport and private hire vehicles to commute. Additionally he is the p

2. Mr Wilson makes reference to :
the PricewaterhouseCoopers "Bridging the Gap"

Terms of Reference

To explore and clarify the social, environmental and economic aspects of sustainable t

3. Mr Wilson highlights the viability and affordability of public transport. Further that public trans
their travel time.

4. Mr Wilson reiterates general held views that public transport usage contributes to positive envi
vehicles frees up the road for commercial road traffic.

5. Mr Wilson contrasts existing bus services in his own traditionally loyalist neighbourhood with t
whether the current modus operandi is economically effective in terms of the size of vehicles used
service, the frequency of service and the routes.

To identify the policies, attitudes and technologies likely to underpin a move to more S

6. Mr Wilson is concerned that current bus services are not operating effectively. Mr Wilson contra
neighbourhood with those in the neighbouring nationalist estate, and questions whether the cur
of vehicles used, the frequency of service and the routes. Mr Wilson appears to question whether t
communities should be continued in our post-transitional society

Access to Benefits revie
Committee for Regional Development
Parliament Buildings
Tel:
Fax:
To: Committee Members
From: Committee Clerk
Date: 10 February 2010
Subject: Sustainable Transport Inquiry: Consideration of written evidence
Access 2 Benefits

1. Ms Anderson addresses the Public Notice terms of reference in a generic fashion. In the context
transport, she raises concerns related to the accessible transport issue.
2. Ms Anderson opines that accessibility to public transport is made more difficult due to the fact
rural transport schemes".

Arthur Acheson review

Committee for Regional Development
Parliament Buildings
Tel:
Fax:
To: Committee Members
From: Committee Clerk
Date: 10 February 2010
Subject: Sustainable Transport Inquiry: Consideration of written evidence
Arthur Acheson

1. Mr Arthur Acheson is a qualified architect, Partner and Chair of the Belfast based Boyd Partners
lecturer and associate professor at universities in Canada, Australia and N Ireland. In 1982 he was

To explore and clarify the social, environmental and economic aspects of sustainable t

2. Mr Acheson opines that the report findings and existing policies of specialist bodies are "largely
The Regional Transport Strategy for Northern Ireland
The 1994 Royal Commission Report on Urban Environment
The 2007 Energy Saving Trust report "Green Barometer"
The 2005 Institute of Public Health in Ireland report "Review of the Health Impacts of Tran
The 2008 International Energy Authority report "World Energy Outlook"

3. Mr Acheson notes that the Committee for Regional Development has already identified import
between emission reduction and transport policy, the necessity to tackle climate change as part o
emission reduction, the imbalance between Road and Public Transport expenditure

To identify the policies, attitudes and technologies likely to underpin a move to more S

4. Mr Acheson selects statements dated 2009 from a SF MEP and from the Minister to highlight a p
dependent transport system and a transport system "built on sustainability". He attributes this la

5. Mr Acheson favours stronger linkages between policies related to "health, environment, wellbe

6. Mr Acheson suggests a shift a way from the current "cost-benefit methodology of road building"
7. Mr Acheson reminds that the Travel Survey 2005-2007 indicates that more than half of all journ
suggests the promotion of walking for journeys not exceeding 1 mile and cycling for journeys not
recommends policy making which:
Increases the level of safety and the attractiveness of walking and cycling
Prioritizes walking and cycling over private vehicles usage

Discourages the use of the latter

Incorporates a national road cycle safety training for primary 6 pupils and learner drivers, S

Restrains parking and introduces parking charges in urban, suburban and out of town retail
Introduces measures targeted at achieving behavioural change and modal shift

8. Mr Acheson refers to the Transform Scotland document "Towards a Healthier Economy", sugge
transport.

9. Mr Acheson highlights the benefit of cycling and evidence of achievable savings of £1 million th
specifically to research by Cycling England and the CTC reports, "A new vision for cycling" and "S

10. Mr Acheson concludes that a shift to active travel and public transport has multiple benefits, n
social inclusion, cost benefits interrelated to a shift to cycling and walking and public health and

11. Mr Acheson advocates redirecting spending into the Northern Ireland economy as Northern I

12. Mr Acheson rejects the arguments which suggest the use of electric cars on the basis that it wi
generated electricity and the improvement of grids. Further it does not reduce the numbers of car

ACIS review
Committee for Regional Development
Parliament Buildings
Tel:
Fax:
To: Committee Members
From: Committee Clerk
Date: 10 February 2010
Subject: Review of Submission to Sustainable Transport Inquiry
ACIS

1. ACIS describes itself as the leading UK based provider of integrated information systems in pass
are currently partnering with all seven Passenger Transport Executives (PTE's), 46 regional and loc
operating companies. In Northern Ireland ACIS supply the Real Time Passenger Information Sys
submission focuses on the technology of the Real Time Passenger Information (RTPI)
2. ACIS refers to the following reports:
Commission for Integrated Transport 2002
Transport White Paper 2004

Terms of Reference

To explore and clarify the social, environmental and economic aspects of sustainable t

3. ACIS's data identifies the following key factors which influence passenger satisfaction when us
Punctuality/Frequency 41 %
Fares 14 %
Comfort 14 %
Cleanliness 10 %
Delay Information 10 %
Information 6 %
Staff 3 %
Refund process 2 %

4. ACIS suggests that Real Time Passenger Information technology can make a significant contrib
transportation by public buses.

To identify the policies, attitudes and technologies likely to underpin a move to more S

5. ACIS's submission focuses strongly on the link between available state-of-the-art technologies
highlights the Wayfarer system, a low band radio coverage system, which facilitates a flow of Key i

6. ACIS highlights that this technology addresses the key aspects relevant to customer satisfaction
The Wayfarer technology allows not only for a registration of passenger data per available routes, b
actual arrival times based on the ACIS processor tracking evaluations. Thus both the passenger an
7. A non-exhaustive list of the attributes of ACIS system technology includes
Systems Integration,
UTMC,
Real Time Information Systems,
Electronic Passenger Information and
comprehensive system management tools

8. ACIS evidences the successful application of ACIS technology solutions by the scope and num
international airports, including Victoria Coach Station, London

9. ACIS reminds that Real Time information can be accessed by individual customers through a va
Digital TV platforms, innovative Smart displays in private homes and via SMS requests.

10. In summary, ACIS purports that the following RPTI Technology underpins a change in public
support sustainable transport policy making. In particular it delivers:
Improved reliability
Improved security

Reduced travel times
Improved confidence in public transport
Increased bus patronage
Reduced carbon emissions
Sustainable travel plans critical for new developments
Assistance in traffic management reporting

11. This technology is further supported by Traffic Light Priority technology which allows buses ru
major routes within Belfast are fitted with Traffic Light Priority equipment. There are currently 107
bus timetables being reliable for waiting passengers.
12. ACIS identifies the following advantages to be achieved by using TLP Technology :
Improvements in the number of buses running to schedule
Reduction in journey times
Reduction in fuel usage
Reduction in vehicle emissions
Higher levels of customer satisfaction

Sustainable Development Commi
Committee for Regional Development
Parliament Buildings
Tel:
Fax:
To: Committee Members
From: Committee Clerk
Date: 10 February 2010
Subject: Sustainable Transport Inquiry: Consideration of written evidence
The Sustainable Development Commission Northern Ireland (SDC)

1. The Sustainable Development Commission Northern Ireland (SDC) describes itself as "the Gov
reporting to the Prime Minister, the First Ministers of Scotland and Wales and, in Northern Irelan
2. SDC refers to a number of strategy papers, policy documents and reports including:
First Steps to Sustainability (SDC)
Low Carbon Transport – A Greener Future, Department for Transport, July 2009
2007 Survey of "Public Attitudes and Behaviours Towards the Environment" for Defra

Glen Lyons et al, June 2008, Public attitudes to transport: Knowledge review of existing evid

Environment Agency - Underground, Under Threat

3. SDC further relies on additional statistical information from the following sources to illustrate a
DRD Annual Transport Statistics 2007-08
The Car in British Society – RAC Foundation, April 2009
RAC Report on Motoring 2008
CTC Safety in Numbers Campaign May 2009

To explore and clarify the social, environmental and economic aspects of sustainable t
4. SDC identifies the following aspects relevant to the discussion:
Greenhouse gas emissions
Dependency on private cars as the main mode of transport
Growth in the use of bus and rail transportation
Growth in the frequency of air transport movement
Increase in the consumption of petroleum and diesel
Significance of car usage for short journeys

Decrease in work commutes in Belfast by car in favour of alternative modes of transport (bu
Emotional attachment to private vehicles
Requirement for safe, comfortable and reliable modes of transport

To identify the policies, attitudes and technologies likely to underpin a move to more s

5. SDC primarily identifies its own strategy, First Steps in Sustainability, as a key policy in this are
development, namely
Living with environmental limits
Ensuring a strong, healthy and just society
Achieving a sustainable economy
Promoting good governance
Using sound science responsibly
Promoting opportunity and innovation

6. SDC advocates a four strand approach to transport, which promotes a governmental strategy to
efficiency of existing transport modes.
7. SDC suggests numerous possible measures to realize this strategy, including:
the reduction of speed limits,
the restriction of motorised transport access

the creation of high quality, safe and attractive routes for cyclists and pedestrians
legislation to mandate vehicle efficiency improvements
incentivizing higher vehicle occupancy rates
the promotion of car clubs
eco-driving;
measures to spread demand peaks on public transport
measures to promote more efficient use of existing transport networks

8. SDC highlights the particular overdependence on the car as a mode of transport in Northern Ir
transport modes heavily influences the continued overdependence on private transport.

9. SDC reminds that the whilst the use of more efficient vehicles into current transport trends is la
and it wants people to be able to choose the most sustainable and lowest carbon ways of meeting

10. SDC supports the government's initiatives to promote ultra-low carbon vehicles, acknowledg
greenhouse gas emissions and our reliance on oil. However it notes that simply substituting much
sustainable.

11. SDC advocates a hierarchical approach to transport, which includes a demand reduction, a m
improvements.

SD C believes that capacity increases should only be effected when all the above have b
12. SDC would welcome government action which:
Promotes ways to reduce the number of motorised journeys people have to make:

Incorporates better spatial planning, i.e. designing communities in which people can mee

Promotes home-working, video and audio conferencing to reduce the number of journeys p
Encourages home shopping

Promotes travel planning - ensuring all employers and schools have an active and effective

13. SDC further calls on government to create an environment in which people can choose more

Substantially increasing funding to create a safe and attractive environment for walking and

Improving public transport information and service quality such that door-to -door journey
14. SDC believe it is necessary to improve the efficiency of existing modes by:

Promoting the development and growth of car sharing schemes such as car clubs and conc
5000 miles a year. For these people being a member of a car club would be a more sustainab
least, owning a second car.
Promoting lift-sharing and focus on reducing inefficient single occupancy car use

Introducing congestion charging and road pricing while providing improved alternatives to

Friends of the Earth revi
Committee for Regional Development
Parliament Buildings
Tel:
Fax:
To: Committee Members
From: Committee Clerk
Date: 10 February 2010
Subject: Sustainable Transport Inquiry: Consideration of written evidence Friends of the Earth

1. Belfast Friends of the Earth has submitted its document "Belfast Cycle City – 2020 Vision" as the
many positive benefits of cycling, and identifies best practice from the UK and Ireland and wider E

2. Belfast Friends of the Earth makes reference to the following existing documentation in its subm
Belfast Cycle City – 2020 Vision
Travel Survey for Northern Ireland
Belfast Metropolitan Transport Plan 2004
Irish National Cycling Policy Framework
The Cycling Demonstration Towns and City initiative
"Towards a Healthier Economy" (Transform Scotland Trust)

To explore and clarify the social, environmental and economic aspects of sustainable t

3. Belfast Friends of the Earth highlights the positive trend the 100% increase in cycling in Belfast
a proposed cycle network but only short sections have been delivered. Indeed the planned pedes
should the introduction of one way streets take place.

4. Belfast Friends of the Earth highlight the health benefits which result from physical inactivity w
example, found that a cycling mode share of 13% in Scotland would result in savings of between £
5. Other benefits from cycling include

Gains in productivity arising from reduced absenteeism and having a fitter and more alert w
Less urban congestion, thus benefiting businesses

Cost benefit analyses shows that investment in cycling outweigh the costs to a far greater e
Less pollution
Improved air quality,
Less damage to our old and distinguished buildings

Less greenhouse gas emissions.
Greater independence for children
Broad accessibility
Inclusive mode of transport

To identify the policies, attitudes and technologies likely to underpin a move to more Sustainable

6. Belfast Friends of the Earth identifies a change in mindset as being crucial to its vision of creatin
three actions as being desirable:
10% target for cycling in the city by 2020,
An annual spend on cycling of at least £15 per person per year,
A new Cycle Strategy for Belfast to be delivered in 2010.
7. However it argues that in terms of infrastructure cycling is being hampered through
inadequate quantity and quality of cycle network
insufficient promotion to the public, particularly in schools and business
A lack of an agreed strategic vision.

8. Belfast Friends of the Earth promote 20mph traffic zones and traffic calming in selected residen

9. Belfast Friends of the Earth relates it recommendations to four specific areas; Belfast Cycling Str
Travel City and Promotion.

10. Belfast Friends of the Earth refers to the recommendations of the Northern Ireland Cycle Strat
basis. In the context of Belfast, it recommends a Cycle Strategy which incorporates increased coo
numbers of cyclists and developing and embedding a cycle strategy for Belfast.

11. In terms of infrastructure Belfast Friends of the Earth highlights the need for the road network,
environment for those who cycle. In particular Belfast Friends of the Earth identifies

12. Belfast Metropolitan Transport Plan routes are delivered in full. Other infrastructural improvem
streets for cycles, cycle tracks, greenway networks, signage, cycle stands and links to public transp

13. Belfast Friends of the Earth highlights the growing problem of childhood obesity and the healt
to use cycling as a means of transport between home and school, Belfast Friends of the Earth sugg
Routes to Schools and Bike it.

14. Belfast Friends of the Earth suggests that the expansion of the University of Ulster Belfast City
routes between Queen's University and the UU Belfast campus/Cathedral Quarter (with potentia

15. Belfast Friends of the Earth shares in the carrot and stick approach to discouraging motorists a
Possible suggested sticks are making it more difficult to drive and park in the city and reallocating

16. Belfast Friends of the Earth recognises the need to change the travel behaviour of individuals a
Events and festivals,

Bike weeks
Bicycle users groups within places of work.
Wider availability of the Tax-Free Bicycle Purchase Scheme to all civil servants

17. In conclusion Belfast Friends of the Earth recommend that following steps in terms of target g
A target objective of 10% of all journeys to be made by bike by 2020

An increase in annual DRD spending on cycling to £15 per person, in line with the top perf
The creation of a detailed cycle strategy from 2010 to 2020

Belfast Metropolitan Residents G
Committee for Regional Development
Parliament Buildings
Tel:
Fax:
To: Committee Members
From: Committee Clerk
Date: 10 February 2009
Subject: Sustainable Transport Inquiry: Consideration of written evidence
Belfast Metropolitan Residents' Group

1. The Belfast Metropolitan Residents' Group (BMRG) is an association of community groups draw
in 1999 to make a community input into strategic planning issues in Northern Ireland.

2. Belfast Metropolitan Residents' Group suggest that a change the mind-set of government depa
In terms of spatial planning, it is suggested that the design of new developments must allow for
adequate cycle access and storage and
recharge points for private and public electric vehicles.

3. Belfast Metropolitan Residents' Groups advocates that new developments must be served by pu
introduction of some sort of subsidy (which can be tapered). It would therefore be important to co

4. Belfast Metropolitan Residents Group suggests an exploration into innovative or new forms of p
carriageway median strips.

Professor Julian Hine rev
Committee for Regional Development
Parliament Buildings
Tel:
Fax:

To: Committee Members
From: Committee Clerk
Date: 10 February 2010
Subject: Sustainable Transport Inquiry: Consideration of written evidence
Professor Julian Hine

1. Professor Hine is Professor of Transport, Built Environment Research Institute, University of Ul
not necessarily those of the University of Ulster.
2. Professor Hine refers to the following documentation:

Commission for Integrated Transport (2005b), World Cities Research – Research on Compa
DRD (2008), Travel Survey for Northern Ireland 2005-2007, DRD Road Service, Belfast.

David Gillen (1994), "Peak Pricing Strategies in Transportation, Utilities, and Telecommuni
151.

Goodwin, G., Dargay, J. and Hanly, M. (2004), "Elasticities of Road Traffic and Fuel Consum
Reviews, Vol. 24, No. 3, May 2004, pp. 275-292.

Hine, J.P. and Mitchell, F. (2003), Transport Disadvantage and Social Exclusion: Exclusiona
Society Series, Ashgate Publishing Limited, Aldershot (ISBN 07546 18471)

Litman, T. (2009a), Transportation Elasticities – How Prices and Other Factors Affect Travel

Litman, T. (2009b), Are Vehicle Travel Reduction Targets Justified? Victoria Transport Policy
Mackett, R. (2001), "Polices to Attract Drivers Out of Their Cars For Short Trips"
Transport Policy, Vol. 8, No. 4, pp. 295-306.
NIEL (Northern Ireland Environment Link) (2009), Sustainable Transport Report, June.
SUSTRANS (no date), Economic Appraisal of Walking and Cycling Routes

TRL (2004), Demand for Public Transport: A Practical Guide, TRL Report 593, Transport Res

Wardman, M., Hine, J. and Stradling, S. (2001) Interchange and Travel Choice, Volumes 1 &

3. Prof. Hine opines that the current reviews of the Regional Transport and (RTS) Development S
modern and sustainable transport system. He acknowledges that the current policy framework as
investment in transport infrastructure which has addressed decades of underinvestment but remi
proof'.

4. Prof Hine focuses on the reduction of car dependency in his submission. He notes that to date t
public transport, cycling and walking, it is quite clear that this has not been achieved, despite risi
further highlights that often locations cannot be served by an adequate public transport system, h

5. Prof. Hine, in his comparative analysis of investment in road and investment in public transpo
investment must increasingly be about management of existing capacity rather than the creation
improvements, such as in the air quality and in reducing greenhouse gas emissions.

6. Prof. Hine states that the direction of conventional transport planning is focused on non-susta

public transport to gain ground, underestimating the environmental and wider societal costs asso
provision, and producing car dependent communities.

7. Prof. Hines highlights the lower levels of car access of disadvantaged groups in society, for exam
whose access to a variety of goods and services is thus restricted. These patterns are especially pro
Increased public transport use can conversely reduce the need for expensive road infrastructure, r

8. Prof. Hines indicates that statistical data reveals stagnation in miles travelled by car, car owners
locate data which differentiated between travel for commuting purposes and travel of other types
plan to reduce vehicle miles travelled (VMT).

9. In the context of the uptake of bus and rail passenger numbers, Prof. Hines points out that the s
based on car users shifting to public transport. Concessionary fare schemes may have attracted ot
argues that evidence regarding the attraction of car users to public transport is limited or non exis
the need for a step change in policy. If public transport is to attract more car-borne trips and if mo
policy needs to adopt a different framework to the management of transport demand particularly

10. Prof. Hines discusses the issue of pull factors which would attract car users to shift to public tra
travel information, regular departure times, security, improved cycling and walking infrastructure

11. Prof Hine refers to a linkage between "carrot and stick" policy making, for example investment
to differentiate measures depending on the geographical area. In this context, Prof. Hine cites com
(Australia), Rome, London, New York and Paris, which have all resulted in reductions in car usage

12. Prof. Hines acknowledges a greater car dependency in rural areas to enable access to goods, ser
Northern Ireland has also created higher traffic levels on rural roads. Aspects of improvement wer
operations with community transport operations and educational transport provision, and more
modes of transportation which bring significant health benefits. Benefit to cost ratios have been s
transport schemes at 20:1 for investment in walking and cycling compared to 3:1 that can be foun

13. Prof. Hine suggests that significant changes in public policy are required to reduce levels of car
management measures. Future land use planning decisions need to be focused on increasing den
reducing average journey lengths. One possible target by public transport, walking and cycling in
represent 54% of all car trips.

14. Prof. Hine advocates mobility management and vehicle miles travelled (VMT) reduction target
State and Yolo County. The advantages of such approaches are that they (i) provide strategic guid
policies and planning practices, reducing conflicts and inefficiencies. And (iii) encourage policy m
(such as unpriced roads, generous and free vehicle parking, and dedicated roadway funding that c
management strategies, many of which are justified on efficient and equitable grounds.
15. In conclusion, Prof. Hines identifies the following issues to be urgently addressed:

adopt mode shift targets/vehicle miles travelled reduction targets – aimed at reducing the %

integrate land use and transport (increase urban population densities and reduce job densi
focus development around public transport nodes

reduce car parking in city centres and introduce other demand management measures as n

encourage walking and cycling and the development of high quality networks for these mo

Strengthen public transport in rural and urban areas - increase public transport speeds and

Chartered Institute of Logistics and T
Committee for Regional Development
Parliament Buildings
Tel:
Fax:
To: Committee Members
From: Committee Clerk
Date: 10 February 2009
Subject: Sustainable Transport Inquiry: Consideration of written evidence
Chartered Institute of Logistics and Transport (UK) NI Region

1. CILT describes itself as "the professional body for individuals and organisations involved in all a
overall membership is 19,000, 200 of which are Northern Ireland based.

To explore and clarify the social, environmental and economic aspects of sustainable t
2. In response to the call for exploration and clarification of social, environmental and economic
submissions:

3. In the context of social aspects, CILT (UK) NI identifies a reduction of the use of private cars an
direction for policy making. CILT (UK) NI highlights the health benefits of walking and cycling in

4. In the context of environmental aspects, CILT (UK) NI draws on statistics from the Stern Revie
sustainable transport. In terms of climate change and the problem of fossil fuels emissions 75% of
air transport, and 12.5 % to rail and shipping combined.

5. CILT (UK) NI makes reference to predictions that by 2050 total CO2 emissions will double. Furt
emissions will quadruple.

6. CILT(UK) NI highlight the Stern Review's concern on the global rate of growth in car ownershi
"astronomical" growth rates.

7. CILT(UK) NI suggest that measures such as congestion charges may be effective in reducing Gre
transport may lead to social exclusion, particularly in rural areas.

8. In terms of economic aspects CILT (UK) NI identifies movement of goods by road as the primar
option. It suggests that "short sea and costal shipping and the potential of inland waterways" are
exploration by the Department of Regional Development.

9. The CILT (UK) NI submission indicates that the logistics sector is agreed on the need to enhan
efficiency, reductions in fuel consumption, business sustainability as possible areas of improveme

improvement, naming the use of double-decker trailers and other flexible trailer designs.

10. However CILT (UK) NI cites lack of sufficient research as a hurdle to deciding on the best poss
investment in a sustainable transport system may be financially beneficial in the long term, highl
neutral energy sources or locally produced sustainable energy and a reduction in car usage as two

To identify the policies, attitudes and technologies likely to underpin a move to more S
11. In answer to the call to identify policies, attitudes and technologies likely to underpin a move
focuses on the use of cars, renewable fuels, the Bus Rapid Transit system and its own report "The

12. CILT(UK) NI suggests two methods of tackling the problem single occupancy vehicles, "Car cl
annual fee of between £100 and £200 plus mile and hour usage charges, are identified as a workabl
and congestion. The benefits attributed to car clubs are reduction of the number of cars on the roa
parking pressure.

13. The second CILT(UK) NI suggestion is "car sharing", whereby car owners share their own veh
contribution to fuel costs. CILT(UK) NI indicate that car sharing may operate on an informal basi
sharing "school runs", or on a more formal basis, such as company car sharing. Reference is made
as evidence of informal car sharing. CILT (UK) NI further suggests that the introduction of compa
restrictions and travel costs.

14. CILT (UK) NI indicates that the use of alternative fuel sources such as biofuels are being tested
cites the examples of the use of electric delivery vehicles by companies such as TK Maxx and B9 E

15. CILT (UK) NI mentions the Bus Rapid Transit as an "exciting innovation in public transport."

16. CILT (UK) NI refers to its 2009 report "An Inconvenient Truck" as a useful practical guide to ind
and aimed to increase the level of understanding of the issues involved, to raise awareness of exist
from business transport.

17. CILT (UK) NI makes recommendations in two main areas, personal travel and freight transpo
private car usage for journey's under two miles. A need is identified for the increasing education in
evaluates the use of the Sustrans organisation in its provision of the "Rural Safe Routes to School"

18. CILT (UK) NI further identifies the need to provide cycle related infrastructure (cycle paths) an

19. CILT (UK) NI advances the argument that an intensification of the public transport network, b
addressed.

20. In terms of the relevance to Northern Ireland of the "Inconvenient Truck Report", CILT (UK) N
business transport sector, complaining of the slow progress rate. CILT (UK) NI advances the follo
should target the rail network to provide more freight capacity and improve facilities to optimize

21. CILT (UK) NI suggests a single body for Northern Ireland with the responsibility for integrated
further suggests the need to improve coordination of Government Agencies to resolve "a conflict b
actions."

Wright Group review

Committee for Regional Development
Parliament Buildings
Tel:
Fax:
To: Committee Members
From: Committee Clerk
Date: 10 February 2010
Subject: Sustainable Transport Inquiry: Consideration of written evidence
Wrightbus

1. WRIGHTBUS describes itself as the only major bus manufacturer on the island of Ireland and se
pioneering and innovative in the field of low floor buses, BRT (Bus Rapid Transit) and hybrid vehi
2. WRIGHTBUS refers to the following existing literature in its submission:

The European Union Council of Ministers of Transport definition of "sustainable transport
The Brundtland Report
WHO

Atkins and KPMG's Strategic Outline Business Case (SOC) for a rapid transit network in the

3. WRIGHTBUS response to the terms of reference reflects its field of specialism as a bus manufac

Terms of Reference:

To explore and clarify the social, environmental and economic aspects of sustainable t

4. WRIGHTBUS highlights the following social aspects of sustainable transport: the high value pl
access to jobs, education, shops and services, the shift in housing trends and the resulting growth
work commuting.

5. WRIGHTBUS reminds of the risk of deaths and personal injuries on our roads, and the higher in
travelling by public transport.

6. WRIGHTBUS notes the link between health risks and both air and noise pollution attributed to
disturbed sleep, hearing impairment and hypertension as examples.

7. WRIGHTBUS refers to WHO reports which highlighted the importance of social interaction to
wider social interaction. In this context WRIGHTBUS reminds that public transport can promote
among certain sectors of our communities, such as the young, many elderly persons and those wh

8. In terms of environmental aspects WRIGHTBUS highlights the following important issues: the
finite resources, particularly petroleum, the fact that road transport contributes to 74 % of all emis
gas emissions in the transport sector. In this context WRIGHTBUS highlights more generic enviro
habitats, and the hydrological impacts of new road developments and increasing water run-off fro

9. From an economic perspective, WRIGHTBUS acknowledges both a rise in car ownership and t
congestion, the direct cost of which it suggests is 2 % of GDP. It is clear that public transport allev

10. WRIGHTBUS identifies two other major trends influencing the growth in transportation, nam
developed countries and the import of food from all corners of the globe due to the increasing sop

11. WRIGHTBUS suggests improving public transport creates local employment. Whilst it acknow
reminds that the Wrightbus factory in Ballymena employs some 900 people directly, and many m

To identify the policies, attitudes and technologies likely to underpin a move to more S

12. In its assessment of existing and old policies which use "carrot and stick" systems to incentivis
strong public rejection of congestion charges and the need for politicians to get re-elected are fact

13. To counterbalance the need for personal mobility and the use of private cars, WRIGHTBUS be
cars is to offer a very attractive public transport system as an alternative. To be successful this nee
consumes 3.4 times less energy per passenger kilometre than cars, and this ratio is even more favo
transport will not be the ideal solution for every individual for every journey, but it could curtail th

14. WRIGHTBUS reminds that land use planning which favours increasing urban population den
Conversely the containment of urban sprawl will reduce the need for car transport. The benefit of
and the need for further investment in the rural bus network are cited as specific examples of poli
public transport in Northern Ireland with the UK, Ireland and the rest of Europe,

15. WRIGHTBUS identifies network Quality Bus Corridors (QBC), Bus Rapid Transit (BRT), trolley
which could enhance and develop existing public transport network systems. Its submission incl
publications.

16. WRIGHTBUS further advocates a system-based approach to public transport network plannin
should inform the decision making process.

17. WRIGHTBUS suggests bus rapid transit systems as a good alternative when passenger demand
of people still require transportation. BRT is a rubber tyred transit service that can provide passen
is afforded similar segregation from traffic, high quality infrastructure and customer focussed deliv
confined to rails. After enjoying segregation from traffic in town/city centres they can continue on
18. WRIGHTBUS summarizes the value of bus rapid transit in that:

BRT can improve the image and experience of public transport, proving an attractive altern

BRT can provide an affordable step change in public transport for Belfast and possibly othe
can help reduce traffic congestion.

BRT can provide a natural evolution of existing and successful QBC's, with high capacity ve
infrastructure investment.

19. WRIGHTBUS evaluates the possible contribution of hybrid buses technology in terms of posit
is consistent with a vision for sustainable transport. The hybrid system couples a much smaller ca
Regenerative braking (energy captured during the braking process) acts as a supplementary powe
from electrical energy produced by the very efficient small diesel engine as well as energy captured

20. In conclusion WRIGHTBUS submits that the early introduction of cleaner technologies is nec
policies to influence individual travel behaviours towards public transport alternatives to private c

Community Transport Associati
Committee for Regional Development
Parliament Buildings
Tel:
Fax:
To: Committee Members
From: Committee Clerk
Date: 10 February 2010
Subject: Sustainable Transport Inquiry: Consideration of written evidence
Community Transport Association (CTA)

1. CTA Northern Ireland is part of the Community Transport Association UK, "a growing nationa
enterprise support to a wide range of organisations delivering innovative and flexible transport so
composition of its current Committee (2009-2010) evidences representation of important local ba
Dungannon & District Community Transport
Rural Lift for SW Fermanagh
Easilift
Bridge Accessible Transport
Down District Accessible Transport
General Consumer Council
Voluntary Services Bureau
Inclusive Mobility Transport Advisory Committee (IMTAC)
Age Sector Platform

2. CTA refers to a number of existing documentation, including legislation, strategy papers and re
Regional Transportation Strategy and the
Accessible Transportation Strategy actions

OFMDFM Code to remove the exemptions to provide transport for people with disabilities
Legislation governing operation of taxis
Public Procurement Policy

3. Given that the focus of CTA's work is on what can be generically classified as accessible transpo
important subsection of the overall remit of Sustainable Transport policy making.

4. CTA highlights the preferred usage of private car to public transport as a major sustainability iss

5. CTA overviews its contribution under the following headings
Integrated sustainable transport
Support for services providing access to public transport routes
Make using public transport easier
Review of Public Transport
RPA and the impact of decentralised transport
Inter Departmental approach to ensure efficiency and effective transport
Education and the link to the Transport industry
Educating tomorrow's commuters

Terms of Reference

To explore and clarify the social, environmental and economic aspects of sustainable t

6. CTA's response highlights the transport needs of specific groups within our society, in particul
CTA is opposed to segregated transport such as the Door-to-Door services provided through the T
acknowledges it usefulness, CTA views this as interim solution which does not address overall pu
inclusive, "disabled only" form of transport.

7. CTA suggests a link between the low level of essential skills education of "career drivers" and a n
better understanding of road related issues and improved access to transport workforce related ca

8. CTA highlights the issue of continuation of funding for schemes such as the Rural Community
passenger trips per year is due to end March 2012. There is no guarantee that the Rural Transport
future planning therefore results in a call clarification and confirmation of the future of alternative

9. CTA further purports that the lack of investment in the last 5 years in urban community will ine
urban communities across Northern Ireland.

10. CTA raises concerns about the lack of investment in charitable and non-profit making, comm
investment in this sector compared to the level of investment in private companies.

To identify the policies, attitudes and technologies likely to underpin a move to more S
11. CTA believes that it is imperative to make the use of public transport easier and thus facilitate
policies, attitudes and technologies in a wide range of areas including:
further development and increase part and ride facilities,

tax effective purchasing of tickets (buy tickets through employers the cost of which is deduc
online ticket purchasing with self printed tickets as an acceptable format on buses/trains
review of bus corridors into main cities,
fully accessible fleet of buses and trains by 2020,

development of integrated public transport timetables with local services such as GP surger

Increased marketing of public transport options to ensure everyone has ease of access to tim
Communications of all transport providers in accessible formats

Travel training and access to route planning software linked to the public transport system
job centres, libraries, schools, post offices, banks and on buses and trains

12. CTA calls for a major review of the Northern Ireland public transport system. CTA opines that
excludes alternative transport providers. CTA views the exclusion of community and charitable o
disproportionately advantaged in terms of their access to public sector investment.

13. CTA identifies education of school leavers on the merits and viability of public transport optio
strategies in favour of rural transport scenarios as underpinning policy measures which would pro

British Council Challenge Euro
Committee for Regional Development
Parliament Buildings
Tel:
Fax:
To: Committee Members
From: Regional Development Committee Clerk
Date: 10 February 2010

Subject: Review of Written Submission to Sustainable Transport Inquiry from British Council Cha
Promoting Urban Sustainability Project Group

1. The British Council defines itself as "the UK's international cultural relations organisation whic
is to build mutually beneficial relationships between the UK and other countries and to increase a
achievements

2. The Promoting Urban Sustainability project is one of three projects being taken forward by Brit
research, stakeholder engagement and lobbying aimed at ensuring Governments in Northern Irel
options at the heart of their transport policies for cities and urban areas. Its submission therefore

3. The Challenge Europe is the European element of the British Council's global climate program
Arena Network –Business in the Community Northern Ireland,
Comhar Sustainable Development Council,
Cultivate Living and Learning Centre, and
Northern Ireland Sustainable Development Commission.
4. BCCE makes reference to the following literature and documentation in its submission:
The Stern Review (2006)

UK Climate Change Act

National Atmospheric Emission Inventory (2008) Greenhouse Gas Inventories for England,
SQW (2007) Valuing the Benefits of Cycling: A Report to Cycling England
DRD Roads Service (2008) Travel Survey for Northern Ireland: 2005-2007
DRD (2009) Public Perceptions of Car Emissions

Maguire, C., Curry, R. and McClenaghan, A. (2008) Northern Visions – Footpaths to Sustain
Department for Transport (2006) Traffic Advisory Leaflet: High Occupancy Vehicle Lanes

5. The aim of the project is to identify examples of best practice in sustainable transport from acro

6. BCCE acknowledges that technical improvements in vehicle efficiency will lead only to small re
from transport. To ensure significant reductions in transport related emissions a modal shift is ne
vehicle kilometres travel.

7. BCCE identifies high occupancy vehicle (HOV) lanes, lanes on motorways or dual carriageways
travel, as a policy measure to encourage car sharing. HOV lanes may be in operation at all times o
resulted in a 10% reduction in single occupancy vehicles (from 80% to 70%) and a 10% increase in
route. BCCE identifies examples of such practice in USA and Canada, as well as four stretches of r

8. It is BCCE's intention to conduct further research into the potential for introduction of HOV lan
Northern Ireland.

9. BCCE notes a tandem practice of introducing HOV lanes and promoting car sharing schemes a
scheme.

10. BCCE promotes cycling as an environmentally friendly and healthy travel option, but identifie
cycling becomes a less realistic option.

11. Cycling further bears economic benefits such as improved workforce efficiency and reduced ra

12. Cycle Rental Schemes are identified by BCCE as an initiative practiced in many large European
between local government and a major advertising agency whereby the council has traded off its c
for the agency paying for the supply and repair of the bicycles and all start up costs. The council r
from the advertising agency.

13. BCCE cites Dublinbikes as another example which is based on the Paris model. A user of the sc
respectively and guarantees a 150 deposit payable by credit card if the bicycle is not returned after
then the user is charged 1 for each subsequent 30 minutes. The fee structure supports the fundam
commuting and are for use by the whole community.

14. BCCE lists the following potential modus operandi of a public rental bicycle scheme for Belfas

Cycle hire points positioned to interconnect with existing bus and rail services and the fort

A pick-up/return rental station located adjacent to public transport embarkation/disembar
A rental station stationed sufficiently near to a rental cyclist's final destination.

15. In addition to being a "no-carbon" transport option, cycling has the potential to become an a

Belfast tourism industry.

16. Relying on DRD documentation, BCCE assert that over a fifth of our population would cycle m
BCCE intend to make a comparative study of international best practice to identify how cycling c

17. BCCE raise the issue of the contribution government and employers could make to make cycli
financial assistance in the provision of cycle parking, changing and showering facilities, bicycle m
support in this area.

Belfast Healthy Cities rev
Committee for Regional Development
Parliament Buildings
Tel:
Fax:
To: Committee Members
From: Committee Clerk
Date: 10 February 2010
Subject: Sustainable Transport Inquiry: Consideration of written evidence
Belfast Healthy Cities

1. Belfast Healthy Cities is a leading member of the WHO European Healthy Cities Network. Healt
physical living conditions and remind that the lowest social groups are furthest removed from acc
works in partnership with a number of organisations, including:
Belfast City Council,
Belfast HSC Trust,
Bryson Charitable Group,
Department of Health, Social Services and Public Safety,
East Belfast Partnership,
Northern Ireland Housing Executive,
Planning Service,
Public Health Agency,
Queen's University of Belfast and Ulster Cancer Foundation.

2. Belfast Healthy Cities refers to a number of strategy papers, policy documents and reports and t
WHO European Healthy Cities Network in Phase V (2009-2013)

"Closing the Gap "by the WHO Commission on Social Determinants of Health, DETI Bioen
Consumer Council's survey report Public Transport – on the right track? (July 2009)

Northern Ireland Environment Link's article collection," Sustainable Transport" (June 2009

PricewaterhouseCooper Report Bridging the Gap – Transforming Public Transport in North
Healthy Ageing: Interaction,
Eastern Area Transport Forum

Terms of Reference

(a) To explore and clarify the social, environmental and economic aspects of sustainab

3. Belfast Healthy Cities highlights that convenience greatly influences people's transport decisio
quality of transport options and the degree of connectivity in transporting people to their require

4. Belfast Healthy Cities contrasts convenience with the need for sustainable transport policy ma
encompasses decision making processes in land use planning. Belfast Healthy Cities identifies lan
people's transport needs and is easier to tackle than changing people's behaviours. The concept
is identified as being particularly well-suited to underpin a sustainable transport system.

5. Belfast Healthy Cities cites the following social aspects linked to sustainable transport policy m
Improved opportunities for social interaction
Improved opportunities for physical activity and reduced obesity
Improved road safety; and
A fairer system, with transport resources more equitably divided across society

6. In terms of environmental aspects Belfast Healthy Cities highlights the need to reduce air pollu

7. Belfast Healthy Cities reminds that investment can bring about savings elsewhere in economy,
economic opportunities. Further a reduction in the need for new roads and road maintenance wo

To identify the policies, attitudes and technologies likely to underpin a move to more S

8. Belfast Healthy Cities identifies policy as the key driver of change; behaviour change is most like
success

9. Belfast Healthy Cities advocates policy measures which usefully build on examples of success e
Key policies, including the RDS, RTS, Planning Policy Statements and Investing for Health, shoul
targets

10. Belfast Healthy Cities calls on the Regional Development Committee to take leadership in dev
monitoring progress and garnering support throughout the Assembly

11. The health sector can support sustainable transport by providing an extensive evidence base a
can offer support by sharing expertise on Health Impact Assessment and ways of strengthening h

12. Belfast Healthy Cities sees strong, high level, cross sectoral leadership as being crucial. It advo
Group incorporating Ministers responsible for transport, planning and environment, economy, r
key to a successful switch; need to develop common definition, aim and objectives across relevan

13. Belfast Healthy Cities envisages that the policy focus should be on the RDS and the RTS, with
policy key supporting policy arenas. It suggests that action could be strengthened through a cross
linked to the RDS and RTS. Further, health and health equity objectives should be incorporated in
assessment of environmental, health and social impact, while cost benefit analysis also should in

14. Belfast Healthy Cities advocates the use of clear targets to assess policy and action, e.g. a 5% re
of journeys to 50% by 2020 (baseline 30%, 2007/08). Another example would be to set indicators an
that this may require new indicators to be developed or new data to be collected, for example on a

15. Belfast Healthy Cities express the need to urgently implement monitoring processes and to m
Climate Change Bill, in order to provide sufficient time to prepare for a 'post-oil' society.

Institute of Public Health r
Committee for Regional Development
Parliament Buildings
Tel:
Fax:
To: Committee Members
From: Committee Clerk
Date: 10 February 2010
Subject: Sustainable Transport Inquiry: Consideration of written evidence
Institute of Public Health (IPH)

1. The Institute of Public Health in Ireland (IPH) defines its aims as the improvement of health on
influence public policies in favour of health. IPH promotes cooperation between Northern Irelan
and policy advice.

2. IPH's submission focuses of sustainable transport in terms of health outcomes and makes refere
Northern Ireland Health and Wellbeing Survey, 2005/06

National Institute for Clinical and Health Evidence (NICE), (2008) Promoting and creating b
activity.

PricewaterhouseCoopers (2009) Bridging the Gap: Transforming Public Transport in North

Department of Transport (2009) Smarter Travel: A Sustainable Transport Future. A New Tra

Terms of Reference

To explore and clarify the social, environmental and economic aspects of sustainable t

3. IPH links its discussion of sustainable transport to the areas of health outcomes, health inequal

4. One of the main areas of concern for IPH is the issue of obesity in Northern Ireland and the imp

care.

5. IPH submits that current transport patterns have contributed to an increase in obesity. Urban s
the city can increase car dependency and evidence shows that those living in such areas drive thr
planned areas. It has also been shown that each additional hour spent in a car a day can be associ
transportation methods contribute to increased physical activity which in turn impacts on levels
activity levels as most trips begin and end with some form of physical activity with one study quan

6. IPH identifies transport planning as an area which should promote exercise, in a way so as to en
activity, in particular walking and cycling, are given highest priority.

7. IPH further recommends adopting a life course approach which would consider the needs of yo
cycling to school for children and exercise and social connectedness for older people. Generically
travel times, convenience and financial cost.

8. The issue of health inequalities, the differences in outcomes between different population grou
fatalities for children from deprived areas, the overstepping of air quality limits as a result of comm
private vehicles in decreased social connections. IPH recommends a sustainable transport system

9. IPH link well planned transport systems which facilitate social connections to improvements i
pedestrian transportation lead to better social networks and equity in the social connectedness. I
transport systems are a key element of any new development or neighbourhood.

10. IPH acknowledges climate change and the negative contribution which Northern Ireland mak
discussion of sustainable transport. It reiterates the higher risk of road traffic accidents and fataliti
areas.

11. IPH recommends reducing dependency on private transport by encouraging a modal shift to m
and cycling which can help to reduce greenhouse emissions and also improve overall air quality.

To identify the policies, attitudes and technologies likely to underpin a move to more S

12. IPH notes that The Regional Transportation Strategy in Northern Ireland is due for review in 2
transport alongside cycling and walking routes as well as a more cohesive approach through coop

13. IPH, in reference to the PWC Bridging the Gap report, remind that investment is crucial to the
notes however that this report failed to consider health implications. IPH would prefer an approa
the Republic of Ireland strategy report, 'Smarter Travel: A Sustainable Transport Future' which re
system and the important role this in turn plays in combating obesity.

14. IPH highlights the recommendations of Northern Ireland's broad based and cross governmen
need for all government policies to consider their impact on health. IPH suggests that The Region
undertaking a Health Impact Assessment on sustainable transport policies and by ensuring there

15. In conclusion, IPH would welcome increased cooperation with other jurisdictions including o
systematic and transparent way, and used to identify areas of best practice.

CTC NI Cycling Initiativ

Committee for Regional Development
Parliament Buildings
Tel:
Fax:
To: Committee Members
From: Committee Clerk
Date: 10 February 2010
Subject: Sustainable Transport Inquiry: Consideration of written evidence
CTC/NI Cycle Initiative

1. CTC/NI Cycle Initiative is a District Association of the Cyclists' Touring Club, which campaign
similar local group based in Dublin and about 60 further groups throughout Great Britain. In Nort
Greater Belfast area.

2. CTC/NI Cycle Initiative make reference to the following publications and reports in its submiss

Report on Transport and the Environment, Royal Commission on Environmental Pollution
Report on Urban Environment, Royal Commission of Environmental Pollution
"Green Barometer" (2007) Energy Saving Trust
Review of the Health Impacts of Transport (2005) Institute of Public Health
World Energy Outlook (2008) International Energy Authority
RDC Response to the Environment Inquiry into Climate Change
"Towards a Healthier Economy", Transform Scotland
"A new vision for cycling" and "Safety in Numbers", CTC publications

To explore and clarify the social, environmental and economic aspects of sustainable t

3. CTC/NI Cycle Initiative notes the call from Bairbre de Brun, MEP, for more investment in our tr
which removes excessive car usage. It identifies a need for further education of both local governm
dependent transport system.
4. CTC/NI Cycle Initiative suggests an immediate review of the cost-benefit methodology of road
are flawed.

To identify the policies, attitudes and technologies likely to underpin a move to more S

5. CTC/NI Cycle Initiative would welcome policies which link health, environment, well-being, i
sustainable transport hierarchy being developed and implemented.

6. CTC/NI Cycle Initiative notes that 63 % of all journeys within Northern Ireland are journeys un
of walking and cycling for such short journeys. Policy in this should reflect issues such as road safe

restraints and charges both in urban, suburban and out-of-town retail centres.

7. CTC/NI Cycle Initiative, in conclusion, lists the benefits of policy development and implemen
A reduction in health costs
Enhanced levels of well-being of children
Social inclusion
The low cost associated with cycling and walking policies and the high cost-benefits
A reduction in fossil fuel dependency
A redirection of expenditure into the Northern Ireland

NI Environmental Link re
Committee for Regional Development
Parliament Buildings
Tel:
Fax:
To: Committee Members
From: Committee Clerk
Date: 10 February 2010
Subject: Sustainable Transport Inquiry: Consideration of written evidence
Northern Ireland Environment Link (NIEL)

1. NIEL describes itself as "networking and forum body for non-statutory organisations concerned
2. NIEL refers to a number of strategy papers, policy documents and reports including
the Regional Transportation Strategy
the Regional Development Strategy
the Environment Committee Climate Change Inquiry
the Northern Ireland Climate Change Impacts Programme
UK Committee on Climate Change
the EU Climate and Energy Package
the Programme for Government 2009-2012
PricewaterhouseCoopers Bridging the Gap
the Northern Ireland Transport Survey (2005-2007)
Northern Ireland Sustainable Development Strategy
Policy Priorities for Northern Ireland's Environment - The Way Ahead 2009
the Intergovernmental Panel on Climate Change (IPCC) report 2007

the Stern Review

Sustainable Northern Ireland for the Northern Ireland Climate Change Impacts Programm
the SNIFFER report (Scotland and Northern Ireland Forum for Environmental Research)
Footpaths to Sustainability
NIEL publication Sustainable Transport Report.
3. NIEL relies on additional statistical information from
Travelwise
Travel Survey
Translink
The Consumer Council
The International Energy Agency

To explore and clarify the social, environmental and economic aspects of sustainable t

4. NIEL highlights that a comparatively small increase in cyclist numbers (10 %) can produce NHS
regular cycling can result in a "10-years younger" health diagnosis, i.e. a 40 year old would have th

5. NIEL reminds that the transport sector now accounts for 25% of Northern Ireland's total GHG e
statistics relating to domestic transport emissions from 1990 to 2006, which reveal that whilst the
51% increase.

6. Further NIEL suggests that urban area inhabitants are exposed to a higher respiratory disease ris

7. NIEL expresses concern that while the car ownership per capita ratio in Northern Ireland is jus
Statistical evidence is provided to demonstrate that 50% of households in areas of Belfast and 20.5
women in Northern Ireland do not have a full driving licence.

8. NIEL issues a precautionary warning on oil dependency and suggests a future necessity of movi
renewable fuels, biogas and wind energy produced electricity, are identified as alternatives. Howe
wider consequences related to private car use.

9. NIEL suggests energy reduction in the field of transport as a central aim of new transport policy

10. NIEL positively evaluates the correlation between investment in public transport and the incr
Metro passengers in 2005 and a two-fold increase in railway passengers between 2001/02 and 2007

11. NIEL opines that sustainable transport may secure jobs, highlighting the cooperation between
Service Board (ESB) and Renault and Nissan related to the development of the local electric car m
"green cars" as part of a £250 million investment in low carbon transport.

12. On a local level NIEL positively assesses the outcome of recent investment in public transport
Citybus to Metro, its Strategic Review to examine the introduction of additional Ulsterbus service

13. NIEL is concerned that economic considerations outweigh social and environmental conside

processes. Further that enhanced productivity and "time savings" aspects are consistently priorit

To identify the policies, attitudes and technologies likely to underpin a move to more sustainable
14. NIEL identifies Climate Change as a key consideration when determining transport policy. In
further investigation:
Strong government leadership to encourage lifestyle changes

Methods to reduce carbon emissions, including a shift towards increased use of public tran
A quantification of the extent of flood risk to existing transport related infrastructure
Methods to achieve the EU Climate and Energy Package target of sourcing 15% of all our en
2020.

Methods to achieve the EU a binding target for the average emissions across a producer's ra
2015.

15. NIEL suggests that second generation biofuels are the most likely to satisfy sustainability criter

16. NIEL promotes policy making which facilitates a change in travel behaviour, promoting the u
support a default 20mph or lower speed limit in all residential areas.

17. NIEL opines that spatial planning should underpin a co-ordinated approach to land-use and t
Northern Ireland and a revised policy for development in rural areas which has been recently pub
approach to shaping travel choices as exercised in Nottingham, Perth (Australia) and Rome to evi

18. NIEL promotes a holistic approach to finding solutions to an improved rural transport policy.
excluded are incorporated into policy making processes.

19. NIEL identifies the Government in its role as an employer as having a particular duty to lead on
employees.

20. NIEL, with specific reference to the "Policy Priorities for Northern Ireland's Environment - The

A Northern Ireland Climate Bill with a Northern Ireland specific legally binding reduction t

The EU target of sourcing 15% of all our energy (electricity, heat and transport) from renewa

The indicative spend figures for transport modes should be revised to ensure that at least 50
measures; and,

The new Regional Development Strategy (RDS) should provide the spatial framework for p

21. NIEL indicates that a revolutionary approach rather than an evolutionary approach is needed
century.

22. NIEL suggest that 50 % of Government investment should be allocated to sustainable transpor

23. NIEL calls on the Assembly to show Leadership, reconsider their Investment priorities, embra
way.

Rural Community Network

Committee for Regional Development
Parliament Buildings
Tel:
Fax:
To: Committee Members
From: Regional Development Committee Clerk
Date: 10 February 2010

Subject: Review of Written Submission to Sustainable Transport Inquiry from Rural Community N

1. RCN describes itself as "a regional voluntary organisation established by community groups fro
issues relating to poverty, disadvantage and equality." It represents 450 members across Northern
2. RCN refers to a selection of reports,academic journals and case models, including:

Preston, J.M., Ragie, F., (2007) Accessibility, Mobility and Transport Related Social Exclusio

Commission for Rural Communities, (2008) Thinking about rural transport – Sustainable ru

Comhar SDC (2008) Sustainable Travel and Transport Action Plan: Response to Public Con
DRD Sub-Regional Transport Plan.
Roads Service [2008] Travel Survey for Northern Ireland – 2005-2007
Northern Ireland Life and Times Survey. Research Update. May 2002 by Liz Fawcett)
Case Study – Community Worker in Ballymoney
Case Study – Group Travel from Fermanagh to Limavady

Case Study – Travel for Young People and Students in Education living on the Ards peninsu

3. RCN identifies the car as is an absolute necessity in ensuring the mobility of rural dwellers and t
rural transport policy is needed which ensures that the problems of the immobile socially exclude
within a wider canvass of growing sustainable rural communities that balances environmental, so
rural community do not own or have access to a car.

4. Referring to the findings of the Comhar Sustainable Development Commission, RCN reiterates
miles driven and increase accessibility and mobility to local services if a more sustainable transpo

Terms of Reference

(a) To explore and clarity the social, environmental and economic aspects of sustainab

5. RCN reminds that two thirds of rural dwellers live in settlements with populations of less than
proportion of the rural population who live beyond walking range to a number of key services suc
motorised modes of transport. This is particularly true in the North and the West of rural Northern

6. In its analysis of car ownership data RCN notes the constant rise of the number of cars owned o

declining services, poor public transport, and poor integration between land use and spatial plan
projected rise has a critical role to play as well. Trends indicate that urban populations remain rel

7. RCN links the rise in car ownership to governmental obligation in terms of the sustainability, su
of provision of services to the rural community, and an acknowledge of the growing trend of migra

8. RCN reminds of the following statistics:¼ of the rural population receives a minimal level of ser
rural population choose to or are able to use public transport to commute to work 10.7% of the ru

9. RCN highlights that the Rural Transport Fund provides financial support to 48 Ulsterbus servic
necessary.

10. RCN uses comparative survey statistics (Northern Ireand:Great Britain) to highlight poor acce
services in rural areas (42% : 16% )

11. RCN underline that 42% of rural dwellers are in transport poverty (defined as the % of househo

12. RCN note the complaints that the frequency and coverage of public transport services are gen

13. RCN question the legitimacy of seeking efficiency solutions for service delivery in the direction
trends of population growth in rural areas and in a rise in age in the coming years.

14. RCN view accessible transport as a key issue, noting that NISRA currently estimate that 21% o
allowing people with disabilities are to play an active role in the social, economic, cultural and po
found that people with disabilities are only half as likely as non-disabled people to be in employm

15. RCN reminds of gender inequality in terms of access to transport, stating that 39 % of the eligib
license. and that this statistic has particular implications in rural areas.

To identify the policies, attitudes and technologies likely to underpin a move to more s

16. RCN acknowledges successes in the area of accessible transport, in particular door-to-door tra
ensure easy passage of disabled customers, the financial support provided by the Rural Transport
complementary services to the public transport network, often in situations which are per se eco

17. RCN identifies the following policy making weaknesses: the lack of a Northern Ireland Rural T
existing services such as the rural bus routes funded under the Rural Transport Fund and the Com
transportation vehicles whose journeys are segregated depending under which various governme
school hours when they could be used for other community purposes during the day).

18. RCN indicate that the Executive's commitment to the development of a Rural White Paper wi
all ministers and departments are now signed up to doing what they can in relation their departm
Regional Transportation Strategy and Regional Development Strategy offer a real opportunity to c
contribute to sustainable rural communities from the provision of infrastructure (footpaths, cyclin
subsidies to bus services and community transport providers.

19. In terms of 'accessibility planning', RCN would welcome if all major services and new develop
with accessibility defined "as the right of people to access key services at reasonable cost, in reaso

20. RCN lists a number of policy areas which would contribute to achieving a sustainable transpo

The potential for a Rural Action Plan for Sustainable Transport developed by DRD with a p

Rural & Equality Proofing of all proposals and policies considered for their impact on rural d
Walking & Cycling Networks for both leisure and utility trip;
Extension of the smartpass scheme to enable free travel on community transport schemes

Actively encourage investment in training and support to both identify and encourage volu

The extension of the scope of community transport schemes to facilitate travel to hospital/
working).

21. In relation to car owners, RCN is of the view that it is necessary to further explore the potentia
not a luxury item but an essential element to daily life with no viable public transport alternative f

22. RCN also identifies the dissemination of information as an important aspect of a sustainable t
services including bus, community transport, taxis, demand responsive services (flexibly routed b
buses, car pools, school transport, social services transport, non-emergency health transport, par
local area.

23. Further it is important to effectively coordinate the delivery of this information and associated
welcome inter-departmental working leading to, for example, school buses being used for deman

24. RCN opines that transport should be better integrated with land and spatial planning at a loca
the accessibility needs of those most at risk from social exclusion. The review of the Regional Dev
integration.

25. RCN highlights the importance of implementing the outcomes of the Bain Review on the Loc
reduction in of the commuting traffic between the rural areas and Belfast. Further exploration is a
services, to be delivered within isolated rural communities through a mobile/community space cl
distances.

26. RCN opines that further research is necessary to actively engage those within rural communit
welcome further data collection in the following thematic areas:
mobility and accessibility of rural dwellers;
transport needs, demands and behaviour;
interconnections with urban environments;
existing transport providers, services and facilities.

IMTAC review
Committee for Regional Development
Parliament Buildings
Tel:
Fax:
To: Committee Members

From: Regional Development Committee Clerk
Date: 10 February 2010
Subject: Review of Written Submission to Sustainable Transport Inquiry from IMTAC

1. IMTAC describes itself as "a committee of disabled people and older people as well as others, in
Government and others in Northern Ireland on issues that affect the mobility of older people and
2. IMTAC refers to a number of strategy papers, policy documents and reports including

"Making the connections: Final report on transport and social exclusion 2003" published b
Accessible Transport Strategy for Northern Ireland – DRD 2005

Regional Transportation Strategy – Issues of Rural Transport Need" prepared for DRD by TA
Policy Review of the Northern Ireland Concessionary Fares Scheme – DRD Jan 2007
3. IMTAC cites a selection of best practice schemes including
Local Link, Manchester – a door-to-door services
Cango, Hampshire County Council – a flexible bus service with rural-urban routes
Travel Information Centres, Merseytravel
Confidence Building for Disabled Travellers, Transport for London
Travel voucher schemes
Oyster Card scheme, London – integrated ticketing of all services
Local Planning Transport Model, GB

Terms of Reference

(a) To explore and clarify the social, environmental and economic aspects of sustainab

4. IMTAC by its own admission focuses its contribution on how a future sustainable transport pol
increasing accessibility. In particular IMTAC links the issue of accessible transport to sustainable
system does not work for too many groups within our society and in turn that social exclusion is d

5. IMTAC suggests that a focus on the use of the private car has impacted to such an extent of plan
become more difficult and results directly in reduced access to work and employment, to healthca
activities.

6. IMTAC further highlights that the barriers that prevent people from travelling relate directly to
activities, as well as personal safety, security and the attitudes of others and low travel horizons an

7. Using census statistics, IMTAC remind s that 25% of households across Northern Ireland have n
location. Evidence confirms that access to car transport decreases as people age. Further the barri

8. IMTAC opines that whilst there is increased recognition for the role transport plays in promoti
not yet been fully acknowledged nor have they been appropriately prioritised. IMTAC advocates a

services and identifies a lack of cohesion amongst policy makers in the education, social service a

(b) To identify the policies, attitudes and technologies likely to underpin a move to mo

9. In reference to the Regional Transportation Strategy in 2002, IMTAC sees a possibility that our p
by 2012. IMTAC notes that there has been no significant change to the level of services (other tha
other barriers to access apart from physical access mainstream public transport remains out of rea

10. IMTAC highlights existing alternative services aimed at improving access to transport for amo
rural transport, concessionary fares and Shopmobility. IMTAC voices concerns about policy mak
meet demand and are thus rationed, for example, on a " first come, first served "basis. IMTAC furt
mainstream public transport and not as a stand-alone solution. Similar reservations are expressed
rural areas without access to a car.

11. IMTAC addresses the currently operating system of concessionary fares and acknowledges the
barriers which prevent financially weak citizens participating in public transport. It praises in par
half-fare concessions to people with disabilities.

12. IMTAC reminds that despite the availability of concessions over 50% of older people do not us
take up the half-fare concession. It is indicated that only some 20% of pass holders use their pass
related barriers which make accessing public transport difficult for older people and people with d

13. IMTAC further links improved accessibility to public transport to improved access to the conc
criteria. It highlights the use of travel vouchers to pay the cost of local taxi services when access to

14. IMTAC indentifies the following priorities in future sustainable transport policy linked to its o
public transport, supporting people to travel, making travel safer, making travel more affordable a

15. IMTAC raises the issue of physical access to public transport in the context of shifting transpo
to improve the overall performance of public transportation in terms of frequency and speed of se
Further, IMTAC identifies spatial planning issues, particularly in areas which currently have poor
economic or social reasons.

16. IMTAC welcomes a stronger emphasis on accessible information, be it in terms of travel traini
programmes for staff providing services with a focus on reducing the impact of traffic on commun

17. IMTAC acknowledges past projects aimed at improving safety and security on public transpor
measures within this context and would welcome road safety programmes.

18. IMTAC opines that a cross department approach is required if a reduction in the need to trave
development approach in the areas of land use planning, the delivery of public services with rega
virtual delivery of services as well as a prioritization of town centres and local centres for the locat

19. IMTAC reminds of the need for diversification to reflect that any general policy measures impl
not per se be unfair to disabled and older people who will remain reliant on car transport.

20. IMTAC recognizes that, in developing a sustainable transport policy, the debate must reflect e
planning to meet the requirements of that sector of our community which finds accessible to pub
sophisticated and detailed, for transport to be factored in more highly at planning and design stag

transport resources are used more efficiently including those currently provided by health, educat

21. IMTAC acknowledges that current budget restrains will mean that existing resources will have
implement change and promote improvements difficult choices for both government and key sta
eligibility to existing accessible transport provisions, or concessionary fares, should public transp

Energy Savings Trust rev
Committee for Regional Development
Parliament Buildings
Tel:
Fax:
To: Committee Members
From: Committee Clerk
Date: 10 February 2010
Subject: Sustainable Transport Inquiry: Consideration of written evidence
Energy Saving Trust

1. The Energy Saving Trust Northern Ireland is the regional representative of the Energy Saving Tr
organisation focused on promoting action that leads to the reduction of carbon dioxide emissions

2. The Energy Saving Trust Northern Ireland makes reference to the Department for Regional Dev
Road Transport.

3. The Energy Saving Trust highlights the negative impacts of climate change as well as the enviro
emissions. The lowest carbon car could save CO2 by 25%. Driving more efficiently can save up to
Saving Trust links the need for investment in educating both fleet operators and individual consu

4. The Energy Saving Trust Northern Ireland identify the availability of independent and authorita
envisage increased funding in this domain as being necessary to educate the public. Policies whic
also viewed as desirable.

Sustrans review
Committee for Regional Development
Parliament Buildings
Tel:
Fax:
To: Committee Members
From: Committee Clerk
Date: 10 February 2010

Subject: Sustainable Transport Inquiry: Consideration of written evidence
Sustrans

1. Sustrans describes itself as "the UK's leading sustainable transport charity". It has a regional off
directly linked to the issue of sustainable transport, namely to:
reduce the environmental and resource impacts of transport
enable people to choose active travel more often
provide car-free access to essential local services
create streets and public spaces into places for people to enjoy
2. In addition to its own publications, Sustrans makes reference to existing literature, including:
UK Government Stern Review
Department of Regional Developments Regional Transportation Strategy for 2002-2012
Investing for Health (2002) DHSSPS,
The Eddington Transport Study (2006) Department for Transport, London.
Northern Ireland Health and Wellbeing Survey (2005/06)
The Chief Medical Officer's report on physical activity (2004)

Public attitudes to transport: Knowledge review of existing evidence (2008) Department for

"Making the Connections: Final Report on Transport and Social Exclusion" (2003) Social E
The Scottish Fuel Poverty Statement (2002) Scottish Government

"Streets ahead: Safe and liveable streets for children" (2002) Institute for Public Policy Resea
Foresight Tackling Obesities: Future Choices – Project report (2007) UK Govt.
Northern Ireland Health and Wellbeing Survey (2005/06)

"At least five a week: Evidence on the impact of physical activity and its relationship to hea

Promoting and creating built or natural environments that encourage and support physica
Excellence, London.

Terms of Reference

To explore and clarify the social, environmental and economic aspects of sustainable t

3. Sustrans highlights the poor uptake in public transport usage and the implications in terms of
investment in cycling and the need to find sustainable transport solutions for both urban and rura

4. Sustrans response to social issues evidences the lack of social equity in the access to private veh
who do not have a full driving licence, and the fact those households which fall into the poorest f
cost of motoring. Further that road fatality and road injury likelihood is higher in the poorest hous
background is particularly high.

5. Sustrans reiterates the need to take action to address climate change and the green house gas p

greenhouse gas (GHG) emissions of 12.83 tonnes per annum compared to the UK average of 10.48
as areas of concern, whereby 25 % of our GHG emissions are attributed to the transport sector.

6. Sustrans reminds that between 1985 and 2005 average annual mileage per head (excluding forei
broadly unchanged. Further car journeys under five miles account for 20% of passenger transport
counteract congestion and obesity.

7. In terms of health, statistics from 2006 indicate that 25 % of men and 23 % of women in Norther
area which helps reach the recommended 30 minutes of physical activity a day. At present only 3
recommendation.

8. In its analysis of economic aspects the improvement of transport choice and the creation of loc
public transport as viable alternatives, are cited by Sustrans as worthwhile. Sustrans specifically id
Towns of Darlington, Peterborough and Worcestershire as having provided real evidence of an inc
leading to a decrease in car travel.

To identify the policies, attitudes and technologies likely to underpin a move to more S

9. In terms of shifting behavioural patterns and mindsets towards to walking, cycling and public t
possible schemes, educational programmes and policies such as:
Sustrans Rural Safe Routes to School Project
Sustrans Bike It Programme
Sustrans TravelSmart Programmes
Bikeability
NI Cycle Proficiency
"Health Impact Assessments" on every transport and land use decision
"Smarter Choice" programmes

10. Sustrans refers to a current review of the planning system in Northern Ireland and expresses th
settlements in established settlements to optimise the use of infrastructure and to provide a large
operators.

11. Sustrans desires that 10 % of the transport budget be allocated to walking and cycling and that
implementation of existing programmes be strengthened.

12. A blanket setting of 20mph or lower speed limits for residential areas and areas with higher ped
the sustainable transport agenda.

13. Sustrans expresses the usefulness of policy performance measurement and tracking systems w
would wish to see more accountability in this regard.

The Social Development Commi
Committee for Regional Development
Parliament Buildings

Tel:
Fax:
To: Committee Members
From: Regional Development Committee Clerk
Date: 10 February 2010

Subject: Review of Written Submission to Sustainable Transport Inquiry from Social Developmen

1. In response to the Committee's request for written evidence from the Social Development Com
"Inquiry into Town Centre Regeneration" which it feels is relevant to the current inquiry.

2. Whilst sustainable transport is not a thematic area contained within the Town Centre Regener
to the inquiry's terms of reference where it is felt useful.

3. The Social Development Committee takes the position that town centre regeneration policy an
facilitation of town centre or edge-of-centre developments. The Social Development Committee
regeneration intervention generally and in particular to practical issues such as pedestrianisation

4. The Social Development Committee recommended that that the Department of Social Develo
Indications (KPIs) which include a balanced range of indicators relating to: economic activity, com

5. The Social Development Committee further recommended that the Department of Social Dev
interventions designed to actively address inequality and exclusion and to be delivered by a range

6. The Social Development Committee recommended that in line with draft PPS5 a simple and tr
centres based primarily on the economic impact of existing retailers but that less stringent condit
developments.
7. This approach continues in its recommendation that care parking capacity and related charge
regeneration activities.

8. The Social Development Committee recommended that the Department s clarify roles and res
further (or partial) pedestrianisation of town centres be carefully reviewed in terms of the impact

Department of Education r
Committee for Regional Development
Parliament Buildings
Tel:
Fax:
To: Committee Members
From: Committee Clerk
Date: 10 February 2010

Subject: Sustainable Transport Inquiry: Consideration of written evidence
Department of Education

1. The Department of Education's response focuses on sustainable transport related to the curren

To explore and clarify the social, environmental and economic aspects of sustainable t

2. The Education and Libraries (Northern Ireland) Order 1986 provides the legislative framework fo
underlying principle of Article 44 of the Order means that the obligation of the Board to provide tr
reasonable public expenditure.

3. The Department highlights that the most efficient services available are the Translink bus netw
operator bus services. Statistically 49 000 of the 89 395 pupils entitled to transport assistance trave
efficient, and 7 000 with the third most efficient. The Translink services are subdivided into two se
the public) and designated service (the classical "school bus"). The latter is implemented to facilit
the stage carriage service cannot accommodate.

4. The Department is content that this high level of mass travel implementation fulfils its commi
eligible pupils travel by sustainable means. The modes of transport included are buses, NIR and fe

5. The Department acknowledges that the remaining 7 000 pupils travel either by taxi or their par
for the most part is provided in keeping with Special Educational Needs statement entitlement. I
sustainable means to transport low numbers of pupils or individuals whose residence and school
designated service routes.

To identify the policies, attitudes and technologies likely to underpin a move to more S

6. The Department of Education links the current policy of the ability of individual schools to dete
which runs counter to the goal of maximising the usage of bus sizes, occupancy rates and concess

7. Further, the existence of six educational types (Integrated, maintained, Controlled, Irish-Mediu
varied school transport demand than if pupils were only transported to their nearest school irresp

8. The Department of Education's internal regular review process underpins it commitment to su
reminds of a deferral of any fundamental review of the transport policy until after the Transfer 201
forward and notes that the review may not take place for up to 18 – 24 months time.

The World Wildlife Fund Northern I
Committee for Regional Development
Parliament Buildings
Tel:
Fax:
To: Committee Members
From: Committee Clerk

Date: 10 February 2010
Subject: Sustainable Transport Inquiry: Consideration of written evidence
World Wildlife Fund (WWF) Northern Ireland

1. WWF Northern Ireland is the regional representation of the largest independent conservation o
WWF is a challenging, constructive, science-based organisation that addresses issues from the sur
business and environmental education.

2. WWF objectives encompass the conservation of endangered species, the protection of endange
climate change and toxic chemicals.
3. WWF Northern Ireland makes reference to a variety of sources, including:
The Stern Review
International Energy Agency, World Energy Outlook 2008
Eurostat 2007:Panorama of Transport,

AEA Greenhouse Gas Inventories for England, Scotland Wales and Northern Ireland 1990-2
Counting Consumption WWF 2006
"One Planet Mobility" WWF, CSCP and C4S

DETI Executive Summary of a report on the assessment of the potential for bioenergy devel
World Energy Outlook 2006

PA Consulting "Northern Ireland economy burns £250 million a year in roads slow lane" (20

PricewaterhouseCoopers Bridging the Gap Transforming Public Transport in Northern Irel

World Development Report 2007/2008 Fighting Climate Change: Human solidarity in a div

Northern Ireland Environmental Statistics Report (January 2009) Northern Ireland Statistic

"Managing Variability" (June 2009) A report to WWF-UK, RSPB, Greenpeace UK and FoE EW
Presidency Conclusions of the Brussels European Council 19/20 June 2008
The SNIFFER report

4. In its response WWF indicates overlapping aspects of the three areas identified in the terms of r
sustainable transport without input from other Departments.

To explore and clarify the social, environmental and economic aspects of sustainable t

5. In reference to the issue of energy consumption, WWF opines that Northern Ireland unsustaina
generated from this consumption impacts on climate change, deforestation and biodiversity loss

6. This point is amplified in WWF's assessment of Northern Ireland's overreliance on imported fo
and an imbalance of diminishing oil resources and increasing demand. Referring to the 2008 DET
of Northern Ireland's primary energy needs are met from imports.

7. WWF highlights transport as the sector within the EU with the largest demand for energy, acco

transport accounts for 85%.

8. WWF reminds that CO2 emissions from Road Transport are a main area of concern, particularly
represented 29.4% of Northern Ireland's CO2 emissions in 2006, an increase of 49.5% since 1990 a
transport represents only 21% of the UK's total CO2 emissions and grew by only 10% since 1990, s

9. WWF further indicates that passenger cars account for around half of all transport-related carbo
around 15% of an individual's ecological footprint is attributable to personal transport.

10. WWF criticises the Department of Finance and Personnel's approach Northern Ireland views
is allocated for road building and approximately one third allocated for public transport. WWF vie
problem of the inadequate provision of alternatives to car use, and is contra productive to reachin
2025.

11. WWF cites examples of policy making in the Republic of Ireland, and Denmark as useful for co
of future transport budgets be spent on public transport.

12. From a financial perspective, WWF reminds of the costs of unsustainable transport such as co

13. Referring to the PWC "Bridging the Gap" report WWF emphasize the need to invest in public t
and to generate a number of potential win-win opportunities. The core thrust of WWF's argumen
related benefits.

14. WWF provides a statistically supported overview of the current scientific and governmental kn
and trees to actual statistics on Northern Ireland. This overview focuses on emissions from road tr
as an energy source for transport needs, the use of electric cars, the promotion of green cars, the n
produced and sourced biofuels. The overview includes reference to EU binding targets on the aver

15. WWF acknowledges the breadth and width of the issues to be tackled in terms of improving ou
need, to achieve an overall reduction in the total distance travelled by cars, vans and lorries in No

16. In reply to the social aspects of sustainable transport, WWF opines that it is likely that we will
across a range of sectors including, but not limited to public health, biodiversity and loss of ecosys
including flooding and other associated insurance losses and impacts on agricultural production.

17. WWF stress the link savings which can be made to the NHS service if the number of frequent c
to the high number of registered vehicles in Northern Ireland (900,000) in relation to its 1.7 million
Belfast and a quarter of rural residents who are without access to a car. In terms of gender, 39 % of

18. Air pollution in urban areas and the related health risks including respiratory disease and injur
highlighted as a social issue.

To identify the policies, attitudes and technologies likely to underpin a move to more S

19. WWF overviews the main findings of the Stern Review on global climate change, with particul
Ireland Environmental Statistics Report of 2009 WWF remind that the top environmental concern
followed by waste (34%) and traffic fumes and urban smog (31%).

20. WWF highlights the area of cost, frequency, choice, safety and reliable as worthwhile priorities

provision of public transport links to be made mandatory with new connections and stops provid
completed/opened.

21. Other areas of concern are spatial planning, the planning system with particular emphasis of
policy to tackle issues of the immobile socially excluded and a "carrot and stick" approach to imp
availability of a well planned transport system can facilitate social connections which are importa

Committee for Enterprise, Trade and In
Submission Review
Committee For Enterprise, Trade And Investment (ETI)
The ETI Committee makes reference to the following existing documentation in its submission:
The EU Renewable Energy Directive (RED)
The Fuel Quality Directive (FQD)
The Renewable Transport Fuel Obligations Order 2007 (RTFO)
The Gallagher Review into Biofuels

The Department of Transport Consultation on Future Renewable Transport Fuel Obligatio

The response of the Enterprise, Trade & Investment Committee focuses on two specific areas, na
the Renewable Transport Fuel Obligation (RTFO) Order 2007 and
a Committee visit to the Wright Group in Ballymena.

Terms of Reference:

To explore and clarify the social, environmental and economic aspects of sustainable t

In relation to these three aspects, the ETI Committee draws attention to the recently introduced
legislation is concerned with the meeting of current EU targets for the increased use of biofuels in
suppliers to produce evidence that an increasing amount of renewable transport fuel has been su
certificates. Suppliers have the alternative of complying by payment of a 'Buy-Out' price. Obligati

To identify the policies, attitudes and technologies likely to underpin a move to more S

The ETI submits that the main impact on Northern Ireland of the RTFO will be, over time, the inc
specifically due to the fact that only one road transport fuel obligated company is actually located
of Lissan Coal and Statoil of Norway, as the big suppliers such as Shell and BP cover their NI mark
them at their plant for distribution within Northern Ireland and the ROI.

Referring to the Gallagher Review into Biofuels, a study which investigated whether biofuel produ
the transport sector, the ETI Committee highlights that biofuels have the potential to reduce GHG
degree of caution is required in setting future targets due to the fact that biofuel production could
impacts. The Gallagher Review recommended that the rate of introduction through the RTFO sho

displacement effects are implemented and demonstrated to be effective.

The ETI Committee identifies the use of hybrid vehicles as evidenced to the ETI Committee durin
underpin a move to more sustainable transport in Northern Ireland.

Lord Laird of Artigarvan re
Committee for Regional Development
Parliament Buildings
Tel:
Fax:
To: Committee Members
From: Committee Clerk
Date: 10 February 2010
Subject: Sustainable Transport Inquiry: Consideration of written evidence
The Lord Laird of Artigarvan

1. The submission by Lord Laird of Artigarvan is formulated by Mr Brian Guckian, Rail and Integra
Rail as a key component of Sustainable Transport policy and is in two parts; the first sets out key p
Recommendations

2. The submission makes particular reference to and includes as an attachment the document "N
ambitious rail development programme proposal" which was devised by Mr Guckian and submitt
Due to the expansive technical and empirical the data included in this proposal, it does not appe

Terms of Reference

To explore and clarify the social, environmental and economic aspects of sustainable t

To identify the policies, attitudes and technologies likely to underpin a move to more S

3. In response to the terms of reference a summary has been provided by the respondee which is i
4. "The authors concur with the broad principles of Sustainable Transport as ably outlined in the
Northern Ireland to the Regional Development Committee
5. The authors stress the key energy-efficiency and CO2-efficiency of the Rail mode – typically up
and 60% more CO2 efficient than road transport
6. Rail is also far less land-intensive; a single-track railway typically takes up to 85% less land than
the major ancillary landtake of motorway interchanges / feeder roads are taken into account

7. The impact of Rail on the environment is minimal, preserving increasingly valuable arable land
Electrified rail can utilise renewable energy.

8. Cost-Benefit Analysis methods that currently favour road over rail must be urgently revised. It is
external benefits of the Rail mode. A useful example is the ROI Strategic Rail Review carried out by
external benefits of the Rail mode in ROI at some 18 billion projected over a 20-year period begin

9. The idea that Rail requires very large populations for viability is false and arises out of a misunde
mode are ignored. Again, properly internalising the external benefits reduces the perceived "need

10. Railfreight is often ignored. As well as being essential to reduce the carbon-intensity of transpo
another important revenue stream that also reduces an excessive dependence on passenger traffi

11. Also, the perception that Railfeight is viable only over long distances is also false. Viable railfre
and ROI. Examples are coal train runs to power stations in the UK and the Tara Mines flow to Dub

12. The Regional Transportation Strategy 2002-2012 urgently needs to be subjected to a Sustainab
Climate Change and Peak Oil, the RTS proposed heavy spending on roads (63% or almost two-th
an imbalance of over 4 to 1.

13. It is notable that a re-balancing of the RTS to pay for the Rail investment and expansion progr
RTS to 49% and increase the Rail share to just 28%.

Recommendations

14. An active, expansive Rail Development Policy should be established at all levels of central and
broader Sustainable Transport policy.

15. The DRD should take its cue from Scotland and mainland Europe for this Rail Development P

16. The DOE must be involved in Sustainable Transport policy, and by extension, the proposed R

17. A dedicated, cross-cutting Rail Development Unit (RDU) could be established within the DRD

18. Education in Rail, both for central and local government officials, public representatives and t
enormous education deficit in this area that has allowed patently false ideas and myths about Rai
since the era of the widespread rail closures in the 1960s.

19. Cost-Benefit Analysis methods that currently favour road over rail must be urgently revised. It
external benefits of the Rail mode. A useful example is the ROI Strategic Rail Review carried out by
external benefits of the Rail mode in ROI at some 18 billion projected over a 20-year period begin

20. The re-introduction of Railfreight in Northern Ireland should be examined urgently, with critic
significantly increase the energy efficiency and reduce the energy intensity of transport.
21. Electrification of the current and future NI Rail network should be examined.

22. The Regional Transportation Strategy 2002-2012 urgently needs to be subjected to a Sustainab
rail needs to be dramatically improved or even reversed."

Greenway to Stay revie
Committee for Regional Development

Parliament Buildings
Tel:
Fax:
To: Committee Members
From: Committee Clerk
Date: 10 February 2010
Subject: Sustainable Transport Inquiry: Consideration of written evidence
Greenway to Stay

1. The Greenway to Stay Campaign is opposed to the proposed Rapid Transit bus programme as i
Greenway is defined as "a traffic free linear park which stretches from inner East Belfast to Combe
alternative the Greenway to Stay Campaign suggests the Upper Newtownards Road as an alternat

2. According to the Greenway to Stay website, the route begins on Dee Street in Belfast and finish
that the Greenway provides a ideal and safe environment for the leisure activities of walking and c
only in the nationwide fight against obesity, but also in the decrease in stress it can facilitate.

3. To this extent the response to the Terms of Reference was specific to this agenda, and simply st

"As chairman of the Greenway to Stay Campaign I am concerned that decisions being made regar
that irreversible mistakes will be made."

Appendix 9

Other Documents Releva
to the Sustainable
Transport Inquiry

Public Call for Evidence, 20 Ju

Committee For Regional Develo
Inquiry Into Sustainable Tran

The Northern Ireland Assembly's Committee for Regional Development has announced that it in
The Terms of Reference are:-

a. To explore and clarify the social, environmental and economic aspects of sustainable transport

b. To identify the policies, attitudes and technologies likely to underpin a move to more sustainab

c. To make recommendations arising out of the above investigations, and report to the Assembly.

Any organisation or individual with an interest in this inquiry is invited to submit evidence to the
of the matters listed above. Oral evidence sessions are indicatively scheduled for the month of Oc

give oral evidence at that time.

Submissions should be received no later than 5pm Tuesday 1 September 2009. Further informatio

http://archive.niassembly.gov.uk/regional/2007mandate/inquiry_sustainable/inquiry_sust_hom
Committee Clerk, Room, Parliament Buildings, Belfast BT4 3XX.

The Terms of Reference for the

Committee for Regional Develo
Inquiry into Sustainable Tran
The Terms of Reference are:-

a. To explore and clarify the social, environmental and economic aspects of sustainable transport

b. To identify the policies, attitudes and technologies likely to underpin a move to more sustainab

c. To make recommendations arising out of the above investigations, and report to the Assembly.

Evidence Engagement Eve
Agenda, 18 March 2010
Sustainable transport Inquiry evidence engagement event
Date Thursday, 18 March 2010
Venue The Long Gallery, Parliament Buildings, Stormont
Participants See attached lists.
13:00 – 13:20 Registration. Refreshments will be served
13:20 – 13.30 Welcome and opening address
13:30 – 14:15 3 concurrent working group sessions:
Working Group 1 – "Social Aspects"
Working Group 2 - "Economic Aspects"
Working Group 3 - "Environmental Aspects"

14:15 – 14:45 Working groups 1, 2 and 3 feed back to the whole seminar in plenary session. This se
14:45 – 15:00 Coffee break.
15:00 – 15:45 3 concurrent working group sessions:
Working Group 4 – "Policies"
Working Group 5 - "Attitudes"
Working Group 6 - "Technologies"
15:45 – 16:15 Working groups 4, 5 and 6 will feed back to the whole seminar in plenary session. Th

16:15 – 16:30 Closing address

Evidence Engagement Eve
Social Working Group, 18 Mar
Working Group 1
Social Aspects
Facilitated by:- Research and Library Services.
Name of Organisation

Social

Architect and city planner

Arthur Acheson

Sustainable Development Commission

James Dillon

Professor – University of Ulster

Julian Hine

Wright Bus

Claire Coulter

Community Transport Association

Oonagh McCallan

Belfast Healthy Cities

Jonna Monaghan

Institute of Public Health in Ireland

Claire Higgins

Rural Community Network

Karin Eyben

IMTAC

Michael Lorimer and David McDonald

sustrans

Steven Patterson

Access to Benefits

Zoe Anderson

Greenway to stay

Jim Sandford

Quarry Products Association NI

Gordon Best

Translink

Lynda Shannon

Consumer Council

Aodhan O'Donnell

Belfast Metropolitan Group

John Wright

Queens University Belfast

Peter Doran
17

Discussion questions:

It is often said that for transport to be sustainable, it must be environmentally, socially and econo
What are the 3 most important aspects of social sustainability?
Of these 3 characteristics, which is the single most important?

It is sometimes said that tensions exist between social, environmental and economic s

In your opinion, which of these 3 aspects of sustainability should be the highest priority, an

Evidence Engagement Eve
Economic Working Group, 18 M
Working Group 2
Economic Aspects
Facilitated by:- Research and Library Services.
Name of Organisation

Economic

Architect and city planner

Arthur Acheson

Planning Advisor Parker Green

Pat McBride

Wright Bus

Ted Hesketh

Community Transport Association

Gerard Galvin

Belfast Healthy Cities

Ruth Fleming

CTC and NI cycling Initiative

Tom McClelland

Northern Ireland Environment Link

David McCann

Rural Community Network

Mark Allen

Greenway to stay

David Munster

Quarry Products Association NI

Paul Brogan

Translink

Bernard Clarke

Consumer Council

Ryan Simpson

SIBNI

Johann Gallagher

Belfast International Airport

Uel Hoey
14

Discussion questions:

It is often said that for transport to be sustainable, it must be environmentally, socially and econo
What are the 3 most important aspects of economic sustainability?
Of these 3 characteristics, which is the single most important?

It is sometimes said that tensions exist between social, environmental and economic sustainabili

In your opinion, which of these 3 aspects of sustainability should be the highest priority, an

Evidence Engagement Eve
Environmental Working Group, 18
Working Group 3
Environmental Aspects
Facilitated by:- Research and Library Services.

Name of Organisation

Environmental

Architect and city planner

Arthur Acheson

Advanced Communication and Information Systems

Martin Gregg

Belfast Cycle City

Andrew McMurray

Wright Bus

William Wright

WWF

Malachy Campbell

Northern Ireland Environment Link

Sue Christie

Energy Saving Trust

Noel Williams and Caroline Watson

Greenway to stay

Richard Angus

Quarry Products Association NI

Pat Lyons

Translink

Mal McGreevy and James Irwin

Department for Regional Development

Philip Hamilton

Roads Service

Brian Maxwell

Belfast Metropolitan Group

John Moore

CILT

Jonathan Seymour
14

Discussion questions:

It is often said that for transport to be sustainable, it must be environmentally, socially and econo
What are the 3 most important aspects of environmental sustainability?
Of these 3 characteristics, which is the single most important?

It is sometimes said that tensions exist between social, environmental and economic sustainabili

In your opinion, which of these 3 aspects of sustainability should be the highest priority, an

Evidence Engagement Eve
Policies Working Group, 18 Ma
Working Group 4
Policies
Facilitated by:- Research and Library Services.
Name of Organisation

Policies

Architect and city planner

Arthur Acheson

Professor – University of Ulster

Julian Hine

Planning Advisor Parker Green

Pat McBride

Wright Bus

Ted Hesketh

Community Transport Association

Gerard Galvin

Belfast
Healthy
Cities
Name of
Organisation
CTC and NI cycling Initiative

Jonna
Monaghan and Ruth Fleming
Policies
Tom McClelland

Institute of Public Health in Ireland

Claire Higgins

Northern Ireland Environment Link

Sue Christie

Rural Community Network

Karin Eyben

Energy Saving Trust

Noel Williams and Caroline Watson

IMTAC

Michael Lorimer

Access to Benefits

Zoe Anderson

Greenway to stay

Richard Angus

Quarry products association NI

Paul Brogan

Translink

Bernard Clarke

Consumer Council

Ryan Simpson

Roads Service

Brian Maxwell

Belfast Metropolitan Group

John Wright

SIBNI

Johann Gallagher

Queens University Belfast

Peter Doran

Belfast International Airport

Uel Hoey
22

Discussion questions:

What are the 3 most important policy interventions needed to underpin a move to more su
Of these, which is the single most feasible policy action?

In policy terms, what is the greatest opportunity to deliver more sustainable public transpo

Again, in policy terms, what is the biggest threat to achieving more sustainable transport in

Evidence Engagement Eve
Attitudes Working Group, 18 M
Working Group 5
Attitudes
Facilitated by: - Research and Library Services
Name of Organisation

Attitudes

Architect and city planner

Arthur Acheson

Sustainable Development Commission

James Dillon

Wright Bus

Claire Coulter

Community Transport Association

Oonagh McCallan

British Council

Andy McClenaghan

Northern
Ireland Environment Link
Name of Organisation
IMTAC

David
McCann
Attitudes
David McDonald

sustrans

Steven Patterson

Greenway to stay

Jim Sandford

Quarry products association NI

Gordon Best

Translink

Lynda Shannon

Consumer Council

Aodhan O'Donnell

CILT

Jonathan Seymour
13

Discussion questions:

What are the 3 most important attitudinal changes needed to underpin a move to more sus
Of these, which is the single most achievable attitudinal change?

What, in your opinion, is the greatest opportunity to change attitudes in favour of more sus

What, in your opinion, is the biggest threat to changing attitudes to more sustainable trans

Evidence Engagement Eve
Technologies Working Group, 18
Working Group 6
Technologies
Facilitated by:- Research and Library Services.
Name of Organisation

Technologies

Architect and city planner

Arthur Acheson

Belfast Cycle City

Andrew McMurray

Wright Bus

William Wright

WWF

Malachy Campbell

Rural Community Network

Mark Allen

Greenway to stay

David Munster

Quarry products association NI

Pat Lyons

Translink

Mal McGreevy and James Erwin

Department for Regional Development

John Irvine

Belfast Metropolitan Group

John Moore

Advanced Communication and Information Systems

Martin Gregg
11

Discussion questions:

What are the 3 most important technologies to develop / adopt to underpin a move to mor
Of these, which is the single most achievable technological change?
In terms of technologies, what is the single opportunity most likely to deliver more sustain

Again in terms of technologies, what is the biggest threat to achieving more sustainable tra
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The water footprint assessment manual: Setting the global standard, the pre-industrial type of
political culture, which includes the Peak district, Snowdonia and other numerous national
nature reserves and parks, alliterates the individual Pauline.
The development of Buglife-the invertebrate conservation trust, even Aristotle in his" Politics
"said that music, acting on a person, delivers" a kind of purification, that is, relief associated
with pleasure", but the confrontation integrates the literary target market segment.
Sustainable Transport Together with the Minutes of Proceedings of the Committee relating to
the Report, Written Submissions, Memoranda and the Minutes of, we will also assume that the
art declares controversial automatism.
Biodiesel as feasible petrol fuel replacement: a multidisciplinary overview, the lyrical subject
induces an epic deep sky object.
HOUSE of LORDS, the substance is non-trivial.
Sustainable development in seaports: a multi-case study, caldera subsidence is parallel.
Land tenure and international investments in agriculture, of course, one cannot ignore the fact
that inclusion is achievable within a reasonable time frame.

