
    

   

   

 

 

 
      

 

 

 

 

 

 
 

 

York Street Interchange 
 

Proposed Scheme Report: Part 1 
Environmental Statement 

Volume 1: Environmental Assessment 
 

January 2015 

 

 



 Transport NI –  York Street Interchange  

 

Rev Date Details Prepared by Checked by Approved by 

0 27 Jan. 2015 Final Issue Glenn McKay 
Senior Assistant 
Environmental Engineer  
 

Ruth Beattie 
Assistant Environmental 
Scientist  
 

Mathew Hill 
Graduate Air Quality 
Specialist 
 

Andrew Copp 
Senior Archaeological 
Consultant 
 

Dr Paul Lynas 
Senior Ecologist 
 

Christina Todd 
Landscape Architect 
 

Robert Colder  
Acoustic Consultant 
 

Peter Gray 
Chartered Civil Engineer 
(Drainage) 
 

Alex Staton 
Principal Consultant 
(Geotechnical) 
 

Michael Gillespie 
Environmental Scientist 
 

Shauna Woods 
Town Planner 

Gareth Coughlin 
Associate  
(Environment Team 
Leader)  
 

Glenn McKay 
Senior Assistant 
Environmental Engineer 
 

John McBride 
Senior Engineer (Roads) 
 

Garry Gray 
Associate (Air Quality) 
 

Neil Macnab 
Associate (Heritage) 
 

Paul Tully 
Technical Director 
(Landscape) 
 

Alf Maneylaws 
(Associate) Noise and 
Vibration 
 

Gabriel Gallagher 
Associate (Geotechnical) 
 

Philip Heyburn  
Associate (Drainage) 
 

Una Somerville 
Associate (Town Planner) 

Gareth Coughlin 
Associate 
(Environment Team 
Leader)  

 

Michael Megarry 
Associate  
(Project Manager) 

 

URS 
Beechill House 
40 Beechill Road 
Belfast 
BT8 7RP 
 
Telephone: +44(0)28 9070 5111 
Fax: +44(0)28 9079 5651 
www.ursglobal.com 
 

Prepared for: 
 
Transport NI 
Eastern Division 
Hydebank 
4 Hospital Road 
Belfast 
BT8 8JL 

 

  
ENVIRONMENTAL STATEMENT (VOLUME 1) 
January 2015 
 

i 
 

 



 Transport NI –  York Street Interchange  

 

Limitations 

URS Infrastructure & Environment UK Limited (“URS”) has prepared this Report for the sole use of Transport NI 
(“Client”) in accordance with the Agreement under which our services were performed [Major Works Planning, 
Assessment and Delivery Contract, April 2009].  No other warranty, expressed or implied, is made as to the 
professional advice included in this Report or any other services provided by URS.  This Report may not be relied upon 
by any person other than Transport NI without the prior and express written agreement of URS.  

The conclusions and recommendations contained in this Report are based upon information provided by others and 
upon the assumption that all relevant information has been provided by those parties from whom it has been requested 
and that such information is accurate.  Information obtained by URS has not been independently verified by URS, unless 
otherwise stated in the Report.  

The methodology adopted and the sources of information used by URS in providing its services are outlined in this 
Report.  The work described in this Report was undertaken between December 2012 and January 2015 and is based 
on the conditions encountered and the information available during the said period of time.  The scope of this Report and 
the services are accordingly factually limited by these circumstances.  

Where assessments of works or costs identified in this Report are made, such assessments are based upon the 
information available at the time and where appropriate are subject to further investigations or information which may 
become available.   

URS disclaim any undertaking or obligation to advise any person of any change in any matter affecting the Report, which 
may come or be brought to URS’ attention after the date of the Report. 

Certain statements made in the Report that are not historical facts may constitute estimates, projections or other forward-
looking statements and even though they are based on reasonable assumptions as of the date of the Report, such 
forward-looking statements by their nature involve risks and uncertainties that could cause actual results to differ 
materially from the results predicted.  URS specifically does not guarantee or warrant any estimate or projections 
contained in this Report. 

Unless otherwise stated in this Report, the assessments made assume that the sites and facilities will continue to be 
used for their current purpose without significant changes.   

Where field investigations are carried out, these have been restricted to a level of detail required to meet the stated 
objectives of the services.  The results of any measurements taken may vary spatially or with time and further 
confirmatory measurements should be made after any significant delay in issuing this Report. 

Costs may vary outside the ranges quoted.  Whilst cost estimates are provided for individual issues in this Report these 
are based upon information at the time which can be incomplete.  Cost estimates for such issues may therefore vary 
from those provided.  Where costs are supplied, these estimates should be considered in aggregate only.  No reliance 
should be made in relation to any division of aggregate costs, including in relation to any issue, site or other subdivision. 

No allowance has been made for changes in prices or exchange rates or changes in any other conditions which may 
result in price fluctuations in the future.  Where assessments of works or costs necessary to achieve compliance have 
been made, these are based upon measures which, in URS’ experience, could normally be negotiated with the relevant 
authorities under present legislation and enforcement practice, assuming a pro-active and reasonable approach by site 
management. 

Forecast cost estimates do not include such costs associated with any negotiations, appeals or other non-technical 
actions associated with the agreement on measures to meet the requirements of the authorities, nor are potential 
business loss and interruption costs considered that may be incurred as part of any technical measures. 

 

EU Disclaimer 

The sole responsibility of this publication lies with the author.  The European Union is not responsible for any use that 
may be made of the information contained therein. 
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Copyright 

© This Report is the copyright of Transport NI.  Any unauthorised reproduction or usage by any person other than the 
addressee is strictly prohibited. 

 

URS Project Number 

URS project number (up to 31 May 2011): S105296 

URS project number (from 31 May 2011): 47037827 

 

About Transport NI 

Transport NI, formerly branded as Roads Service, is a business unit within the Department for Regional Development 
(DRD), playing a significant role in facilitating the safe and convenient movement of people and goods throughout the 
province and the safety of road users, through the delivery of road maintenance services and the management and 
development of the transport network.  It also informs the Department's policy development process to ensure that 
measures to encourage safe and sustainable travel are practical and can be delivered. 

Transport NI is responsible for the maintenance of over 25,000km of public roads together with about 9,700km of 
footways, 5,800 bridges, 271,000 street lights and 367 public car parks.  It also has responsibility for the development of 
the transport network and a range of transport projects designed to improve network safety, sustainability and efficiency. 

The key objectives of Transport NI are to:  

• Manage, maintain and improve the transport network to keep it safe, efficient, reliable and sustainable; 

• Promote increased customer satisfaction with the services delivered by Transport NI; 

• Work constructively with Transport NI's key stakeholders to support the delivery of high quality services; 

• Develop Transport NI's capacity and capability to meet objectives; 

• Ensure effective management of Transport NI's budget, assets and corporate governance arrangements; and 

• Improve Transport NI's resilience in responding to emergencies. 

For the purposes of this report, references to Transport NI shall be read as references to its former Roads Service brand. 

Further information about Transport NI is available on the Department for Regional Development website, please visit 
www.drdni.gov.uk. 
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VCB  Vertical Concrete Barrier 

VCSB  Variable Concrete Step Barrier 

VES  Visual Effects Schedule 

VOC Volatile Organic Compounds 

WAC Waste Acceptance Criteria 

WANE  Wildlife and Natural Environment Act 

WEL  Workplace Exposure Limits 

WFD Water Framework Directive 

WHO World Health Organisation 

WMU Water Management Unit 

WTV Water Target Values 

ZVI Zone of Visual Influence 
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7. ENVIRONMENTAL IMPACT ASSESSMENT METHODS 

7.1 Introduction 

This chapter outlines the methodology that has been undertaken for the EIA process reported 
in this ES, in accordance with DMRB Volume 11 – Environmental Assessment. However, in 
addition, some individual technical assessment chapters of this ES also outline specialist 
methodologies adopted where appropriate to complement the DMRB assessment procedure. 

7.2 Design Manual for Roads and Bridges (DMRB) 

Volume 11 of DMRB provides the methodology for the environmental assessment of the 
Proposed Scheme. Relevant sections from DMRB applied to the assessment are described 
below and referenced in the technical chapters of this ES. DMRB is occasionally updated to 
take account of changes in legislation, policy and best practice.  Where applicable, changes 
have been fully incorporated into the EIA methodology. 

7.2.1 Stage 3 Environmental Assessment 

URS was commissioned by Transport NI to undertake a Stage 3 Environmental Assessment 
in accordance with DMRB. In August 2008, DMRB 11.1.1  (Aims and Objectives of 
Environmental Assessment (HA 200/08)) amended the ‘Stage 1, 2 & 3’ approach to EIA to 
instead ensure that the level of environmental assessment undertaken is appropriate to the 
project, irrespective of what stage in the design process the project is at. The overall objective 
is to define the depth of assessment necessary to enable informed decision making at as early 
a stage in the project as possible. It necessitates a ‘fit-for-purpose’ assessment method and 
relies on four ‘Assessment Levels’, as listed below: 

• Scoping; 

• Simple; 

• Detailed; and 

• Mitigation/Enhancement and Monitoring. 

For ease of reference, this ES has retained the term ‘Stage 3 Environmental Assessment’. 
Although this document may refer to both assessment methods, the outcome of the EIA has 
not been affected. 

7.2.2 Revision to ES Section Structure 

Current guidance in DMRB 11.2.6.1 (HD48/08) and Interim Advice Note (IAN 125/09)  
recommends that the topics of ‘Disruption due to Construction’ and ‘Policies and Plans’ are 
reported under the respective technical chapters contained within an ES where necessary.  
Therefore, this approach has been adopted within the structure of this ES and agreed with 
Transport NI. Relevant predicted construction impacts and subsequent mitigation is reported 
in each technical chapter (Chapters 8 - 17).  In a similar vein, relevant polices & plans are 
discussed under ‘Regulatory & Policy Framework’ within each technical chapter.  

With reference to DMRB 11.1.1.1, the structure of DMRB Volume 11 is currently being revised 
and alterations made to the DMRB environmental assessment techniques.  This ES embraces 
the new assessment methodology included in revised sections of DMRB Volume 11 and 
continues to use the extant assessment methodology (where appropriate), included in still to 
be revised sections of DMRB Volume 11. 
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Table 7.1 identifies the revised IAN 125/09 section structure, and section structure for this ES. 
This divergence in section structure has not affected the outcome of the Environmental 
Assessment. 

Table 7.1: Comparisons of ES Section Structure 

Suggested Section Structure 

(IAN 125/09 Format) 
York Street Interchange ES Section Structure 

Air Quality Air Quality 

Cultural Heritage Cultural Heritage 

Landscape Landscape Effects 

Nature Conservation Ecology and Nature Conservation 

Geology and Soils Geology and Soils 

Materials Geology and Soils 

Noise and Vibration Noise and Vibration 

Effects on all Travellers 
Pedestrians, Cyclists, Equestrians and 
Community Effects 

Vehicle Travellers 

Community and Private Assets 
Pedestrians, Cyclists, Equestrians and 
Community Effects 

Land Use  

Road Drainage and the Water Environment Road Drainage and the Water Environment 

Source: DMRB 11.1.1.1 (Table 1.1 Structure of DMRB Volume 11 Environmental Assessment) 

7.3 Approach & Methods 

Details of the approach and methods used in the assessment of each environmental topic 
have been included in the individual technical chapters.  Each technical chapter follows the 
same general format, as detailed below: 

• Introduction: a brief summary of what is considered/assessed in the chapter; 

• Methodology: describing the methodology that has been used in the assessment of the 
environmental topic (including who was consulted and limitations/difficulties encountered 
in the assessment procedure); 

• Regulatory & Policy Framework: short summary of legislation and planning policy 
pertinent to the assessment of the environmental topic; 

• Baseline Conditions: a description of the existing environmental conditions against which 
the predicted environmental impacts have been assessed, including an assessment of 
value/sensitivity of environmental receptors/assets; 

• Predicted Impacts: identification of predicted impacts resulting from the operation and 
construction of the Proposed Scheme, and assessment of impact magnitude; 
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• Mitigation & Enhancement Measures: recommendations for measures to avoid, offset 

or reduce the identified adverse impacts associated with the Proposed Scheme;  

• Residual Effects: assessment of significance of effects after consideration of mitigation 
measures; and 

• Summary & Conclusions: a summation of main effects associated with the Proposed 
Scheme. 

7.3.1 Assessment of Predicted Impacts and Residual Effects (Significance of Effects) 

Predicted impacts arising from the Proposed Scheme have been identified, magnitude of 
impact described, and an assessment of the level of significance for each effect determined, 
within the assessment of each environmental topic. Impacts associated with the Proposed 
Scheme may or may not result in significant effects on the environment, depending on the 
sensitivity of the resource or receptor and potentially other factors. 

The determination of the significance of effects is a key stage in the EIA process. In general, 
impact significance has been defined using a combination of the sensitivity (e.g. High, Medium 
or Low) of the environmental feature, and the magnitude of impact (e.g. Major, Moderate, 
Minor or Negligible) where appropriate. The criteria for assessing sensitivity and magnitude 
level have been defined for each environmental topic in the appropriate technical chapters of 
the ES. The overall significance of an effect, considering the relationship between sensitivity 
and the magnitude level, is also defined for each environmental topic. 

7.3.1.1 Sensitivity (or Value) 

Sensitivity has generally been defined according to the relative value or importance of the 
feature, (i.e. whether it is of international, national, regional or local importance; by the 
sensitivity of the receptor in the case of the air quality and noise assessment; or by 
susceptibility or vulnerability to change in the case of landscape and visual aspects). 

The typical criteria for assessing the sensitivity of an environmental receptor are described in 
Table 7.2.  It should be noted that there are variations in how sensitivity is assessed, 
depending on whether an existing framework for sensitivity exists.  Moreover, not all of the 
environmental sensitivity and typical descriptions have necessarily been adopted within each 
of the technical chapters. 
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Table 7.2: Environmental Sensitivity and Typical Descriptions 

Value 
(Sensitivity) Typical descriptors 

Very High Very high importance and rarity, international scale and very limited potential for 
substitution. 

High High importance and rarity, national scale, and limited potential for substitution. 

Medium High or medium importance and rarity, regional scale, limited potential for 
substitution. 

Low (or Lower) Low or medium importance and rarity, local scale. 

Negligible Very low importance and rarity, local scale. 

Source: DMRB 11.2.5.2 (Table 2.1 Environmental Value (or Sensitivity) and Typical Descriptors) 

7.3.1.2 Magnitude of Impact 

Typical descriptions and criteria for defining Magnitude of Impact are described in Table 7.3. It 
must be noted that not all of the magnitude of impact and typical descriptions have necessarily 
been adopted within each of the technical chapters. 

Table 7.3: Magnitude of Impact and Typical Descriptions 

Magnitude of 
impact Typical criteria descriptors 

Major 

Loss of resource and/or quality and integrity of resource; severe damage to key 
characteristics, features or elements (Adverse). 

Large scale or major improvement of resource quality; extensive restoration or 
enhancement; major improvement of attribute quality (Beneficial). 

Moderate 

Loss of resource, but not adversely affecting the integrity; partial loss of/damage to 
key characteristics, features or elements (Adverse). 

Benefit to, or addition of, key characteristics, features or elements; improvement of 
attribute quality (Beneficial). 

Minor 

Some measurable change in attributes, quality or vulnerability; minor loss of, or 
alteration to, one (maybe more) key characteristics, features or elements 
(Adverse). 

Minor benefit to, or addition of, one (maybe more) key characteristics, features or 
elements; some beneficial impact on attribute or a reduced risk of negative impact 
occurring (Beneficial). 

Negligible 

Very minor loss, or detrimental alteration, to one or more characteristics, features 
or elements (Adverse). 

Very minor benefit to, or positive addition of, one or more characteristics, features 
or elements (Beneficial). 

No change No loss or alteration of characteristics, features or elements; no observable impact 
in either direction. 

Source: DMRB 11.2.5.2 (Table 2.2 Magnitude of Impact and Typical Descriptors) 
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7.3.1.3 Assessing Significance  

With reference to DMRB 11.2.5.2 (Determining Significance of Environmental Effects) 
(HA205/08), the approach to assigning significance of effect relies on reasoned argument, 
professional judgement, and taking on board the advice and views of appropriate 
stakeholders. For some disciplines, predicted effects may be compared with quantitative 
thresholds and scales in determining significance. Assigning each effect to one of the five 
significance categories enables different topic issues to be placed upon the same scale, in 
order to assist the decision-making process. These five significance categories are set out in 
Table 7.4. It must be noted that not all of the significance categories and typical descriptions 
have necessarily been adopted within each of the technical chapters. 

Table 7.4: Significance Categories and Typical Descriptors 

Significance 
category Typical descriptors of effect 

Very Large 

Only adverse effects are normally assigned this level of significance. They 
represent key factors in the decision-making process. These effects are generally, 
but not exclusively, associated with sites or features of international, national or 
regional importance that are likely to suffer a most damaging impact and loss of 
resource integrity. However, a major change in a site or feature of local importance 
may also enter this category. 

Large These beneficial or adverse effects are considered to be very important 
considerations and are likely to be material in the decision-making process. 

Moderate 

These beneficial or adverse effects may be important, but are not likely to be key 
decision-making factors. The cumulative effects of such factors may influence 
decision-making if they lead to an increase in the overall adverse effect on a 
particular resource or receptor. 

Slight 
These beneficial or adverse effects may be raised as local factors. They are 
unlikely to be critical in the decision-making process, but are important in 
enhancing the subsequent design of the project. 

Neutral No effects or those that are beneath levels of perception, within normal bounds of 
variation or within the margin of forecasting error. 

Source: DMRB 11.2.5.2 (Table 2.3 Descriptors of the Significance of Effect Categories) 

With reference to DMRB 11.2.5.2, it is important to note that significance categories are 
required for positive (beneficial) as well as negative (adverse) effects. The five significance 
categories give rise to eight potential outcomes. Applying the formula, the greater the 
environmental sensitivity or value of the receptor or resource, and the greater the magnitude 
of impact, the more significant the effect. The consequences of a highly valued environmental 
resource suffering a major detrimental impact would be a very significant adverse effect. The 
typical significance categories are presented in Table 7.5. 
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Table 7.5: Example matrix for determining Significance of Effects 

 
MAGNITUDE OF IMPACT (Degree of Change) 

 No change Negligible Minor Moderate Major 

S
E

N
S

IT
IV

IT
Y 

Very High Neutral Slight Moderate or 
Large 

Large or Very 
Large Very Large 

High Neutral Slight Slight or 
Moderate 

Moderate or 
Large 

Large or Very 
Large 

Medium Neutral Neutral or 
Slight Slight Moderate Moderate or 

Large 

Low Neutral Neutral or 
Slight 

Neutral or 
Slight Slight Slight or 

Moderate 

Negligible Neutral Neutral Neutral or 
Slight 

Neutral or 
Slight Slight 

Source: DMRB 11.2.5.2 (Table 2.4 Arriving at the Significance of Effect Categories - indicative) 

With reference to DMRB 11.2.5.2, change can be either beneficial or adverse, and effects can 
also, therefore, be either beneficial or adverse. In some cases above, the significance is 
shown as being one of two alternatives. In these cases a single description should be decided 
upon with reasoned professional judgement for that level of significance chosen. 

The significance is assigned after consideration of the effectiveness of the design and 
committed mitigation measures, allowing for the positive contribution of all mitigation that is 
deliverable and committed.  

DMRB 11.3 guidance for the environmental assessment techniques reported in the individual 
technical chapters of this ES, provides advice on the significance criteria for individual topics. 
Where necessary, the description of the criteria has been adjusted to reflect the specific 
effects that a project may generate, but the overall criteria levels have not been adjusted. As 
noted earlier, the structure of DMRB Volume 11 is currently being revised and alterations 
made to the DMRB environmental assessment techniques. This ES embraces the new 
assessment methodology included in revised sections of DMRB Volume 11 and continues to 
use extant assessment methodologies (where appropriate), included in still to be revised 
sections of DMRB Volume 11. For those assessment methodologies that have not been 
updated, DMRB does not describe how the significance of effects should be scaled. In these 
cases, professional judgement and awareness of the relative balance of importance between 
sensitivity and magnitude allows the overall significance of effect to be assessed. 
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8. AIR QUALITY 

8.1 Introduction   

This assessment considers the effects on air quality due to redevelopment of York Street 
junction (hereafter referred to as the Proposed Scheme). The effects on Local and Regional 
air quality have been undertaken in accordance with the methodology for a ‘Detailed’ and 
‘Simple’ assessment respectively, as stated within the DMRB Advice Note HA 207/07, 
published by the Highways Agency (HA) (Highways Agency, 2007), and related Interim Advice 
Notes (IANs) which have been adopted into Transport NI policy.  

8.1.1 Previous Studies 

Air quality impacts have been considered as part of the preliminary and preferred interchange 
options assessment process, the results of which have been reported in the following: 

• York Street Interchange, Preliminary Options Report: Volume 1; March 2009 
(S105296/G/01/03/PRR1); and 

• York Street Interchange, Preferred Options Report: Volume 1; October 2012 (47037827 / 
S105296).  

Belfast City Council (BCC) has undertaken and published detailed assessments of air quality 
in its administrative boundary, and has declared an Air Quality Management Area (AQMA) for 
the area around the existing York Street junction. The results of these assessments are given 
in the following reports: 

• Detailed Air Quality Assessment 2007; 

• Detailed Air Quality Assessment 2010; and 

• Air Quality Progress Report 2014. 

This technical chapter is the first assessment of changes in air pollution concentrations 
associated with the Proposed Scheme, as the Preferred Junction Option (announced in 
December 2012) has been subject to further design refinement, which amongst other things, 
has resulted in changes to road layout. 

8.2 Methodology 

8.2.1 Scope of the Assessment 

This assessment follows the approach set out in DMRB Volume 11, Section 3, Part 1 (HA, 
2007) for a ‘Detailed’ assessment of local air quality and a ‘Simple’ assessment of regional 
impacts. Local air quality is assessed using a ‘Detailed’ assessment method, as there are 
features, such as multiple links in close proximity to sensitive receptors, that would not be 
adequately represented using the ‘Simple’ assessment method. Regional air quality has been 
assessed using a ‘Simple’ assessment method, as the emissions from the Scheme are likely 
to be small when compared to the national or regional emissions. The assessment considers 
the effect on air quality using the following scenarios: 

• Current (2013) Base Year Scenario, using traffic flow data for 2012, traffic emission rate 
factors and background pollutant concentration projections for 2013, without the Scheme, 
with meteorological conditions as experienced in 2013; 
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• Opening Year (2021) Do-Minimum Scenario, using traffic flow data, traffic emission rate 

factors and background pollutant concentration projections for 2021, without the Scheme, 
assuming meteorological conditions as experienced in 2013; 

• Opening Year (2021) Do-Something Scenario, using traffic flow data, traffic emission rate 
factors and background pollutant concentration projections for 2021, with the Scheme, 
assuming meteorological conditions as experienced in 2013; 

• Design Year (2035) Do-Minimum Scenario, using traffic flow data, traffic emission rate 
factors and background pollutant concentration projections for 2030, without the Scheme, 
assuming meteorological conditions as experienced in 2013; and 

• Design Year (2035) Do-Something Scenario, using traffic flow data, traffic emission rate 
factors and background pollutant concentration projections for 2030, with the Scheme, 
assuming meteorological conditions as experienced in 2013. 

Traffic projections used in this assessment are based on National Road Traffic Forecast 
(NRTF) Central Growth predictions for future years, in accordance with DMRB (Highways 
Agency, 2007). 

For local air quality assessment, road links have been included in each scenario where either 
the following criteria are met, or the road link is required to model air quality impacts: 

• road alignment change by 5m or more; or 

• daily traffic flows change by 1000 Annual Average Daily Traffic (AADT) or more; or 

• Heavy Duty Vehicle (HDV) flows change by 200 AADT or more; or 

• daily average speed change by 10km/hr or more; or 

• peak hour speed change by 20km/hr or more. 

For each of the local air quality scenarios, the impact of the Proposed Scheme has been 
assessed for the air pollutants identified below: 

• annual mean concentrations of nitrogen dioxide (chemical formula NO2); 

• annual mean concentrations of particulate matter (PM10); and  

• 24-hour mean PM10 concentration. 

In addition, a major source of emissions from road traffic is particulate matter within the size 
fraction of 2.5µm. The impact of the Proposed Scheme on annual mean concentrations of 
PM2.5 has also been assessed. 

For regional air quality, links which do not meet the following criteria have not been included in 
the assessment: 

• a change of more than 10% in AADT; or 

• a change of more than 10% in the number of HDVs; or 

• a change in daily average speed of more than 20km/hr. 

For the regional assessment, the impact of the Proposed Scheme on emissions of carbon 
dioxide (expressed as CO2 equivalent (CO2e)), total hydrocarbons (THC), oxides of nitrogen 
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(NOx) and particulate matter (PM10 and PM2.5) has been assessed against the same Base 
Year and future Do-Minimum as the local air quality assessment. These have been calculated 
from the DMRB Simple method (Highways Agency, 2007), with the exception of carbon 
dioxide (CO2), which has been calculated using the Emissions Factors Toolkit v6.0.1 
published by Defra in 2014 (Defra, 2014a) for the Transport Analysis Guidance (TAG) 
Appraisal (see below).  

Hourly mean nitrogen dioxide concentrations are only considered to be at risk of exceeding 
the respective limit value when annual mean concentrations of nitrogen dioxide exceed 
60µg/m3 at a particular location (AEAT, 2008). Annual mean concentrations of nitrogen dioxide 
have been shown not to be at risk of exceeding this value within the study area and impacts 
on hourly mean nitrogen dioxide concentrations have not been considered further in this 
assessment. 

There are no designated ecological sites located within 40m of the Proposed Scheme. The 
nearest designated ecological sites are located at Victoria Park to the east and Herdman 
Channel to the north, both part of the Inner Belfast Lough Area of Special Scientific Interest. 
Both of these sites are located approximately 2km from the Proposed Scheme, and it is 
unlikely that fugitive emissions from the Proposed Scheme would impact on these sites and 
they have not been considered further in this assessment. 

The advice note DMRB HA 207/07 (Highways Agency, 2007) sets out the requirement for an 
assessment of local and regional air quality using TAG appraisal. The methodology is set out 
in TAG Unit A3, published by the Department for Transport (DfT, 2014). This appraisal 
quantifies the predicted changes in air pollution concentrations due to the Proposed Scheme, 
and reports a monetisation of these changes as part of the DfT’s funding criteria. The results 
from the TAG appraisal are considered in this assessment. 

8.2.2 Overview 

The methodology given in the DMRB Advice Note HA 207/07 (Highways Agency, 2007) relies 
upon the Technical Guidance note LAQM.TG(09) (Defra, 2009). The tools and techniques 
given in this guidance note are used within this assessment. 

There is currently no statutory guidance on the method by which an air quality impact 
assessment should be undertaken.  Several non-statutory bodies have published their own 
guidance relating to air quality and development control (EPUK, 2010) or to the assessment of 
the significance of air quality effects (IAQM, 2009).   

This section explains the methods used to assess the significance of: 

• the operational impact of road traffic exhaust emissions associated with the Proposed 
Scheme; and 

• the impact of fugitive emissions of particulate matter from construction phase activities. 

Potentially affected air quality sensitive receptors have been identified for each element of the 
assessment and the magnitude of change in air quality statistics at each receptor has been 
considered. The methods used to determine the significance of effect associated with air 
quality impacts are described in Sub-Section 8.2.8.  

8.2.3 Road Traffic Emissions 

The incomplete combustion of fuel in vehicle engines results in the presence of hydrocarbons 
(HC) such as benzene (chemical formula C6H6) and 1,3-butadiene (chemical formula C4H6), 
and sulphur dioxide (chemical formula SO2), carbon monoxide (chemical formula CO), and 
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particulate matter (size fractions PM10 and PM2.5) in exhaust emissions.  In addition, at high 
temperatures and pressures found within vehicle engines, some of the nitrogen in the air and 
fuel is oxidised to form NOx, mainly in the form of nitric oxide (chemical formula NO), which is 
then converted to nitrogen dioxide in the atmosphere. Nitrogen dioxide is associated with 
adverse effects on human health. Better emission control technology and fuel specifications 
are expected to reduce emissions per vehicle in the long-term. 

Although sulphur dioxide, carbon monoxide, benzene and 1,3-butadiene are also present in 
motor vehicle exhaust emissions, detailed consideration of the associated impacts on local air 
quality is not considered relevant in the context of this assessment.  This is because road 
traffic emissions of these substances have been reviewed by BCC (BCC, 2014) and nowhere 
within the administrative area is at risk of exceeding these objectives. The construction of the 
Proposed Scheme would not be capable of compromising the achievement of the relevant air 
quality objectives for the protection of human health. Emissions of sulphur dioxide, carbon 
monoxide, benzene and 1,3-butadiene from road traffic are therefore scoped-out of this 
assessment. 

Exhaust emissions from road vehicles may however affect concentrations of the principal 
pollutants of concern (i.e. nitrogen dioxide, PM10 and PM2.5) at sensitive receptors in the 
vicinity of the Proposed Scheme.  These pollutants are the focus of assessment of the 
significance of road traffic impacts. 

8.2.4 Construction Phase Emissions 

8.2.4.1 Dust and Particulate Matter 

Fugitive emissions of airborne particulate matter are readily produced through the action of 
abrasive forces on materials and a wide range of site preparation and construction activities 
have the potential to generate this type of emission, including: 

• demolition work; 

• earthworks (including handling, working and storage of materials);  

• construction activities; and 

• transfer of dust-making materials from the site onto the local road network due to track-
out.  

Particulate matter in air is made up of particulates of a variety of sizes, and the concept of a 
‘size fraction’ is used to describe particulates within a defined size range. These definitions are 
based on the collection efficiency of specific sampling methods and each size fraction is 
especially associated with different types of impacts. In this assessment, the term ‘dust’ is 
used to mean particulate matter in the size fraction 1µm - 75µm in diameter, as defined in BS 
6069:1994 (BSI, 1994). Dust impacts are considered in terms of the change in airborne 
concentration and the change in the rate of deposition of dust onto surfaces. 

The size fraction called ‘PM10’ is composed of material with an aerodynamic diameter of less 
than 10µm in diameter and overlaps with the size fraction for dust. Air quality objectives (H.M. 
Government, 2010) for PM10 have been set for the protection of human health and the term 
PM10 is only used in the construction assessment when referring to the potential impact of 
emissions of particulate matter from demolition and construction activities on human health 
receptors. The short-term, 24-hour mean objective for airborne concentrations of PM10 is the 
appropriate air quality objective for assessing the potential impact on health of short-term 
fugitive emissions from demolition and construction sites. 
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The Institute of Air Quality Management (IAQM, 2014) adopts a broad definition of dust that 
includes the potential for changes in airborne concentration, changes in deposition rates and 
the risk to human health and public amenity, when considering the significance of effects from 
emissions of fugitive particulate matter. In this assessment, specific reference is made to the 
impacts associated with specific size fractions (dust, PM10) within the assessment narrative, 
before considering the overall effect on receptors using an approach that is consistent with the 
IAQM’s guidance and DMRB HA 207/07 (Highways Agency, 2007). 

The nature of the impact requiring assessment varies between different types of receptor.  In 
general, receptors associated with higher baseline dust deposition rates are less sensitive to 
impacts, such as light and heavy industry or outdoor storage facilities. In comparison, some hi-
technology industries or food processing plants operate under clean air conditions and 
increased airborne particulate matter concentrations may have an increased economic cost 
associated with the extraction of more material by air filtration units at the plant. 

Table 8.1 provides some generic examples of the type of impacts that may result from fugitive 
emissions of particulate matter. The sensitivity of receptor types is listed for selected impacts, 
with sensitivity being described as ‘high’ for receptors that are especially sensitive to the 
specified impact. For example, industrial painting operations are considered to be more 
sensitive to the impact of material becoming soiled by depositing material, than residential 
properties or schools would be.   

Table 8.1: Types of impacts from emissions of particulate matter 

Nature of Impact Receptor Types 
Affected Relative Sensitivity 

Change in 24-hour mean PM10 concentrations 

Residential properties 

Schools 

Hospitals and clinics 

Receptor sensitivity was 
considered when Air 

Quality Objective Value 
was set. 

Change in rate at which air filtration units require 
maintenance 

Hospitals and clinics High 

Hi-tech industries High 

Food processing 
industries High 

Change in the rate at which material 
accumulates on glossy surfaces, such as glass 

or paint work 

Painting and furnishing 
operations High 

Residential properties Medium 

Schools Medium 

Food retailers Medium 

Offices Medium 

Museums and Galleries Medium 

Glasshouses Medium 

Change in the rate at which property or products 
becomes soiled by deposited material 

Food processing 
industries High 

Painting and furnishing 
operations High 

Museums and Galleries High 

Residential properties High 

Food retailers Medium 
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Nature of Impact Receptor Types 
Affected Relative Sensitivity 

Offices Medium 

Change in the rate at which mineral material is 
deposited onto vegetation Ecological sites Medium - Low 

Change in chemical composition of mineral 
material deposited 

Ecological sites Medium - Low 

Outdoor Storage Medium - Low 
 

8.2.5 Air Quality Sensitive Receptors 

8.2.5.1 Receptors potentially affected by operational emissions 

The concentration of pollutants associated with road traffic at the roadside or at sensitive 
receptors is influenced by a number of factors. These include background pollution levels and 
the amount of traffic emissions, which is dictated by traffic flow rates, composition and speed, 
which is influenced by engine size, fuel type and type of vehicle (bus, car etc.). 

The air quality objective values for pollutants associated with road traffic were recommended 
by Defra’s Expert Panel on Air Quality Standards (at a level below the lowest concentration at 
which more sensitive members of society have been observed to be adversely affected by 
exposure to each pollutant. All receptors that represent exposure of the public are of equal 
sensitivity, as any member of the public could be present at those locations over timescales 
that are relevant to an air quality objective. For example, an hourly mean objective would be 
relevant for a public building, but an annual mean value would not.  

Impacts from Base Year road traffic emissions have been quantified at 18 existing 
representative receptors in the vicinity of the Proposed Scheme, all of which are residential. 
The receptors are listed in Table 8.2 and their location is shown on Figure 8.1.  

Table 8.2: Air quality sensitive receptors 

Receptor Location 
Irish Grid Reference 

Easting Northing 

R1 47 Little George's Street 334008 375235 

R2 17 Little George's Street 333883 375232 

R3 97 / 99 North Queen Street 333794 375254 

R4 14 North Hill Street 333935 375296 

R5 40 North Queen Street 333802 375322 

R6 62 Carlisle Road 333603 375246 

R7 78 North Queen Street 333894 375496 
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Receptor Location 
Irish Grid Reference 

Easting Northing 

R8 108 North Queen Street 333954 375616 

R9 13 Bentinck Street 334053 375628 

R10 28 - 34 Garmoyle St (Stella Maris)  334376 375389 

R11 2 Thomas Street 333934 375121 

R12 1 Portland Place, Great George's Street 333883 375146 

R13 56 North Queen Street 333762 375195 

R14 10 North Queen Street 333682 375111 

R15 48 Lancaster Street 333721 375116 

R16 1 Lancaster Street 333936 375037 

R17 205 Donegall Street 333672 374989 

R18 3 Clifton House Mews 333587 375173 

 

8.2.5.2 Receptors potentially affected by emissions from construction phase works 

When assessing the impact of particulate matter emissions generated during construction 
works, receptors are defined as the nearest potentially sensitive receptor to the boundary of 
the site in each direction.  These receptors have the potential to experience impacts of greater 
magnitude due to emissions of particulate matter generated by the works, when compared 
with other more distant receptors, or less sensitive receptors.    

There are a number of receptors that are sensitive to particulate matter in the immediate 
vicinity of the Proposed Scheme. These receptors include, but are not limited to, residential 
and sensitive commercial properties along Great George’s Street (R11 and R12), Little 
George’s Street (R1 and R2), North Queen Street (R3, R5, R7, R8, R13 and R14), North Hill 
Street (R4), Southwell Street, and Garmoyle Street/Corporation Street (R10). The locations of 
the representative receptors are shown in Table 8.2, and illustrated on Figure 8.1. 

8.2.6 Prediction of Operational Air Quality Impacts 

During operation, the Proposed Scheme would change vehicle movements on the surrounding 
road network. An increase in vehicle emissions can increase the exposure of sensitive 
receptors to concentrations of nitrogen dioxide and particulate matter (PM10 and PM2.5) and 
this assessment quantifies concentrations of these pollutants at those receptor locations 
identified as likely to be the worst affected.  
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Concentrations for a 2013 Base Year and 2021 and 2035 Do-Minimum and Do-Something 
scenarios have been predicted using applicable modelling techniques. The magnitude of 
change as a result of the change in vehicle movements due to the development has been 
used to identify the potential for road traffic emissions to cause a significant effect at sensitive 
receptors. This assessment follows the guidance for the determination of baseline pollutant 
concentrations, and uses emissions factors for road traffic, from the current Defra emissions 
factor toolkit EFT 6.0.1, issued in July 2014 (Defra, 2014a). 

To undertake the assessment of road traffic emissions during the operational phase of the 
Proposed Scheme, the current version of the dispersion model software ‘ADMS-Roads’ 
(V3.2.4) has been used to quantify pollution levels at selected receptors. ADMS-Roads is a 
modern dispersion model that has an extensive published track record of use in the UK for the 
assessment of local air quality impacts, including model validation and verification studies 
(CERC, 2014).   

It is standard practice in air quality assessments to verify the performance of air quality models 
(used to assess the air quality implications of development projects) against real measured 
data in the air quality study area to account for model bias. Ideally, this is undertaken using 
ratified data reported by the Local Authority (i.e. BCC). The results of the council’s air quality 
monitoring for 2012 and 2013 were published in the recent 2013 and 2014 Air Quality 
Progress Reports (BCC, 2014). A nitrogen dioxide diffusion tube survey was also conducted 
by URS from June 2013 to June 2014 for this assessment, and the results annualised to the 
calendar year 2013 and used in the model verification process.  

8.2.6.1 Background Conditions 

Background pollutant concentrations for nitrogen dioxide, PM10 and PM2.5 used in this 
assessment were sourced from Defra projected background maps (Defra, 2014b). 
Concentrations for the selected 1x1km grid square for all assessment years are shown in 
Table 8.3. 

Table 8.3: Background annual mean pollutant concentrations (in µg/m3) 

Irish Grid 
Reference 
(easting / 
northing) 

2013 2021 2035 

NO2 PM10 PM2.5 NO2 PM10 PM2.5 NO2 PM10 PM2.5 

333500, 374500 20.4 19.0 11.6 17.2 17.3 10.1 17.5 17.8 10.2 

333500, 375500 18.8 17.7 10.7 14.7 16.3 9.5 14.5 16.8 9.6 

334500, 375500 20.3 17.0 10.4 16.0 15.6 9.2 15.8 16.0 9.3 

Source: Defra projected background maps 

8.2.6.2 Dispersion model input data and model conditions 

Details of general model conditions are provided in Table 8.4. 
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Table 8.4: General ADMS model conditions 

Variables Model Input 

Surface roughness at source 1m 

Minimum Monin-Obukhov length for stable 
conditions 30m 

Terrain types Flat 

Receptor location 
easting, northing coordinates determined by GIS 

z =1.5m (ground floor)  

Emissions NOX, PM10, PM2.5 

Emission factors 
UK Emission Factor Toolkit v6.0.1 

2013, 2021 and 2030 

Meteorological data 1 year (2013) hourly sequential data from Belfast 
City Airport meteorological station 

Emission profiles Yes 

Receptors Selected receptors only 

Model output 

Long-term annual mean NOX concentrations 

Long-term annual mean PM10 concentrations 

Long-term annual mean PM2.5 concentrations 

 

8.2.6.3 Traffic data 

The traffic data used within this assessment is derived from the Traffic & Economic 
Assessment study for the Proposed Scheme. An indicative flow profile, based on emission 
rates, has been developed based on a 24-hour count of traffic on the Westlink and 12-hour 
counts of traffic at the four junctions of Westlink, York Street, Great George’s Street and 
Nelson Street, being available within the traffic data. A summary of the traffic data is provided 
in Appendix 8, Annex A in Volume 2 of this ES. The traffic links used in the model are shown 
in the figures titled COBA Link and Node Diagram Do-Minimum Network, and COBA Link and 
Node Diagram Do-Something Network – Stage 3 Preferred Option, which are contained within 
Section 5 (Traffic and Economic Assessment) of the Engineering, Traffic and Economic 
Assessment Report which forms Part 2 of the overall Proposed Scheme Report (akin to a 
Stage 3 Scheme Assessment Report). 

8.2.6.4 Meteorological data 

One year (2013) of hourly sequential observation data from George Best Belfast City Airport 
meteorological station was used for this assessment. This station is situated approximately 
3km to the east of York Street junction and is representative of the meteorological conditions 
that are experienced in the study area. 
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8.2.6.5 Bias adjustment of road contribution pollutant contributions 

Model verification was performed using the results of the URS nitrogen dioxide diffusion tube 
monitoring survey, conducted between June 2013 and June 2014 with tube locations shown 
on Figure 8.1. 2013 was chosen as the base case year for verification so as to align as many 
parameters required as possible (e.g. available monitoring data, meteorological data). The 
results from these tubes are included in Table 8.5 in the “Measured Total” column as values 
that have been scaled to annual mean concentrations for the calendar year 2013. The 
following paragraphs detail the process by which the dispersion model output, termed 
‘modelled total’, is calibrated (verified) using the measured total values to generate the final 
‘Predicted Total’ annual mean nitrogen dioxide concentration values.  

Table 8.5: 2013 Annual mean nitrogen dioxide concentration data 

Tube number Measured Total  
(µg/m3) 

Modelled Total  
(µg/m3) Predicted Total  (µg/m3) 

Tube 1 45 38 48 

Tube 2 36 26 37 

Tube 3 58 33 58 

Tube 4 27 22 19 

Tube 5 46 30 46 

Tube 6 44 35 37 

 

The verification process was undertaken following the method described in LAQM TG(09) 
(Defra, 2009). Modelled predictions were made for annual mean nitrogen dioxide 
concentrations at the location of the diffusion tubes listed in Table 8.5. A comparison of the 
unadjusted model predictions and the measured concentrations at these locations is illustrated 
in Plate 8.1, by the blue dots and trend line (the dashed lines either side of the centre line 
indicate y = x +/- 10%, and +/- 25%).  
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Plate 8.1: Comparison of measured and modelled nitrogen dioxide concentrations 

  

The accuracy of the unadjusted model was considered via the calculation of the Root Mean 
Square Error (RMSE). In this instance, the unadjusted model had an RMSE value of 
15.6µg/m3. In general, the unadjusted model under-predicted annual mean concentrations of 
nitrogen dioxide by between 15-30%. 

The performance of the model was improved with the application of a correction factor to the 
modelled road NOX contribution, to account for the systematic under-prediction of the annual 
mean NO2 concentrations. Measured and modelled road NOX contributions were compared, 
and three correction factors for different sections were obtained. For Tubes 1 and 6, a factor of 
1.72 was obtained; for Tubes 2 and 5, a factor of 2.82 was obtained; and for Tube 3, a factor 
of 3.28 was obtained. For the adjusted model, the RMSE was 3.4µg/m3. The adjusted model 
results are shown on Plate 8.1 by the red line and dots. These show a much better fit between 
the measured and predicted results, within 10% of the limit value for NO2 which is considered 
ideal.  

In the absence of locally sampled PM10 or PM2.5 data, an assumption has been made that the 
model would perform similarly for each primary pollutant considered. The adjustment factor 
calculated for NOX Roads has been applied to the modelled road PM10 and PM2.5 
contributions, as recommended in LAQM TG(09) (Defra, 2009). 

8.2.6.6 NOx to NO2 conversion 

To accompany the publication of the guidance document LAQM TG(09) (Defra, 2009), a NOX 
to nitrogen dioxide converter was made available as a tool to calculate road nitrogen dioxide 
contributions from modelled road NOX contributions. The most recent version of the tool is 
v4.1, released in 2014 (Defra, 2014c). The tool comes in the form of an MS Excel 
spreadsheet, and is used to calculate the total nitrogen dioxide concentrations at receptors 
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from the modelled road NOX contribution and associated background concentration. Due to 
the location of the Proposed Scheme, an urban setting has been selected. 

8.2.6.7 Predicting the number of days in which the PM10 24-hr mean objective is exceeded 

The guidance document LAQM TG(03) (Defra, 2003) set out the method by which the number 
of days the PM10 24-hr objective is exceeded can be obtained, based on a relationship with 
the predicted PM10 annual mean concentration. The most recent guidance (Defra, 2009) 
suggests no change to this method. The formula used within this assessment is: 

 18.5
C
2063C*0.0014sExceedance of No. −+=  

Where C is the annual mean concentration of PM10. 

8.2.6.8 Predicting the number of days in which the NO2 hourly mean objective is exceeded 

Research projects completed on behalf of Defra and the Devolved Administrations (Laxen and 
Marner, 2003 and AEAT, 2008) have concluded that the hourly mean nitrogen dioxide 
objective is unlikely to be exceeded if annual mean concentrations are predicted to be less 
than 60µg/m3.  

In 2003, Laxen and Marner concluded: 

“…local authorities could reliably base decisions on likely exceedances of the 1-hour objective 
for nitrogen dioxide alongside busy streets using an annual mean of 60µg/m3 and above.” 

The findings presented by Laxen and Marner (2003) are further supported by AEAT (2008), 
who revisited the investigation to complete an updated analysis including new monitoring 
results and additional monitoring sites. The recommendations of this report are: 

“Local authorities should continue to use the threshold of 60µg/m3 NO2 as the trigger for 
considering a likely exceedance of the hourly mean nitrogen dioxide objective.” 

This assessment evaluated the likelihood of exceeding the hourly mean nitrogen dioxide 
objective by comparing predicted annual mean nitrogen dioxide concentrations at all receptors 
to an annual mean equivalent threshold of 60µg/m3 nitrogen dioxide. Where predicted 
concentrations are below this value, it can be concluded with confidence that the hourly mean 
nitrogen dioxide objective (200µg/m3 nitrogen dioxide not more than 18 times per year) will be 
achieved.  

8.2.6.9 Cumulative developments 

The assessment of dust and particulate matter from construction activities should be 
conducted, taking into account potential impacts from other development sites. Each 
construction site is anticipated to be subject to their own control measures, in order to 
minimise the egress of dust and particulate matter. On this basis, no significant adverse 
effects would be expected, should there be any additional construction activity in the vicinity of 
the works area associated with the scheme. Nevertheless, the appointed contractor for the 
Proposed Scheme would be required to undertake regular liaison meetings and reviews with 
any neighbouring sites, in order to plan works so that they do not cause unnecessary 
disruption, and to ensure that appropriate joint strategies are developed and implemented to 
minimise impacts associated with adverse air emissions.   
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As per advice given in DMRB (HA, 2007), air quality assessments are based on likely 
projections of traffic growth, referred to in this assessment as the Central growth scenario. 
NRTF Central traffic growth provides a balanced forecast of overall trends in traffic flows over 
the longer term. On this basis, the assessment of effects on local and regional air quality are 
inherently cumulative. 

For consistency with other aspects of the ES, the results from an assessment based on a high 
demand scenario have also been calculated and are presented in Appendix 8, Annex B in 
Volume 2 of this ES. The high demand scenario includes other significant developments that 
are not included in the Central growth scenario, with an allowance for additional traffic using 
the strategic Westlink-M2 and Westlink-M3 links following the provision of the Proposed 
Scheme. 

8.2.7 Prediction of Construction Phase Impacts 

8.2.7.1 Construction Phase Dust Emissions 

At present, there are no statutory UK or EU standards for use in the assessment or control of 
nuisance dust. The emphasis of the regulation and control of demolition and construction dust 
should therefore be the adoption of good working practices on site.  

Good design practice is a process that is informed by impact assessments and is able to avoid 
the potential for significant adverse environmental effects at the design stage. This approach 
assumes that mitigation measures beyond those inherent in the proposed designs are 
identified as being necessary in the impact assessment and would be applied during the works 
to ensure potential significant adverse effects are minimised. Examples of accepted good site 
practice include guidelines published by the IAQM (IAQM, 2014) and Considerate Contractor 
Schemes. 

A qualitative assessment has been undertaken to assess the significance of effects on 
sensitive receptors. The steps in the assessment process are to consider potential sources of 
fugitive dust emissions on the basis of the four main activity groupings of demolition, 
earthworks, construction and track-out. For each activity group, the same steps are applied 
with respect to potential impacts at identified receptors, before coming to an overall conclusion 
about the significance of effects predicted. 

The steps to assessing likely effects are: 

• for the Proposed Scheme with incorporated mitigation consider for demolition, earthworks, 
construction and track-out: 

− the potential dust emission magnitude; 

− the sensitivity of the area; and 

− establish the risk of dust impacts. 

• determine if additional mitigation is required; and 

• summarise the overall effect of the works with respect to fugitive emissions of particulate 
matter and then report the significance of effects.  

8.2.7.2 Construction Phase Road Traffic Emissions 

The construction phase of the Proposed Scheme is likely to lead to a change in the number of 
vehicles on the local highway network, for the duration of the construction works only. DMRB 
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advice (Highways Agency, 2007) (Sub-Section 8.2.1 of this chapter) for the screening of road 
links likely to be affected during construction works is intended to be used to identify roads that 
would be subject to additional movements by construction-related vehicle movements. For this 
scheme, the works are focused around a single junction and the DMRB screening criteria 
would be triggered for every link as the phased rerouting of traffic through the junction is 
implemented. In this instance, the total volume of traffic is unlikely to change significantly from 
the future Do-Minimum conditions, and therefore a series of quantitative assessments have 
not been undertaken. 

The construction works would be phased over a number of years, with traffic flows changing 
according to the construction activities in each area. The majority of the construction activities 
would be limited to within the footprint of the existing road network, and construction vehicles 
which access the site are expected to do so via the main road links. Construction-related 
traffic are not expected to impact on traffic flows on the wider road network. 

During the construction phase, traffic levels on roads that would be impacted by construction 
activities are expected to be lower than levels during operation, and would use traffic 
management measures in order to control the flow of traffic around the construction activities. 
These measures would also change according to the phasing plans, and would help to reduce 
congestion and thereby minimise total emissions as traffic moves around the construction 
areas. 

8.2.8 Method for Assessment of Significance 

8.2.8.1 Operational emissions assessment of significance 

With regard to road traffic emissions, the change in pollutant concentrations with respect to 
baseline concentrations has been described at receptors that are representative of exposure 
to impacts on local air quality within the study area. The absolute magnitude of pollutant 
concentrations in the Do-Minimum and Do-Something scenarios is also described and this is 
used to consider the risk of air quality limit values being exceeded. 

For a change of a given magnitude, the IAQM have published recommendations for describing 
the magnitude of impacts at individual receptors (Table 8.6) and describing the significance 
(Table 8.7) of such impacts (IAQM, 2009).  

Table 8.6: Magnitude of Impact for changes in Annual Mean NO2 and PM10 concentrations 
and exceedances of the 24-hr mean objective for PM10 at a receptor 

Magnitude of 
Change 

Annual Mean Concentrations of NO2 
(µg/m3) and PM10 (µg/m3) 

Exceedances of the 24-hr mean 
objective for PM10 (days) 

Large Increase/Decrease >4μg/m3 Increase/Decrease >4 

Medium Increase/Decrease 2 - 4μg/m3 Increase/Decrease 2 to 4 

Small Increase/Decrease 0.4 - 2μg/m3 Increase/Decrease 1 to 2 

Imperceptible Increase/Decrease <0.4μg/m3 Increase/Decrease <1 

 

A change in predicted annual mean concentrations of nitrogen dioxide or PM10 of less than 
0.4µg/m3 is considered to be so small as to be imperceptible (IAQM, 2009). A change (impact) 
that is imperceptible, given normal bounds of variation, would not be capable of having a direct 
effect on local air quality that could be considered to be significant.  
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A change in the annual mean concentration of PM2.5 equivalent to 1% of the objective value is 
0.25μg/m3. It is unusual for schemes of this type to give rise to a change of more than 
0.1μg/m3. 

All relevant receptors that have been selected to represent locations where people are likely to 
be present are based on impacts to human health. The air quality objective values have been 
set at concentrations that provide protection to all members of society, including more 
vulnerable groups such as the very young, elderly or unwell. The sensitivity of receptors was 
considered in the definition of the air quality objective values, and no additional subdivision of 
human health receptors on the basis of building or location type is necessary.  

For receptors that are predicted to experience a perceptible change, the effect of the change 
on local air quality and the risk of exceeding the air quality objective value is summarised in 
Table 8.7.  A small increase in annual mean concentrations, at receptors exposed to baseline 
concentrations that are just below the objective value of nitrogen dioxide or PM10 (36µg/m3 to 
40µg/m3) is considered to have a Slight Adverse effect, as the slight increase in the risk of 
exceeding the objective value is significant. A small increase in annual mean concentration at 
receptors exposed to baseline concentrations that are below or well below (<36µg/m3) is not 
likely to affect the achievement of the objective value and is not a significant effect 
(Negligible). 

Table 8.7: Air quality impact descriptors for changes in ambient pollutant concentrations of  
nitrogen dioxide and PM10 

Absolute Concentration in Relation to 
Objective/Limit Value 

Change in Concentration 

Small Medium Large 

Increase with Scheme 

Above Objective/Limit Value With Scheme    
(Do-Something) Slight Adverse Moderate 

Adverse 
Substantial 

Adverse 

Just Below (90% - 100%) Objective/Limit Value 
With Scheme (Do-Something) Slight Adverse Moderate 

Adverse 
Moderate 
Adverse 

Below (75% - 90%) Objective/Limit Value With 
Scheme (Do-Something) Negligible Slight Adverse Slight 

Adverse  

Well Below (<75%) Objective/Limit Value With 
Scheme (Do-Something) Negligible Negligible Slight 

Adverse 

Decrease with Scheme 

Above Objective/Limit Value Without Scheme 
(Do-Minimum) Slight Beneficial Moderate 

Beneficial 
Substantial 
Beneficial 

Just Below (90% - 100%)  Objective/Limit Value 
Without Scheme (Do-Minimum) Slight Beneficial Moderate 

Beneficial 
Moderate 
Beneficial 

Below (75% - 90%) Objective/Limit Value 
Without Scheme (Do-Minimum) Negligible Slight Beneficial Slight 

Beneficial 

Well Below (<75%) Objective/Limit Value 
Without Scheme (Do-Minimum) Negligible Negligible Slight 

Beneficial 
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8.2.8.2 Construction phase emissions assessment of significance 

For amenity effects (including that of dust), the aim is to construct a scheme (including 
mitigation measures if necessary) that does not introduce the potential for additional 
complaints to be generated. 

Table 8.8: Descriptors applied to predicted adverse effects of fugitive emissions of particulate 
matter 

Significance of Effect at Single 
Receptor Description 

Substantial A significant effect that is likely to be a material consideration in its 
own right. 

Moderate 
A significant effect that may be a material consideration in 

combination with other significant effects, but is unlikely to be a 
material consideration in its own right. 

Slight An effect that is not significant, but that may be of local concern. 

Negligible An effect that is not a significant change. 

The scale of the risk of adverse effects occurring due to each group of activities, with 
mitigation in place is described using the terms High, Medium and Low risk. The basis for the 
choice of descriptor is set out for each section. Experience in the UK (IAQM, 2014) is that 
good site practice is capable of mitigating the impact of fugitive emissions of particulate matter 
effectively, so that in all but the most exceptional circumstances effects at receptors (Table 
8.8) can be controlled, to ensure effects are of Negligible or Slight Adverse significance. 

8.2.8.3 Assessment of Significance 

The significance of all reported impacts is then considered for the Proposed Scheme in overall 
terms. The potential for the scheme to contribute to, or interfere with, the successful 
implementation of policies and strategies for the management of local air quality are 
considered if relevant, but the principal focus is any change to the likelihood of future 
achievement of the air quality objective values set out in Table 8.10 for the following pollutants 
and associated concentration and averaging periods: 

• annual mean nitrogen dioxide concentration of 40μg/m3; 

• annual mean particulate matter (PM10) concentration of 40μg/m3; 

• annual mean fine particulate matter (PM2.5) concentrations of 25μg/m3;  

• 24-hour mean PM10 concentration of 50μg/m3 not to be exceeded on more than 35 days 
per year; and 

• 1-hour mean nitrogen dioxide concentration of 200µg/m3 not to be exceeded on more than 
18 times per year. 

The achievement of BCC’s goals for local air quality management are directly linked to the 
achievement of the air quality objective values described above. This assessment focuses on 
the likelihood of these being achieved as a result of implementing the Proposed Scheme. 
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In terms of the significance of consequences of any adverse impacts, an effect is reported as 
being ‘not significant’ or ‘significant’.  If the overall effect of the Proposed Scheme on local air 
quality or amenity is found to be ‘Moderate’ or ‘Substantial’, this is deemed to be ‘Significant’.  
Effects found to be ‘Minor’ are considered to be ‘Not Significant’, although they may be a 
matter of local concern. ‘Negligible’ effects are also considered to be ‘Not Significant’. 

8.2.9 Limitations & Assumptions 

There are no significant limitations affecting the assessment of local or regional air quality 
effects. 

8.3 Consultations 

The EIA process looks at the effects of the Proposed Scheme on the environment in 
consultation with external bodies to inform the design and decision making. The Stage 3 EIA 
consultation commenced in February 2014 to allow relevant interested bodies an opportunity 
to register concerns or particular requirements during the EIA process, consult on the levels of 
assessment necessary, and seek input to the ES. A summary of key issues raised by these 
consultees in relation to Air Quality is contained in Table 8.9 below, and a copy of their 
response is included in Volume 2: Appendix 6, Annex B. 

Table 8.9: Summary of formal EIA consultation responses in relation to Air Quality 

Consultee Consultation 
Date 

Date of 
Response Summary of Consultee Response(s) 

BCC – Chief 
Executive’s 
Department 

24/02/14 19/03/14 
(meeting) 

BCC acknowledged the scheme would provide an 
air quality improvement following construction, 
citing a study by TRL which commented on air 
quality along the Westlink/M1 corridor. Air quality 
along Westlink was still of concern, particularly the 
Stockman’s Lane/Boucher Road areas. TNI would 
continue to feedback information to assist with the 
monitoring of air quality across the existing AQMA. 

BCC* 24/02/14 07/04/14 

Returned a comprehensive response. Concerned 
re: the potential impact of the scheme on ambient 
air quality, particularly on pollutants connected with 
road transport such as nitrogen dioxide and PM. 
Request a detailed ambient air quality assessment 
be undertaken in accordance with LAQM/TG(09). 
Also outlined a number of scenarios and 
information which they wish to see addressed in 
the ES. Refer to the IES/ IAQM guidance on the 
‘Assessment of dust from demolition and 
construction’. 

The EIA should include consideration of additional 
road traffic associated with proposed developments 
in the vicinity of the junction. 

BCC - Health & 
Environmental 

Services 
24/02/14 06/05/14 

Air quality monitoring information is available for 
viewing at the following website 
www.airqualityni.co.uk 

http://www.airqualityni.co.uk
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Consultee Consultation 
Date 

Date of 
Response Summary of Consultee Response(s) 

DOE – Air & 
Environmental 

Quality Unit 
24/02/14 24/03/14 

Engagement with BCC will give best indication of 
current air quality. Greater Belfast zone is facing 
infraction proceedings from the EC because of a 
failure to achieve annual mean limit values for 
nitrogen dioxide. In preparing the EIA, the high 
nitrogen dioxide levels on Westlink should be taken 
account of, and consider how the scheme may 
affect these levels. 

*Consultation undertaken with the Chief Executive’s Department, Development Department, Health and 
Environmental Services Department, and Parks and Leisure Department. Response provided by BCC – 
Development Department on behalf of all Departments within the Council. 

The Stage 3 Consultations Plan and Communications Plan also identified a range of key 
stakeholders for consultation as part of the general Stage 3 Scheme Assessment process, not 
specifically as part of the EIA process. Various forms of communication were utilised as part of 
this consultation including letters, meetings and presentations. Some of the responses 
received from these stakeholders included information of relevance to Air Quality and as such 
have been considered within the assessment as necessary and where allowable (i.e. when not 
breaching confidentiality). 

8.4 Regulatory & Policy Framework 

8.4.1 Legislation 

The Clean Air for Europe (CAFE) programme revisited the management of Air Quality within 
the EU and replaced the EU Framework Directive 96/62/EC (Council of European 
Communities, 1996), its associated Daughter Directives 1999/30/EC (Council of European 
Communities, 1999), 2000/69/EC (Council of European Communities, 2000), 2002/3/EC 
(Council of European Communities, 2002), and the Council Decision 97/101/EC (Council of 
European Communities, 1997) with a single legal act, the Ambient Air Quality and Cleaner Air 
for Europe Directive 2008/50/EC (Council of European Communities, 2008). 

Directive 2008/50/EC (Council of European Communities, 2008) is currently transcribed into 
UK legislation by the Air Quality Standards Regulations (Northern Ireland) 2010 (H.M. 
Government, 2010a). The Department of the Environment (DoE) and the Department for 
Transport (DfT) are the designated competent authorities responsible for the assessment of 
ambient air quality and have a duty to ensure that levels of sulphur dioxide, nitrogen dioxide, 
benzene, carbon monoxide (CO), lead and particulate matter do not exceed the limit values 
set out in Schedule 2 to the Regulations. These limit values are binding on the UK and have 
been set with the aim of avoiding, preventing or reducing harmful effects on human health and 
on the environment as a whole. Air quality limit values are an appropriate measure to use in 
assessing the significance of effects on air quality sensitive receptors. 

8.4.2 Regional and Local Policy 

In 2012, the Department for Regional Development (DRD) published the Regional 
Development Strategy 2035 (RDS). This is an updated version of the RDS 2025, originally 
published in 2001, and updated in 2008. The document sets out the policies and strategies for 
Northern Ireland, and includes region-wide policies (DRD, 2012). Policy RG9 states: 

“Reduce our carbon footprint and facilitate mitigation and adaptation to climate 
change whilst improving air quality. 
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Reduce noise and air pollution from transport. This will include the need to adapt the 
existing transport network to facilitate the modal shift away from the car. The car may be 
essential for some journeys but its social and economic value needs to be weighed against 
its impact on the environment. The way existing transport is used needs to be looked at to 
favour modes of transport that allow reduction of Northern Ireland’s carbon footprint. 

Protect Air Quality Management Areas. In order to improve air quality for all citizens in 
Northern Ireland local authorities are responsible for reviewing the state of air quality in their 
district. To assist them with this process an Air Quality Strategy has been devised for the 
UK. This sets down standards and objectives for the air quality pollutants causing the 
problems and allows local authorities to review air quality in their area against these. Where 
local air quality fails to meet the required standard, the local authorities must declare an air 
quality management area (AQMA), covering the geographical area where a problem has 
been identified for the pollutant that exceeds its permitted standard. Development should be 
consistent with the AQMA action plans. NI departments also have a responsibility to ensure 
limit values, target values and alert thresholds for specified pollutants are not exceeded.” 

An Air Quality Action Plan (AQAP) was published by BCC in May 2006 (BCC, 2006) outlining 
measures to improve air quality in the AQMAs and across the city as a whole. The AQAP 
specifies that actions to improve air quality will focus on initiatives to promote increased use of 
public transport, better vehicle fleet management, greener energy options, policies that will 
reduce air pollution, highways and road improvements to reduce air pollution, and increased 
public awareness of air pollution issues. The Action Plan focuses on reducing emissions from 
road transport sources, but does not have any measures included within it specifically related 
to the York Street Interchange improvements. BCC has been in discussions with the Transport 
Research Laboratory (TRL) and Transport and Travel Research Limited (TTR), in order to 
provide an update to the 2006 AQAP. TRL and TTR met with members of the council’s 
Steering Group, in order to discuss the proposed measures for the scoping assessment. 
Based on the measures that TRL and TTR presented, the council is working on producing an 
updated AQAP (BCC, 2014). 

8.4.3 Local Air Quality Management 

The UK National Air Quality Strategy (Defra, 2000) was initially published in 2000, under the 
requirements of the Environment Act 1995 (H.M. Government, 1995). The most recent 
revision of the strategy (Defra, 2007) sets objective values for key pollutants as a tool to help 
Local Authorities manage local air quality improvements in accordance with the EU Air Quality 
Framework Directive. The requirements for local air quality assessment and management 
were updated by The Environment (Northern Ireland) Order 2002 (as amended) (H.M. 
Government, 2002) and later amendments (H.M. Government, 2010b). 

The provisions of Part III of the Environment (Northern Ireland) Order 2002 (H.M. Government, 
2002) establish a national framework for air quality management, which requires all local 
authorities in Northern Ireland to conduct local air quality reviews. Article 11 of the Order 
requires these reviews to include an assessment of the current air quality in the area and the 
predicted air quality in future years. Should the reviews indicate that the standards prescribed 
in the Air Quality Standards (AQS) and the Air Quality Standards Regulations (Northern 
Ireland) 2010 (H.M. Government, 2010a) will not be met, the local authority is required to 
designate an AQMA.  An Action Plan must then be prepared by the local authority to try to 
improve air quality, with the aim of achieving the objective values. The boundary of an AQMA 
is set by the governing local authority to define the geographical area subject to the 
management measures to be set out in a subsequent action plan. Consequently, it is not 
unusual for the boundary of an AQMA to include within it, relevant locations where air quality 
is not at risk of exceeding an air quality objective. 
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The air quality objective values referred to below have been set down in regulation solely for 
the purposes of local air quality management. The UK National Air Quality Objective Values 
for the pollutants considered in this assessment are shown in Table 8.10. 

Table 8.10: UK National Air Quality Objective Values 

Pollutant Averaging period Value 
Maximum 
Permitted 

Exceedances 
Target date/Year 

Nitrogen Dioxide 
(NO2) 

Annual Mean 40μg/m3 None 
31/12/2005 

Hourly Mean 200μg/m3 18 times per year 

Particulate Matter 
(PM10) 

Annual Mean 40μg/m3 None 
31/12/2004 

24-hour 50μg/m3 35 times per year 

Fine Particulate 
Matter (PM2.5) Annual Mean 25μg/m3 None 2020 

 

The local air quality review and assessments undertaken by BCC to date have concluded that 
there was a requirement to declare four AQMAs in 2004. The study area is located within the 
M1 Motorway and Westlink Corridor AQMA, and was declared for exceedences of the annual 
and hourly mean nitrogen dioxide limit values, and the annual and 24-hour mean PM10 limit 
values. BCC is therefore required to implement policies and development that would 
encourage the reduction of the concentration of these pollutants. Developments that would 
create a new exceedance, or hindered the council’s policies set out in the AQAP, would not be 
permitted.  

Under the Clean Air (Northern Ireland) Order 1981 (as amended), it is an offence to permit the 
emission of dark smoke from industrial or trade premises, which is generally enforced in this 
case by BCC. Therefore if there is any burning on site, this would need to be within the 
exemptions to the Order. 

A list of other current Northern Ireland Air Quality legislation, which may be pertinent to the 
assessment of the Proposed Scheme, is detailed on the DoE’s Air Quality Northern Ireland 
webpage (http://www.airqualityni.co.uk). 

8.5 Baseline Conditions 

8.5.1 Data from Belfast City Council  

The local air quality review and assessment undertaken by BCC to date has confirmed that 
the relevant Air Quality Limit Values for carbon monoxide, benzene, 1,3-butadiene, lead and 
ozone are being met throughout their administrative area.  

Exceedances of the nitrogen dioxide and particulate matter Limit values were predicted in 
some areas of the city. As a result, BCC declared four AQMAs in 2004, with the M1 Motorway 
and Westlink corridor AQMA being within the air quality study area of this project. The M1-
Westlink AQMA was declared based on exceedances of the annual mean and hourly mean 
nitrogen dioxide objective value and the annual mean and 24-hour mean particulate matter 
(PM10) objective value. No exceedance of the PM10 objective limit was reported in the latest 
progress report by BCC (BCC, 2014), and it was proposed that the AQMA for PM10 should be 
revoked in 2013. 

http://www.airqualityni.co.uk
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The latest progress report published by BCC in April 2014 (BCC, 2014) reviewed the most up-
to-date monitoring data available and identified that nitrogen dioxide concentrations were in 
excess of the annual mean objective value at a number of locations outside the existing 
AQMAs. Relevant exposure was not identified at these locations and no further actions were 
taken. At all other locations outside of the defined AQMA boundaries, no other exceedances of 
any of the objective values were reported. 

Belfast City Council undertakes measurement and monitoring of nitrogen dioxide and PM10 
concentrations in the council’s administrative area, as part of the review and assessment of 
local air quality management. 

Monitoring of nitrogen dioxide and PM10 is currently undertaken at five locations within the City 
using continuous monitoring equipment. One location (Belfast Centre) is located within the 
City Centre, to the south of the study area and measures air pollutant concentrations in an 
urban background location. Another location (Belfast Westlink Roden Street) monitors 
pollutant concentrations adjacent to the Westlink, to the south-west of the study area. Annual 
mean PM10 and nitrogen dioxide concentrations from the Belfast Centre and Westlink Roden 
Street monitoring sites for 2011 – 2013 are presented in Table 8.11. 

Table 8.11: BCC annual mean nitrogen dioxide and PM10 concentrations reported at 
continuous monitoring sites 

Site 
Name Site Type Irish Grid 

Reference 

Annual mean NO2 
Concentration (µg/m3) 

Annual mean PM10 
Concentration (µg/m3) 

2011 2012 2013 2011 2012 2013 

Belfast 
Centre 

Urban 
Centre 

333898 
374358 28 29 31 18 15 18 

Belfast 
Westlink 
Roden 
Street 

Roadside 332617 
373431 33 39 38 23 26 23 

Measured annual mean nitrogen dioxide concentrations from diffusion tube locations have 
been obtained from BCC. The tubes located within the study area are shown on Figure 8.1. 
The BCC diffusion tube located on Great George’s Street is the only one located in close 
proximity to the Proposed Scheme. Other nearby diffusion tubes are either located alongside 
arterial routes to the north of York Street junction, or to the south within the City Centre. Bias 
adjusted annual mean concentrations from a selection of nearby diffusion tubes for 2011-2013 
are presented in Table 8.12. 
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Table 8.12: BCC annual mean nitrogen dioxide concentrations reported at diffusion tube sites 

Diffusion 
Tube Location Site type Irish Grid 

Reference 

Annual mean NO2 Concentration 
(µg/m3) 

2011 2012 2013 

6 North Road Urban 
Background 

337551 
374151 18 16 17 

13 
Great 

George’s 
Street 

Kerbside 333981 
375102 45 48 52 

17 Albert Clock Roadside 334212 
374489 40 39 47 

42 228 Antrim 
Road Roadside 333288 

376143 37 34 37 

44 
Shore Road 
(Ivan Street 

end) 
Roadside 334174 

376384 30 30 33 

59 York Street Roadside 334212 
375614 40 41 47 

 

Results from monitoring conducted by BCC show that in the vicinity of the existing York Street 
junction, nitrogen dioxide concentrations are above or close to the national limit value of 
40µg/m3. Tubes 13, 17 and 59 show exceedance of the objective value, and along with the 
continuous monitor along Westlink, demonstrate that nitrogen dioxide levels in the vicinity of 
the strategic and arterial road network are elevated above the objective value. Background 
sites, such as Tube 6 and Belfast Centre continuous monitor, demonstrate that away from 
major roads, levels of nitrogen dioxide are consistently lower than the objective value. All other 
sites record nitrogen dioxide concentrations below the national objective limit value. The 
majority of sites also record a reduction of nitrogen dioxide concentrations over recent years. 

No local measurements of annual mean PM10 concentrations are available in close proximity 
to the existing York Street junction. As shown in Table 8.11, annual mean PM10 concentrations 
reported from the Belfast Centre continuous monitor are shown to be well below the objective 
value throughout the last three years, indicating that PM10 concentrations are relatively low at 
a distance from major road sources, while there is a slight elevation at sites closer to the major 
roads, as shown by the Belfast Westlink Roden Street monitoring location. 

8.5.2 Project Specific Data 

The location of nitrogen dioxide diffusion tubes associated with the URS monitoring survey are 
shown on Figure 8.1. As noted earlier, this survey was undertaken in order to generate 
baseline nitrogen dioxide concentrations to be used in the model verification process and 
lasted 12 months (from June 2013 to June 2014). These concentrations have been annualised 
to 2013 using the ratio of annual mean to period mean data calculated from automatic 
monitoring stations within the region in 2013, in accordance with the procedures outlined in 
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LAQM TG(09) (Defra, 2009). The annual means were adjusted for laboratory bias using the 
2013 national adjustment factor published by Defra for the Gradko laboratory. 

The period mean, annualised mean and bias adjusted annual mean nitrogen dioxide 
concentrations obtained from the twelve-month URS diffusion tube survey are presented in 
Table 8.13. 

Table 8.13: Annual Mean nitrogen dioxide Concentrations as 2013 values 

URS 
Diffusion 

Tube 
Location Irish Grid 

Reference 

Annual Mean NO2 Concentration (µg/m3) 

Period 
Mean1 

Annualised 
Mean to 

2013 

Bias adjusted 
annualised 

mean for 2013 

1 

On the back of boundary 
fence between Westlink and 

a residential property on 
Little George’s Street 

334013 
375229 46.5 46.9 44.5 

2 
North side of Henry Street, 
adjacent to Cityside Retail 

Park 

333979 
375309 37.3 37.6 35.7 

3 North Queen Street, close to 
the Westlink overbridge 

333786 
375247 60.8 61.3 58.2 

4 Meadow Place 333814 
375664 28.6 28.2 26.8 

5 
Junction of Garmoyle Street 
and Dock Street (at Stella 

Maris) 

334389 
375382 48.5 48.9 46.4 

6 

York Street, south of junction 
with Great George’s Street 

(at Lancaster Street Car 
Park) 

333957 
375071 45.9 46.2 43.9 

1 This is the measured nitrogen dioxide concentration for twelve months covering the period 07/06/2013 
to 06/06/2014. 

Period mean, annualised mean and bias adjusted annual mean nitrogen dioxide 
concentrations for the majority of tubes are elevated above the national limit value. Tubes 1, 3, 
5, 6 all recorded concentrations above 40µg/m3 and are located adjacent to heavily-trafficked 
main roads/junctions. Tube 2 recorded a nitrogen dioxide concentration of 35.7µg/m3, however 
is located away from the busy road network along a road (Henry Street) which provides local 
access only and does not facilitate through traffic movements. Tube 4 was used to indicate 
background nitrogen dioxide concentrations, away from major sources such as main roads. 
Tube 4 recorded a value of 26.8µg/m3, well below the limit value. 
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8.5.3 Predicted Baseline Conditions 

8.5.3.1 Local Air Quality 

Baseline conditions for current year, as well as future construction and operational years, have 
been predicted at each receptor to allow for comparison between the future Do-Minimum 
scenarios and the Do-Something scenarios. The predicted pollutant concentrations for the 
2013 Base Year scenario are shown in Table 8.14. 

Table 8.14: Current (2013) Base Year scenario predicted pollutant concentrations 

Receptor 
Predicted Annual Mean Concentration (µg/m3) Number of 

exceedances of 
24-hour PM10 limit 

(days) NO2 PM10 PM2.5 

R1 44.1 18.0 11.1 2 

R2 37.7 18.5 11.2 2 

R3 55.5 19.4 11.8 3 

R4 37.0 18.3 11.1 2 

R5 44.5 18.9 11.5 3 

R6 37.2 19.2 11.7 3 

R7 41.7 18.6 11.3 2 

R8 41.4 18.6 11.3 2 

R9 33.7 17.9 11.0 2 

R10 48.7 18.3 11.3 2 

R11 35.4 18.9 11.4 3 

R12 33.0 18.6 11.3 2 

R13 38.1 19.1 11.6 3 

R14 40.9 18.7 11.4 3 

R15 41.1 18.7 11.4 3 

R16 35.5 18.9 11.5 3 

R17 44.0 20.1 12.3 4 
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Receptor 
Predicted Annual Mean Concentration (µg/m3) Number of 

exceedances of 
24-hour PM10 limit 

(days) NO2 PM10 PM2.5 

R18 38.6 19.4 11.8 3 

 Note: Concentrations above a limit value are shown in bold 

The predicted concentrations for the 2013 Base Year scenario show that exceedances of the  
nitrogen dioxide limit value of 40µg/m3 are predicted at receptors R1, R3, R5, R7, R8, R10, 
R14, R15 and R17. All but two of these receptors (R3 and R10) are predicted to be in the mid 
to low 40s, with R3 (56µg/m3) and R10 (49µg/m3) predicted to experience the highest 
concentrations.  

For PM10 and PM2.5, all receptors (with the exception of R17) are predicted to experience 
concentrations less than half of the national limit value for these pollutants. R17 has a 
predicted concentration of 20µg/m3 for PM10, and 12µg/m3 which is just less than half of the 
25µg/m3 value for PM2.5. The number of days predicted to experience an exceedance of the 
PM10 limit value is also well below the maximum number of 35 times per year. 

The predicted pollutant concentrations for the 2021 Do-Minimum scenario are shown in Table 
8.15. 

Table 8.15: Opening Year (2021) Do-Minimum Scenario annual mean pollutant 
concentrations 

Receptor 

Predicted Annual Mean Concentration (µg/m3) Number of 
exceedances of 

24-hour PM10 limit 
(days) NO2 PM10 PM2.5 

R1 27.5 18.9 11.1 3 

R2 23.7 18.9 10.9 3 

R3 33.1 21.7 12.5 6 

R4 23.2 18.6 10.8 2 

R5 27.2 19.6 11.4 3 

R6 23.5 18.8 10.9 3 

R7 26.0 18.7 10.8 2 

R8 25.4 18.6 10.8 2 

R9 22.2 16.9 10.0 1 

R10 30.0 19.1 11.1 3 
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Receptor 

Predicted Annual Mean Concentration (µg/m3) Number of 
exceedances of 

24-hour PM10 limit 
(days) NO2 PM10 PM2.5 

R11 22.4 18.2 10.6 2 

R12 21.3 18.0 10.4 2 

R13 23.8 18.7 10.8 2 

R14 25.4 18.9 11.0 3 

R15 25.5 19.0 11.0 3 

R16 22.4 18.2 10.5 2 

R17 28.8 20.0 11.6 4 

R18 24.3 19.0 11.0 3 

 

The predicted annual mean concentrations for the 2021 Do-Minimum scenario show that no 
receptor is predicted to experience an exceedance of any of the national limits for the 
pollutants of concern. The change in concentrations when compared to the 2013 Base Year is 
due to predicted changes in traffic flow and expected changes in engine technology and traffic 
profiles, leading to lower concentrations when compared to the base case. 

The predicted pollutant concentrations for the 2035 Do-Minimum scenario are shown in Table 
8.16. 

Table 8.16: Design Year (2035) Do-Minimum Scenario annual mean pollutant concentrations 

Receptor 

Predicted Annual Mean Concentration (µg/m3) Number of 
exceedances of 

24-hour PM10 limit 
(days) NO2 PM10 PM2.5 

R1 24.0 19.5 11.2 3 

R2 20.8 19.6 11.1 3 

R3 27.6 22.5 12.7 8 

R4 20.5 19.2 10.9 3 

R5 23.4 20.3 11.5 4 

R6 20.7 19.4 11.0 3 
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Receptor 

Predicted Annual Mean Concentration (µg/m3) Number of 
exceedances of 

24-hour PM10 limit 
(days) NO2 PM10 PM2.5 

R7 22.7 19.3 10.9 3 

R8 22.3 19.2 10.9 3 

R9 20.2 17.4 10.0 1 

R10 25.7 19.6 11.2 3 

R11 19.9 18.8 10.7 3 

R12 19.1 18.6 10.6 2 

R13 20.9 19.3 11.0 3 

R14 22.1 19.6 11.1 3 

R15 22.1 19.6 11.1 3 

R16 19.9 18.7 10.7 3 

R17 25.7 20.6 11.7 5 

R18 21.3 19.7 11.2 4 

The predicted results for the 2035 Do-Minimum scenario show that no receptor is predicted to 
experience an exceedance of any of the national limits for the pollutants of concern. Again, the 
change in concentrations when compared to the 2013 Base Year is due to predicted changes 
in traffic flow and expected changes in engine technology, leading to lower concentrations. 
There is a predicted increase in particulate matter concentrations (PM10 and PM2.5) from the 
2013 Base Year and the 2021 Do-Minimum scenario.  

8.5.3.2 Regional Air Quality 

The regional air quality emission levels for the current Base Year and future Do-Minimum 
years have been predicted and are presented in Table 8.17. 
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Table 8.17: Regional emissions in current (2013) Base Year, Opening Year (2021) and 
Design Year (2035) Do-Minimum scenarios 

Year 
Total Yearly Emissions (tonnes/year) 

CO2e(a) CO THC NOx PM10 

2013 37,161  173.3  24.2 98.0  2.8  

2021 36,240  193.4 27.0 90.4  2.7  

2035 35,678  212.7 29.7 98.7  3.0  

(a) Expressed as tonnes of carbon dioxide equivalent, calculated from the EFT v6.0.1, and used in the 
TAG appraisal. 

The results from the Base Year and Do-Minimum scenarios show that there is a predicted 
decrease in CO2e over the assessment period, while for other pollutants there is a predicted 
increase.  

8.6 Predicted Impacts 

8.6.1 Operation 

8.6.1.1 Local Air Quality Impacts 

The predicted pollution concentrations at each receptor for operation of the Proposed Scheme 
in the Opening Year (2021), a future Design Year (2035), and the change in concentrations 
between the future years Do-Minimum and Do-Something scenarios are presented in Tables 
8.18 – 8.21. 

Table 8.18: Opening Year (2021) Do-Something Scenario annual mean pollutant 
concentrations 

Receptor 
Predicted Annual Mean Concentration (µg/m3) Number of 

exceedances of 
24-hour PM10 limit 

(days)  NO2 PM10 PM2.5 

R1 24.5 18.0 10.6 2 

R2 23.3 18.9 10.9 3 

R3 34.0 22.1 12.7 7 

R4 22.7 18.5 10.7 2 

R5 28.9 20.0 11.6 4 

R6 23.6 18.8 10.9 3 

R7 28.1 18.9 11.0 3 
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Receptor 
Predicted Annual Mean Concentration (µg/m3) Number of 

exceedances of 
24-hour PM10 limit 

(days)  NO2 PM10 PM2.5 

R8 26.9 18.7 10.9 3 

R9 22.1 16.9 9.9 1 

R10 28.8 19.1 11.1 3 

R11 20.7 17.9 10.4 2 

R12 20.5 17.9 10.4 2 

R13 24.4 18.8 10.9 3 

R14 27.4 19.3 11.2 3 

R15 27.2 19.3 11.2 3 

R16 22.7 18.2 10.6 2 

R17 29.9 20.2 11.7 4 

R18 24.6 19.1 11.1 3 

The predicted pollutant concentrations in the year of opening for the 2021 Do-Something 
scenario indicate that there would be no exceedances of pollutant national limit values at any 
receptor.  

The receptor expected to experience the highest concentrations for all airborne pollutants is 
R3 (97 / 99 North Queen Street) with a predicted nitrogen dioxide concentration of 34µg/m3, 
22µg/m3 for PM10, and 13µg/m3 for PM2.5. R3 is located at the foot of the embankment 
supporting the Westlink, close to the North Queen Street overbridge (which conveys Westlink 
across this road). 

Table 8.19: Change in annual mean pollutant concentration for the Opening Year (2021) 
between Do-Minimum and Do-Something Scenarios 

Receptor 
Change in Predicted Annual Mean Concentration (µg/m3) Change in Number 

of exceedances of 
24-hour PM10 limit 

(days) NO2 PM10 PM2.5 

R1 -3.1(m) -0.9(s) -0.5(s) -1(i) 

R2 -0.4(s) <0.1(i) <0.1(i) <1(i) 

R3 +0.9(s) +0.3(i) +0.2(i) +1(i) 
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Receptor 
Change in Predicted Annual Mean Concentration (µg/m3) Change in Number 

of exceedances of 
24-hour PM10 limit 

(days) NO2 PM10 PM2.5 

R4 -0.5(s) <0.1(i) <0.1(i) <1(i) 

R5 +1.7(s) +0.4(s) +0.2(i) +1(i) 

R6 <0.1(i) <0.1(i) <0.1(i) <1(i) 

R7 +2.1(m) +0.3(i) +0.1(i) +1(i) 

R8 +1.4(s) +0.2(i) +0.1(i) +1(i) 

R9 -0.1(i) <0.1(i) <0.1(i) <1(i) 

R10 -1.2(s) <0.1(i) <0.1(i) <1(i) 

R11 -1.7(s) -0.3(s) -0.2(i) <1(i) 

R12 -0.8(s) -0.1(i) -0.1(i) <1(i) 

R13 +0.6(s) +0.2(i) +0.1(i) +1(i) 

R14 +2.0(m) +0.4(s) +0.2(i) <1(i) 

R15 +1.7(s) +0.3(i) +0.2(i) <1(i) 

R16 +0.2(i) <0.1(i) <0.1(i) <1(i) 

R17 +1.1(s) +0.2(i) +0.1(i) <1(i) 

R18 +0.4(s) +0.1(i) +0.1(i) <1(i) 

Key to magnitude of change (i) = Imperceptible, (s) = Small, (m) = Medium, (l) = Large 
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The magnitude of change at the majority of receptors is predicted to be either imperceptible or 
small, in terms of both increases and decreases in exposure to airborne pollutants. As the 
predicted total concentration at each receptor is predicted to be well below the limit value, and 
the majority of receptors are predicted to experience an imperceptible or small change in 
pollutant concentration due to the Scheme, there is likely to be negligible effect on local air 
quality.  

The greatest change in concentration is predicted to occur at R1 (47 Little George’s Street), a 
location very close to the existing junction of Westlink northbound carriageway with York 
Street. This receptor is predicted to experience a decrease of 3µg/m3 of nitrogen dioxide, 
equating to a medium beneficial magnitude of change. The predicted concentration of nitrogen 
dioxide at this receptor is 25µg/m3, from a concentration of 28µg/m3 in the Do-Minimum 
scenario. This change in concentration from a concentration that is well below the limit value, 
is considered to be a negligible effect on local air quality. 

Table 8.20: Design Year (2035) Do-Something Scenario annual mean pollutant 
concentrations 

Receptor 
Predicted Annual Mean Concentration (µg/m3) Number of 

exceedances of 
24-hour PM10 limit 

(days) NO2 PM10 PM2.5 

R1 21.8 18.6 10.7 2 

R2 20.6 19.5 11.1 3 

R3 28.4 22.9 12.8 8 

R4 20.2 19.1 10.9 3 

R5 24.7 20.7 11.7 5 

R6 20.7 19.5 11.0 3 

R7 24.2 19.6 11.1 3 

R8 23.2 19.3 11.0 3 

R9 20.2 17.4 10.0 1 

R10 24.8 19.7 11.2 4 

R11 18.7 18.5 10.5 2 

R12 18.6 18.5 10.5 2 

R13 21.4 19.5 11.0 3 

R14 23.6 20.0 11.3 4 
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Receptor 
Predicted Annual Mean Concentration (µg/m3) Number of 

exceedances of 
24-hour PM10 limit 

(days) NO2 PM10 PM2.5 

R15 23.4 20.0 11.3 4 

R16 20.1 18.8 10.7 3 

R17 26.6 20.8 11.8 5 

R18 21.5 19.8 11.2 4 

The predicted pollutant concentrations for the 2035 Central Growth Do-Something scenario 
are all below the national objective limit at all receptors for each of the pollutants of concern. 
The highest concentrations are predicted at receptors R3 (97/99 North Queen Street) and R17 
(205 Donegall Street), with nitrogen dioxide concentrations of 28µg/m3 and 27µg/m3 
respectively.  

Table 8.21: Change in Annual Mean Pollutant Concentration for Design Year (2035) between 
Do-Minimum and Do-Something Scenarios 

Receptor 
Change in Predicted Annual Mean Concentration (µg/m3) Change in Number 

of exceedances of 
24-hour PM10 limit 

(days) NO2 PM10 PM2.5 

R1 -2.2(m) -1.0(s) -0.5(s) -1(i) 

R2 -0.2(i) <0.1(i) <0.1(i) <1(i) 

R3 +0.9(s) +0.4(s) +0.2(i) <1(i) 

R4 -0.3(i) -0.1(i) <0.1(i) <1(i) 

R5 +1.3(s) +0.4(s) +0.2(i) +1(i) 

R6 <0.1(i) <0.1(i) <0.1(i) <1(i) 

R7 +1.5(s) +0.3(i) +0.1(i) <1(i) 

R8 +0.9(s) +0.2(i) +0.1(i) <1(i) 

R9 -0.1(i) <0.1(i) <0.1(i) <1(i) 

R10 -0.9(s) <0.1(i) <0.1(i) +1(i) 

R11 -1.2(s) -0.4(s) -0.2(i) -1(i) 
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Receptor 
Change in Predicted Annual Mean Concentration (µg/m3) Change in Number 

of exceedances of 
24-hour PM10 limit 

(days) NO2 PM10 PM2.5 

R12 -0.6(s) -0.1(i) -0.1(i) <1(i) 

R13 +0.5(s) +0.2(i) +0.1(i) <1(i) 

R14 +1.5(s) +0.4(s) +0.2(i) +1(i) 

R15 +1.3(s) +0.4(s) +0.2(i) +1(i) 

R16 +0.2(i) <0.1(i) <0.1(i) <1(i) 

R17 +0.9(s) +0.2(i) +0.1(i) <1(i) 

R18 +0.3(i) +0.1(i) +0.1(i) <1(i) 

Key to magnitude of changes (i) = Imperceptible, (s) = Small, (m) = Medium, (l) = Large 

All receptors are predicted to experience change in pollutant concentrations of either small or 
imperceptible magnitude, either as an increase or a decrease. The largest change is predicted 
to occur at receptor R1 (47 Little George's Street), with a decrease of 2µg/m3 in nitrogen 
dioxide concentrations with the Proposed Scheme. Due to the pollutant concentrations at all 
receptors being well below the national limit value, the changes experienced would have a 
negligible impact on local air quality. 

8.6.1.2 Regional Air Quality Impacts 

The predicted emissions from future years with the Proposed Scheme are presented in Table 
8.22. 

Table 8.22: Total yearly emissions for Opening Year (2021) and Design Year (2035) Do-
Something scenarios 

Year 
Total Yearly Emissions (tonnes/year) 

CO2e(a) CO THC NOx PM10 

2021 36,050 190.9 26.7 90.5 2.7 

2035 35,470 210.0 29.4 98.8 3.0 

Expressed as tonnes of carbon dioxide equivalent, calculated from the EFT v6.0.1, and used in the TAG 
appraisal. 

The change in emissions between the current and future Do-Minimum and future Do-
Something scenarios are presented in Table 8.23 and Table 8.24. 
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Table 8.23: Change in total yearly emissions between Current (2013) Base Year and Opening 
Year (2021) and Design Year (2035) Do-Something Scenarios 

Year 
Change in Total Yearly Emissions against Current Base Year (tonnes/year) 

CO2e(a) CO THC NOx PM10 

2021 -1,111 +17.6 +2.5 -7.5 -0.2 

2035 -1,691 +36.8 +5.2 +0.8 +0.2 

(a) Expressed as tonnes of carbon dioxide equivalent, calculated from the EFT v6.0.1, and used in the 
TAG appraisal. 

When compared against the current Base Year emission rates, the Do-Something scenarios 
both show a decrease in emissions of CO2e for both future years, while only a decrease in 
NOx and PM10 for 2021 Do-Something.  

Table 8.24: Change in total yearly emissions for Opening Year (2021) and Design Year (2035) 
between Do-Minimum and Do-Something scenarios 

Year 
Total Yearly Emissions (tonnes/year) 

CO2e(a) CO THC NOx PM10 

2021 -190 -2.4 -0.3 +0.1 <-0.1 

2035 -208 -2.6 -0.3 +0.1 <-0.1 

(a) Expressed as tonnes of carbon dioxide equivalent, calculated from the EFT v6.0.1, and used in the 
TAG appraisal. 

The results for the Regional assessment show that there is a predicted decrease in emissions 
of carbon dioxide, carbon monoxide and total hydrocarbons (THC) between the Do-Minimum 
and Do-Something scenarios. The change in emissions of NOx are +0.1 tonnes. The 
magnitude of the decrease in emissions of PM10 is less than -0.1 tonnes. 

8.6.2 Construction 

8.6.2.1 Construction Phase Road Traffic Emissions 

The construction works would be phased over a number of years, with traffic flows changing 
according to the construction activities in each area. The majority of the construction activities 
would be limited to within the footprint of the existing road network, and construction vehicles 
which access the site are expected to do so via the main road links. Construction-related 
traffic is not expected to impact significantly on traffic flows on the wider road network. 

During the construction phase, traffic levels on roads that would be impacted by construction 
activities are expected to be lower than levels during operation, and would use traffic 
management measures in order to control the flow of traffic around the construction activities. 
These measures would also change according to the phasing plans, and would help to reduce 
congestion and delays as traffic moves around the construction areas.  
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The changes in emissions due to road traffic emissions in the construction phase are not 
expected to be greater than those reported for the Opening Year (2021) Do-Something 
scenario, and the effects are considered to be not significant. 

8.6.2.2 Construction Dust Emissions 

It is anticipated that the Proposed Scheme would require a minimum period of just over 3 
years (38 months) to complete, subject to the advance completion of service diversion works 
or advance placement of service diversion Orders with the relevant utility providers. 

As detailed within Sub-Section 4.11 (Construction) of the Engineering, Traffic and Economic 
Assessment Report, which forms Part 2 of the overall Proposed Scheme Report (akin to a 
Stage 3 Scheme Assessment Report), the priority of works elements that informed the 
developed notional construction sequence are outlined below: 

1. site clearance works; 

2. service diversions; 

3. construction of section of M2 to Westlink underpass under Lagan Bridge including prior 
foundation strengthening works; 

4. construction of new bridges at York Street and approaches; 

5. construction of Westlink to M2 and M3 underpasses; 

6. construction of remainder of M2 to Westlink underpass; 

7. construction of M3 to Westlink underpass; and 

8. construction of Dock Street to M3 link (Link 6) and completion of pumped drainage outfall 
route. 

As with the majority of construction projects of this type, the early phases of the works are 
likely to involve excavations and earthworks, temporary stockpiling of potentially dusty 
materials and use of unsurfaced haul roads. These activities are likely to be the principal 
sources of dust during these early phases.  

During the middle phases (when the structures are being built), the principal sources of dust 
are likely to be from cutting and grinding of materials and the movement of construction plant 
and road vehicles.  

The latter phases (when the majority of the structures and infrastructure are largely complete) 
would involve landscaping and finishing works. The principal sources of dust during these 
phases would include storage, handling and movement of materials generated during the 
associated earthworks. 

The receptors located close to the Proposed Scheme works area, that may potentially be 
adversely affected are residential properties situated along Little George’s Street (R1 and R2), 
North Queen Street (R3 and R5), North Hill Street, Southwell Street and Henry Street (R4) (to 
the north of the Westlink), Great George’s Street (R11, R12 and R13) and North Queen Street 
(to the south of the Westlink), and properties along Pilot Street, Garmoyle Street (R10) and 
Dock Street located to the east of the M2. There may also be sensitive commercial properties 
located in these areas, as well as along York Street (R16), Shipbuoy Street and Little Patrick 
Street within the Proposed Scheme area. 
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The potential impacts considered at the selected receptors are: 

• effects on amenity and property including changes to the rate of deposition of particulate 
matter onto glossy surfaces and other property; and 

• changes in 24-hr mean concentrations that might increase the risk of exposure to PM10 at 
levels which could exceed the 24-hr air quality limit values. 

8.6.2.3 Demolition 

Construction of the Proposed Scheme would involve demolition of a number of properties. 
These activities centre on the York Street junction, and properties along Corporation Street. 
Properties to be demolished include the Transport NI Eastern Division Section Office, Focus 
Security Solutions and the Driver & Vehicle Agency (DVA), Road Transport Licensing Division 
building. The Jack Kirk Automobile Engineer building on the corner of Little York Street and 
Shipbuoy Street would also be demolished, as well as a substation along York Street.  Further 
to this, two properties would be demolished as a result of the phased construction works.  In 
order to maintain a functional public road network, two properties (a vacant commercial 
building and the Pathways Project community facility) would be affected at the junction of York 
Street and Great George’s Street. They would be lost in their entirety to accommodate the 
temporary partial realignment of York Street and major signalised junction, which is required to 
facilitate through movements along this route whilst York Street overbridge is constructed. 

There are some receptors located along Garmoyle Street/Corporation Street (R10), such as 
the Stella Maris building on the junction with Dock Street, which would be adjacent to the 
demolition works. Further demolition activities involve the removal of current road surfaces 
and surrounding infrastructure, namely along York Street, Nelson Street, Dock Street, Great 
George’s Street (R11 and R12) and the Westlink. Properties along Great George’s Street, 
Little George’s Street, and North Queen Street are located adjacent to these activities, with 
properties on other roads up to 350m from the works. 

There is the potential for emissions of dust and PM10 associated with unmitigated demolition 
work to impact upon the nearest sensitive receptors located within 350m of the works. 

Standard mitigation measures would be implemented on-site to control emissions of dust and 
PM10 during the demolition works. Such measures are in common use on all well-managed 
construction sites across the UK and, if implemented correctly, have a proven track record of 
controlling emissions so that a significant effect does not occur. Such mitigation measures 
considered good practice include, but are not limited to: 

• required demolition works to be undertaken in a phased and controlled manner; 

• the dampening down of potential dust-generating demolition activities; 

• regular inspections of  works for visible signs of emissions of dust and early application of 
measures to minimise emissions at source; and 

• considerate location of temporary storage of dusty materials and material transfer 
operations, so that it is as far from the nearest sensitive receptors as practicable. 

The nearest receptors are within 20m of the Proposed Scheme works. As these receptors are 
located adjacent to the site boundary, there is potential for dust impacts. Given the likely 
methods of work, scale and materials involved in the demolition works, it is considered that 
with good site practice, the demolition works would have a slight adverse effect on amenity 
and on short-term PM10 concentrations at all receptors.  
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8.6.2.4 Earthworks 

There is expected to be a large amount of activities associated with the earthworks. There 
would be slope strengthening and embankment construction along the Westlink and York 
Street, adjacent to Little George’s Street (R1 and R2), North Hill Street, Southwell Street, 
Great George’s Street (R11, R12 and R13) and North Queen Street (R3). An embankment for 
the slip road from the M2 to the Westlink would be constructed adjacent to Corporation Street 
and Nelson Street. There would also be site clearance works along Corporation Street, Nelson 
Street, Little York Street, and the existing Westlink slip roads. These activities, along with 
stockpiling of materials, represent the principal activities that have the potential to generate 
emissions of particulate matter.  

The potential for stockpiles of materials to generate dust depends on the nature of the 
material. Earth is soft and friable compared to hardcore. Hardcore generally has a lower 
moisture content than soil, and consequently they can both be a potential source of dust. 

Standard mitigation measures would be implemented on-site to control emissions of dust and 
PM10 during the earthworks. Such measures are in common use on all well-managed 
construction sites across the UK and, if implemented correctly, have a proven track record of 
controlling emissions so that a significant effect does not occur. Such mitigation measures 
considered good practice include, but are not limited to: 

• agree lines of communication between local authority pollution control officer and 
contractor(s) prior to commencement of works and procedure for reporting dust events or 
complaints from local residents; 

• minimise drop heights and chutes where practicable; 

• during extended periods of dry weather (especially over holiday periods) plan for 
additional mitigation measures to avoid wind-blown dust issues, both within and outside 
normal working hours; and 

• avoid long-term stockpiles of material on-site without application of measures to stabilise 
the material surface, such as application of suppressants or seeding. 

The risk of amenity effects and the amount of mitigation effort required is strongly influenced 
by weather conditions at the time of the works. The nearest receptors are less than 20m from 
the Proposed Scheme earthworks, and there is potential for earthworks for the Scheme to 
generate dust impacts at these receptors. Given the likely methods of work, scale and 
materials involved in the earthworks, it is considered that with good site practice, they would 
have a slight adverse effect on amenity, and a negligible effect on short-term PM10 
concentrations at all receptors. 

8.6.2.5 Construction 

Construction works for the Proposed Scheme represent the largest potential for particulate 
emissions from the site. The main activities involve the realignment of several roads and lanes 
to enable other construction activities. North Queen Street (R3 and R5) would have a slight 
lane realignment to enable construction of supports for the widening of the North Queen Street 
overbridge. York Street (R16), Westlink/Great George’s Street (R11, R12 and R13), York Link 
and Nelson Street would all be partially realigned for construction of abutments for the 
proposed York Street Bridge, and the Westlink/motorway slip roads underpass. Bridges would 
also be constructed over Dock Street, and under the M3 at Nelson Street, and would involve 
the construction of abutments and the partial realignment of Nelson Street and Dock Street to 
enable works. The works for the underpass would involve realignment of York Street, York 
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Link and the Westlink/Great George’s Street, for the construction of retaining walls. A slip road 
would also be constructed for the M2 to the Westlink, and would involve the partial 
realignment of Nelson Street. 

Dust emissions during construction can give rise to elevated dust deposition and PM10 
concentrations. These are generally short-lived changes over a few hours or days, which 
occur over a limited time period of several weeks or months. 

Placing activities which are a potential source of PM10 such as cutting and grinding of 
materials and cement mixing away from boundaries would minimise the possibility of exposure 
to PM10 at receptors within 30m of the site boundary. If this measure is implemented, then 
impacts on PM10 concentrations at local receptors are capable of being reduced to a 
negligible level. Good site practice measures during this phase of the project are similar to 
those described above.  

Standard mitigation measures would be implemented on-site to control emissions of dust and 
PM10 during the earthworks. Such measures are in common use on all well-managed 
construction sites across the UK and, if implemented correctly, have a proven track record of 
controlling emissions so that a significant effect does not occur. Such mitigation measures 
considered good practice include, but are not limited to: 

• placing activities which are a potential source of PM10 such as cutting and grinding of 
materials and cement mixing away from boundaries would minimise the possibility of 
exposure to PM10 at receptors within 30m of the site boundary;  

• adoption of mobile booths for cutting and grinding operations if work cannot be undertaken 
away from sensitive receptors; and 

• the provision of dust suppression on-site to be applied during adverse meteorological 
conditions or as and when potential dust generating activities are being undertaken. 

The closest receptors are within 20m of the construction works associated with the Proposed 
Scheme, with many being residential properties. These receptors are located along different 
parts of the works, and are unlikely to experience impacts during the entire duration of the 
construction phase. Given the likely methods of work, scale and materials involved in the 
construction, it is considered that with good site practice, these works would have a slight 
adverse effect on amenity and a negligible effect on short-term PM10 concentrations at all 
receptors.  

8.6.2.6 Track-out of Material 

The construction vehicles that access the site are likely to do so from the adjacent public road 
network. However, over the course of the works, there may be periods when construction 
vehicles have to drive over unsurfaced haul ground. 

Facilities for the washing of vehicles (including wheels) might provide an appropriate means of 
minimising the potential for material to be transferred onto the local road network. The use of 
washing also leads to wetting of local roads near the access and can, if not carefully 
managed, spread material further along the local road network. It is not expected that wheel 
washing would be in operation, as the plant that would be used on any unpaved haul roads 
are expected to be in operation for a limited amount of time, and are unlikely to have access to 
the road network off-site. Regular inspection of the local roads within 200m of the site access 
point(s) should be undertaken and street cleaning applied as necessary. 
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The impact of track-out of material can be minimised by limiting the amount of material 
transferred onto local roads and by removal of any transferred material from the roads. The 
impacts associated with the track-out of material can be controlled such that it would have a 
negligible effect on amenity and on short-term PM10 concentrations at all receptors. 

8.6.2.7 Summary 

The conclusions of the construction dust assessment are summarised in Table 8.25. Overall, 
the impacts of the construction phase activities are considered to be negligible, and would not 
have a significant effect. 

Table 8.25: Summary of construction phase emissions significance (with mitigation) 

Source Effects on Amenity and 
Property Ecological Effects 

Exposure to PM10 at 
levels that could exceed 

the 24-hr air quality 
objectives 

Demolition Slight Adverse None Slight Adverse 

Earthworks Slight Adverse None Negligible 

Construction Slight Adverse None Negligible 

Track-out Negligible None Negligible 

Overall Significance Not Significant 

 

8.7 Mitigation & Enhancement Measures 

In addition to the standard mitigation measures listed in Section 8.6.2, further measures would 
be needed due to the high risk of dust and particulate matter emissions from the construction 
activities.  

8.7.1 Operation 

During the operational phase of the Proposed Scheme, no predicted exceedances of the 
national objective limit values are expected, thus there would be no significant effects on air 
quality. Therefore, no specific mitigation measures are deemed necessary.  

8.7.2 Construction 

Mitigation measures which would be implemented for each of the anticipated four stages of 
the construction phase (demolition, earthworks, construction and track-out) include: 

• Measures specific to but not limited within the demolition stage: 

− soft strip inside buildings before demolition (retaining walls and windows in the rest of 
the building where possible, to provide a screen against dust); 

− ensure effective water suppression is used during demolition operations. Hand-held 
sprays are more effective than hoses attached to equipment as the water can be 
directed to where it is needed; and 

− bag and remove any biological debris or damp down such material before demolition. 
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• Measures specific to but not limited within the earthworks stage: 

− re-vegetate earthworks and exposed areas/soil stockpiles to stabilise surfaces as 
soon as practicable; 

− the use of Hessian, mulches or trackifiers where it is not possible to re-vegetate or 
cover with topsoil, as soon as practicable; and 

− remove the cover in small areas during work and not all at once, where practicable.  

• Measures specific to but not limited within the construction stage: 

− avoid scabbling (roughening of concrete surfaces) if possible;  

− ensure sand and other aggregates are stored in bunded areas and are not allowed to 
dry out, unless this is required for a particular process, in which case ensure that 
appropriate additional control measures are in place; 

− ensure bulk cement and other fine powder materials are delivered in enclosed tankers 
and stored in silos with suitable emission control systems to prevent escape of 
material and overfilling during delivery; and 

− for smaller supplies of fine powder materials, ensure bags are sealed after use and 
stored appropriately to prevent dust. 

• Measures specific to but not limited within the track-out stage: 

− use water-assisted dust sweeper(s) on the access and local roads, to remove, as 
necessary any material tracked out of the Site. This may require the sweeper being 
continually in use;  

− avoid dry sweeping of large areas; 

− ensure vehicles entering and leaving the Site are covered to prevent escape of 
materials during transport;  

− inspect on-site haul routes for integrity and instigate necessary repairs to the surface 
as soon as reasonably practicable;  

− record all inspections of haul routes and any subsequent actions in a site log book; 
and 

− access gates to be located at least 10m from receptors where possible. 

It is a requirement that a Construction Environmental Management Plan (CEMP) would be 
prepared by the appointed contractor in due course and that this plan would implement the 
measures listed above. If effective mitigation measures are in place, as outlined above, 
significant effects on receptors are likely to be prevented or reduced. 
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8.8 Residual Effects 

The residual effects from the implementation of mitigation measures during the construction 
phase of the scheme have been assessed.  

However, in terms of residual effects resulting from the operational phase of the scheme,   
mitigation measures are not considered necessary, as no significant effects on air quality are 
anticipated during this phase. 

8.8.1 Significance of Potential Effects 

The assessment of construction dust impacts as a result of the Proposed Scheme includes 
inherent mitigation measures, as reported in Section 8.6. Further mitigation is likely to reduce 
or prevent any significant residual effects, and should be included in the CEMP. The 
assessment of construction phase impacts predicts a slight adverse impact on amenity due to 
dust, and a negligible impact on health as a result of increases in PM10 concentrations. With 
the implementation of the mitigation measures in Section 8.7, no significant residual effects 
are likely.   

8.9 Summary & Conclusions 

The impacts and effects as a result of changes in air pollutant concentrations have been 
assessed for the Proposed Scheme (the Opening Year (2021) and Design Year (2035) Do-
Something scenarios), with respect to Current (2013) Base Year conditions and the Do-
Minimum scenario in the Opening Year (2021) and the Design Year (2035). The assessment 
has been carried out in accordance with the methodology for a ‘Detailed’ assessment of Local 
Air Quality and a ‘Simple’ assessment for Regional Impacts, as set out in DMRB HA 207/07 
(HA, 2007). 

The likely effects on amenity and local air quality resulting from construction works has also 
been considered at nearby residential receptors due to potential changes in dust deposition 
rates and airborne concentrations of particulate material. The closest receptors to any 
construction-related activity would be located on streets adjacent to the periphery of the works 
area (i.e. Little George’s Street, Great George’s Street, North Queen Street, Corporation 
Street / Garmoyle Street). There would also be a number of small side streets connected to 
Little George’s Street, Great George’s Street and throughout the wider area, in which 
residential receptors would potentially be subject to adverse impacts during the construction 
phase, however with increased distance, the potential for disruption (i.e. dust impacts) 
diminishes. With standard mitigation in place, the impact on these receptors would be 
minimised to an extent that the effect of dust soiling rates would be slight adverse, and effect 
of airborne concentrations of PM10 would be negligible. Overall, adverse effects on amenity 
and local air quality due to fugitive emissions of dust and particulate matter during construction 
are not considered to be significant and would only be of local concern.   

The effects of emissions from construction-related traffic movements are also not likely to be 
greater than those estimated for the assumed Opening Year (2021) thus are not likely to be 
significant in terms of localised increases in airborne contaminants. 

Only in the Base Year (2013) is it predicted that a number of receptors within the study area 
would be exposed to annual mean concentrations higher than the national air quality objective 
value. Nine receptors are expected to be subject to exceedances of the NO2 limit value of 
40µg/m3. Annual mean concentrations of particulate matter (PM10 and PM2.5) are not 
expected to be exceeded at any receptor and would be well within the limit value. 

In the year of Opening and the Design year, predicted annual mean concentrations of NO2 
and particulate matter (PM10 and PM2.5) would be below national air quality objective values at 

   
ENVIRONMENTAL STATEMENT (VOLUME 1) 
January 2015 
 

158 
 



 Transport NI — York Street Interchange 

 
all assessed sensitive receptors for both the Do-Minimum and Do-Something scenarios. The 
achievement of Belfast City Council’s goals for local air quality management is directly linked 
to the achievement of national air quality objective values. 

Whilst the Proposed Scheme would result in localised changes in emissions as a result of 
modification to the existing road layout and associated traffic redistributional effects, the 
changes in concentrations of nitrogen dioxide or particulate matter (PM10, PM2.5) would 
generally be of an imperceptible or small magnitude, in terms of both increases and decreases 
in exposure. However in terms of magnitude of change in the year of opening, two receptors 
(R7 and R14) on North Queen Street would be subject to a medium increase in annual mean 
concentrations of nitrogen dioxide. Nevertheless, as pollutant concentrations at all receptors 
would be well below national limit values, all changes experienced would have a negligible 
effect on local air quality in both the year of Opening and the Design year. 

The results of the Regional impact assessment indicate that there would be an overall 
decrease in emissions of carbon dioxide, oxides of nitrogen, and PM10 when compared to the 
current Base Year. When compared against the future year Do-Minimum scenarios, there is a 
decrease in all pollutants (with the exception of oxides of nitrogen) predicted between the 
2021 Do-Minimum and Do-Something scenarios. In 2035, this decrease is predicted for all 
pollutants (with the exception of oxides of nitrogen). PM10 concentration in the 2021 and 2035 
schemes are predicted to experience a change of less than 0.1 tonne. Overall, the effect on 
Regional air quality would be beneficial but not significant. 
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9. CULTURAL HERITAGE 

9.1 Introduction 

The Council of Europe, in the Framework Convention on the Value of Cultural Heritage for 
Society (Faro, 2005), has defined cultural heritage as: ‘…a group of resources inherited from 
the past which people identify, independently of ownership, as a reflection and expression of 
their constantly evolving values, beliefs, knowledge and traditions. It includes all aspects of the 
environment resulting from the interaction between people and places through time.’  

The existing landscape is the product of human activity over thousands of years. It contains 
settlements and remains of every period, from the camps of the first settlers in Ireland, some 
9,000 years ago, to Christian heritage sites and remains from early 20th Century activities. 
These remains vary enormously in their spatial extent and their state of preservation.  

The assessment of cultural heritage within the study area reviews the three subtopics of 
archaeological remains, historic buildings, and historic landscapes (that represents the historic 
townscape of Belfast City Centre (north) within which the Proposed Scheme would be 
located);  

• Archaeological remains are the materials created or modified by past human activities that 
contribute to the study and understanding of past human societies and behaviour. 
Archaeology can include the study of a wide range of artefacts, field monuments, 
structures and landscape features, both visible and buried; 

• Historic Buildings are architectural, designed or other structures with a significant historical 
value. These may include structures that have no aesthetic appeal, so in addition to great 
houses, churches, vernacular buildings or other listed buildings/structures, it incorporates 
some relatively modern structures, such as Second World War and Cold War defence 
heritage structures (airfields, pillboxes, observation posts etc.). It also incorporates 
industrial buildings and sometimes other structures not usually thought of as ‘buildings’, 
such as railway structures, mills, milestones and bridges; and 

• Historic Landscapes (historic townscape character for the purposes of this heritage 
chapter) are defined by perceptions that emphasise the evidence of the past and its 
significance in shaping the present landscape. They encompass all landscapes, including 
the countryside, townscapes and industrial landscapes as well as designed landscapes, 
such as Historic Parks, Gardens and Demesnes. 

A separate bibliography has been prepared for the assessment of the cultural heritage topic 
and has been included as a separate appendix (Appendix 9). 

9.2 Methodology 

In accordance with the Design Manual for Roads and Bridges (DMRB) 11.3.2.3 (The 
Assessment Process, August 2007a) there are three levels of assessment; Scoping, Simple 
Assessment and Detailed Assessment. The detail of the assessment depends on the stage in 
scheme delivery, and nature of information required at a particular stage in the design 
process. 

For the purposes of this Environmental Statement, a ‘Detailed’ Assessment was deemed the 
most appropriate level of assessment and the results of this are as set out in this chapter. 

The objective of a ‘Detailed’ Assessment (DMRB Volume 11, Parts 2 and 3), is: 

• to undertake sufficient assessment to identify the location, type and importance of cultural 
heritage constraints; 

• to characterise and assess the importance of the cultural heritage of the study area; 
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• to determine the likely nature and scale of potential impacts from construction and 

operation of the scheme; and 

• to determine mitigation measures to reduce or remedy any adverse impacts. 

URS is a registered Archaeological Organisation of the Chartered Institute for Archaeologists 
(CIfA). Research and reporting has been undertaken in accordance with the CIfA Code of 
Conduct (http://www.archaeologists.net/sites/default/files/node-
files/1_Reg_code_conduct_v2_3.pdf (accessed online on 9 December 2014), the Standard 
and guidance for historic environment desk-based assessment (IfA 2012), and the Standard 
and guidance for commissioning work on, or providing consultancy advice on, archaeology 
and the historic environment (IfA 2013). 

9.2.1 Defining the Study Area 

The study area has been determined with reference to the DMRB. This assessment has 
examined the layout of the proposed road scheme footprint, as shown on Figure 9.1, and a 
study area encompassing 300m from the Scheme boundary has been used, although the 
extent of this area varied based on the nature of the alignment, the sensitivity of the 
surrounding environment, and the local topography. In order to assess potential impacts on 
the setting of all designated heritage assets that could be affected by the Proposed Scheme, a 
number of assets were included that are just beyond the study area, as it was considered 
possible that they may have a relationship to the scheme. 

9.2.2 Previous Studies and Sources of Information 

In 2012, a Cultural Heritage DMRB ‘Simple’ Assessment report was prepared by URS (URS 
2012). This report, which was produced at the interchange layout options stage, described the 
cultural heritage baseline. 

For the Proposed Scheme, a number of exploratory ground investigations have been 
undertaken within the scheme footprint, including work that was carried out during the 
preliminary options appraisal stage and following the selection of the preferred layout option 
(Scott Wilson 2008, Causeway Geotech 2013). The results of these investigations have been 
assessed as part of this DMRB ‘Detailed’ assessment in order to characterise the below-
ground conditions and to assess the potential for encountering buried archaeological deposits 
in the vicinity of the scheme. A number of trial pits that were excavated in May 2013 were also 
the subject of targeted archaeological monitoring in order to assess the presence/absence and 
survival of buried archaeological remains (Northern Archaeological Consultancy 2013). 

This ‘Detailed’ assessment includes an updated baseline, considers the effects of the 
Proposed Scheme, and describes appropriate archaeological mitigation measures. 

Information gathered as part of this assessment consisted of a desk-based study of 
information held by Northern Ireland Environment Agency (NIEA) – Monuments and Buildings 
Record (MBR). This was undertaken in order to identify heritage constraints, such as the 
presence of statutorily designated Archaeological Sites, Listed Buildings, Historic Parks, 
Gardens and Demesnes, Battlefield Sites, Defence Heritage Sites, Conservation Areas, World 
Heritage Sites, National Trust Inalienable Land, and any other relevant designations, important 
assets and important historic landscapes that may be affected by the Proposed Scheme. The 
MBR online data was uploaded from the NIEA website on 11 April 2014 (digital datasets 
available at: http://www.doeni.gov.uk/niea/other-index/digital-intro.htm). Defence Heritage and 
Industrial Heritage Records were supplied by NIEA Historic Monuments Enquiries, also on 11 
April 2014. 

Historic maps, including the Ordnance Survey (OS) maps of the Belfast area, historic city 
maps from 1791 to the present day, and the Goad Insurance maps (1897-8) were reviewed at 
PRONI. Historic aerial photographs from the 20th Century were also reviewed at PRONI. In 

   
ENVIRONMENTAL STATEMENT (VOLUME 1) 
January 2015 
 

161 
 

http://www.doeni.gov.uk/niea/other-index/digital-intro.htm


 Transport NI — York Street Interchange 

 
addition, the online databases of Irish excavation reports were reviewed; 
(http://www.excavations.ie/Pages/SearchDB.php). 

9.2.3 Fieldwork 

In addition to the desktop research, a cultural heritage walkover survey was undertaken in 
order to assess the scheme footprint for unidentified heritage remains and to confirm the 
identification of assets within the study area, including the wider area, where appropriate. 
Elements assessed on the walkover survey included topography, asset condition / survival, 
and asset setting. Field notes and photographs with regards to the findings of the walkover 
survey were made and are incorporated into the relevant section of this chapter. 

9.2.4 Assessment Process 

This archaeological assessment has been undertaken according to best practice and with 
reference to the relevant Northern Ireland planning legislation, in particular Planning Policy 
Statement 6 (Planning, Archaeology and the Built Heritage), first published by the Department 
of the Environment in March 1999. This document describes the various designations for 
archaeological and heritage sites, which is the basis for all relevant data held and made 
available by the NIEA. It was updated in 2011. 

9.2.5 Identification of Assets 

As described in Section 9.1 (Introduction), cultural heritage assets and resources are 
addressed as three distinct sub-topics and are set out in this chapter under the following 
headings: 

• Archaeological remains: comprising the buried remains of sites and findspots. It also 
includes palaeo-environmental remains that may be buried in organic sediment, alluvium 
and estuarine deposits and that may contain evidence for past land-use and the impact of 
human activity; 

• Historic Buildings: comprising listed buildings, structures of historic importance; and 

• Historic Landscape (historic townscape): comprising non-designated buildings, registered 
parks, gardens and demesnes, Conservation Areas, Areas of Townscape Character 
(ATC) and other elements and components that chart the historical development of the 
current historic townscape, and which contribute to the character of the historic 
environment. 

9.2.6 Identification of Impacts 

Impacts of the Scheme upon cultural heritage assets can be positive or negative; direct or 
indirect; long-term or temporary, and/or cumulative. They may arise from the construction 
and/or the operation of the scheme. 

Positive impacts may arise from the cessation of erosion, intrusion or damage that would 
continue if the scheme were not built. Negative impacts can arise from new effects, or an 
increase in the rate of existing deterioration over what would otherwise be the case. 

Direct impacts are those that arise as straightforward consequences of the scheme. For 
archaeological remains and historic buildings, this can mean physical damage to, or physical 
improvement of, the fabric of the asset, but it can also mean impacts on the setting of cultural 
heritage assets. For instance an increase in noise and pollution as a result of the scheme 
would constitute a direct impact. An indirect impact is an impact arising from the scheme via a 
complex route, where the connection between the scheme and the impact is complicated, 
unpredictable or remote. 

Long-term impacts can be related to either the construction or operation of the scheme. Long-
term construction impacts include topsoil stripping, geotechnical investigations, hedgerow 
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removal, excavations for borrow pits, drainage and communications, the movement and 
installation of heavy machinery and plant, and mitigation works in connection with other 
environmental topics. Long-term operational impacts are those that would arise from the use 
of the road once built, for example new lighting, noise, dust, vibration, and visual intrusion by 
traffic or planting vegetation. 

Temporary impacts are mainly related to the construction of the scheme. These include noise, 
dust, visual intrusion and disruption of access during construction, all of which may cease with 
completion of the road.  

Cumulative impacts can arise from the multiple effects of the same scheme on a single asset, 
different multiple effects of the scheme and other sources on the same asset, or incremental 
effects arising from a number of small actions over time. Interactions may arise from activities 
related to other topics, such as drainage schemes, endangered species relocation, sound 
attenuation measures or access arrangements, taken together with any cultural heritage 
impacts. 

9.2.7 Setting Impacts 

Setting is a material consideration in government planning guidance relating to archaeological 
remains, historic buildings and historic landscapes. In considering setting and its application, 
DMRB states that it is helpful to consider both setting and context together (DMRB Volume 11, 
Section 3, Part 2 (HA 208/07) paragraph 4.19). Setting impacts are also considered in 
Planning Policy Statement (PPS) 6, Planning, Archaeology and the Built Heritage (DoE 
1999/2011). 

9.2.8 Assessment of the Cultural Heritage Resource 

The assessment of the archaeological remains, historic buildings and historic landscape, 
which constitute the Cultural Heritage resource for the Proposed Scheme, has been 
undertaken in accordance with statutory indicators. These include criteria applied to determine 
the status of a listed building (Listed buildings are protected under the Planning (Northern 
Ireland) Order 1991) or a monument Scheduled or in State Care (Historic Monuments and 
Archaeological Objects (Northern Ireland) Order 1995). 

Additionally, assessment is driven by criteria set out in Planning Policy Statement (PPS) 6, 
‘Planning, Archaeology and The Built Heritage’ (DoE March 1999), including Annex C: 'Criteria 
for Listing' (DoE 2011).  

Research agendas and objectives for the protection and enhancement of the cultural heritage 
are defined by local government, the NIEA and the Northern Ireland Archaeology Forum 
(NIAF). Irish research agendas also apply (Cooney et al., 2006; INSTAR; Heritage Council 
2007). Research agendas include thematic and period-based agendas covering topics 
including the Palaeolithic and Mesolithic (Prehistoric Society 1999), Neolithic (Neolithic 
Studies Group), Bronze Age (Roberts 2008), prehistory (Desmond (ed.) 2000), estate 
landscapes (Williamson 2007), battlefields (De Buitléir 1998) and industrial archaeology 
(Palmer 1991). 

Designations and other criteria currently vary depending on the nature of the asset and 
therefore the assessment of the value of archaeological remains, historic buildings and the 
historic landscape is undertaken by reference to different sets of criteria, as outlined in Tables 
9.1 to 9.3. The purpose of the assessment is to allow an objective assessment of the 
significance of an effect on that heritage asset, in accordance with Table 9.7. 

The methods for assessing the potential effects of road schemes on cultural heritage are set 
out in the DMRB, Volume 11, Section 3, Part 2 (HA 208/07). Factors for assessing the value of 
archaeology, historic buildings and the historic landscape are described in Tables 9.1 to 9.3. 
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Table 9.1: Factors for assessing the value of archaeological assets 

Value Typical Descriptor 

Very High 

World Heritage Sites (including nominated sites); 

Assets of acknowledged international importance; 

Assets that can contribute significantly to acknowledged international research 
objectives. 

High 

Scheduled Monuments (including proposed sites); 

Undesignated assets of schedulable quality and importance; 

Assets that can contribute significantly to acknowledged national research agendas. 

Medium Designated or undesignated assets that contribute to regional research objectives. 

Low 

Designated and undesignated assets of local importance; 

Assets compromised by poor preservation and/or poor survival of contextual 
associations; 

Assets of limited value, but with potential to contribute to local research objectives. 

Negligible Assets with very little or no surviving archaeological interest. 

Unknown The importance of the resource has not been ascertained. 

Source: DMRB 11.3.2 HA208/07, Annex 5, Table 5.1 

With regards to historic buildings, the importance of a building, structure, conservation area or 
village is judged on an individual basis. It is assessed in relation to its architectural and historic 
importance, statutory and non-statutory designations, and contribution to local character. 
Useful guidance for assessment is provided by the criteria for the inclusion of a historic 
building on the statutory list of structures of special architectural and historical interest 
(Second Survey; Planning (Northern Ireland) Order 1991, Art. 42). Factors to consider when 
assigning importance include architectural interest, historic interest, close historical 
associations, group value, age and rarity. 

Table 9.2: Guidance on establishing the value of historic buildings 

Value Typical Descriptor 

Very High 
Structures inscribed as of universal importance as World Heritage Sites;  

Other buildings of recognised international importance. 

High 

Scheduled Monuments with standing remains; 

Grade A and B+ Listed Buildings; 

Buildings in State Care; 

Conservation Areas containing very important buildings; 

Undesignated structures of clear national importance. 

Medium 

Grade B (including B1 and B2) Listed Buildings; 

Historic (undesignated) buildings that can be shown to have exceptional qualities in 
their fabric or historical associations; 

Conservation Areas containing buildings that contribute significantly to its historic 
character; 

Historic Townscape or built-up areas with important historic integrity in their 
buildings, or built settings (e.g. including street furniture and other structures). 
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Value Typical Descriptor 

Low 

Historic (undesignated) buildings of modest quality in their fabric or historical 
association; 

Historic Townscape or built-up areas of limited historic integrity in their buildings, or 
built settings (e.g.  including street furniture and other structures); 

Buildings that appear on the Industrial Heritage Record; 

Buildings that have been de-listed, but retain historic interest. 

Negligible Buildings of no architectural or historical note; buildings of an intrusive character. 

Unknown Buildings with unknown (i.e. inaccessible) potential for historic significance. 

Source: DMRB 11.3.2 HA208/07, Annex 6, Table 6.1 

Table 9.3: Guidance on establishing the value of historic landscape character units 

Value Typical Descriptor 

Very High 

World Heritage Sites inscribed for their historic landscape qualities; 

Historic landscapes of international value, whether designated or not; 

Extremely well-preserved historic landscapes with exceptional coherence, time-
depth or other critical factor(s). 

High 

Designated historic landscapes of outstanding interest; 

Undesignated landscapes of outstanding interest; 

Undesignated landscapes of high quality and importance, and of demonstrable 
national value; 

Well-preserved historic landscapes, exhibiting considerable coherence, time-depth 
or other critical factor(s). 

Medium 

Designated special historic landscapes; 

Undesignated historic landscapes that would justify special historic landscape 
designation, landscapes of regional value; 

Averagely well-preserved historic landscapes with reasonable coherence, time-
depth or other critical factor(s). 

Low 

Robust undesignated historic landscapes; 

Historic landscapes with importance to local interest groups; 

Historic landscapes whose value is limited by poor preservation and/or poor survival 
of contextual associations. 

Negligible Assets with very little or no significant historical interest. 

Unknown The importance of the resource has not been ascertained. 

Source: DMRB 11.3.2 HA208/07, Annex 7, Table 7.1 

9.2.9 Magnitude of Impacts 

The magnitude of impacts on archaeological assets has been judged in accordance with the 
factors described in Table 9.4. Guidance contained in DMRB Volume 11.3.2, Annex 5 (HA 
208/07) suggests that when assessing magnitude of impact, any agreed mitigation should be 
taken into account. Table 9.4 includes a description of the magnitude of impact without 
mitigation. 
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Table 9.4: Factors in the assessment of the magnitude of impact for archaeological remains 

Magnitude Impact 

Major 
Change to key archaeological elements, such that the resource is totally altered; 

Comprehensive changes to setting. 

Moderate 
Change to many key archaeological elements, such that the resource is clearly 
modified; 

Considerable changes to setting that affect the character of the asset. 

Minor 
Change to key archaeological materials, such that the asset is slightly altered; 

Slight changes to setting. 

Negligible Very minor changes to archaeological materials, or setting. 

No change No change. 

Source: DMRB 11.3.2 HA 208/07, Annex 5, Table 5.3 

The magnitude of impacts on historic buildings has been judged in accordance with the factors 
described in Table 9.5. Guidance contained in DMRB Volume 11.3.2, Annex 6 (HA 208/07) 
suggests that when assessing magnitude of impact, any proposed mitigation should be taken 
into account. Table 9.5 includes a description of the magnitude of impact without mitigation. 

Table 9.5: Guidance in the assessment of the magnitude of impact for historic buildings 

Magnitude Impact 

Major 
Change to key historic building elements, such that the resource is totally altered; 

Comprehensive changes to setting. 

Moderate 
Change to many key historic building elements, such that the resource is 
significantly modified; 

Changes to the setting of an historic building, such that it is significantly modified. 

Minor 
Change to key historic building elements, such that the asset is slightly different; 

Change to setting of an historic building, such that it is noticeably changed. 

Negligible Slight changes to historic buildings elements or setting that hardly affect it. 

No change No change to fabric or setting. 

Source: DMRB 11.3.2 HA 208/07, Annex 6, Table 6.3 

The magnitude of impacts on historic landscape character has been judged in accordance 
with the factors described in Table 9.6. Guidance contained in DMRB Volume 11.3.2, Annex 7 
(HA 208/07) suggests that when assessing magnitude of impact, any proposed mitigation 
should be taken into account. Table 9.6 includes a description of the magnitude of impact 
without mitigation. 
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Table 9.6: Guidance in the assessment of the magnitude of impact for historic landscape 

Magnitude Impact 

Major 

Change to most or all key historic landscape elements, parcels or components; 
extreme visual effects; gross change or noise or change to sound quality; 
fundamental changes to use or access; resulting in total change to historic 
landscape character unit. 

Moderate 

Changes to many key historic landscape elements, parcels or components; visual 
change to many key aspects of the historic landscape, noticeable differences in 
noise or sound quality, considerable changes to use or access; resulting in 
moderate changes to historic landscape character. 

Minor 

Changes to few historic landscape elements, parcels or components, slight visual 
changes to few key aspects of historic landscape, limited changes to noise levels or 
sound quality; slight changes to use or access; resulting in limited changes to 
historic landscape character. 

Negligible 

Very minor changes to historic landscape elements, parcels or components, virtually 
unchanged visual effects, very slight changes in noise levels or sound quality; very 
slight changes to use or access; resulting in a very small change to historic 
landscape character. 

No change No change to historic landscape elements, parcels or components; no visual or 
audible changes; no changes arising from amenity or community factors. 

 Source: DMRB 11.3.2 HA 208/07, Annex 7, Table 7.3 

9.2.10 Significance of Effects 

Assessment of residual effects is undertaken in two stages. The magnitude of impact is first 
assessed without reference to the value of the feature, but taking into account any appropriate 
mitigation. The findings of this assessment are then cross-referenced with the value rating of 
the feature to establish the significance of residual effect that is likely to result from the 
Proposed Scheme. This is determined by the use of a matrix (Table 9.7) that balances the 
value of a feature against the magnitude of impact, taking into account the agreed mitigation 
measures. 

Table 9.7: Significance of Effects Matrix 

V
al

ue
/S

en
si

tiv
ity

 

Very High Neutral Slight Moderate / 
Large 

Large or Very 
Large Very Large 

High Neutral Slight Moderate / 
Slight 

Moderate / 
Large 

Large / Very 
Large 

Medium Neutral Neutral / 
Slight Slight Moderate Moderate / 

Large 

Low Neutral Neutral / 
Slight 

Neutral / 
Slight Slight Slight / 

Moderate 

Negligible Neutral Neutral Neutral / 
Slight 

Neutral / 
Slight Slight 

  No change Negligible Minor Moderate Major 

  
Magnitude of Impact 

Source: DMRB 11.3.2 HA 208/07, Annex 5 to 7 
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With reference to DMRB 11.2.5.2, change can be either beneficial or adverse, and effects can 
also, therefore, be either beneficial or adverse. In some cases above, the significance is 
shown as being one of two alternatives. In these cases the size of the effect that is selected is 
based upon professional judgement. 

The significance is assigned after consideration of the effectiveness of the design and 
committed mitigation measures, allowing for the positive contribution of all mitigation that is 
deliverable and committed. 

9.2.11 Limitations and Assumptions 

The assessment is based upon currently available information at the time of writing and on a 
walkover survey of the study area. 

No non-intrusive or intrusive archaeological fieldwork has been undertaken as part of the 
assessment, although there has been archaeological monitoring of ground investigations, as 
mentioned in sub-section 9.2.2. 

9.3 Consultations 

The EIA process looks at the effects of the Proposed Scheme on the environment in 
consultation with external bodies to inform the design and decision making. The Stage 3 EIA 
consultation commenced in February 2014 to allow relevant interested bodies an opportunity 
to register concerns or particular requirements during the EIA process, consult on the levels of 
assessment necessary, and seek input to the ES. A summary of key issues raised by these 
consultees in relation to Cultural Heritage is contained in Table 9.8 and a copy of their 
response is included in Volume 2: Appendix 6, Annex B. 

Table 9.8: Summary of formal consultation responses in relation to potential impact on 
Cultural Heritage 

Consultee Consultation 
Date 

Date of 
Response Summary of Consultee Response(s) 

NIEA – Built 
Heritage (Historic 
Buildings Unit) 

24/02/14 

02/04/14 
- No response received. 

NIEA – Built 
Heritage (Historic 
Monuments Unit) 

24/02/14 21/03/14 

Site is within Belfast Area of Archaeological 
Potential, reflecting the area in which below 
ground archaeology is likely to be found. 
There are a number of recorded industrial 
heritage sites in the area. More information 
available from Monument and Buildings 
Record (MBR). Development should take 
account of potential for new archaeological 
remains to be uncovered during ground 
works.   

 

The Stage 3 Consultations Plan and Communications Plan also identified a range of key 
stakeholders for consultation as part of the general Stage 3 Scheme Assessment process, not 
specifically as part of the EIA process. Various forms of communication were utilised as part of 
this consultation including letters, meetings and presentations.  Some of the responses 
received from these stakeholders included information of relevance to Cultural Heritage and 
as such have been considered within the assessment as necessary and where allowable (i.e. 
when not breaching confidentiality). 
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9.4 Regulatory & Policy Framework 

The following key planning policy and legislation is pertinent to the assessment of the 
Proposed Scheme in relation to impacts upon cultural heritage assets.   

9.4.1 The Historic Monuments and Archaeological Objects (Northern Ireland) Order 1995   

The Order is one of the primary pieces of legislation used to protect Built Heritage assets in 
Northern Ireland. Article 13 of the Order allows for the protection of historic monuments and 
archaeological sites by taking these sites into public ownership under the stewardship of the 
Northern Ireland Environment Agency (NIEA) within the Department of the Environment 
(DOE), for the purpose of securing their protection and providing public access. These sites 
are classified as being in State Care. Article 3 allows NIEA to schedule monuments for 
protection, whilst not actually being in ownership of them. Works at these sites are controlled 
through Scheduled Monument consent and are protected from damage and unauthorised 
development through management agreements. With regards to sites that are not afforded 
State Care or Scheduled status, NIEA is responsible for their survival and preservation (where 
possible) and are automatically consulted by DOE Planning about every new development 
likely to affect a site or its setting. NIEA contributes to the preparation of local Area Plans, 
whereby recorded archaeological sites and monuments and other features of the Built 
Heritage such as Registered Parks, Gardens and Demesnes of Special Historic Interest, can 
be identified and appropriately protected from future planned development. 

The Order also requires NIEA to licence and regulate excavations on archaeological sites 
under Article 41. All excavations must be carried out under the direction of a qualified 
archaeologist. There is also an obligation under Article 42 of the Order for finders of 
archaeological objects to report these to a relevant authority. 

9.4.2 The Planning (Northern Ireland) Order 1991  

Article 42 of The Planning (NI) Order 1991 places a duty on the DOE to compile lists of 
buildings of special architectural or historic interest. The Order gives the Department powers 
to influence change to these structures through Listed Building Consent, grant aid and 
enforcement against unauthorised works. 

9.4.3 PPS 6: Planning, Archaeology and The Built Heritage 

PPS 6 sets out the Department’s planning policies for the protection and conservation of 
archaeological remains and features of the built heritage and advises on the treatment of 
these issues in development plans. It provides guidance on direct physical impacts upon the 
natural or man-made environments. This PPS states that the Department of Environment is 
committed to environmental stewardship of our archaeological and built heritage. In assessing 
the archaeological implications of a development proposal, the Department will consider 
whether it would damage or destroy a site or monument, result in inappropriate change to its 
setting, or whether the existing quality and character of the site or monument would be 
retained. PPS 6 also details a section on Transport and Traffic Management, where the impact 
of new routes and routes in the vicinity of existing historic structures shall be assessed. A 
number of policies are pertinent in relation to road schemes, given their scale and subsequent 
possibility of encountering archaeological remains, and these are noted below: 

9.4.3.1 Policy BH1 – The Preservation of Archaeological Remains of Regional Importance and 
their Settings 

‘The Department will operate a presumption in favour of the physical preservation of in situ 
archaeological remains of regional importance and their settings. Development which would 
adversely affect such sites of regional importance or the integrity of their settings will not be 
permitted unless there are exceptional circumstances.’ 

While the Department will take into account all material considerations in assessing 
development proposals affecting sites of regional importance, exceptions to this policy are 
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likely only to apply to proposals of overriding importance in the Northern Ireland context. In 
assessing proposals for development in the vicinity of these monuments, the Department will 
pay particular attention to the impact of the proposal on: 

• the critical views of, and from, the site or monument; 

• the access and public approaches to the site or monument; and 

• the understanding and enjoyment of the site or monument by visitors. 

9.4.3.2 Policy BH2 – The Protection of Archaeological Remains of Local Importance and their 
Settings 

‘Development proposals which would adversely affect archaeological sites or monuments 
which are of local importance or their settings will only be permitted where the Department 
considers the importance of the proposed development or other material considerations 
outweigh the value of the remains in question.’ 

The Department considers a number of factors in assessing the local significance of 
archaeological sites and monuments. These factors should be viewed as indicators which 
contribute to a wider judgment, based on the individual circumstances of a case and may 
include one or more of the following: 

• Appearance: distinctive features in the landscape/townscape or local landmarks; 

• Quality: well preserved or extensive buried remains; 

• Folklore/historical interest: association with a person or event in local tradition or legend; 

• Group value: one of a number of locally important sites; and 

• Rarity: a locally rare example. 

In cases where development proposals affect archaeological sites and monuments or their 
settings, which are not of regional or local importance, the Department will still have regard to 
the desirability of preserving such remains and their settings. 

9.4.3.3 Policy BH3 – Archaeological Assessment and Evaluation 

‘Where the impact of a development proposal on important archaeological remains is unclear, 
or the relative importance of such remains is uncertain, the Department will normally require 
developers to provide further information in the form of an archaeological assessment or an 
archaeological evaluation. Where such information is requested but not made available, the 
Department will normally refuse planning permission.’ 

Prospective developers need to take into account archaeological considerations and should 
deal with them from the beginning of the development control process. It is in the developers 
own interest to establish whether a site is known or likely to contain archaeological remains as 
part of their assessment of its development potential, prior to submitting a planning 
application. 

9.4.3.4 Policy BH4 – Archaeological Mitigation 

‘Where it is decided to grant planning permission for development which will affect sites known 
to contain archaeological remains, the Department will impose conditions to ensure that 
appropriate measures are taken for the identification and mitigation of the archaeological 
impacts of the development, including where appropriate the completion of a licensed 
excavation and recording of remains before the development commences.’ 
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Mitigation may require design alterations to development schemes, for example, the use of 
foundations which avoid disturbing the remains altogether or minimise the potential damage, 
or by careful siting of landscaped or open space areas. There are techniques available for 
sealing archaeological remains underneath buildings or landscaping, thus securing their 
preservation for the future, even though they remain inaccessible for the time being. 

There will however, be occasions, particularly where archaeological remains of lesser 
importance are involved, when the Department may decide that the significance of the 
remains is not sufficient when weighed against all other material considerations, including the 
importance of the development, to justify their physical preservation in-situ and that the 
development should proceed. In such cases, developers will be required to prepare and carry 
out a Programme of Archaeological Works (PAW) using professional archaeologists and 
working to a brief prepared by the Department. 

9.4.3.5 Policy BH11 – Development affecting the Setting of a Listed Building 

The Department will not normally permit development which would adversely affect the setting 
of a listed building. Development proposals will normally only be considered appropriate where 
all the following criteria are met; 

• the detailed design respects the listed building in terms of scale, height, massing and 
alignment; 

• the works proposed make use of traditional or sympathetic building materials and 
techniques which respect those found on the building; and 

• the nature of the use proposed, respects the character of the setting of the building. 

9.4.4 Regional Development Strategy (RDS 2035) Building a Better Future 

The RDS sets out strategic guidance on various key topics including the protection of the 
environment. Regional Guidance (RG) 11 deals with the built heritage and highlights the need 
to ‘conserve, protect and, where possible, enhance our built heritage …’ (RDS, p47). It 
recognises that the rich and diverse heritage resource contributes to the region’s sense of 
place and history, and that sustainable management of the built heritage makes a valuable 
contribution to the environment, economy and society. 

9.4.5 Belfast Metropolitan Area Plan 2015 

The Belfast Metropolitan Area Plan, which includes the city council area of Belfast, has 
recently been adopted and was produced by DOE Planning, an agency of the Department of 
the Environment (DoE).  The plan aims to provide a planning framework which facilitates 
growth and high quality development in the Belfast Metropolitan Area,  while protecting, and 
where appropriate enhancing, the natural and man-made environments. The Plan gives 
protection to Historic Gardens, Parks and Demesnes, Conservation Areas, City Centre 
Character Areas, and Areas of Archaeological Potential and Areas of Significant 
Archaeological Interest in the area that the Plan covers. 

Volume 1, Part 3 of the Plan Strategy and Framework sets out a number of Urban 
Environment Policies, including Policy UE 1 that deals with heritage issues, such as planning 
within Conservation Areas, Areas of Townscape Character, Historic Parks, Gardens and 
Demesnes, Areas of Significant Archaeological Interest, and Areas of Archaeological 
Potential. 

The extent of these areas are shown on various maps that accompany the Belfast 
Metropolitan Area Plan 2015, including Map No.2/001 (Belfast City Centre); CC 027 (Clifton 
House Historic Park, Garden and Demesne); CC 026 – Victoria Street/Oxford Street Area of 
Townscape Character.   
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The Belfast District proposals form an integral part of the Belfast Metropolitan Area Plan 2015. 
Volume 2, Part 4 District Proposals: Belfast translate the broad allocations, designations, 
policies and proposals in Volume 1, Part 3 into site-specific designations and policies, and 
proposals and zonings, for the individual Council Areas included in the Plan Area.   

9.5 Baseline Conditions  

9.5.1 Physical Background 

The ground level varies from c.2.4 to 3.0m Above Ordnance Datum (AOD) along York Street 
to c.1.6m along Corporation Street and Garmoyle Street, although the change in elevation is 
imperceptible given the character of the urban and road development that has previously 
impacted the area. 

The 1:50,000 Soil Map for Belfast (Sheet 15, 1994) indicates that the study area is within an 
urban landscape where the upper layer of the soil may have been modified. Historical, 
geotechnical exploratory holes indicate the presence of fill material, which is likely to be 
associated with the provision of a stable working surface above the alluvial sleech deposits 
(Scott Wilson 2008, Figure 3). 

The 1:21,120 Special Engineering Geology Map (Drift) for Belfast indicates that the study area 
is underlain by drift deposits consisting of raised beach (shoreline) deposits, estuarine 
alluvium and glacial deposits (firm to stiff boulder clay and glacial sands & gravel bands). The 
1:63,360 Geological Map (Solid) indicates that the underlying solid geology consists of the 
Sherwood Sandstone Group (formerly the ‘Bunter Sandstone’) of the Triassic Period (Scott 
Wilson 2008, Figures 4 and 5). 

Beneath the fill material or made ground, the typical geological sequence comprises raised 
beach shoreline deposits, predominantly to the west of the study area (sand, sand & gravel 
with occasional shell debris), with estuarine alluvial deposits present over a greater area (Scott 
Wilson 2008). This deposit consists of consolidated grey, silt clay sediment with variable 
organic content that extends to 9.5 to 12m below ground level. Occasionally, alluvial sand that 
can be up to 2.8m thick may be encountered beneath the made ground but overlying the 
estuarine deposits. Beneath the estuarine deposits, peat is commonly found that may be up to 
1.5m thick. Sandy gravel alluvial deposits generally underlie part of the estuarine deposits and 
these may be 2.2m to 3.4m thick and intermixed with the peaty layers. The glacial deposits 
(boulder clay) are present below the estuarine and alluvial deposits. 

The landform has developed as a result of natural processes that have impacted the area 
since the beginning of the Holocene, at the end of the last glaciation, and the result of land 
reclamation in the later historic period. At the end of the last glaciation, the whole of Greater 
Belfast and the valley that is now formed by Belfast Lough would have been dry land with the 
coastline at some distance to the east. By the later Mesolithic period (6000-4000BC), rising 
sea levels created an unstable and shifting coastline that eventually inundated a large area, 
including much of Belfast. During this time, deep marine and inter-tidal deposits were laid 
down over a wide area. It is estimated that marine inundation reached its peak c.3500BC 
when the sea levels reached a peak at around 5m higher than today. This means that the 
formerly dry bed of Belfast Lough (permanently) and much of modern central, south and west 
Belfast (temporarily) was submerged under tidal water.   

Around 3500BC, the sea level started to fall and over a long period of time reached its historic 
levels that left extensive areas of ‘sleech’ land exposed. These deposits later slowly dried out 
to create the flat slobland, on which the centre of Belfast was built, and the shoreline retreated 
to the east, a little beyond what is now Dunbar Link. 
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9.5.2 Field Observations 

The study area is situated in the townland of Town Parks (Belfast), the civil parish of Shankill, 
the historic barony of Upper Belfast, and the ancient diocese of Down and Connor, and is 
within the County of Antrim. 

The study area lies to the north of Belfast City Centre, close to the historic docks along the 
River Lagan in an area that contains fragmentary surviving elements of its 19th Century 
industrial past. The study area is dominated by the main arterial communication routes that 
link the city north-south (A12 Westlink) and also to the east (M3 motorway) and that connect 
the city with the countryside (M1 and M2 motorways). The major trunk road interchange that 
was developed between the mid 1960s and the 1990s, separates the remains of the historic 
docks area to the east from the commercial and residential properties to the west, and also 
from the city centre. The walkover survey and a review of available historic mapping indicate 
that all the land covered by the study area has been developed in the past, although some 
areas of open ground survive where buildings have been demolished. Some maturing amenity 
vegetation (trees and shrubs) that provides screening exist along earthen embankment 
sections of the M2-M3 motorway. 

To the north, the urban fabric consists of residential and commercial properties; and the 
southern end of the study area is located on the periphery of the historic city centre. The 
existing junction arrangement has severed and altered the historic road network that was laid 
out at the beginning of the 19th Century.  A few historic buildings, related to the former 
industrial and residential use of the area, have survived both the construction of the road 
network and the impact of World War II bombing and the subsequent clearance. 

The existing modern road junction has been constructed at different levels, below and above 
the historic road layout. For example, the Westlink is in a deep cutting near to the south end of 
the study area (towards the Clifton Street junction), but at-grade as it approaches York Street; 
whereas the elevated section of the M3 motorway is constructed on bridge piers as it rises 
onto the Lagan Bridge and on steep embankments to the north, where it joins the M2 
motorway.  Parallel to the M3 motorway, is a modern section of railway-line that links Central 
Station to Yorkgate Station, also constructed in part on elevated sections (Dargan Rail 
Bridge).  Apart from the numerous elevated piers that support the existing structures, it is 
possible that the road pavement may also have been constructed on deep foundations. 

The urban landscape within and surrounding the study area consists of scattered light 
industrial and commercial premises (historic and modern) and groups of residential housing, 
including modern dockside apartments to the east. Within the study area are a number of 
dispersed car parks, ‘Park & Ride’ facilities, storage compounds, and areas of vacant open 
ground where buildings have been cleared. 

For the assessment, the study area has been split into four zones (A to D) which thematically 
group heritage assets based upon former historic and current land-use areas. Zone A covers 
the historic docks area to the east of the study area; Zone B is the area to the west that 
incorporates the light industrial, retail and commercial sector which historically grew up along 
and adjacent to York Street; Zone C is the northern periphery of the historic city centre; and 
Zone D is the transport interchange area itself that would be changed by the Proposed 
Scheme (Figure 9.1).   

9.5.3 Cultural Heritage Assets 

The assessment has identified fifteen archaeology assets, twenty-eight historic building assets 
and eighty historic landscape assets within the footprint of the Proposed Scheme and the 
wider study area (including a number that lie just beyond the study area that have been 
included as it is possible that the Proposed Scheme may affect their setting). A total of thirty-
one of these comprise designated assets. Two are Scheduled Monuments, twenty-eight are 
listed buildings (grades A, B+, B1, B2 and B), and one is a registered historic park, garden and 
demesne. Apart from these nationally designated assets, there is also one conservation area 

   
ENVIRONMENTAL STATEMENT (VOLUME 1) 
January 2015 
 

173 
 



 Transport NI — York Street Interchange 

 
that has been designated by the local authority – the Cathedral Conservation Area; an Area of 
Townscape Character (Victoria Street/Oxford Street) and also part of Belfast City Centre Area 
of Archaeological Potential.  

9.5.3.1 Scheduled Monuments 

The assets that are Scheduled Monuments include the twin slipways of the Titanic and 
Olympic ships (AR2) and the Hamilton Graving Docks (AR3). Both of these assets are located 
on the eastern side of Belfast Harbour.  

9.5.3.2 Listed Buildings 

The listed buildings, which are mostly located in the southern portion of the study area (Zone 
C, within Belfast City Centre north) and to the east (Zone A, in the harbour area), include five 
buildings listed grade A (Clarendon Dock Buildings, Harbour Estate (HB3), Harbour Office, 
Corporation Square (HB5), Belfast Charitable Institution (Clifton House), Clifton Street (HB13), 
St.Anne's Cathedral, Donegall Street (HB22), and the Custom House, Custom House Square 
(HB26)); and six that are listed at grade B+ (Sinclair Seamen's Presbyterian Church, 
Corporation Square (HB4), Administration and Drawing office block (Harland & Wolff), Queens 
Road (HB6), walls at burying ground, Henry Place (off Clifton Street) (HB8), Carlisle Memorial 
Methodist Church, Carlisle Circus (HB10), the former Carlisle Memorial Church Hall (Indian 
Community Centre), 86 Clifton Street (HB11), and St. Patrick's R.C. Church, Donegall Street 
(HB19)) (Figure 9.1). 

9.5.3.3 Conservation Areas 

There is one conservation area, the Cathedral Conservation Area (HL78) that was designated 
in 1990 and which extends from Royal Avenue, along North Street and Bridge Street, to High 
Street, and follows High Street to Victoria Street and then from Dunbar Link to York Street. 
The Conservation Area is identified on Belfast Metropolitan Area Plan 2015, Map No. 2/001 – 
Belfast City Centre, and the map of the Cathedral Conservation Area. It is centred on Lower 
Donegall Street and north of Waring Street. The position of the Cathedral Conservation Area 
(HL78) on the northern fringe of the City Centre and adjacent to the Port of Belfast, has 
resulted in a piecemeal collection of retail, office, warehousing and port orientated uses. The 
central focus is provided by St Anne’s Cathedral itself, surrounded by a predominantly 17th 
and 18th Century street pattern. Interest within the conservation area is provided by the 
abundance of historic structures of ‘considerable merit which mark the transition of Belfast 
from a small port to an internationally important commercial city’ (DOENI 1990). Four listed 
buildings that are within the study area also contribute to the conservation area; these are: 
HB22, HB23, HB24 and HB28. 

9.5.3.4 Areas of Townscape Character  

An Area of Townscape Character (ATC) is designated at Victoria Street / Oxford Street (HL79) 
(designation area shown on CC 026), (Figure 9.1). There are no parts of the Scheme footprint 
itself that lie within the designated ATC, however, it is located within the south-east corner of 
the study area (Zone C) and it contains a number of listed buildings, including the Customs 
House (HB26). 

9.5.3.5 Registered Historic Park, Garden and Demesne 

Clifton House Historic Park, Garden and Demesne of special historic interest (HL34) is 
designated as identified on Map No. 2/001 – Belfast City Centre and CC 027. The present-day 
grounds were formally part of larger gardens, associated with Clifton House, which is now 
listed. The garden layout was redesigned and landscaped in 1993 to plans sympathetic with 
Clifton House. 
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9.5.3.6 Areas of Archaeological Potential 

There are no Areas of Significant Archaeological Interest within the study area; however, parts 
of the study area lie within an Area of Archaeological Potential, as identified in the BMAP 
2015. This Area of Archaeological Potential (AR11), that incorporates the historic core of the 
city, extends into parts of Zone A and Zone C and its northern boundary includes the Westlink, 
Great George’s Street, Dock Street and Corry Link. It also extends into the eastern side of 
Zone D. 

9.5.3.7 Battlefields and Defence Heritage Sites 

The five entries on the Northern Ireland Battlefield Database comprise the following:  

• HL63: 17th Century siege of Belfast. Civil War battle between the Parliamentary forces 
under Colonel Venables and the defending Belfast garrison that took place in October 
1649; 

• HL65: Beal-Feirste. 16th Century battle between Rughraidhe Mac Uibilin and Conn and 
Domnall O’Neill; 

• HL66: Fearsat (unlocated). 7th Century battle between the tribes of the Ulidians and the 
Cruithni;    

• HL67: Ford of Belfast.16th Century battle between the Earl of Essex and Sir Brian O’Neill; 
and 

• HL68: Belfast (unlocated). 16th Century battle between The Lord Justice and Niall-og-
O’Neill. 

There is one asset,  a Defence Heritage Site (HL64), which is an emergency water supply 
(destroyed), located approximately 465m to the south of the scheme footprint in the wider 
study area. 

9.5.4 Archaeological and Historical Background 

9.5.4.1 Prehistoric to medieval 

Very little is known about Mesolithic (c.8,000 to 4,000BC) occupation in the area during the 
Holocene, and it is possible that marine and alluvial sediment has buried evidence of 
Mesolithic occupation.  However, the changing landscape with its potentially abundant and 
varied wildlife would have been likely to attract occupation at this time, although it may have 
been seasonal (Pollard 2011).   

This explains the early importance of the crossing point further up the River Lagan, near 
Shaw’s Bridge (and the Giant’s Ring) in the Neolithic era (c.4,000 to 2,000BC). This was then 
the first crossing point on the Lagan as one travelled up the river from its mouth. Further down 
river, a wide area was submerged by water and subsequently became a morass of damp 
estuarine clays.  It may have been the Bronze Age (c.2,000 to 500BC) before this stabilised 
and consolidated. 

This inundation meant that the important historic Belfast ford, or crossing point (see below), 
could not have existed until well into the Neolithic era. It is probable that it was not until the 
medieval period that the deposits dried out sufficiently to attract occupation or agricultural 
activity.   

Belfast was named after a ford across the River Lagan formed by a natural spit of sand 
between two of its tributaries, the Farset and Blackstaff rivers, which joined the River Lagan 
close to its mouth. The name Belfast is derived from the Irish Gaelic ‘Beal Feirste’ or ‘mouth/ 
approach to the sand bank ford’ (Gillespie and Royle 2003). The second element in the name 
also gave the Farset River its name, meaning ‘river of the ford’. The ford was probably utilised 
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from the later Neolithic / Bronze Age onwards, and it was improved at an unknown date by the 
addition of stones and timbers. The ford formed a crossing point between south Antrim and 
north Down and control of this strategic crossing was fought over, the earliest battle being 
recorded in the early 7th Century AD. The ford became the focus of the historic medieval 
settlement and also the Plantation period defended town (17th Century). 

Medieval and 17th Century Belfast were both located along the narrow Farset River.  The 
medieval settlement was probably sited along its southern bank, while the plantation town 
(17th Century) spanned both sides of this river. The Farset flowed down the centre of what is 
now High Street and met the Lagan near where the Albert Clock now stands. The Blackstaff 
River lay to the south of the historic core, centred on today’s Chichester Street. 

Early Irish history (5th to 7th Century AD), suggests that the Belfast area, north and west of the 
Lagan, lay in the petty kingdom or tuath of DalmBuaine. This petty kingdom formed a part of 
the Cruithin over-kingdom of the DalnAraide, which encompassed much of modern County 
Antrim (Gillespie and Royle 2003). The annals mention a chief of the DalmBuaine in 1130 AD.  
The Irish Annals record at 667 AD the site of a battle at ‘Bellum Fersti’ between the Ulaid of 
County Down and the Cruithin or DalnAraide of County Antrim. The two clans were to clash 
over the ownership of the strategic ford crossing on several occasions until the ford and an 
area on the north side of the Lagan was conquered by the Clann Dairmaid of the Dal Fiathach 
or Ulaid of County Down in the 12th Century. Their territory was reflected by the name and 
extent of the medieval deanery of Clandermot, in which Belfast was situated. This conquest is 
also the reason that the small part of Antrim forming the deanery of Clandermot was included 
in the medieval diocese of Down (Northern Archaeological Consultancy 2006).   

In the medieval period, the Anglo-Normans conquered the south Antrim area. The Belfast area 
became part of the Earldom of Ulster, known as county or ‘bailiwick’ of Carrickfergus. It was 
divided into large political divisions known as great manors. At the centre of one of these new 
manors, known as ‘Le Ford’ (a translation of its Gaelic name - Beal Feirste), a Castle 
(probably a Norman motte-style earthen mound with timber fort), Borough town and a Chapel 
of the ford, were constructed by the late 13th or early 14th Century (Gillespie and Royle 2003, 
Bardon 1982). 

The O’Neills of Clann Aodh buidhe (‘Clannaboy’) crossed the River Bann from Tyrone in the 
14th Century and conquered territory from the Anglo-Normans including south/ mid-Antrim and 
North Down, known as Clannaboy or Clandeboye. The site of Le Ford lay in the hands of the 
O’Neills for a considerable period. Inter-tribal / clan warfare between the Tyrone O’Neill’s, the 
Clandeboye O’Neills and the O’Donnells, as well as conflict with the forces of the English 
Crown resulted in frequent disputes over the ownership of the castle, which was taken and 
destroyed / rebuilt a number of times in the later 15th Century and throughout the 16th Century.  
The timber castle was replaced by a stone-built tower house style castle during this period. 

9.5.4.2 Post-medieval to modern 

After the war with Elizabeth I of England, and following political intrigues, and the ‘Flight of the 
Earls’ (Irish chiefs) overseas at the start of the 17th Century, the area was earmarked for 
Plantation. The barony of Belfast in northern Clandeboye was granted (in 1603) to Sir Arthur 
Chichester, who was made Lord Deputy in 1604. He settled English settlers from Lancashire 
and Cheshire in his plantation. The town of Belfast was incorporated and Chichester was 
created baron of Belfast in 1613. 

Early 17th Century sources suggest that in the town, Chichester replaced the medieval tower 
house style castle with a new tall, semi-fortified Elizabethan style manor house that had a 
courtyard and formal gardens which lay at the south-western end of High Street, in the present 
Castle Place and Castle Lane area (ibid). 

A defensive bank and ditch was constructed around the town in 1642 as a response to the 
Irish uprising of 1641 during the English Civil War. At first, the town was controlled by royalist 
forces, until Colonel Monk took the town for Parliament in 1648. It was briefly retaken by 
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royalists in late 1648, after which Colonel Robert Venables laid siege to Belfast in 1649 on 
behalf of Oliver Cromwell (Gillespie and Royle 2003, Bardon 1982).   

After the restoration in 1660, the Chichesters’ regained full control of the town and were made 
hereditary Earls of Donegal. The family were known afterwards as the Donegalls. The town’s 
growth in the later post-medieval and modern periods is recorded in a series of maps made at 
this time. After the accession of Catholic James II to the throne, the influence of the 
Chichesters was broken and Catholic influence became stronger; this eventually erupted into 
the Jacobite/Williamite wars (1685 to 1690). A royalist Jacobite army occupied the town in 
1689, but retreated south at the advance of an army under the Williamite Schomberg. In 1690, 
William of Orange landed at Carrickfergus, met Schomberg at Whitehouse and together they 
entered Belfast, where William stayed at the castle. 

During the 1650s, there was an influx of new merchants into the town, resulting in a shift in 
trade to provide goods for the provision trade (barrelled beef and butter) to continental Europe 
and to a lesser extent to the colonies in North America and the West Indies. The number of 
merchants increased in the second half of the century due to prosperity. As a result of the 
development of trade in new products, leather manufacture became commoner, and due to 
contact with the West Indies, unrefined sugar was brought into the town which led to the 
construction of sugar houses.  Prosperity supported a number of luxury crafts (clockmakers 
and goldsmiths) and industry developed along Waring Street and along the banks of the River 
Lagan. The growing urban population was initially housed through more intensive use of 
existing houses that had been leased in the early 17th Century but pressure eventually led to 
land reclamation at the end of the 17th Century and early 18th Century. 

The castle was accidentally burned down in 1708. This was a disaster from which the 
Donegall family never recovered.  As a result of the destruction of the castle, Belfast lost its 
central focus and thereafter, the Donegalls became absentee landlords and provided no 
initiative for improving Belfast. It was left to the 5th Earl of Donegall, Arthur (1757-1799), to 
make substantial improvements to the town and granting longer and more favourable leases 
that led to easier access to building land. This eventually led to the growth of Belfast as a 
powerful industrial town in the 19th Century. 

A period of economic decline in the early 18th Century slowed growth, but eventually recovery 
was led by the linen trade that was introduced into the town from the countryside (Gillespie 
and Royle 2003, Bardon 1982). By 1771 there were 300 looms in the town.  At this time, 
improvements were also made to the canal transport system that provided an economic 
stimulus, linking inland areas (Lough Neagh) to the port. During the later 18th Century, Belfast 
was re-shaped as a result of the rebuilding of properties in brick and the construction of new 
important public buildings (St Anne’s Church).  By the 1750s, new mercantile families 
emerged to replace the earlier generation who had begun to move out of the town and settle in 
new country houses. Trade through the port increased and the expansion in overseas markets 
resulted in a considerable re-development of the port following land reclamation (1760s Lime 
Kiln Dock developed). Prior to c.1700, the shoreline would have been approximately 150m to 
the west of its current location, approximately on the line of Corporation Street. This period 
also saw the maturing of the economic basis of the town; specialisms were developed within 
the merchant community and wholesale and retail elements were separated; the emergence 
of banking and discount housing; and the expansion of the cotton industry. By the late 18th 
Century, shipbuilding, engineering, shoe making and sugar processing were well established 
manufacturing industries but others such as cotton, glass and pottery were new. Prosperity 
attracted migrants to the town and urban housing expanded rapidly to meet demand.  
Between 1780 and 1811, the population doubled and the town’s personality changed from one 
with a commercial focus to one that was industrial. 

Industrial prosperity funded much of the development in the early 19th Century (Gillespie and 
Royle 2003, Bardon 1982). Cotton manufacture reached its peak in 1825 and eventually 
shifted into linen.  Shipbuilding expanded. Shipping tonnage entering Belfast increased three-
fold between 1815 and 1835.  Improvements in navigation channels allowed ease of access 
into the port. By 1833 the shoreline had been reclaimed and moved to the east to its present 
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location. Linked to the growth in the shipbuilding industry and cotton manufacturing was the 
growth of an engineering industry. A number of foundry works were operating in the town 
before the 1840s. The population of the town increased rapidly, with many new arrivals settling 
in the north and west of the town. Demand for housing grew and mill owners built streets of 
houses for their own workers, often on greenfield land outside of the centre of the town. 

Other local industrial activities were carried out, producing goods for the local market (beer, 
food and drink products, soap and tallow makers, starchmakers, tanners and papermakers). 
Moreover, the production of goods for export became important. There were also tobacco 
factories, distilleries and mineral water companies. In the second half of the 19th Century, new 
docks were constructed to accommodate larger vessels that required deeper water in the port 
(Clarendon Dock 1851; Spencer Dock and Dufferin Dock 1872; Albert Quay rebuilt and 
extended 1873; York Dock 1876; and Alexandra Graving Dock 1880s). At the same time that 
new docks were built or extended, the old Limekiln, Town and Ritchie’s docks were filled in. 

Rapid growth in the second half of the 19th Century, and a high level of migration into the town, 
including internal migrants arriving from elsewhere in the north of Ireland, resulted in the 
creation of the County Borough of Belfast when it was granted city status by Queen Victoria in 
1888. 

In 1846, the Belfast and Ballymena Railway line and terminus were built. The York Road 
Railway Station was opened on 11 April 1848 and acted as the terminus for rail services 
between Belfast and Ballymena. Later the line was extended to Londonderry Waterside via a 
route to Coleraine. The station was one of three main railway stations in Belfast. 

The formation of the Belfast Corporation in the middle years of the 19th Century enabled 
improvements to living conditions in the congested city. Deprivation and poverty, however, 
continued to be an issue into the mid-20th Century in the working class areas around York 
Street and the Docks, in areas that had seen a great deal of rioting and sectarian violence 
from the mid-19th Century. Prostitution was also an issue, with the brothels in the city enjoying 
substantial custom, not least from those who worked in the docks and warehouses, and those 
who were stationed in barracks. Inner-city areas frequented by prostitutes were targeted by 
vigilance committees, a move which had the unintended effect of driving the trade out into the 
suburbs.   

Improvements by Belfast Corporation included the widening of existing streets and the 
construction of new ones; common sewers were built, and open grounds and dangerous 
places were enclosed (Royle 2007). The town’s gas works (1823) were taken into municipal 
ownership and by 1894 electric lighting networks were being installed. 

The economy thrived during World War I, until the 1920s, but during the 1930s the world 
economic downturn undermined Belfast’s core industrial base that had, up to that moment, 
been heavily reliant upon the export trade. World War II gave a new boost to Belfast 
industries, as demand for industrial production increased, although the city itself became a 
target for German bombing raids. High levels of wartime employment continued after the war, 
but eventually the decline in ship building and linen manufacture re-emerged.   

The Luftwaffe attacked Belfast on three occasions between 7 April and 4 May 1941, using 
high explosive bombs and parachute mines (http://www.ww2talk.com/forum/war-air/21520-
belfast-blitz-luftwaffe-interview.html; Bardon 1982). Luftwaffe target files show that the attacks 
were aimed at harbour installations, and gas works. Damage was widespread and affected not 
only the industrial areas, but also areas north of the city centre. The Blitz destroyed 3,200 
houses and over 53,000 were damaged as a result of the raids. During the first raid, houses in 
the Docks area were damaged, as were houses on York Road. Ranks flourmills at the Pollock 
Basin, to the northeast of the study area were also destroyed. In the second attack, the north 
part was once again hit, with Antrim Road and vicinity being devastated. The station and 
adjacent works were very badly damaged in an air raid, in April 1941. The Midland Hotel, on 
the Whitla Street side of the complex, was destroyed, along with the covered tram terminus 
next door. The two large over-all semi-circular glass roofs which covered the platforms of York 
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Road station at the concourse end were also destroyed (the damage was so severe that, in 
1944, town planners proposed, in the first Area Plan for Belfast, that the entire station should 
be moved several blocks to the south, but this proposal was never implemented). The third 
attack targeted the shipbuilding and aircraft factories. Enormous damage was caused to both 
these industries and to the east of the city. Moreover the centre of Belfast was hit, including 
properties on York Street and Lower Donegall Street. The use of incendiaries created 
firestorms that burnt out-of-control and damaged further areas of residential property and 
industrial premises. 

9.5.5 Development and Historic Mapping  

The study area is shown in detail on historic maps dating back to the end of the 18th Century, 
but it is from the beginning of the 19th Century that a series of illustrative town plan drawings 
and Ordnance Survey maps record the growth of development within the study area and its 
changing character. The drawings record that the basic road network had been laid out by 
1815, but it was not until the second half of the 19th Century that development took off and by 
the turn of the 20th Century, the site had reached the peak of its historic development. The first 
map of interest to record in detail the study area is a map of Belfast by James Williamson 
(1791). This shows that at this time, the site was undeveloped land stretching from the 
waterside along Belfast Lough across to the Carrickfergus Road (North Queen Street). The 
land is described as ‘The Point Fields’ in the township of Town Parks. It is likely to have been 
liable to periodic flooding and may only have been used as seasonal grazing land on the 
margins of the town. The boundary of the open land is depicted by a line of trees. It is possible 
that ‘Point Fields’ were used for recreation. 

By 1815, the road network had been laid out together with a scatter of buildings at the south 
end, including the development of the docks where Ritchie’s Dock is shown. The High Water 
Mark is annotated to the east of Corporation Street and it appears that land to the north of the 
road system had been reclaimed. 

Between 1815 and 1828, there was little change to the basic layout of the study area and the 
surrounding area, although Corporation Docks had been constructed. Further in-filling had 
occurred by 1828, between Great George’s Street and Henry Street. The Ordnance Survey 
First edition map of 1833 records little change to the basic development of the study area. 

A number of town plans were drawn during the second half of the 19th Century as industrial 
success led to rapid development. The town plan of Belfast produced by James O’Hagan in 
1848 shows the gridded layout of streets across the study area, the main north-south 
thoroughfares are labelled (Lower York Street, Nelson Street and Corporation Street) and the 
east-west roads. A number of the minor streets are shown but are not labelled. The southern 
end of the study area had undergone further development, although the drawing does not 
indicate the type or mix of buildings (residential, commercial/industrial). One new feature was 
the arrival of the terminus for the Belfast and Ballymena railway line, which is shown beyond 
the northern end of the study area. 

In 1851, John Rapkin produced a town plan of Belfast. It depicts the same basic street pattern 
as the 1848 plan, but areas that were previously undeveloped are now shown as in-filled. The 
Second edition Ordnance Survey map of 1860 is similar to the plan of 1851. The railway 
terminus and railway line are labelled, a few buildings are shown along the north side of Ship 
Street (northern end of the study area), but the streets between Ship Street and Whitla Street 
have not yet been laid out, and Whitla Street is unlabelled. 

A metal engraving produced by Marcus Ward & Co. in c.1860 shows a view across the River 
Lagan to the north-west, with distant views of the study area. In the foreground, a busy port is 
filled with sailing ships with warehouses lining the river bank up to Corporation Square.  The 
engraving suggests that the study area has been developed with two and three storey 
buildings.  A few tall chimneys beyond the study area appear to belong to the large factories 
that are depicted on earlier maps to the west of York Street. A slightly later picture by J H 
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Connop (1863) shows a view across to the study area from the east, with a similar range of 
buildings. 

In 1884, Marcus Ward & Co. produced a map for the Belfast and Province of Ulster Post 
Office Directory (1884) which shows that some of the blocks of developed land that had 
previously been in-filled between the principal thoroughfares had been subdivided with streets 
running between, presumably in order to provide additional land for new or replacement 
buildings.  Between Nile Street and Great George’s Street, new streets were added (Shipbuoy 
Street and Garston Street). 

The series of fire insurance maps of Belfast that were produced at the end of the 19th Century 
(C E Goad Ltd 1897-8) show the footprints of buildings within the study area and they describe 
their use (commercial, residential, educational etc.). Within the core of the Scheme footprint, to 
the west of Corporation Street, they show residential housing at the north end (between Dock 
Street and Whitla Street) with a range of commercial and industrial buildings to the south, 
related to the docklands and to the manufacture and processing of various goods. The list 
includes timber stores, saw mills, corn mills, corn stores, ice stores, flax works and bonded 
stores. 

The 1901-2 Ordnance Survey map shows that the study area had reached its historically 
developed form at the turn of the century. The map gives the clearest indication of the type 
and number of buildings contained within the study area, and also the detailed nature of the 
street layout. By this time, it is also likely that the area had become known as ‘Sailortown’; a 
description which still echoes in the streets around the dockland area. The study area is 
predominantly made up of rows of residential terraced housing, densely clustered along the 
street frontages. This is particularly well illustrated at the north end of the study area along 
New Andrew Street, New Dock Street and Marine Street. Slightly larger premises are present 
at the southern end, all interspersed with schools, public houses, bars, hotels, a sailor’s 
institute, a barracks and religious establishments. One area of non-residential buildings is 
located to the south-east, between Great George’s Street and Trafalgar Street, and to the east 
of Nelson Street, where a number of large bonded stores, an oatmeal mill (off Little 
Corporation Street) and a timber yard (off Great George’s Street) are depicted and labelled.  
Tramways are depicted on the main thoroughfares along Corporation Street, Garmoyle Street, 
Whitla Street and York Street. 

Development depicted on the Ordnance Survey 1923 map suggests that the street blocks 
north of Trafalgar Street were predominantly residential.  Public urinals have been added to 
Henry Street and Whitla Street, and a fire station is depicted on the corner of Whitla Street and 
Nelson Street. South of Trafalgar Street, development is mixed with industrial and commercial 
premises shown, interspersed with residential housing, including blocks of terraces along the 
smaller streets (Garston Street, Shipbuoy Street), and similar to the pattern of development at 
the north end of the study area (Marine Street, New Dock Street and New Andrew Street).  
The only housing in the docks area appears to be along Pilot Street and a short stretch along 
Garmoyle Street, with the remaining land being used for storage and dock facilities. 

Between 1932 and 1938, there was little change to the basic layout of the study area. 

The 1947 Ordnance Survey map shows that the rail network had expanded with the addition 
of goods sheds (added to the rail terminus), and with a developed local rail network that linked 
the docks into the mainline. There is no indication of the extent of any war damage that might 
have occurred as a result of World War II German bombing raids.   

The study area had been transformed by 1986. All of the terraced housing and most of the 
commercial and industrial buildings covered by the Scheme footprint had been cleared to 
make way for the arterial road network that is shown under development.  Westlink is depicted 
as far as York Road, the M2 motorway is shown, although the road network south of Dock 
Street is depicted as dashed lines, suggesting that it was planned and possibly under 
construction.  In addition to demolition of the buildings, much of the historic road network had 
also been demolished.  Of the numerous streets running east-west in 1938, only parts of 
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Whitla Street, Marine Street, Ship Street, Dock Street, Earl Street and Henry Street are shown 
as surviving; in addition, the western end of Great George’s Street had been truncated to 
accommodate the Westlink. 

9.5.6 Motorway and Trunk Road Development 

9.5.6.1 M2 (foreshore) Motorway 

The M2 motorway was opened in sections from 1966 (first section to be completed was the 
M2 Greencastle-Sandyknowes-Corr's Corner). However, the Foreshore Section, a 4km 
(2.5miles) section between Whitla Street and Greencastle, was not completed until 1973. This 
was the most costly and complex portion of the early motorway programme 
(http://www.ukmotorwayarchive.org/). 

In 1965, Bailie Russell (senior engineer, attached to the Northern Ireland Roads Service) 
proposed and it was agreed that the link between the Urban Motorway Ring and the M2 at 
Greencastle should be along the foreshore, east of the railway line which ran between 
Belfast's Midland Station and Carrickfergus and Larne. 

The scheme also involved the demolition and replacement of a large part of the marshalling 
yard and other services at the York Road Terminal belonging to the Northern Ireland Railway 
Company, and extensive alterations to the Duncrue Street Workshops of Ulsterbus and 
Northern Ireland Carriers. 

The basalt rock filling required for the reclamation of the foreshore was obtained from the 
cement works and limestone quarry at Magheramorne, approximately  27km (17miles) away 
north along the coast.  At the foreshore motorway site, a 2.4km (1.5 mile) long railway siding 
was constructed alongside the existing Northern Ireland Railways line. This facilitated the side 
discharge of wagons, which were emptied directly on to the foreshore and the material was 
spread by four D9 Caterpillar dozers. Between November 1966 and May 1970, over 4 million 
tons of basalt were transported by train. This was the last commercial use of steam 
locomotives in Northern Ireland and by May 1970, they were the last broad gauge steam 
locomotives in service anywhere in the United Kingdom. 

The work was completed in May 1973 and was opened to traffic on 22 May by Lord 
Windlesham, who was a Minister of State in the Northern Ireland Office. 

9.5.6.2 Westlink 

Revised plans for an inner city urban motorway (initially put forward in the 1960s) were the 
subject of a prolonged public inquiry in 1977. In April 1978, the Department issued a 
statement, which accepted most of the Inspector's recommendations. The scale of the 
scheme for the connection between the M1 and M2 was reduced to dual two-lane 
carriageways with an overall width of approximately 18m (60 feet). The new road was to be 
depressed, where ground conditions permitted, in order to minimise noise and visual intrusion, 
but it was not to be fully grade-separated. Many of the other road proposals were abandoned 
(http://www.ukmotorwayarchive.org/). 

The Belfast Division of the Roads Service under TA Warnock, quickly started the detailed 
design of the new proposal, now called "Belfast West Link". The project was divided into five 
major contracts, with several other minor contracts dealing with work such as sewer 
diversions, sand drains, embankment fill and pedestrian subways. The work was carried out 
between April 1979 and March 1983. 

The main contractors were Charles Brand, Farrans, Magheralin Quarries, JMJ, JF Owens, RJ 
Maxwell and Graham. The first section completed was that between the M1 at Donegall Road 
and Grosvenor Road. It was brought into use in February 1981. The entire scheme was open 
to traffic on 29 March 1983. The omission of the flyovers at Donegall Road and Grosvenor 
Road led to serious congestion at these junctions. 
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9.5.6.3 M3 Motorway (Dock Street to Bridge End and Sydenham By-pass) 

A review of the Belfast Transportation Strategy in the 1980s concluded that the construction of 
road and rail links across the River Lagan were essential parts of the transportation 
infrastructure, not only for the city, but for the Province as a whole 
(http://www.ukmotorwayarchive.org/). 

The scheme connected the M2 and Westlink near Dock Street with the East Belfast road 
system at Middlepath Street. The length of the road structure is approximately 790 metres and 
the adjoining rail structure is approximately 1490 metres long. There are three separate 
structures - road east bound, road west bound, and rail. The bridge decks are of concrete box 
construction using glued precast match cast post tensioned segments, weighing between 55 
and 95 tonnes each.  The contract was awarded to the Graham Farrans Joint Venture. The 
design was undertaken by Acer Consultants (formerly Freeman Fox and Partners) in 
association with WDR & RT Taggart for Graham-Farrans, with Robert Benaim and Associates 
providing assistance with temporary works and deck erection procedures. 

On 9 March 1995, the road and rail links were formally opened by Her Majesty Queen 
Elizabeth II. 

9.5.7 Cultural Heritage Overview 

Cultural heritage assets (archaeological sites, findspots, historic buildings/structures and 
historic landscape elements) recorded within the study area are listed in Tables 9.12 to 9.14.  
Assets are identified by a unique asset number (e.g.  AR7), and are generally numbered from 
north to south within the zones that make up the study area (Zone A, Docks; Zone B, York 
Street; Zone C, city core; and Zone D, Proposed Scheme footprint).  ‘AR’ prefixes refer to 
archaeological assets, ‘HB’ prefixes to historic building assets and ‘HL’ prefixes, to historic 
landscape assets.  The location of the cultural heritage assets are shown on Figure 9.1. 

As mentioned in sub-section 9.5.3, an initial search has identified a total of 123 heritage 
assets within the study area, comprising fifteen assets that are archaeological remains, 
twenty-eight listed buildings, and eighty assets that are elements of the historic 
landscape/townscape. The assets date from the Early Christian to the modern period, with the 
majority being post-medieval, and predominantly 19th Century date. 

The baseline heritage assets are described chronologically in this section, following 
appropriate regional terminology adapted from DMRB guidance (see Table 9.9). 

Table 9.9: Adopted period terminology 

Approximate regional terminology HA period categories (based upon Heritage of Historic 
Resources Sub-Objective TAG Unit 3.3.9, DfT, 2003) 

Not applicable  Lower Palaeolithic (pre 30,000BC)  

Not applicable  Upper Palaeolithic (30,000 - 10,000BC)  

Early Mesolithic (8,000 – 6,000BC) Early Mesolithic (10,000 – 7,000BC) 

Late Mesolithic (6,000 – 4,000BC) Late Mesolithic (7,000 – 4,000BC)  

Neolithic (4,000 - 2,000BC) Neolithic (4,000 - 2,200BC)  

Bronze Age (2,000 - 500BC) Bronze Age (2,500 - 700BC)  

Iron Age (500BC - AD400) Iron Age (700BC - AD43)  

Not applicable  Roman (AD43 - 450)  
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Approximate regional terminology HA period categories (based upon Heritage of Historic 
Resources Sub-Objective TAG Unit 3.3.9, DfT, 2003) 

Early Christian (AD400-1150)  Early Medieval (AD450 - 1066)  

Medieval (AD1150 - 1540) Medieval (AD1066 - 1540)  

Post-medieval (AD1540-1901) Post-medieval (AD1540-1901) 

Modern (AD1901 - present) Modern (AD1901 - present) 

 

9.5.7.1 Previous Archaeological Fieldwork 

There has been a limited amount of previous archaeological work undertaken within the area.  

A survey of the industrial archaeological heritage of Greater Belfast was carried out in the 
1980s. This encompassed the area of the site and the wider study area, beyond Zones A to D. 
The Greater Belfast Industrial Archaeology Survey identified industrial buildings shown on 
historic Ordnance Survey maps from 1833 to 1938 and the results of the survey have been 
incorporated into the NIEA Industrial Heritage Record, which was consulted for this 
assessment. 

An archaeological watching brief, undertaken in 2006 at Corporation Street, (NGR J34384 
75236), c.50m east of the immediate study area, during sewer upgrade work, uncovered the 
remains of a cobbled layer and associated mortared stone wall found above an earlier 
mortared red brick wall. The brick wall was built on a mortar and stone foundation. In addition 
at the ferry terminal, the possible remains of a modern wooden structure were recorded 
(Gahan and Long, 2006), (ANT061:17, AR1). 

Archaeological monitoring of ground investigations carried out for the Proposed Scheme in 
2013 produced evidence of likely 19th and 20th Century buildings (Northern Archaeological 
Consultancy 2013) (see sub-section 9.5.7.4.1). 

9.5.7.2 Prehistoric Period 

The buried remains of early Holocene land surfaces and deep post-glacial alluvial, estuarine 
and marine deposits (sleech) that are likely to underlie the study area may contain evidence of 
Mesolithic occupation /activity and human activity in the wider area, from the Neolithic and 
later periods (AR13).  

9.5.7.3 Early Christian and Medieval Periods 

The NIEA MBR records the site of a destroyed rath (AR4) that is located c.970m west of the 
scheme footprint centre and it is recorded as an ‘Enclosure’ on the Ordnance Survey map of 
1835. This is one of a number of raths known in the wider area, that are located on the lower 
slopes of Black Mountain, the others being protected as Scheduled Monuments. 

In AD665, the ford or ‘Fearsat’ in Belfast was the scene of a battle that was fought between 
the Ulidians and the Cruithni, where Cathasach, son of Laircine was slain. The location of the 
battle is unknown, but could have been a ford on the River Lagan (HL66). 

Historic references record that the first formal settlement in Belfast was begun by the Anglo-
Normans in the early 13th Century, who built a castle on the main route from Down to 
Carrickfergus. These defences were destroyed and re-built on numerous occasions over the 
next 300 years. Archaeological investigations have recorded remains of medieval settlement 
and occupation within the historic core of the city (AR6), to the south of the study area. The 
possible site of a medieval chapel (AR8), now occupied by St George’s Parish Church, is 
illustrated on historic maps of the town, c.900m south of the immediate study area. The Area 
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of Archaeological Potential includes the historic core of the town (to the south of the study 
area) that is likely to include areas of medieval settlement, occupation and activity (AR11). 

9.5.7.4 Post-medieval Period 

9.5.7.4.1 Archaeological Remains 

An archaeological watching brief at Corporation Street recorded evidence of a demolished red 
brick wall and a later stone & mortar wall associated with a cobbled layer (AR1). Evidence of 
occupation and settlement in the historic town core has been found in archaeological 
investigations across the town (AR6). Investigations in 1984, recorded the remains of the 
backyards of houses to the south of High Street (AR7). Along Waring Street, excavations 
located the remains of a 17th Century brick-built structure on the site of Benny’s Bar (AR9), 
possibly one of the houses shown on Philips’ 1635 map of the town. On Gordon Street, 
excavations in 1999, located the buried remains of 18th and 19th Century buildings and 17th 
Century artefacts (AR10). Part of the 17th Century defensive town ditch that was constructed 
in the 1640s around the historic town, was recorded during excavations at Donegall Street, 
Gordon Street and Queen Street (AR5). The Area of Archaeological Potential (AR11) includes 
the historic core of the town that is likely to include areas of post-medieval settlement, 
occupation and activity, and buried remains of early docklands. Excavations in the Cathedral 
Quarter, on Talbot Street, in advance of redevelopment, have uncovered archaeological 
remains including 17th Century field boundaries, 18th and 19th Century house foundations, 
occupation and craft working debris, wells and the foundations of 19th and 20th Century 
warehouses (NAC, 2007).        

Within Zone D, are the buried remains of the former industrial, commercial and residential 
premises that date from the late 18th Century to the early 20th Century. These were 
demolished during the 1960s to make way for the arterial road system and are likely to 
survive, although in a fragmentary state (AR12). 

9.5.7.4.2 Battlefields 

Four battles are recorded within the study area, which are related to the Elizabethan 
Plantation. 

In 1552, the Lord Justice with a party of Irish supporters who preceded the main force, was 
met by Niall Oge O’Neill at Belfast who defeated the English foraging party. The location of the 
battle is unknown, but may have been fought close to a crossing point on the River Lagan 
(HL68). 

In the 1570s, Queen Elizabeth made a grant to Walter Devereux, Earl of Essex, of very 
extensive lands in Ulster. After settling differences with Sir Thomas Smith, whose land may 
have overlapped those granted by Elizabeth to the Earl of Essex, the earl came into conflict 
with Sir Brian O’Neill and a battle was fought near the ford of Belfast in 1573 (HL67). 

The Annals of Ulster record a battle in 1540 at Belfast between the O’Neill and Uibilin (HL65), 
‘Two sons of Aodh O’Neill the Brusque, namely, Conn, son of Aodh and Domnall the Manly, 
were slain by Mac Uibilin, namely Rughraidhe Mac Uibilin, on the next side of Bel-Fersti …’ 
(Connelan 2003, Volume 3, p633). 

In 1649, Belfast was under siege from Colonel Robert Venables who had been sent to Ulster 
by Cromwell after the capture of Drogheda. The siege lasted for four days and although there 
were skirmishes at Buller’s Field outside the north gate, the town surrendered (HL63). 

9.5.7.4.3 Post-medieval Works and Industrial Remains 

The NIEA MBR records the location of nine mill sites within the docks area (Zone A) and to the 
west of the immediate study area (Zone C). The locations of the assets are recorded on the 
series of historic Ordnance Survey maps from 1858, 1872 and 1883-4. In Zone A, saw mills 
are recorded off Duncrue Street (HL2, HL5) and along Garmoyle Street (HL8). One of the saw 
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mills on Duncrue Street (HL2) included an area for an extensive timber pound.  Apart from 
timber mills, there were also food mills. On Corporation Street, to the south of Garmoyle 
Street, Clarendon Mills (HL16) produced oatmeal (more recently taken over by Dalgety’s Food 
Mills).  Along York Road (Zone B), three saw mills are recorded (HL21, HL23, and HL31) and 
a flax /corn /flour mill on Meadow Street (HL29). Two of the mills (HL29, HL31) were later 
incorporated into an extension of Gallahers Tobacco Factory. 

Two limekilns (HL7) are recorded in Zone A on Albert Quay that was in existence by 1872. 

Feltworks are recorded on Garmoyle Street (HL9, HL14) and are shown on OS maps of 1858 
and 1883 respectively. HL9 was later incorporated into a saw mill complex. The Industrial 
Heritage Record (IHR) suggests that most of the other types of manufacturing carried out in 
the town were located away from the docks area. In Zone B, a wagon and coach works are 
recorded along Brougham Street (HL27) and also in Zone C at North Queen Street, Mulryne’s 
Coach Building Works (HL33). A linen factory on York Street (HL32) that is shown on maps 
from 1858, was later incorporated into an extension of Gallahers Tobacco Factory.  Spinning 
mills had been introduced to the area by Thomas Mulholland in 1822, when he and his son 
Andrew built a large cotton-spinning mill on Point Fields (HL32), which later became York 
Street. These premises were destroyed by fire in June 1828, and when re-built were fitted out 
with new wet spinning frames to produce fine linen yarn. This developed into the York Street 
Flax Spinning Company. 

Starch-producing factories are located in a relatively small area around Frederick Street and to 
the west of York Street. Four works were producing starch by 1858, including factories on 
Frederick Lane (HL38), York Lane (HL40), Washington Street (HL44) and York Street (HL45).  
A fifth works was in operation by 1883 on York Lane (HL37). Other factories in Zone C 
included an engineering works on Great Patrick Street (HL59) and a cotton manufactory on 
York Lane (HL42) that was in existence by 1858. On Donegall Street, there was a biscuit 
factory (HL36) that was shown on OS maps from 1883-4; and two bacon factories, one on 
Tomb Street (HL55) and another at the junction of Tomb Street /Gamble Street (HL57). Both 
were in existence by 1858. A tobacco factory is shown on York Street from 1883-4 (HL43). 

In the 19th Century, bonded stores, used to store commercial goods not yet cleared through 
customs, were located in the south-east corner of the study area. Four premises are shown in 
Zone C that were in existence from 1858 (HL53, on Albert Quay), and 1883-4 (HL49 on Talbot 
Street; HL51 on Gordon Street; and HL56 on Tomb Street). Another bonded store that was 
also in existence by 1858 is located at Donegall Quay (HL19) on the southern edge of Zone A. 

Around 1760, Stewart Hadskis opened an iron foundry off Hill Street, where he made pots and 
pans as well as boilers for the local bleachers. The business was carried on by the Hadskis 
family until 1798, when it was offered for sale and closed down shortly thereafter. Although 
other foundries were in operation in Belfast, it was not until 1811 that the Belfast Foundry was 
established in Donegall Street. William Booth came from Manchester and set up another 
foundry in Union Street at the same time. John Rowan, having experienced difficulty in 
transporting his products from Doagh, moved his establishment to York Street in 1846.  
Stephen Cotton came to Belfast from Leeds and set up the Brookfield Foundry in 1856. His 
first products were spinning and drawing frames, as well as hackling machines. He later added 
roller-fluting machines, bundling presses and power reels to his range of products at The 
Phoenix Foundry on Great George’s Street (HL50). These buildings are shown on the OS 
map of 1833. By 1858, two other foundries are recorded; the York Street Foundry (HL30), 
later subsumed by Gallahers Tobacco Factory, and a foundry on Donegall Street (HL39). In 
the docks area, Princes Dock Foundry (HL10) on Garmoyle Street is shown on OS maps from 
1883-4. 

The origins of Belfast Port can be traced back to 1613, when, during the reign of James I, the 
town was incorporated as a borough by Royal Charter, with provision for the establishment of 
a wharf or quay. As a result, a quay was constructed at the confluence of the rivers Fearset 
(Farset) and Lagan, and the development of Belfast as a Port began. By the early 
18th Century, the town had replaced Carrickfergus as the most important port in Ulster and 
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additional accommodation was necessary. A number of privately-owned wharves were 
subsequently constructed on reclaimed land. Throughout the century, trade continued to 
expand as Belfast assumed a greater role in the trading activities of the country as a whole. In 
1785, the Irish Parliament passed an act to deal with the town’s burgeoning port. As a result, a 
new body was constituted: The Corporation for Preserving and Improving the Port and 
Harbour of Belfast, commonly called “the Ballast Board”.   

Although already well established by this stage, the Port remained disadvantaged by the 
natural restrictions of shallow water, bends in the channel approach, and inadequate quays.  
These problems, together with an increasing volume of trade, led to a new government act of 
1837. This reconstituted the Board and gave it powers to improve the port, through the 
formation of a new channel. Initial work on straightening the river commenced in 1839 and by 
1841 the first bend had been eliminated, thus beginning the creation of what was to become 
known as the Victoria Channel. In 1847, the Belfast Harbour Act repealed previous acts and 
led to the formation of the Belfast Harbour Commissioners. This new body, with much wider 
powers, completed the second stage of the new channel two years later. From that time, the 
Commissioners developed and improved the Port, reclaiming land to accommodate new 
quays, new trades, and changes in shipping and cargo-handling technology. Albert Quay 
(HL11), Clarendon Dock, graving dock (HB3) and Donegall Quay (HL54) are all shown on the 
1858 OS maps. The 19th Century Hamilton Graving Docks (AR3), the first graving dock on the 
Co. Down side of the River Lagan, is a Scheduled Monument. The Harbour Office on 
Corporation Square (HB5) was built in 1854 (with later additions), and incorporated a clock 
tower to regulate sailings. It was the headquarters of the Harbour Commissioners and was 
responsible for overseeing the development and running of the Port of Belfast. 

Among the earliest manufacturing activities in north Belfast, were the shipyards of William 
Ritchie, established in 1791. His premises were at the Old Lime Kiln Dock, now the Clarendon 
Dock, and his first ship, the 300 ton Hibernian, was launched in 1792. His brother Hugh also 
built ships on former slob land to the north of this dock, and when he died in 1807, a third 
brother, John, took over the business. This firm became Ritchie and MacLaine and was later 
inherited by his son-in-law Alexander McLaine. It continued until 1878. Messers. Connell and 
Sons also built ships on the north bank of the Lagan. The firm of Workman Clark built ships to 
the north of the Milewater Basin from 1879. This firm was overshadowed by the larger firm of 
Harland and Wolff, but had a reputation for quality and innovation through its concentration on 
refrigerated vessels for the chilled meat and fruit trades. AW Hamilton and Company Ltd also 
operated from the Clarendon docks as ship repairers. A ship repair yard with iron workshops 
(HL15) is shown on maps from 1858 at Pilot Place. Associated with the dock, is a brick-built 
harbour boundary wall (HL71) with recessed panels and concrete caps that fronts onto 
Druncrue Street.   

In 1846, the Belfast and Ballymena railway line was constructed. The railway company 
opened its line from York Street in 1848, and constructed its locomotives and carriages there.  
The IHR records the York Road Railway Station (HL25) and the adjacent BNCR Terminus and 
Midland Hotel (HL26) that were damaged and destroyed during World War II. Engine sheds 
are shown north-west of the railway station (HL22). 

On York Road, a historic bridge (HL20) that is shown on OS maps from 1858 carries the road 
over the Milewater River. 

The Area of Archaeological Potential includes the historic core of the town and developed land 
that from the end of the 18th Century, became industrialised with the construction of docks and 
areas of residential, industrial and commercial premises (AR11). 

9.5.7.4.4 Post-medieval Religious Buildings and Institutions 

There are five historic churches that have designated listed building status in the study area.  
The churches were built during the second half of the 19th Century, to meet the needs of the 
large numbers of migrants who were arriving in Belfast to work in the mills and factories that 
had been built in this part of the town.   
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To the north-west in Zone B, St Paul’s Church of Ireland on York Street (HB7) was 
constructed in 1850-51.   

Sinclair Seamen’s Presbyterian Church on Corporation Street (HB4), in Zone A, was built in 
1857 and is a Venetian-style harbour-side church.   

Carlisle Memorial Methodist Church on Carlisle Circus (HB10), in Zone B, was built in 1875 
and was at one time home to one of the largest Methodist congregations in Belfast. Next to the 
church, is the former Carlisle Memorial Church Hall (HB11) at 86 Clifton Street.   

St Patrick’s Roman Catholic Church on Donegall Street (HB19), in Zone C, was built in 1877 
in red sandstone with a pinnacle spire. Its associated Parochial House at 199, Donegall Street 
(HB18) is a three-storey, four-bay brick building with hipped roof and was constructed c.1820.  
Next to the church, is St Patrick’s Christian Brothers School (HB20), constructed in 1828.   

In Zone A, St Joseph’s Roman Catholic Church on Princes Dock Street (HB1) was 
constructed in the early 1880s, and at one time sat in the heart of the Sailortown community.  
It is associated with St Joseph’s Roman Catholic Parochial House on Pilot Street (HB2), a tall, 
Italianate red brick four-storey terraced building.   

There are a number of other buildings that were built in the 19th Century by political or religious 
groups, such as Belfast Orange Hall on Clifton Street (HB12), which opened in 1885.  The 
Friends Institute at 47 Frederick Street was built in 1870 and is first shown on the Second 
edition Belfast town plan of 1871-3. The Institute survived the re-building of the meeting 
house, which took place in 1972. Since 1987, the Institute has been let for charitable purposes 
(HB15). 

The Belfast Charitable Institution (Clifton House) on Clifton Street (HB13) is a two-storey red 
brick building that encloses two courtyards (with later additions). It was originally built in 1774 
as a poor house to provide water and shelter to the needy. In the poor house, the children 
were taught the cotton manufacturing that eventually contributed to the city’s dominance in the 
cotton industry (Strain 1961). The 18th Century gardens of Clifton House are a registered 
historic garden (HL34). Clifton Street Cemetery, a walled graveyard with an entrance on Henry 
Place (HB8), was built in 1797 by the Belfast Charitable Society. It contains paupers’ graves 
and mass graves for victims of epidemics, as well as a number of mausolea and memorials to 
prominent people of the city (BCC nd, 7). 

The Calder Fountain, designed by the Belfast Harbour Commissioners Chief Engineer, 
George Smith, (also designer of the Italianate Harbour Office in Corporation Square), stands 
near its original location in Custom House Square (HB27), the epicentre of 19th Century 
Belfast. It was built in 1859 from public subscription and dedicated to the life and memory of 
Commander Francis Anderson Calder, founder member of the Belfast Society for the 
Prevention of Cruelty to Animals. 

9.5.7.4.5 Post-medieval Commercial and Vernacular Buildings 

The Custom House (HB26), constructed in 1857, is an imposing Victorian building designed 
by the architect Charles Lanyon; made possible and necessary as Belfast became one of the 
great industrial and trading centres of the Victorian United Kingdom. The three sides of the 
raised forecourt face away from the river. 

Rotterdam Bar (HL72) is a late 18th Century former public house situated on Pilot Street in the 
former Sailortown area of Belfast. It has a historic connection to the area and was reputedly 
used as a detention centre for prisoners en route to penal colonies in the early 19th Century. 
Later, it became well-known as a traditional Irish pub and music venue. Rotterdam Bar, the 
Dockers Club (HL74) and Pat’s Bar (HL73) to the rear, represent the few surviving elements 
of buildings that were within the former historic area of Sailortown. This is also evident in the 
terrace of four houses at the north end of Corporation Street (HL75) that remain as a tangible 
link to the former area.  
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The Headline Building in Victoria Street (HB25) was designed by Thomas Jackson and built 
by John Lowry & Son, builders, in 1863. It was originally commissioned by the Scottish 
Amicable Life Assurance Company and it was the first purpose-designed insurance office 
block in Belfast. A massive and ornate building in what was known at the time as the ‘modern 
Italian’ style, it has some of the air of a Venetian Renaissance palazzo. Its crowded and busy 
façades were carried out in Dungannon sandstone and white Glasgow brick, whilst the entire 
building was designed to be fireproof with stone staircases used throughout. 

The Northern Bank (former Corn Exchange building), 1-9 Victoria Street (HB24), was built in 
the second half of the 19th Century and is a plain two-storey building with shops, that was built 
by a company of the grain merchants of Belfast. 

The Wine Merchants (Direct Wine Shipments) (HL76) is located on the corner of Donegall 
Quay and Corporation Street. It is three storeys, three bays stucco under corrugated iron roof 
with parapet, with projecting end bays with quoins and recessed central bay. It is shown as a 
wine merchant ‘J. Doran and Co. Wine and Spirit Stores’ on the Goad Insurance maps of 
1897-8 and still operates as a wine merchant. 

A stone and brick warehouse (HL77), that is located between Little Patrick Street and Great 
Patrick Street, is demonstrative of a vernacular stone building that has been adapted to a new 
use, with new additions in a contrasting red brick. 

At 27-37 Talbot Street (HB23), is a four-storey red brick building, constructed pre-1834 with 
the front elevation divided into unequal bays by pilasters, rising to finials at roof level.  It is 
located within the Cathedral Conservation Area (HL78). 

A terrace of buildings at 201-205 Donegall Street (HB17), is an early group of brick-built 
houses that are pre-Victorian which were constructed c.1820. Early street directories suggest 
that the terrace was favoured by textile merchants, with silk mercers and linen/cotton 
manufacturers resident. The later 19th Century saw the terrace taken over by professional 
people such as doctors, dentists and vets. 

The former Hendrons’ Warehouse (HL70) at the corner of Little Patrick Street and York Street 
is a surviving example of a 19th Century warehouse and former grocer’s shop.  

The Cathedral Conservation Area (HL78) is located on the northern fringe of the city centre 
and adjacent to the Port of Belfast. It contains a preserved street layout dating from the 17th 
and 18th Centuries, and a significant number of historic buildings which mark the transition of 
Belfast from a small port, to an internationally important commercial city. St Anne’s Cathedral 
lies at the heart of the Cathedral Conservation Area. 

9.5.7.4.6 Post-medieval Military Buildings 

North Queen Street Community Centre (HB9) is a relatively large single 1½ storey brick-built 
gabled hall of 1883, with large octagonal roof light turret and tall chimneystacks. Originally a 
gymnasium belonging to a large army barracks complex, but now a community centre, 
following the demolition of the rest of the barracks, with an extension of c.1980 on the east 
side. The wider area around HB9, occupied by c.1960s and 1970s tower blocks and houses, 
was formerly home to a large artillery barracks, built in 1797 as a replacement for a pre-1757 
barracks located in what is now Barrack Street. In 1883, following reforms introduced under 
the Cardwell Scheme for the modernisation of the army, two new large accommodation blocks 
were built, as well as this particular building- a gymnasium. In 1909, the complex (Victoria 
Barracks) accommodated 10 officers and 182 soldiers, with quarters for 32 married soldiers 
and their families.1,000 men could be garrisoned in all, and when required a further 3,000 
could be housed under canvas. The barracks was largely destroyed during the Belfast Blitz of 
1941, with every main building hit and many troops killed. In the years immediately following, 
the government decided that such compact army bases in built-up areas were vulnerable to 
enemy attack and should be abandoned. The site remained in a ruinous state until the 1950s 
when it was cleared. Subsequently, the site was filled with new housing and several tower 
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blocks were built over a ten-year period from the mid-1950s to the mid-1960s. The military 
retained a small section of the ground on the western side of the site but this was cleared in 
the late 1960s and replaced with the present Carlisle Estate. The Gymnasium escaped major 
damage in 1941 and was spared demolition. In the 1960s and 1970s, it was occupied by the 
Belfast Education and Library Board and used as a store, but in c.1979-80 was converted to a 
community centre, with a two-storey extension added to the eastern side. 

9.5.7.5 Modern Period 

In the early years of the 20th Century, the traditional industries and the port continued to 
flourish.  Musgrave Channel was dug in 1903. Herdman Channel was dug in 1933. The same 
year, Pollock Dock opened. 

9.5.7.5.1 Archaeological Remains 

Archaeological monitoring of replacement sewer shafts (Shaft 29) at the ferry terminal (AR1) 
located traces of modern activity. A series of wooden footings, one of which supported the 
base of a metal, most likely modern, structure was found (Gahan & Long 2006). The Area of 
Archaeological Potential includes the historic core of the town and land that was developed 
from the end of the 18th Century, with the construction of docks and areas of residential, 
industrial and commercial premises.  Some of these premises have been re-developed in the 
20th Century (AR11). The buried remains of the former industrial, commercial and residential 
premises, some of which date to the early 20th Century, that were demolished during the 
1960s to make way for the arterial road system, are likely to survive, although in a fragmentary 
state within Zone D (AR12). 

9.5.7.5.2 Modern Works and Industrial Remains 

A number of flour, maize mills and grain storage facilities are recorded in the docks area.  The 
Pacific Flour Mills on Northern Road (HL1) are shown on OS maps of 1938. The 1902 maps 
record the Dufferin Flour Mill and Meal Mills on Duncrue Street (HL3) and a grain silo (HL4). 
To the south on Princes Dock Street, is Princes Dock Mill (maize) (HL13) shown on maps of 
1931 and 1938. 

A bonded store on Short Street (HL12) is shown on OS maps of 1920, 1931 and 1938, 
however, the greatest number of bonded stores are all located in Zone C, off Dunbar Link 
(HB28, HL47 and HL48) and Corporation Street (HL60 and HL61). 

On the outer edge of Clarendon Dock, a landing stage (HL17) is also shown as a ferry 
crossing on the OS map of 1938. Belfast Car Ferries passenger terminal (HL18), located next 
to Corporation Square, is a modern two-storey concrete and steel structure. 

The Gallaher's tobacco factory in York Street (HL28), became the largest manufactory of its 
kind in the world and the immense building covering four acres of ground was six stories high 
(shown on OS maps from 1920). The company was founded by Tom Gallaher, who in 1857 
started his own business in Londonderry, making and selling pipe tobaccos. Within 16 years, 
he had prospered enough to move to larger premises in Belfast. By 1888, he was producing 
flake tobaccos and cigarettes, which were displayed at the Irish exhibition in London during 
that same year. In 1896, the Belfast factory moved into larger quarters. That same year, the 
company was incorporated as Gallaher Limited. In 1908, it completed a transaction important 
to the history of the industry by purchasing the entire Irish tobacco crop. Production increased 
significantly, and Tom Gallaher was the master of a thriving business when he died in 1927 at 
the age of 87. He had maintained an active interest in the company until the time of his death 
and had achieved great civic respectability as a governor of the Royal Victoria Hospital in 
Belfast. He was also credited with being the first person in the tobacco industry to introduce a 
47-hour working week and annual paid holiday. 

In the north-west corner of Zone B, is the Ulster Bakery on Lilliput Road (HL24) that is shown 
on OS maps from 1920 to 1938. 
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A factory on Donegall Street (HL39) that was previously a foundry, is shown on OS maps from 
1920 to 1938 as a biscuit factory. Also in Zone C, is ‘Scott’s Bedding Manufactory’ (HL52), 
located off Gordon Street, which is a three-storey brick building with loading doors at 1st and 
2nd floor; and an engineering works on Great George’s Street (HL62) is also shown on OS 
maps 1920 to 1938. 

The former Harland & Wolff Headquarters Building and Drawing Offices on Queen's Island 
(HB6), East Belfast, are located on the eastern side of the historic docks, on the opposite side 
of the River Lagan to Sailortown. The three-storey office block is of sandstone and brick, and 
was built in stages between c.1885 and c.1912 and functioned as the administration and 
drawing office centre for the world famous Harland and Wolff shipyard. The offices of Lord 
Pirrie, Thomas Andrews and Alexander Carlisle were also located in this building. The oldest 
sections of the building appear to be the two former Drawing Offices, which retain a cathedral-
like atmosphere and which are located on the ground floor rear of the building; although the 
building contains a number of other drawing offices (e.g.  the Admiralty Drawing office), it is 
the association of the two grand ground floor Drawing Offices with the production of both the 
concept design and detailed construction drawings for RMS Titanic and Olympic for which it is 
best known. 

9.5.7.5.3 Modern Commemorative Monuments, Religious Buildings and Institutions 

St Anne’s Cathedral on Donegall Street (HB22) was built in 1904 (with later additions) and is 
the focal point of the Cathedral Conservation Area (HL78) and also of the Cathedral Quarter.  
It replaced the old parish church of St Anne. 

At the entrance to Clifton House (Belfast Charitable Institution), is a gate lodge along North 
Queen Street (HB14) that was built in 1938 and is a single storey red brick building in Neo-
Georgian style. 

Lancaster Street School (former Ladies Industrial School) (HB16) was constructed in 1906-7 
and is a two-storey Edwardian building in red brick with dressings in cast concrete blocks (with 
later additions). 

The Congregational Church buildings at 101 Donegall Street (HL69) replaced an earlier 
church that was largely destroyed by fire in 1931. It was rebuilt in 1932 and then in 1955 
following extensive bomb damage during the Belfast Blitz of World War II.  

On the south-east wingwall of North Queen Street Bridge, there is a memorial to the 15 people 
killed and those injured on the 4 December 1971 in the bombing of McGurk’s Bar (HL80). The 
memorial is a stone Celtic cross on a double plinth with an inscription. It is situated within 
protective metal railings and includes a mock-up mural/sculpture of the original bar with 
individual plaques provided above, dedicated to those who were killed. 

9.5.7.5.4 Modern Commercial and Vernacular Buildings 

The Irish News Office at 113 Donegall Street (HB21) was built in 1905 and is a three-storey 
brick-faced building above a stucco ground floor arrangement. 

9.5.7.6 Unknown Date 

‘Headling sheds’ are recorded at Whitla/Nelson Street (HL6).  A number of undated buildings, 
including a factory on Lancaster Street (HL41) and a distillery/brewery on Corporation Street 
(HL58) are located in Zone C. 

A Defence Heritage Site, the site of an emergency water supply (HL64), is located at the 
southern end of the study area. 

   
ENVIRONMENTAL STATEMENT (VOLUME 1) 
January 2015 
 

190 
 



 Transport NI — York Street Interchange 

 
9.5.7.7 Archaeological Monitoring of GI Investigations 

Five trial pits that were monitored during a phase of ground investigations carried out in 2013 
produced evidence of archaeological remains (Northern Archaeological Consultancy 2013, 
Figure 3), although seven other pits produced no remains where made ground was recorded 
overlying estuarine layers (made ground contained fragments of 19th Century and 20th Century 
debris, estuarine deposits contained a series of shell beds). 

The trial pits were excavated to a maximum depth of 2.5m, and the following trial pits (TP) 
produced archaeological remains: 

• TP202, the buried remains of a concrete slab that is likely to be the foundation of a large 
warehouse, possibly the Clarendon Mills (Oatmeal) building (HL16). The building first 
appears on the 1822 Benn Belfast town plan (PRONI T/1541/8); 

• TP203, the buried remains of a concrete slab that is possibly the continuation of the 
feature observed in TP202 and which therefore could be the remains of the Clarendon 
Mills (Oatmeal) building (HL16); 

• TP205, five courses of bonded brickwork that extends to a depth of at least 1m. The 
brickwork is possibly handmade and may be pre-1870 in date and therefore likely to be 
the remains of a Victorian building which is indicated at this location on the 1884 Map of 
Belfast Post Office Directory; 

• TP209, the remains of a yard surface composed of clay tiles on a bed of orange sand. 
They may be associated with a building that is shown close to this location on the 1st 
edition OS map (mid-19th Century in date), or the floor of a building noted on the 1884 
Post Office Directory; and 

• TP214, the remains of a concrete slab constructed on hardcore and building rubble. 
Historic maps indicate that throughout the 19th Century, this area was a road and it is 
possible that the remains may relate to a later, 20th Century road surface. 

The results of the archaeological monitoring suggests it is likely that the foundations and 
construction layers of former 19th and 20th Century buildings and structures will survive in 
areas of the Scheme footprint where they have not been destroyed by later development, 
including construction work for the modern road network. 

9.5.7.8 Palaeo-environmental Potential 

An archaeological assessment of the below-ground deposits using borehole data from recent 
exploratory ground investigations (Causeway Geotech 2013) was undertaken for the 
Proposed Scheme in order to gain an understanding of the complexity and extent of the buried 
strata; and to identify where deposits of archaeological /geoarchaeological interest are likely to 
be located. The results are presented in Table 9.10. 

The assessment found that there are few locations where topsoil is present and where it has 
been recorded, it is likely to be associated with earthworks for the existing road(s) as the 
greater part of the land covered by the footprint of the Proposed Scheme has previously been 
developed. The made ground is of variable depth and content, and appears to include 
potential archaeological remains (upstanding brick walls encountered, for example in BH216 
and a tiled surface at BH219, but the date of these features is not known, although likely to be 
of 19th or 20th Century date. At a number of locations, concrete or concrete slabs were 
detected which may indicate large buildings or paved areas (BH202, BH203, BH206, BH207, 
BH209, BH210, BH211, BH214). Peat deposits, which could contain preserved organic 
archaeological remains, are present but are not recorded in the west and south-west of the 
Scheme footprint, presumably as the natural topography rises onto higher ground above 
former shorelines. 
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Table 9.10: Deposit thickness from borehole logs within the study area 

Borehole 
no. Surface deposit 

Alluvium, 
Belfast 
sleech 

Peat Alluvium 

Presence of 
glacial 

deposits 
(y/n) 

BH201 
Topsoil 0-0.05m below ground level 

(bgl); 

Made ground 2.4m thick 
7.6m 0.5m 4.4m y 

BH202 Reinforced concrete 0.07-0.6m bgl 10.1m 0.5m 2.4m y 

BH203 
Reinforced concrete at 0-0.2m bgl; 

Made ground 1.8m thick 
9.2m 0.6m 3.7m y 

BH204 Made ground 1.0m thick 8.0m 0.3m 4.2m y 

BH205 Made ground 1.7m thick 7.3m 0.35m 3.8m y 

BH206 
Concrete at 0.3-0.6m bgl; 

Made ground 1.2m thick 
10.4m 0.5m 2.4m y 

BH206A 
Made ground 2.1m thick; 

Borehole terminated at 2.1m bgl 
(large concrete pipe obstruction) 

n/a n/a n/a n/a 

BH207 
Made ground 1.8m thick; 

Reinforced concrete slab at 0.40-
0.6m bgl 

7.7m 0.6m 5.0m - 

BH208 Made ground 1.7m thick 8.5m 0.2m 3.1m y 

BH209 
Made ground 1.8m thick; 

Concrete slab at 0.5-0.95m bgl 
8.5m 0.9m 3.2m y 

BH210 
Made ground 1.0m thick; 

Concrete slab at 0.4-0.65m bgl 
9.2m 0.25m 3.95m y 

BH211 
Made ground 1.0m thick; 

Reinforced concrete at 0.6-1.0m bgl 
8.7m 1.0m 4.2m y 

BH212 Made ground 0.9m thick 8.4m 0.5m 2.2m y 

BH213 Made ground 0.8m thick 9.2m 0.4m 2.6m n/a 

BH214 
Topsoil 0-0.3m bgl; concrete 0.75-

1.0m bgl; 

Made ground 1.5m thick 
7.8m 0.6m 1.0m y 

BH215 
Topsoil 0-0.15m bgl; 

Made ground 1.1m 
7.9m - 2.0m y 

BH216 
Red brick walls and foundations 0.4-

1.4m; 

Made ground 2.9m thick 
9.1m - 1.9m y 

BH217 Made ground 1.0m thick 5.8m - 1.2m y 
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Borehole 
no. Surface deposit 

Alluvium, 
Belfast 
sleech 

Peat Alluvium 

Presence of 
glacial 

deposits 
(y/n) 

BH218 Made ground 0.6m thick 6.8m 0.4m 1.9m y 

BH219 
Ceramic tiles on concrete base 0-

0.3m; 

Made ground 0.6m thick; 
4.0m - [2.3m] y 

BH220 Made ground 1.3m thick 1.7m - 3.4m y 

BH221 Made ground 1.3m thick 0.4m - - y 

BH222 Made ground 0.7m thick - - - y 

BH225 
Topsoil 0-0.2m bgl; asphalt 0.5-0.75m 

bgl; 

Made ground 1.4m thick; 
5.9m 0.2m 3.9m y 

BH227 Made ground 0.5m thick 7.9m 0.2m 0.6m y 

BH228 Made ground 0.9m thick 8.8m 0.6m 2.3m y 

 

Combined with the results of information extracted from historical exploratory holes, (assessed 
and presented in Table 1, Scott Wilson 2008, p.17), it suggests the following broad deposit 
sequence across the Scheme footprint (Table 9.11): 

Table 9.11: Summary of deposit sequence  

Strata Description Approx. depth to top Thickness 

Made ground 

Re-worked glacial deposits – 
clay and silt, re-deposited 

building and construction debris; 
paved surfaces, concrete, brick 
and rubble fill; hardcore, asphalt 

0 
0.3-1.0m, 

exceptionally 1.8m 
(BH203) 

Estuarine alluvium 
(Belfast sleech) Silty clay 0.3-1.4m 4.0-11.3m 

Peat Friable organic sediment with 
decayed roots 9.5-12m <1.6m, (frequently 

0.2 to 0.6) 

Alluvial deposits Sandy gravel /gravelly sand 10.0-12.2m 0.4-5.0m 

Glacial deposits Boulder clay 10.8-15.4m 7.6-37.3m 

Bedrock Sandstone 13.8-15.1m - 

Source: adapted from Table 1, Scott Wilson 2008, p.17               
 Note: excludes boreholes west of York Street, (BH220 to BH222)  

9.5.8 Summary of the Cultural Heritage Baseline 

A summary of the identified cultural heritage assets and an assessment of their asset value is 
presented in Tables 9.12 to 9.14. 
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9.5.8.1 Archaeological Remains 

Table 9.12: Gazetteer of archaeological assets within the study area and assessment of asset value 
A

ss
et

 N
o.

 

NIEA Ref. No. Zone(s) Description Period Value 

AR1 ANT061:17 A 

Post-medieval occupation found in an archaeological watching brief (2006), Docklands 
Undesignated 
Docklands archaeological watching brief carried out in 2006 located traces of post-medieval 
occupation and modern activity. 

Post-
medieval, 
modern 

Low 

AR2 DOW004:503, 
IHR10485:11 A 

Twin slipways of the Titanic and Olympic ships, Belfast 
Scheduled 
This industrial site is of world significance in terms of ship building history, and with the other 
docks and quays, tells the story of the development of the ship building industry in Belfast. The 
ships were the largest in the world at the time and highlighted the world significance of Harland 
& Wolff as a ship building site. A contemporary picture shows the ships under construction, 
side by side.   
The setting of the twin slipways is defined by its historic dockland location, its relationship to 
other ship building and repair sites, and its association with the Scheduled Thompson Graving 
Dock to the north (DOW004:502). 

C20 High 

AR3 DOW004:501, 
IHR10486:3 A 

Hamilton Graving Docks, Belfast 
Scheduled 
This industrial site is of world significance in terms of ship building history, and with the other 
docks and quays, tells the story of the development of the ship building industry in Belfast. The 
first graving dock built on the Co. Down side of the River Lagan. It was constructed on the site 
of a timber pond and its service basin, the Abercorn Basin was created out of open water, 
facing the Harland & Wolff berths. The opening of the dock and creation of the basin 
significantly improved ship building facilities on Queen’s Island. 
The setting of the Hamilton Graving Docks is defined by its historic dockland location and its 
historic relationship to other shipbuilding and repair sites, and quays that are on Queen’s 
Island. 

C19 High 
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A
ss

et
 N

o.
 

NIEA Ref. No. Zone(s) Description Period Value 

AR4 ANT061:013 B 

Site of a destroyed rath, Belfast 
Undesignated 
Located at the junction of Jane Street and former Carlisle Street, it was shown as an oval 
enclosure on the 1835 OS 6” map and identified as a rath. 

Early 
Christian Negligible 

AR5 ANT061:018 
 

C 

Town ditch around historic core of Belfast 
Undesignated 
Excavations in 1990 located a C17 ditch around the historic core of Belfast.  It was 3m wide 
and 1m deep, cut into waterlogged subsoil.  There are no visible remains on the surface. 

C17 Medium 

AR6 ANT061:017 C 

Historic Belfast 
Undesignated 
General location of the core of the historic settlement of Belfast that has been revealed by a 
number of archaeological investigations. 

Medieval 
and later Medium 

AR7 ANT061:015 C 

Post-medieval settlement site 
Undesignated 
Excavations in 1984 uncovered evidence of a post-medieval settlement. Now destroyed by the 
construction of car park and shops. Remains recorded during the investigations indicate that 
they are from the back-yards of houses. 

Post-
medieval Negligible 

AR8 ANT061:004 C 

Chapel of the Ford 
Undesignated 
Possible site of medieval chapel, reportedly illustrated on historic maps of the town. Site now 
occupied by St George’s Parish Church. 

Medieval Medium 

AR9 ANT061:020 C 

Structure on site of Benny’s Bar 
Undesignated 
Excavations located the remains of a C17 brick-built structure, possibly one of the houses 
shown on Phillips’ 1685 map.  Results indicate that the line of the street frontage on Waring 
Street has not changed much since the C17. 

Post-
medieval Medium 

AR10 ANT061:019 C 
Post-medieval settlement site on Gordon Street 
Undesignated 
Excavations in 1999 located the remains of C18 and C19 buildings, and C17 artefacts. 

Post-
medieval Low 
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A
ss

et
 N

o.
 

NIEA Ref. No. Zone(s) Description Period Value 

AR11 n/a A, C and 
D 

Area of Archaeological Potential 
Identified by the local authority, and shown on the Belfast Metropolitan Area Plan 2015 (Belfast 
City Centre – Area of Archaeological Potential). 
An extensive area of archaeological potential (determined by the local authority) that 
incorporates the historic core of the city, including the historic docks area, but which extends 
into parts of Zone A and Zone C. Its northern boundary includes Westlink, Great George’s 
Street, Dock Street, Corry Link and it also extends into the east side of Zone D. 

Medieval, 
Post-

medieval 
and 

Modern 

Medium 

AR12 n/a D 

Demolished remains of Belfast city (north)  
Undesignated 
The fragmentary buried remains of the former industrial, commercial and residential premises 
that date from the late C18 to the early C20 that were demolished during the 1960s to make 
way for the arterial road system. 

Post-
medieval, 
Modern 

Low 

AR13 n/a A to D 

Buried palaeo-environmental remains 
Undesignated 
The buried remains of early Holocene land surfaces (Mesolithic) and post-glacial alluvial, 
estuarine and marine deposits (sleech) that contain evidence of environmental conditions and 
landuse (occupation /activity) during the prehistoric period. Evidence for occupation /activity 
may also be buried in the sediment, including evidence of water-craft, findspots and former 
trackways. 

Prehistoric Medium 

AR14 n/a A and C 

C19 and later activity from watching brief observations 
Undesignated 
An archaeological watching brief undertaken during the excavation of 12 trial pits (2013) for the 
Proposed Scheme revealed evidence of C19 and later activity, including demolished buildings 
/structures. 

Post-
medieval Low 

AR15 ANT061:023 C 

C18 / C19 industrial remains discovered during excavations at Hill Street 
Undesignated 
Excavations at Hill Street, produced C18 / C19 industrial remains - pottery, foundry and 
slaughterhouse. 

Post-
medieval Low 
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9.5.8.2 Historic Buildings 

Table 9.13: Gazetteer of listed historic building assets within the study area and assessment of asset value 
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NIEA Ref. No. Zone Description Date Value 

HB1 HB26/50/095A A 

St Joseph's RC Church, Princes Dock Street Belfast, BT1 3AA 
Listed building – grade B1 
A fine two-storey French Gothic style RC Church of 1879-80 by Timothy Hevey, originally set 
within a terrace of warehouses on the south-west side of Princes Dock Street. The spire 
added some months after. The church was built in response to the growth in the Catholic 
population within the docks area and was also intended to act as a place of worship for 
visiting sailors. It replaced a large shed which had been used by the local congregation since 
1872. The shed itself had acted as a chapel of ease for St Patrick’s Church in Donegall 
Street, but by the later 1870s the numbers of worshippers had outgrown the building. 
The Church fronts on to Princes Dock Street, located in the former Sailortown area of Belfast. 
New residential apartment buildings have recently been constructed to either side of the 
church. The setting is characterised by the built-up environment in the immediate vicinity, 
although the Clarendon Docks are located to the north-east and provides context and 
meaning to the building. The setting has been substantially altered since the building was 
constructed as redevelopment has heralded new activity, forms and functions to the adjacent 
buildings and surrounding area. The M2 motorway is evident when viewed north-west from 
the exterior of the church.   

C19 Medium 
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NIEA Ref. No. Zone Description Date Value 

HB2 HB26/50/095B A 

St Joseph's RC, Parochial House, 38 Pilot Street, Belfast, BT1 3AH (includes house 
and gate) 
Listed building – grade B1 
Unusual, tall, Italianate, red brick four-storey terrace RC parochial house of 1879-80 with 
arch headed windows, overhanging slated (partly) hipped roof, and lintels and string courses 
in red sandstone. 
This building fronts on to Pilot Street located in the former Sailortown area of Belfast. New 
residential apartment buildings including James Clow Building and Harbour View have 
recently been constructed to either side of the Church and Parochial House. The setting is 
characterised by the built-up environment in the immediately vicinity, although the Clarendon 
Docks are located to the north-east and St Joseph’s RC Church is located immediately 
behind it, providing context and understanding to the site. The building is enclosed with a 
mixture of office, residential and light commercial/office buildings. The existing buildings on 
Princes Dock Street have screened this asset from the over-bridge at Dock Street.  

C19 Medium 

HB3 
HB26/50/090, 
IHR10030:004

:00 
A 

Clarendon Dock Buildings, Harbour Estate, Belfast 
Listed building – grade A 
Clarendon Dock Buildings, Harbour Estate, Belfast is listed at Grade A. It has an eight-bay 
stone arcaded workshop in the centre with a single-storey engine house in stone built across 
the east end, and a handsome two-storey stuccoed dwelling house for the dock master at the 
west end. Detached to the west stands a plain stone building which was a furnace house for 
the boiler. The Clarendon Dock Buildings were completed in 1800 and 1826, and a central 
portion of the main building bears the latter date. Shown on OS maps 1858 to 1938. 
The setting of Clarendon Docks relates to the essential relationship that exists both visually 
and functionally with the docks, the River Lagan and the dry docks. The buildings and the 
docks are flanked by newer development to the north and south, however, there is a green 
area surrounding the dock buildings that provide a visual separation and relief from the scale 
of the newer development and also provides sufficient space to allow the buildings to remain 
comfortably situated. To the west the existing M2 is visible at an elevated position on the 
over-bridge, although there is some intermittent screening vegetation that alleviates the 
appearance to a limited degree. The noise of the Motorway is very much part of the 
experience of the setting of the Clarendon Dock Buildings. 

C19 High 
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NIEA Ref. No. Zone Description Date Value 

HB4 HB26/50/93 A 

Sinclair Seamen's Presbyterian Church, Corporation Square, Belfast (includes gates 
and railings) 
Listed building – grade B+ 
Sinclair Seamen’s Presbyterian Church including gates and railings, Corporation Square 
(HB4) is a Grade B+ listed church. It was constructed in 1856-57 by the architects Lanyon 
and Lynn. It is situated on the corner of Corporation Square and Corporation Street. This 
Church was initially designed and built for both the visiting and resident seamen and it lies 
adjacent to Belfast Harbour Office. The church was built in an Italian Lombard style on an ‘L’-
shaped plan with a tall corner campanile, linked to a nave gallery by an arcaded flying 
buttress. The interior of the church was refurbished in 1902 and given a nautical theme, and 
it is reputed that the pulpit resembles the prow of a ship while collection boxes are shaped 
like lifeboats. 
The significance of the church lies in its relationship to the importance of the sea and trading 
port of Belfast in the C19 and early C20. It lies at the heart of the historic dockland area and 
has group value with the adjacent Belfast Harbour Offices to the east. The setting of the 
church is characterised by its relationship to the Belfast Harbour Offices, which adds to the 
understanding of the architectural and historic interest. The church lies also on the corner of 
Corporation Street in an area of Belfast that has seen many changes with the removal of the 
residential dwellings to enable construction of the motorway. To the west of the church, 
beyond Corporation Street, is disused scrubland and areas of car parking. To the south-west 
is the raised M3 Lagan Bridge Motorway and also the Dargan Rail Bridge. To the south is a 
car park. The surroundings in which the church is located has left the church in a contextual 
vacuum apart from the connection both visually and thematically with the Belfast Harbour 
Office and more widely with the Clarendon Dock Buildings to the north. The setting has been 
substantially altered from when the church was originally constructed. The noise of the 
motorway is also a contributing factor and the constant loud hum of the road does not 
positively contribute to the setting of the church.  

C19 High 
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NIEA Ref. No. Zone Description Date Value 

HB5 
HB26/50/094, 
IHR10030:006

:00 
A 

Harbour Office, Corporation Square 
Listed building – grade A 
The Harbour Office building situated on Corporation Square is a Grade A listed building. It 
was constructed in 1854 by George Smith and was originally a two-storey Renaissance 
Palazzo with polished freestone, Ionic portico and clock tower to regulate sailings. However, 
it was greatly enlarged with an attic storey to end wings. It is in an Italianate style and 
constructed in sandstone. It was and still is the headquarters of the Belfast Harbour 
Commissioners, responsible for overseeing the development and running of Belfast Port. It 
has on show a magnificent captain’s table and chairs which Gilbert Logan designed for the 
Titanic, but which were delivered too late. An extension to the north was built in the 1970s.   
The principal entrance to the building fronts Corporation Square, although the eastern 
elevation addresses the docks and the River Lagan. It also lies to the east of Sinclair 
Seamen’s Church. Similar to the setting of the Church, the Harbour Office’s setting is 
fundamentally related to the sea and shipping activities. The ongoing ownership and 
presence of the Harbour Commissioners makes this relationship with the sea still important. 
The Harbour Office is both visible from and in views from various vantage points around 
Belfast, particularly from the eastern banks of the River Lagan. The existing M3 motorway is 
located to the south and west of the Harbour Office on the Lagan road bridge which has 
become a dominant feature in the setting of the area.  

C19 High 

HB6 HB26/07/009 A 

Administration and drawing office block (Harland & Wolff), Queen’s Road, Belfast, BT3 
9DV 
Listed building – grade B+ 
A long, somewhat Mannerist, three-storey office block in sandstone and brick, built in stages 
between c.1885 and c.1912 and which was used as the administration and drawing office for 
Harland & Wolff shipyard. The oldest sections of the building appear to be the two large 
single-storey drawing offices to the rear, which were probably originally fronted by a smaller 
entrance block set along the Queen’s Road. 
It is located on Queen’s Island on the east bank of the River Lagan. Its setting is 
characterised by the association with the dockland area. The existing buildings within the city 
centre have screened this asset from the immediate study area. 

C19, C20 High 
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HB7 HB26/48/002 B 

St.  Paul's Church of Ireland, York Street, Belfast (including boundary piers, gates and 
railings) 
Listed building – grade B 
Constructed 1850-51. An Early Victorian Gothic Revival Church in Early English Style 
designed by Charles Lanyon. It is a noticeable building as it is set back from the pavement 
edge within its own grassed grounds that are bounded by boundary piers, gates and railings. 
The greenery adds to the street scene which is of modern urban and industrial character, 
with relatively little soft landscaping.  
The church is located on York Street and is characterised by the mixed commercial and 
residential area surrounding it. The M2 motorway is evident to the east, although there is 
vegetation that screens it from view, however, the noise of the motorway is evident. The 
existing buildings within the city centre have screened this asset from the immediate study 
area.  

C19 Medium 

HB8 HB26/49/005 B 

Walls at burying ground, Henry Place (off Clifton Street), Belfast 
Listed building – grade B+ 
Clifton Street Graveyard opened in 1797 and was managed by the Belfast Charitable 
Society. Burials no longer take place and the site is recognised as a historic site. The walled 
graveyard contains a mausoleum and other memorials of former citizens of Belfast. 
The cemetery is located within a residential area off Henry Place. It is enclosed by a coursed 
random rubble wall with stone coping. The principal access appears to be from Henry Place 
and is marked by two ashlar pillars with moulded capitals and wrought iron gates. The 
greenery of the urban cemetery contrasts to the modern urban pavement edged properties 
and metal fenced waste ground that exists in the locality. The cemetery offers green space 
with mature planting.  
The Westlink is located to the east where it is hidden in a deep cutting.  

C18 HIgh 
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HB9 HB26/49/008 B 

Hall at North Queen Street Community Centre, 46 Victoria Parade, Belfast 
Listed building – grade B2 
Hall at North Queen Street Community Centre, 46 Victoria Parade, is grade B2 listed. It is a 
relatively large single / 1½ storey brick-built gabled hall of 1883, with large octagonal roof 
light turret and tall chimneystacks. Originally, it was a gymnasium belonging to a large army 
barracks complex, but now, with the demolition of the rest of the barracks, it operates as a 
community centre, with extension of c.1980 on the east side. The wider area is occupied by 
c.1960s and 1970s tower blocks and houses. It was formerly home to a large artillery 
barracks, built in 1797 as a replacement for a pre-1757 barracks, located in what is now 
Barrack Street.  
The setting is characterised as enclosed by the later housing which has left no trace of the 
former barracks that would have once provided meaning and understanding to the building. 
The building sits in contextual isolation and exists with incongruous modern housing, 
although the building now has formed a new bond with its surroundings as a community 
centre. The existing Westlink retaining wall is visible to the south, although the Westlink is in 
a cutting at this location. The existing buildings within the city centre have screened this asset 
from the immediate study area. 

C19 Medium 

HB10 HB26/50/091A B 

Carlisle Memorial Methodist Church, Carlisle Circus, Belfast 
Listed building – grade B+ 
Constructed in 1875.  Designed in the Gothic Revival style by noted architect W. H. Lynn with 
a sandstone and limestone exterior. The church was home to one of the largest Methodist 
congregations in Belfast. 
This building sits within a built-up setting, which consists of residential and commercial 
properties. There is a modern, tall, security fence surrounding all of the building that 
physically disengages the building at eye height from the immediate street scene. It is only 
when viewed from further afield and in more distant views that the building’s architectural 
contribution to the area is evident, particularly the contribution that the impressive spire 
makes to the city’s skyline. The existing buildings within the city centre have screened this 
asset from the immediate study area. 

C19 High 
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HB11 HB26/50/091B B 

Former Carlisle Memorial Church Hall (Indian Community Centre), 86 Clifton Street, 
Belfast 
Listed building – grade B+ 
Completed in1875, constructed of sandstone and limestone and in a Gothic Revival style. 
Designed by W.H. Lynn.  Renovated in 1966, closed in 1982. The interior is damaged, and its 
fabric is in a poor condition. The former Carlisle Memorial Church Hall and connecting 
cloister are in a similar style to the adjacent Carlisle Memorial Methodist Church. The building 
is now used as the Indian Community Centre. 
The setting is closely associated with the architecturally and historically interesting group of 
buildings on the south-west side of Clifton Street. It forms a harmonious visual grouping with 
the Carlisle Memorial Methodist Church located to the north. The existing buildings within the 
city centre have screened this asset from the immediate study area. 

C19 High 

HB12 HB26/50/089 B 

Belfast Orange Hall, Clifton Street, Belfast 
Listed building – grade B1 
A three-storey, 7-bay building with stone façade against rendered brick. Arcaded windows 
with central portico entrance. Stone balustrade at roof level with bronze equestrian statue of 
King William III of Orange.  
The setting is closely associated with the architecturally and historically interesting group of 
buildings on the south-west side of Clifton Street. The setting is also characterised by the 
proximity of the Westlink (the slip road onto Clifton Street that lies immediately to the east) 
and the busy Clifton Street. The presence of these busy roads does not enhance the 
character of the building. The existing buildings within the city centre have screened this 
asset from the immediate study area.  

C19 Medium 
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HB13 
HB26/49/001A 
IHR10644:000

:00 
C 

Belfast Charitable Institution (Clifton House), Clifton Street, Belfast (includes gates, 
railings and walls) 
Listed building – grade A 
Belfast Charitable Institution (Clifton House), Clifton Street, Belfast (including gates, railings 
and walls) is Grade A listed. It is a detached symmetrical multi-bay two-storey over basement 
with attic pedimented brick and stone Neo-Palladian former Poor House, dated 1774, to the 
designs of Robert Joy with central octagonal tower and spire and pair of pavilion wings 
terminating in a pair of single-bay gable-fronted pavilion blocks. The further wings are to the 
designs of W. J. Barre, by W. Hastings and by G. Ferguson. As the home of the Belfast 
Charitable Institution, the building has much significance in the history of the city due to the 
role of the Institution, in the establishment of much of the city’s civic amenities including 
water, policing, town planning and hospitals. The Gate Lodge (HB26/49/001B, HB14) and 
Burying Place (HB26/49/001C, HB8) complete an important group of listed buildings.  
The setting is very much defined by the designated historic landscape surrounding it that was 
redesigned and landscaped in 1993 to plans sympathetic with Clifton House. The present-
day grounds are curtailed from an area that once included productive gardens, necessary to 
support the inmates of the Institution. The gardens enhance the listed building (HB13) of 
1774, though they are not remarkable in themselves. From early maps, it can be noted that 
there was little ornamental planting on the site, however, there are mature trees which give 
shelter from the wind to this elevated position and also from the noise and pollution from busy 
roads adjacent to the property. Beyond the confines of the garden, the building is surrounded 
by the busy roads of North Queen Street, Frederick Street, Clifton Street and the Westlink 
wrapping around from the east to the north. The setting of Clifton House has been affected 
by the development of a busy road network, particularly Frederick Street that could have 
provided an impressive eastern approach to the building, but which is now a busy arterial 
road.  

C18 High 

   
ENVIRONMENTAL STATEMENT (VOLUME 1) 
January 2015 
 

204 
 



 Transport NI — York Street Interchange 

 

A
ss

et
 N

o.
 

NIEA Ref. No. Zone Description Date Value 

HB14 HB26/49/001B C 

Gate Lodge 2 Clifton House, North Queen Street, Belfast 
Listed building – grade B2 
Gate Lodge 2 Clifton House, North Queen Street is Grade B2 listed. It is a detached 
symmetrical single-storey brick gate lodge, built c.1938, to the designs of Godfrey Ferguson. 
It is located on an elevated site at the entrance to Clifton House (HB26/49/001A, HB13). The 
scale and symmetry of this gate lodge lends a decorative element to the entrance to the 
grounds and adds to the setting of the main building. Much original fabric and detailing 
survive and it is an interesting exercise in Neo-classical style, reflecting its location and by an 
architect of note. It forms part of an important group, both architecturally and historically.  
It is first shown on the Fifth edition OS map (1938), and it replaced an earlier ‘porter’s house’, 
which had existed on this site since the mid-19th Century (Second edition OS map 1858). 
Previous maps (1818, 1822, 1829-35) indicate there has been a long history of Gate Lodge 
buildings located at the entrance to the grounds of the Belfast Charitable Institution. In 1791, 
the main entrance to the grounds was towards the southern boundary, aligned with the end 
of Donegall Street, but by 1818 the mapping shows the main entrance was located in the 
current position (opposite what is now Frederick Street) and accessed by a flight of steps.  
The setting of the lodge is fundamentally related to Clifton House, as the lodge and principal 
arrival point on the approach to Clifton House. 

C20 Medium 
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HB15 HB26/50/088 C 

Friends Institute, 47 Frederick Street, Belfast 
Listed building – grade B2 
Detached symmetrical multi-bay two-storey redbrick former Meeting House, built c.1870, with 
pedimented redbrick entrance screen to the east. Rectangular on plan, facing south on the 
north side of Frederick Street. Extensively renovated and extended to the east in c.1990. 
The Friend’s Institute in Belfast was established for ‘the promotion of the intellectual, moral 
and religious welfare of the young men in our Society’. The Institute originally occupied 
premises in North Street but in August 1869 plans for a purpose-built structure in Frederick 
Street, in front of the meeting house of 1811 which had been extended in 1840, were 
approved by the city council. The pedimented former entrance and passageway to the 
meeting house have now been incorporated into the present building. 
The building is situated hard-up against the pavement edge on the busy Frederick Street. It 
exists almost in contextual isolation, surrounded by larger more recent late C20 development 
that dwarfs it. Clifton House (HB13) and the rear of St Patrick’s R.C. church (HB19) provides 
some historic context, but otherwise the setting is characterised by the presence of the road 
immediately in front of it, distancing it both physically and visually from any other association. 
The existing buildings within the city centre have screened this asset from the immediate 
study area. 

C19 Medium 

HB16 HB26/50/229 C 

Lancaster St. School, (Former Ladies Industrial School), Lancaster Street, Belfast 
Listed building – grade B2 
Lancaster St. School, (Former Ladies Industrial School), Lancaster Street, is Grade B2 listed. 
It was constructed in 1906-7. It is a two-storey Edwardian building in red brick with dressings 
in cast concrete blocks with later additions. It is surrounded by modern housing development 
dating from the late C20. The building is situated on Lancaster Street and at the south end of 
Thomas Street. At the north end of Thomas Street is Great George’s Street, and further to 
the north is the Westlink which is visible through vegetation and framed by housing 
development at either side of Thomas Street. York Street is visible through a pedestrian 
walkway to the east. 

C20 Medium 
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HB17 HB26/50/085 
A, B and C C 

201-205 Donegall Street, Belfast 
Listed buildings – grade B2 
Built as a terrace of three, with a further adjoining terrace of five (earlier in date but now 
gone), the current dwellings were built c.1820 as dwelling houses for the rising mercantile 
and professional classes of Belfast. The basements of the houses are stone-built, but it is 
thought that the upper floors of brick, are of somewhat later date. The site of the terrace, 
along a prehistoric raised beach, means that the basement is at ground level to the rear and 
the houses, although appearing to be three storeys are in fact four storeys high. The terrace 
is shown on the First edition OS map of 1832-3 and is recorded in the Townland Valuation. 
The dwellings comprised a three-storey house, two-storey scullery return, and a single-storey 
privy and ashpit with a further basement storey and a rear entry to York Lane. Early street 
directories suggest that the terrace was favoured by textile merchants, with silk mercers and 
linen/cotton manufacturers resident. The C19 saw the terrace taken over by professional 
people such as doctors, dentists and vets and by the early C20 by the petty bourgeoisie 
running shops and employment agencies. 
The buildings’ principal façade address Donegall Street which, in comparison to Frederick 
Street, is a quieter and less busy road. The settings of the buildings are interrelated to one 
another, forming a group of architectural and historic buildings. These add to the historic 
context of St Patrick’s R.C. Church (HB19) and Parochial House (HB18). The slight set back 
nature of the buildings, behind railings, with steps to front doors and a cellar storey creates 
visual presence. The low hedge and trees in front of them also provide a degree of 
separation from the busy aspects of the road. The setting is typical of an urban city centre 
location. The existing buildings within the city centre have screened this asset from the 
immediate study area.  

C19 Medium 
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HB18 HB26/50/158 C 

St.  Patrick's Parochial House, 199 Donegall Street, Belfast 
Listed building – grade B 
Constructed c.1820.  A three-storey, 4-bay brick building with hipped roof.  The Presbytery, 
which dates from the 1820s, was originally the Bishop’s Palace. 
The building’s principal façade addresses Donegall Street which, in comparison to Frederick 
Street, is a quieter and less busy city centre road. The settings of the buildings within 
Donegall Street are interrelated to one another, forming a group of architectural and historic 
buildings. These add to the historic context of St Patrick’s R.C. Church (HB19). The existing 
buildings within the city centre have screened this asset from the immediate study area. 

C19 Medium 

HB19 HB26/50/077 C 

St.  Patrick's R.C.  Church, Donegall Street, Belfast 
Listed building – grade B+ 
Constructed in 1877. A cruciform church of red sandstone with pinnacled spire. The 
building’s principal façade addresses Donegall Street which, in comparison to Frederick 
Street, is a quieter and less busy road. The settings of the buildings on Donegall Street are 
interrelated to one another, forming a group of architectural and historic buildings. These add 
to the historic context of St Patrick’s R. C. Church. The existing buildings within the city 
centre have screened this asset from the immediate study area. 

C19 High 

HB20 HB26/50/076 C 

St.  Patrick's C.B.  School, Donegall Street, Belfast 
Listed building – grade B1 
A two-storey, red brick former school. The earliest surviving example of Gothic Revivalism in 
Belfast, dating from 1828. The first school to become a National School in Belfast, it was later 
taken over by the Christian Brothers.  
The setting is characterised by the relationship to the adjacent St Patrick’s R. C. Church 
(HB19) and Parochial House (HB18). The settings of the buildings on Donegall Street are 
interrelated to one another, forming a group of architectural and historic buildings. The 
existing buildings within the city centre have screened this asset from the immediate study 
area. 

C19 Medium 
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HB21 HB26/50/189 C 

Irish News Office, 113 Donegall Street, Belfast 
Listed building – grade B1 
Constructed in 1905.  A three-storey building, brick faced above a stucco ground floor 
arrangement. The setting is characterised by pavement edge buildings of various uses and 
ages, height and materials, the building is enclosed and is intimately related to Donegall 
Street. The existing buildings within the city centre have screened this asset from the 
immediate study area. 

C20 Medium 

HB22 HB26/50/067 C 

St. Anne's Cathedral, Donegall Street, Belfast 
Listed building – grade A 
Erected on the site of the old parish church of St Anne.  
St Anne’s Cathedral is at the centre of the Cathedral Quarter Conservation Area (HL78) and 
is the focal point of activity in this area of Belfast. The existing buildings within the city centre 
have screened this asset from the immediate study area. 

C20 High 

HB23 
HB26/50/193, 
IHR10772:000

:00 
C 

27-37 Talbot Street, Belfast 
Listed building – grade B1 
Constructed pre-1834.  A four-storey red brick building with front elevation divided into 
unequal bays. The existing buildings within the city centre have screened this asset from the 
immediate study area. 

Pre-1834 Medium 

HB24 HB26/50/173 C 

Northern Bank (Former Corn Exchange), 1-9 Victoria Street, Belfast 
Listed building – grade B1 
Former Corn Exchange. Plain two-storey building with shops below a loft first floor hall, 
erected by a company of the grain merchants of Belfast. The building is located within the 
Cathedral Conservation Area (HL78) and on the periphery of the commercial district. The 
asset has distant views of the existing motorway north along Corporation Street.  

C19 Medium 
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HB25 HB26/50/053 C 

Head Line Building, 10-14 Victoria Street, Belfast 
Listed building – grade B1 
Attached symmetrical multi-bay three-storey over basement with attic sandstone and brick 
Italiante office building, built c.1863, to the designs of Thomas Jackson for the Scottish 
Amicable Life Assurance Company. Square on plan facing west onto Victoria Street with a 
full-height shallow entrance breakfront and curved corner bays. Built as the first purpose-
designed insurance office building in Belfast for Heyn & Sons, this attractive stone structure 
was designed with fire safety in mind. Despite the extensive bomb damage, the building has 
been successfully refurbished with the reinstatement of the impressive central dome and 
retains some of its original detailing throughout. A fine example of the work of Thomas 
Jackson, this building forms part of a wealth of mid- to late Victorian structures in the centre 
of Belfast. The existing buildings within the city centre have screened this asset from the 
immediate study area. 

C19 Medium 

HB26 
HB26/50/062, 
IHR10030:010

:00 
C 

Custom House, Custom House Square 
Listed building – grade A 
Constructed in 1857.  Two-storey over basement, plus attic, Italian Renaissance Palazzo of 
Giffnock Sandstone on a deep battered plinth. Upper floors plain ashlar with diamond pointed 
quoin stones. On an E-shaped plan, enclosing an elevated courtyard reached by a flight of 
stairs between a balustrade screen wall. River frontage has a central advanced bay and 
pediment with tympanum carving. Round headed windows on ground floor with pedimented 
ones above. Built to designs of Charles Lanyon. The earliest building (east front) was 
designed in 1854 by the Board Engineer George Smith, with a clock tower to regulate 
sailings. The second phase in 1895 (Corporation Square) contains the splendid public rooms; 
the modern office block was added in 1970. The existing buildings within the city centre have 
screened this asset from the immediate study area. 

C19 High 

HB27 HB26/50/155 C 

Calder Fountain, Albert Square, Belfast 
Listed building – grade B1 
Constructed in 1859. Italian Mannerist style monument and drinking fountain of yellow 
sandstone on a grey granite plinth.  Erected by public subscription in the memory of 
commander Calder RN. It has been relocated twice in recent years to facilitate traffic route 
changes in Custom House and Albert Square. The existing buildings within the City centre 
have screened this asset from the immediate study area. 

C19 Medium 
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HB28 
HB26/50/318, 
IHR10181:000

:00 
C 

Former warehouse at Belfast Education and Library Board, 40-62 Academy Street, 
Belfast 
Listed building – grade B2 
A three-storey red brick former warehouse, located on the north side of Academy Street. Built 
by Samuel Stevenson 1899-1901.  
The building sits in the block bounded to the east by Academy Street, to the north by Great 
Patrick Street, to the south by Curtis Street, and to the west by Coar’s Lane. It faces 81-87 
Academy Street (HB26/50/302), to the south of which is an open area used for car parking 
which allows a clear view of St. Anne’s Cathedral. Adjacent on Curtis Street, across the 
narrow Coar’s Lane is The Calvary Christian Centre (HB26/50/308) and on the other side of 
Curtis Street is the modern University of Ulster. 

C19 Medium 
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9.5.8.3 Historic Landscape 

Table 9.14: Gazetteer of historic landscape assets and assessment of asset value 
A

ss
et

 N
o.

 

NIEA Ref. No. Zone Description Period Value 

HL1 IHR10041:000
:00 A 

Site of Pacific Flour Mill,  Belfast, Northern Road 
Undesignated 
Large two-block brick complex of silos, with logo ‘Pacific Mills J Rank Ltd’. Silos still in use.  
Actual flour mill demolished in earlier 1980s. Shown as Pacific Flour Mills on OS map 1938. 
Access was not possible to this asset due to dock restrictions. Aerial photographs suggest that 
these have been demolished. 

Modern Negligible 

HL2 IHR10034:000
:00 A 

Site of saw mill, Duncrue Street (off) 
Undesignated 
Extensive timber pondage from 1872 onwards. Redeveloped, shown as saw mill on OS maps, 
1902-38. Access was not possible to this asset due to dock restrictions. Demolished and 
redeveloped. 

Post-
medieval Negligible 

HL3 IHR10032:000
:00 A 

Site of Dufferin Flour and Meal Mills, Duncrue Street 
Undesignated 
Shown as flour mill on 1902 OS map. Access was not possible to this asset due to dock 
restrictions. Demolished and redeveloped. 

Modern Negligible 

HL4 IHR10688:002
:00 A 

Grain silos, Dufferin Road 
Undesignated 
Large, tall steel framed concrete silos on West Twin Island. Access was not possible to this 
asset due to dock restrictions, however, they were visible above the roofs of adjacent dock 
buildings. 

Modern Low 

HL5 IHR10031:000
:00 A 

Site of saw mill, Duncrue Street 
Undesignated 
Shown as saw mill on OS maps 1872 and 1883-4. Now demolished.  

Post-
medieval Negligible 
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HL6 IHR10769: 
000:00 A 

Site of headling sheds, Whitla Street / Nelson Street 
Undesignated 
Redeveloped as modern Fire Station and feed store. 

Unknown Negligible 

HL7 IHR10040: 
000:00 A 

Site of two limekilns, Albert Quay 
Undesignated 
Shown on OS maps of 1872, (now a modern ferry terminal). 

Post-
medieval Negligible 

HL8 IHR10039: 
000:00 A 

Site of saw mill, Garmoyle Street 
Undesignated 
Formerly a range of red brick and timber buildings. Latterly used by James P Corry & Co 
timber merchants. No remains visible. Shown on OS maps of 1858, 1872, 1883-4, 1902, 1920, 
1931 and 1938. 

Post-
medieval Negligible 

HL9 IHR10234: 
000:00 A 

Site of felt works, Garmoyle Street 
Undesignated 
Shown on OS maps from 1858 to 1938 (subsumed by IHR 10039). Now redeveloped.  

Post-
medieval Negligible 

HL10 IHR10062: 
000:00 A 

Site of Princes Dock Foundry, Garmoyle Street 
Undesignated 
Redeveloped for industrial use. Shown on OS maps of 1883-4. Redeveloped.  

Post-
medieval Negligible 

HL11 IHR10030: 
007:00 A 

Albert Quay 
Undesignated 
Concrete bollards by James Henry Contractor. Cranes in use to shift gravel etc. and to unload 
boats. Section of the goods sheds remain, apparently of wood and slate. Tram track visible 
alongside and crossing the modern approach road.  Shown on OS maps 1858 to 1938. The 
existing buildings within the city centre have screened this asset from the immediate study 
area. 

Post-
medieval Negligible 

HL12 IHR10175: 
000:00 A 

Site of bonded store, Short Street 
Undesignated 
Redeveloped.  Shown on OS maps of 1920, 1931 and 1938. 

Modern Negligible 
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HL13 IHR10179: 
000:00 A 

Site of Princes Dock Mill (Maize), Princes Dock Street 
Undesignated 
Operated by James Clow Ltd as animal feed mill.  Medium sized complex of mills. Logo on 
Pilot Street reads ‘James Clow Ltd/ Princes Dock Mills’. Shown on OS maps of 1931 and 
1938. Site redeveloped and new residential building (apartments) has name of James Clow on 
wall. 

Modern Negligible 

HL14 IHR10063: 
000:00 A 

Site of felt works, saw mills (steam), Garmoyle Street 
Undesignated 
Shown on OS maps 1883-4, 1901-2; redeveloped on later OS maps 1920, 1931, 1938. 

Post-
medieval Negligible 

HL15 IHR10030: 
005:00 A 

Site of ship repair yard - iron workshops, Pilot Place 
Undesignated 
Shown on OS maps from 1858 to 1938. 

Post-
medieval Negligible 

HL16 IHR10061: 
000:00 A 

Site of Clarendon Mills (Oatmeal), Corporation Street 
Undesignated 
Site cleared, formerly Dalgety’s Feed Mills. Consisted of a complex of multi-storey buildings 
with original brick four-storey, ‘Clarendon’ logo and some ornate stonework on Corporation 
Street frontage.  Shown on OS maps of 1858 to 1938. 

Post-
medieval Negligible 

HL17 IHR10030:011
:00 A 

Ferry Belfast Harbour 
Undesignated 
Shown as ferry crossing on OS map of 1938. 

Modern Negligible 

HL18 IHR10030: 
012:00 A 

Ferry Terminal.  Site of Belfast Car Ferries passenger terminal 
Undesignated 
The modern two-storey concrete/steel block building has been demolished and there are no 
visible remains, apart from the concrete and steel link-span and associated piers that are built 
out into the Lagan.  

Modern Negligible 

HL19 IHR10110: 
000:00 A 

Site of a bonded Store, Donegall Quay 
Undesignated 
Shown on OS maps from 1858 to 1931. Now a car park. 

Post-
medieval Negligible 
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HL20 IHR10222: 
000:00 B 

Bridge, York Road 
Undesignated 
Originally a single stone arch, subsequently widened. Topped by brick walls, supported 
beneath by steel beams. Carries York Road over Milewater River. Shown on OS maps 1858 to 
1938, but not found during the walkover. At the location, existing buildings within the city 
centre and at the periphery have screened this asset from the immediate study area. 

Post-
medieval Negligible 

HL21 IHR10037: 
000:00 B 

Site of saw mill, York Road 
Undesignated 
Shown on OS maps of 1883-4, 1902, 1920, 1931 and 1938. Redeveloped.  One cast iron gate 
span, by James Moore – Millfield Foundry, survives. 

Post-
medieval Negligible 

HL22 IHR05585:070
:03 B 

Engine Sheds.  BNCR Branch Line, Bleach Green - Larne Harbour 
Undesignated 
Brick sheds are visible along York Road and consist of red brick under pitched corrugated iron. 
North section is single-storey with blind arcade of 5 segmental arches with string course and 
dentil detailing; southern section is two-storey gable end with end corbelled projecting chimney 
breast with arched detailing to York Road. Ground floor 3 further arches contributing to the 
blind arcade of the adjacent structure. Above at 1st floor are two arched blind openings, right 
one with a later 2-over-2 sash window. Further string course from springer of window arches. 
Gable end shows evidence of enlargement. The existing buildings within the city centre and at 
the periphery have screened this asset from the immediate study area. 

Post-
medieval Low 

HL23 IHR10035: 
000:00 B 

Site of saw mill, York Road 
Undesignated 
Shown on OS map of 1872, under housing on map of 1883-4. 

Post-
medieval Negligible 

HL24 IHR10183: 
000:00 B 

Site of Ulster Bakery, Lilliput Road 
Undesignated 
Shown on OS maps from 1920 to 1938, but now redeveloped for residential housing. 

Modern Negligible 

HL25 IHR05585:068
:02 B 

York Road Railway Station.  BNCR Branch Line, Bleach Green - Larne Harbour 
Undesignated 
Modern railway buildings on the site of the former terminus for the Belfast & Northern Counties 
Railway terminus. 

Post-
medieval Low 
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HL26 IHR05585:068
:01 B 

BNCR Terminus and Midland Hotel.  BNCR Branch Line, Bleach Green - Larne Harbour 
Undesignated 
Replaced by Plumb Centre and modern NIR station. BNCR Terminus and Midland Hotel 
(HL26) is considered a non-designed heritage asset. It was originally part of the BNCR Branch 
Line, Bleach Green to Larne Harbour, part of which has been replaced by Plumb Centre and 
modern NIR station. The Midland Hotel survives at Whitla Street, although it was most recently 
used as offices but now vacant and looking in a poor state of repair. Built originally as the 
Midland Station Hotel for the Belfast & Northern Counties Railway. However, it was damaged 
in Luftwaffe raids on Belfast docks in WWII, and it became isolated by the demolition required 
for the construction of the elevated M2 motorway. The setting of the building has already been 
unsympathetically altered to the extent that the motorway has isolated the building and has 
made the environment within which it is experienced inhospitable.  

Post-
medieval Low 

HL27 IHR10665: 
000:00 B 

Site of Fisher's Wagon Works, Brougham Street 
Undesignated 
Thomas Fisher, spring van, cart and wagon builder. Site now cleared and occupied by a 
modern building. 

Post-
medieval Negligible 

HL28 IHR10224: 
000:00 B 

Site of Gallaher & Co. Tobacco Factory, York Street 
Undesignated  
Shown on OS maps from 1920 to 1938. Site now occupied by an extensive modern retail park. 

Modern Negligible 

HL29 IHR10064: 
000:00 B 

Site of Meadow Street Flax Spinning Mill, Corn Mill, Flour Mill, Meadow Street 
Undesignated 
By 1920 this site had been subsumed by Gallaher’s Tobacco Factory (HL28). Shown on OS 
maps from 1858 (tobacco factory from 1921-1938). Site now occupied by modern retail park. 

Post-
medieval Negligible 

HL30 IHR10237: 
000:00 B 

Site of York Street Foundry,  Belfast 
Undesignated 
Shown on OS maps of 1858 and 1883-4, shown as tobacco factory from 1920-32 (subsumed 
by Gallaher’s Tobacco Factory, HL28). Site now occupied by modern retail park. 

Post-
medieval Negligible 
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HL31 IHR10066: 
000:00 B 

Site of saw mill, York Street 
Undesignated 
Shown on OS maps from 1883-4 to 1938 (subsumed by an extension of Gallaher’s Tobacco 
Factory HL28). Site now occupied by modern retail park. 

Post-
medieval Negligible 

HL32 IHR10067: 
000:00 B 

Site of York Street Linen Factory (Spinning & Weaving), York Street 
Undesignated 
Shown on OS maps from 1858 to 1938. Subsumed by an extension of Gallaher’s Tobacco 
Factory (HL28). Buildings erected for flax spinning mill post-WWII have been used by 
Gallaher’s since the 1960s. Site now occupied by modern retail park. 

Post-
medieval Negligible 

HL33 IHR10673: 
000:00 C 

Site of Mulryne's Coach Building Works, North Queen Street 
Undesignated 
Site now redeveloped. 

Post-
medieval Negligible 
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HL34 
Registered 

historic park 
No.168 

C 

Clifton House 
Registered historic park, garden and demesne of special historic interest. 
Originally Belfast’s Poor House, founded by the Belfast Charitable Institution in the 1770s. The 
garden layout was redesigned and landscaped in 1993 to plans sympathetic with Clifton 
House. 
The present-day grounds are curtailed from an area that once included productive gardens, 
necessary to support the inmates of the Institution. The gardens enhance the listed building 
(HB13) of 1774, though they are not remarkable in themselves. From early maps, it can be 
noted that there was little ornamental planting on the site. However, there are mature trees 
which give shelter from the wind to this elevated position and also from the noise and pollution 
from busy roads adjacent to the property. The garden layout was redesigned and landscaped 
in 1993 to plans and planting sympathetic with the age of the building. The boundary of the 
garden is enclosed by a stone retaining wall, approximately 1.5m high and topped with iron 
railings. This boundary is reinforced by a thick hedge and mature trees abutting the wall within 
the garden. The solidity of the boundary acts as a physical and impenetrable barrier that 
curtails views into and out of the garden, however, a clear view can be gained of Clifton House 
from the principal entrance and approach from Frederick Street up the drive. The garden is 
surrounded by the busy roads of North Queen Street, Frederick Street, Clifton Street and the 
Westlink wrapping around from the east to the north. The setting of Clifton House has been 
affected by the development of a busy road network, particularly Frederick Street that could 
have provided an impressive eastern approach to the building, but which is now a busy arterial 
road and has resulted in a convoluted access to Clifton House as there is no direct access 
from Frederick Street from the east. 

Post-
medieval High 

HL35 IHR10053: 
000:00 C 

Site of a starch works, Little Donegall Street 
Undesignated 
No remains, now a car park. Shown on OS map 1883-4. 

Post-
medieval Negligible 

HL36 IHR10052: 
000:00 C 

Site of biscuit factory, Donegall Street 
Undesignated 
Shown on OS maps in 1883, 1920, 1931 and 1938. Demolished and now a car park.   

Post-
medieval Negligible 
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HL37 IHR10051: 
000:00 C 

Site of starch works, York Lane 
Undesignated 
Shown on OS maps in 1883, 1920, 1931 and 1938. Demolished and now a car park. 

Post-
medieval Negligible 

HL38 IHR10055: 
000:00 C 

Site of starch works, Frederick Lane 
Undesignated 
Shown on OS map of 1858, on 1883-4 map it was under housing. 

Post-
medieval Negligible 

HL39 IHR10054: 
000:00 C 

Site of foundry, Biscuit Factory, Donegall Street 
Undesignated 
Shown on OS maps of 1858 and 1883-4 (foundry); 1920, 1931 and 1938 (biscuit factory). 
Demolished and redeveloped as a car park (probably linked to HL36). 

Post-
medieval, 
Modern 

Negligible 

HL40 IHR10050: 
000:00 C 

Site of starch works, Flour Mill, York Lane 
Undesignated 
Shown on OS maps from 1858 to 1938. Demolished and now a car park. 

Post-
medieval Negligible 

HL41 IHR10214: 
000:00 C 

Site of factory, Lancaster Street 
Undesignated 
Site now a car park.  

Unknown Negligible 

HL42 IHR10048: 
000:00 C 

Site of cotton manufactory, York Lane 
Undesignated 
Shown on OS maps in 1858, 1883-4; from 1920, 1931, and 1938 as Irish News Office. Site 
now occupied by Irish News.  

Post-
medieval Negligible 

HL43 IHR10049: 
000:00 C 

Site of tobacco factory, York Street 
Undesignated 
Shown on OS maps of 1883-4, but from 1920 depicted as Belfast Telegraph Office, also 1931 
and 1938. 

Post-
medieval Negligible 

HL44 IHR10057: 
000:00 C 

Site of starch works, Washington Street 
Undesignated 
Shown on OS map of 1858, but not on 1883-4 map; from 1920 redeveloped for housing. 

Post-
medieval Negligible 
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HL45 IHR10047: 
000:00 C 

Starch works, York Street 
Undesignated 
Shown on OS maps of 1858, also shown on 1883-4, 1920 and 1931 OS maps. McNeill 
McManus Paint, Glass etc. now occupy York Street frontage. Probably replaced starch works. 
The three-storeyed building identified during the heritage walkover survey is overpainted and 
substantially altered. The building’s principal façade fronts York Street. York Street is one of 
the principal arterial roads that connect with the Westlink, M3 and M2.  The setting of the asset 
is dominated by the presence, both visually and audibly, of the existing road network.  

Post-
medieval Low 

HL46 IHR10069: 
000:00 C 

Site of flax stores, Academy Street 
Undesignated 
Site cleared – now open ‘green’ space by Art College. Shown on OS maps of 1883, 1901-2, 
1920, 1931 and 1938. 

Post-
medieval Negligible 

HL47 IHR10182: 
000:00 C 

Site of bonded store, Academy Street 
Undesignated 
Shown on OS maps of 1920, 1931 and 1938, but site now redeveloped.  

Modern Negligible 

HL48 IHR10180: 
000:00 C 

Site of bonded store, Great Patrick Street 
Undesignated 
Shown on OS maps of 1931 and 1938, but now redeveloped.   

Modern Negligible 

HL49 IHR10113: 
000:00 C 

Site of bonded store, Talbot Street 
Undesignated 
Shown on OS maps of 1883-4, 1902, 1920, 1931 and 1938. Demolished and redeveloped.   

Post-
medieval Negligible 

HL50 IHR10192: 
000:00 C 

Site of Phoenix Foundry, Great George’s Street 
Undesignated 
Shown on 1st edition OS map 1833, not shown on 1843 plan, redeveloped for housing on OS 
map of 1858. Site cleared. 

Post-
medieval Negligible 

HL51 IHR10103: 
000:00 C 

Bonded Store, Gordon Street 
Undesignated 
Shown on OS maps from 1883-4 to 1938. 

Post-
medieval Low 
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HL52 IHR10219: 
000:00 C 

Site of Scott's Bedding Manufactory, off Gordon Street 
Undesignated 
A three-storey brick building with loading doors at 1st and 2nd floor level. Painted on the doors 
are ‘Walter Scott Bedding Manufacturer’. Complex shown on OS map of 1902 to 1938. Now 
redeveloped.  

Modern Negligible 

HL53 IHR10111: 
000:00 C 

Site of bonded store, Albert Quay 
Undesignated 
Complex shown on OS maps of 1858 to 1938, but site now redeveloped.  

Post-
medieval Negligible 

HL54 IHR10030:008
:00 C 

Donegall Quay 
Undesignated 
Largely redeveloped as freight / passenger service. Large goods sheds at Queen’s Bridge and 
brick façade, probably comparatively recent: otherwise buildings absent except for Liverpool 
Boat Ferry Terminal. Cast Iron bollards along part of quay remain.  Used by Belfast Freight 
Ferries Ltd and Belfast Car Ferries. Shown on OS maps form 1858 to 1931. The setting is 
intimately linked to the Dock and the River Lagan.   

Post-
medieval Negligible 

HL55 IHR10109: 
000:00 C 

Site of Bacon Factory, Tomb Street 
Undesignated 
Under GPO Sorting Office (now Royal Mail office). Shown on OS maps 1858 to 1938. 

Post-
medieval Negligible 

HL56 IHR10112: 
000:00 C 

Bonded Stores, Tomb Street 
Undesignated 
One-storey brick building fronts Tomb Street, with five-storey brick building behind. ‘J & J 
Hunter Ltd. Bonded Warehouse’ painted on Tomb Street frontage. Shown on OS maps from 
1883-4 to 1938. The existing buildings within the city centre have screened this asset from the 
immediate study area. 

Post-
medieval Low 

HL57 IHR10108: 
000:00 C 

Site of Bacon Factory - Donegall Quay Mills (Flour & Meal), Gamble Street 
Undesignated 
Formerly John Thompson & Sons Ltd.  Donegall Quay Mills, at Gamble Street / Tomb Street 
intersection, was a four-storey brick office block with concrete cills / lintels. Substantial multi-
storey complex of brick and steel along Gamble Street. Shown on OS maps of 1858 to 1938. 
Site redeveloped and now occupied by a tall office/residential building.  

Post-
medieval Negligible 
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HL58 IHR10775: 
000:00 C 

Distillery / Brewery, Corporation Square 
Undesignated 
Remains of the truncated building were identified during the heritage walkover survey. Building 
now reused as Social Security Office. The existing buildings within the city centre have 
screened this asset from the immediate study area. 

Unknown Low 

HL59 IHR10776: 
000:00 C 

Site of Engineering Works, Great Patrick Street 
Undesignated 
Shown on OS maps, but no visible remains. 

Post-
medieval Negligible 

HL60 IHR10178: 
000:00 C 

Site of bonded store, Corporation Street 
Undesignated 
Shown on OS maps of 1920, 1931 and 1938, but now redeveloped. 

Modern Negligible 

HL61 IHR10177: 
000:00 C 

Site of bonded store (Mitchell & Co.  Ltd), Great George’s Street 
Undesignated 
Shown on OS maps of 1920, 1931 and 1938 but now demolished. 

Modern Negligible 

HL62 IHR10176: 
000:00 C 

Site of Engineering Works, Great George’s Street 
Undesignated 
Present building dates from 1882. Occupied by Robert Craig & Son (Engineering) Ltd.  
Modern frontage obscures complex of red brick industrial buildings behind.  Shown on OS 
maps of 1920, 1931 and 1938. Site now demolished and is a car park.  

Modern Negligible 

HL63 
Registered 
battlefield 

No.89 
C 

C17 siege of Belfast 
Registered battlefield 
Colonel Venables (Parliamentarian) against the Belfast garrison (Covenanters). 

1649 Medium 

HL64 
Defence 

heritage site 
No.194 

C 
Site of emergency water supply, Town Parks, Belfast 
Undesignated 
Now destroyed. 

Unknown Negligible 

HL65 
Registered 
battlefield 
No.358 

C 
Beal-Feirste 
Registered battlefield 
C16 battle between Rughraidhe Mac Uibilin and Conn and Domnall O’Neill. 

1540 Low 
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HL66 
Registered 
battlefield 
No.185 

C 
Fearsat (unlocated) 
Registered battlefield 
C7 battle between the Ulidians and the Cruithni. 

665AD Negligible 

HL67 
Registered 
battlefield 

No.95 
C 

Ford of Belfast (unlocated) 
Registered battlefield 
C16 battle between the Earl of Essex and Sir Brian O’Neill. 

1573 Negligible 

HL68 
Registered 
battlefield 
No.186 

C 
Belfast (unlocated) 
Registered battlefield 
C16 battle between The Lord Justice and Niall-og-O’Neill. 

1552 Negligible 

HL69 n/a C 

Congregational church buildings at 101 Donegall Street 
Undesignated 
The original church on this site was completed in 1860, with additions in 1871 on either side by 
Luke Macassey. There were extensive renovations in 1898 before it was largely destroyed by 
fire in 1931. Rebuilt in 1932, it was rebuilt by Samuel Stevenson & Sons in 1955, again 
following extensive bomb damage during the Belfast Blitz of World War II. 
Intervening buildings within the city centre screen this building from the immediate study area.   

C20 Medium 
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HL70 n/a C 

The former Hendrons’ Warehouse, corner of Little Patrick Street and Little York Street 
Undesignated  
The derelict former Hendrons’ Warehouse at the corner of Little Patrick Street and Little York 
Street comprises two conjoined buildings. To the north is a three-storey, four-bay warehouse 
constructed of red brick in English Bond under a slate roof with dentil cornice and ogee 
guttering. Flat-headed brick lintels. The building to the south is similar, of three-storeys and 
three-bays constructed of brick in Flemish bond with elliptical headed brick lintels. The right 
return is of two-bays but rendered. The ground floor appears to be a former shop with larger 
windows unaligned with the fenestration above. Stone string course and stucco fascia with the 
words ‘HENDRON BROS’ clearly visible on both elevations. All windows blocked up with block 
work. The existing buildings and the clearance of the sites surrounding the buildings have left 
it isolated.  
The setting of the building has undoubtedly changed since it was built. The building would 
have once been surrounded by residential housing, but now appears to be the only survivor. 
The building is now in a light industrial area with vacant buildings and car parks that are 
surrounded by security fencing. The building is located at the cross road and forms a focal 
point within the area as it is notably the oldest and most domesticated looking property within 
the area. There are signs of regeneration and redevelopment of the area. York Road is located 
to the west at the end of Little Patrick Street. However the site is contained in what is back 
land development and not on a principal route. Other intervening buildings to the north, to a 
certain extent, screen the immediate study area.  
Shown as groceries store on Goad Insurance map of Belfast (1897-8). Appears to have been 
reused as a warehouse and may have been extended to accommodate storage area. 

C19 Low 

HL71 n/a A 

Harbour wall, Duncrue Street 
Undesignated 
Brick-built harbour boundary wall, built with recessed panels and concrete caps that fronts 
onto Duncrue Street.  
The setting of the wall is limited. It is a functional structure that was designed to provide a clear 
demarcation of the Dock areas and therefore its setting is thoroughly associated with the 
Docks.  

C19 Low 
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HL72 n/a A 

Rotterdam Bar, corner of Pilot Street and Barrow Square  
Undesignated 
Late C18 bar (1797) two-storey, 2 bays stucco finish under pitched slate roof. Moulded cornice 
at eaves height, and quoins to the east. First floor windows have lugged architraves. There are 
remnants of a historic shop front at ground floor level with console brackets, stallriser, pilasters 
to either end, truncated pilasters evident in conjunction with later altered windows. Windows all 
boarded-up and building now empty. The building has been obviously truncated at either end 
by the redevelopment of the area and Barrow Square. The building has a strong historic 
connection to the area and was reputedly used as a detention centre for prisoners en-route to 
penal colonies in the early C19. Later, it was probably a dockland tavern/brothel. During the 
last half of the C20, it became famous as a traditional Irish pub and music venue. The 
Rotterdam is situated on Pilot Street at Clarendon Dock and is one of the few surviving 
buildings within the area known as Sailortown.  
The setting of the Rotterdam Bar has been significantly altered by later development and 
redevelopment of the dock area. It appears as a reminder of the former historic dockland and 
Sailortown area. The existing buildings within Pilot Street have screened this asset from the 
immediate study area.  

Late C18 Low 

HL73 n/a A 

Pat’s Bar, corner of Princes Dock Street and Barrow Square 
Undesignated 
Mid C18 constructed of brick, now rendered under slate pitched roof. Two-storeys, four bays 
with lower floor arranged as a traditional shop front. Appears to have opened as a bar in 1863 
but closed in 2010. The east elevation has been rebuilt more recently with modern brickwork, 
this is probably associated with the redevelopment of the Sailortown area in the late 1960s to 
construct the M2 Motorway. The setting of Pat’s Bar has been significantly altered by later 
development and redevelopment of the dock area, and the adjacent James Clow Building and 
Harbour View. The building appears as a reminder of the former historic dockland and 
Sailortown area, prior to redevelopment. The M2 Motorway is evident from Pat’s Bar, however, 
this is a very narrow view that encompasses mostly Princes Dock Street. The existing 
buildings within Princes Dock Street have mostly screened this asset from the immediate 
study area. .  

C19 Low 
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HL74 n/a A 

Dockers Club, former public house, corner of Pilot Street and Pilot Place 
Undesignated 
C19 former public house (now empty), possibly constructed of brick, now rendered, under 
slate roof with end stack and quoins to the east. Two storeys, two bays with doorway to the 
left.  Shown as a public house on the Goad Insurance map (1897-8).  
This building fronts on to Pilot Street, located in the former Sailortown area of Belfast. New 
residential apartment buildings of James Clow Building and Harbour View have recently been 
constructed to either side of the church and Parochial House. The setting is characterised by 
the built-up environment in the immediate vicinity, although the Clarendon Docks are located 
to the north-east, providing context and understanding to the building. The building is enclosed 
with a mixture of office, residential and light commercial/office visible.  

C19 Low 

HL75 n/a A 

Terrace of 4 houses, Garmoyle Street  
Undesignated 
Terrace of 4 houses, Garmoyle Street. They are constructed of brick under a slate roof of two 
storeys and two bays. All have been altered and the uniform appearance has been eroded 
due to changes to the fenestration, door and roof detailing. They represent a surviving element 
of later C19 residential housing that was once more extensive in this part of Sailortown and 
they stand as a tangible link to the former character of this area.  
The setting of this terrace has been substantially altered and its character dramatically 
changed from what it must have been like before redevelopment, however, these buildings, in 
conjunction with the other C19 buildings that survive in the area, such as the St Joseph’s RC 
Church (HB1), St Joseph’s RC Parochial House (HB2), Rotterdam Bar (HL72), Pat’s Bar 
(HL73) and Dockers Club (HL74), provide context albeit with a certain disjointed legibility.  The 
houses now face on to an industrial area and are situated along the principal access into the 
dock areas. The opposite side of the road, the west side of Corporation Street and Garmoyle 
Street, is currently occupied by industrial units and what appear to be residential flats on the 
west corner of Garmoyle Street and Dock Street.  

C19 Low 
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HL76 n/a A 

Wine merchants (Direct Wine Shipments), corner of Donegall Quay and Corporation 
Street 
Undesignated 
Wine merchants (Direct Wine Shipments), corner of Donegall Quay and Corporation Street. Its 
interest is derived from its age, relatively unaltered appearance and use and also the 
contribution that it makes to Corporation Square and the listed buildings of Sinclair Seamen’s 
Presbyterian Church (HB4) and the Harbour Office (HB5). Spatially, it acts as an important 
punctuation within the street frontage especially as so many buildings have been lost through 
years of redevelopment. It is shown as wine merchants ‘J. Doran and Co. Wine and Spirit 
Stores’ on the Goad Insurance map of 1897-8 and it is still a wine merchant. It is three storeys, 
three bays stucco under corrugated iron roof with parapet, with projecting end bays with 
quoins and recessed central bay. End bays have tripartite fenestration arrangement with 
mullions with classic capital detailing. Ground floor stucco marked as rusticated ashlar, with 
corbelled central segmental arched doorway. Windows flanking doorway have been altered 
with modern additions and have roller shutters. Sting courses at cill height at first floor and 
second floor with cornice below parapet.  
The building was once part of a terrace of buildings dating from the C19, although this building 
appears to be the only one of this date left on the south side of Corporation Street. The terrace 
has been truncated to the west and the land made into a car park. The M3 Motorway is visible 
immediately behind the asset to the south, with Lagan Bridge visible at first floor height. The 
motorway is also evident in open land to the west. The setting of the building to the south-west 
and north-west does not enhance the building at present. The existing road network impacts 
negatively on the experience and enjoyment of the building.  

C19 Low 
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HL77 n/a C 

Stone and brick warehouse between Little Patrick Street and Great Patrick Street 
Undesignated 
Late C18/early C19 with early C20 alterations. A former garage or warehouse of single storey, 
with pitched roof gable frontage to both Little Patrick Street and Great Patrick Street. 
Constructed of stone, possibly chalk, to eaves height and red brick above (rendered Great 
Patrick Street frontage). Gables have pronounced brick kneelers and pediment at ridge with 
stone water tabling (truncated at ridge Great Patrick Street frontage). Gable arranged with 
tripartite panelling in overall geometric formation. Central garage doorway with window 
openings (blocked on Little Patrick Street).   
The building is located within a street that is characterised by other light industrial buildings. 
The existing M3 Lagan Bridge is visible directly to the north.  

Post-
medieval - 

Modern 
Low 

HL78 n/a C 

Cathedral Conservation Area  
Local Authority Designation and shown on Belfast Metropolitan Area Plan – Cathedral 
Conservation Area. 
The Cathedral Conservation Area was designated in 1990 and extends from Royal Avenue, 
along North Street and Bridge Street, to High Street, and follows High Street to Victoria Street 
and then from Dunbar Link to York Street. The central focus is provided by St Anne’s 
Cathedral itself, surrounded by a predominantly 17th and 18th Century street pattern. Interest 
within the conservation area is provided by the abundance of historic structures of 
‘considerable merit, which mark the transition of Belfast from a small port to an internationally 
important commercial city’ (DoENI 1990).  
The northern boundary of the designated Cathedral Conservation Area lies adjacent to the 
immediate study area at Great Patrick Street and Dunbar Link. The setting of the conservation 
area has already been impacted, as these roads are unattractive and create a hostile 
environment for users with no views of merit.  

Post-
medieval -

Modern 
High 
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HL79 n/a C 

Victoria Street/Oxford Street Area of Townscape Character (ATC) 
Local Authority Designation and shown on Belfast Metropolitan Area Plan – CC 026 Victoria 
Street/Oxford Street Area of Townscape Character. 
An Area of Townscape Character is designated at Victoria Street / Oxford Street. The key 
features of the area are the late Victorian and Edwardian landmarks of architectural and 
historical significance to the area.  These include St. George’s Market (listed), Royal Courts of 
Justice (listed), the Old Town Hall in Victoria Street (listed), Trustee Savings Bank at Queen’s 
Square (listed), and the listed bank buildings on corner sites along Victoria Street, (including 
those framing May Street).  Also prominent are the Customs House (listed), Riddel’s 
Warehouse (listed), McCausland’s Warehouse (now a hotel) (listed), Jamisons and Greens 
(listed), Elliots, and Musgrave Street Police Station. The Albert Memorial Clock, which is a 
listed landmark monument, terminates the view east from High Street and the view along 
Victoria Street. There are also many other historic buildings within the area that contribute to 
the fabric and character of the area. These include the remnants of a Victorian terrace in 
Victoria Street, the red brick Bank of Ireland building on the corner of Ann Street and Oxford 
Street and its neighbour to the listed St Malachy’s former school; Nos. 43 – 47 Chichester 
Street; the Edwardian quayside and waterfront. Other notable buildings include the Arts and 
Crafts gabled Whisky café and the adjacent public house, with its tiled ground floor; and, 
Harbour Bar. In addition, the historically important civic and institutional edge of city centre 
squares and open spaces such as Victoria Square, Queen’s Square and Customs House 
Square, contribute to the area. Also important are views towards the hills from Ann Street. The 
area also exhibits a gridiron street pattern and contains historically important, late Victorian 
and Edwardian civic, commercial and institutional buildings. The area falls within an Area of 
Archaeological Potential. 

Post – 
medieval - 

Modern 
High 

HL80 n/a D 

Memorial to those killed and injured in the bombing of McGurk’s Bar 
On the south-east wingwall of North Queen Street Bridge, there is a memorial to the 15 people 
killed and those injured in the bombing of McGurk’s Bar on 4 December 1971. The memorial 
consists of a stone Celtic cross on a double plinth with an inscription. It is situated within 
protective metal railings and includes a mock-up mural /sculpture of the former bar with 
individual plaques provided above, dedicated to those who were killed. 

Modern Low 
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9.6 Predicted Impacts  

Only those cultural heritage assets where a predicted impact from the Proposed Scheme has 
been identified will be discussed in the following section.  

9.6.1 Archaeological Remains 

The following section describes the potential impacts and significant effects on archaeological 
assets that the assessment has indicated would occur as a result of Scheme construction 
(there are no impacts from the operation of the Scheme). The information is summarised in 
tabular format (Table 9.15) and records for each identified archaeological asset; 

• the asset’s value, as assessed and reported in the Baseline section; 

• a description of the impacts arising from construction of the Scheme; 

• the magnitude of impacts (without mitigation); 

• proposed mitigation; and 

• once mitigation has been applied, the Significance of (Residual) Effect. 

Impacts are identified in accordance with the guidance set out in Table 9.4. Reference should 
also be made to Figure 9.1. 
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Table 9.15: Archaeological Remains – predicted impacts associated with the Proposed Scheme 

Asset 
Number Description Value Impacts from Construction and Operation 

Magnitude of 
Impact 

(Without 
Mitigation) 

Proposed Mitigation 
Residual Effect 

Following 
Mitigation 

AR11 
Area of 

Archaeological 
Potential 

Medium 

Construction: there would be a direct, long-term impact 
upon the northern edge of this large-scale archaeological 
asset as a result of the land-take that is required for the 
Proposed Scheme. Where archaeological remains 
survive, they would be destroyed by the groundworks for 
the Scheme, including the excavation of shallow and deep 
cuttings (for example, single lane from M3 to Westlink, 
single lane from Westlink to M3, two-lane slip road from 
M2 to Westlink, two lanes from Westlink to M2, single lane 
from Dock Street to M3), the excavation required for new 
or widened embankments, piling for new structures 
(bridge piers), the installation of retaining walls, and the 
excavation of channels for drainage or groundwater 
control. 

Minor 
Adverse 

Archaeological trial 
trench evaluation, 

followed by detailed 
excavation, if 
appropriate. 

Slight Adverse 

AR12 
Demolished 
remains of 
Belfast city 

(north) 

Low 

Construction: there would be a direct, long-term impact 
upon the asset as a result of the land-take that is required 
for the Proposed Scheme. Where archaeological remains 
survive, they would be destroyed by the groundworks for 
the Scheme, including the excavation of shallow and deep 
cuttings (for example, single lane from M3 to Westlink, 
single lane from Westlink to M3, two-lane slip road from 
M2 to Westlink, two lanes from Westlink to M2, single lane 
from Dock Street to M3), the excavation required for new 
or widened embankments, piling for new structures 
(bridge piers), the installation of retaining walls, and the 
excavation of channels for drainage or groundwater 
control. 

Moderate 
Adverse 

Archaeological trial 
trench evaluation, 

followed by detailed 
excavation, if 
appropriate. 

Slight Adverse 
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Asset 
Number Description Value Impacts from Construction and Operation 

Magnitude of 
Impact 

(Without 
Mitigation) 

Proposed Mitigation 
Residual Effect 

Following 
Mitigation 

AR13 
Buried palaeo-
environmental 

remains 
Medium 

Construction: there would be a direct, long-term impact 
upon the asset as a result of the land-take that is required 
for the Proposed Scheme. Where buried palaeo-
environmental remains survive (boreholes suggest 
deposit depth increases to the east of the Scheme 
footprint), they would be destroyed by the groundworks for 
the Scheme, including the excavation of deep cuttings 
(proposed new underpass for the M2 to Westlink slip 
road, two lanes from Westlink to M2) and piling for new 
structures (bridge piers for proposed new Dock Street 
overbridge and new York Street overbridge).  
Works that affect and change the existing groundwater 
table (for example, piling required for motorway 
structures, such as the proposed new Dock Street 
overbridge and the new York Street overbridge) would 
also indirectly impact buried palaeo-environmental 
remains, and would lead to a deterioration of the condition 
and state of preservation of the buried remains.  

Minor 
Adverse 

Geoarchaeological 
investigation and 

recording (in advance of 
and concurrent with 

construction) 

Slight Adverse 

AR14 
C19 and later 
activity from 

watching brief 
observations 

Low 

Construction: there would be a direct, long-term impact 
upon the asset as a result of the land-take that is required 
for the Proposed Scheme. Where archaeological remains 
survive, they would be destroyed by the groundworks for 
the Scheme, including the excavation of shallow and deep 
cuttings, the excavation required for new or widened 
embankments, piling for new structures (bridge piers), the 
installation of retaining walls, and the excavation of 
channels for drainage or groundwater control. 

Major 
Adverse 

Archaeological trial 
trench evaluation, 

followed by detailed 
excavation, if 
appropriate. 

Slight Adverse 
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9.6.2 Historic Buildings 

This section describes the predicted impacts and significant effects on historic buildings that 
the assessment has indicated would occur as a result of the construction and operation of the 
Scheme. The information is summarised in tabular format (Table 9.16) and records for each 
identified historic building asset: 

• the asset’s value, as assessed and reported in the Baseline section; 

• a description of the impacts arising from construction and operation of the Scheme; 

• the magnitude of impacts (without mitigation); 

• proposed mitigation; and 

• once mitigation has been applied, the Significance of (Residual) Effect. 

Consideration of visual intrusion and noise impacts are addressed in Chapter 11 (Landscape 
and Visual Effects) and Chapter 13 (Noise and Vibration). Impacts are identified in accordance 
with the guidance set out in Table 9.5. Reference should also be made to Figure 9.1.
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Table 9.16: Historic Buildings (listed) – predicted impacts associated with the Proposed Scheme 

Asset 
Number Description Value Impacts from Construction and Operation 

Magnitude of 
Impact 

(Without 
Mitigation) 

Proposed Mitigation 
Residual Effect 

Following 
Mitigation 

HB1 

St Joseph's RC 
Church, Princes 

Dock Street 
Belfast, BT1 3AA 

 

Medium 

Construction: There would be a temporary impact to its 
setting during the construction, caused by noise, dust and 
visual intrusion and disruption of access.  
Operation: There would also be direct and long-term 
impacts on the setting of the asset. Its setting has already 
been impacted by the existing road network, however, the 
construction of the proposed new link road between the 
M2 motorway and Westlink (new overbridge and 
associated retaining wall) and the partial realignment of 
Nelson Street would bring the road network slightly closer 
to the asset. Construction of the 9m high retaining wall to 
support the widened embankment would create a hard 
impenetrable edge that would be visible from the asset. 
This would lead to the loss of the existing green 
vegetation that currently visually screens the motorway 
from the asset.  

Minor 
Adverse None Slight Adverse 

HB2 

St Joseph's RC, 
Parochial House, 
38 Pilot Street, 

Belfast, BT1 3AH 
(includes house 

and gate) 
 

Medium 

Construction: There would be a temporary impact to its 
setting during the construction, caused by noise, dust and 
visual intrusion and disruption of access.  
Operation: There would also be direct and long-term 
impacts on the setting of the asset. Its setting has already 
been impacted by the existing road network, however, the 
proposed new link road between the M2 motorway and 
Westlink (new overbridge and two-lane road with retaining 
wall) would bring the road network closer to the asset. 
Demolition of the buildings on Garmoyle Street which are 
visible at the west end of Pilot Street, would remove a 
visual buffer that currently exists between the asset and 
the motorway.  

Minor 
Adverse None Slight Adverse 
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Asset 
Number Description Value Impacts from Construction and Operation 

Magnitude of 
Impact 

(Without 
Mitigation) 

Proposed Mitigation 
Residual Effect 

Following 
Mitigation 

HB3 

Clarendon Dock 
Buildings, 

Harbour Estate 
Belfast 

 

High 

Construction: There would be a temporary impact to its 
setting during the construction, caused by noise, dust and 
visual intrusion and disruption of access.  
Operation: There would also be direct and long-term 
impacts on the setting of the asset. Its setting has already 
been impacted by the existing road network, however, the 
proposed new link road between the M2 Motorway and 
Westlink (new overbridge and two-lane road with retaining 
wall) would bring the road network closer to the asset. 

Minor 
Adverse None Slight Adverse 

HB4 

Sinclair 
Seamen's 

Presbyterian 
Church, 

Corporation 
Square, Belfast 
(includes gates 

and railings) 

High 

Construction: There would be a temporary impact to its 
setting during the construction, caused by noise, dust and 
visual intrusion and disruption of access.  
Operation: There would also be direct and long-term 
impacts on the setting of the asset. Its setting has already 
been impacted by the existing road network, however, the 
proposed new link road between the M2 motorway and 
Westlink (new overbridge and two-lane road with retaining 
wall) would bring the road network closer to the asset. 

Minor 
Adverse None Slight Adverse 

HB5 

Harbour Office, 
Corporation 

Square 
 

High 

Construction: There would be a temporary impact to its 
setting during the construction, caused by noise, dust and 
visual intrusion and disruption of access.  
Operation: There would also be direct and long-term 
impacts on the setting of the asset. Its setting has already 
been impacted by the existing road network, however, the 
proposed new link road between the M2 motorway and 
Westlink (new overbridge and two-lane road with retaining 
wall) would bring the road network closer to the asset. 
The proposed new retaining wall would be visible within 
some element of the setting of the building.  

Minor 
Adverse None Slight Adverse 
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Asset 
Number Description Value Impacts from Construction and Operation 

Magnitude of 
Impact 

(Without 
Mitigation) 

Proposed Mitigation 
Residual Effect 

Following 
Mitigation 

HB9 

Hall at North 
Queen Street 
Community 
Centre, 46 

Victoria Parade, 
Belfast 

Medium 

Construction: There would be a temporary impact to its 
setting during the construction, caused by noise, dust and 
visual intrusion and disruption of access.  
Operation: There would also be direct and long-term 
impacts on the setting of the asset. Its setting has already 
been impacted by the existing Westlink, however, the 
proposed widening of the Westlink and provision of a new 
retaining wall would impact the asset as the 
improvements would be visible in partial views between 
buildings from the asset. 

Negligible None Neutral 

HB13 

Belfast Charitable 
Institution (Clifton 
House), Clifton 
Street, Belfast 

(includes gates, 
railings and 

walls) 

High 

Construction: There would be a temporary impact to its 
setting during the construction, caused by noise, dust and 
visual intrusion and disruption of access, particularly by 
the proposed widening of the North Queen Street Bridge.  
Operation: The setting has already been impacted by the 
existing Westlink.  

Negligible None Slight Adverse 

HB14 
Gate Lodge 2 
Clifton House, 
North Queen 

Street, Belfast 

Medium 

Construction: There would be a temporary impact to its 
setting during the construction, caused by noise, dust and 
visual intrusion and disruption of access, particularly by 
the proposed widening of the North Queen Street Bridge.  
Operation: The setting has already been impacted by the 
existing Westlink.  

Negligible None Neutral 

HB16 

Lancaster St. 
School, (Former 
Ladies Industrial 

School), 
Lancaster Street, 

Belfast 

Medium 

Construction: There would be a temporary impact to its 
setting during the construction, caused by the use of 
Lancaster Street and Thomas Street as an alternative 
access route for residents on Great George’s Street, 
leading to a temporary increase in traffic passing the listed 
building. Operation: The setting has already been 
impacted by the existing road network.  

Negligible None Neutral 
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Asset 
Number Description Value Impacts from Construction and Operation 

Magnitude of 
Impact 

(Without 
Mitigation) 

Proposed Mitigation 
Residual Effect 

Following 
Mitigation 

HB28 

Former 
warehouse at 

Belfast Education 
and Library 

Board, 40-62 
Academy Street, 

Belfast 

Medium 

Construction: There would be temporary impacts to its 
setting during the construction by visual intrusion and 
disruption of access caused by the slight change to the 
lane configuration on Great Patrick Street.  
Operation: The setting has already been impacted by the 
existing road network.  

Negligible None Neutral 
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9.6.3 Historic Landscape 

This section describes the predicted impacts and significant effects on historic landscape that 
the assessment has indicated would occur as a result of the construction and operation of the 
scheme. The baseline has identified that this part of central Belfast has already been impacted 
by previous road schemes and also by post-war clearance of unsuitable historic housing. 
However, a number of undesignated historic buildings, including some that were identified 
during the walkover, one designated historic landscape asset and other elements that are 
likely to survive only as buried remains, would be impacted. Those elements of the historic 
landscape that are now buried would be treated as if they were archaeological remains. The 
information is summarised in tabular format (Table 9.17) and records for each identified 
historic landscape asset: 

• the asset’s value, as assessed and reported in the Baseline section; 

• a description of the impacts arising from construction and operation of the Scheme; 

• the magnitude of impacts (without mitigation); 

• proposed mitigation; and 

• once mitigation has been applied, the Significance of (Residual) Effect. 

Consideration of visual intrusion and noise impacts are addressed in Chapter 11 (Landscape 
and Visual Effects) and Chapter 13 (Noise and Vibration). Impacts are identified in accordance 
with the guidance set out in Table 9.6. Reference should also be made to Figure 9.1. 
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Table 9.17: Historic Landscape – predicted impacts associated with the Proposed Scheme 

Asset 
Number Description Value 

Impacts from Construction and Operation 
Proposed mitigation 

Magnitude of 
Impact 

(Without 
Mitigation) 

Proposed Mitigation 

Residual 
Effect 

Following 
Mitigation 

HL16 
Site of Clarendon 
Mills (Oatmeal), 

Corporation 
Street 

Negligible 

Construction: there would be a direct, long-term impact 
upon the asset as a result of the land-take that is required 
for the Proposed Scheme. Where remains survive, on the 
western edge of this asset, they would be impacted by 
the groundworks for the Scheme, including the 
excavation of the two lanes from the M2 to Westlink, 
utilities diversions and a temporary diversion to link 
Nelson Street and Corporation Street.  It is also noted 
that the works area for the Scheme encompasses the 
entire site. 

Minor 
Adverse 

Archaeological trial trench 
evaluation, followed by 
detailed excavation, if 

appropriate. 

Slight Adverse 

HL26 
BNCR Terminus 

and Midland 
Hotel 

Low 
Construction: There would be a temporary impact to its 
setting during construction, caused by noise, dust and 
visual intrusion.  

Negligible None Neutral 

HL31 Site of saw mill, 
York Street Negligible 

Construction: there would be a direct, long-term impact 
upon the asset as a result of the land-take that is required 
for the Proposed Scheme. Where remains survive, on the 
eastern edge of this asset, they would be impacted by the 
groundworks for the Scheme, including adjustments to 
the access entrance for Cityside Retail Park.  

Minor 
Adverse 

Archaeological trial trench 
evaluation, followed by 
detailed excavation, if 

appropriate. 

Slight Adverse 

HL34  Clifton House- 
Registered Park High 

Construction: There would be a temporary impact to its 
setting during construction caused by noise, dust and 
visual intrusion associated with the proposed changes to 
the road layout on Frederick Street and construction work 
associated with the proposed widening of the North 
Queen Street Bridge. 

Negligible None Slight Adverse 

HL45  
Starch works, 
York Street 

Undesignated 
Low 

Construction: There would be a temporary impact to its 
setting during the construction by visual intrusion and 
disruption of access with the proposed changes to the 
road layout on York Street.  

Negligible None Neutral 
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Asset 
Number Description Value 

Impacts from Construction and Operation 
Proposed mitigation 

Magnitude of 
Impact 

(Without 
Mitigation) 

Proposed Mitigation 

Residual 
Effect 

Following 
Mitigation 

HL61 
Site of bonded 

store (Mitchell & 
Co.  Ltd), Great 
George’s Street 

Negligible 

Construction: There would be a direct, long-term impact 
upon the asset as a result of the land-take that is required 
for the Proposed Scheme. Where remains survive, they 
would be destroyed by the groundworks for the Scheme, 
including the excavation of the link from the M3 to 
Westlink. 

Major 
Adverse 

Archaeological trial trench 
evaluation, followed by 
detailed excavation, if 

appropriate. 

Slight Adverse 

HL62 
Site of 

Engineering 
Works, Great 

George’s Street 

Negligible 

Construction: there would be a direct, long-term impact 
upon the asset as a result of the land-take that is required 
for the Proposed Scheme. Where remains survive, they 
would be destroyed by the groundworks for the Scheme, 
including the excavation of the link from the M3 to 
Westlink. 

Major 
Adverse 

Archaeological trial trench 
evaluation, followed by 
detailed excavation, if 

appropriate. 

Slight Adverse 

HL70 
Former 

Hendrons’ 
Warehouse 

Low 

Construction: There would be a temporary impact to its 
setting during construction, caused by noise, dust and 
visual intrusion associated with the proposed changes to 
the road layout on York Street.  

Negligible None Neutral 

HL72 Rotterdam Bar Low 

Construction: There would be a temporary impact to its 
setting during construction, caused by noise, dust and 
visual intrusion. 
Operation: There would also be direct and long-term 
impacts on the setting of the asset. Its setting has already 
been impacted by the existing road network in views 
looking west along Pilot Street, however, the proposed 
new link road between the M2 motorway and Westlink 
(new Dock Street overbridge and two-lane road with 
retaining wall) would bring the road network closer to the 
asset. 

Negligible None Neutral 
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Asset 
Number Description Value 

Impacts from Construction and Operation 
Proposed mitigation 

Magnitude of 
Impact 

(Without 
Mitigation) 

Proposed Mitigation 

Residual 
Effect 

Following 
Mitigation 

HL73 Pat’s Bar Low 

Construction: There would be a temporary impact to its 
setting during construction, caused by noise, dust and 
visual intrusion.  
Operation: There would also be direct and long-term 
impacts on the setting of the asset. Its setting has already 
been impacted by the existing road network, however, the 
construction of the proposed new link between the M2 
motorway and Westlink (new Dock Street overbridge and 
associated retaining wall) and the realignment of Nelson 
Street would bring the road network slightly closer to the 
asset. The construction of the 9m high retaining wall to 
support the widened embankment would create a hard 
impenetrable edge that would be visible. This would lead 
to the loss of the existing green vegetation that currently 
visually screens the motorway from the asset. 

Negligible None Neutral 

HL74 Dockers Club Low 

Construction: There would be a temporary impact to its 
setting during construction caused by noise, dust and 
visual intrusion.  
Operation: There would also be direct and long-term 
impacts on the setting of the asset. Its setting has already 
been impacted by the existing road network in views 
looking west along Pilot Street, however, the proposed 
new link between the M2 motorway and Westlink (new 
Dock Street overbridge and two-lane road with retaining 
wall) would bring the road network closer to the asset. 

Negligible None Neutral 
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Asset 
Number Description Value 

Impacts from Construction and Operation 
Proposed mitigation 

Magnitude of 
Impact 

(Without 
Mitigation) 

Proposed Mitigation 

Residual 
Effect 

Following 
Mitigation 

HL75 
Terrace of 4 

houses – 
Garmoyle Street 

Low 

Construction: There would be a temporary impact to its 
setting during construction, caused by noise, dust and 
visual intrusion.  
Operation: There would also be direct and long-term 
impacts on the setting of the asset. Its setting has already 
been impacted by the existing road network, however, the 
demolition of three industrial units/commercial buildings 
on the opposite side of the road (148 to 158 Corporation 
Street) would change the street scene and would impact 
the asset by removing buildings that intervene and buffer 
the asset from the existing motorway. The introduction of 
a proposed new link between the M2 motorway and 
Westlink (new Dock Street overbridge and two-lane road 
with retaining wall) would bring the road network closer to 
the asset and would impact the character of the street 
scene. 

Moderate 
Adverse None Slight Adverse 

HL76 
Wine Merchants 

(Direct Wine 
Shipments) 

Low 

Construction: There would be a temporary impact to its 
setting during construction caused by noise, dust and 
visual intrusion.  
Operation: There would be a direct, long-term impact on 
the setting of the asset. Its setting has already been 
impacted by the construction of the existing road network, 
however, the proposed new link between the M2 
motorway and the Westlink (two-lane road with retaining 
wall); and the introduction of a new junction with 
Corporation Street (under M3 Lagan Bridge) would 
impact the asset.  

Negligible None Neutral 

HL78 
Cathedral 

Conservation 
Area 

High 

Construction: There would be a temporary impact to its 
setting during construction caused by noise, dust and 
visual intrusion by the revised lane and junction 
configurations on Great Patrick Street and at Dunbar 
Link.  
Operation: The setting of the conservation area has 
already been impacted by the existing road network.  

Negligible None Slight Adverse 
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Asset 
Number Description Value 

Impacts from Construction and Operation 
Proposed mitigation 

Magnitude of 
Impact 

(Without 
Mitigation) 

Proposed Mitigation 

Residual 
Effect 

Following 
Mitigation 

HL80 

Memorial to 
those killed and 

injured in the 
bombing of 

McGurk’s Bar 

Low 
Construction: There would be a direct, long-term impact 
upon the asset as a result of the North Queen Street 
Bridge widening works.  

Major 
Adverse 

Although not proposed as 
part of the scheme, 

potential relocation of the 
memorial would be a 

matter for future 
consultation with victims’ 

representatives and 
Transport NI. It is 

acknowledged that careful 
consultation with the local 

community would be 
required in connection with 

the treatment of the 
memorial façade to 

McGurk’s Bar bombing 
currently in place. In such 
instances, arrangements 

would normally be made to 
carefully remove the 

memorial and make it 
available for owners to 

resite. 

Slight Adverse 
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9.7 Mitigation & Enhancement Measures 

During development of the Scheme design, mitigation measures to reduce or avoid adverse 
impacts on the cultural heritage resource have been incorporated in the following ways (in 
accordance with DMRB Volume 10, Section 6, Part 1 (HA 75/01) Trunk Roads and 
Archaeological Mitigation); 

• selection of a Scheme horizontal alignment that avoids nationally important sites and 
remains (where possible); 

• screening through planting and landscaping has been included (where appropriate) to 
reduce impacts that would affect historic buildings and historic landscapes and to aid the 
integration of the Scheme with the surrounding landscape; 

• land-take has been minimised (where possible) to reduce impacts on archaeological sites 
of  importance, balanced with the needs for buildability, economics and essential 
environmental mitigation; 

• liaison with the ecology and landscape specialists has been undertaken to minimise 
impacts on archaeological resources during the design of essential environmental 
mitigation measures; 

• liaison with the engineering, traffic, flood and drainage design teams to limit impacts on 
archaeological resources during the design of junctions, cuttings, embankments, flood 
compensation areas, and road drainage; and 

• the design of an archaeological mitigation strategy to undertake recording works 
(preservation by record) or measures for preservation in-situ, where it has not been 
possible to avoid impacts. 

Mitigation has been incorporated to avoid or reduce adverse impacts on historic building and 
historic landscape assets. This has included all of the following strategies; 

• appropriate landscape mitigation to screen key assets and reduce impacts that would 
affect historic buildings, (where appropriate); 

• embankment planting (hedge, tree, shrub) employed to aid the integration of the Scheme 
with the surrounding landscape, and to protect and enhance the setting of the historic 
building assets; and 

• landscape design has been used as a key tool through which the impacts of the Proposed 
Scheme upon the setting of historic buildings and historic landscape has been mitigated. 
Throughout the Scheme, sensitive and appropriate tree and shrub screen planting would 
be employed to aid the integration of the Scheme with the surrounding urban landscape 
(Chapter 11 Landscape and Visual Effects). 

9.7.1 Archaeological Mitigation Strategy 

A staged programme of archaeological mitigation (Programme of Archaeological Works 
(PAW) - PPS 6, Policy BH4) would be implemented in accordance with advice in DMRB 
Volume 11, Section 4, Part 3, and Volume 10, Section 6, Part 1. 

There is potential for archaeological remains of the later 18th, 19th and 20th Centuries to 
survive below the surface, within both the Proposed Scheme footprint and the proposed 
vesting boundary that is required for construction. Palaeo-environmental remains of prehistoric 
date are likely to survive in deeply stratified deposits at a lower level than the post-medieval 
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and modern remains. It is possible that waterlogged archaeological remains (for example, 
isolated findspots, river craft, trackways) may be buried within the stratified organic sediment 
and estuarine alluvium that underlies the footprint of the Scheme (and the wider area). 

Most of the archaeological remains, where they survive, are likely to represent the demolished 
remains of industrial and residential buildings and structures that are recorded on earlier 
historic maps of the area, including the detailed Goad fire insurance maps (1897-8). 

A detailed Archaeological Strategy report would be prepared that would set out the scope and 
methods for the planning and implementation of archaeological mitigation works for the 
Proposed Scheme. In addition, task-specific Project Designs (or a Written Scheme of 
Investigation) would be prepared by the Designer’s Archaeologist, outlining specific 
investigation and scientific sampling strategies that would apply to any fieldwork carried out.  
The Archaeological Strategy report, and if appropriate, the task-specific Project Designs, 
would be prepared prior to the enabling works and the main construction of the Scheme, and 
would be approved by NIEA (Historic Monuments Unit). 

A phased programme of archaeological investigation would be undertaken at each of the 
identified site areas (site areas to be determined during Phases 1 to 3, see below). This would 
comprise: 

• Non-intrusive survey, if appropriate, to establish mitigation requirements on land that is 
required for construction, but not yet identified including:  

− Desk-based assessment; and  

− review of geotechnical data; 

• Monitoring of geotechnical test pits.  Archaeological monitoring of any new phases of 
geotechnical investigations to improve the current deposit model for the Scheme footprint, 
or on any land that is required for construction, but not yet identified;  

• Trial trench or test pit evaluation.  A combination of targeted and fixed sample trial 
trenching (designed to assess specific areas and the form, complexity and distribution of 
archaeological remains along the Scheme or within a site area) to inform the mitigation 
design.  It would include an assessment of previous ground disturbance in the area that 
has occurred post-World War II and during the construction of the motorway network. 
Geoarchaeological investigations would be carried out on areas where peat or alluvial 
deposits have been recorded by geotechnical investigation work (palaeo-environmental 
core sampling and analysis); 

• Development of a detailed archaeological mitigation design for each site.  Sites shall 
be classified as Detailed Excavation, Targeted Watching Brief, or General Watching Brief, 
in accordance with Table 9.18;  

• Archaeological mitigation. This would entail either preservation in-situ designs (beneath 
embankments or raised areas wherever possible), or preservation by record.  The latter 
comprises archaeological excavation and recording followed by assessment and analysis, 
leading to both academic and popular publications, if appropriate.  The archive of finds 
and records from the excavation and analysis would be accessioned into a suitable 
repository (museum or approved archive store).  Proposals for preservation in-situ would 
be discussed with NIEA Historic Monuments Unit and finalised at the detailed design 
stage; and   
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• If appropriate, opportunities would be provided for public access, heritage interpretation 

and public dissemination of information arising from archaeological investigations. 

In order to reduce adverse effects, archaeological remains would have appropriate protection 
during works to avoid damage from vehicle movements through the Scheme area, machine 
tracking, vibration, dust (standing ruins) and/or compaction.  Appropriate physical mitigation, 
such as use of geotextile sheeting or sensitive engineering of embankments and retaining 
walls, would also be applied. 

Archaeological fieldwork would be carefully planned and coordinated in order to avoid impacts 
on other disciplines, such as sensitive ecology receptors (wildlife). When intrusive works are 
being planned, ecologists would be consulted in order to approve the fieldwork design and to 
undertake surveys in advance of the archaeological investigations to assess the ground 
conditions, should that be required. A survey of all affected areas would be carried out by a 
suitably experienced ecologist prior to the start of the archaeological investigations, where 
appropriate.  

The research objectives and excavation strategy would be kept under continuous review. 
Data, artefact and environmental sample processing would be undertaken whilst investigations 
are under way (including artefact spot-dating and preliminary assessment of environmental 
samples). Decisions on further investigation in a given area would be made as soon as 
sufficient information becomes available. 

A Scheme-wide programme of radiocarbon dating is unlikely to be necessary on the 
archaeological remains that are of post-medieval and modern date, however, samples 
recovered as a result of geoarchaeological investigations, would be radiocarbon dated in order 
to understand formation processes and to place the main historical processes that have 
affected the archaeological landscape development within an absolute chronological 
framework. 

Palaeo-environmental samples for analysis would be recovered where suitable deposits are 
present, in particular from waterlogged deposits or deposits sealed in a primary context.  An 
objective of the project would be to recover good sequences during geoarchaeological 
investigations, to assist with regional palaeo-environmental reconstruction. The NIEA Historic 
Monuments Unit would be consulted to advise on an appropriate sampling strategy 
(geoarchaeology and, if appropriate, archaeology) and to comment on site retrieval methods 
(if appropriate). 

Archaeological works would be undertaken on site by a suitably qualified and capable licence-
eligible archaeological contracting company, selected by competitive tender through a 
balanced assessment of quality, proposed methodology and best value indicators.   

The Designer’s Archaeologist would closely monitor each archaeological fieldwork event to 
ensure that the quality and requirements as set out in the Archaeology Strategy report and the 
individual Project Designs are being adequately met by the archaeological organisation 
undertaking the recording works. The NIEA Historic Monuments Regional Inspector would be 
invited to attend site meetings and to monitor the progress of the work. If unexpected finds are 
made during the course of the works, further Archaeological Project Designs would be 
prepared by the Designer’s Archaeologist and approved by the NIEA Historic Monuments Unit. 
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Table 9.18: Relevant archaeological mitigation measures 

Recording Method Description 

Detailed Excavation (to include 
Trench Mitigation) (in advance of 
and concurrent with construction) 

Detailed Excavation would be undertaken where significant 
archaeological remains are either known previously or discovered 
during the course of the works. This may be targeted at specific 
area locations, or a sample range of locations (e.g. test pits or 
specific investigation trenches). 

Targeted Watching Brief (TWB), 
(concurrent with construction) 

A programme of observation, investigation and recording of 
archaeological remains during or alongside construction earthwork 
activities, in specific areas where the presence of moderate 
potential remains has been demonstrated, but where detailed 
investigation prior to the main construction programme is 
unjustified, unfeasible due to safety or logistical considerations, or 
undesirable due to environmental or engineering constraints. Under 
TWB, as opposed to General Watching Brief (GWB), the 
contractor’s preferred method of working would be controlled as 
necessary to allow archaeological recording to take place to the 
required standard. 

General Watching Brief (GWB), 
(concurrent with construction) 

A programme of observation, investigation and recording during 
construction activities where remains have not been identified by 
assessment and evaluation studies, but where there remains a 
residual risk of archaeological discoveries. In this case, the 
contractor’s preferred method of working would not be controlled 
for archaeological purposes, but access for recording any 
discovered archaeology would be provided. 

Archaeological trial trench and 
test pit evaluation (in advance of 
construction) 

A sample-based mechanical or hand excavated trench or test pit 
based investigation to record the character of archaeological 
remains within the land-take required for the Scheme, including 
within the limits of the vesting boundary. Targeted investigations 
may also be appropriate where remains have been identified 
through non-intrusive survey (such as walkover survey) or where 
there is the potential for archaeological remains to be discovered. 
The results of these intrusive trenching or test pit works would 
inform decision making on further mitigation recording that may be 
appropriate. 

Geoarchaeological investigation 
(in advance of and concurrent 
with construction) 

A programme of sample recovery and analysis undertaken to 
investigate palaeo-environmental conditions and soil sediment 
development that may be relevant to the research of archaeological 
remains recovered within the vicinity. Achieved through trial pit 
excavations or other geotechnical soil sample retrieval methods 
(such as soil cores or boreholes).  

 

9.7.2 Mitigation Measures to be adopted during Scheme Construction 

During the construction phase procedures would be adopted, as would be described in the 
draft Construction Environmental Management Plan (CEMP), to ensure that archaeological 
areas and sites are protected during construction. This would involve temporary fencing where 
appropriate and clear notices on site fences. Toolbox talks would be undertaken when 
necessary to inform construction supervision staff and site operatives of archaeologically 
sensitive areas.   
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A procedure to agree a minimum period of time to undertake mitigation actions for unforeseen 
finds during the construction process would be agreed with the Employer and would be 
recorded in the CEMP. 

9.7.3 Archaeological Mitigation Programme 

It is anticipated that the archaeological mitigation programme would commence prior to the 
start of the main construction works. 

During Phase 1 (during the enabling works or as soon as access is available) – a programme 
of trial trenching, and if appropriate, test pit evaluation would be undertaken along the entire 
Scheme, including within the vesting boundary. Sample-based mechanical or hand excavated 
trenches would be used to assess and record the character of archaeological remains. 
Targeted trenching would be used where remains have been identified through non-intrusive 
survey (monitoring of geotechnical works, geotechnical investigations) or where there is 
potential for archaeological remains to be discovered (within defined areas of archaeological 
potential). The results of these intrusive trenching or test pit investigation works would inform 
decision making on further mitigation recording that may be appropriate. Geoarchaeological 
assessment would also be carried out.  

Phase 2 (during enabling works) – areas or sites that require preservation by record and that 
were identified at Stage 1 for detailed excavation, would be investigated. This would also 
determine the scope of further mitigation works. If additional detailed geoarchaeological 
investigations are required, these would also be carried out. A General Watching Brief (GWB) 
would be carried out for ground works, such as utility diversions and road diversions. Detailed 
design work for preservation in-situ would be developed if required. 

Phase 3 (during later enabling works and in advance of and concurrent with construction) - at 
the start of the construction period, a Targeted Watching Brief (TWB) would be undertaken 
before or concurrent with the main groundworks (stripping of made ground /topsoil) at selected 
locations. The GWB would be undertaken in all other areas where it is required. 

Phase 4 - a post-excavation assessment would be undertaken in accordance with NIEA 
Historic Monuments Unit advice, followed by an appropriate scheme of detailed analysis and 
reporting. Phase 4 would commence as soon as practicable following completion of the main 
investigative works. 

9.7.4 Dissemination of Results 

Depending upon the results of investigations, and subject to the conclusions contained within 
the post-excavation assessment and the advice provided by NIEA Historic Monuments Unit, a 
detailed project publication would be produced. If appropriate, fieldwork summaries would be 
submitted to suitable regional and period journals.  In addition, consideration would also be 
given to producing a non-academic popular booklet (for adults and/or children) outlining the 
discoveries. 

The archive of site records, paper documentation, digital data and finds would be deposited in 
an appropriate repository, such as an approved local museum for the long-term storage of the 
archive. The archive would be made publicly accessible with the agreement of the appropriate 
repository.  Digital data and digital finds information would also be conserved on a local and/or 
national web-based server. 

Public site visits (particularly for local schools) would be considered to view work in progress 
during the detailed archaeological investigations (Phase 2), where safe and practicable to do 
so. 
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Media relations would be maintained throughout the project and relevant details provided to 
media outlets, to inform local communities and the academic community of the progress of 
archaeological works, where appropriate. 

9.8 Residual Effects 

9.8.1 Introduction 

The Proposed Scheme has been assessed in accordance with the requirements of a DMRB 
‘Detailed’ Assessment.  Detailed assessments have been carried out for archaeological 
remains, historic buildings, and historic landscape assets. This sub-section describes residual 
impacts and the significance of effects on cultural heritage assets following mitigation. It 
should be noted that there would be a considerable beneficial increase in archaeological 
knowledge from the results of the archaeological mitigation works.  However, it should be 
noted that this in itself, cannot be used to decrease the level of the residual impacts and 
significance of effects on cultural heritage assets impacted by the Scheme (DMRB Volume 11, 
Section 3 Part 2, para 4.36).  

9.8.2 Archaeological Remains 

This assessment has identified that, after mitigation, there would be both direct and indirect 
long-term impacts on archaeological remains, as the Proposed Scheme would modify or 
destroy archaeological assets that are within the Scheme footprint or within the vesting 
boundary.  Appropriate archaeological mitigation (preservation by record / preservation by 
design), and sensitive engineering of earthworks would minimise the adverse effects of 
Scheme construction. 

9.8.2.1 Assets of High Value 

The Proposed Scheme would not impact any archaeological assets that are of High value. 

9.8.2.2 Assets of Medium Value 

The Proposed Scheme would have a Slight Adverse effect on two assets of Medium value that 
are undesignated at a national level – AR11, an Area of Archaeological Potential that has 
been designated by the local authority and that covers the historic core of the city centre and 
the historic docks area; and AR13, the buried remains of early Holocene land surfaces 
(Mesolithic) and post-glacial alluvial, estuarine and marine deposits (sleech) that contains 
evidence of environmental conditions and landuse (occupation/activity) during the prehistoric 
period. 

9.8.2.3 Assets of Low Value 

The Proposed Scheme would have a Slight Adverse effect on two assets of Low value – 
AR12, the demolished remains of Belfast city (north); and AR14, 19th Century and later activity 
detected during archaeological watching brief observations. 

9.8.2.4 Assets of Negligible Value 

The Proposed Scheme would not impact any assets of Negligible value. 

9.8.2.5 Potential Cumulative Effects on Archaeological Remains 

Potential cumulative impacts on archaeology would affect AR11 (Area of Archaeological 
Potential, defined by the local authority) and AR13 (buried palaeo-environmental remains) as 
a result of the proposed development at City Quays (currently under construction). 
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9.8.3 Historic Buildings 

This assessment has identified that, after mitigation, there would be impacts on the setting of 
ten historic building assets. No specific mitigation for setting has been proposed in this 
chapter, as appropriate mitigation such as landscaping and landscape planting is already 
outlined in Chapter 11 (Landscape and Visual Effects).  

9.8.3.1 Assets of High Value 

The Proposed Scheme would affect four assets of High value. There would be Slight Adverse 
effects on Clarendon Dock Buildings (HB3), Sinclair Seamen’s Presbyterian Church (HB4), 
Harbour Office, Corporation Square (HB5), and Belfast Charitable Institution (Clifton House) 
(HB13).  

9.8.3.2 Assets of Medium Value 

The Proposed Scheme would affect six assets of Medium value. There would be Slight 
Adverse effects on St Joseph’s RC Church, Princes Dock Street (HB1) and St Joseph’s RC, 
Parochial House (HB2). There would be a Neutral effect on the Hall at North Queen Street 
Community Centre (HB9), on the Gate Lodge 2 Clifton House (HB14), the Lancaster St. 
School, (Former Ladies Industrial School), Lancaster Street (HB16) and on the Former 
Warehouse at Belfast Education and Library Board (HB28) as a result of impacts upon the 
setting of these assets by the Proposed Scheme (alteration and changes to the existing road 
layout and a temporary slight increase in traffic). 

9.8.3.3 Assets of Low or Negligible Value 

The Proposed Scheme would not impact any assets that are of Low or Negligible value. 

9.8.3.4 Potential Cumulative Effects on Historic Buildings 

The development at City Quays Belfast (currently under construction) that is within the vicinity 
of the Proposed Scheme is likely to result in cumulative impacts upon the setting of a number 
of historic buildings that are designated – HB3 (Clarendon Dock Buildings, Harbour Estate 
Belfast), HB4 (Sinclair Seamen's Presbyterian Church, Corporation Square) and HB5 
(Harbour Office, Corporation Square). The scale of the proposed City Quays development 
would impact upon the setting of the listed buildings and its visual association with the area 
which reinforces the significance of the functional relationship. Combined with the Proposed 
Scheme, it would further diminish the setting and historic integrity of the historic dock area. 

9.8.4 Historic Landscape 

This assessment has identified that, after mitigation, there would be impacts on 15 historic 
landscape elements (setting impacts and impacts to buried and upstanding remains). No 
specific mitigation for the setting of ten of the historic landscape assets has been proposed in 
this chapter. However, for four of the assets archaeological trial trench evaluation, followed by 
detailed excavation would be undertaken, if appropriate. It is acknowledged that careful 
consultation with the local community would be required in connection with the treatment of 
the memorial façade to McGurk’s Bar bombing currently in place. 

9.8.4.1 Assets of High Value 

The Proposed Scheme would affect the setting of Clifton House Registered historic park, 
garden and demesne of special historic interest (HL34) as the Scheme would be visible on 
Frederick Street and consequently it would result in a Slight Adverse effect. The Proposed 
Scheme would also affect the setting of the Cathedral Conservation Area (HL78), but the 
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impact would only be temporary, during the construction stage and would result in a Slight 
Adverse effect. 

9.8.4.2 Assets of Medium Value 

The Proposed Scheme would not impact any assets that are of Medium value.  

9.8.4.3 Assets of Low Value 

The Proposed Scheme would affect nine assets of Low value that are all non-designated.  
There would be a Slight Adverse effect on the Terrace of four Houses on Garmoyle Street 
(HL75) due to the removal of modern buildings within the existing street frontage (government 
offices, stores and storage area, 148 to 158 Corporation Street) that would impact its setting 
and change the streetscape. There would be Neutral effects on a number of assets, including 
the Former Hendrons’ Warehouse (HL70), the Rotterdam Bar (HL72), Pat’s Bar (HL73), the 
Dockers Club (HL74), starch works, York Street (HL45), BNCR Terminus and Midland Hotel 
(HL26) and the Wine Merchants (Direct Wine Shipments) (HL76). 

The memorial to the 15 people killed and those injured in the bombing of McGurk's Bar (HL80) 
and mock-up mural/sculpture of the original bar would be removed as part of the works to 
widen North Queen Street Bridge.  

9.8.4.4 Assets of Negligible Value 

The Proposed Scheme would impact four buried assets of Negligible value, which are the site 
of Clarendon Mills (Oatmeal), Corporation Street (HL16); the site of a saw mill, York Street 
(HL31); the site of a bonded store (Mitchell & Co. Ltd) (HL61); and a former engineering works 
(HL62), both on Great George’s Street. As a result of the Proposed Scheme, there would be a 
Slight Adverse effect on these four assets, as any surviving remains would be destroyed by 
the ground works for the Scheme.  

9.8.4.5 Potential Cumulative Effects on Historic Landscape 

No such effects have been identified. 

9.9 Summary & Conclusions 

The historic buildings within the study area reflect the gradual development of Belfast into a 
thriving industrial city, built on the activities of merchant families, trade through the port, and 
the expansion of overseas markets. Following land reclamation and channel improvements, 
the port and docks were expanded along with associated industries. Industrial prosperity 
funded much of the development in the early 19th Century, including cotton and linen 
manufacture, shipbuilding, and with it came a growth in population. The production of goods 
for export became important with tobacco factories, distilleries and mineral water companies. 
New areas of Belfast, including the area to the north of the historic core of the city, were 
developed to cater for the expanding population and new industries. With this came the need 
for new docks to accommodate larger vessels.  

In Belfast, many of the former industries of the city remain visible to this day and elements of 
its once thriving dockland area have survived later re-development (post-war clearance and 
new roads infrastructure). The port continues to be an important influence on the character 
and industry of Belfast. This is reflected in the range of listed buildings, the historic landscape 
character of the area, and the likely survival of buried archaeological remains that reflect the 
former use and topography of this area. 
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The assessment has concluded that there would be no physical impact as a result of the 
Proposed Scheme on any buildings of historic interest (designated and non-designated 
assets), but there would be impacts on the setting of a number of these that are in close 
proximity to the Scheme; and a number of archaeological assets would be impacted. Taking 
into consideration the existing road layout and the nature of the Proposed Scheme, impacts 
would arise from the construction of new road elements (M2 to Westlink, M3 to Westlink, 
Westlink to M3, Westlink to M2).  

The assessment has found that four archaeological assets, ten historic buildings and fifteen 
historic landscape assets would be impacted by the Proposed Scheme. The Scheme design 
has avoided impacts where possible and minimised adverse effects, however, the overall 
significance of effect on the cultural heritage assets that would be impacted is assessed as 
Slight Adverse. 

 

   
ENVIRONMENTAL STATEMENT (VOLUME 1) 
January 2015 
 

252 
 



 Transport NI — York Street Interchange 

 
 

10. ECOLOGY AND NATURE CONSERVATION 

10.1 Introduction 

Ecology can be defined as “the scientific study of living organisms and their relationship with 
each other and their environment” whilst nature conservation is concerned with “maintaining a 
viable population of the country’s characteristic fauna and flora and the communities which 
they comprise”. 

This Ecological Impact Assessment (EcIA) chapter reports the findings of ecological surveys 
between the Westlink and the M3 and M2 motorways. This is an exclusively urban 
environment, including junctions with York Street, Nelson Street and Great George’s Street. 
The chapter aims to assess the impact of the development on the ecological receptors found. 

The principal objective of the ecological assessment at this stage is to identify the location, 
type and importance of all areas of significant nature conservation interest that might be 
affected, and to identify any significant impacts upon them. To do this, it is necessary to 
undertake sufficient assessment to identify the impact of the Proposed Scheme on species 
and habitats and provide recommendations where necessary. Essential remedial actions were 
identified following the surveys.  

This chapter should be read in conjunction with Chapter 11 (Landscape and Visual Effects) 
and Chapter 16 (Road Drainage and the Water Environment).  

10.2 Methodology 

10.2.1 Definition of Study Area 

The study area for the field survey covers the Proposed Scheme including adjacent areas 
likely to be affected by the road construction. The area extends between the Westlink (from 
North Queen Street Bridge), the M3 Lagan Bridge and Duncrue Street junction on the M2. 
It extends further afield where necessary, in order to identify important habitats, wildlife 
corridors or the assessment of potential impacts on designated ecological sites, such as the 
Natura 2000 sites in Belfast Lough and beyond. The ‘immediate scheme’ refers to the land 
within the proposed vesting boundary and is the land which would be required for the scheme. 
Habitat areas are calculated on the lands within the proposed vesting boundary.  

10.2.2 Desk Study 

A desktop study was undertaken, to gather together ecological evidence based on previous 
surveys of the area, website-based research for ecological records and knowledge, and 
information from a data request from the Centre for Environmental Data and Recording 
(CEDaR).  

Additionally, the Habitas website (http://www.habitas.org.uk) was reviewed for information on 
priority habitats and species within Northern Ireland, and for information on designated sites 
and protected species occurring within hectads (10 x 10km grid squares) overlapped by the 
study area.  

10.2.3 Field Survey 

The scope of the field surveys was informed by desk study, consultation and the initial junction 
area walkover. Field surveys were undertaken by experienced ecologists, skilled in the 
relevant survey techniques for habitats, botany and protected species. Surveys were 
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undertaken using relevant guidance on good practice survey methods from NIEA or specialist 
organisations, e.g. Bat Conservation Trust. 

A combination of aerial photography, MapInfo Geographical Information Systems (GIS) and a 
hand-held Global Positioning System (GPS) were used where necessary to assist in accurate 
mapping of important ecological receptors/constraints in the field. 

Field surveys established presence or absence of protected or notable species. Where 
necessary, further surveys were conducted for protected species to determine detailed status 
in order to inform mitigation or compensation measures. 

Detailed survey methods are described in the individual survey reports in Appendix 10, 
Annexes A-C of this ES. The schedule of field surveys conducted for this impact assessment 
is listed in Table 10.1. 

Table 10.1: Schedule of Ecological Surveys 

Survey Programme 

Phase 1 habitat, (including protected and 
invasive species) 29 August 2013, 12 August 2014 

Extended Phase 1, Winter walkover (including 
protected and invasive species) 07 February 2014, 02 December 2014 

Bat survey 01 July 2013, 03 July 2013, 04 July 2013, 
28 August 2013, 12 August 2014 

Breeding birds 16 June 2013 & 03 July 2013 

 

10.2.3.1 Extended Phase 1 Survey  

An ‘extended’ Phase 1 Habitat Survey was undertaken on 29 August 2013 and 12 August 
2014, with follow-up winter walkover surveys on 07 February 2014 and 02 December 2014. 
Surveys followed the standard methodology devised by the Joint Nature Conservation 
Committee (JNCC) (JNCC, 2010) and provide a rapid assessment of habitat presence, extent 
and quality. Blocks of land were assigned to recognised broad-habitat categories and mapped 
using colour codes. Target notes were recorded to provide detailed descriptions of features of 
particular ecological value (e.g. priority or protected habitats, plants or fauna, or features 
capable of supporting protected fauna). 

Whilst the survey focussed upon habitats, the ‘extended’ element of the survey recorded 
sightings or obvious field signs of protected species and assessed the potential of the habitats 
to support protected species, e.g. trees and buildings that could be used by roosting bats, 
badger setts or otter holts. The Phase 1 Habitat Survey findings are included in Appendix 10, 
Annex A. 

10.2.3.2 Invasive Non-native Species 

Survey for invasive non-native species was undertaken as part of the ‘extended’ Phase 1 
Habitat Survey, and focussed on plants listed in Schedule 9 Part II of the Wildlife (Northern 
Ireland) Order 1985 (as amended), such as Japanese knotweed Fallopia japonica, Giant 
hogweed Heracleum mantegazzianum and Himalayan balsam Impatiens glandulifera.  
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10.2.3.3 Bats 

Specific bat surveys were carried out following standard methodology in accordance with 
NIEA bat survey Specific Requirements (NIEA, 2011). Recommendations and good practice 
as highlighted in Bat Surveys: Good Practice Guidelines (2nd Edition), produced by the Bat 
Conservation Trust (Hundt 2012), and Mitchell-Jones, A.J. & McLeish, A.P. (Eds) (2004) The 
Bat Workers Manual (3rd Edition), were also considered. 

During daylight hours, trees and buildings scheduled for demolition were surveyed from the 
ground. For buildings, an external inspection of the structure was made for bat roost potential. 
Suitability and signs such as cracks, holes, droppings, urine stains and grease marks at the 
roost entrances were searched for. Full details are outlined in Appendix 10, Annex B (Bat 
Survey Report). 

Potential roost sites in trees include obvious features such as cavities, frost cracks and trunk 
and branch splits, rot holes where branches have been removed and hollow sections of trunk, 
branches and roots.  Bats can also roost in less obvious places such as under ivy, under loose 
bark and in bat or bird boxes. 

The results were used to grade locations as having negligible, low, medium, high or confirmed 
bat roosting potential, in accordance with Bat Conservation Trust guidelines. 

Equipment used for activity surveys included BatBox Duet ultrasonic detectors recording in 
Frequency Division mode onto Zoom Handy H2 digital recorders. Transects around the entire 
area were walked, with particular attention given to key corridors of mature vegetation and 
structures with potential for roosting sites. 

10.2.3.4 Birds 

A specific breeding bird survey using adapted British Trust for Ornithology (BTO) Common 
Bird Census (CBC) methodology was carried out during June and July 2013. The objective of 
this survey was to identify the value of the survey area for nesting birds and the potential use 
of the study area in the breeding season, especially for those birds of high conservation 
concern. 

Transects were walked at a steady pace and all birds seen or heard were recorded. The 
surveyor paused at regular intervals to scan and also to listen for calling and singing birds. 
Standard BTO two-letter codes and behaviour symbols were used to record the location of 
each observation. Surveys were conducted during calm dry weather conditions with good 
visibility.  

A wintering bird survey was scoped-out at an early stage, as the habitat was not considered 
important to over-wintering birds.  

10.2.4 Impact Assessment Methodology 

The method used to assess the impact of the proposed development on ecological receptors 
is based on Institute for Ecology and Environmental Management (IEEM) Guidelines for 
Ecological Impact Assessment (IEEM, 2006) and also incorporated good practice from other 
published documents. 

The assessment process is summarised below: 

• Baseline ecology: Ecological receptors that might be affected by the proposed 
development directly or indirectly are considered, and the existing conditions defined. The 
existing conditions are known as the Baseline; 
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• Value: The values of baseline ecological receptors are determined, using professional 

judgement and consideration of for example, available guidance and distribution/status of 
receptors. Values are determined within a geographic context, ranging from “international” 
to “immediate zone of influence” or “site level”; in some cases (such as invasive non-
native species) value may be negative; 

• Impacts: Likely impacts of the proposed development (which may be positive as well as 
negative) on ecological receptors are predicted, and where possible quantified, taking 
account of various parameters. Cumulative impacts are also considered; 

• Avoidance, Mitigation, Compensation: Measures are developed to avoid or reduce any 
significant negative impacts, if possible, in conjunction with other elements of the 
development design. If necessary, measures to compensate for impacts which cannot be 
avoided or fully mitigated are developed; 

• Residual Impacts: Any remaining (residual) impacts of the proposed development are 
determined; 

• Enhancement: Opportunities to benefit nature conservation without incurring excessive 
costs are determined, even if there are no significant negative impacts; 

• Monitoring: Requirements for post-construction monitoring, if appropriate, are proposed. 

10.2.5 Value of Ecological Receptors 

This section describes the value of the ecological receptors in terms of their relative 
conservation status, set in a geographical context using the framework described below. The 
evaluation of receptors is provided in Table 10.2. 

Determination of the ecological value of a receptor is based on distribution, status, population 
trends, rarity or threat level to the receptor concerned. The valuation process therefore draws 
on, for example, ecological principles, contemporary survey data, published research, 
Biodiversity Action Plans (BAPs) or other contemporary assessments of status, e.g. Birds of 
Conservation Concern in Ireland (Colhoun & Cummins, 2013). The IEEM EcIA Guidelines 
assess value in terms of the importance or contribution to biodiversity, including the benefits 
provided to human society in general. Legal protection is considered separately and does not 
form part of the valuation process. 

The value of ecological receptors are described using a geographical frame of reference (e.g. 
the receptor is of importance at International/European level, e.g. Natura 2000 sites). To attain 
a level of value, a receptor must meet the criteria set out in Table 10.2. In some cases, 
professional judgement is used to increase or decrease the value of receptors, based on 
contemporary studies or first-hand knowledge. This judgement is based on consideration of 
the following additional criteria: 

• population trends; 

• sustainability of resource; 

• representativeness; 

• potential for substitution/re-creation; 

• position in the ecological unit; 

• biodiversity; or 
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• intrinsic value to stakeholders. 

The protection of a particular receptor through national or international legislation for example, 
does not necessarily relate to the assessment of importance of that receptor to nature 
conservation in the context of the proposed development. Thus, badgers are protected by 
national legislation for reasons of animal welfare, but if badgers are common and widespread 
in the area being assessed, this receptor may be considered of local value. For habitats, an 
evaluation is based upon the amount and quality of that habitat type present in the proposal 
footprint, rather than valued for its presence per se. This ensures that small areas of poor-
quality habitat are not over-valued. 

The criteria used to describe the value of ecological receptors for this study are set out in 
Table 10.2. These are based upon criteria identified in the IEEM EcIA Guidelines, and 
previous Environmental Statements prepared by URS. The geographical areas chosen for this 
assessment are based on political boundaries. However, because habitats and species do not 
recognise political boundaries, these have been rationalised into ecologically meaningful 
biogeographical areas. It is recognised that the areas ‘All-Ireland’ and ‘British Isles’ are, in a 
political sense, international areas, but this should not confuse the process. 

Table 10.2: Receptor Valuation Criteria 

Receptor valuation level with 
assigned value class Criteria 

International or European 
Value 

 

‘Very Large’ 

• European Protected Site e.g. Natura 2000 sites (Special 
Protection Areas, Special Areas of Conservation), Ramsar sites or 
equivalent; 

• Areas which meet the published selection criteria for the sites 
listed above but which are not themselves designated as such; 

• Resident, or regularly occurring, populations of species which 
may be considered at an International or European level where: 

- the loss of these populations would adversely affect the 
conservation status or distribution of the species at this 
geographic scale; or 

- the population forms a critical part of a wider population at this 
scale; or 

- the species is at a critical phase of its life cycle at this scale. 
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Receptor valuation level with 

assigned value class Criteria 

British Isles Value: (England, 
Wales, Scotland, Northern 

Ireland & Republic of Ireland) 

 

‘Very Large’ 

• Nationally designated sites such as ASSIs or equivalent; 

• Areas which meet the published selection criteria for the sites 
listed above but which are not themselves designated as such; 

• Areas of key/priority habitats identified in the UK Biodiversity 
Action Plan (BAP), including those published in accordance with 
Section 3 of The Wildlife and Natural Environment Act (Northern 
Ireland) 2011 and those considered to be of principal importance 
for the conservation of biodiversity; 

• Areas of Ancient Woodland e.g. woodland listed within the 
Ancient Woodland Inventory; 

• Resident, or regularly occurring, populations of species which 
may be considered at an International, European, UK or National 
level where: 

 - the loss of these populations would adversely affect the 
conservation status or distribution of the species at this scale; or 

- the population forms a critical part of a wider population at this 
scale; or 

- the species is at a critical phase of its life cycle at this scale. 

All-Ireland Value: (Northern 
Ireland and Republic of 

Ireland) 

 

‘Large’ 

• Sustainable areas of key habitat identified in the All-Ireland Action 
Plans or NI BAP and Republic of Ireland BAP or smaller areas of 
such habitat that is essential to maintain the viability of a larger 
area; 

• Non-statutory sites that the designating authority has determined 
meet the published ecological selection criteria for designation; 

• Some non-statutory designated sites (Ancient Woodland); 

• Any regularly occurring, locally important population of a species 
listed in a Regional Red Data Book or LBAP on account of its 
regional rarity or localisation, which is integral to supporting the 
status of the species within the biogeographical unit that is the 
island of Ireland. 

Regional/County Value: 
(County Antrim etc.) 

 

‘Moderate’ 

 

• Designated sites including: Sites of Local Nature Conservation 
Importance (SLNCI); 

• Areas which meet the published selection criteria for those sites 
listed above but which are not themselves designated as such; 

• Resident, or regularly occurring, populations of species which 
may be considered at an International, European, UK or National 
level, where: 

- the loss of these populations would adversely affect the 
conservation status or distribution of the species across the 
County; or 

- the population forms a critical part of a wider population; or 

- the species is at a critical phase of its life cycle. 
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Receptor valuation level with 

assigned value class Criteria 

Local/Parish Value: (e.g. 
North Belfast) 

‘Slight’ 

• Designated sites including: Local Nature Reserves (LNR) 
designated in the local context ; 

• Trees that are protected by Tree Preservation Orders (TPO); or 

• Areas of habitat, or populations / communities of species 
considered to appreciably enrich the habitat resource within the 
local context (such as veteran trees), including features of value 
for migration, dispersal or genetic exchange. 

Zone of Influence Value: 
(Construction footprint and 

variable buffer zone to 
account for disturbance to 

species) 

‘Negligible’ 

• Common and widespread species; 

• Areas of heavily managed or modified vegetation of low intrinsic 
interest and low value to species of nature conservation interest, 
that do not appreciably enrich the site or locally. 

Source: Adapted from IEEM (2006) Guidelines for Ecological Impact Assessment in the United Kingdom. 
Highways Agency (2010) Interim Advice Note 130/10 Ecology and Nature Conservation: Criteria for 
Impact Assessment. 

10.2.6 Determining the magnitude of impacts 

In accordance with the 2006 IEEM EcIA guidelines, the likely impacts are characterised by 
considering the parameters shown in Table 10.3. 

Table 10.3: Impact Parameters 

Parameter Description 

Confidence level 

Certain / Near Certain: Probability estimated at 95% chance or higher. 

Likely / Probable: Probability estimated at above 50% but below 95%.  

Unlikely: Probability estimated at above 5% but less than 50%. 

Extremely Unlikely: Probability estimated at less than 5%.  

Positive/Negative Whether the impact will have a positive or negative impact on the receptor. 

Magnitude 
Large Adverse, Moderate Adverse, Slight Adverse, Negligible Adverse, Neutral 
or Negligible Beneficial, Slight Beneficial, Moderate Beneficial, Large 
Beneficial. 

Extent The area over which impact occurs, but can be synonymous with Magnitude for 
habitats. 
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Parameter Description 

Duration 

For most receptors, duration is quantified using the following classes:  

• Short-term: <5 years  

• Medium-term: 5-15 years  

• Long-term: 15-25 years  

• Permanent: >25 years. 

Longer-term impacts on mature trees or woodland may occur and this is stated 
in the report where applicable. 

Reversibility 

An irreversible (permanent) impact is one from which recovery is not possible 
within a reasonable timescale but a reversible (temporary) impact is one from 
which spontaneous recovery is possible, or for which effective mitigation is 
both possible and an enforceable commitment has been made. 

Timing & Frequency 

Some impacts are only detrimental at certain times of the year, such as the 
impact of site clearance during the bird breeding season. Outside this period, 
similar actions would not cause impacts. Similarly, an isolated disturbance 
incident may have little impact on a species’ population but repeated incidents 
could prove seriously detrimental. 

Source: Adapted from IEEM (2006) Guidelines for Ecological Impact Assessment in the United Kingdom. 

Impacts may occur during both the construction phase (in this context, taken to also include 
enabling works such as demolition, vegetation clearance and earthworks) and the operation 
phase of a development. They may be indirect as well as direct. Direct impacts are directly 
attributable to an action associated with a development. Indirect impacts are often produced 
away from a development, or as a result of other initial impacts. 

More than one impact acting on a receptor simultaneously may have a cumulative impact that 
is greater than when the same impacts act in isolation. Cumulative impacts may entail the 
assessment of all the impacts of the scheme upon a feature (e.g. impacts at the construction 
and operation stage), or the combined impacts of a number of schemes that would affect the 
same area. The area affected may vary depending on the receptor being considered. 

Where possible, impacts are quantified, and then assigned to a magnitude category based on 
the criteria set out in Table 10.4; impacts are described as ‘Large, ‘Moderate, ‘Slight, 
‘Negligible’ or ‘Neutral’. Professional judgement is used to assign the impacts to one of these 
five classes of magnitude. In addition, impacts may be beneficial or adverse in nature. 
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Table 10.4: Magnitude of Impact on Ecological Receptors 

Magnitude of 
Impact Description 

Large 

Major loss or major alteration to key elements/features of the baseline (pre-
development) conditions such that the post development character/ composition/ 
attributes would be fundamentally changed and may even be lost from the site 
altogether. Guide: >20% of population/habitat lost. 

Major benefit or major alteration to key elements/features of the baseline (pre-
development) conditions such that the post development character/ composition/ 
attributes would be fundamentally changed. Guide: >20% of population/habitat 
gained. 

Moderate 

Loss or alteration to one or more key elements/features of the baseline conditions, 
such that post development character/ composition/ attributes would be partially 
changed. Guide: 5-20 % of population/habitat lost. 

Gain or alteration to one or more key elements/features of the baseline conditions, 
such that post development character/ composition/ attributes would be partially 
changed. Guide: 5-20 % of population/habitat gained. 

Slight 

Minor shift away from baseline conditions. Change arising from the loss/alteration 
would be discernible but the underlying character/ composition/ attributes would 
be similar to pre-development circumstances/ patterns. Guide: 1-5 % of 
population/habitat lost. 

Minor shift away from baseline conditions. Change arising from the gain/alteration 
would be discernible but the underlying character/ composition/ attributes would 
be similar to pre-development circumstances/ patterns. Guide: 1-5 % of 
population/habitat gained. 

Negligible 
Very slight change from baseline condition. Change barely distinguishable, 
approximating to the “no change” situation. Guide: < 1% population/habitat lost or 
gained. 

Neutral No change. 

Source: Adapted from DMRB 11.2.5.2 (Table 2.2 Magnitude of Impact and Typical Descriptors) and 
IEEM (2006) Guidelines for Ecological Impact Assessment in the United Kingdom. 

Each impact is assessed against each receptor to evaluate the geographical level at which it 
acts. For example, a receptor of county or district value may be acted on by an impact such 
that the effect is only noticeable at a local or parish level. 

For each receptor of value, the impacts of the scheme are assessed during and after 
construction and the type of impact characterised according to its extent, magnitude, duration, 
reversibility and cumulative effects. The effect of the impact on the function of the ecosystem 
("integrity"), the quality and extent of the habitat or the population size of the species is 
predicted, and an estimate made of the degree of uncertainty in the prediction. Mitigation and 
compensation measures are described and the residual impacts (with mitigation in place) are 
quantified as accurately as possible. 

10.2.7 Assessing Significant Effects  

The concept of significance lies at the heart of EcIA. A ‘significant effect’ is defined in 
ecological terms as ‘an effect on the integrity or conservation status of a defined site, habitat 
or species’. A significant effect is determined by considering the combination of the ecological 
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value of the receptor and the magnitude of the impact and applying professional judgement as 
to whether the integrity of the receptor would be affected. This concept can be applied to both 
designated sites (e.g. ASSI) or to defined populations (e.g. a local, regional or national bat 
population). The concept underpins much of the European legislation in relation to nature 
conservation. 

The geographic frame of reference does not necessarily imply a level of sensitivity to the 
development. For example, if a SLNCI is cited for the population of a particular species of bat, 
that population is of county importance, but other features of the site may be less important. 
Similarly, legal protection at a national level, or the presence of a priority species or habitat in 
the UK BAP, does not always imply national importance.  

Table 10.5 shows the level of significance which can be assigned to different levels of receptor 
magnitude. 

Table 10.5: Significance categories and typical descriptors 

Significance 
category Typical descriptors of effect 

Very Large 

Only adverse effects are normally assigned this level of significance. They 
represent key factors in the decision-making process. These effects are generally, 
but not exclusively, associated with sites or features of international, national or 
regional importance that are likely to suffer a most damaging impact and loss of 
resource integrity. However, a major change in a site or feature of local importance 
may also enter this category. 

Large These beneficial or adverse effects are considered to be very important 
considerations and are likely to be material in the decision-making process. 

Moderate 

These beneficial or adverse effects may be important, but are not likely to be key 
decision-making factors. The cumulative effects of such factors may influence 
decision-making if they lead to an increase in the overall adverse effect on a 
particular resource or receptor. 

Slight 
These beneficial or adverse effects may be raised as local factors. They are 
unlikely to be critical in the decision-making process, but are important in 
enhancing the subsequent design of the project. 

Neutral No effects or those that are beneath levels of perception, within normal bounds of 
variation or within the margin of forecasting error. 

Source: DMRB 11.2.5.2 (Table 2.3 Descriptors of the Significance of Effect Categories) 

The term ‘integrity’ is used here in accordance with the definition adopted in EcIA guidelines 
(2006), based on Natura 2000 sites, European Commission guidance (European Commission, 
2001) whereby site integrity refers to “the coherence of the site’s ecological structure and 
function, across its whole area or the habitats, complex of habitats and/or populations of 
species for which the site is or will be classified”.  

For non-designated sites/species, this can be amended to "the coherence of ecological 
structure and function, that enables it (in this case, the area being considered; e.g. county / 
region) to maintain the levels of populations of species in its / their pre-development 
condition". Integrity therefore refers to the maintenance of the conservation status of a species 
population at a specific location or geographical scale. 

Within this assessment, a ‘finding of significant effect’ means that the predicted impacts are 
considered likely to affect the integrity of a receptor at a particular geographic scale of 
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influence. This may be at site level or district level, or at other levels. Accordingly, there is no 
single threshold over which an impact is determined to be significant or not significant for EcIA 
purposes. Rather, this assessment presents information to assist in determining the levels at 
which any predicted effects on the integrity of a receptor may be discernible. Mitigation 
measures and detailed design work may ameliorate or reduce some of the consequences 
upon affected interests. 

Impacts not considered to be significant would be those where no effects on the integrity of the 
receptor are predicted. These could range from slight magnitude impacts on receptors of very 
large (National, UK or International) value to large magnitude impacts on receptors of slight or 
neutral (Parish/ Local or Zone of Influence) value. Such effects may be raised as local issues 
but are not considered to be significant. Nevertheless, they are of relevance in enhancing the 
subsequent design of the proposed development and consideration of mitigation or 
compensation measures. Clearly, impacts of negligible magnitude, or impacts on receptors of 
negligible conservation value are not considered to be significant. 

Significant effects would be priorities for mitigation and/or enhancement. In some cases, for 
example where there may be direct disturbance to bats, there may also be a legal obligation to 
provide mitigation. It should be noted that, alongside the criteria provided, professional 
judgement is applied in determining the significance of potential effects. 

Where there is doubt over the appropriate level of significance, for example where there is 
uncertainty about the full extent of the local resource (habitat area or population size), this is 
stated and as a precaution the higher level of significance of the effect is applied. 

The effect on integrity or conservation status of a receptor can be stated as ‘Significant’ or ‘Not 
Significant’ at each geographic level (Table 10.6), and can be either beneficial or adverse.  

Table 10.6: Definition of the terms “significant” and “not significant” 

Term Description 

Significant 

The impact is significant if one or more of the following criteria are met: 

• large in scale or amount; 

• irreversible; 

• long-term effect; or 

• coincides with critical life stages. 

Not significant 

The impact is not significant if one or more of the following criteria are met: 

• small in scale or amount; 

• reversible within a reasonable timescale; or 

• does not coincide with critical life stages. 

Source: Adapted from IEEM (2006) Guidelines for Ecological Impact Assessment in the UK 

The level of significance of impact on the ecological integrity of the receptor or resource 
depends upon all of the factors described above. Initially, consideration of the impact on 
ecological integrity does not take account of recommendations for mitigation or compensation 
that might subsequently be described. Residual impacts and their level of significance are 
determined after applying mitigation or compensation measures. 

The above method of determining ecological impacts as significant or not significant at a 
geographic level, using the impact parameters listed and professional judgement, is the 
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preferred method given in the IEEM guidelines (2006). Magnitude of impacts in this chapter 
are described as ‘Large, ‘Moderate’, ‘Slight or ‘Negligible’, and either ‘Adverse’ or ‘Beneficial’, 
based on the matrix in Table 10.4. The default outcome of the matrix is altered if professional 
judgement deems this appropriate.  

For the purposes of the EcIA, the significance of effects in Table 10.7 classified as ‘Moderate’ 
and ‘Major’ are considered to be significant within this assessment. 

Table 10.7: Significance of Ecological Effect Matrix 

Ecological Value = Sensitivity Rating 

Magnitude 
of Impact 

International 
/British Isles 
(Very Large) 

National 
(Large) 

Regional/ 
County 

(Moderate) 

Parish/Local 
(Slight) 

Zone of 
Influence 

(Negligible) 

Large Major Major Moderate Minor Negligible 

Moderate Moderate Moderate Minor Minor Negligible 

Slight Moderate Minor Minor Negligible Negligible 

Negligible Negligible Negligible Negligible Negligible Negligible 

Source: Adapted from DMRB 11.2.5.2 (Table 2.4 Arriving at the Significance of Effect Categories). 

10.2.8 Limitations and Assumptions 

Sources of information are not exhaustive and every effort was made to obtain ecological data 
in the public domain to inform the baseline and impact assessment. It is possible that other 
information not in the public domain and known only to private individuals exists, but it is likely 
this would not have a significant effect on the overall ecological impact assessment for the 
scheme.  

Land access allowed all parts of the scheme to be surveyed, although private houses, gardens 
and small holdings in proximity to the scheme and that could have supported additional 
protected species were not all individually surveyed; only those considered to provide suitable 
habitat. 

Ecological survey methods followed best practice, where available. In order to survey the area 
affected by the scheme, some survey methods were habitat sampling exercises, such as for 
breeding birds and bat activity surveys. For these taxa, it was not practical or necessary to 
survey every ‘corner’ of the study area, as a representative sample is only required as part of 
the methodology. 

It is considered that any limitations or assumptions that existed or were made, would not 
significantly alter the quality or accuracy of the data reported in this chapter. 

10.3 Consultations 

The EIA process looks at the effects of the Proposed Scheme on the environment, in 
consultation with external bodies to inform the design and decision making. The Stage 3 EIA 
consultation commenced in February 2014 to allow relevant interested bodies an opportunity 
to register concerns or particular requirements during the EIA process, consult on the levels of 
assessment necessary, and seek input to the ES. A summary of key issues raised by these 
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consultees in relation to Ecology and Nature Conservation is contained in Table 10.8 below, 
and a copy of their response is included in Volume 2: Appendix 6, Annex B. 

Table 10.8 Summary of formal EIA consultation responses in relation to Ecology & Nature 
Conservation 

Consultee Consultation 
Date 

Date of 
Response Summary of Consultee Response(s) 

CEDaR Biological 
Records 11/10/11 23/11/11 Records of species occurring within the 

study area were provided. 

DARD 24/02/14 
13/03/14 

14/03/14 

No comments made by Rivers Agency or 
Fisheries Division and no response 
received from Veterinary Service or 

Quality Assurance Branch. 

DCAL – Fisheries 
Operations & 

Technical Support 

24/02/14 

02/04/14 
07/04/14 

The development is unlikely to have a 
significant impact on inland fisheries, 
provided precautionary measures are 

adopted to prevent pollutants, in the form 
of suspended solids, reaching the River 
Lagan, which supports populations of 

salmonids, both salmon, brown/sea trout 
and eels, which hold a considerable 
nature conservation and biodiversity 

value. Fish populations are sensitive to 
reductions in water quality and salmonid 

habitat is particularly susceptible to 
siltation, discharges containing high 

levels of suspended solids can smother 
spawning gravels and nursery habitat.  

DOE: Planning and 
Local Government – 

Tree Officer 

24/02/14 

02/04/14 
- No response received. 

National Trust 
24/02/14 

02/04/14 
- No response received. 
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Consultee Consultation 
Date 

Date of 
Response Summary of Consultee Response(s) 

NIEA – Natural 
Heritage 

24/02/14 

02/04/14 

03/03/14 

02/04/14 

Comprehensive response received. 
Designated sites should be considered in 

the EIA, including Belfast Lough SPA, 
Belfast Lough Open Water SPA, 

Alexandra Park SLNCI and Water Works 
Park SLNCI. Provided details on 

additional sources of information. NIEA 
recommend IEEM best practice guidance 

for ES preparation. HRA is required for 
proposals which may impact on a 

European Site. 

Outlined the information required in 
relation to reporting baseline conditions, 

impacts, and mitigation measures on 
flora & fauna, and water & hydrology.  

An Environmental Management Plan 
(EMP) should be prepared, including a 

Habitat Management Plan. 

Northern Ireland Bat 
Group 

24/02/14 

02/04/14 
27/02/14  

No further information received at this 
stage. At Stage 2, NIBG correspondence 
recommended an assessment of scheme 

effects on bats should be undertaken, 
including on-the-ground surveys in 

accordance with NIEA specifications. By 
undertaking European Protected Species 

(EPS) survey, the assessment of the 
EPS along with the assessment of 
European Protected Sites could be 
included, in advance of Statutory 

Procedures. 

Royal Society for the 
Protection of Birds 

(RSPB) 
24/02/14 31/03/14 

As potential impact upon Belfast Lough 
via the River Lagan is expected, 

appropriate measures regarding water 
pollution, noise & dust emission should 

be implemented and a Construction 
Environmental Management Plan 

(CEMP) presented. Recommend that 
pollution pathways adjacent to Belfast 
Lough SPA/ASSI are considered and 
mitigated for in compliance with the 

Wildlife (NI) Order 1985 (as amended). 
Bird nests not in use should be removed 

from the area outside of the breeding 
season (March-August) to help in 

compliance with the Wildlife (NI) Order 
1985 (as amended). 

Ulster Angling 
Federation 

24/02/14 

02/04/14 
- No response received. 
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Consultee Consultation 
Date 

Date of 
Response Summary of Consultee Response(s) 

Ulster Wildlife Trust 
24/02/14 

02/04/14 
- No response received. 

Wildfowl & Wetlands 
Trust 

24/02/14 

02/04/14 
07/04/14 

Cannot comment on proposals which do 
not affect WWT centres or are not 

associated with wetlands. 

Woodland Trust 
24/02/14 

02/04/14 
- No response received. 

 

The Stage 3 Consultation Plan and Communications Plan also identified a range of key 
stakeholders for consultation as part of the general Stage 3 Scheme Assessment process, not 
specifically as part of the EIA process. Various forms of communication were utilised as part of 
this consultation including letters, meetings and presentations. Some of the responses 
received from these stakeholders included information of relevance to Ecology & Nature 
Conservation and as such have been considered within the assessment as necessary and 
where allowable (i.e. when not breaching confidentiality). 

10.4 Regulatory & Policy Framework 

Conservation legislation for Northern Ireland sets out measures to conserve and protect 
wildlife and habitats. It also creates criminal offences for deliberately capturing, killing, 
disturbing or trading protected animals and picking, collecting, cutting, uprooting, destroying or 
trading protected plants. 

In Northern Ireland, the main pieces of legislation relating to nature conservation are contained 
in The Wildlife (Northern Ireland) Order 1985 (as amended) and the Conservation (Natural 
Habitats, etc.) Regulations (Northern Ireland) 1995 (as amended). The Wildlife and Natural 
Environment Act 2011 places a duty on statutory bodies (including Transport NI) in exercising 
any functions, to further the conservation of biodiversity so far as is consistent with the proper 
exercise of those functions. This includes and specifically mentions conservation and 
enhancement of various species and habitats. This legislation gives the necessary protection 
to wildlife in Northern Ireland and also transposes European Directives and Conventions into 
Northern Ireland law. The following list of key conventions, international and national 
legislation and planning policy is pertinent to the assessment of the proposed York Street 
Interchange, in relation to impacts upon Ecology & Nature Conservation.  

10.4.1 Ramsar Convention (1971) 

The Ramsar Convention (The Convention on Wetlands of International Importance, especially 
as Waterfowl Habitat) covers all aspects of wetland conservation and their wise-use. The 
Convention has three main 'pillars' of activity: the designation of wetlands of international 
importance as Ramsar sites; the promotion of the wise-use of all wetlands in the territory of 
each country; and international co-operation with other countries to further the wise-use of 
wetlands and their resources.  

The UK ratified the Convention in 1976. In Northern Ireland, Ramsar sites are generally 
underpinned by ASSIs and thus receive statutory protection under the Environment (Northern 
Ireland) Order 2002 (as amended). 
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10.4.2 Bonn Convention (1979) 

The Bonn Convention (The Convention on the Conservation of Migratory Species of Wild 
Animals) requires Contracting Parties to the Convention to work together to conserve 
migratory species and their habitats by providing strict protection for endangered migratory 
species (listed in Appendix I of the Convention), concluding multilateral Agreements for the 
conservation and management of migratory species which require or would benefit from 
international cooperation (listed in Appendix II), and by undertaking cooperative research 
activities. The UK ratified the Convention in 1985. The legal requirement for the strict 
protection of Appendix I species is provided by The Wildlife (Northern Ireland) Order 1985 (as 
amended), and the Nature Conservation and Amenity Lands (Northern Ireland) Order 1985 
(as amended). 

10.4.3 Bern Convention (1982) 

The Bern Convention (The Convention on the Conservation of European Wildlife and Natural 
Habitats) aims to ensure the conservation and protection of wild plant and animal species and 
their natural habitats (listed in Appendices I and II of the Convention), to increase cooperation 
between contracting parties, and to regulate the exploitation of those species (including 
migratory species) listed in Appendix III. To this end, the Convention imposes legal obligations 
on contracting parties, protecting over 500 wild plant species and more than 1000 wild animal 
species. 

To implement the Bern Convention in Europe, the European Community adopted Council 
Directive 79/409/EEC on the Conservation of Wild Birds (the EC Birds Directive) in 1979, and 
Council Directive 92/43/EEC on the Conservation of Natural Habitats and of Wild Fauna and 
Flora (the EC Habitats Directive) in 1992. Among other things, the Directives provide for the 
establishment of a European network of protected areas (Natura 2000 sites), to tackle the 
continuing loss of European biodiversity on land, at the coast, and in the sea to human 
activities. 

The UK ratified the Bern Convention in 1982. As the inspiration for the EC Birds and Habitats 
Directives, the Convention had an influence on the Conservation (Natural Habitats, etc.) 
Regulations (Northern Ireland) 1995 (as amended), which were introduced to implement those 
parts of the Habitats Directive not already covered in national legislation. 

10.4.4 EC Habitats Directive 1992 (Annex I, II, IV) 

Council Directive on the Conservation of Natural Habitats and of Wild Fauna and Flora 
(92/43/EEC) (The Habitats Directive), requires the protection of areas for key habitats (listed in 
Annex I) and species other than birds (listed in Annex II) through the designation of Special 
Areas of Conservation (SACs). Member States are required to take steps to avoid the 
deterioration of habitats or disturbance to species within these areas. Annex IV consists of 
animal and plant species of community interest in need of strict protection. 

10.4.5 EC Birds Directive 2009 (Annex I) 

Council Directive on the Conservation of Wild Birds (2009/147/EC) (The Birds Directive) is the 
codified version of Council Directive 79/409/EEC. The Directive requires Member States to 
identify the most important areas for birds and designate them as Special Protection Areas 
(SPAs), creating a network of protected areas across Europe which together with Special 
Areas of Conservation (SACs) are called Natura 2000 sites. The sites are classified for 
species listed in Annex I of the Directive, or for sites which are important for migratory species 
such as water birds. It aims to protect all European wild birds and the habitats of listed 
species, in particular through the designation of Special Protection Areas (SPAs). 
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10.4.6 The Conservation (Natural Habitats, etc.) Regulations (Northern Ireland) 1995 SR 380 

These Regulations give protection to European Protected Species (EPS) such as bats, otters, 
red squirrels and marine mammals. They also protect certain birds, plants, animals, marine life 
and their habitats, including Natura 2000 sites, through creating criminal offences and 
changing planning requirements. 

10.4.7 The Environment (Northern Ireland) Order 2002 SI 3153 (NI 7) (including amendments 
up to 2004) 

This Order covers several environmental issues, including pollution prevention control, 
assessment and management of air quality, and designation of ASSIs. 

10.4.8 The Environmental Liability (Prevention and Remediation) Regulations (Northern 
Ireland) 2009 SR 252  

These Regulations bring into force rules to oblige polluters to prevent and repair damage to 
water systems, land quality, species and their habitats and protected sites. The polluter does 
not have to be prosecuted first, so remedying the damage should be faster.  

10.4.9 The Environmental Liability (Prevention and Remediation) (Amendment) Regulations 
(Northern Ireland) 2009 SR 361 

These Regulations amend 2009/252 to update how warrants can be issued and enforced, give 
magistrates more flexibility in the fines they can apply for conviction, and to clarify that 
reference to European legislation includes any future amendments. 

10.4.10 The Nature Conservation and Amenity Lands (Northern Ireland) Order 1985 

This Order establishes the Council for Nature Conservation and the Countryside (CNCC) and 
sets out the DOE's rights and duties to protect and enhance sites of Natural Beauty or Areas 
of Special Scientific Interest in Northern Ireland. 

10.4.11 The Wildlife (Northern Ireland) Order 1985, (as amended)  

This Order makes it an offence to disturb or interfere with certain species of wild animals and 
plants, with certain exceptions, which require a licence. It includes protection for badgers, 
birds and newts. It also names species of non-native invasive species which are illegal to 
spread. 

10.4.12 Northern Ireland Biodiversity Strategy 2009 

The Northern Ireland Biodiversity Strategy (NIBS) was launched in 2000 with 76 
recommendations to Government. In 2002, the Northern Ireland Executive set out how it 
would implement the NIBS recommendations which included a commitment from the then 
Environment & Heritage Service (now NIEA) to produce a ‘Biodiversity Implementation Plan’ 
(BIP). 

10.4.13 The Regional Development Strategy 2035 ‘Building a Better Future’ 

In terms of policy framework, there is a hierarchy of policy and plans in Northern Ireland, 
pertinent to development of the Proposed Scheme. The Regional Development Strategy 
(RDS) 2035 provides an overarching strategic planning framework to facilitate and guide the 
public and private sectors. It does not redefine other government departments’ strategies, but 
complements them with a spatial perspective. It is a framework which provides the strategic 
context for where development should happen, however it does not contain operational 
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planning policy which is issued through Planning Policy Statements (PPS). Although many 
objectives of the previous strategy (the RDS 2025) are still valid, this document now replaces 
it. 

Within the document, specific ‘Regional Guidance’ is provided. RG11: Conserve, protect and, 
where possible, enhance our built heritage and our natural environment recognises the 
importance of the natural environment and requires it to be taken into account in relation to 
development. It outlines ten points which are principles to be adopted to protect, conserve and 
enhance the natural environment. 

10.4.14 PPS2 – Natural Heritage (July 2013) 

PPS 2 sets out the DOE’s planning policies for the conservation, protection and enhancement 
of the natural heritage, defined as ‘the diversity of our habitats, species, landscapes and earth 
science features’.  

The objectives of this PPS are: 

• To seek to further the conservation, enhancement and restoration of the abundance, 
quality, diversity and distinctiveness of the region’s natural heritage; 

• To further sustainable development by ensuring that biological and geological diversity are 
conserved and enhanced as an integral part of social, economic and environmental 
development; 

• To assist in meeting international (including European), national and local responsibilities 
and obligations in the protection and enhancement of the natural heritage; 

• To contribute to rural renewal and urban regeneration by ensuring developments take 
account of the role and value of biodiversity in supporting economic diversification and 
contributing to a high quality environment; 

• To protect and enhance biodiversity, geodiversity and the environment; and 

• To take actions to reduce our carbon footprint and facilitate adaption to climate change. 

Development Plan 

To achieve the precautionary principle set out in the objectives of PPS 2, development plans 
should take full account of the implications of proposed land use zonings, locations for 
development and settlement limits on natural heritage features within or adjoining the plan 
area.  

Natural heritage features will normally be identified as part of a Countryside Assessment 
carried out in association with plan preparations with local designations arising identified and 
policies brought forward for their protection and where possible their enhancement. Plans 
should also seek to identify and promote the design of ecological networks throughout the plan 
area to help reduce fragmentation and isolation of natural habitats through a strategic 
approach.  

The plan may seek to protect and integrate certain features of the natural heritage when 
zoning sites for development through ‘key site requirements’. As well as seek to identify and 
promote green and blue infrastructure to add value to the provision, enhancement and 
connection of open space and habitats in and around settlements.  
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The plan should consider the natural and cultural components of the landscape and promote 
opportunities for the enhancement or restoration of degraded landscapes, particularly those 
affecting communities.  

Ensure that potential effects on landscape and natural heritage, including the cumulative effect 
of development are considered when development plans and policies. Managing the potential 
for conflict is minimised and enhancement of features brought forward. 

10.4.15 Belfast Metropolitan Area Plan 2015 – District Proposals Belfast 

The Belfast City Strategy has been determined to reflect the strategic vision and framework 
which flows from it. The strategy outlines how it protects the natural environment through: 

• The focus of development opportunities within the urban footprint to reduce the need for 
greenfield expansion and accordingly to protect the quality landscapes that provide the 
unique city setting; 

• Positive protection of the Lagan Valley Regional Park; 

• Protecting existing parks, green areas and the shores of Belfast Lough; 

• Designating 18 Historic Parks, Gardens and Demesnes; 

• Designating 68 Local Landscape Policy Areas to protect areas of distinctive landscape 
and amenity; 

• Designating 34 Sites of Local Nature Conservation Importance to enhance the 
conservation of bio-diversity and protect priority habitats; and 

• Designating nine Community Greenways and four Urban Landscape Wedges. 

10.5 Baseline Conditions 

10.5.1 Desk Study  

10.5.1.1 Statutory Designated Ecological Sites  

With reference to NIEA - Natural Heritage digital data sets of designated ecological sites, it is 
evident that there are no national or international sites within the immediate study area, 
however, several are located within the wider area (Figure 10.1). 

The designated portion of Belfast Lough / Belfast Harbour, is located approximately 1.5 km 
north-east of the immediate study area.  It is designated at both national and international 
level. The inner part of the lough comprises areas of intertidal foreshore, which include 
mudflats and lagoons, and reclaimed land which form important feeding/roosting sites for 
significant numbers of wintering waders and wildfowl. The outer lough is restricted to mainly 
rocky shores, with some small sandy bays and beach-head saltmarsh. The shoreline of 
mudflats, sandy bays and rocky shores are designated as an Area of Special Scientific 
Interest (ASSI), a Ramsar site, and a Special Protection Area (SPA). The open water portion 
of the lough is designated separately as a SPA. The ASSI designations consist of two 
separate sites; Inner Belfast Lough ASSI and Outer Belfast Lough ASSI. 

Inner Belfast Lough ASSI is designated for the internationally important number of wintering 
Redshank it holds. The site encompasses the southern part of Belfast Lough and contains 
important feeding and roosting sites for overwintering waders and wildfowl, particularly 
Redshank (Tringa totanus), Oystercatcher (Haematopus ostralegus), Goldeneye (Bucephala 
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clangula) and Scaup (Aythya marila) which feed in the area at high water. Although artificial in 
origin, Victoria Park Lake (also included within this designation) is an example of a brackish 
lagoon. Inner Belfast Lough ASSI also contains several Earth Science Conservation Review 
(ESCR) sites of national geological interest in the form of Ordovician, Carboniferous and 
Permian features (Chapter 17). 

Outer Belfast Lough ASSI is important geologically, due to the Ordovician series of spilitic 
lavas, black shales and greywackes, amongst other series located here. The area consists of 
a varied habitat including boulder and rock shore, open mud flats, extensive mussel beds and 
a narrow shoreline strip of semi-natural vegetation including small, isolated pockets of beach-
head saltmarsh. This outer lough area supports important populations of Great Crested Grebe 
(Podiceps cristatus) and nationally important wintering populations of Oystercatcher 
(Haematopus ostralegus), Ringed Plover (Charadrius hiaticula), Redshank (Tringa totanus) 
and Turnstone (Arenaria interpres), as well as providing feeding areas for birds from the 
nearby Inner Belfast Lough ASSI. 

The Belfast Lough Ramsar site is designated as it is a wetland of international importance. It 
provides a habitat for the significant numbers of Redshank (Tringa totanus), it supports during 
the winter. Nationally important numbers of Shelduck (Tadorna tadorna), Oystercatcher 
(Haematopus ostralegus), Dunlin (Calidris alpine) and Purple Sandpiper (Calidris maritime) 
are also supported, amongst others such as Black-tailed Godwit (Limosa limosa), Bar-tailed 
Godwit (Limosa lapponica), Curlew (Numenius arquata) and Turnstone (Arenaria interpres). 
The Ramsar boundary in Belfast Lough is entirely coincident with the Belfast Lough SPA, 
covering a total area of 432.14ha, and is coincident with all of Outer Belfast Lough ASSI and 
most of Inner Belfast Lough ASSI.  

The Belfast Lough SPA designation is attributed to the area being an internationally important 
site for breeding, overwintering and migrating birds. These birds are the same population 
sustained by the Ramsar site. Belfast Lough Open Water SPA takes in the portion of open sea 
lough surrounded by the other designations. It continues out into the lough to its eastern 
boundary, passing between Kilroot and Horse Rock. The site qualifies under Article 4.2 of the 
2009/147/EC, as it supports an internationally important wintering population of Great Crested 
Grebe (Podiceps cristatus). 

Within the designated Ramsar, SPA and ASSI sites, and within the industrial Belfast Harbour 
Estate is an area of land, just under 14ha, maintained as Belfast Lough Nature Reserve by the 
Royal Society for the Protection of Birds (RSPB). This area includes mudflats, grassland and a 
pool & ditch complex, as well as a lagoon with a hide and viewpoints. The RSPB provide an 
educational programme for schools, including use of an observation room to view the birds. 
Belfast Lough Nature Reserve is situated approximately 3.5km to the north-west of the 
immediate study area, on the opposite shore of Belfast Harbour. 

10.5.1.2 Non-Statutory Designated Areas of Nature Conservation Interest 

Belfast Metropolitan Area Plan 2015 outlines 41 Sites of Local Nature Conservation 
Importance (SLNCIs) which are designated within Belfast City Council area. Such sites are of 
nature conservation importance on the basis of their flora, fauna or earth science interest.  

With reference to the Countryside Assessment (Vol. 2) Technical Supplement of the Belfast 
Metropolitan Area Plan 2015 and Figure 10.1, there are a number of SLNCIs in the wider 
study area. All sites are located in excess of 2km away from the immediate study area with the 
exception of Alexandra Park, which is situated approximately 500m away, and Waterworks 
Park, which is situated approximately 1200m away. Both Alexandra Park and Waterworks 
Park are classified as Local Landscape Policy Areas (LLPA); moreover Alexandra Park is 
classified as a Historic Park, Garden and Demesne.  
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Alexandra Park has been a public park since 1887. The land was bought by Belfast 
Corporation to establish a park in north Belfast. It contains a pond, semi-natural scrub 
complex, and a wooded glen. The Park has been owned and managed by Belfast City Council 
since 1888 and has public access.  

Waterworks Park SLNCI is an inner city reservoir of local importance for water birds. It is an 
area of local conservation interest and area of local amenity importance. It contains two large 
water features; one a former reservoir, and the other part of a formal Victorian / Edwardian 
Park, based on a designated watercourse. The area is of recreation value in a high-density 
urban area and is an important part in the chain of the landscape linkage from Shore Road. 

10.5.1.3 Extended Phase 1 Habitat Survey 

Preliminary ecological surveys were undertaken for the Stage 1 Preliminary Options Report 
and Stage 2 Preferred Options Report. These advised the surveys undertaken as part of the 
Stage 3 assessment, which was carried out during 2013 and 2014.  

The Stage 1 and Stage 2 surveys revealed that the Proposed Scheme footprint was located in 
an area of limited ecological value. It consisted of largely hardstanding with pockets of 
plantation woodland - trees and scrub planted as part of the M3 motorway and Dargan railway 
bridge construction in the early 1990s. At that time, the extended ecological component of the 
work detected three bat species (Table 10.9) as the only protected species recorded from the 
area. 

10.5.1.4 Species records 

A CEDaR data request, revealed many old records from the vicinity of the scheme, but few 
actually within it. Most were of common species of plant (Appendix 10, Annex E). 

10.5.1.5 Bats 

With reference to the CEDaR website, the National Biodiversity Data Centre website and 
www.nathusius.org.uk, the following three bat species (Table 10.9) are likely to occur within 
the study area. 

Table 10.9: Bats likely to occur within the study area 

Common Name Scientific name 

Common pipistrelle Pipistrellus pipistrellus 

Soprano pipistrelle Pipistrellus pygmaeus 

Leisler’s bat Nyctalus leisleri 

Source: Habitas website www.habitas.org.uk  

10.5.1.6 Otter 

With reference to the Northern Ireland Otter Survey (Preston & Reid, 2011), otters were found 
to occur in 89% of watercourse sites sampled across Northern Ireland. There are no open 
water courses within the immediate study area and therefore it is unlikely that otters would be 
found. Otters are likely to be associated with the River Lagan / Belfast Harbour and Belfast 
Lough and may occur there.  
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10.5.1.7 Badger 

With reference to Badgers and development (NIEA, 2011) the badger population is thought to 
be common and widespread across Northern Ireland. However, due to lack of suitable habitat 
on the site, no badgers would be expected. 

10.5.1.8 Newts  

Newts are found across Northern Ireland but are often localised in distribution. They can be 
sensitive to pollution and habitat alterations caused by urbanisation. Due to lack of suitable 
wetland features on site, newts would not be expected to occur.  

10.5.1.9 Birds 

The immediate study area is a highly urbanised environment, suitable for a range of urban 
birds. There are several features such as the gardens and areas of scrubland and woodland 
which will improve the area for bird species diversity. The area is likely therefore to hold a 
number of common urban and garden bird species, including breeding populations of summer 
migrants.  

10.5.2 Field Survey  

10.5.2.1 Phase 1 Habitat Survey 

The wider study area consists of an urban mix of various land uses such as roads and 
associated curtilage, car parks, commercial-use buildings and housing, and the western side 
of the Port of Belfast. Any ‘natural habitats’ have been created and mainly date from 
landscaping following construction of the M3 and its various connecting slip-roads during the 
1990s. Habitat areas occurring within the proposed vested lands are quantified in Table 10.10 
below. 

A range of habitats were found within the study area. These are detailed below and target 
notes can be found in Appendix 10, Annex A (Phase 1 Habitat Survey). The Phase 1 Habitat 
Survey updates the original survey carried out and reported during March 2012 in the Stage 2 
report. 
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Table 10.10: Habitat types occurring within the proposed vested lands 

Habitat Approximate 
Area (m2) 

Approximate Area 
(ha) 

% Proposed Vested 
Lands 

Bare Ground (J.4) 41585.2 4.16 15.78 

Woodland Plantation (A1.1.2) 11638 1.16 4.42 

Dense Scrub (A2.1) 11041.3 1.10 4.19 

Ephemeral/short perennial (J1.3) 4678.2 0.47 1.78 

Amenity Grassland (J1.2) 2538.6 0.25 0.96 

Semi-Improved Grassland (B2.2) 1388.3 0.14 0.53 

Scattered Scrub (A2.2)  975.5 0.10 0.37 

Tall Ruderal (C3.1) 834.9 0.08 0.32 

Introduced Shrub (J1.4) 623.3 0.06 0.24 

Scattered Trees (A3.1) 156 0.02 0.06 

Other (roads, buildings, misc. 
habitats etc.) 

188091.7 18.81 71.37 

TOTAL 263551 26.36 100 

 

10.5.2.1.1 Broad-leaved Plantation Woodland (A1.1.2) 

Although the study area is dominated by an urban hard standing landscape, a number of 
parcels of woodland plantation (amenity planting) occur, particularly in the middle of the study 
area, along the M2 motorway, along both the M2 Nelson Street off-slip and M2 York Street on-
slip, and also under Dargan Bridge (Figure 10.2). These trees, shrubs and small areas of 
amenity planting in the vicinity of the York Street junction are of relatively low ecological value, 
but provide important shelter and foraging habitat for wildlife in an otherwise urban 
environment. 

The majority of existing plantation woodland occurs on sloping earth banks, planted during 
construction of the M3, in the mid-1990s. Dominant species include Alder Alnus sp., Silver 
birch Betula pendula, and Sycamore Acer pseudoplatanus. Other species include Oak 
Quercus petraea, Scots pine Pinus sylvestris, Rowan Sorbus aucuparia, Lime Tilia sp., Willow 
Salix sp., and Poplar Populus nigra. Ground flora includes Ivy Hedera helix, Bramble Rubus 
fruticosus agg., Dog rose Rosa canina agg., and Stinging nettle Urtica dioica. 

10.5.2.1.2 Scrub (A2.1)  

Dense scrub comprises woody plants usually less than 5m tall, and was found as an 
understorey within the broad-leaved plantation woodland. It is also prevalent within a number 
of areas, particularly along the edge of Westlink, and adjacent to York Link and the M2 
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motorway (Figure 10.2). It consists mainly of Privet Ligustrum sp., Guelder-rose Viburnum 
oplus, Dogwood Cornus alba, Buddleia Buddleja davidii, Elder Sambucus nigra, Japanese 
rose Rosa rugosa, Willow Salix sp., and Bramble Rubus fruticosus. 

Small parcels of introduced shrubs (ornamental planting) occur around the Yorkgate Railway 
Station and adjacent to retail units along Nelson Street. They consist of mainly shrubs and 
hedging, including inter alia Cotoneaster Cotoneaster sp., and Laurel Prunus sp. 

10.5.2.1.3 ‘Brownfield’ - Tall ruderal, Short perennial, Bare ground and Scattered scrub mosaic 
(C3.1, J1.3, J4, A2.2) 

‘Open mosaic habitat found on previously developed land’ is a UK and Northern Ireland 
Priority habitat and UK Biodiversity Action Plan (UKBAP) habitat. It was found only in two 
areas within the site under the Dargan railway bridge as the Phase 1 habitats of Tall ruderal, 
Short perennial, Bare ground and Scattered scrub. It is commonly referred to as brownfield 
land and will be referred to as such from now on.  

A large area of brownfield habitat between the M2 motorway, York Street and Dock Street was 
originally recorded during visits to the site in 2013. Surrounded by trees and vegetation, it was 
the main area of natural habitat in the vicinity of the junction. Whilst the majority of this area 
lay outside of the proposed vesting boundary, some was included.  It was noted during a 
follow-up visit in December 2014 to have been cleared completely of surface vegetation and 
boundary scrub and trees. The resulting bare soil was graded out over the entire cleared area. 
Many of the plant species below were recorded in this area and were present to create the 
brownfield mosaic. This portion of the site currently exists as Bare ground (J.4) (earth) and has 
been presented as such in the Phase 1 results. 

A wide variety of Tall rudural, Short perennial and Scrub vegetation occur at various densities 
within brownfield areas which provide a mosaic of important wildlife habitat. Rosebay 
willowherb Chamerion angustifolium and Buddleia are the most prevalent species of 
vegetation in these areas. Other common wasteland species include Creeping thistle Cirsium 
arvense, Creeping buttercup Ranunculus repens, Gorse Ulex europaeus, Meadow vetchling 
Lathyrus pratensis, Mugwort Artemisia vulgaris, Nipplewort Lapsana communis, Coltsfoot 
Tussilago farfara, Fat-hen Chenopodium album, Black medic Medicago lupulina, Horsetail 
Equisetum sp., Ribwort plantain Plantago lanceolata, Greater plantain Plantago major, Red 
clover Trifolium pratense, White clover Trifolium repens, Dandelion Taraxacum sp., Yarrow 
Achillea millefolium, Common couch Elytrigia repens, Yorkshire fog Holcus lanatus, and False-
oat grass Arrhenatherum elatius.  

Brownfield habitat areas contained the highest botanical diversity on site, which in turn 
provided habitat for invertebrate populations. A number of common species such as Small 
copper butterfly Lycaena phlaeas, Common blue butterfly Polyommatus icarus, Peacock 
butterfly Agais io, Red tailed bumblebee Bombus lapidaris, and Early bumblebee Bombus 
praturum were observed within the site in brownfield habitat.  

10.5.2.1.4 Grasslands (J1.2, B2.2) 

Most amenity grasslands comprise intensively managed swards of standard species, such as 
Perennial rye grass Lolium perenne, Red fescue Festuca rubra, and Sheep fescue Festuca 
ovina. Herbs such as White clover, Dandelion, and Creeping buttercup are also present. The 
grass area adjacent to the M2 southbound off-slip at Nelson Street has a sward rich in herbs 
with Creeping thistle predominating, as well as Mugwort Artemisia vulgaris, and 
Silverweed Argentina anserine, and has been classified as semi-improved neutral grassland.  
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10.5.2.1.5 Scattered Scrub and Trees Introduced Shrub (A2.2, A3.1, J1.4) 

Scattered (ornamental) trees and scrub have also been planted as landscaping in stretches 
along York Street, Nelson Street and around Galway House car park (Figure 10.2). Hebe, 
Prunus, Cotoneaster and Sorbus are commonly occurring species.  

10.5.2.1.6 Brackish Standing Water (G1.6) and Watercourses (G2) 

There is one significant waterbody within the vicinity of the junction, Belfast Harbour, fed by 
the River Lagan. The Lagan drains a catchment of approximately 576km2 in the south-east of 
the Province and discharges into Belfast Lough, to the east of the M2 motorway. The river, 
classed as Belfast Harbour at this point, is tidal. The river contains various ecologically 
significant habitats over its length, although all are well upstream and none are in proximity to 
the immediate study area. The Mile Water and Farset River occur at the extreme north and 
extreme south of the site, however they are both culverted through the site. Currently, the 
surface drainage from the site is diverted to Duncrue Street Wastewater Treatment Works, 
where it is treated before discharge into Belfast Lough. 

10.5.2.1.7 Bare ground (J4) 

Bare ground is the most dominant Phase 1 habitat feature and exists in the form of hard 
surfaces devoid of vegetation such as roads, pedestrian pathways and car parking spaces.  

10.5.2.1.8 Other habitats  

Other (roads, buildings, misc. small, fragmented habitats etc.) relates to all areas of the 
remaining built environment (Figure 10.2).  As non-natural, habitat it was not classified in the 
Phase 1 survey. 

10.5.2.2 Invasive Species 

Two small Japanese knotweed Fallopia japonica stands were noted on an embankment at the 
edge of the derelict land behind Galway House, adjacent to the M2 (Figure 10.2, and 
Appendix 10, Annex A). The Wildlife (Northern Ireland) Order 1985 (as amended) states that it 
is an offence to cause this species to grow in the wild. Any material leaving site contaminated 
with Japanese knotweed should be disposed of in accordance with this Order.  

10.5.2.3 Bat Survey 

No bat roosts were found within the immediate study area (Appendix 10, Annex B (Bat Survey 
Report)).  All buildings scheduled for demolition were surveyed and deemed to have low Bat 
Roost Potential (BRP). No trees to be felled as part of the Proposed Scheme were identified 
as being suitable for bat roosting. 

Bat activity was generally low, localised and sporadic. Three species were confirmed: 
Common and Soprano pipistrelle Pipistrellus pipistrellus and P. pygmaeus, and also Leisler’s 
bat Nyctalus leisleri (Figure 10.3). A fourth species Nathusius’ pipistrelle P.nathusii, was also 
potentially detected. Numerous foraging bat calls were recorded between 39.4kHz and 42kHz, 
and, in addition, other call parameters matched those typical of that species. Such calls are 
also on the borderline with the related Common pipistrelle and so no positive distinction was 
possible as the activity survey was undertaken in Frequency Division. In the assessment, 
pipistrelle calls under 40kHz were classed as Nathusius’ pipistrelle and 40-42kHz as 
unspecified pipistrelle. Full details of surveys carried out are included in Appendix 10, Annex B 
(Bat Survey) of this ES. 
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Activity transects were undertaken throughout the immediate study area on a number of 
occasions between July and August (Appendix 10, Annex B, Figure 1). Bat activity was very 
low across the site with limited numbers recorded foraging and commuting along plantation 
woodland strips. No bats were recorded on a number of the survey nights, and therefore the 
site is thought to be used only intermittently by a transient population. 

10.5.2.4 Protected Non-volant Mammals 

No non-volant (incapable of flight) protected species were detected. During several site visits, 
at different times of the year, an assessment was made of the likely occurrence of protected 
mammals such as Badger Meles meles, Irish hare Lepus timidus hibernicus, and Red squirrel 
Sciurus vulgaris; all of which are protected at all times under Schedule 5 to the Wildlife 
(Northern Ireland) Order 1985 (as amended). Otter lutra lutra are protected under the 
Conservation (Natural Habitats etc.) Regulations (Northern Ireland) 1995 (as amended). No 
evidence was found for any of the aforementioned species.  

Several small holes were identified in the woodland and scrub between the M2 and Nelson 
Street off-slip. These holes were found to be inactive and had no evidence of protected 
mammals. These same holes were also identified to be inactive at Stage 1 and Stage 2. 
Foxes have been observed regularly in the area and therefore these holes may have been 
associated with past fox activity. 

10.5.2.5 Smooth Newt survey  

No specific smooth newt survey was carried out, as no permanent ponds were found and all 
areas were deemed unsuitable for the species due to lack of appropriate habitat. 

10.5.2.6 Breeding Bird Survey 

During the course of the breeding bird surveys, a total of 166 observations were made of 22 
different species (Figure 10.4). 

Results of the bird survey are presented in Appendix 10, Annex C, including estimates of the 
number of breeding pairs. Locations of birds, together with their corresponding behaviour, are 
shown on Figure 10.4. The conservation status of each species is included, i.e. Red-listed, 
Amber-listed and Green-listed Birds of Conservation Concern in Ireland (BoCCI) (Colhoun & 
Cummins, 2013) and UK Biodiversity Action Plan (UKBAP, 2007). No Annex I species of the 
EC Birds Directive 2009/147/EC were recorded on site.  

Two red-listed species were recorded; several Black-headed gulls Chroicocephalus ridibundus 
were recorded in the Cityside car park and a Herring gull Larus argentatus flew overhead. 
Although red-listed for their breeding status in Ireland, the species were not breeding within 
the Proposed Scheme area, but were foraging in it. Both species are locally common and 
forage over a wide area. 

Five common amber-listed species were seen, Goldcrest Regulus regulus, House sparrow 
Passer domesticus, Lesser black-backed gull Larus fuscus, Starling Sturnus vulgaris and Swift 
Apus apus. All are common in urban areas of Northern Ireland and were expected to occur. 

Finally the common Dunnock Prunella modularis, a green-listed species but a Northern Ireland 
priority species also occurred.  
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10.5.3 Value of Ecological Receptors 

The value of the ecological receptors is outlined in Table 10.11. Values are based on the 
conservation status of each receptor, set in the geographical context as described in Table 
10.2. 

Table 10.11: Value of Ecological Receptors 

Receptor Rationale and Value 

Designated sites 

There are no designated sites within the construction footprint. 
However, it is proposed that much of the surface water be 
discharged directly to Belfast Harbour, which connects directly to 
Inner Belfast Lough ASSI, Belfast Lough Ramsar, Belfast Lough 
SPA and Belfast Lough Open Water SPA. The sites are still 
therefore considered to be of International / European Value. 

Woodland & Scrub 

Several small areas of scrub and woodland exist across the site. 
Due to their importance as wildlife corridors in a highly urbanised 
landscape, the scrub and woodland are assessed to be of Local 
/ Parish Value. 

Brownfield 

The only Priority habitat found on the site. This habitat contains 
relatively abundant botanical and invertebrate diversity. This 
habitat occurs in several places within the area, mainly under the 
Dargan railway bridge. It is often lost due to development or 
encroachment of woodland. Due to its Priority status this habitat 
is assessed to be of Local / Parish Value. 

Amenity grassland & Species- 
poor Semi-improved grassland 

These are widespread habitats throughout the site and the wider 
countryside. They provide important foraging habitat for birds. 
Due to its relative abundance and relatively low wildlife diversity, 
it is assessed to be of Zone of influence Value. 

Invasive species 

Two stands of Japanese knotweed occur on site. As this is a 
Schedule 9 (II) species under the Wildlife (Northern Ireland) 
Order 1985 (as amended), it is assessed to be of Local / Parish 
Value. 

Bats 

The site supports three common species, i.e. Leisler’s bat, 
Common pipistrelle and Soprano pipistrelle, and also potentially 
the less common Nathusius’ pipistrelle. 

All bats are Northern Ireland BAP Priority Species and an all-
Ireland BAP exists to aid their conservation status. 

Foraging/commuting bats are considered to be of Regional / 
County Value. 
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Receptor Rationale and Value 

Breeding bird assemblage 

A range of common and widespread species were found, some 
of which had Amber and Red Ireland Conservation status and 
Northern Ireland Priority status. However, within the proposed 
vesting boundary only common species were found. On that 
basis the bird breeding assemblage would be assessed to be of 
Local / Parish Value. 

 

10.5.4 Predicted trends in the absence of Scheme Development  

It is likely that the area would remain largely unchanged in the absence of the Proposed 
Scheme, and no rapid changes to any habitats would be anticipated. The grassland habitats 
would remain unchanged if maintained by regular cutting, brown field sites would continue to 
scrub-up and would eventually mature into woodland.  

Mature trees and woody vegetation would further mature to provide greater suitability for bats 
and other breeding birds respectively. Climate change may cause a slow change in some flora 
and some bird populations, but this would be part of a larger scale (international) trend, not 
just within the site. 

10.6 Predicted Impacts 

Development proposals might have a range of effects (both positive and negative) upon 
ecological features, during either the construction or operation phases. A distinction is often 
made between direct and indirect impacts. Direct impacts occur where the changes to an 
ecological feature are directly attributable to an action associated with the development, such 
as the loss of woodland. Indirect impacts usually arise as a ‘knock-on’ effect of a development, 
and would include aspects such as disturbance to bat activity as a result of woodland loss. 

Direct and indirect impacts can be further sub-divided into temporary or permanent impacts. 
Permanent impacts include loss of habitat to the development. Temporary impacts arise 
during the construction phase (e.g. temporary use of land for storage of materials, noise and 
lighting), and whilst short in duration, may potentially have longer-lasting effects. For 
example, temporary loss of habitats of high nature conservation value can be as of great a 
magnitude as the permanent land take of lower value habitats due to the timescales over 
which recovery occurs (e.g. the time taken to re-establish woodland). Impacts may be 
cumulative, if, for example, the construction of the development and any adjacent 
development together cause disturbance to the same ecological receptor.  

The impacts of the potential effects arising from the proposed development are outlined below 
for the operational and construction phases, following consideration of the baseline conditions.  

10.6.1 Operational Phase Impacts (without mitigation) 

Operational phase impacts refer to all impacts resulting from all the Proposed Scheme and its 
various elements. Included in this are all the ecological habitats lost to make way for new land 
uses. Operational impacts also consider the future impacts of the site whilst the development 
is in place in years to come. Impacts such as potential disturbance to various species from 
people and vehicles using the area would be considered as operational phase impacts. 
Impacts can either be direct or indirect. 

The operational phase of the development would have negative impacts on the majority of 
species. In general, in the short-term, the loss of natural habitat and the conversion would 
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remove opportunities for all species to forage and breed within the Proposed Scheme area. In 
the medium to longer terms, as the site becomes more established and vegetation begins to 
develop and mature, opportunities for increased biodiversity within the site would develop. A 
summary of operational phase general impacts is outlined in Table 10.12. 

Table 10.12: Operational Phase Impacts Summary 

Operation Impacts Nature of Impact 

Noise disturbance 

Regular traffic noise may displace sensitive species (e.g. birds) 
especially in the short-term, although most birds in the area will already 
be habituated to large traffic volumes and would become habituated to 
the new arrangement within a relatively short period of time. Long-term 
impacts on some bird species through displacement of breeding 
territories may occur. 

Visual disturbance Visual disturbance due to vehicles and human activity acting on sensitive 
species (e.g. sensitive mammals and birds).  

Water quality impacts Potential for contaminated petrochemical run-off from spills on roads, 
following flood events. 

Air quality impacts Traffic redistribution on the network could affect roadside vegetation. 

Artificial lighting Street lighting and traffic headlights would disturb sensitive species, 
particularly where the environment was previously unlit. 

Landscaping 

With the introduction of new vegetation types, vegetation structure, 
botanical species composition and growth patterns, as influenced by the 
post-construction habitat management regime, planted habitats in 
landscaped areas would influence the faunal species that colonise these 
areas, which would be an adverse or beneficial impact, depending on the 
species. 

Spread of non-native 
invasive species 

Future scheme maintenance work, such as hedge cutting and grass 
cutting, could cause the spread of Japanese knotweed. This would be a 
permanent direct impact. 

Road mortality Increased risk of road mortality to wildlife, especially mammals and birds, 
and road development on site may form a substantial barrier to dispersal. 

 

10.6.2 Construction Phase Impacts (Without mitigation) 

Construction phase impacts have the potential to disturb a wide range of species. These 
impacts include disturbance from plant and personnel on site, noise and visual pollution, soil 
and sediment run-off into watercourses, pollution incidents and spills of hazardous substances 
into watercourses.  

During the construction phase, site clearance could create significant risks to habitats to be 
retained. Disturbance close to mature tree roots has the potential to destabilise the roots and 
ultimately kill the specimen. Other habitats could be lost unnecessarily as part of site 
clearance works to provide temporary access roads or additional space for site compounds or 
construction purposes. 
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With large areas of earthworks and bare earth surfaces on site during the construction period, 
there is a risk that adjacent vegetation could be impacted through smothering from dust and 
dirt deposition, particularly along haul roads. 

Whilst limited evidence of protected mammal activity has been observed within the York Street 
area, further surveys should be conducted prior to the construction phase to confirm the 
presence or otherwise of such protected mammals. Any active setts or roosts revealed within 
the confines of the proposed development would require implementation of appropriate 
mitigation measures required by the Northern Ireland Environment Agency (NIEA) – Natural 
Heritage. Specific impacts in relation to individual species are discussed below; construction 
impacts can also be both direct and indirect. 

Construction would involve the act of site clearance, physical removal of existing deposits and 
vegetation, and the introduction of artificial construction materials and active machinery. A 
summary of construction phase impacts is shown in Table 10.13. 

Table 10.13: Construction Phase Impacts Summary 

Construction Impacts Nature of Impact 

Habitat damage and loss 

The magnitude of this impact is directly related to the relative amount of 
habitat lost, the ecological value of the habitat, whether it is a temporary 
or permanent loss, and whether the habitat can be restored or 
recreated (compensated). Development would take areas of terrestrial 
habitats, and both permanent and temporary impacts can be 
anticipated.  

Noise and vibration 

Noise associated with construction, especially piling and machinery 
acting on sensitive species (e.g. breeding birds). The magnitude of 
impacts would be seasonally and spatially dependent.  

Vibration associated with construction could cause an indirect 
temporary impact upon sensitive species within or very close to the 
construction footprint. 

Visual disturbance 
Many birds and mammals are sensitive to visual disturbance (usually in 
combination with noise disturbance). These indirect impacts would be 
temporary and seasonally or spatially dependent. 

Water quality impacts 

Pollution of watercourses is an indirect impact. There are several 
potential sources of pollution: run-off of water-laden sediment from 
stockpiles close to the watercourses, accidental chemical/fuel spillage, 
and disturbance of previously confined contaminants. Whilst the source 
of impacts is often temporary, these indirect effects may be either 
temporary or permanent. 

Dust and air quality 
Dust deposition adjacent to work sites leading to damage to vegetation, 
along with air quality and water quality impacts. This indirect effect 
would be either a temporary or permanent direct impact. 

Artificial lighting 

Construction lighting could displace sensitive protected species and 
provoke other behavioural changes. The impacts would be seasonally 
and spatially dependent. This would be an indirect temporary (but 
possibly prolonged) indirect impact. 
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Construction Impacts Nature of Impact 

Spread of invasive non-
native species 

Construction traffic movements, especially transport of topsoils, could 
lead to seeds of Himalayan balsam or other invasive species being 
spread, leading to the growth of new plants. This would be a permanent 
direct impact.  

 

10.6.3 Specific Impacts 

10.6.3.1 Designated Ecological Sites 

Due to the proximity and hydrological link of the Proposed Scheme to the existing Belfast 
Lough and Belfast Lough Open Water SPAs and Belfast Lough Ramsar site boundaries, a 
Habitats Regulations Assessment (HRA) was undertaken in tandem with the ecological 
assessment. This consisted of a Stage 1 Screening Assessment (Test of Likely Significance) 
and a Stage 2 (Appropriate Assessment) both undertaken in accordance with the 
requirements of Article 6, paragraphs (3) and (4) of the Habitats Directive 92/43/EEC.  

Initially, a Stage 1 Screening Assessment (2009) had been prepared alongside the Preliminary 
Options Report with the best knowledge of the Proposed Scheme design.  At that stage, no 
significant concerns became apparent even through the consultation process in relation to 
potential impacts on the Natura 2000 sites. On that basis, no significant effects on the integrity 
of the sites were predicted and so the Assessment concluded with the preparation of a 
‘Finding of No Significant Effects Report’. During the Stage 3 EIA process, the scheme design 
was at an advanced stage, particularly in relation to the drainage design and methods of 
construction. This triggered a review of the HRA process to ensure that all new information 
was included, and as a result, a revised Stage 1 Screening Assessment was prepared.  

A hydrological linkage exists between the Proposed Scheme and designations, by virtue, 
primarily of surface drainage of the new road drainage. This would discharge directly into 
Belfast Harbour close to Gamble Street via an existing redundant CSO outflow. This in turn is 
connected to the Inner Belfast Lough ASSI, Belfast Lough Ramsar, Belfast Lough SPA and 
Belfast Lough Open Water SPA. Any adverse impacts on this water quality at the discharge 
point has the potential to affect the designated areas further out into Belfast Lough and this 
was a concern once the linkage was identified. 

The revised document and its associated consultation revealed three potential concerns 
existed with the Proposed Scheme that could not be easily dismissed. On completion of the 
assessment, sufficient doubt remained of potentially significant effects on the integrity of the 
site and so it proceeded to Stage 2 Appropriate Assessment. 

These issues were as follows:  

1. Firstly, the potential exists for the drainage velocity of the discharged surface water 
reaching Belfast Harbour (on its arrival) to stir-up existing contaminants and pollutants 
currently contained in harbour sediments; 

2. Secondly, existing contaminants in the deposits and made ground of the footprint of the 
proposed interchange could be mobilised and released into the lough during excavations and 
construction. New pollutants and pollutant pathways could be created for contaminants to 
reach the lough; 
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3. Finally, the cumulative effects of small impacts of the Proposed Scheme would act in 
combination with other small impacts from other plans or projects to form a large impact, 
which would have a significant effect on the selection features of the European sites. 

The Stage 2 Appropriate Assessment undertook a thorough examination of each of these 
potential impacts.  On the presentation of satisfactory information, it was proved beyond 
reasonable doubt that there would be no significant effects resulting from the Proposed 
Scheme on the conservation objectives and selection features of Belfast Lough SPA 
(Wintering redshank) and Belfast Lough Open Water SPA (Wintering Great-crested grebes).  

To this end, the precautionary principle was applied, with the focus of the assessment being 
on objectively demonstrating that there will be no adverse impact on the integrity of the Natura 
2000 sites. 

The appropriate assessment concluded that residual adverse effects on the integrity of the 
Natura 2000 sites with scheme implementation will not remain.  

Table 10.14: Impact Summary Table – Designated Ecological Sites 

Impact Impact parameter Characterisation of unmitigated impact 

Operation Impacts 

Disturbance to 
receiving water at 
Belfast Harbour, 
resulting in stirring 
up of existing 
contaminated 
sediments.  

Geographic value International / European Value 

Positive / Negative Negative 

Magnitude / Extent Negligible due to the water column depth of Belfast 
Harbour, and the discharge velocity. 

Duration Short to medium-term  

Reversibility Reversible in the short-term.  

Timing / Frequency Significant all year round. 

Probability Extremely unlikely. 

Significance (without 
mitigation) 

Not Significant at International or European level. 
This equates to a Negligible Adverse Effect. 

Cumulative effects 
of disturbance of 

contaminants from 
this Proposed 

Scheme acting in 
combination with 

others. 

Geographic value International / European Value 

Positive / Negative Negative 

Magnitude / Extent Negligible 

Duration Temporary – during construction. 

Reversibility Reversible in the short-term immediately following 
completion of construction. 

Timing/Frequency Significant all year round. 

Probability Extremely unlikely. 
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Impact Impact parameter Characterisation of unmitigated impact 

Significance (without 
mitigation) 

Not Significant at International or European level. 

Pollution incident 

Geographic value International / European Value 

Positive / Negative Negative 

Magnitude / Extent Slight due to dilution factor of Belfast Harbour. 

Duration Permanent  

Reversibility Reversible in the short-term.  

Timing / Frequency Significant all year round. 

Probability Unlikely. 

Significance (without 
mitigation) 

Significant at International or European level. 
This equates to a Moderate Adverse Effect. 

Construction Impacts 

Mobilisation of 
existing 
contaminants 
within the 
construction zone 
during excavations 
and creation of 
new transfer 
pathways for 
contaminants to 
reach Belfast 
Harbour. 

Geographic value International / European Value 

Positive / Negative Negative 

Magnitude / Extent Negligible 

Duration Temporary – during construction. 

Reversibility Reversible in the short-term immediately following 
completion of construction. 

Timing/Frequency Significant all year round. 

Probability Unlikely. 

Significance (without 
mitigation) 

Not Significant at International or European level. 
This equates to a Negligible Adverse Effect. 

Pollution from 
construction traffic 
and accidental 
spillage. Runoff 
from borrow and fill 
sites. 

Geographic value International / European Value 

Positive / Negative Negative 

Magnitude / Extent Negligible 

Duration Temporary – during construction. 

Reversibility Reversible in the short-term immediately following 
completion of construction. 

Timing/Frequency Significant all year round. 

Probability Likely, especially in times of heavy rain. 

Significance (without 
mitigation) 

Not Significant at International or European level. 
This equates to a Negligible Adverse Effect. 

Cumulative effects 
of disturbance or 
contaminants from 
this Proposed 
Scheme acting in 
combination with 
others. 

Geographic value International / European Value 

Positive / Negative Negative 

Magnitude / Extent Negligible 

Duration Temporary – during construction. 
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Impact Impact parameter Characterisation of unmitigated impact 

Reversibility Reversible in the short-term immediately following 
completion of construction. 

Timing / Frequency Significant all year round. 

Probability Extremely unlikely. 

Significance (without 
mitigation) 

Not Significant at International or European level. 
This equates to a Negligible Adverse Effect. 

 

10.6.3.2 Woodland/Mature Trees/Scrub 

The Proposed Scheme would result in the direct loss of woodland plantation, dense scrub, 
scattered scrub, introduced shrub and scattered trees (Figure 10.2) totalling approximately 
2.44ha. The main impact would be the loss of the trees which lie within the scheme footprint, 
but also the potential impact to proximal trees due to site clearance. Throughout the site, there 
is also the potential to damage trees indirectly through the deposition of dust on foliage, 
preventing the trees from photosynthesising properly and may result in leaf shed or die-back. 
Table 10.15 assesses the range of potential impacts.  

Table 10.15: Impact Summary Table – Woodland, scattered trees and scrub 

Impact Impact Parameter Characterisation of unmitigated impact 

Operation Impacts 

Loss of woodland 
/scattered trees / 
scrub 

Geographic value Local / Parish 

Positive / Negative Negative 

Magnitude / Extent Large - loss of the majority of the 2.44ha of this 
habitat. 

Duration Medium  

Reversibility Irreversible in the short-term 

Timing/Frequency Significant all year round 

Probability Certain 

Significance (without 
mitigation) 

Not Significant at Local / Parish level. 

This equates to a Negligible Adverse Effect. 

Construction Impacts 

Damage to 
remaining 
woodland / mature 
trees and 
deposition of dust 
on foliage 

Geographic value Local / Parish 

Positive / Negative Negative 

Magnitude / Extent Slight 

Duration Temporary – during construction. 
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Impact Impact Parameter Characterisation of unmitigated impact 

Reversibility Reversible in the short-term immediately following 
completion of construction or in wet conditions. 

Timing / Frequency Significant between March to October. 

Probability Likely, especially in times without rain. 

Significance (without 
mitigation) 

Not significant at Local / Parish level. 

This equates to a Negligible Adverse Effect. 

 

10.6.3.3 Brownfield 

The operation phase of the development would be extremely unlikely to have a direct impact 
on the 0.47ha of brownfield habitats, in particular the Ephemeral /short perennial habitat 
areas. The construction phase would be certain to have a temporary moderate impact. Both 
areas located under the Dargan railway bridge would be temporarily lost in the construction 
zone, as they would be used for access during construction of the Proposed Scheme. 
However, throughout this time the continual disturbance to the habitat from construction plant 
and personnel e.g. as a haul route, is likely to degrade the habitat to bare ground before it 
returns to short perennial vegetation with less disturbance. On completion of the work, the 
area would remain as proposed development land. The brownfield habitat would be retained 
under the railway bridge whilst it remains undeveloped and in bare earth / crushed gravel.  

Table 10.16: Impact Summary Table – Brownfield habitat 

Impact Impact parameter Characterisation of unmitigated impact 

Operation Impacts 

Loss of habitats  

Geographic value Local / Parish 

Positive / Negative Negative 

Magnitude / Extent Large – 0.47 ha at risk 

Duration Permanent 

Reversibility Irreversible habitat loss. 

Timing / Frequency Significant all year round. 

Probability Extremely unlikely 

Significance (without 
mitigation) 

Not Significant at Local / Parish level. 
This equates to a Negligible Effect. 

Construction Impacts 

Damage to 
remaining habitats 

Geographic value Local / Parish 

Positive / Negative Negative 

Magnitude / Extent Moderate 

Duration Temporary – during construction. 

Reversibility Reversible in the short-term immediately following 
completion of construction. 

Timing/Frequency Significant all year round. 

   
ENVIRONMENTAL STATEMENT (VOLUME 1) 
January 2015 
 

287 
 



 Transport NI — York Street Interchange 

 
Impact Impact parameter Characterisation of unmitigated impact 

Probability Certain 

Significance (without 
mitigation) 

Not significant at Local / Parish level. 
This equates to a Minor Adverse Effect. 

 

10.6.3.4 Species-poor semi-improved grassland and amenity grassland  

The operation phase of the development would have a direct impact on grassland habitats. 
Direct loss of 0.39ha of semi-improved grass verges and amenity grassland would occur 
within the scheme footprint. The Proposed Scheme would require the clearance of this habitat 
within the current site. This would be replaced by road construction, landscaping and hard 
surfaces. Impacts on these habitats are considered in Table 10.17. 

Table 10.17: Impact Summary Table – Species Poor Semi-improved and Amenity grassland 

Impact Impact parameter Characterisation of unmitigated impact 

Operation Impacts 

Loss of habitats  

Geographic value Zone of Influence 

Positive / Negative Negative 

Magnitude / Extent Large – loss of 0.39ha of grassland throughout the site. 

Duration Permanent 

Reversibility Irreversible habitat loss. 

Timing / Frequency Significant all year round. 

Probability Certain 

Significance (without 
mitigation) 

Not significant at Zone of Influence level. 
This equates to a Negligible Adverse Effect. 

Construction Impacts 

Damage to 
remaining 
habitats and 
deposition of 
dust on foliage 

Geographic value Zone of Influence 

Positive / Negative Negative 

Magnitude / Extent Slight 

Duration Temporary – during construction. 

Reversibility Reversible in the short-term immediately following 
completion of construction. 

Timing / Frequency Significant between March to October. 

Probability Certain 

Significance (without 
mitigation) 

Not significant at Zone of Influence level. 
This equates to a Negligible Adverse Effect. 

 

10.6.3.5 Invasive Species 

Japanese Knotweed is the only recorded invasive species within the scheme footprint and 
occurs as two small stands to the north of Galway House (Figure 10.2). Both stands lie within 
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the proposed vesting boundary and during construction, there is a risk of spreading the 
species which is against the law. Impacts on this species are considered in Table 10.18. 

Table 10.18: Impact Summary Table – Invasive Species 

Impact Impact parameter Characterisation of unmitigated impact 

Operation Impacts 

Risk of spread 
of invasive 
species 

Geographic value Local / Parish 

Positive / Negative Negative 

Magnitude / Extent Moderate – small numbers of plants could give rise to 
many new areas of plants within the site and beyond. 

Duration Temporary – during construction. 

Reversibility Reversible in long-term with treatment.  

Timing / Frequency Significant all year round. 

Probability Likely without mitigation. 

Significance (without 
mitigation) 

Not Significant at Local / Parish level. 
This equates to a Negligible Adverse Effect. 

Construction Impacts 

Risk of spread 
of invasive 
species 

Geographic value Local / Parish 

Positive / Negative Negative 

Magnitude / Extent Moderate – small numbers of plants could give rise to 
many new areas of plants within the site and beyond. 

Duration Temporary – during construction. 

Reversibility Reversible in long-term with treatment. 

Timing / Frequency Significant all year round. 

Probability Likely without mitigation. 

Significance (without 
mitigation) 

Not Significant at Local / Parish level. 
This equates to a Negligible Adverse Effect. 

 
10.6.3.6 Bats 

The Proposed Scheme would not impact upon any bat roosts. No roosts or potential roosts 
were found within the proposed vesting boundary. Up to four species of bat were recorded in 
relatively low numbers across the site. Table 10.19 highlights the main potential impacts of the 
Proposed Scheme on bats, with the main potential issue for bats being the indirect significant 
loss of foraging and commuting habitat.  
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Table 10.19: Impact Summary Table – Bats 

Impact Impact parameter Characterisation of unmitigated impact 

Operation Impacts 

Loss of foraging 
habitat  

Geographic value Regional / County 

Positive / Negative Negative 

Magnitude / Extent Large – Several areas of plantation woodland, scrub and 
grassland would be lost.  

Duration Medium-term until mitigation planting develops. 

Reversibility Reversible on provision of new habitat. 

Timing / Frequency Significant, especially between April and October. 

Probability Certain 

Significance (without 
mitigation) 

Significant at Regional / County level. 
This equates to a Moderate Adverse Effect. 

Loss of 
commuting 
routes through 
the site 

Geographic value Regional / County 

Positive / Negative Negative 

Magnitude / Extent 

Large – the vegetation strips and flyovers provide 
corridors for commuting bats across the site. Many of 
these linkages would be bisected by the road 
construction.  

Duration Medium-term until mitigation planting develops. 

Reversibility Reversible on provision of new habitat. 

Timing / Frequency Significant between April and October. 

Probability Certain 

Significance (without 
mitigation) 

Significant at Regional / County level. 
This equates to a Moderate Adverse Effect. 

Construction Impacts 

Disturbance / 
displacement 
/severance of 
foraging routes 
during 
development 
and construction 
works 

Geographic value Regional / County 

Positive / Negative Negative 

Magnitude / Extent Large 

Duration Temporary – during construction. 

Reversibility Reversible in the short to medium-term immediately 
following completion of construction. 

Timing/Frequency Significant between April and October. 

Probability Certain 

Significance (without 
mitigation) 

Significant at Regional / County level. 
This equates to a Moderate Adverse Effect. 
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10.6.3.7 Breeding Birds 

The loss of habitat and the change of land-uses would be the biggest impact to the existing 
breeding bird population. Twenty-two species were detected during the bird survey and all 
may be indirectly impacted with the Proposed Scheme, and the loss of potential nesting and 
feeding habitat. During the construction and vegetation clearance, birds may be displaced 
from the immediate area around the interchange construction, as continuous disturbance from 
plant and personnel may cause them to nest elsewhere. However, during vegetation 
clearance work, breeding birds, their nests and young are unlikely to be directly impacted and 
disturbed if vegetation clearance is undertaken outside of the bird nesting season (typically 
March to August inclusive). Table 10.20 considers the impacts of the operational and 
construction phases. 

Table 10.20: Impact Summary Table – Breeding Birds 

Impact Impact Parameter Characterisation of unmitigated impact 

Operation Impacts 

Loss of nesting 
locations and 
habitats 

Geographic value Local / Parish  

Positive / Negative Negative 

Magnitude / Extent Moderate – significant areas of important nesting habitat 
such as scrub and woodland would be lost. 

Duration Medium-term until new planting develops. 

Reversibility Reversible through creation of new breeding habitat. 

Timing / Frequency Significant during the bird breeding season from March to 
August. 

Probability Certain 

Significance (without 
mitigation) 

Significant at Local / Parish level. 
This equates to a Minor Adverse Effect. 

Loss of foraging 
habitat 

Geographic value Local / Parish  

Positive / Negative Negative 

Magnitude / Extent Moderate – Permanent loss of scrub, woodland and 
grassland foraging habitat.  

Duration Medium-term until new planting develops. 

Reversibility Reversible through creation of new foraging areas. 

Timing / Frequency Significant all year round. 

Probability Likely to happen. 

Significance (without 
mitigation) 

Not significant at Local / Parish level. 
This equates to a Minor Adverse Effect. 

Disturbance/ 
displacement to 
birds 

Geographic value Local / Parish  

Positive/Negative Negative 

Magnitude/Extent 

Moderate – It is likely that some bird species would be 
completely displaced from the area, whilst others would 
be attracted into the new habitats, especially in the 
medium to long-term. Other species would quickly adapt 
to their new surroundings.  
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Impact Impact Parameter Characterisation of unmitigated impact 

Duration Permanent 

Reversibility Reversible only through the creation of new suitable 
habitats. 

Timing/Frequency Significant all year round 

Probability Likely to happen 

Significance (without 
mitigation) 

Not significant at Local / Parish level. 
This equates to a Minor Adverse Effect. 

Construction Impacts 

Disturbance / 
displacement 
during 
development 
works 

Geographic value Local / Parish  

Positive/Negative Negative 

Magnitude/Extent 

Slight – site clearance / earthworks causing extensive 
disturbance and disruption, however birds are already 
habituated to the busy urban area. Temporary habitat 
areas would be created, putting any nests at risk within 
them. 

Duration Temporary – during construction 

Reversibility Reversible in the short-term immediately following 
completion of construction. 

Timing/Frequency Significant during bird breeding season from March to 
August inclusive. 

Probability Certain 

Significance (without 
mitigation) 

Not significant at Local / Parish level 
This equates to a Negligible Adverse Effect. 

 

10.7 Mitigation & Enhancement Measures 

10.7.1 Principles of Mitigation 

The principles of mitigation applied here, in order of priority, are as follows: 

• avoid adverse impacts on habitats or species; 

• minimise adverse impacts through input into the development design. 

If this is not possible, then: 

• minimise the scale and magnitude of the impact; 

• compensate for the impact through provision of replacements/alternatives. 

Generally, seek to: 

• maximise opportunities for biodiversity enhancement. 
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10.7.2 General Mitigation Measures 

A number of general principles should be adopted. It is recommended that a suitably 
experienced ecologist should oversee all works during the Construction Phase and ensure 
that satisfactory mitigation measures (described below) are put in place. This role is termed as 
the Ecological Clerk of Works (ECoW). 

The ECoW should ensure that a suite of pre-construction ecological surveys are undertaken in 
the appropriate field season immediately prior to scheme construction. This would verify 
whether the species and habitats recorded during the surveys outlined in this chapter are still 
present and also whether any new notable or protected species have moved into the site in 
the interim. 

The ECoW should provide the client with all the necessary information and advice to ensure 
that the development protects the natural heritage of the site, as laid down in Northern Ireland 
legislation and as a requirement of this Environmental Statement or requirement of NIEA.  

The ECoW should advise and ensure that all construction works are carried out adopting good 
practice at all times in relation to ecological issues. 

An Environmental Management Plan (EMP) has been prepared which would ensure that work 
practices and management practices relating to the scheme would take cognisance of the 
environment at all times. This plan would be carried forward by the contractor and developed 
further to become the Construction Environmental Management Plan (CEMP). The CEMP 
would ensure that the construction process adopts the same approach. In conjunction with the 
ECoW, a Habitat Management Plan would be prepared as part of the CEMP outlining how 
natural habitats would be managed through the construction and operation phases of the 
Proposed Scheme. 

All vegetation clearance works should take place ideally during the winter months (September 
to February) to avoid the key breeding periods of bats and birds. It is against the law to disturb 
breeding birds and bats, therefore, working outside of this period risks encountering nesting 
birds or roosting bats which may result in a delay to programme. Any vegetation clearance 
work undertaken between March and August should have the specific approval of the ECoW 
to ensure that no ecological constraints exist. 

10.7.3 Designated Ecological Sites 

Although currently there is no direct hydrological drainage link between the site and the Inner 
Belfast Lough ASSI, Belfast Lough Ramsar, Belfast Lough SPA, and Belfast Lough Open 
Water SPA, it is proposed that the majority of surface water drainage would be diverted into 
Belfast Harbour untreated via the Gamble Street CSO. It is possible that any pollution events 
or hydrological changes may affect the protected areas downstream. In this regard, the 
following prescriptive mitigation measures are proposed:  

• A large proportion of surface water from the Proposed Scheme would pass into an 
oversized CSO to enter Belfast Harbour close to Gamble Street. The flow velocity of water 
within this culvert can be controlled by a pumping station and associated wet well tank 
between the road drains and the culvert. Its invert height through the full range of tidal 
conditions would also be such that negligible disturbance would be experienced to the 
receiving underlying sediments of Belfast Harbour, even following rainfall events; 

• Construction methods would utilise full cut-off diaphragm walls.  These would prevent 
lateral movement of groundwater towards Belfast Harbour and prevent any leaching of 
dissolved contaminants reaching Belfast Lough through new pathways; 
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• Pollution emergency control valves would be installed; 

• A Construction Environmental Management Plan (CEMP) would be produced by the 
contractor which would address the likely sources of pollution and sedimentation which 
could potentially reach Belfast Harbour and onward ultimately into Belfast Lough, 
especially through the surface water drainage system. The CEMP would outline standard 
mitigation measures. Full details are described in Chapter 16 (Road Drainage and the 
Water Environment). 

10.7.4 Natural Habitats  

The overall landscape planting objectives should attempt to mitigate and compensate for the 
mosaic of semi-natural and artificial habitats to be lost as part of the Proposed Scheme. The 
composition, areas and corresponding proportion of the total scheme area is given in Table 
10.21. Landscape plans should follow a number of principles summarised below. Plans 
should: 

• incorporate existing trees where possible, especially where mature specimens occur; 

• enhance the ecological interest of the Proposed Scheme through the creation of natural 
habitat with new planted areas and screen planting, comprising trees and shrubs between 
road links;  

• maximise the number of native tree, shrub and plant species in new planted areas 
(Appendix 10, Annex D – Native Species Planting Guidance); 

• provide food for insects, birds and animals. These would include nectar-rich, berry-bearing 
and seed-bearing plants (Appendix 10, Annex D – Native Species Planting Guidance); 

• incorporate street trees into design of appropriate streetscapes; and 

• link new development proposals to the surrounding local landscape. 

Table 10.21: Proposed habitat types to be created by landscaping plans 

Habitat (Phase 1 code) Approximate 
Area (m2) 

Approximate Area 
(ha) 

% Proposed Vested 
Lands 

Woodland Screen planting – tree 
and shrub mix 

Woodland Screen Planting with low 
Edge Mix 

(Woodland Plantation (A1.1.2)) 

22,907.8 2.29 8.69 

Ephemeral/short perennial (J1.3) 4678.2 0.47 1.78 

Grass planting 
(Amenity Grassland (J1.2)) 

1567.8 0.16 0.59 

Hedge etc. 
(Introduced Shrub (J1.4)) 

1139.7 0.14 0.43 

Street Trees 
(Scattered Trees (A3.1)) 

440 0.04 0.17 

Other features 
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Habitat (Phase 1 code) Approximate 
Area (m2) 

Approximate Area 
(ha) 

% Proposed Vested 
Lands 

Tarmac, hardstanding, development 
areas etc. 

(Bare Ground (J.4)) 
20,662.8 2.07 7.84 

Other (roads, buildings, misc. 
habitats etc.) 

212,154.7 21.22 80.5 

TOTAL 263,551 26.36 100 

 

10.7.5 Invasive Species 

• The ECoW should undertake further pre-construction surveys to identify the locations of 
any non-native invasive species occurring within the scheme footprint; 

• The ECoW should ensure mitigation measures are carried out where required and an 
Invasive Species Management Plan is developed; and 

• Great care should be taken when working close to the identified area of invasive species 
to prevent the spread of live plants or viable seeds. 

10.7.6 Bats 

• The ECoW should undertake pre-construction surveys on any semi-mature / mature trees 
to be felled and any buildings to be demolished and assess them again for the likelihood 
of bat presence; 

• Two bat roosting boxes for pipistrelle bats should be installed at suitable locations around 
North Queen Street Bridge and the proposed new Dock Street Overbridge. Bats should 
not be encouraged to roost within the main area of the Proposed Scheme as the risk of 
road traffic collisions is too high; 

• Street trees should be planted where appropriate and strips of planted areas situated 
along the various road links, to connect with existing habitat features; 

• Planted areas incorporating shrubs and trees would be located between link roads. These 
areas would help to guide any bats present through the complex urban area. Planting at 
road edges throughout the entire central area of the Proposed Scheme would act as bat 
hop-over vegetation to encourage bats to fly high over the new road layout, or under 
bridges (e.g. Dargan railway bridge) therefore reducing traffic collisions. On the outer 
edges of the Proposed Scheme footprint, street trees and long strips of planted areas 
would help to guide bats around the scheme area as an alternative to flying through it; 

• The existing urban area is already well lit by artificial lighting. From a safety perspective, it 
is necessary to ensure that this situation will continue. The Proposed Scheme layout 
would include the provision of a new, modern road lighting system for the safety of 
motorised and non-motorised road users.  The provision, or replacement of existing 
lighting systems has been considered as part of this process and the provision of 
additional lighting under proposed bridge structures would continue to be considered as 
part of future design development. Such a lighting design minimises light spill and 
concentrates artificial light on a smaller area. This would ensure that the light is 
concentrated on road areas. Bats may therefore benefit from the reduced light spill on the 
surrounding planted areas.  
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10.7.7 Protected species 

• A pre-construction survey for protected species should be undertaken prior to any 
vegetation clearance. This would establish the current status of these species on the site 
and whether any further mitigation is required.  

10.7.8 Breeding Birds 

• A pre-construction breeding bird survey should be undertaken prior to any vegetation 
clearance. This would establish if the breeding bird population has changed, as well as the 
presence of protected or rare species which may require further mitigation measures;  

• All vegetation clearance work should be undertaken outside of the bird breeding season, 
generally considered to be from March to August, (though not limited to that period). Any 
vegetation clearance work undertaken within the bird breeding season should be 
approved by the ECoW who should make a detailed check of any suitable vegetation for 
nests prior to vegetation / tree removal; 

• Landscaped planted areas should be created to provide bird species with multiple nesting 
opportunities across the site. The landscaping plan should ensure a mix of heights of 
shrubs and plants is included to provide suitable habitat to maximise biodiversity in 
addition to providing visual attraction. The planting plan should include seed and berry-rich 
plants and those that would provide nectar for bees and insects. These in turn, would 
provide food for birds; and 

• A range of bird box styles, suited to various different species found on site should be 
provided throughout the planted areas. 

10.7.9 Biodiversity enhancement 

As a public body, the DRD Transport NI is charged under The Wildlife and Natural 
Environment Act (Northern Ireland) 2011 (also known as the WANE Act), “in exercising any 
functions, to further the conservation of biodiversity so far as is consistent with the proper 
exercise of those functions”. This includes restoring and enhancing populations of flora, fauna 
and various types of habitat. 

It is recommended that a suitably experienced ECoW oversee any enhancement works and 
provide advice on any specifics. During the development process, the ECoW should also be 
on hand to provide advice on all matters relating to ecology. 

Table 10.22 outlines opportunities for such biodiversity enhancement throughout the site that 
could be used to comply with the WANE Act (2011). Specifics of siting and types of 
enhancement to be employed can only be confirmed following the production of detailed plans 
of the Proposed Scheme. It is recommended that an ecologist assists in the preparation of 
these plans to ensure that ecological issues can be incorporated into any plans at an early 
stage. 
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Table 10.22: Opportunities for Biodiversity Enhancement on site 

Issue Enhancement 

Loss of vegetation 
throughout the scheme 
footprint 

The landscape plan would enhance the site for biodiversity as the 
newly planted vegetation would improve connectivity and increase 
the area of natural habitat present. Approximately, just in excess of 
3ha of natural habitats would be created as part of the landscape 
design for the Proposed Scheme (Table 10.21). This would largely 
replace the habitats lost as part of the scheme footprint. As a 
minimum, a landscape plan would aim to: 

• incorporate existing trees where possible, especially where 
mature specimens occur; 

• enhance the ecological interest of the Proposed Scheme through 
the creation of natural habitat with newly planted areas and 
screen planting comprising trees and shrubs between road links;  

• maximise the number of native tree, shrub and plant species in 
newly planted areas (Appendix 10, Annex D – Native Species 
Planting Guidance); 

• provide food for insects, birds and animals. These would include 
nectar-rich, berry-bearing and seed-bearing plants (Appendix 10, 
Annex D – Native Species Planting Guidance); 

• incorporate street trees into design of appropriate streetscapes; 
and 

• link new development proposals to the surrounding local landscape. 

Removal of mature trees and 
woodland 

• Mature trees should be retained where possible. Trees should be 
planted throughout the site to ensure there is a net gain of tree 
coverage on site (Appendix 10, Annex D – Native Species 
Planting Guidance); and 

• Planting stands of trees of 3-4m high should be encouraged. 

Creation of open habitat 
mosaic 

• Areas of brownfield habitat should be retained and created in 
areas of unused land on completion of the scheme. This should 
be well-drained, low-nutrient substrate, such as aggregate, or 
crushed earth habitat where pioneer species can colonise. This 
would replicate the mosaic habitat found on brownfield sites. The 
areas under the Dargan railway bridge are proposed to be 
returned to this land use. 

Provision for bats 

• Bat boxes suitable for roosting pipistrelle bats should be provided 
at suitable locations around North Queen Street Bridge and the 
proposed new Dock Street overbridge; 

• Planting to encourage insects should be used to create suitable 
feeding areas for bats throughout the site, especially in planted 
areas and linear planting features; and 

• The Interchange lighting plan would use modern lighting to 
concentrate brightest light on the road areas and away from 
vegetation as far as possible. However, safety requirements 
dictate that the area would stay well lit. 

Provision for birds 
• Areas to be landscaped should consider birds in their design, 

providing plentiful food in the form of seeds and berries;  

• Species in planted areas should be chosen to provide places for 
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Issue Enhancement 

birds to roost and nest; 

• A variety of bird boxes should be provided around the site, in any 
relatively quiet areas. A suitably experienced ecologist should 
advise on the exact type and positioning of the boxes; and 

• Planted areas should be used to replace the large areas of bare 
ground and brownfield, to provide locations for birds to forage. 

Provision for insects 

• The Proposed Scheme should incorporate the provision of 
nectar-rich plants to provide food for bees and other insects; and 

• Other insect friendly features should be considered, such as log 
piles and insect boxes. 

Removal and management 
of invasive species 

• To enhance specific areas of the site, invasive species (in this 
case, Japanese knotweed) should be treated and managed. This 
would encourage the natural flora to flourish. 

 

10.8 Residual Effects 

The residual effects on the ecological receptors within the scheme area are shown in Table 
10.23. Each receptor has been considered following the application of the mitigation 
measures. 

There would be the loss of a range of habitat types throughout the site. However, most of 
these are regarded as being of Local / Parish importance, or of importance within the Zone of 
Influence of the site. When the mitigation measures are considered, and as the introduction of 
additional vegetation in newly planted areas using native species would provide new habitats, 
the residual effect on local habitats and their associated wildlife should be minimal and 
assessed as being either a Minor Adverse or Negligible. 

Overall, with mitigation measures in place, the residual effects for ecology are classified as 
‘Minor Adverse’, or ‘Negligible’.
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Table 10.23: Residual Effects associated with the Proposed Scheme 

Ecological 
Receptor 

Ecological 
Value Impact description Magnitude / 

Extent 
Significance 

(without mitigation) 

Proposed Specific 
Mitigation (see Mitigation 

section for full details) 

Residual 
Effect Significance 

Designated 
sites 

International / 
European 

Disturbance to receiving water at 
Belfast Harbour, resulting in 

stirring-up of existing contaminated 
sediments; 

Pollution incident; 

Disturbance to existing 
contaminants in Scheme footprint; 

Cumulative effects of disturbance 
or contaminants from this 

Proposed Scheme acting in 
combination with others; 

Pollution from construction traffic 
and accidental spillage; Run-off 

from borrow and fill sites. 

 

Negligible 

 

Slight 

Negligible 

 

 

Negligible 

 

 

Negligible 

 

Negligible Adverse 

 

Moderate Adverse 

Negligible Adverse 

 

 

Negligible Adverse 

 

 

Negligible Adverse 

 

Control of flow velocity 
entering Belfast Harbour; 

Construction method 
using full cut-off 
diaphragm walls; 

Pollution emergency 
control valves. 

 

Negligible 
Adverse Negligible 

Woodland / 
mature trees Local / Parish 

 
Loss of woodland / trees 

 
 
 
 

Damage to woodland / trees during 
construction 

 
Large 

 

 

 

Slight 

Minor Adverse 

 

  

 

Negligible Adverse 

Over 3ha of extensive 
planting and landscaping 

with native species, 
including large trees; 

Care during construction 
to retain trees and 
woodland where 

possible. 

Habitat Management 
Plan to be prepared and 

implemented. 

Slight 
Adverse 

 

 

 

Negligible 
Adverse 

 

Negligible 

 

 

 

Negligible 
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Ecological 
Receptor 

Ecological 
Value Impact description Magnitude / 

Extent 
Significance 

(without mitigation) 

Proposed Specific 
Mitigation (see Mitigation 

section for full details) 

Residual 
Effect Significance 

Brownfield  Local/Parish 

 

Loss of habitat 

 

 

Damage to remaining habitat 

 

Large 

 

 

Moderate 

 
 

Negligible Adverse 

 

 

Negligible Adverse 
 

Brownfield habitat would 
be retained on 
completion of 

construction works; 

Care taken to retain 
brownfield habitats, 

where possible. 

Habitat Management 
Plan to be prepared and 

implemented. 

 
 
Negligible 
Adverse 

 

Negligible 
Adverse 

 
 

Negligible 

 

 

Negligible 

Grassland 
habitat 

Zone of 
Influence 

Loss of habitat 

 

 

Damage to remaining habitat 

 

Large 

 

 

Slight 
 

 
Negligible Adverse 

 
 
 

Negligible Adverse 
 

Over 3ha of extensive 
planting and landscaping 

with native species, 
including large trees; 

Care taken to retain 
natural habitats where 

possible; 

Habitat Management 
Plan to be prepared and 

implemented. 

 
Slight 

Adverse 

 
 
 

Negligible 
Adverse 

 
Negligible 

 
 
 

Negligible 

Invasive 
species 

Zone of 
Influence Risk of spread of invasive species. Moderate Negligible Adverse 

Invasive Species 
Management Plan 

followed and ECoW to 
advise on any work within 
the contaminated zones. 

Negligible 
Adverse Negligible 
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Ecological 
Receptor 

Ecological 
Value Impact description Magnitude / 

Extent 
Significance 

(without mitigation) 

Proposed Specific 
Mitigation (see Mitigation 

section for full details) 

Residual 
Effect Significance 

Bats Regional / 
County 

Loss of foraging habitats; 

 

 

Loss of commuting routes; 

 

 

Disturbance during construction. 

 

Moderate 

 

 

Moderate 

 

 

Slight 

 

 

Minor Adverse 

 

 

Minor Adverse 

 

 

Minor Adverse 

 

Two bat roosting boxes 
provided at North Queen 

St Bridge & proposed 
new Dock Street Bridge; 

Large-scale landscaping; 

Tree-lined road links; 

Introduction of new 
habitats; 

Planting of bat ‘hop-over’ 
vegetation adjacent to the 

new road links; 

Bats considered in 
lighting plan; 

Vegetation clearance 
would be temporary and 
last for a relatively short 

duration. 

Slight 
Adverse 

 

 

 

Slight 
Adverse 

 

 

Negligible 
Adverse 

Minor 
Adverse 

 

 

Minor 
Adverse 

 

Minor 
Adverse 

Breeding bird 
assemblage Local / Parish 

 

Loss of nesting habitats; 

 

Loss of foraging habitats; 

 

Disturbance to birds; 

 

Disturbance to birds during 
construction. 

 

 

Moderate 

 

Moderate 

 
Moderate 

 

Slight 

 

 

Minor Adverse 

 

Minor Adverse 

 
Minor Adverse 

 

Minor Adverse 

 

Extensive planting and 
landscaping with native 

species, including 
plantation woodland; 

Bird boxes would be 
erected throughout the 

scheme footprint; 

Vegetation clearance to 
be carried out during 
the winter months or 

supervised by the 
ECoW. 

 

Slight 
Adverse 

 

Slight 
Adverse 

 
Slight 

Adverse 

 

Slight 
Adverse 

Negligible 

 

 

Negligible 

Negligible 

 

Negligible 
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10.9 Summary & Conclusions 

A detailed desk study and field surveys by suitably skilled ecologists have been conducted to 
inform this Ecological Impact Assessment. 

A number of key ecological receptors were assessed. The effect of the scheme on the 
designated sites of Belfast Lough SPA, Belfast Lough Open Water SPA, Belfast Lough 
Ramsar site and Belfast Lough Inner and Outer ASSIs was examined. Following the 
considerations of a Habitats Regulations Assessment, it was concluded that there would be no 
significant effect on the integrity of the site with the full implementation of the Proposed 
Scheme.  

Amenity plantation woodland and scrub which form key areas of the Proposed Scheme, were 
assessed along with other smaller areas of natural habitats. Evidence of protected species 
was limited to bats and birds. 

The Proposed Scheme would result in the loss of several common habitats and loss of locally 
important features such as scrub and trees. However, extensive landscape planting to include 
tree and shrub mixes is planned around the scheme footprint to mitigate these losses. 

Mitigation measures have proposed the creation of new habitats throughout the site, tree-lined 
road links, retention of mature trees where possible, and the provision of boxes for birds and 
bats. A range of other compensation and biodiversity enhancement measures, as outlined in 
the Mitigation & Enhancement section (sub-section 10.7), should be implemented.  An ECoW 
should be employed during the construction phase to ensure the mitigation is successfully 
implemented. A Habitat Management Plan, contained within the CEMP would be prepared 
and implemented. 

Overall, the proposed York Street Interchange has a relatively low effect on the ecological 
value and conservation status of the area, its habitats and its species. Typically, urban species 
adapted to live in such environments were found and as such, none were considered to be 
particularly sensitive. The predicted impact would be such that coherence of ecological 
structure and function would be preserved and the populations of species already habituated 
to the changing environment would be maintained to pre-development conditions.  

10.9.1 Designated Ecological sites  

There are no designated ecological sites within the Proposed Scheme layout. However, it is 
proposed as part of the drainage regime that a large proportion of storm water drainage would 
flow directly into Belfast Harbour untreated, which connects directly to the Belfast Lough SPA, 
Belfast Lough Open Water SPA, Belfast Lough Ramsar Site and Inner and Outer Belfast 
Lough ASSI. The construction process of the underpasses would use full cut-off diaphragm 
walls (or similar) which would prevent lateral ground water movement and a Construction 
Environmental Management Plan (CEMP) would be put in place to ensure that the 
environment is considered and managed sensitively throughout the construction period. 
Emergency cut-off valves would be installed to prevent adverse run-off to the harbour in the 
case of an emergency pollution incident during the operation phase. There would be no 
residual effect within or on designated ecological sites; therefore the significance of effect is 
‘negligible’.  

10.9.2 Habitats and Flora  

The majority of habitat lost to the Proposed Scheme would be plantation woodland and scrub 
which are commonplace and for the restricted habitat areas fragmented by the surrounding 
roads network in question, are of relatively low nature conservation importance. Mitigation is 
proposed in the form of appropriate planting of trees, scrub, and grassland habitats. It is 
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proposed to retain brownfield habitats under the Dargan railway bridge. A Habitat 
Management Plan would be prepared and implemented. With all habitats and flora, there 
would be a slight/negligible residual effect with significance of effect as ‘Negligible adverse’. 

Invasive plant species, including Japanese knotweed, should be subject to long-term 
management as outlined in the Invasive Species Management Plan (to be prepared by the 
ECoW). Management of invasive species should result in a beneficial impact for the native 
flora. 

10.9.3 Bats 

Bats were the only non-avian protected species found to be using the current junction 
arrangement for foraging and commuting. Bat activity was found to be low and intermittent, 
with several nights with no recorded bat presence. Some foraging habitat would be lost, 
however mitigation planting and installation of bat boxes at suitable locations in the vicinity of 
North Queen Street Bridge and the proposed new Dock Street overbridge could help to 
improve the habitat for bats. Pre-construction surveys may ascertain further bat activity on the 
site. With bats, there would be a slight residual effect with significance of effect as ‘Minor 
adverse’.  

10.9.4 Breeding Birds  

Twenty-two bird species were found to use the area, for both foraging and nesting. Providing 
that removal of potential nesting sites within mature trees and scrub is undertaken outside of 
the nesting season (March to August inclusive), there should be no direct impact on these 
species. Potential habitat is available in the surrounding environment for the range of species 
found, such as private gardens to the north and west, public realm landscaping features, and 
pockets of street trees and other green space. Any loss in habitat would be mitigated by 
replacement planting. Overall, it is considered that the Proposed Scheme would have no 
significant effect on these bird species with negligible residual effect and a significance of 
effect as ‘Negligible’.  

10.9.5 Further work 

Following the production of this EcIA, there are a number of ‘next steps’ or further work that 
should be undertaken to ensure that the knowledge of the ecological features within and 
adjacent to the scheme footprint area are kept up-to-date, as outlined in Table 10.24. 

Table 10.24: Timeframe for Further Work 

Action required Timeframe 

Monitoring of Japanese 
knotweed sites 

Should be undertaken on an annual basis, to determine any 
reoccurrence of Japanese knotweed. 

Treatment of Japanese 
knotweed 

Should be carried out on an annual basis, between May and 
October. 

Pre-construction surveys 

Pre-construction surveys for otters, badgers, bats, breeding 
birds, and invasive species should be undertaken to ensure that 

the locations and incidence of species are kept current and 
relevant. 
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10.9.6 Statement of Significance 

All residual effects are considered Minor Adverse or Negligible. 

10.9.6.1 Designated sites 

• A Stage 1 Screening Assessment (Test of Likely Significance) and a Stage 2 Appropriate 
Assessment were undertaken in accordance with the requirements of Article 6, 
paragraphs (3) and (4) of the Habitats Directive 92/43/EEC. To this end, the precautionary 
principle was applied, and it was demonstrated that there will be no adverse impact on the 
integrity of the Natura 2000 sites. The appropriate assessment concluded that residual 
adverse impacts on the integrity of the Natura 2000 sites with scheme implementation will 
not remain. 

• Catchment pits would reduce sediment run-off and pollution emergency control stop 
valves would allow the prevention of pollution events reaching the Harbour;  

• Although surface run-off would be discharged directly into Belfast Harbour without 
treatment, this would help to reduce peak flow to Duncrue Street Waste Water Treatment 
Works, therefore reducing the incidence of raw sewage entering Belfast Lough and its 
associated protected areas; and  

• Considering improvements in waste water treatment capacity and measures to prevent 
pollution events, residual impacts would be Negligible and considered to be of Negligible 
significance. 

10.9.6.2 Woodland, scattered trees and scrub 

• 2.44ha of trees and scrub are likely to be lost during implementation of the Proposed 
Scheme; 

• However, due to the young age, relatively low quality of habitat and lack of connectivity, it 
is thought that these features would be easily replaced and enhanced by subsequent 
landscape planting, improvements in connectivity and species diversity (Appendix 10, 
Annex D – Native Species Planting Guidance); and  

• Considering these improvements, residual effects would be Slight and considered to be of 
Negligible significance. 

10.9.6.3 Brownfield 

• This is the only UK and Northern Ireland Priority Habitat on the site and is expected to be 
retained throughout construction and operation phases of the Proposed Scheme.;  

• Due to the comparatively temporary nature of this habitat, it can be easily replaced in the 
short-term by the provision of new bare earth or aggregate; and 

• Considering these improvements, residual effects would be Negligible and considered to 
be of Negligible significance.  

10.9.6.4 Grassland Habitat 

• Largely consisting of species-poor habitat which would be easily restored and enhanced 
by landscape planting, including provision for long and short grassland and wildflowers 
(Appendix 10, Annex D – Native Species Planting Guide); and 
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• Considering these improvements, residual effects would be Negligible and considered to 

be of Negligible significance. 

10.9.6.5 Invasive species 

• An Invasive Species Management Plan would be implemented to prevent the further 
spread of Japanese knotweed on site and to eradicate the existing stands. 

• Eradication of Japanese knotweed from the site would have Negligible residual effect and 
considered to be of Negligible significance.   

10.9.6.6 Bats 

• Up to four common bat species were found to use the site sporadically for foraging and 
were largely restricted to the plantation woodland strips and adjoining vegetation. 

• Disruption would occur, particularly during construction and when plantation woodland is 
lost, however this would be replaced and features such as bat hop-over vegetation and 
extending connectivity would improve the site for bats in the long-term.  

• Additionally, the new areas of planted habitat would encourage invertebrate populations, 
which in turn would benefit bats. 

• New modern lighting would concentrate light on roads and away from planted areas   and 
the provision of artificial roosting sites would further enhance the habitat for bat species. 

• Following the mitigation above for bat species, the proposed Scheme would have slight 
residual effect and is considered to be of Minor adverse significance.  

 
10.9.6.7 Breeding birds 

• Twenty-two species of common urban bird species were recorded using the site, several 
of which were Priority Species in Northern Ireland, or Red and Amber listed species in 
Ireland.  

• Disruption may occur during construction, but is unlikely to have major impacts as the 
birds are already habituated to a busy urban area.  

• The new planted areas of over 3ha would benefit birds. 

• Provision of artificial nesting boxes within newly planted areas would further enhance the 
habitat for bird species. 

• Following extensive improvements for birds, the development would have negligible 
residual effect and is considered to be of Negligible significance.  
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11. LANDSCAPE & VISUAL EFFECTS 

11.1 Introduction 

The Design Manual for Roads and Bridges (DMRB) recognises that landscape is an important 
national resource and that, while it is subject to change, the landscape is a resource of value 
to future generations. 

This chapter of the ES assesses potential landscape and visual effects arising from the 
Proposed Scheme, and examines the likely impact, not just on the views that people 
experience now and in the immediate future, but on the landscape as an entity in its own right. 

The study area encompasses the junction of the existing M3, M2, Westlink and the local road 
network, having regard to the vulnerability of the landscape to change, and to the location of 
visual receptors relative to the Proposed Scheme.  

The purpose of this assessment is to facilitate decision-making during the design process, 
through the identification and description of the significance of effects on the landscape as a 
result of scheme implementation and associated visual impacts.  

11.2 Methodology 

The methodology adopted for this assessment is based upon guidance contained within the 
Highways Agency Interim Advice Note (IAN) 135/10 ‘Landscape and Visual Effects 
Assessment’, published in November 2010. This IAN provides instructions on the assessment 
of landscape and visual effects of highway projects and replaces guidance outlined in DMRB 
11.3.5 ‘Landscape Effects’. It is however not part of DMRB. 

The IAN promotes consistency in the approach to landscape assessment of highway projects, 
including the effects on landscape character and on views from sensitive visual receptors. 
Defined as a consequential process, the assessment methodology for landscape and visual 
effects detailed within this IAN has been used to inform this assessment, as instructed by 
Transport NI.  

The assessment has also been supported using guidance from the Landscape Institute (LI) 
and Institute of Environmental Management and Assessment (IEMA) ‘Guidelines for 
Landscape and Visual Impact Assessment’ (2002), Second Edition; hereafter referred to as 
the GLVIA. These publications form the standard reference for undertaking landscape 
character and visual assessments in Northern Ireland.  

For the purposes of assessment, a clear distinction is drawn between landscape and visual 
effects, as defined in the GLVIA: 

“Landscape Effect – Change in the elements, characteristics, character and qualities of the 
landscape as a result of development. These effects can be positive (i.e. beneficial or an 
improvement) or negative (i.e. adverse or a detraction).”  

“Visual Effect – Change in the appearance of the landscape as a result of development. This 
can be positive (i.e. beneficial or an improvement) or negative (i.e. adverse or a detraction).” 

A glossary of terms relating to the landscape and visual assessment is provided in Annex A of 
Appendix 11 to this ES. 

The baseline landscape and visual conditions of the study area were assessed through 
desktop studies and site surveys undertaken between September 2013 and September 2014. 
The study area has been defined by professional judgement and consideration of extent of the 
Zone of Visual Influence (ZVI) based on a Digital Terrain Model (DTM) and field verification. 
This was prepared to assist the Landscape and Visual Impact Assessment (LVIA) process and 
is shown on Figure 11.1, Sheet 1. The ZVI defines the potential area within which the 
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Proposed Scheme may have an influence or effect on visual amenity. The ZVI has been 
verified by analysis of a 3D DTM of the surrounding terrain. It is also important to note that the 
boundary shown is not always precise and is only indicative of the area within which the most 
significant visual effects may be expected. 

11.2.1 Landscape Effects Assessment Methodology 

The staged process for undertaking a landscape effects assessment (as outlined within Annex 
1 of IAN 135/10) is detailed below:  

• define the study area; 

• collect and collate information on the landscape; 

• assess the character and value of the landscape through consultation and desk study; 

• carry out site survey to assess landscape character and condition and augment the desk 
study; 

• assess the magnitude of impact, or degree of change, caused by the project; 

• assess the sensitivity of the landscape to accommodate change arising from the project; 

• identify and develop mitigation measures as a component of the iterative design process 
to avoid, reduce and where possible remedy adverse effects; and 

• assess the significance of the residual landscape effects. 

11.2.1.1 Landscape Quality  

The quality of the landscape has been described and assessed based on the GLVIA, and this 
is detailed in Table 11.1 below.  

Table 11.1: Criteria used in the assessment of the quality of Landscape Character 

Category Criteria Typical Example 

Exceptional 
Landscape 

Strong landscape structure, characteristics and 
patterns. 

Very scenic and/or dramatic. 

Distinct features worthy of conservation. 

Sense of place. 

No detracting features. 

Internationally or Nationally 
recognised e.g. all or a great 
part of World Heritage Sites, 

National Parks, AONB's. 

High Quality 
Landscape 

Strong landscape structure, characteristics and 
patterns. 

Distinct features worthy of conservation. 

Sense of place. 

Occasional detracting features. 

Could be improved with appropriate management. 

Nationally or Regionally 
recognised e.g. parts of 
National Parks, AONB’s. 
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Category Criteria Typical Example 

Attractive 
Landscape 

Recognisable landscape structure and patterns. 

Some features worthy of conservation. 

Sense of place. 

Some detracting features. 

Could be improved with appropriate management 
for land use and land cover. 

Parkland landscape with 
distinct tree planting. 

Interesting topography. 

Good 
Landscape 

Distinguishable landscape structure and patterns. 

Some features worthy of conservation. 

Some detracting features. 

Scope to improve. 

Pleasant agricultural 
landscape but not particularly 

noteworthy. 

Ordinary 
Landscape 

Weak landscape structure and patterns. 

Mixed land use evident. 

Land management. 

Frequent detracting features. 

Rural areas with frequent one-
off housing. 

Poor Landscape 

A damaged landscape. 

Disturbed or derelict land. 

Detracting features dominate. 

Poor quality industrial areas. 

Degraded landscape at the 
edge of a settlement. 

Source: Based on Guidelines for Landscape and Visual Impact Assessment, 2nd Edition, 2002 (pg. 143). 

11.2.1.2 Classification of Landscape Sensitivity 

The sensitivity of the landscape to change is classified as the degree to which a particular 
landscape can accommodate changes or new features without unacceptable detrimental 
effects to its essential characteristics. Criteria used in this assessment to determine sensitivity 
includes:  

• the distinctiveness of character and quality of the existing landscape; 

• the vulnerability of the key components determining character; 

• the nature of predicted impacts, the degree of change that would result, and the ability of 
the landscape to accommodate that change; and  

• the significance of the landscape resource in a local, regional and national context. 

The classification of landscape sensitivity and the criteria used to define sensitivity to change 
(as defined in IAN 135/10) is detailed in Table 11.2. 
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Table 11.2: Criteria used in the assessment of Landscape Sensitivity 

Sensitivity Description 

High 

Landscapes which by nature of their character would be unable to accommodate 
change of the type proposed. Typically these would be: 

• of high quality with distinctive elements and features making a positive 
contribution to character and sense of place; 

• likely to be designated, but the aspects which underpin such value may also be 
present outside designated areas, especially at the local scale; 

• areas of special recognised value through use, perception or historic and cultural 
associations; and 

• likely to contain features and elements that are rare and could not be replaced. 

Moderate 

Landscapes which by nature of their character would be able to partly accommodate 
change of the type proposed. Typically these would be: 

• comprised of commonplace elements and features creating generally 
unremarkable character but with some sense of place; 

• locally designated, or their value may be expressed through non-statutory local 
publications; 

• containing some features of value through use, perception or historic and cultural 
associations; and 

• likely to contain some features and elements that could not be replaced. 

Low 

Landscapes which by nature of their character would be able to accommodate change 
of the type proposed. Typically these would be: 

• comprised of some features and elements that are discordant, derelict or in 
decline, resulting in indistinct character with little or no sense of place; 

• not designated; 

• containing few, if any, features of value through use, perception or historic and 
cultural associations; and 

• likely to contain few, if any, features and elements that could not be replaced. 

Source: IAN135/10 ‘Landscape and Visual Effects Assessment’,  Table 2, Annex 1 (November 2010). 

11.2.1.3 Magnitude of Landscape Impacts 

The magnitude of a landscape impact relates to: 

• the size, extent or degree of change to landscape character, or individual landscape 
components; 

• whether there is a direct impact resulting in the loss of landscape components, or change 
beyond the land take associated with the Proposed Scheme having an impact on the 
character of the area; and 

• whether the impact is permanent or temporary.  

Table 11.3 details the criteria used to define the magnitude of landscape impacts (as defined 
in IAN 135/10). 
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Table 11.3: Estimating the Magnitude of Impact on a Landscape Attribute 

Magnitude of 
Impact Description 

Major Adverse 
Total loss or large scale damage to existing character or distinctive features and 
elements, and/or the addition of new but uncharacteristic conspicuous features 
and elements. 

Moderate Adverse 
Partial loss or noticeable damage to existing character or distinctive features and 
elements, and/or the addition of new but uncharacteristic noticeable features and 
elements. 

Minor Adverse Slight loss or damage to existing character or features and elements, and/or the 
addition of new but uncharacteristic features and elements. 

Negligible 
Adverse 

Barely noticeable loss or damage to existing character or features and elements, 
and/or the addition of new but uncharacteristic features and elements. 

No Change No noticeable loss, damage or alteration to character or features or elements. 

Negligible 
Beneficial 

Barely noticeable improvement of character by the restoration of existing features 
and elements, and/or the removal of uncharacteristic features and elements, or by 
the addition of new characteristic elements. 

Minor Beneficial 
Slight improvement of character by the restoration of existing features and 
elements, and/or the removal of uncharacteristic features and elements, or by the 
addition of new characteristic elements. 

Moderate 
Beneficial 

Partial or noticeable improvement of character by the restoration of existing 
features and elements, and/or the removal of uncharacteristic and noticeable 
features and elements, or by the addition of new characteristic features. 

Major Beneficial 
Large scale improvement of character by the restoration of features and elements, 
and/or the removal of uncharacteristic and conspicuous features and elements, or 
by the addition of new distinctive features. 

Source: IAN135/10 ‘Landscape and Visual Effects Assessment’, Table 1, Annex 1 (November 2010). 

11.2.1.4 Significance of Landscape Effects 

The significance of effect associated with the Proposed Scheme on the landscape can be 
determined by combining the magnitude of impact, with the sensitivity of each particular 
landscape area to change. This is determined by the use of a matrix, shown in Table 11.4, 
which balances the value of a feature against the magnitude of impact, taking into account the 
planned mitigation measures (based on the significance of effect categories defined within IAN 
135/10). 
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Table 11.4: Estimating the Significance of Potential Landscape Effects 

La
nd

sc
ap

e 
S

en
si

tiv
ity

 
High Neutral Slight Slight / 

Moderate 
Moderate / 

Large 
Large / Very 

Large 

Moderate Neutral Neutral / 
Slight Slight Moderate Moderate / 

Large 

Low Neutral Neutral / 
Slight 

Neutral / 
Slight Slight Slight / 

Moderate 

  No Change Negligible Minor Moderate Major 

  Magnitude of Impact 

Source: IAN135/10 ‘Landscape and Visual Effects Assessment’, Table 3, Annex 1 (November 2010). 

Typical descriptors for significance of landscape effects (as defined in IAN 135/10) are 
detailed in Table 11.5. 

Table 11.5: Significance of Landscape Effects Categories 

Significance Category Description of Effect 

Very Large  
Beneficial Effect 

The project would: 

• greatly enhance the character (including quality and value) of the 
landscape; 

• create an iconic high quality feature and/or series of elements; and 

• enable a sense of place to be created or greatly enhanced. 

Large Beneficial 
Effect 

The project would: 

• enhance the character (including quality and value) of the landscape;  

• enable the restoration of characteristic features and elements lost as a 
result of changes from inappropriate management or development; and      

• enable a sense of place to be enhanced. 

Moderate Beneficial 
Effect 

The project would: 

• improve the character (including quality and value) of the landscape; 

• enable the restoration of characteristic features and elements partially lost 
or diminished as a result of changes from inappropriate management or 
development; and 

• enable a sense of place to be restored. 

Slight Beneficial 
Effect 

The project would: 

• complement the character (including quality and value) of the landscape; 

• maintain or enhance characteristic features and elements; and 

• enable some sense of place to be restored. 

Neutral Effect 

The project would: 

• maintain the character (including quality and value) of the landscape; 

• blend in with characteristic features and elements; and 

• enable a sense of place to be retained. 
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Significance Category Description of Effect 

Slight Adverse Effect 

The project would: 

• not quite fit the character (including quality and value) of the landscape; 

• be at variance with characteristic features and elements; and 

• detract from a sense of place. 

Moderate Adverse 
Effect 

The project would: 

• conflict with the character (including quality and value) of the landscape; 

• have an adverse impact on characteristic features or elements; and 

• diminish a sense of place. 

Large Adverse Effect 

The project would: 

• be at considerable variance with the character (including quality and value) 
of the landscape; 

• degrade or diminish the integrity of a range of characteristic features and 
elements; and 

• damage a sense of place. 

Very Large Adverse 
Effect 

The project would: 

• be at complete variance with the character (including quality and value) of 
the landscape; 

• cause the integrity of characteristic features and elements to be lost; and 

• cause a sense of place to be lost. 

Source: IAN135/10 ‘Landscape and Visual Effects Assessment’, Table 4 Annex 1 (November 2010). 

11.2.2 Visual Effects Assessment Methodology 

The staged process for undertaking a visual effects assessment (as outlined within Annex 1 of 
IAN 135/10) is detailed below: 

• determine the extent of visibility of the Proposed Scheme; 

• collect and collate information on the visual context of the Proposed Scheme; 

• identify receptors (as shown in Figure 11.2, Sheets 1-11) and evaluate their sensitivity; 

• describe the degree of visual change caused by the Proposed Scheme; 

• identify and develop mitigation measures as a component of the iterative design process 
to avoid, reduce and where possible remedy adverse effects; and 

• assess the significance of the resultant visual effects. 

11.2.2.1 Visual Receptors and Classification of Visual Sensitivity 

The classification of visual sensitivity and the criteria used to define sensitivity to change (as 
defined in IAN 135/10) is detailed in Table 11.6. 
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Table 11.6: Criteria used in the assessment of Visual Sensitivity 

Sensitivity Description 

High 

Residential properties. 

Users of Public Rights of Way (PRoW) or other recreational trails. 

Users of recreational facilities where the purpose of that recreation is enjoyment 
of the countryside (e.g. Country Parks, National Trust or other access land etc.). 

Moderate 

Outdoor workers. 

Users of scenic roads, railways or waterways, or users of designated tourist 
routes. 

Schools and other institutional buildings, and their outdoor areas. 

Low 

Indoor workers. 

Users of main roads (e.g. trunk roads) or passengers in public transport on main 
arterial routes. 

Users of recreational facilities where the purpose of that recreation is not related 
to the view (e.g. sports facilities). 

Source: IAN135/10 ‘Landscape and Visual Effects Assessment’ , Table 1, Annex 2 (November 2010). 

11.2.2.2 Magnitude of Visual Impacts 

Table 11.7 presents the criteria used to define the magnitude of visual impacts (as detailed in 
IAN 135/10). 

Table 11.7: Estimating the Magnitude of Impact on a Visual Attribute 

Magnitude of 
Impact Description 

Major The project, or a part of it, would become the dominant feature or focal point of 
the view. 

Moderate The project, or a part of it, would form a noticeable feature or element of the view 
which is readily apparent to the receptor. 

Minor The project, or a part of it, would be perceptible but not alter the overall balance 
of features and elements that comprise the existing view. 

Negligible Only a very small part of the project would be discernible, or it is such a distance 
that it would form a barely noticeable feature or element of the view. 

No Change No part of the project, or work activity associated with it, is discernible. 

Source: IAN135/10 ‘Landscape and Visual Effects Assessment’, Table 2, Annex 2 (November 2010). 

11.2.2.3 Significance of Visual Effects 

The significance of the effect associated with the Proposed Scheme on each visual receptor 
was determined by combining the magnitude of impact with the sensitivity of each visual 
receptor. The criteria used to derive significance are detailed in Table 11.8. 
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Table 11.8: Estimating the Significance of Potential Visual Effects 

V
is

ua
l S

en
si

tiv
ity

 High Neutral Slight Slight / 
moderate 

Moderate / 
Large 

Large / very 
Large 

Moderate Neutral Neutral / 
slight Slight Moderate Moderate / 

Large 

Low Neutral Neutral / 
slight 

Neutral / 
slight Slight Slight / 

Moderate 

  No Change Negligible Minor Moderate Major 

  Magnitude of Impact 

Source: IAN135/10 ‘Landscape and Visual Effects Assessment’, Table 3, Annex 2 (November 2010). 

Typical descriptors for significance of visual effects (as defined in IAN 135/10) are detailed in 
Table 11.9. 

Table 11.9: Significance of Visual Effects Categories 

Significance Category Description of Effect 

Very Large Beneficial The project would create an iconic new feature that would greatly enhance the 
view. 

Large Beneficial The project would lead to a major improvement in a view from a highly 
sensitive receptor. 

Moderate Beneficial 
The project would cause obvious improvement in a view from a moderately 
sensitive receptor, or perceptible improvement to a view from a more sensitive 
receptor. 

Slight Beneficial 
The proposals would cause limited improvement to a view from a receptor of 
medium sensitivity, or would cause greater improvement to a view from a 
receptor of low sensitivity. 

Neutral No perceptible change in the view. 

Slight Adverse 
The project would cause limited deterioration to a view from a receptor of 
medium sensitivity, or cause greater deterioration to a view from a receptor of 
low sensitivity. 

Moderate Adverse 
The project would cause obvious deterioration to a view from a moderately 
sensitive receptor, or perceptible damage to a view from a more sensitive 
receptor. 

Large Adverse The project would cause major deterioration to a view from a highly sensitive 
receptor and would constitute a major discordant element in the view. 

Very Large Adverse The project would cause the loss of views from a highly sensitive receptor, and 
would constitute a dominant discordant feature in the view. 

Source: IAN135/10 ‘Landscape and Visual Effects Assessment’, Table 4, Annex 2 (November 2010).  

11.2.3 Limitations & Assumptions 

11.2.3.1 Guidance Documents 

The LVIA is based on the GLVIA (2nd Edition), as this edition of the document is referenced 
within the IAN 135/10. A 3rd Edition of the GLVIA was published in 2013, however the GLVIA 
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2nd Edition was used in this LVIA in order to achieve consistency with the IAN 135/10. The 
Landscape Character Assessment is based on the IAN 135/10 and GLVIA 2nd Edition, as 
there is no equivalent Northern Ireland Landscape Character Assessment Guidance 
Document. 

11.2.3.2 Site Surveys 

The LVIA site surveys were only undertaken during daylight hours.  

The site surveys endeavoured to visit the private properties adjoining the Proposed Scheme. 
However, not all private properties were accessible during site surveys, as some residents did 
not answer their door, when called upon to request access. This survey limitation was partially 
balanced by the photographic surveys carried out from nearby public viewpoints and from 
adjacent or nearby private properties which provide representative views from these 
properties. 

11.2.3.3 Assessment of landscape and visual construction impacts 

As this is not an Early Contractor Involvement (ECI) scheme, detailed construction information 
is not yet available. Subsequently, it is not possible to undertake an assessment of the 
detailed potential visual effects during the construction period. 

11.2.3.4 Potential economic viability of the area 

It is not possible to assess the potential economic viability of the area and consequential 
impacts, as detailed information is not available due to the complex urban nature of the site, 
and the wide range of potential proposals. 

11.2.3.5 Assessment of landscape and visual traffic impacts 

A general assessment has been made of the impact of traffic. High-sided vehicles are 
included in the photomontage proposed views and in the computer generated ZVI 
calculations, to facilitate assessment of the highest traffic vehicles, i.e. the worst case 
scenario. Whilst the traffic model for the scheme includes information on the percentage of 
HDVs on the network, it is not possible to assess the proportion or frequency of high-sided 
vehicles specifically, as such detailed information is not available. 

11.2.3.6 Zone of Visual Influence 

The computer generated ZVI provides a representation of the computer calculated 
intervisibility between a viewer (at a height of 1.5m) and the top of the traffic on the proposed 
highest links. The computer generated ZVI was calculated based on topography, traffic 
travelling 4.5m above lengths of the highest links, and also the screening effects of built 
development. Large buildings were individually inserted into the ZVI model, but the majority of 
built development was calculated as ‘blocks’ of buildings, within the model. 

The final ZVI has been determined by a combination of the computer analysis and a site 
assessment by experienced Landscape Architects. It is also important to note that the 
boundary shown is not always precise and is only indicative of the area within which the most 
significant visual effects may be expected. The ZVI boundary is shown on the ZVI drawing 
(Figure 11.1). 

The ZVI represents the worst case scenario, which is considered to be winter in the Opening 
year.  

As detailed construction information is not yet available (as this is not an ECI scheme), a 
qualitative assessment of landscape and visual construction impacts is considered 
appropriate.  
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11.2.3.7 Visual Effects Schedule 

The Visual Effects Schedule (VES) records the type of each property and the number of 
storeys. However, it is deemed impractical to record the number, location and size of windows 
for each receptor due to the urban location and the large number of receptors. 

The VES records all visible link roads and identifies the nearest visible link road (nearest 
visible portion of the Proposed Scheme) from each receptor. However, it is deemed 
impractical to record the distance of each receptor from the nearest portion of the scheme (to 
the centreline of the roads) due to the urban location, the large number of receptors and the 
complexity of the Proposed Scheme. 

11.2.3.8 Photomontages 

A limitation of visualisations (‘photomontages’) is that the visual prominence of features in the 
landscape is significantly affected by lighting conditions and weather. It is true that all views 
would appear different in various conditions of lighting, haze, weather and seasons. Again, the 
views provided are representative and not comprehensive, because in addition to there being 
an almost infinite number of viewpoint locations, there is a very large set of combinations and 
permutations of lighting conditions that could conceivably occur for every view. The 
‘Photography & Photomontage in Landscape and Visual Impact Assessment Advice Note 
01/11’ published by the Landscape Institute in 2011 on the subject states:  

“they [photomontages] are subject to the same inherent limitations as photographs, for 
example only showing the scene as it would appear under the same conditions that prevailed 
when the original photograph was captured.” 

Thus, at best, visualisations can represent a view from a particular location at a particular time 
and in a particular weather condition. There is no such thing as a fixed or single effect on the 
appearance or character of the landscape. Some of the photomontages are based on 
viewpoint photographs taken in winter only, to illustrate the potential worst case scenario. 

The most effective use of photomontages is to view them in the field. The GLVIA states that:  

“It is essential to recognise that two-dimensional photographic images and photomontages 
alone cannot capture or reflect the complexity underlying the visual experience, and should 
therefore be considered an approximation of the three-dimensional visual experiences that an 
observer would receive in the field. As part of a technical process, impact assessment and 
considered judgements using photographs and/or photomontages can only be reached by way 
of a visit to the location from which the photographs were taken.” 

Three of the photomontages are created from photographs taken during winter only, as it was 
not possible to take summer photographs from these receptors. The Obel Tower apartment 
was occupied during the summer site survey, Cuchulainn House was undergoing construction 
works during the period, and the Harbourview building was inaccessible at the time of a return 
visit. 

11.2.3.9 Committed Development 

The search criteria for committed development were as follows: 

• Planning applications determined between 1st January 2005 and November 2014; 

• Planning applications with a determination of “Permission Granted” or “Appeal Upheld”. 
This removed live applications, refusals, withdrawals and permitted development 
applications; 
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• Planning applications within the “Primary Zone” – residential or commercial developments 

were selected that would be over 2-storeys in height or within close proximity to the 
Proposed Scheme; and 

• Planning applications within the “Secondary Zone” – all developments were selected that 
would be over 5-storeys in height or a significant tourism development. 

The final search for committed development was carried out on the 3rd December 2014. 

11.3 Consultations 

The EIA process looks at the effects of the Proposed Scheme on the environment in 
consultation with external bodies to inform the design and decision making. The Stage 3 EIA 
consultation commenced in February 2014 to allow relevant interested bodies an opportunity 
to register concerns or particular requirements during the EIA process, consult on the levels of 
assessment necessary, and seek input to the ES. A summary of key issues raised by these 
consultees in relation to Landscape and Visual Effects is contained in Table 11.10 below and 
a copy of their response is included in Volume 2: Appendix 6, Annex B. 

Table 11.10: Summary of formal consultation responses in relation to the Landscape and 
Visual Assessment 

Consultee Consultation 
Date 

Date of 
Response Summary of Consultee Response(s) 

DSD: Belfast 
City Centre 

Regeneration 
Directorate 

07/02/14 

Meeting held to update on scheme development 
and formally consult with DSD. The aesthetics of 
the layout was discussed. It was proposed that an 
Aesthetic Review Panel comprising 
representatives from various bodies to review 
opportunities for enhancing the appearance of 
certain elements of the scheme be set up. 
Representatives of DSD would be invited to join 
this panel. 

DOE: Planning 
& Local 

Government – 
Tree Officer 

24/02/14 

02/04/14 
- No response received. 

Northern Ireland 
Housing 

Executive 
28/02/14 03/03/14 

Acknowledged letter providing information 
regarding visual impact surveys to be carried out 
for the ES at NIHE properties. 

PSNI – Traffic 
Management 

Branch 
04/03/14 27/03/14 

Residual land below and between overbridges has 
been a magnet for youths engaged in anti-social 
behaviour. PSNI stress that ‘dead areas’ 
associated with the project could create potential 
problems if not addressed at the outset. 

 

The Stage 3 Consultations Plan and Communications Plan also identified a range of key 
stakeholders for consultation as part of the general Stage 3 Scheme Assessment process, not 
specifically as part of the EIA process. Various forms of communication were utilised as part of 
this consultation including letters, meetings and presentations. Some of the responses 
received from these stakeholders included information of relevance to Landscape and Visual 
Effects, and as such have been considered within the assessment as necessary and where 
allowable (i.e. when not breaching confidentiality). Stakeholders of interest from a Landscape 
and Visual Effects perspective engaged as part of the general Stage 3 Scheme Assessment 
included: 
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• DSD: Belfast City Centre Regeneration Directorate; 

• DOE: Planning & Local Government – Tree Officer; 

• Forum for Alternative Belfast;  

• Northern Ireland Housing Executive; and 

• PSNI. 

11.4 Regulatory & Policy Framework  

A hierarchy of strategies, policies and legislation operates to underpin the management of 
both land and landscape. Some of these enable statutory designation at national level and 
others provide for local designations and appropriate management, with the aim of conserving 
and protecting the quality of the landscape. 

11.4.1 European Landscape Convention (2000) 

The UK Government is a signatory to the European Landscape Convention. The Convention 
(also known as the Florence Convention) aims to encourage public authorities within Member 
States to adopt policies and measures for the protection, management and planning of all 
landscapes, whether outstanding or ordinary, that determine the quality of people’s living 
environment. The Convention specially encourages local authorities to introduce exemplary 
and long lasting polices or measures to protect, manage and plan landscapes. The GLVIA 2nd 
Edition defines ‘landscape character’ as: “a distinct, recognisable and consistent pattern of 
elements in the landscape that makes one landscape different from another, rather than better 
or worse.” 

Landscape Character Assessment (LCA) is a tool that allows landscape character to be 
understood, explained and described in a transparent and robust way. It does this by mapping 
and describing the variations in physical, natural and cultural attributes and experiential 
characteristics that make one area distinctive from another at a range of spatial scales. LCA 
also considers how landscapes have changed over time, and acknowledges the influences 
that human activities and the impacts of economic development have in shaping and changing 
landscapes. A better understanding of landscapes provided by LCAs (their diversity, character 
and distinctiveness, evolution, sensitivity to change and their management needs) is essential 
to effective spatial planning. 

11.4.2 The Nature Conservation and Amenity Lands (Northern Ireland) Order 1985 

Under Part IV of the Order (National Parks and Areas of Outstanding Natural Beauty (AONB)) 
where the DOE considers an area (not being an area within a National Park) to be of such 
outstanding natural beauty that it is desirable that the provisions of this Article should apply to 
the area, the Department may make an Order designating it as an AONB. This designation is 
designed to protect and enhance the qualities of each area and to promote their enjoyment by 
the public. It is the only designation currently in use in Northern Ireland to identify areas of high 
landscape quality. Although there is provision for the designation of National Parks, none 
currently exist in Northern Ireland. 

11.4.3 The Planning (Northern Ireland) Order 1991 

The Planning (Northern Ireland) Order 1991 ("the 1991 Order") requires the DOE to “formulate 
and co-ordinate policy for securing the orderly and consistent development of land and the 
planning of that development.”  

The DOE's main functions under the 1991 Order are the preparation of planning policy and 
Development Plans, controlling development through planning permission and consent 
procedures, and taking enforcement action against breaches of planning control. These 
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functions were extended by the Planning (Amendment) (Northern Ireland) Order 2003 and the 
Planning Reform (Northern Ireland) Order 2006. 

The Planning Bill was introduced to the NI Assembly in 2013. The primary objective of the Bill 
was to accelerate the implementation of a number of reforms contained within the Planning 
Act (Northern Ireland) 2011. The key provisions in the Bill were to aim to deliver: 

• measures to strengthen the planning system in promoting economic development;  

• measures to further sustainable development and enhance the environment; 

• faster processing of planning applications; 

• faster and fairer planning appeals system; 

• enhanced community involvement; and 

• simpler and tougher enforcement. 

11.4.4 The Regional Development Strategy (RDS) 2035 – Building a Better Future 

One of the aims of the RDS is to “Protect and enhance the environment for its own sake”. The 
RDS states that:   

“Protecting the environment is essential for enhancing the quality of life of current 
and future generations. Northern Ireland’s environment is one of its greatest 
assets, with its stunning landscapes, an outstanding coastline, a complex variety 
of wildlife, and a rich built and cultural heritage for the ecosystem services it 
provides, and its sense of place and history for all.” 

Chapter 3 of the RDS outlines two types of strategic guidance: 

• Regional Guidance (RG) – This applies to everywhere in the region and is presented 
under the three sustainable development themes of Economy, Society and Environment; 
and 

• Spatial Framework Guidance (SFG) - This is additional to the region-wide guidance and 
is tailored to each of the five elements of the Spatial Framework. 

The RDS sets out Regional Guidance in relation to the built and natural environment under 
RG11. 

“RG11 - Conserve, protect and, where possible, enhance our built heritage and 
our natural environment” 

Specifically in relation to landscape impacts associated with the proposed York Street 
Interchange, RG11 provides guidance under a number of headings: 

• identify, protect and conserve the built heritage, including archaeological sites and 
monuments and historic buildings; 

• identify, protect and conserve the character and built heritage assets within cities, towns 
and villages; 

• maintain the integrity of built heritage assets, including historic landscapes; 

• sustain and enhance biodiversity; 

• identify, establish, protect and manage ecological networks; 
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• protect and encourage green and blue infrastructure within urban areas; 

• protect and manage important geological and geomorphological features; 

• protect, enhance and manage the coast; 

• protect, enhance and restore the quality of inland water bodies; 

• recognise and promote the conservation of local identity and distinctive landscape 
character; 

• conserve, protect and where possible enhance areas recognised for their landscape 
quality; 

• protect designated areas of countryside from inappropriate development (either directly or 
indirectly) and continue to assess areas for designation; and  

• consider the establishment of one or more National Parks. 

The RDS also sets out Spatial Framework Guidance in relation to The Belfast Metropolitan 
Urban Area (BMUA). There are two Spatial Framework Guidelines which are deemed relevant 
to the proposed York Street Interchange, SFG5 and SFG15, the principles of which are 
outlined in more detail below. 

“SFG5 - Protect and enhance the quality of the setting of the BMUA and its 
environmental assets.” 

SFG5 provides guidance under a number of headings: 

• protect areas of high scenic value, undeveloped coast line, Belfast Lough, the Lagan 
Valley Regional Park and the hills around the BMUA from development; 

• protect and enhance the network of open spaces in the BMUA; 

• make use of green space to help manage access to important wildlife sites and minimise 
the potential for damage due to visitor pressure. 

“SFG15 - Strengthen the Gateways for Regional competitiveness.” 

SFG15 provides guidance under a number of headings: 

• provide high quality connections to and from the air and sea ports; 

• enhance Gateways and their environmental image. 

The RDS highlights the importance of the rich variety of landscapes within Northern Ireland. In 
particular, it states that “The Northern Ireland Landscape Character Assessment 2000 
provides valuable guidance on local landscape character and scenic quality.”  

The RDS also recognises the need for the protection of designated landscapes and continued 
assessment of areas for designation. 

11.4.5 A Sustainable Development Strategy for Northern Ireland 2006 

Chapter 2 of the Sustainable Development Strategy (Natural Resource Protection and 
Environmental Enhancement) focuses on protection and enhancement of the environment. 
One of the five key strategic objectives for the protection of the environment is to ‘conserve 
our landscape and manage it in a more sustainable way’. 
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The key targets in relation to the landscape are: 

• complete the review of AONBs and programme of designation by 2016; 

• introduce enabling legislation for the designation of National Parks by 2009; and 

• increase Northern Ireland’s forested area by at least 500 hectares per annum in line with 
the recently published ‘Forestry Strategy – A Strategy for Sustainability and Growth’ 
(DARD 2006). 

11.4.6 PPS 2 – Natural Heritage (July 2013) 

PPS 2 sets out the Department of the Environment’s land-use planning policies for the 
conservation, protection and enhancement of our natural heritage. 

11.4.6.1 Development Plans 

PPS 2 states that “The development plan should consider the natural and cultural components 
of the landscape and promote opportunities for the enhancement or restoration of degraded 
landscapes, particularly those affecting communities.” 

PPS 2 highlights the importance of Countryside Assessments as an integral part of the 
Development Plan making process and notes that “local designations arising from the plan 
should be identified and policies brought forward for their protection and, where possible their 
enhancement.” 

11.4.6.2 Trees and Woodlands 

PPS 2 outlines the statutory framework for the protection of trees and woodland. It also states 
that development plans should seek to identify and promote green and blue infrastructure 
“where this will add value to the provision, enhancement and connection of open space and 
habitats in and around settlements.” Green infrastructure is defined as parks, green spaces 
and street trees; blue infrastructure includes ponds, streams and lakes. 

11.4.7 PPS 6 - Planning, Archaeology and The Built Heritage (March 1999) 

PPS 6 states that development plans will, where appropriate, designate Local Landscape 
Policy Areas (LLPAs) and contain local policies and guidance to maintain the intrinsic 
environmental value and character of these areas. LLPAs consist of those features and areas 
within and adjoining settlements considered to be of greatest amenity value, landscape quality 
or local significance, and therefore worthy of protection from undesirable or damaging 
development. 

LLPAs may include: 

• archaeological sites and monuments and their surroundings; 

• listed and other locally important buildings and their surroundings; 

• river banks and shore lines and associated public access; 

• attractive vistas, localised hills and other areas of local amenity importance; and 

• areas of local nature conservation interest, including areas of woodland and important tree 
groups. 
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11.4.8 Northern Ireland Landscape Character Assessment 2000 

The Northern Ireland Landscape Character Assessment 2000 (NILCA), published by the NIEA 
identified Areas of Scenic Quality. These are defined as landscapes of regional or local 
importance for their scenic quality (i.e. important landscape resources in their own right, 
regardless of location or setting). They are characterised by visually pleasing patterns or 
combinations of landscape elements, and by their generally unspoilt character, free from major 
intrusion. In addition, they may include significant sites or features of nature conservation, 
historic or cultural importance. Often they are visually prominent landscapes, such as ridge 
tops, scarp slopes above settlements, and lough shores, and therefore many of these areas 
are particularly sensitive to change. The Areas of Scenic Quality identified in the NILCA are 
considered to be of regional significance and represent a second tier (below AONBs) in the 
hierarchy of landscape classifications. In addition, Areas of Scenic Quality that are identified 
within the Northern Ireland Landscape Character Assessment are often designated as Areas 
of High Scenic Value in Development Plans. 

11.4.9 The Belfast Metropolitan Area Plan 2015 

The purpose of the Belfast Metropolitan Area Plan (BMAP) 2015 “is to inform the general 
public, statutory authorities, developers, and other interested bodies of the policy framework 
and land use proposals that will be used to guide development decisions within the Belfast 
Metropolitan Area over the Plan period.” Importantly, the BMAP proposals sit alongside, but do 
not supersede, prevailing regional planning policy as set out in the RDS and PPSs (except 
where specifically indicated in the plan). 

The BMAP encompasses a number of Council Districts and includes designations, policies, 
proposals, and zonings for each district. The Belfast District Proposals consist of designations, 
polices, proposals and zonings specific to the administrative area of Belfast City Council. The 
District Proposals are further divided by location. The locations that encompass the study area 
for the York Street Interchange are identified below: 

• Belfast City Centre; 

• Belfast Harbour Area; 

• The Arterial Routes; and 

• Outer Belfast City. 

The study area is located on the northern fringe of the designated Belfast City Centre, the   
south-western fringe of the Belfast Harbour Area (BHA) and the south-eastern fringe of Belfast 
City (North) within Outer Belfast City. The Arterial Route York Street/York Road/Shore Road 
passes through the study area in a north south orientation.  

Applicable for this assessment, extracts of the relevant policies outlined in BMAP are given 
below. 

11.4.9.1 Natural Environment: Policy ENV 1 Local Landscape Policy Areas 

In designated LLPAs, planning permission will not be granted for development that would be 
likely to have a significant adverse effect on those features, or combination of features, that 
contribute to the environmental quality, integrity or character. Where riverbanks are included 
within LLPAs, access may be required to the river corridor as part of the development 
proposals. Any access should not have an unacceptable adverse impact on the flora and 
fauna of the river corridor. Where proposals are within and/or adjoining a designated LLPA, a 
landscape buffer may be required to protect the environmental quality of the LLPA. 
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11.4.9.2 Settlement: Policy SETT 3 Arterial Routes 

Regeneration of the designated Arterial Routes will be facilitated by: 

• allowing an appropriate scale of retail and office use within commercial nodes and 
shopping/commercial areas, where designated, to serve local populations;  

• allowing appropriate housing development; and 

• promoting good quality urban design. 

11.4.9.3 Housing: Policy HOU 4 Protected Housing Areas in City and Town Centres 

Within designated Protected City and Town Centre Housing Areas, planning permission will 
not be granted for any development that results in a change of use from housing. 

11.4.9.4 Open Space, Sport and Outdoor Recreation: Policy OS 1 Community Greenways 

Planning permission will not be granted for development, either within or adjacent to a 
designated Community Greenway which would prejudice the retention, enhancement or 
further development of an identified route. Where appropriate, development proposals shall 
include open space linkages to designated Community Greenways. 

11.4.9.5 Urban Environment: BMA Urban Environment Strategy 

The BMA Urban Environment Strategy comprises the following elements: 

• promoting new development of the highest quality; 

• protecting areas of architectural and townscape importance; and 

• promoting healthier living environments. 

11.4.9.6 Urban Environment: Urban Design 

Within the designated Character Areas in Belfast City Centre and other designated City and 
Town Centres, planning permission will only be given to development proposals which are in 
general accordance with the urban design criteria in the District Proposals. 

This Policy does not apply within the designated Protected Housing Areas in the City or in 
Town Centres. 

11.5 Baseline Conditions  

11.5.1 Landscape Effects 

11.5.1.1 NIEA Landscape Character Assessment 

This assessment of cityscape character is the result of desktop and field survey work carried 
out for the Proposed Scheme, and may be understood within the context of the Northern 
Ireland Landscape Character Assessment, Belfast/Lisburn (LCA No. 97) as shown on Figure 
11.3, which states the following in relation to landscape condition and sensitivity to change. 

“The quality of the environment within the urban districts is increasingly degraded 
by traffic congestion, pollution, waste management problems and a lack of 
accessible public open spaces.”  

The key characteristics included in the Landscape Character Assessment relevant to the study 
area are: 
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• “Belfast and Lisburn lie within the lowland basin of the River Lagan which is enclosed by 

steep ridges and escarpment; 

• docks at head of Belfast Lough; principal industrial areas along the Lagan and new 
Laganside development focussing towards the river; 

• long red brick terraces and large red brick warehouses and industrial buildings are 
characteristic.” 

11.5.1.2 Landscape Designations 

It was established during the desktop research that there are no Tree Preservation Orders 
(TPOs) confirmed for any trees within the study area. In addition, there are no AONBs or 
Areas of High Scenic Value identified within the study area. 

The study area is subject to a number of designations, policies, proposals and zonings as 
identified in the BMAP (2015), some of which are illustrated on Figure 11.4. 

11.5.1.2.1 Belfast City Centre 

• Victoria Street/Oxford Street Area of Townscape Character (CC 026); 

• Clifton House Historic Park, Garden & Demesne (CC 027); 

• Clifton 1 Local Landscape Policy Area (CC 030), which includes features or combination 
of features that contribute to the environmental quality, integrity or character of this area, 
including: 

− Listed buildings and their surroundings - Clifton House and Gate Lodge; and 

− Area of local nature conservation interest - Mature deciduous trees. 

• Protected City Centre Housing Areas: 

− Brown Square (CC 021/10); 

− Carrick Hill (CC 021/11); 

− Clifton (CC 021/12); 

− Lancaster (CC 021/13); 

− Laganview (CC 21/01). 

• Land Zoned for Housing:  

− Wall Street, Plunkett Court, Stanhope Street and Pepperhill Street (CC 02/08); 

− Kildare Street, Stanhope Street, Antrim Street and Wall Street (CC 02/09); 

− Site at North Queen Street and Clifton Street (CC 02/10); 

− Site at Nelson Street, Great George’s Street and Little York Street (CC 04/02); 

− Car Park at Library Street, Little Donegall Street and Stephen Street (CC 04/03); 

− Frederick Street Car Park (CC 04/05); 

− Car Park at Little Donegall Street (CC 04/09); 
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− Queen’s Square (CC 02/05);  

− Quaygate, Scrabo Street (CC 02/15). 

• Primary Retail Core (CC 005); 

• City Centre Gateways – There are 8no. City Centre Gateways identified within the study 
area; 

• Development Opportunity Sites: 

− Land to the north of Castlecourt (CC 016); 

− Cathedral Way, North Street, Donegall Street, Lower Garfield Street and Rosemary 
Street (CC 017). 

• Conservation Areas: 

− Cathedral Conservation Area - designated in 1990; 

− Belfast City Centre Conservation Area – designated 1998. 

•  Character Areas: 

− Old City Character Area (CC 009); 

− Scotch and Cathedral Quarters Character Area (CC 010); 

− West City Fringe Character Area (CC 011); 

− Laganside North and Docks Character Area (CC 015).  

On a city scale, the majority of the study area lies within BMAP (2015) Character Area 
‘Laganside North and Docks’ (CC 015). The area is described as follows: 

“Large-scale physical features dominate this area, from the sweep of the River 
Lagan as it enters the docks, and the docks themselves, to the motorway and 
railway infrastructure.” 

“The east bank of the River Lagan is presently a vast area of roads and railway 
infrastructure, parking areas, industrial uses and undefined open space, which 
severs the eastern suburbs from the City Centre and the river.” 

“The Laganside North and the Docks Character Area is disparate in character, 
yet represents one of the major areas of opportunity in Belfast City Centre, 
including The Waterfront, the Odyssey and the Clarendon Docks” 

• North Belfast / South Belfast / LVRP Community Greenway (BT 147/09) The National 
Cycle Network (NCN) along the Belfast Lough shore also forms a component part of the 
Community Greenway network in the area; 

• Proposal for a Pedestrian / Cycle Bridge Crossing Corporation Square to Queen’s Quay 
(CC 023/01). 

11.5.1.2.2 Belfast Harbour Area 

• Belfast Harbour Area & Major Employment Location; 

• Titanic Quarter (BHA 01); 
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• Land zoned for Existing Employment; 

− Existing Employment - Belfast Harbour (BHA 06) 

• Heritage Nodes. 

11.5.1.2.3 Outer Belfast City – Belfast City (North) 

• Cityside (Yorkgate) District Centre (BT 010/6); 

• Land Zoned for Housing: 

− Victoria Parade and North Queen Street (NB 02/08); 

− Spamount Street and Meadow Place (NB 02/10); 

− Hillman Court, Hillman Close, Spamount Street, Hillman Street and North Queen 
Street (NB 02/23); 

− Lepper Street, Spamount Street and Fortfield Place (NB 02/53); 

− Land adjacent to 88 Duncairn Gardens (NB 03/01). 

• Land Zoned as Existing Employment: 

− York Road including Jennymount Business Park (BT 005/07); 

− Duncairn Gardens (BT 005/08). 

• Clifton 2 LLPA (BT 101), which includes features or combination of features that contribute 
to the environmental quality, integrity or character of this area, including: 

− Listed graveyard and its surroundings – Clifton Street Graveyard; and 

− Area of local nature conservation interest – Mature deciduous trees. 

11.5.1.2.4 Arterial Routes 

• York Street/York Road/Shore Road (AR 03/15);  

• Antrim Road/Crumlin Road junction (Carlisle Circus) (AR 02/03). 

11.5.1.3 Topography 

The immediate study area lies in a low flat river basin, near the mouth of the River Lagan. 
Divis Mountain, in the Belfast Hills, is located approximately 4km to the west of the study area. 

The topography of the study area has been altered by previous development. The area is 
predominately hard surfaces, falling slightly towards the River Lagan. The ground level varies 
from c.1.6m to c.3.0m Above Ordnance Datum (AOD). Due to the urban location and the 
screening effect of buildings on the site periphery, the viewshed is relatively enclosed.   

11.5.1.4 Public Rights of Way (PRoW) 

The consultation process has indicated that there are no Public Rights of Way (PRoWs) within 
the study area. However, there are a number of footways within the study area which have 
been adopted by Transport NI. 
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11.5.1.5 Vegetation, Drainage & Watercourses 

The study area contains limited areas of visually significant vegetation, namely roadside 
screen planting. There are also a limited number of street trees and vegetation in pockets of 
open space. Existing planting is most prominent in the following areas: 

• between the M2 motorway embankment and Nelson Street / Duncrue Street. This 
comprises deciduous screen planting, approximately 8-10m high; 

• M3 on-slip embankment at Nelson Street. This deciduous screen planting ranges in 
height, between 5-8m and is planted on an embankment; 

• south of Dargan Bridge. This deciduous screen planting ranges in height, approximately 5-
9m; 

• Westlink and Great George’s Street. This comprises deciduous screen planting, on an 
embankment, approximately 2-3m high above the Westlink; and 

• Westlink and Little George’s Street. This comprises deciduous screen planting, on an 
embankment, approximately 3m high above the Westlink. 

As the existing site is mainly drained to the combined sewerage network, there are no open 
watercourses (and no known culverted watercourses) within the immediate study area, except 
Belfast Harbour located to the east and the Mile Water River Culvert which is located at the 
northern extent of the site.  The Farset River culvert is located south of the immediate study 
area and outfalls to Belfast Harbour at a location downstream of the Lagan Weir.  

11.5.1.6 Road and Railway Infrastructure  

The existing York Street junction is fundamental to the movement of traffic into, out of, and 
around the periphery of Belfast, as it links the Westlink, the M2 motorway and the M3 
motorway.  

Lagan Bridge carries the elevated section of the M3 motorway, which continues on 
embankment to become the M2. Dargan Bridge, the elevated rail infrastructure, runs 
approximately parallel to this portion of the M2 to M3 motorway route. A complex arrangement 
of signalised junctions interface with the surface street network which includes York Street, 
Great George‘s Street and Nelson Street. The road and rail infrastructure dominate the 
character of its setting, due to the concentration of structures and the elevated nature of the 
Lagan and Dargan bridges.  

11.5.1.7 Built Development 

The centre of the study area contains a limited number of buildings and structures. The built 
development is largely disjointed in character, varies in style and height, and includes 
residential, commercial, retail and industrial properties. Buildings in the western area are 
predominately two-storey terraces, interspersed with the multi-storey Cityside Retail Park 
buildings, Galway House and New Lodge Flats. There are several high-rise buildings at the 
edge of the City Centre, including the Obel Tower, Royal Mail Head Post Office building, and 
Philip House. To the east, there are also several high-rise buildings, such as James Clow 
apartments, residential and commercial buildings around Clarendon Dock, and Titanic Belfast. 
The existing built development in the wider context is discussed in the Cityscape Character 
Areas section of this chapter (sub-section 11.5.1.11). 

Important local buildings in the immediate setting have value, in that they have a distinct 
character, have local history, or are of a landmark scale, and include: 

• Sinclair Seamen’s Presbyterian Church;  
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• Belfast Harbour Commissioners, Harbour Office; 

• Clarendon Dock building and the Harbour Office; 

• Clifton House and Gate Lodge;  

• Obel Tower; 

• Belfast Head Post Office building;  

• Cityside Retail Park and Galway House; and 

• Philip House. 

11.5.1.8 Recreation & Historical Features 

Bridges Urban Sports Park is located at Little Patrick Street, under the M3 (Figure 11.3). The 
park provides facilities for skateboarding, Parkour, in-line skating and BMXing. The park is the 
only formal outdoor recreation facility in this area.  

McGurk’s Bar was located on the corner of North Queen Street and Great George's Street and 
was bombed on the 4th December, 1971. A memorial to the bombing is located on the south-
east wing of the North Queen Street overbridge. The memorial comprises plaques and a mock 
shop front of the former bar. The memorial is not designated, but is considered sensitive due 
to the nature of the incident. 

The significant historical features are described in the Cultural Heritage chapter of this ES 
(Chapter 9).  

11.5.1.9 Road Lighting  

The study area is in an urban environment which includes road and street light fittings. The 
site also experiences light spill from surrounding buildings, and vehicle traffic headlights add 
transient light into the night-time environment.  

11.5.1.10 Protected Structures 

There are no scheduled monuments or listed buildings within the immediate study area. In 
terms of proximal protected structures, Sinclair Seamen’s Presbyterian Church is the closest 
listed building to the area. Additional information on protected structures within the study area 
is contained in the Cultural Heritage chapter of this ES (Chapter 9). 

11.5.1.11 Cityscape Character Areas 

BMAP (2015) designates Belfast into several character areas. However, these areas do not 
extend to cover the entirety of the landscape assessment study area as required for this 
assessment. Therefore, for the purposes of the ES, the site context is divided into six broad 
cityscape character areas, as described below, and illustrated on Figure 11.3. 

11.5.1.11.1 Transport Infrastructure Node (Cityscape Character Area 1) 

The character of this area is dominated by elevated road and rail infrastructure, surface car 
parks and storage yards. The landform is relatively flat and vegetation is generally limited to 
roadside edges and embankments. 

The Dargan and Lagan bridges are a discordant element in the wider cityscape and they form 
partial visual and physical barriers locally. The bridges and support structures shade the areas 
underneath and limit potential for use. The bridge supports, associated embankments and 
adjacent car parks restrict vehicle and pedestrian movement through the area. Pedestrian 

   
ENVIRONMENTAL STATEMENT (VOLUME 1) 
January 2015 
 

328 
 



 Transport NI — York Street Interchange 

 
movement on an east-west axis is generally limited to Dock Street (under the bridges), Whitla 
Street subway, and a path which links Corporation Street, near Corporation Square, with 
Nelson Street. On a north-south axis, pedestrian movements are largely limited to York Street 
and Corporation Street. The bridges facilitate vehicle and train circulation over and into the 
area.  

Buildings and structures are sparse and there is a predominance of hard surfacing and 
boundary treatments, which are discordant in an urban environment. This area is dominated 
by vehicles, especially by large commercial vehicles and the background noise is heavily 
influenced by traffic. The scale of the space is not human scale; there is limited pedestrian 
connectivity and relatively low footfall. Two small distinctive features in this area are Bridges 
Urban Sports Park, located under the M3, and McGurk’s memorial which is located along 
North Queen Street, under North Queen Street overbridge. A portion of Laganside North and 
Docks Character Area (CC 015) extends over the southern portion of this cityscape area. 

11.5.1.11.2 Northern Residential (Cityscape Character Area 2) 

This area is predominately residential, with small stretches of retail and commercial units. 
There are also small pockets of open space, playgrounds and multi-use games areas 
(MUGAs). Clifton Street Graveyard and surroundings are designated as an LLPA (BT 101) 
and are located on the western edge of this area. 

The landform rises gently to the west and vegetation is generally limited to street trees and 
pockets of open space. The New Lodge area is characterised by the high rise New Lodge 
Flats, which are interspersed within the mostly two-storey red-brick terraced houses. These 
high-rise blocks of flats are landmarks in the Belfast cityscape. The two-storey terrace 
residential pattern continues in the area east of Duncairn Gardens. The landform is slightly 
elevated and the open space between North Queen Street and Clanmorris Street offers a view 
towards the docks. There is active street-life due to the concentration of residences. 

11.5.1.11.3 Cityside Retail Park and Environs (Cityscape Character Area 3) 

The landform is relatively flat, but Brougham Street environs rises gently to the west. This area 
is dominated by the height and massing of the Cityside Retail Park buildings and Galway 
House, which are relatively prominent in the wider cityscape. The buildings are noticeable in 
that they do not line the streetscape, but are surrounded by hard surfaces and car parks and 
create a vehicle-dominated space. There is a pocket of vegetation near Galway House, which 
has an unmanaged appearance. Billboards further detract from the quality of the streetscape. 
Due to the retail and recreational use of Cityside Retail Park, there is a cluster of pedestrian 
movement around the entrances, during operating hours. 
Future trends indicate that this area would maintain its current use, dominated by relatively 
large buildings and surface car parks. There are proposals for commercial units beside 
Galway House, which would replace the ‘unmanaged’ area of vegetation. 

11.5.1.11.4 Harbour Estate and Industrial Area (Cityscape Character Area 4) 

The Harbour Estate comprises a gated area of large industrial units, warehouses and 
commercial buildings. There is no public access to this gated area.  

The area between York Street and the M2 includes Yorkgate railway station, train depot, 
commercial units and some derelict buildings. The Midland Building and Thompson Mill 
buildings are local landmarks. The area also includes Whitla Street fire station, a factory and a 
weighbridge off Garmoyle Street. The character of the area is predominantly industrial and the 
future trends are likely to be continued industrial use. 
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11.5.1.11.5 Clarendon Dock Environs and Titanic Quarter (Cityscape Character Area 5) 

The cityscape is relativity flat and Belfast Harbour is in the centre of the area. The cityscape is 
disparate in appearance and comprises pockets of distinct character, ranging from the 
remnants of Sailortown in the northern area, to Clarendon Dock and Corporation Square 
environs in the southern portion, and the designated Titanic Quarter (BHA 01), located in the 
east. The southern portion of this cityscape area is designated as part of the Laganside North 
and Docks Character Area (CC 015) within BMAP. The North Belfast / South Belfast / LVRP 
Community Greenway (BT 147/09) passes through the south of the area. The spires of both 
St. James RC Church and Sinclair Seamen’s Presbyterian Church are long-standing local 
landmarks, with Titanic Belfast being a more contemporary feature.  

The style and grain of built development varies widely; Sailortown and Clarendon Dock 
environs include high-rise developments beside historic buildings. Titanic Quarter includes 
large buildings on large plots. Residential units are interspersed with commercial units; there is 
a small outdoor event space at Clarendon Road and a large event space at Titanic Belfast. 
There are tranquil spaces around Pilot Street and local pedestrian movement around Short 
Street, Garmoyle Street cafes, and relatively busy footfall around Clarendon Quay during 
business hours. In contrast, the Odyssey Complex is a large recreation facility and Titanic 
Belfast is a busy tourist destination. 
There are pockets of derelict land and buildings which impact on the perception of place. The 
Clarendon Dock car park has the largest concentration of vegetation in the area, namely street 
trees. However, due to the lack of widespread vegetation, the landscape appears relatively 
consistent over the changing seasons. 
Future trends potentially include more large scale buildings. A new building at City Quays is 
under construction (at time of writing) and there is a further City Quays building with committed 
development approval, and a proposed high-rise building at Corporation Street which is 
pending planning approval. BMAP (2015) includes a proposal for a Pedestrian/Cycle Bridge 
Crossing from Corporation Square to Queen’s Quay (CC 023/01). BMAP Part 4, Vol. 2 notes 
that ‘A network of public spaces will be encouraged along the west and east of the River 
Lagan’. This area may become an increasingly more well-known visitor destination. There is 
opportunity to enhance the significant features and to improve pedestrian and cyclist 
connectivity to the area, potentially along the banks of Belfast Harbour. 

11.5.1.11.6 Northern City Centre (Cityscape Character Area 6) 

This cityscape includes a variety of specific character areas and landscape designations. The 
key designations relating to cityscape are the Scotch and Cathedral Quarters Character Area 
(CC 010), Laganside North and Docks Character Area (CC 015), the Victoria Street/Oxford 
Street Area of Townscape Character (CC 026), the Old City Character Area (CC 009), West 
City Fringe Character Area (CC 011) and two City Centre Gateways. Clifton House and lands 
are designated as a LLPA (CC 030) and the lands are also designated as a Historic Park, 
Garden and Demesne (HPGD) (CC 027). 

A portion of the Scotch and Cathedral Quarters Character Area (CC 010) extends over the 
south-west of this cityscape, and Laganside North and Docks Character Area (CC 015) 
extends over the north-east. The Victoria Street/Oxford Street Area of Townscape Character 
(CC 026) extends into a small southern portion of this area. The Old City Character Area (CC 
009) is also partially located on a small southern portion of this area. The West City Fringe 
Character Area (CC 011) extends into a small western portion of this cityscape, and Clifton 
House is located on the western edge of this area. The North Belfast / South Belfast / LVRP 
Community Greenway (BT 147/09) passes through the east of this area. 

The built development generally forms enclosed streetscapes, on a relatively level ground 
level. The streetscapes are human scale, many with positive busy ‘street-life’ to the mix of 
uses; retail, education, recreation and commercial. The Cathedral Quarter especially, also has 
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an active evening movement of pedestrians. The St. Anne’s Cathedral spire and the Obel 
Tower are characteristic landmarks. This cityscape character is enriched by several 
designated features; however, there is a concentration of derelict buildings and sites, 
especially towards the edge of this area, around York Street and Little Patrick Street. 

Future trends include the large-scale University of Ulster campus buildings, currently under 
construction and potential large-scale buildings in the Nelson Street/Little Patrick Street area. 
The former PSNI station site on North Queen Street is currently a construction site for a 
residential development. Regarding urban design, the BMAP (2015) ‘Belfast City Centre 
Conceptual Spatial Framework’ illustrates an accessibility node at Gamble Street environs, 
(‘Belfast Cross’) on a length of York Street and a key linkage at the interface of the City Centre 
and North Queen Street.  

11.5.1.12 Cityscape Quality 

The quality of the Cityscape Character Areas is described in the Table 11.11. 

Table 11.11: Summary of Quality of Cityscape Character Areas  

Cityscape Character Area Quality Additional Explanatory notes 

Cityscape Character Area 1 
Transport Infrastructure Node  Poor 

The quality of this cityscape is considered Poor, 
due to the dominance of the transport 
infrastructure and the associated traffic 
congestion. The brownfield and derelict sites and 
the lack of cohesive built development further 
degrade the cityscape. 

Cityscape Character Area 2 
Northern Residential Good 

The quality of this cityscape is considered Good, 
as streetscapes are generally intact and buildings 
are typically well-maintained. However, there are a 
number of detracting features, such as derelict 
buildings and small brownfield sites. 

Cityscape Character Area 3 
Cityside Retail Park and Environs Ordinary 

The quality of this cityscape is considered 
Ordinary, as the buildings are of typically utilitarian 
design. The massing of buildings and the extent of 
car parks also reduce the cityscape quality. 

Cityscape Character Area 4 
Harbour Estate and Industrial 

Area 
Poor 

The quality of this cityscape is considered Poor, 
due to the prominence of industrial buildings and 
structures. 

Cityscape Character Area 5 
Clarendon Dock Environs and 

Titanic Quarter 
Good 

The quality of this cityscape is considered overall 
as being Good, as it includes some high quality 
spaces and buildings, but also degraded areas. 

Cityscape Character Area 6 
Northern City Centre Attractive 

The quality of this cityscape is considered 
Attractive overall. There are features of high 
quality, which create a sense of place, but also 
low quality brownfield sites and derelict buildings. 

 

11.5.1.13 Landscape Sensitivity  

The Interim Advise Note 135/10 (IAN) states that ‘Landscape sensitivity will depend on the 
character of the receiving landscape, the nature of the proposed project and the type of 
change’. 
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The NILCA Belfast / Lisburn Character Area (LCA No.97) states the following in relation to 
general landscape condition and sensitivity to change: 

“The quality of the environment within the urban districts is increasingly degraded 
by traffic congestion, pollution, waste management problems and a lack of 
accessible public open spaces.”  

The specific study area is deemed to be of a Low sensitivity, given: 

• the existing character is adversely affected by existing transport infrastructure, tracts of 
surface car parks, and occurrence of derelict land; 

• the quality of the site is solely functional, due to the standard palette of the surfaces and 
boundary treatments and average or low conditions of such, including broken boundaries; 
and  

• this area has a low value and does not contribute positively to the appearance of Belfast.  

The sensitivity of the Cityscape Character Areas in the context of the study area are as shown 
in Table 11.12. 

Table 11.12: Summary of Sensitivity of Cityscape Character Areas  

Cityscape Character Area Sensitivity Additional Explanatory notes 

Cityscape Character Area 1 
Transport Infrastructure Node  Low 

The sensitivity of the area is considered Low, due 
to the discordant and degraded nature of the area, 
including derelict sites. Laganside North and 
Docks Character Area (CC 015) extends over the 
southern portion of the area and elements of value 
include the recreational site, ‘Bridges Urban 
Sports Park’ and the locally-significant McGurk’s 
Bar memorial. 

Cityscape Character Area 2 
Northern Residential Moderate 

The area is generally comprised of commonplace 
buildings. The appearance is generally well-
maintained, with standard quality elements in 
good condition apart from isolated pockets of 
derelict buildings. The local playgrounds, MUGAs 
and small open spaces offer recreational value. 
Clifton Graveyard is designated as a LLPA and 
therefore is particularly sensitive. 

Cityscape Character Area 3 
Cityside Retail Park and Environs Low 

The condition of the buildings is generally well 
maintained, but the area to the north of Galway 
House includes vegetation with an unmanaged 
appearance. The massing of buildings is relatively 
discordant. 

Cityscape Character Area 4 
Harbour Estate and Industrial 

Area 
Low 

This area is industrial in character and of relatively 
low value to the cityscape. Buildings are typically 
of utilitarian design and massing. 

Cityscape Character Area 5 
Clarendon Dock Environs and 

Titanic Quarter 
Moderate 

The area may be considered Moderately sensitive. 
It includes buildings and features of value and 
interest, such as Sinclair Seamen’s Presbyterian 
Church, Belfast Harbour Commissioner’s Harbour 
Office and the designated Titanic Quarter (BHA 
01). However, there are also commonplace and 
degraded low quality elements in the area. 
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Cityscape Character Area Sensitivity Additional Explanatory notes 

Cityscape Character Area 6 
Northern City Centre Moderate 

This area is generally Moderate in sensitivity, 
containing commonplace building types with 
pockets of dereliction. However, there are features 
of high sensitivity, dispersed within the area. The 
high sensitivity areas include the Scotch and 
Cathedral Quarters Character Area and Clifton 
House which is designated as a LLPA and a 
Historic Park, Garden and Demesne. 

11.5.2 Visual Effects 

The identification of various categories of visual receptor (viewer), and the assumed visual 
sensitivity of each, forms part of the visual baseline against which change in the view brought 
about by the Proposed Scheme can be assessed. This section of the chapter will determine 
the extent of the visibility of the Proposed Scheme, identify receptors and evaluate their 
sensitivity. 

11.5.2.1 Zone of Visual Influence  

As outlined in the Methodology (Sub-section 11.2), the extent of the visibility of the Proposed 
Scheme is derived from a desk study, preparation of ZVI maps, and extensive site surveys. 

The Zone of Visual Influence is defined in the Guidelines for Landscape and Visual Impact 
Assessment’ (2002), Second Edition as: “Area within which a proposed development may 
have an influence or effect on visual amenity.”  

The ZVI map (Figure 11.1) illustrates the theoretical visibility of the Proposed Scheme. The 
boundary is approximate by nature, denoting the area of land from which there may be 
discernable views of the Proposed Scheme, from ground level. The extent was determined by 
site survey and represents the maximum effect scenario, i.e. winter in the year of Opening.  

The extent of the ZVI is restricted by existing built development. The Dargan and Lagan 
bridges bisect the area and form partial elevated visual barriers. The bridges and associated 
piers partially obstruct existing and proposed views through, from both sides of the bridges. 
The Proposed Scheme may be generally considered as a visual extension of the existing 
transport infrastructure, as it is located on and in close proximity to existing roads. Therefore, 
the baseline ZVI already experiences views of transport infrastructure.  

The ZVI boundary was verified by a computer generated ZVI, which illustrated a similar area. 
The output provided a representation of the computer calculated intervisibility between a 
viewer (at a height of 1.5m) and the top of the traffic on the proposed highest links. The 
computer generated ZVI was calculated based on topography, traffic travelling 4.5m above 
lengths of the highest links, and also the screening effects of built development. This resulted 
in a generally more compact theoretical area, but ‘fingers’ extended out along some roads. 
Site survey demonstrated that the extremities of these ‘fingers’ would not experience 
discernable views.  

There are a number of tall buildings, outside the ‘ground level’ ZVI boundary, which would 
experience elevated views of the Proposed Scheme. These are highlighted on the ZVI 
drawing (Figure 11.1). 

The ZVIs formed the basis for the site surveys. The Visual Receptor Locations drawings 
(Figure 11.2, Sheets 1 to 11) indicate the location of all the actual visual receptors verified 
during the site surveys. The visual baseline, including an explanation of the existing view, is 
contained in the Visual Effects Schedule (VES) in Annex C of Appendix 11 to this ES.  
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11.5.2.2 Committed Development Visual Receptors  

Committed Developments are potential future visual receptors, additional to the existing 
receptors. These developments may be constructed before completion of the Proposed 
Scheme, and as a result would alter the baseline conditions. Committed Developments have 
been divided into two groups; those in the “Primary Zone” are within the ground level Zone of 
Visual Influence, and those in the “Secondary Zone” are immediately outwith this. The Visual 
Receptor Locations drawings (Figure 11.2, Sheets 1 to 11) indicate the position of the 
“Primary Zone” Committed Development visual receptors and the ZVI drawing (Figure 11.1) 
illustrates the position of the “Secondary Zone” Committed Development visual receptors. The 
Committed Developments are described in the Committed Developments VES in Annex D of 
Appendix 11 to this ES. 

The Committed Development information includes some developments for which construction 
has commenced but is not yet complete, and some which were completed at the time of site 
surveys. Therefore, a number of Committed Developments have also been assessed as 
existing receptors. The planning permission of some Committed Developments may have 
expired, but for consistency of assessment all have been rated. This was to allow for the worst 
case scenario, in case development had (partially) commenced and was considered extant. 
On sites with multiple or overlapping planning permissions, each was individually rated, as it is 
not possible to ascertain which committed developments may or may not be constructed in the 
future.  

11.5.2.3 Visual Sensitivity 

The urban landscape provides a great variation in views. Built-up areas, elevated structures, 
and vegetation constrain available views. Elevated areas, high storey buildings and open 
spaces offer panoramic views.  

There are a number of potentially sensitive viewpoints from areas and buildings in the study 
area. These include: 

• residential area bordered by Westlink, as defined by Henry Street and North Queen 
Street; 

• Lancaster (CC 097/13) Protected City Centre Housing Residential area, bordered by 
Great George’s Street, York Street and North Queen Street; 

• residential area at Garmoyle Street; 

• Harbourview and James Clow apartment buildings; 

• Clarendon Dock public space and associated listed buildings; 

• Sinclair Seamen‘s Presbyterian Church and Belfast Harbour Commissioners, Harbour 
Office; 

• Obel Tower; 

• Titanic Belfast, Odyssey Arena and Lagan Weir; 

• Clifton House; 

• York Street (views from and towards the city centre); 

• Cityside Retail Park and Galway House;  

• Residential area at New Lodge; and 
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• Travellers on Dargan Bridge and the M3 and M2. 

Annex B of Appendix 11 to this ES includes a photographic record illustrating these important 
views.  

The criterion used in the assessment of the sensitivity of receptors and magnitude of impact 
are outlined in Sub-Section 11.2. Importantly, professional judgement is inherent in 
determining the sensitivity of receptors. 

Table 11.13: Summary of Visual Sensitivity of Receptors 

Visual Sensitivity Classification 
No. of Receptors 

(Note: the numbers in brackets represent the number of 
Primary Zone Committed Development Visual Receptors) 

High 451 + (24 CD) 

Moderate 16 + (2 CD) 

Low 260 + (21 CD) 

Total 727 + (47 CD) 

 

Annex C of Appendix 11 to this ES provides full details of the Visual Sensitivity for each 
assessed receptor, with Annex D of Appendix 11 to this ES providing full details of the Visual 
Sensitivity for each Primary Zone Committed Development Visual receptor. 

11.6 Predicted Impacts  

11.6.1 Operation (Landscape Effects) 

The potential landscape effects of the Proposed Scheme would result from the combination of 
the new elements, alterations to the site boundaries, and the removal of vegetation and 
existing elements. The Proposed Scheme would add roadway structures, supports for the 
roadway decks, retaining walls, flood walls, parapets, safety barriers and auxiliary elements 
such as lighting columns and signage gantries. A proposed pumping station building would be 
constructed near the centre of the site, with a designated access road. These combined 
elements would create visual clutter, potentially further fragmenting this node, and would limit 
access options through the site. The enclosed setting of the Proposed Scheme would 
generally screen it from wider cityscape views.  

For a detailed description of each road link, reference should be made to sub-section 4.2.2 of 
this ES. The physical impacts of the Proposed Scheme are contained within the vesting line 
and would permanently alter the site. The landscape impacts would range from minor road 
layout changes to cuttings which would permanently impact the landform.  

11.6.1.1 Cityscape Character Area Impacts 

The potential impacts on cityscape character associated with the Proposed Scheme are 
described according to the six Cityscape Character Areas. 

11.6.1.1.1 Transport Infrastructure Node (Cityscape Character Area 1) 

The Proposed Scheme is predominantly located within this cityscape area. The potential 
impacts upon it, as a result of scheme implementation, would be: 

• removal of existing vegetation; 
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• demolition of the ‘Jack Kirk Automobile Engineer’ property, on Shipbuoy Street;  

• loss of four surface level car parks, located on York Street and Shipbuoy Street;  

• widening of the bridge structure over North Queen Street and associated works; 

• removal of the McGurk’s memorial under North Queen Street overbridge; 

• construction of Links 2, 3 and 4, and the introduction of associated underpasses, cuttings 
and floodwalls; 

• creation of York Street overbridge (Link 11). A short portion of Link 11 would be elevated 
approximately 5m above its existing level, between Great George’s Street and Henry 
Street; 

• removal of a section of Nelson Street, replaced by Link 6; 

• widening of Whitla Street subway. This would slightly increase the length of this 
pedestrian route;  

• removal of the path linking Corporation Street and Nelson Street, which passes under the 
Dargan and Lagan bridges; 

• improvements to brownfield sites and boundary treatments; and 

• creation of potential future development areas. 

The overall magnitude of impact for this cityscape character area is Moderate Adverse. 

11.6.1.1.2 Northern Residential (Cityscape Character Area 2) 

The main cityscape impacts on this area would be: 

• removal of existing vegetation along Westlink, adjacent to Little George’s Street to 
accommodate the development; 

• alterations to the Westlink (North Queen Street) overbridge;  

• alterations to the pedestrian access between Henry Street and York Street, including the 
removal of existing vegetation; and 

• proposed acoustic barrier located along the boundary of Westlink, in the vicinity of North 
Queen Street overbridge. 

The overall magnitude of impact for this cityscape character area is Minor Adverse. 

11.6.1.1.3 Cityside Retail Park and Environs (Cityscape Character Area 3) 

The main cityscape impacts on this area would be: 

• removal of existing vegetation to the south of Galway House; and 

• Links 11, 15, 16 and 27 would be constructed /amended in this area. 

The overall magnitude of impact for this cityscape character area is Negligible Adverse. 

11.6.1.1.4 Harbour Estate and Industrial Area (Cityscape Character Area 4) 

The main cityscape impacts to this area would be: 
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• removal of vegetation;  

• Link 2 elevated section at the proposed new Dock Street overbridge from the M2 
motorway;   

• Link 29; and 

• addition of Link 31. 

The overall magnitude of impact for this cityscape character area is Negligible Adverse. 

11.6.1.1.5 Clarendon Dock Environs and Titanic Quarter (Cityscape Character Area 5) 

The main cityscape impacts to the setting of this area would be: 

• construction of the Link 2 overbridge (at Dock Street), elevated road and underpass; 

• amendments to Corporation Street (Link 43); 

• creation of potential future development area; and 

• demolition of boundary fence and properties; Transport NI section office, office building 
and depot on Corporation Street and property no. 130-132 Corporation Street. 

The overall magnitude of impact for this cityscape character area is Moderate Adverse. 

11.6.1.1.6 Northern City Centre (Cityscape Character Area 6) 

The main cityscape impacts in this area would be: 

• removal of existing vegetation along Westlink (Great George’s Street side) to 
accommodate the development; 

• demolition of property nos. 141-149 and 151-153 York Street; 

• York Street overbridge (Link 11); 

• Link 7 amendments to Westlink/Nelson Street; 

• creation of new entrance to Lancaster Street Car Park; 

• addition of M3 to Westlink (Link 4) elevated road between beneath Lagan Bridge and 
Dargan Bridge; and 

• proposed acoustic barrier located along the boundary of Westlink in the vicinity of North 
Queen Street overbridge. 

The overall magnitude of impact for this cityscape character area is Minor Adverse. 

11.6.1.2 Road Lighting 

The Proposed Scheme would increase the number of road light fixtures, including their 
operational light, and transient light from vehicle traffic utilising the road network. In the short-
term, some nearby receptors may experience additional light spill from the scheme, until 
proposed planting establishes. Due to the urban nature of the site, this is generally considered 
a limited change from baseline conditions. The road lighting for the entire Proposed Scheme is 
therefore deemed to have a Minor Adverse impact on the character of the cityscape. 
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11.6.2 Operation (Visual Effects) 

11.6.2.1 Sources of Impact  

Changes in views may give rise to adverse or beneficial visual impacts through obstruction in 
views, alteration of components of the view, and through opening-up of new views by the 
removal of screening. Subsequently, within the context of the Proposed Scheme, it should be 
remembered that the existing road infrastructure which is already in existence has a visual 
impact on adjacent properties and on the adjoining landscape. Assessments of impact 
associated with the Proposed Scheme have therefore been gauged against the level of impact 
already caused by the existing infrastructure.  

The criterion used in the assessment of the magnitude of impact is outlined in Sub-Section 
11.2.2.2. The magnitude of impact and tabulation/matrices are used as a framework or guide, 
rather than a fixed or formulaic approach. The assessment of visual impacts is based upon 
views obtained at the time of assessment.  

The extent to which the Proposed Scheme would give rise to additional visual impact over and 
above that identified in the baseline visual assessment, is summarised in Table 11.14. 

Table 11.14: Summary of Visual Impacts in Year 1 (‘assumed’ year of scheme Opening) & 
Year 15 (‘Design Year’) 

Magnitude of Visual 
Impact 

No. of Receptors 

Year 1 (Winter) 

(Note: the numbers in brackets 
represent the number of Primary Zone 

Committed Development Visual 
Receptors) 

No. of Receptors 

Year 15 (Summer) 

(Note: the numbers in brackets 
represent the number of Primary 
Zone Committed Development 

Visual Receptors) 

Major 61 + (11 CD) 11 + (4 CD) 

Moderate 87 + (19 CD) 79 + (9 CD) 

Minor 116 + (8 CD) 105 + (17 CD) 

Negligible 170 + (6 CD) 237 + (14 CD) 

No Change 293 + (3 CD) 295 + (3 CD) 

Total 727 + (47 CD) 727 + (47 CD) 

 

Annex C of Appendix 11 to this ES provides full details and explanatory notes of the 
magnitude of visual impacts for each assessed receptor, and Annex D of Appendix 11 to this 
ES provides full details and explanatory notes of the magnitude of visual impacts for each 
Committed Development visual receptor. 

11.6.2.2 Visual Effects at Representative Viewpoints  

The following photomontages (Figure 11.6, Sheets 1 to 7) are representative of the critical 
views and illustrate the potential impact on the visual character within the area.  

In line with IAN 135/10, the “Proposed Photomontage” represents the Proposed Scheme in 
Year 1 (assumed year of ‘scheme Opening’) in winter and the “Mitigation Photomontage” is 
representative of the Proposed Scheme in the summer of the fifteenth year after opening 
(‘Design Year’). Photomontage locations are shown on Figure 11.2. 
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11.6.2.2.1 Photomontage B019 (Figure 11.6, Sheet 1) 

This photomontage was taken from apartment A on the sixth floor of Cuchulainn House 
(Figure 11.2, Sheet 2). Cuchulainn House is a thirteen-storey apartment building with 4no. 
apartments (A to D) on each floor, from Floors 1-12. This photomontage location is 
representative of the worst case scenario experienced from this high-rise residential apartment 
block. The sensitivity of the receptor is deemed to be high. 

Photomontage B019 (Existing) is an elevated view across an urban cityscape. The 
predominant features in this view are the existing road network, including the Westlink with 
residential developments on each side and the existing M3 Lagan Bridge. The elevated 
position facilitates long distance views beyond the existing M3 overbridge towards Clarendon 
Dock, the Titanic Quarter and east Belfast until the Craigantlet Hills and Castlereagh Hills are 
visible on the horizon. There are a number of significant landmarks which are prominent in this 
elevated view, including Cityside Retail Park, the Harland & Wolff Cranes, the Odyssey Arena, 
Sinclair Seamen’s Church, Philip House, the Obel Tower and The Royal Mail building.  

The introduction of the Proposed Scheme elements in Photomontage B019 (Proposed) 
illustrates that the magnitude of the visual effect would be Moderate and therefore that the 
significance of visual effect in Year 1 would be Large Adverse. The increase in the elevation of 
York Street (Link 11) with associated traffic, introduction of underpasses (Links 1, 3, 2 and 4) 
with large retaining walls and the removal of vegetation particularly between the residential 
developments and the Westlink would form major discordant elements in the view. A portion of 
the existing vegetation adjacent to the M3 may be potentially retained, but is shown removed 
in the photomontage to illustrate the worst case scenario. The widening of the bridge across 
North Queen Street (Link 45) and introduction of additional vehicle lanes and a new slip road 
(Link 5) to the Westlink would increase the dominance of roads with their associated traffic in 
the view. A new gantry sign would be partially visible in the foreground. 

Photomontage B019 (Mitigation) illustrates that in the long-term (15 years), the magnitude of 
visual impact would remain Moderate and the significance of visual effect would remain to be 
Large Adverse. Because of the elevated viewpoint of the receptor, mitigation planting 
alongside the residential developments would only partially soften the view. The proposed 
road development would still form a major discordant element in the view. In particular, York 
Street (Link 11) and the underpasses (Links 1, 3, 2 and 4) would still be dominant features in 
the view.  

11.6.2.2.2 Photomontage G023 (Figure 11.6, Sheet 2) 

This photomontage was taken from the rear of residential property 13 Little George’s Street, 
which is a two-storey end terrace house (Figure 11.2, Sheet 5). The sensitivity of this receptor 
is deemed to be high. 

Photomontage G023 (Existing) is a view from the rear of the property towards the Westlink. 
The predominant feature in this view is the existing screen planting along the boundary of the 
Westlink. It is noted that the height of planting restricts the amount of sunlight to the rear of 
these properties. The existing view is also further restricted by the garden boundary treatment 
i.e. brick wall to the rear and wooden fencing along the boundary with the adjacent property. 
Other features in the view include garden storage units, a single existing light column which 
serves the Westlink, and a partial view of an existing road gantry sign in the distance. 

The introduction of the Proposed Scheme elements in Photomontage G023 (Proposed) 
illustrates that the magnitude of the visual effect would be Major, and therefore the 
significance of visual effect in Year 1 would be Very Large Adverse. The increase in the width 
and elevation of the Westlink (Link 1) and the associated removal of the existing vegetation 
would facilitate views of vehicle traffic which were previously restricted. Whilst the proposed 
acoustic barrier would provide instant partial screening of Link 1 traffic, but this fence would 
itself have a visual impact on the properties. In addition, the increase in the elevation of York 
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Street (Link 11) with associated traffic would mean that this road and a nearby short section of 
Westlink to York Street (Link 5) would be now visible. The aforementioned elements of the 
Proposed Scheme would form a dominant discordant feature in the view. 

Photomontage G023 (Mitigation) illustrates that in the long-term (after 15 years). The 
magnitude of visual effect would be Moderate and the significance of visual effect would 
reduce to Moderate Adverse. The proposed mitigation planting of evergreen hedging would 
assist in screening views of the Westlink (Link 1), associated acoustic barrier and elevated 
York Street (Link 11). Whilst the width of the planted area between the property boundary and 
the Westlink would be reduced in comparison to the existing, the evergreen hedge could be 
maintained to a height sufficient to screen the embankment, acoustic barrier and traffic, and 
still increase the amount of sunlight to the rear of properties by reducing the overall height of 
the vegetation from the existing. This is a subjective assessment and it could be argued that 
this would have an overall significance of visual impact of Moderate Beneficial on this 
viewpoint rather than a Moderate Adverse impact. 

11.6.2.2.3 Photomontage G004 (Figure 11.6, Sheet 3) 

This photomontage viewpoint was taken from the front of residential property 7 Molyneaux 
Street, a two-storey terrace house (Figure 11.2, Sheet 5). 

Photomontage G004 (Existing) is a short range view looking towards the boundary between 
Molyneaux Street and York Street. The view focuses on the intervening open space area, 
comprising grass and tree planting and the boundary fence behind. The corner of Cityside 
Retail Park building and a portion of Galway House are visible to the left of the view and there 
is a partially obscured view of York Street, through the fence and the entrance feature. The 
upper portion of the Obel Tower and Dargan Bridge are visible in the distance, behind the 
boundary fence. 

Photomontage G004 (Proposed) illustrates that the magnitude of visual effect would be 
Major and the significance would have a Very Large Adverse visual effect, in Year 1. The 
existing trees, boundary fence and decorative Henry Street entrance feature would be 
removed to facilitate the Proposed Scheme. The retaining wall would be higher than the 
existing fence and largely obstruct existing views towards the Obel Tower, Dargan Bridge and 
York Street. The York Street traffic and proposed street light fixtures would be located at a 
higher position than existing and add further discordant elements in the view. 

Photomontage G004 (Mitigation) illustrates that the magnitude of the Proposed Scheme 
would be remain Major, but the significance would reduce to Large Adverse visual effect when 
mitigation planting establishes in the long-term (15 years). The proposed tree planting would 
replace the existing trees and focus the view on the open space; however the view would 
remain restricted and enclosed. A potential decorative surface treatment to the retaining wall 
would soften its appearance and the grass mound, hedge and tree planting would partially 
screen the retaining wall. 

11.6.2.2.4 Photomontage N051 (Figure 11.6, Sheet 4) 

This photomontage was taken from the front of residential property 17 Garmoyle Street which 
is a two-storey terraced house (Figure 11.2, Sheet 11). The sensitivity of this receptor is 
deemed to be high. 

Photomontage N051 (Existing) is a short range view from the front of this receptor across 
Garmoyle Street towards the rear elevation of two-storey commercial units surrounded by 
palisade fencing. There are no windows present on the elevation of the commercial units 
immediately opposite the receptor. To the right of the commercial units is a service entrance 
for the adjacent hostel. The hostel is a three-storey detached building, the front elevation of 
which is visible from this receptor. A glimpsed view of the mature vegetation which is located 
between Nelson Street and the M2 is visible above the service entrance.  
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The introduction of Proposed Scheme elements in Photomontage N051 (Proposed) 
illustrates that the magnitude is Major and the significance of visual effect in Year 1 would be 
Very Large Adverse. The two-storey commercial units opposite the receptor would be 
removed to facilitate the Proposed Scheme. The introduction of the new M2 to Westlink link 
road (Link 2) and proposed new Dock Street Bridge would form dominant discordant features 
in the view. The close proximity and height of the Dock Street Bridge and the retaining wall 
associated with Link 2 would further increase the visual effect. In addition, the vehicular traffic 
moving across the new Dock Street Bridge and along Link 2 would transition across the 
skyline. The land vested opposite the receptor that is not included in the road infrastructure 
would become a potential future development site and would be secured with a paladin fence. 
The mature vegetation which is located between Nelson Street and the M2 would be removed 
as part of the Proposed Scheme, further increasing the perception of an urban, engineered 
hard-landscaped environment.  

Photomontage N051 (Mitigation) illustrates that in the long-term (15 years), the predicted 
magnitude of visual impact would be moderate and the significance of visual effect would be 
Large Adverse, if the future development site remained undeveloped. The close proximity of 
Link 2, the new Dock Street Bridge and the vehicular traffic moving across the skyline would 
continue to form a major discordant element in the view. The proposed mitigation for the 
boundary of the potential future development area would include the introduction of an avenue 
of trees and grass verge between the paladin fencing and the footpath on the opposite side of 
the road from this receptor. The proposed mitigation would visually soften the urban, 
engineered hard- landscaped environment. The trees which are of a more human scale would 
assist in partially restoring the streetscape environment. In addition, the introduction of a 
potential feature surface treatment to the retaining wall associated with Link 2 would provide 
the opportunity to further reduce the visual effects of the Proposed Scheme. It should be noted 
that the visual impact could be beneficial and enhanced if the opportunity site was to be 
developed in an appropriate manner. 

11.6.2.2.5 Photomontage N033 (Figure 11.6, Sheet 5) 

This photomontage was taken from the fifth floor roof garden of apartment No.51 Harbourview 
(18 Pilot Street) (Figure 11.2, Sheet 11). Harbourview is a five and six-storey apartment block. 
This photomontage location is representative of the worst case scenario experienced from this 
high-rise apartment block. The sensitivity of this receptor is deemed to be high. 

Photomontage N033 (Existing) is an elevated view across an urban cityscape. The 
predominant features in this view are the existing Clarendon Dock car parks, with street tree 
planting and the existing road network, including Corporation Street, the M2 motorway and M3 
Lagan Bridge. The mature planting alongside Nelson Street partially screens views of 
vehicular traffic on the M2. The elevated position facilitates long distance views beyond the M2 
motorway and M3 overbridge towards north and west Belfast and of the Belfast Hills. There 
are a number of significant landmarks which are prominent in this elevated view; these include 
for example Cityside Retail Park, the residential apartment blocks at New Lodge, Philip House, 
St. Patrick’s Church and the University of Ulster.  

The introduction of the Proposed Scheme elements in Photomontage N033 (Proposed) 
illustrates that the magnitude of visual impact is Major and significance of visual effect in Year 
1 would be Large Adverse. The introduction of the additional roads infrastructure in place of 
the two-storey commercial units along Corporation Street and the new M2 to Westlink link 
(Link 2) with its associated high retaining wall would form major discordant features in the 
view. The removal of the existing mature vegetation alongside Nelson Street to accommodate 
two new links (Link 6 and Link 39) would result in unobstructed views of vehicular traffic on the 
M2. A portion of this vegetation may be potentially retained, but is shown removed to illustrate 
the worst case scenario. 

Photomontage N033 (Mitigation) illustrates that in the long-term (15 years), the magnitude of 
impact would reduce to Moderate and the significance of visual effect would be Moderate 

   
ENVIRONMENTAL STATEMENT (VOLUME 1) 
January 2015 
 

341 
 



 Transport NI — York Street Interchange 

 
Adverse. Mitigation planting alongside the M2, once established, would partially screen views 
of vehicular traffic on the M2. Link 2 with its associated high retaining wall would continue to 
constitute perceptible damage to the view, even once the proposed avenue of trees along 
Corporation Street are established. 

11.6.2.2.6 Photomontage J009 (Figure 11.6, Sheet 6) 

This photomontage was taken from the seventeenth floor apartment No.9 Obel Tower (62 
Donegall Quay) (Figure 11.2, Sheet 7). The Obel Tower is a twenty-eight storey apartment 
block (including a two-storey basement car park). The photomontage location is representative 
of the worst case scenario experienced from this high-rise residential apartment block. The 
sensitivity of the receptor is deemed to be high. 

Photomontage J009 (Existing) is an elevated view across an urban cityscape. The 
predominant features in this view are the existing road network, including the Westlink, M3 
Lagan Bridge, M2 motorway, car parking areas and the elevated railway line (Dargan Bridge). 
The elevated position facilitates long distance views across north and west Belfast and of the 
Belfast Hills. There are a number of significant landmarks which are prominent in this elevated 
view; these include for example, Philip House, the residential apartment blocks at New Lodge, 
Cityside Retail Park, Galway House and Sinclair Seamen’s Church.  

The introduction of the Proposed Scheme elements in Photomontage J009 (Proposed) 
illustrates that the predicted magnitude of visual impact is Moderate and the significance of 
visual effect in Year 1 would be Moderate Adverse. The increase in the elevation of York 
Street (Link 11) with associated traffic and the junction with Link 7 would be visible. The 
adjacent corner site where two properties are proposed for demolition, to facilitate the 
Proposed Scheme would be visible beside Philip House. In addition, there would be a view of 
the new potential future development area at the junction of York Street (Link 11) and Great 
George’s Street (Link 17). The underpasses (Links 1, 3, 2 and 4) would introduce views of 
retaining walls which are not evident at present. The removal of significant areas of vegetation 
alongside the boundaries to the Westlink and M2 motorway to accommodate the Proposed 
Scheme would be perceptible and would facilitate additional views of traffic. A portion of the 
existing vegetation may be potentially retained, but is shown removed to illustrate the worst 
case scenario. 

Photomontage J009 (Mitigation) illustrates that in the long-term (15 years), the magnitude of 
visual impact would be moderate and the significance of visual effect would remain to be 
Moderate Adverse. The proposed mitigation would not significantly remedy the views 
experienced in Year 1. 

11.6.2.2.7 Photomontage F063 (Figure 11.6, Sheet 7)  

This photomontage was taken from the front of residential property 126 Great George’s Street, 
which is a two-storey terrace house (Figure 11.2, Sheet 1). The sensitivity of this receptor is 
deemed to be high. 

Photomontage F063 (Existing) is a view from the front of the property across Great George’s 
Street towards the Westlink. The predominant features in this view are the existing brick wall 
and mature planted boundary along the edge of the Westlink and the street trees planted 
along the footpath in front of the wall. Street lighting which serves the Westlink is visible above 
the boundary treatment. From this receptor, there are oblique views of North Queen Street, 
the existing North Queen Street Bridge and a portion of the McGurk’s Bar memorial. The 
existing bridge parapet treatment is unsightly. Cuchulainn House is visible on the skyline 
above the bridge. 

The introduction of the Proposed Scheme elements in Photomontage F063 (Proposed) 
illustrates that the predicted magnitude of visual impact would be Major and the significance of 
visual effect in Year 1 would be Large Adverse. The removal of the existing boundary 
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vegetation alongside the Westlink (Link 2) would constitute a major discordant element in the 
view. From this receptor, there would be new views of the upper portion of vehicular traffic on 
the Westlink (Link 2), behind the proposed acoustic barrier and potentially views from the 
upper floor of this property of York Street (Link 11) in the distance which has been increased 
in elevation. There would be oblique views of the widened bridge across North Queen Street 
(Link 45) due to the introduction of additional vehicle lanes on the Westlink (Links 1 and 2), 
and oblique partial views of the proposed gantry sign located to the west of the bridge.  

Photomontage F063 (Mitigation) illustrates that in the long-term (15 years), the magnitude of 
visual impact would reduce to Minor and the significance of visual effect would be Moderate 
Adverse. The proposed mitigation planting would assist in partially screening views of the 
Westlink (Link 2) and York Street (Link 11). However, the width of the planted area between 
the property boundary and the Westlink (Link 2) would be reduced in comparison to the 
existing situation due to the proposed road widening. 

11.6.2.3 Road Lighting 

The increased number of link roads would result in a larger portion of the site including lighting 
columns and their associated night-time lighting. In relation to the new elevated links and 
elevated portion of Link 11, the lighting columns and their associated light emission would be 
at a higher elevation than existing and this would increase their visual effect. The entire 
proposed road lighting is therefore deemed to have a Slight to Moderate Adverse visual 
effect. 

11.6.3 Construction (Landscape & Visual) 

As this is not an ECI scheme, a qualitative assessment of landscape and visual construction 
impacts is considered appropriate, as detailed construction information is not yet available. It 
is expected that construction works would last for approximately three years. 

In accordance with IAN 135/10; “if the location of these facilities is not known at the time of the 
assessment, then sensitive areas may need to be identified in order to inform construction 
contractors." 

Sub-Section 11.5.1.11 highlights the areas of cityscape character and their relative sensitivity 
so that due consideration can be taken during the construction phase to minimise the potential 
landscape effects. 

The potential landscape and visual effects during construction have been summarised to 
capture the principal components of the construction activity: 

• short-term visual impacts associated with road construction. These can take several forms 
and there is little that can be done to reduce or mitigate them; 

• site clearance and earthworks are among the more visible operations and would inevitably 
have a significant effect on the local cityscape during the construction period, particularly 
owing to the scale and nature of the Proposed Scheme. The removal of vegetation during 
site clearance and earthworks would essentially be a permanent effect, however the 
appearance would be transient and likely to be more visually obtrusive during the 
construction phase than operation, as screen vegetation would be removed and proposed 
new planting would take time to establish. The cuttings for the underpasses would create 
new uncharacteristic cityscape elements; 

• temporary fencing, removal of road/pavement surfaces, dismantling of existing structures, 
road closures, traffic management works and signing would also have an impact upon the 
local landscape; however effects would be temporary and would have minimal impact 
upon long-term landscape character; and 
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• site compounds, heavy plant and material stockpiles may also have a significant visual 

impact during the construction phase, though this is generally dependent upon siting. 
Thus the Contractor would be required to consider this aspect in selecting appropriate 
locations for these. However, the movement and activity of heavy plant, which has a 
significant visual presence due to size/scale and hazard lighting, would remain to be a 
short-term impact regardless of where the site compound is located. 

11.7 Mitigation & Enhancement Measures 

Mitigation is a term used to describe the measures that are employed to address 
environmental impacts. The purpose of mitigation is to, where possible, avoid, reduce and, 
remedy or offset any significant negative (adverse) effects on the environment arising from the 
Proposed Scheme. 

The mitigation measures to address the potential landscape and visual impacts associated 
with the Proposed Scheme are illustrated on the Landscape Mitigation drawings (Figure 11.7, 
Sheets 1 to 7) and also shown in the photomontages (Figure 11.6, Sheets 1 to 7). 

The design of the Proposed Scheme relates closely to the maximum height of the existing 
transport infrastructure and visually acts as an extension to the existing node. 

11.7.1 Operation 

11.7.1.1 Avoidance Measures 

Where possible, measures have been incorporated into the existing design to avoid 
detrimental impacts on the surrounding area. However, as the design is developed further, 
proposed avoidance measures should consider the following: 

• Avoid the use of dominant infrastructure elements on the skyline wherever possible. This 
is particularly important on elevated links; 

• signage should be located sensitively during detailed design so that it does not increase 
the visual impact, particularly to residential dwellings; 

• road lighting should be kept to essential locations only, and designed to reduce 
unnecessary light spill to minimise the visual impact of the various road links at night; and 

• retention of existing vegetation wherever possible, particularly where it provides natural 
screening to visual receptors. 

11.7.1.2 Reduction and Remediation Measures 

Where impacts cannot be avoided, measures can be put in place to reduce the degree of 
impact. The key remediation measures to reduce impact are proposed planting, and the 
creation of potential future development sites. The remediation measures include: 

• proposed acoustic barriers along Westlink, in the vicinity of North Queen Street Bridge, 
should be sensitively located (where feasible) at detailed design stage where feasible to 
limit any potential visual and landscape impact; 

• appropriate hedge planting to be provided to soften and reduce visual impact of 
embankments and acoustic barriers along Westlink behind the back gardens of North 
Queen Street and Little George’s Street properties. Replacement planting should be of an 
appropriate scale to reduce the potential for overshadowing; 

• all planting on the embankments and road edges that would be removed due to 
construction of the Proposed Scheme should be re-planted with appropriate planting 
wherever possible;  
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• existing vegetation lost at the small pocket of open space at Molyneaux Street should be 

re-planted with semi mature trees to provide immediate impact; 

• the Proposed Scheme would create several new blocks of mixed tree and shrub planting 
to create zones of urban forest. This planting would act to partially screen the 
development, assist wildlife habitat creation, and the soft landscape would offer an 
informal drainage sink. It is recognised that the potential extent of planting may be 
constrained in specific locations by underground services; 

• the design and finish of boundary treatments for the Proposed Scheme should be 
sensitive to the character and sensitivity of the location. Appropriate planting should be 
provided in conjunction with boundary treatments to reduce the visual impact; 

• the detailed design of the public realm at underbridges should be attractive to non-
motorised users to encourage greater usage. This should consider lighting enhancement 
to improve safety of these sites at night. Consideration could be given to the use of public 
art to enhance these areas; 

• Corporation Street and Garmoyle Street would be planted with street trees with a grass 
verge to the west of the existing pedestrian path to create a tree-lined edge to the street. 
This would improve the appearance of these streets in advance of any future 
development; and 

• Great George’s Street (eastern portion) would be potentially planted with street trees on 
both sides. The development would narrow the road and widen the southern path to 
facilitate improved public realm.  

11.7.1.3 Potential Future Enhancement Measures 

Additional elements, further to the proposed mitigation, could benefit the appearance and 
usability of the cityscape around the Proposed Scheme. There is potential to work with those 
responsible for urban development and regeneration to develop such enhancement measures. 
The potential future enhancement measures are listed as potential opportunities only and 
include:  

• creation of a feature entrance area, including pedestrian steps and ramp access, to 
improve the public realm and pedestrian linkage between York Street and Henry Street. 
This could be designed in association with the improvements to the small pocket of open 
space at Molyneaux Street; 

• the development would create several potential future development sites, which could 
potentially improve the appearance of the cityscape when fully developed to create new 
street frontage; 

• creation of large-scale land art, sculpture and landform around road network to areas of 
open space; 

• addition of suitably designed parapets with enhanced aesthetics to the public realm on 
York Street overbridge. The proposed bridge has potential to become a positive landmark 
in the cityscape; 

• feature boundary treatments and decorative finishes to retaining walls and structures 
could be considered at sensitive locations to improve quality of public realm; 

• improved public realm treatments to key streetscapes, such as York Street, Corporation 
Street, Garmoyle Street and Great George’s Street (eastern portion). This would be ideally 
designed as a coherent masterplan, considering Belfast City strategic design issues; and 

   
ENVIRONMENTAL STATEMENT (VOLUME 1) 
January 2015 
 

345 
 



 Transport NI — York Street Interchange 

 
• temporary enhancements such as decorative hoarding and/or feature boundary 

treatments, to the potential future development sites. 

In conclusion, the creation of woodland at vacant parcels of land, and the development of 
vacant sites may be considered beneficial to the cityscape.   

11.7.2 Construction  

Although transient, effort should be made to minimise the impact to the landscape during the 
construction phase of the works. Measures to be taken should include: 

• sensitive location of construction compounds and stockpile locations in relation to adjacent 
and nearby properties, to reduce the extent of adverse visual impacts; 

• construction compounds should be fully reinstated and secured with appropriate boundary 
treatments following completion of the works; and 

• appropriate temporary screening should be provided where construction activities have 
a visual impact on adjacent properties or views.  

11.8 Residual Effects 

11.8.1 Significance of Landscape Effects 

The potential effect on the baseline character arising from the Proposed Scheme is 
summarised in Table 11.15 for each of the identified Cityscape Character Areas within the 
study area.  

The assessment of cityscape sensitivity, magnitude of impact and significance of effect is 
based on the criteria set out in Sub-Section 11.2.1 and where relevant, any other factors 
described in the explanatory notes. 
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Table 11.15: Summary of Significance of Landscape Effects – Cityscape Character Areas 

Landscape 
Receptor 

Landscape 
Sensitivity 

Landscape 
Magnitude 
of Impact 

Significance of 
Landscape 

Effect 
Additional Explanatory Notes 

Cityscape 
Character 

Area 1 
Transport 

Infrastructure 
Node  

Low Moderate 
Adverse Slight Adverse 

The additional elevated roads and the 
underpasses would increase the mass 
of transport infrastructure. An existing 
path and existing vegetation would be 
removed. However the proposed 
mitigation could improve the 
appearance of site boundaries and 
replace some areas of removed 
vegetation. 

Cityscape 
Character 

Area 2 
Northern 

Residential 

Moderate Minor 
Adverse Slight Adverse 

The removal of vegetation on the edge 
of this character type would alter the 
character at localised positions. The 
southern edge of this area would be 
influenced by elements of the Proposed 
Scheme, particularly the acoustic 
barriers at Links 1, 2, 5 and 11. 

Cityscape 
Character 

Area 3 
Cityside Retail 

Park and 
Environs 

Low Negligible 
Adverse Neutral 

In the long-term, the Proposed Scheme 
would blend in with the existing 
transport infrastructure located 
adjacent to this character area, as 
proposed planting would act to replace 
removed vegetation. 

Cityscape 
Character 

Area 4 
Harbour 

Estate and 
Industrial Area 

Low Negligible 
Adverse Neutral 

The development would not 
significantly impact the existing 
industrial character of this cityscape. 
Proposed planting would act to replace 
removed vegetation. 

Cityscape 
Character 

Area 5 
Clarendon 

Dock Environs 
and Titanic 

Quarter 

Moderate Moderate 
Adverse 

Moderate 
Adverse 

The development would alter the 
appearance of the area immediately 
west of Corporation Street and 
Garmoyle Street, which would impact 
on these streetscapes, located on the 
boundary of this area. The appearance 
of Corporation Street would be 
softened by proposed tree planting. 

Cityscape 
Character 

Area 6 
Northern City 

Centre 

Moderate Minor Slight Adverse 

The elevated portion of Link 11 would 
be at variance with the cityscape and 
detract from the sense of place at the 
edge of this area. The narrowing of 
Link 7 would improve the appearance 
of Great George’s Street, at the edge of 
this area. The two York Street corner 
properties proposed for demolition do 
not contribute positively to the 
streetscape, but the site would require 
a good quality treatment. 

 
  

   
ENVIRONMENTAL STATEMENT (VOLUME 1) 
January 2015 
 

347 
 



 Transport NI — York Street Interchange 

 
Table 11.16: Summary of Significance of Landscape Effects – Cityscape Character Areas - 
Particularly characteristic/sensitive/significant elements 

Landscape 
Receptor 

Landscape 
Sensitivity 

Landscape 
Magnitude 
of Impact 

Significance of 
Landscape 

Effect 
Additional Explanatory Notes 

Cityscape Character Area 1 

McGurk’s 
memorial High 

Major 
Adverse 

(Note: No 
noticeable 
permanent 
change if 
memorial 
would be 

replaced, if 
progressed 
separately 

to this 
scheme) 

Very Large 
Adverse 

(Note: Neutral 
effect, if the 
memorial 
would be 

replaced, if 
progressed 

separately to 
this scheme) 

In local landscape character terms, the 
removal of McGurk’s memorial would 
cause the loss of this locally 
characteristic feature, which is directly 
associated with this location. 

(Note: a replacement memorial  (if 
progressed separately to this scheme) 
would reduce the impact of removing 
the memorial to facilitate construction) 

Bridges Urban 
Sports Park Low Negligible 

Adverse Neutral 

The character of the context is 
dominated by the Dargan and Lagan 
bridges overhead and this would not be 
noticeably altered by the development. 

Cityscape Character Area 2 

BT 101   
Local 

Landscape 
Policy Area 

Clifton 2 
High Negligible 

Adverse Slight Adverse 

This area is relatively enclosed, but 
some of the elevated elements, such 
as road lights and signs, may add 
further uncharacteristic elements to its 
wider setting. 

Cityscape Character Area 6 

CC 030   
Local 

Landscape 
Policy Area 

Clifton 1 
High Negligible 

Adverse Slight Adverse 
This area is enclosed, but some of the 
elevated elements such as road lights 
and signs may add further 
uncharacteristic elements to its wider 
setting. 

CC 027  
Clifton House 
Historic Park, 
Garden and 

Demesne (part 
of CC 030) 

High Negligible 
Adverse Slight Adverse 

This area is enclosed, but some of the 
elevated elements such as road lights 
and signs may add further 
uncharacteristic elements to its wider 
setting. 

CC 008     
Civic Precinct 

Character 
Area 

High No Change Neutral 
This designation is largely enclosed in 
the cityscape and therefore there 
would be no noticeable alteration to the 
area. 

CC 010 
Scotch and 
Cathedral 
Quarters 
Character 

Area 

High Negligible 
Adverse Slight Adverse 

The elevated elements such as road 
lights and signs may add further 
uncharacteristic elements to the wider 
setting of this designated area. 
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Landscape 
Receptor 

Landscape 
Sensitivity 

Landscape 
Magnitude 
of Impact 

Significance of 
Landscape 

Effect 
Additional Explanatory Notes 

Cathedral 
Conservation 

Area 
High Negligible 

Adverse Slight Adverse 

Due to the largely enclosed 
streetscape in this area, the setting 
would generally only experience 
elevated elements in the wider setting. 
However, the area bordering York 
Street, Great Patrick Street and 
Dunbar Link would experience slight 
impact. 

 

11.8.2 Significance of Visual Effects 

Visual Effect has been assessed at each receptor location by analysis of the degree of 
visibility, and magnitude of visual impact of the Proposed Scheme.   

The significance of visual effect is determined by comparing sensitivity of a receptor with 
magnitude of impact; existing receptors are detailed in Annex C of Appendix 11 and 
Committed Development visual receptors are detailed in Annex D of Appendix 11 to this ES. 
Where options exist in the matrix (e.g. Moderate/Large), the reason for choosing a category is 
explained. 

The Committed Developments would alter some existing available views, as they would 
partially or fully obstruct potential views (from existing receptors and Committed Development 
receptors) towards the Proposed Scheme. The extent to which the Primary Zone Committed 
Developments would give rise to additional visual impact over and above that identified in the 
baseline visual assessment, is summarised in Annex C and Annex D of Appendix 11 to this 
ES.  

For the purposes of this assessment, it is assumed that any ‘adverse’ impact assessed as 
‘Very Large’ or ‘Large’ should be regarded as significant. Adverse impact of ‘Moderate’ 
significance may also be significant, but this may vary according to circumstances of the 
individual impact. 

The potential effect on the baseline visual receptor arising from the Proposed Scheme is 
summarised in Table 11.17 for each of the identified visual receptors within the study area for 
both Year 1 (assumed year of ‘Scheme Opening’) and for Year 15 (‘Design Year’). Visual 
impact ratings for the various receptors are shown on Figure 11.8 (11 sheets) for Year 1, and 
Figure 11.9 (11 sheets) for Year 15. 

The potential effect on the Committed Development visual receptors arising from the 
Proposed Scheme is also summarised in Table 11.17 for each of the identified visual 
receptors within the Primary Zone and on Figures 11.8 and 11.9 as outlined above.  
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Table 11.17: Summary of Significance of Visual Effects Year 1 (assumed year of ‘scheme 
Opening’) & Year 15 (‘Design Year’) 

Significance of Visual 
Effects 

No. of Receptors 

Year 1 (Winter) 

(Note: the numbers in brackets 
represent the number of Primary 
Zone Committed Development 

Visual Receptors) 

No. of Receptors 

Year 15 (Summer) 

(Note: the numbers in brackets 
represent the number of Primary 
Zone Committed Development 

Visual Receptors) 

Very Large Beneficial 0 0 

Large Beneficial 0 0 

Moderate Beneficial 0 0 

Slight Beneficial 0 0 

Neutral 301 + (3 CD) 317 + (3 CD) 

Slight Adverse 320 + (21 CD) 342 + (30 CD) 

Moderate Adverse 54 + (14 CD) 57 + (13 CD) 

Large Adverse 16 + (8 CD) 10 + (0 CD) 

Very Large Adverse 36 + (1 CD) 1 + (1 CD) 

Total 727 + (47 CD) 727 + (47 CD) 

 

Full details and explanatory notes of the significance of visual effects for each receptor are 
given in Annex C of Appendix 11 to this ES, and full details and explanatory notes of the 
significance of visual effects for each Committed Development receptor are given in Annex D 
of Appendix 11 to this ES.  

11.9 Summary & Conclusions 

The study area has been degraded by previous development and has few positive elements. 
There are no significantly sensitive features within the lands required for the Proposed 
Scheme. The study area would be permanently physically altered by the development. The 
immediate area would experience loss of vegetation, demolition of structures and removal of a 
path.  

The character of the area is dominated by the existing transport infrastructure. The 
development offers the opportunity to re-design the spaces between the road infrastructure 
and at the site periphery, to create a more positive interface and contribution to the Belfast 
cityscape. The impact on the cityscape around the periphery of the site would be limited, due 
to the relatively enclosed nature of the site setting. Therefore, on a Belfast City scale, the 
development would be generally blended into the site with appropriate mitigation. 

The Proposed Scheme would increase the footprint of roads and structures in the area and 
add higher positioned elements than currently exist. The construction of the elevated links and 
associated lighting and signage, would be the most visually significant features of the 
development, slightly increasing the visibility of it. However, no Areas of High Scenic Quality 
would be affected by the Proposed Scheme. Views from dwellings in proximity to the 
interchange would be altered.  
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Mitigation of these impacts has been considered through the arrangement of the interchange 
and the structures designed to address residual effects. As the visual impacts section clearly 
demonstrates, the proposed mitigation measures would reduce the long-term visual impact of 
the Proposed Scheme. 
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12. LAND USE 

12.1 Introduction 

The assessment of landtake for a road scheme can cover a wide range of land values and 
primary uses. Under guidelines laid down in DMRB, the principal issues to be considered 
when assessing the operational and construction effects of a scheme on land use are as 
follows: 

• demolition of private property and associated landtake; 

• effects on private land; 

• effects on development land; 

• effects on community land (i.e. public open space); 

• effects on agricultural land; and 

• effects on restoration proposals for abandoned waterways. 

Land containing archaeological remains, historic buildings or historic landscapes is dealt with 
in Chapter 9 (Cultural Heritage). Land of ecological value is dealt with in Chapter 10 (Ecology 
& Nature Conservation). In addition, Chapter 11 (Landscape & Visual Effects) considers the 
contribution of all land affected by the Proposed Scheme to landscape or townscape character 
and identifies designated areas, such as Local Landscape Policy Areas. 

12.2 Methodology 

12.2.1 Demolition of Private Property and Private Land Loss 

Where properties need to be demolished for a scheme to be built, the impact of their loss and 
associated landtake should be included in the assessment, in accordance with the 
requirements of DMRB 11.3.6.2 (Demolition of Private Property and Associated Landtake). 
Demolition can give rise to a range of other effects including loss of facilities, loss of attractive 
buildings or townscape, or the opening of a view for other properties previously screened.  
Property types include residential, commercial, industrial and other properties. The 
assessment also covers the effects of private land loss (i.e. gardens, driveways, open space, 
brownfield land, hardstanding etc.), taken in part or in whole.  

Schedules (Tables 12.5 & 12.6) and a drawing (Figure 12.1) have been produced showing the 
range of properties which might need to be demolished, or from which land might need to be 
acquired.  

12.2.2 Development Land and Planning Applications 

The assessment takes account of, as far as practicable, future changes in land use due to 
new development which would likely occur in the absence of the Proposed Scheme. Hence, in 
accordance with the requirements of DMRB 11.3.6.5 (Effects on Development Land), the 
steps taken were broadly similar with those undertaken at Stage 2, taking account of any 
changes in interchange layout (including ancillary infrastructure) or policy frameworks and 
broad land use proposals contained within the Belfast Metropolitan Area Plan 2015 (hereafter 
referred to as BMAP), which are used to guide development in the area.  

The BMAP provides guidance on the amount and nature of development which can be 
expected, and where it can be best located through the zonation of land. The BMAP 
designations relate to either development land, or limitations/restrictions on the development 
of land. Typical designations of significance within the study area include areas for future 
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development (e.g. Private and Social Housing), Protected City Centre Housing, Major Area of 
Existing Industry, District Centre and Shopping Commercial Area.  

In essence, the Proposed Scheme was plotted on a map of land use planning policy 
designations/zonings contained within the Area Plan for the study area, identifying potential 
landtake from areas designated for future development, and the degree of impact assessed. 
The same process was undertaken for planning applications. This resulted in a detailed 
assessment and statement of how the Proposed Scheme would affect development 
designations (Figure 12.2) and local planning applications (Figure 12.3). 

12.2.3 Community Land 

As required by DMRB 11.3.6.4 (Assessing the Loss of Land Used by the Community), Belfast 
City Council – Parks & Leisure Department was consulted to establish any relevant constraints 
or factors that should be taken into account from a community perspective. Land used by the 
public is considered as ‘common’ and includes, for example, land laid out as public open 
space or other recreational areas. Where public open space is required, an indication is given 
as to whether there is likely to be exchange land which can be provided in mitigation. If so, this 
is assessed to ensure that it is no smaller and is equally advantageous to users as that which 
would be required for the Proposed Scheme.  

The assessment of potential woodland loss throughout the study area is normally dealt with in 
Chapter 10 (Ecology & Nature Conservation). Nevertheless, as many woodlands are 
commonly utilised as recreational and open spaces, the impact of land lost from such 
community woodlands is also normally considered in this chapter. Considering the urban 
environment in which this particular scheme would be located, however, the assessment has 
been scoped-out of this chapter. 

From a planning policy perspective, the impact of the Proposed Scheme on Tree Preservation 
Orders (TPOs) is also considered. TPOs are used to protect trees, groups of trees or 
woodlands, which add to the character and appearance of an area. It provides protection for 
those trees specified in the Order and makes it an offence to cut down, top, lop, uproot, wilfully 
damage or destroy a tree, or permit these actions, without first seeking the consent of the 
Department of the Environment’s (DOE) Local Planning Division (hereafter referred to as DOE 
Planning) to do so. 

12.2.4 Agricultural Land 

Typically, there are four main areas addressed in the assessment of effects on agricultural 
land, namely landtake, type of husbandry, severance, and major accommodation works for 
access, drainage and water supply. DMRB 11.3.6.10 (Stages in the Assessment of Effects on 
Agricultural Land), requires compilation of information on land quality. It also requires 
measurement of the agricultural land required for the Proposed Scheme, the degree of field 
severance and an assessment of the likely impact on individual farms, without mitigation 
measures and with mitigation measures in place. Considering the urban environment in which 
this particular scheme would be located however, the assessment has been scoped-out of this 
chapter. 

12.2.5 Waterways 

In terms of Waterway Restoration Projects (if any), it is essential to consider any waterways, 
formerly navigable watercourses or dry watercourses for which there are currently restoration 
proposals. The steps taken were to confirm that the information obtained at Stage 2 was still 
valid and undertake any new consultations with the relevant interested parties as required. 

12.2.6 Assessing the Significance of Effects 

With reference to DMRB 11.2.5.2 (Determining Significance of Environmental Effects), it is not 
sufficient to assess only the size and probability of possible impacts; their significance should 
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also be assessed. The significance of the effect is formulated as a function of the receptor or 
resource’s environmental value (or sensitivity) and the magnitude of project impact (change). 
In other words, significance criteria are used to report the effect of the impact.  

In terms of land use impacts, there may be a significant degree of ambiguity with regards to 
the non-monetary valuation of land and property, and the importance of its primary usage. 
Therefore, significance criteria used to assess impacts is based on professional judgement 
and used loosely. 

Firstly, to assess the overall significance of potential effects on land and property, an 
assessment has been made of the sensitivity of the resource and magnitude of potential 
impacts using the general criteria contained in Tables 12.1 & 12.2 for guidance. 

Table 12.1: Estimating the Importance of Land Uses 

Importance Criteria 

High Existing beneficial land uses (i.e. active property, private land associated with an 
active property, community lands and woodlands). 

Medium Areas designated for future usage with a developer interest (i.e. land use planning 
policy designations contained within BMAP, access lanes, outbuildings). 

Low Existing land uses of less beneficial nature and without developer interest (i.e. 
inactive/derelict property, brownfield land associated with an inactive property). 

 
Table 12.2: Estimating the Magnitude of Impact on an Attribute 

Magnitude Criteria 

Major 
Loss of resource and/or quality and integrity of resource; severe damage to key 
characteristics, features or elements. Demolition of property. Landtake from property 
and/or severance which would preclude or significantly affect current or future use. 

Moderate 

Loss of resource, but not adversely affecting the integrity (general ability to be used 
for its existing purpose); partial loss of/damage to key characteristics, features or 
elements. Landtake from property which would moderately affect current or future 
use. 

Minor 
Some measurable change in attribute’s quality or vulnerability; minor loss of, or 
alteration to, one (maybe more) key characteristics, features or elements. Landtake 
from property which would slightly affect current or future use. 

Negligible Barely perceptible impact upon current or future use. 

 

DMRB Volume 11.3.6 does not describe how the significance of effects should be scaled with 
regards to land use. Therefore, Table 12.3 outlines a suggested means of estimating the 
significance of potential effects, based upon the magnitude of impact and sensitivity of the 
receptor. Professional judgement and awareness of the relative balance of importance 
between sensitivity and magnitude allows the overall significance of impact to be assessed. 
The significance of impact is assessed with mitigation to define residual impacts. 
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Table 12.3: Estimating the Significance of Potential Effects 

Im
po

rta
nc

e 
of

 A
ttr

ib
ut

e High Neutral Moderate/Large Large/Very Large Very Large 

Medium Neutral Slight/Moderate Moderate/Large Large/Very Large 

Low Neutral Slight Moderate Large 

  Negligible Minor Moderate Major 

  Magnitude of Impact 

Source: DMRB 11.2.5.2 (Arriving at the Significance of Effect Categories - adapted) 

12.2.7 Limitations and assumptions 

Existing land uses and the assessment of predicted impacts is based on the conditions 
encountered and information available up to September 2014. Between publication of this ES 
and construction of the Proposed Scheme, there is potential for changes to existing land uses 
and development to take place, which would not be considered in the assessment of impacts. 
URS disclaim any undertaking or obligation to advise any person of any change in any matter 
affecting the assessment, which may come or be brought to the attention of URS after the 
publication of the ES. Unless otherwise stated, the assessment made assumes that land will 
continue to be used for its current purpose without significant changes over and above those 
identified within this chapter.  

Some of the assessments (i.e. Demolition of Private Property and Private Land Loss, Potential 
Effect on Planning Applications) are based upon information provided by others (i.e. DOE 
Planning and Landowners) and upon the assumption that all relevant information has been 
provided by those parties from whom it has been requested and that such information is 
accurate. Information obtained by URS has not been independently verified unless otherwise 
stated.  

12.3 Consultations 

The EIA process looks at the effects of the Proposed Scheme on the environment, in 
consultation with external bodies to inform the design and decision making. The Stage 3 EIA 
consultation commenced in February 2014 to allow relevant interested bodies an opportunity 
to register concerns or particular requirements during the EIA process, consult on the levels of 
assessment necessary, and seek input to the ES. A summary of key issues raised by these 
consultees in relation to Land Use is contained in Table 12.4 below and a copy of their 
response is included in Volume 2: Appendix 6, Annex B. 
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Table 12.4: Summary of formal EIA consultation responses in relation to Land Use 

Consultee Consultation 
Date 

Date of 
Response Summary of Consultee Response(s) 

Belfast City 
Council* 24/02/14 07/04/14 

The Council considers that any increase in the 
efficiency of the proposed junction arrangement at 
York Street should deliver positive impacts for the 
northern city centre area and surrounding 
communities.  They also provided a document 
outlining in more detail areas which they consider 
appropriate for inclusion in the EIA, which from a 
land use perspective included considering 
reallocation of surplus road space, access to surplus 
parcels of land which can be used for development, 
regeneration opportunities for this land in order to 
maximise the potential benefit for the city and 
impacts upon other developments in the area. 

Belfast City 
Council 19/03/14 

Meeting held to update the Council on scheme 
progress and provide an overview of programme. In 
relation to land use issues, discussions included 
land use planning within the study area (i.e. DSD 
regeneration proposals, committed developments, 
etc.) and impacts upon the wider road network. 

DARD  24/02/14 
13/03/14 

14/03/14 

No comments made by Rivers Agency or Fisheries 
Division and no response received from Veterinary 
Service or Quality Assurance Branch. 

DOE: Planning 
and Local 
Government – 
BMAP Manager 

24/02/14 03/03/14 

DOE Planning confirmed that they have no concerns 
regarding potential implications associated with the 
Proposed Scheme on proposals within BMAP. A 
very small area of the Proposed Scheme will cut 
through an area of land zoned in the Plan as 
Existing Employment, between Corporation Street 
and Nelson Street, but they do not see this as being 
a constraint to the scheme or to the overall plan 
zoning. 

DOE: Planning 
and Local 
Government – 
Tree Officer 

24/02/14 

02/04/14 
- No response received. 

DSD: Belfast 
City Centre 
Regeneration 
Directorate 

24/02/14 

02/04/14 
03/04/14 

Identified that the Proposed Scheme is likely to have 
an impact on DSD’s wider strategic objectives for 
the area as well as a much broader strategic impact 
across government.  Also identified the potential for 
impact upon specific DSD schemes in the area and 
noted in relation to size and importance, the 
challenges of delivering the road scheme. 
Recommended a cross government collaborative 
approach to assessing and mitigating scheme 
impacts. 

Depaul Ireland 
24/02/14 

02/04/14 
- No response received. 

Helm Housing 
24/02/14 

02/04/14 
- No response received. 
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Consultee Consultation 
Date 

Date of 
Response Summary of Consultee Response(s) 

National Trust 
24/02/14 

02/04/14 
- No response received. 

The Woodland 
Trust 

24/02/14 

02/04/14 
- No response received. 

*Consultation undertaken with the Chief Executive’s Department, Development Department, Health & 
Environmental Services Department, and Parks & Leisure Department. Response provided by Belfast 
City Council – Development Department on behalf of all Departments within the Council. 

The Stage 3 Consultations Plan and Communications Plan also identified a range of key 
stakeholders for consultation as part of the general Stage 3 Scheme Assessment process, not 
specifically as part of the EIA process. Various forms of communication were utilised as part of 
this consultation including letters, meetings and presentations.  Some of the responses 
received from these stakeholders included information of relevance to Land Use and as such 
have been considered within the assessment as necessary and where allowable (i.e. when not 
breaching confidentiality). Stakeholders of interest from a Land Use perspective engaged as 
part of the general Stage 3 Scheme Assessment included: 

• DSD: Belfast City Centre Regeneration Directorate; 

• DSD: Housing Division; 

• Forum for Alternative Belfast; 

• Helm Housing; 

• Northern Ireland Housing Executive; and 

• Affected Landowners. 

12.4 Regulatory & Policy Framework 

As mentioned in Chapter 1 (Introduction), new and improved roads are created by statute 
under the various provisions in The Roads (Northern Ireland) Order 1993 [as amended]. 
Before construction of this strategic road improvement can proceed, Transport NI must: 

• make a Designation Order, identifying that part of the proposed road improvement which 
will become part of the Province’s special and trunk road network; 

• make a Vesting Order, to compulsorily acquire the land required to construct the proposed 
road improvement; and 

• prepare an ES which predicts the environmental effects the proposed road improvement 
would have, and details the measures proposed to reduce or eliminate those effects. 

The most relevant provision in terms of Land Use impacts within this Order is contained within 
Part IX (Powers of Department in Relation to Land). With regards to the Proposed Scheme, 
the primary powers (subject to a range of conditions) include obtaining information on 
ownership of land, entry of land, acquisition of land (by agreement or compulsorily) for 
construction of the Proposed Scheme and associated works, resettlement of undertakings and 
mitigation of adverse effects associated with road construction. 
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12.4.1 The Regional Development Strategy 2035 ‘Building a Better Future’ 

In terms of policy framework, there is a hierarchy of policy and plans in Northern Ireland, 
pertinent to development of the Proposed Scheme. As discussed in Chapter 2 (Strategic Need 
for the Proposed Scheme), the Regional Development Strategy (RDS) 2035 provides an 
overarching strategic planning framework to facilitate and guide the public and private sectors. 
It does not redefine other government departments’ strategies, but complements them with a 
spatial perspective.  It is a framework which provides the strategic context for where 
development should happen. Although many objectives of the previous strategy (the RDS 
2025) are still valid, this document now replaces it. 

With regards to Land Use, one of the eight aims of the RDS 2035 is to: 

• Support strong, sustainable growth for the benefit of all parts of Northern Ireland. 

A growing regional economy will benefit from strong urban and rural areas. This needs a co-
ordinated approach to the provision of services, jobs and infrastructure and a focus on co-
operation between service providers. Balanced regional growth and tackling regional 
imbalance are critical issues for the region. 

12.4.1.1 The Metropolitan Area centred on Belfast 

The aims and visions of the RDS are implemented through Spatial Framework Guidance 
(SFG), which has five main components, one of which focuses on the importance of Belfast 
City, at the heart of a Metropolitan area. 

From a Land Use perspective, region wide guidance provided by SFG2 (Grow the population 
of the City of Belfast) recognises that the key to population growth will be the provision of 
housing to meet the full range of need. Additional dwellings will be provided on land already 
zoned for housing and on windfall sites which become available for development. Assessment 
is also needed of the scope for higher densities in appropriate locations, particularly at 
gateway sites into the City Centre, on arterial routes and at transport interchange areas. It will 
require imaginative and innovative high quality design, including mixed-use schemes, to 
ensure that they link into the existing urban fabric. The provision of these additional dwellings 
must take account of environmental capacity studies to ensure that their delivery can be 
sustainably managed. 

Region wide guidance provided by SFG4 (Manage the movement of people and goods within 
the Belfast Metropolitan Urban Area (BMUA)) recognises that transport has a key role to play 
in developing competitive cities and regions. An efficient transport infrastructure is not only 
important for a successful economy, but it can also help promote social inclusion by providing 
an affordable alternative to the private car. Under this guidance, a number of long term policy 
directions are provided including: 

• Manage travel demand within the BMUA; 

• Improve the public transport service; 

• Integrate Land Use and Transportation; 

• Introduce a Rapid Transit system; 

• Manage the efficient movement of freight; and 

• Improve facilities for walking and cycling, co-ordinated with infrastructure investment. 
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12.4.2 Planning Policy Statements 

The importance of the RDS is underpinned by Article 5 of the Strategic Planning (Northern 
Ireland) Order 1999, which requires that all government departments have regard to the RDS 
in exercising any function in relation to development in Northern Ireland. This Order is 
construed as one with the Planning (Northern Ireland) Order 1991, and has resulted in a 
consequential amendment to this Order, such that any policy contained therein (including 
emerging development plans) must be in general conformity with the RDS.  

As such, DOE Planning, in preparing planning policies and development plans, is at present 
required to ensure that these are in general conformity with the strategic objectives and 
policies set out in the Strategy, subject to any need to take account of emerging trends which 
are relevant to DOE's responsibility to secure the orderly and consistent development of land. 

The guiding principle in making decisions on planning applications is set out in Planning Policy 
Statement (PPS) 1: General Principles.  This states that development should be permitted, 
having regard to the development plan for the study area and all other material considerations, 
unless it would cause demonstrable harm to interests of acknowledged importance. 

Other PPS relevant to the Proposed Scheme from a Land Use perspective include: 

• PPS 4: Planning and Economic Development (November 2010); 

• PPS 8: Open Space, Sport and Outdoor Recreation (February 2004); 

• PPS 12: Housing in Settlements (July 2005); and 

• PPS 13: Transportation and Land Use (February 2005). 

12.4.2.1 PPS 1 – General Principles (March 1998) 

This PPS was published in March 1998 and sets out the principles that DOE Planning 
observes in formulating planning policies, making development plans and exercising control of 
development.  These principles set out the key themes that underlie the DOE’s overall 
approach to planning across the whole range of land use topics, and provide strategic 
guidance on issues such as sustainability, the status of various planning documents, and 
environmental assessment. Of particular relevance to the Proposed Scheme, it specifically 
identifies the need to conserve archaeological, built heritage and natural resources (including 
wildlife, landscape, water, soil and air quality), taking particular care to safeguard designations 
of national and international importance. In general, DOE Planning is guided by the 
precautionary principle that, where there are significant risks of damage to the environment, its 
protection will generally be paramount, unless there are imperative reasons of overriding 
public interest. 

12.4.2.2 PPS 4 – Planning and Economic Development (November 2010) 

PPS 4 sets out the DOE’s revised planning policies for economic development uses and 
indicates how growth associated with such uses can be accommodated and promoted in 
development plans. 

It seeks to facilitate and accommodate economic growth in ways compatible with social and 
environmental objectives and sustainable development. 

For the purposes of this PPS, economic development uses comprise industrial, business and 
storage and distribution uses, as currently defined in Part B ‘Industrial and Business Uses’ of 
the Planning (Use Classes) Order (Northern Ireland) 2004.  

The objectives of this PPS are:  
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• to promote sustainable economic development in an environmentally sensitive manner;  

• to tackle disadvantage and facilitate job creation by ensuring the provision of a generous 
supply of land suitable for economic development and a choice and range in terms of 
quality, size and location;  

• to sustain a vibrant rural community by supporting rural economic development of an 
appropriate nature and scale;  

• to support the re-use of previously developed economic development sites and buildings 
where they meet the needs of particular economic sectors;  

• to promote mixed-use development and improve integration between transport, economic 
development and other land uses, including housing; and  

• to ensure a high standard of quality and design for new economic development.  

12.4.2.2.1 Development Plan  

In order to achieve the objectives of this PPS and other relevant strategic policy or guidance, 
and in light of the assessment undertaken during the course of preparation, development plan 
proposals will accommodate those measures considered appropriate from the list outlined 
below:  

Meeting Economic Development Needs:  

a) designate/zone an ample supply of land available to meet identified economic 
development needs in a range of sites offering a choice of size and location, to 
accommodate a wide and flexible range of development opportunities;  

b) include, as part of this land supply, the safeguarding of existing economic development 
land where it remains suitable for continuation or expansion of this use;  

c) designate/zone where appropriate areas for mixed-use development, to include residential 
and economic development use that also forms part of the land supply;  

d) identify areas where Business Use Class B1(a) – office use – is acceptable;  

e) reallocate for alternative use existing economic development sites, either developed or 
undeveloped, where the potential future use for economic development purposes is not 
considered realistic.  

12.4.2.3 PPS 8 – Open Space, Sport and Outdoor Recreation (February 2004) 

This PPS sets out the DOE’s planning policies for the protection of open space, the provision 
of new areas of open space in association with residential development and the use of land for 
sport and outdoor recreation, and advises on the treatment of these issues in development 
plans. 

It embodies the Government's commitment to sustainable development, to the promotion of a 
more active and healthy lifestyle, and to the conservation of biodiversity. 

Open space, for the purposes of this PPS, is defined as all open space of public value. The 
definition includes not just outdoor sports facilities, parks and gardens, amenity green space 
and children’s play areas, but also natural and semi-natural urban green spaces, allotments, 
cemeteries, green corridors and civic spaces. It includes not just land, but also inland bodies 
of water that offer important opportunities for sport and outdoor recreation and which can also 
act as a visual amenity. 
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The main objectives of this PPS are: 

• to safeguard existing open space and sites identified for future such provision;  

• to ensure that areas of open space are provided as an integral part of new residential 
development and that appropriate arrangements are made for their management and 
maintenance in perpetuity; 

• to facilitate appropriate outdoor recreational activities in the countryside;  

• to ensure that new open space areas and sporting facilities are convenient and accessible 
for all sections of society, particularly children, the elderly and those with disabilities;  

• to achieve high standards of siting, design and landscaping for all new open space areas 
and sporting facilities; and  

• to ensure that the provision of new open space areas and sporting facilities is in keeping 
with the principles of environmental conservation and helps sustain and enhance 
biodiversity. 

12.4.2.3.1 Development Plan 

Based on the assessment of open space provision, land may be zoned for future open space 
purposes in the development plan to help meet the needs of local communities. The amount 
and location of land to be zoned will be determined following consultation with district councils 
who have primary responsibility for provision within their areas. 

The DOE will identify major areas of existing open space on development plan maps for 
information purposes. Within settlements these may include parks, playing fields and other 
sports and outdoor recreation facilities, both public and private. In the countryside, this will 
normally include facilities such as regional, country and forest parks. Where proposals exist for 
the future development of existing open space as a recreational resource, these will generally 
be highlighted in the plan. It should be noted, however, that existing open space, regardless of 
whether it is identified on plan maps or not, benefits from the protection afforded by Policy 
OS1, unless the site is identified for an alternative use in the plan itself.  

Areas of existing open space within or adjoining settlements may also be designated as 
landscape wedges, in particular those larger areas which perform a strategic function. In 
addition, some smaller open spaces may merit designation as a Local Landscape Policy Area. 
Local policies will be included in the development plan for these designations. 

12.4.2.4 PPS 12 - Housing in Settlements (July 2005) 

PPS 12 'Housing in Settlements' has been prepared to assist in the implementation of the 
RDS to guide the future pattern on housing by managing future housing growth and 
distribution, support urban renaissance and achieve balanced communities. The DOE 
assumed responsibility for PPS 12 from the DRD on 15 January 2008 and will take forward 
any future work associated with this document. 

The objectives of this PPS are:  

• to manage housing growth in response to changing housing need;  

• to direct and manage future housing growth to achieve more sustainable patterns of 
residential development;  

• to promote a drive to provide more housing within existing urban areas;  
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• to encourage an increase in the density of urban housing appropriate to the scale and 

design to the cities and towns of Northern Ireland; and  

• to encourage the development of balanced local communities.  

12.4.2.4.1 Development Plan 

The development plan process is the main vehicle for assessing future housing land 
requirements. The development plan will also identify the settlement hierarchy in the plan 
area.  

PPS 12 sets out a range of measures to be contained in development plans which include 
zoned housing sites. This is to meet the housing need in association with the RDS and other 
prevailing PPSs.  

12.4.2.5 PPS 13 - Transportation and Land Use (February 2005) 

PPS 13 has been prepared to assist in the implementation of the RDS. It will guide the 
integration of transportation and land use, particularly through the preparation of development 
plans and transport plans, prepared respectively by DOE Planning and DRD Transport NI. 
PPS 13 will be a material consideration in dealing with individual planning applications and 
appeals.  

General Principle 8 within PPS13 states that ‘Land required to facilitate improvements in the 
transport network should be afforded protection’. 

Article 9 of the Planning (Northern Ireland) Order 1991 provides for the ‘automatic’ 
incorporation of certain Orders and schemes, including those for the designation of a ‘trunk 
road’ or ‘special road’ under Articles 14 and 15 of the Roads (Northern Ireland) Order 1993. 
Consequently, land required for a road scheme that has a Direction or Designation Order 
attached to it would be provided the same protection under Planning Policy as if it were 
included in a development plan. 

12.4.3 Belfast Metropolitan Area Plan 2015 

The DOE, under the provisions of Part III of the Planning (Northern Ireland) Order 1991, has 
adopted BMAP to the extent approved and endorsed in The Belfast Metropolitan Area Plan 
Adoption Statement 2014.  

The Plan, as adopted, became operative on 09 September 2014 covering the City Council 
areas of Belfast and Lisburn, and the Borough Council areas of Carrickfergus, Castlereagh, 
Newtownabbey and North Down, and comprises seven volumes:  

• Volume One consists of Parts One, Two, and Three which deal with the Plan Area as a 
whole; and 

• Volumes Two to Seven comprise Part Four (the District Proposals) which set out the site- 
specific proposals for individual Council areas.  

The purpose of the Plan is to inform the general public, statutory authorities, developers and 
other interested bodies of the policy framework and land use proposals that are used to guide 
development decisions within the BMA over the Plan period.  

The Plan is prepared within the context of the priorities of the Northern Ireland Executive as 
set out in the Programme for Government, taking into account European, National and 
Regional policies which have implications for the future pattern of development within the 
BMA. The Plan establishes policy guidelines within which more detailed development 
proposals can be determined. It assists public agencies (i.e. Transport NI) in decisions 
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concerning infrastructure improvements and also assists private developers in reaching their 
land use based decisions over the Plan period. 

As noted earlier, the RDS sets out a dynamic strategic spatial planning framework for Northern 
Ireland to guide physical development within the region until 2035 and provides an 
overarching strategic framework for development plans. The aim of BMAP is to provide a 
planning framework which is in general conformity with the RDS in facilitating sustainable 
growth and a high quality of development in the BMA throughout the Plan Period, whilst 
protecting and where appropriate, enhancing the natural and man-made environment of the 
plan area.  

The RDS recognises the important role Belfast plays in generating regional prosperity. It seeks 
to maximise the use of existing infrastructure and services. The Strategy also recognises that 
policies for physical development have far-reaching implications. It therefore addresses 
economic, social and environmental issues aimed at achieving sustainable development and 
social cohesion. 

It highlights the need to build on the approach to urban renaissance of developing compact 
urban form by further integrating key land uses with transportation measures. The focus 
should be on the use of land within existing urban footprints. 

DRD has determined, in accordance with Article 28(7) of the Planning (Amendment) (Northern 
Ireland) Order 2003, that BMAP is in general conformity with the RDS 2035. As such, the Plan 
has a significant role to play in achieving the vision of the RDS through the Plan Strategy and 
Plan Proposals.  The BMAP Strategy for the BMA consists of the following main elements, 
some of which are pertinent to the Proposed Scheme from a Land Use perspective: 

• support growth and regeneration, whilst sustaining a living and working countryside and 
protecting from inappropriate development those areas that are vulnerable to development 
pressure or that are visually or environmentally sensitive; 

• identify, define and designate as appropriate, areas of conservation, archaeological, 
scientific, landscape or amenity importance or interest, within both the natural and built 
heritage of the Plan Area; 

• provide a settlement hierarchy, designate settlement development limits, zone land and 
designate policy areas; 

• establish key site requirements, as appropriate, against which particular site development 
proposals will be assessed in order to help achieve good quality development, to respect 
environmental assets and to facilitate the development of balanced communities in 
accordance with the strategic requirements of the RDS;  

• designate additional employment land to make provision for an adequate supply and 
choice of sites for employment uses which takes account of accessibility to major 
transport routes and the provisions of the RDS including the proximity to the district 
population, particularly in areas of economic and social deprivation; 

• identify, define, designate and safeguard, as appropriate, specific areas where the 
retention of, or provision of, additional retail, services, recreational and other community 
facilities will positively contribute to the amenity and well-being of the district population, 
subject to prevailing regional planning policy; and 

• define, as appropriate, transportation-related proposals in accordance with the Regional 
Transportation Strategy (RTS) which are intended to facilitate improved flow of vehicular 
traffic whilst promoting reduction in car travel and the use of alternative modes of travel. 
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It is proposed that BMAP will implement this Strategy through the Plan Proposals that are in 
accordance with, and also complement, regional planning policies. The Plan Proposals are 
contained in Part Four of BMAP (as described below). 

12.4.3.1 Belfast Metropolitan Area Plan 2015 – District Proposals Belfast 

The Belfast City Strategy has been determined to reflect the strategic vision and framework 
which flows from it. The strategy is made up of the following planning actions: 

• Promoting Urban Renewal in the City through: 

− Accommodating the majority of housing growth within the urban footprint; 

− Designating the majority of employment opportunities in locations which will help 
secure regeneration and revitalisation; 

− A wide range of designations, policies and zonings which will help revitalise the City 
Centre; and 

− Designations and policies which will promote revitalisation of Arterial Routes in the 
City. 

• Enhancing the Quality of Life in the City through: 

− Providing an urban design framework for the City Centre; 

− Protecting the built heritage through the designation of 51 Areas of Townscape 
Character; 

− Metropolitan Development Limit designation which prevents suburban sprawl and 
protects the unique and striking setting of the City; 

− Protecting existing parks, green areas, the coastline and designating 68 Local 
Landscape Policy Areas, 34 Sites of Local Nature Conservation Importance, nine 
Community Greenways and four Urban Landscape Wedges; 

− Protecting six sites for proposed health facilities and two sites for proposed education 
facilities; and 

− Providing greater certainty about the locations where various forms of development 
are likely to take place over the Plan period. 

• A Focus For Economic Development in the City through: 

− City Centre designations, policies and zonings including five Development Opportunity 
Sites; 

− Close linkage between employment opportunities and regeneration needs; 

− The designation/zoning of employment sites and mixed-use sites in the City along 
with a substantial employment potential identified at Titanic Quarter; and 

− Confirming existing employment land in various locations. 

• Promoting Equality of Opportunity for All Sections of the City Population through: 

− Providing a wide range of opportunities for house building and job creation throughout 
the City; 
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− Designating/zoning employment sites in North, West and East Belfast in line with 

government’s Anti-Poverty and Social Inclusion Strategy, along with providing 
substantial development opportunities in central locations accessible to all sections of 
the community; 

− Promoting public transport and equitable access to services, facilities and 
employment opportunities for all the community; and 

− Specific zonings both for social housing and accommodation for the Travelling 
Community. 

• Protecting the City’s Natural Environment through: 

− The focus of development opportunities within the urban footprint to reduce the need 
for greenfield expansion and accordingly to protect the quality landscapes that provide 
the unique city setting; 

− Positive protection of the Lagan Valley Regional Park; 

− Protecting existing parks, green areas and the shores of Belfast Lough; 

− Designating 18 Historic Parks, Gardens and Demesnes; 

− Designating 68 Local Landscape Policy Areas to protect areas of distinctive 
landscape and amenity; 

− Designating 34 Sites of Local Nature Conservation Importance to enhance the 
conservation of bio-diversity and protect priority habitats; and 

− Designating nine Community Greenways and four Urban Landscape Wedges. 

• Promoting an integrated and inclusive Transport System, consistent with the City’s role as 
a major gateway to Northern Ireland and as the heart of the Regional Strategic Transport 
Network (RSTN) through: 

− Effective integration of land use and transportation; 

− Promoting the use of public transport with requirements for provision of facilities in 
conjunction with development in certain land use zonings; 

− Seeking to reduce the number of car journeys made during peak periods by 
controlling non-operational car parking within designated Areas of Parking Restraint in 
Belfast City Core, City Fringe and in Commercial Nodes on Arterial Routes; 

− Promoting walking and cycling through two proposed additional bridge crossings over 
the River Lagan; and 

− Protection for strategic and non-strategic road schemes in the City. 

Although not identified as a strategic road scheme proposal within Part Four of BMAP, a 
number of strategic transportation schemes have been identified within Part Three of the Plan, 
including: 

• York Street Interchange (Westlink/M2/M3 junction); underpasses under Lagan road and 
Dargan rail bridges; and new bridges at York Street and Dock Street. 

The movement of goods to, from and within the Plan Area is a fundamental element of the 
economy of the area and the wider Region. Proposed enhancements to the Strategic Highway 
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Network will facilitate safe and efficient long distance movements of people and freight within 
the Plan Area. 

Measures proposed will benefit freight transport, building upon the wider commitment of the 
RTS to improve the Region’s Strategic Highway Network. The measures include 
improvements to the BMA’s Strategic Road Network with particular emphasis on relieving 
existing bottlenecks and provision of better access to Regional Gateways and Major 
Employment Locations. 

12.4.3.2 Belfast Metropolitan Transport Plan 2015 (BMTP)  

Prepared by DRD, the BMTP is a local non-statutory transport plan for the BMA, which takes 
forward the strategic initiatives of the RTS and sets out transport proposals for the BMA which 
people can expect to see implemented by 2015. The BMTP and BMAP are mutually 
supportive and integrated documents, with the former acting as a Technical Supplement to the 
latter in relation to transportation. 

The overall development of the BMTP was based on GOMMMS, ensuring that a 
comprehensive range of solutions had been considered covering all modes of transport.  It 
also ensured integration between transport and land use.  The BMTP development was 
especially influenced by the guidance provided by the RDS and RTS, and enabled the generic 
multi-modal study process to be focused on the particular needs and special context of the 
BMA.  An extensive consultation exercise was also undertaken, ensuring that the views of a 
wide range of stakeholders were taken into account in the development of the Plan.  The 
consultation process built upon the extensive consultation exercise undertaken to support the 
RDS and RTS. 

The BMTP identified a road hierarchy within the BMA, comprising the Strategic Highway 
Network linked to the wider RSTN in the RSTN-TP and a Non-Strategic Highway Network.  
The Strategic Highway Network identified by the BMTP includes the Westlink, M2 and M3, and 
a series of improvements are identified on the M1/Westlink and M2 routes to remove identified 
bottlenecks.  With regards to the planned improvements to the M1/Westlink, the BMTP 
cautioned that: 

“the improvements to the M1/Westlink will require further consideration to be 
given to improving the capacity and operation of the signalised junctions at York 
Street/Westlink and Nelson Street/York Link/Great George’s Street.” 

12.4.3.3 Belfast City Masterplan 2013 (Review Document) 

The scope of the Masterplan review was concerned with evaluating the performance of the 
Belfast Masterplan, agreed and adopted by Belfast City Council in 2004. 

The purpose of the original plan was to set out a vision for the future development of Belfast, 
progress thinking and detail the City Council policy position on key issues, thereby influencing 
and shaping the delivery of major projects and regeneration initiatives that would improve the 
city’s performance socially, economically and environmentally. 

Although non-statutory in nature, in so far as its provisions were consistent with BMAP, it has 
also influenced decision making in relation to development proposals. As adopted policy of 
Belfast City Council, it has also influenced the approach to regeneration followed by the DSD. 

12.4.3.4 Belfast Harbour – Port Master Plan 

The Port Master Plan is a framework document which seeks to inform interested parties of 
Belfast Harbour’s perception of the medium and long-term port traffic growth and the resulting 
infrastructural needs. In doing so, it is hoped that the information contained within the Port 
Master Plan will contribute to an efficient and effective planning application and approval 
process and will help inform other agencies in their strategic planning activities. 
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The purpose of the Port Master Plan, following guidance set out by DRD, is to: 

• clarify the Port’s own strategic planning for the medium to long-term (20-30 years); 

• assist planning authorities, at both regional and local level, and Transport NI in the 
preparation and revision of their own strategies and plans; and 

• inform port users, employees and local communities as to how they can expect to see the 
Port develop over the coming years. 

12.5 Baseline Conditions 

12.5.1 Existing Development 

The study area is centred on the interface between North Belfast, the northern fringe of Belfast 
City Centre and Belfast Harbour, and is dominated by Dargan Rail Bridge and the main arterial 
road routes that link the south of the City (Westlink), the east (M3), the north (M2) and Belfast 
City Centre with North Belfast (York Street). The major strategic road junction and railway, 
developed between the mid-1960s and 1990s, separates the harbour area (Greater 
Clarendon) to the east, commercial and residential properties to the north and west and the 
City Centre to the south from each other. As detailed within BMAP, the area bounded by York 
Street, Westlink, the elevated M3 Lagan and Dargan bridges, the M2 and Dunbar Link has 
essentially disconnected these areas from each other, contributing to widespread blight, 
leaving many sites either vacant or under used. 

Within the confines of the existing junction arrangement, there is very little built development. 
Whilst this land has been developed in the past, very little currently remains, other than a 
vehicle mechanics workshop on Shipbuoy Street. With regards to current land usage, surface 
level car parking, brownfield land, and amenity planting associated with the existing road 
network dominates. These sites are largely contained by a combination of metal palisade and 
ridged panel mesh fencing, interspersed with a number of advertising hoardings at key 
locations facing the existing road network. 

Beyond the immediate surrounds of the existing junction arrangement, there is a distinct 
variation in land use and associated built development, as discussed below.  

12.5.1.1 North Belfast 

Existing development in the area to the north of the Westlink and west of the M2 is primarily 
characterised by a mix of two/three-storey red-brick residential developments which are 
primarily served by North Queen Street, and multi-storey commercial developments such as 
Cityside Retail Park and Galway House, served by York Street and Brougham Street.  

Immediately adjacent to the Westlink are four blocks of two-storey red-brick terraces sited 
along Little George’s Street, which essentially contain the road corridor, buffering surrounding 
residential properties from this major road. As there is minimal space (approximately 2.5m) 
between these terraces, they form a largely continuous barrier between North Queen Street 
and Molyneaux Street.  

The area between Little George’s Street and Henry Street (Cityside Retail Park) is occupied 
by a mix of two and three-storey red-brick dwellings in terraces. With increasing distance from 
the existing junction, higher density residential development becomes more prevalent, the 
most notable being New Lodge, with several large tower blocks dominating the cityscape 
north-west of North Queen Street. 

To the north of Henry Street is Cityside Retail Park (formerly Yorkgate), which occupies an 
extensive site between North Queen Street, Brougham Street and York Street. Cityside is a 
major landmark, employer and important retail, service and district centre for North Belfast. Of 
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particular significance is the link to the industrial past, as the expansive site of the retail park 
was once home to York Street Mill and Gallaher’s Tobacco Factory. 

The land between the M2 and York Street is largely vacant, except for the Belfast to 
Larne/Londonderry railway line, which is conveyed in a north/south orientation via Dargan 
Bridge, and Yorkgate Business Park. Phase I of the business park (Galway House) was 
completed in January 2007 and is located within the southern portion of the site, providing 
retail space on the ground floors with office space above. 

12.5.1.2 Northern fringe of Belfast City Centre 

The northern fringe of Belfast City Centre provides a context of mixed land uses. South of 
Great George’s Street (between North Queen Street and York Street) the area is largely 
occupied by two-storey red-brick housing at Lancaster Street, giving way to larger scale 
development fronting onto Frederick Street (i.e. St Kevin’s Hall, Friends Meeting House, 
Northland House) and York Street (i.e. 48 - 52 York Street). 

South of Great George’s Street (between York Street and Nelson Street) the area is largely 
occupied by low key commercial, warehousing and office uses, the largest of which is Philip 
House, fronting onto York Street. This area contains a significant proportion of underutilised 
land in the form of surface level car parking, vacant brownfield land and derelict/dilapidated 
buildings. 

In general, within the northern fringe of Belfast City Centre, existing built development is 
dominated by a mix of residential and commercial properties, becoming progressively more 
built-up away from the York Street junction and closer to the City. Recent developments, such 
as St Anne’s Square (adjacent to St Anne’s Cathedral) provide a mixed-use area of 
restaurants, apartments, hotels and arts venues (The MAC). The Interpoint building has 
recently been demolished and work is on-going at the site as part of the University of Ulster – 
Greater Belfast Development. The Obel Tower is located adjacent to the M3 motorway at 
Donegall Quay, and is currently the tallest residential building in Ireland. It has a mix of 
residential and office properties within it. The Belfast City Council 'Bridges Urban Sports Park' 
is also located adjacent to Dargan Bridge, between Nelson Street and Corporation Street. 

12.5.1.3 Belfast Harbour (Greater Clarendon/Sailortown) 

Existing development in the area to the east of the M2/M3/Nelson Street (south of Dock 
Street) is primarily characterised by pockets of vacant brownfield land, surface level car 
parking and commercial depots. Only a few fragments of the area’s heritage remain, including 
the Harbour Commissioners Office, Sinclair Seaman’s Church and St Joseph’s Chapel. 
Between Corporation Street and Belfast Harbour, Laganside Corporation has restored 
Clarendon Dock and facilitated a process of waterside regeneration in the late 20th Century 
which has led to many businesses relocating to this area. Regeneration in this area is 
continuing with a major mixed-use development at a significant urban regeneration site known 
as 'City Quays' in the Clarendon Dock area of Belfast Harbour proposed. Currently, Phase 1 of 
this development (erection of office building, surface car parking and other associated works 
at vacant land at Clarendon Dock) is undergoing construction. 

Existing development in the area to the east of the M2/Duncrue Street is primarily 
characterised by the Belfast Harbour Major Area of Existing Employment (as defined within 
BMAP). As detailed within the Belfast Harbour – Port Master Plan, the Harbour is the principal 
gateway for Europe and beyond, for imports and exports for Northern Ireland‘s manufacturing 
and construction sectors, and entry point for retail and consumer goods for the Northern 
Ireland market and beyond. It handles over 80% of Northern Ireland‘s petroleum and oil 
imports and is Northern Ireland’s principal passenger ferry port with 1.3 million ferry 
passengers, including tourists, using the port’s ferry services each year. It handles over 50% 
of Northern Ireland’s ferry & container traffic and is Northern Ireland’s leading dry bulk port, for 
imports of grain and animal feeds, coal, fertilisers and cement, and exports of scrap metal and 

   
ENVIRONMENTAL STATEMENT (VOLUME 1) 
January 2015 
 

368 
 



 Transport NI — York Street Interchange 

 
aggregates. With reference to the Port Master Plan, this part of the working harbour largely 
caters for dry bulk and break bulk, with passenger services (Roll-on Roll-off) having relocated 
from Ballast Quay to Victoria Terminal 4 (VT4). 

12.5.2 Planning Applications 

Initial research of planning applications was undertaken by providing DOE Planning with a 
buffer zone for searching planning history data within the study area. This data was 
subsequently returned on 17 September 2014 in a non-spatial format and included: 

• Planning reference number; 

• Application type (i.e. full/outline/reserved matters); 

• Application status (i.e. approved/pending); 

• Application received date; 

• Application address; 

• Application proposal; 

• Date of decision (if made); 

• Application category (i.e. minor/intermediate/major); and 

• Irish grid reference (i.e. easting/northing). 

This data was reviewed and those applications likely to be affected by the Proposed Scheme 
(based on the vested footprint of the Proposed Scheme) were investigated further to establish 
site layout, duration of planning permission and specific planning conditions of relevance to 
the Proposed Scheme. This was achieved by researching each planning application via the 
DOE Planning ‘PublicAccess for Planning’ website [online].  

The ‘PublicAccess for Planning’ website contains the details of all planning applications from 
04th August 1973.  Plans, maps, drawings and other documents supporting a planning 
application, such as consultation responses, are however only available for planning 
applications received after 01st June 2010. This confirmed that there are several extant 
planning applications for various forms of development within the study area, at varying stages 
in the planning process.  

Within the confines of the existing junction arrangement, there are no major development 
proposals currently submitted for planning approval. The most recent applications within this 
area are largely limited to advertisement proposals (i.e. 48 and 96 sheet static hoardings, 48 
sheet lightbox hoardings) which have been submitted to either replace or add to the existing 
array of hoardings which line the gyratory system through the existing junction arrangement. 

As the area to the north of Westlink and west of the M2 is the most extensively developed 
within the study area, the majority of development proposals associated with the most recently 
submitted planning applications naturally relate to either extensions of, or modifications to 
buildings (primarily residential) or change of building use (primarily commercial). There are 
also a significant number of advertising and signage applications submitted in this area, 
particularly associated with Cityside Retail Park. 

In the area to the east of M2/M3/Nelson Street (south of Dock Street), the majority of recent 
applications submitted are aimed at complementing the ongoing regeneration of the Greater 
Clarendon area, including major developments such as City Quays and the mixed-use 
development at 101 Corporation Street. To the north of Dock Street, recently submitted 
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applications are typically for the ongoing activities associated with mixed commercial 
operations within Belfast Harbour. 

Within the northern fringe of Belfast City Centre, the variety of development proposals recently 
submitted reflect development potential of this part of Belfast and includes the University of 
Ulster's £250 million Belfast City Campus (currently under construction), which takes in the 
existing campus as well as the York House, Playboard, Metropole House and Interpoint 
Buildings, and a range of social/private housing developments and mixed-use developments, 
the majority of which propose to make use of vacant brownfield land within the study area.  

The variety of applications submitted in the study area include reserved matters, full and 
outline, which have either been approved or pending a decision. Some applications have been 
refused permission, withdrawn by the applicant, or have lapsed their planning permission and 
are therefore are no longer a consideration within this section. It cannot be assumed that the 
land in which an expired application was to be located is currently approved for future 
development, because new applications will have to be submitted for these developments to 
go ahead and would be determined in accordance with the policies contained within the 
‘development plan’ and other material planning considerations. 

Those applications for change of use or extensions or modifications to existing properties have 
also not been considered further, unless the application is directly affected by the Proposed 
Scheme. 

12.5.3 Development Land 

With reference to the Plan Area District Proposals for Belfast (as contained within BMAP 
Volume 2), designations, policies, proposals and zonings for individual locations within Belfast 
City are categorised into the following areas (all of which fall within the study area): 

• Belfast City Centre; 

• Belfast Harbour Area; 

• The Arterial Routes; and 

• Outer Belfast City (North Belfast). 

The study area is essentially located on the northern fringe of the designated City Centre 
(CC), the south-eastern fringe of North Belfast (NB), the south-western fringe of the Belfast 
Harbour Area (BHA), with the York Street/York Road/Shore Road Arterial Route (AR) passing 
through in a north/south orientation. Hence, there are a variety of zonings/designations 
contained therein, as shown on Figure 12.2. 

12.5.3.1 Belfast City Centre 

Central to the Belfast City Strategy, is the important role that Belfast City Centre must play in 
helping to achieve the Strategic Vision for the whole City of Belfast, which in summary is its 
promotion as the regional capital and major focus for a wide range of development 
opportunities. 

In recognition of the context accordingly set by this role and the corresponding context set by 
the RDS, this strategy has been formulated to meet desired outcomes and set within a 
conceptual Spatial Framework for the City Centre. These desired outcomes represent the 
aspiration for the City Centre that planning can influence, and to which the Plan provides a 
vital input. 

The Plan seeks to assist achievement of these outcomes and to reflect this Spatial Framework 
through the combination of a range of Planning Actions, some of which are pertinent to the 
assessment of land use impacts within the study area. 
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12.5.3.1.1 City Centre Boundary 

As shown on Figure 12.2, the City Centre boundary (CC 001) is designated along the outer 
edge of the Westlink, along the northern edge of the existing gyratory system (York Street / 
York Link / Nelson Street / Great George’s Street) and along the northern edge of Clarendon 
Dock. This is designated in order to encompass the traditional concentration of retailing and 
other city centre functions including entertainment, leisure, cultural, civic, residential and office 
uses. The boundary also includes five strategic Development Opportunity Sites, none of which 
are zoned within the study area. 

12.5.3.1.2 Housing Zonings 

The allocation of housing growth potential across the Belfast Metropolitan Urban Area (BMUA) 
has been informed by the Spatial Framework Guidance in the RDS. BMAP has zoned and 
designated approximately 315ha of land for housing within the BMUA for the Plan period, 
including sites for social housing.  

As shown on Figure 12.2, the following zoned housing areas are located within the Belfast City 
Centre portion of the study area: 

• CC 02/10 - a 1.62ha committed housing site (which has been built upon) at North Queen 
Street and Clifton Street; 

• CC 04/02 - a 0.34ha site for social housing at Nelson Street, Great George’s Street and 
Little York Street (currently with extant planning permission for a residential development 
to include social and private housing); and 

• CC 04/05 - a 0.39ha site for social housing at Frederick Street Car Park (currently with 
extant planning permission for a non-residential development). 

It is worth noting that there are no key site requirements for any of these zoned sites. 

A number of protected city centre housing areas on the fringe of the City Centre area are also 
located within the immediate study area. As shown on Figure 12.2, these include: 

• CC 21/12 (Clifton); and 

• CC 21/13 (Lancaster). 

In line with Policy HOU 4 in Part 3, Volume 1 of BMAP, DOE Planning will resist the spread of 
commercial uses into these areas, which have a useful longer-term residential life. These 
areas provide a valuable housing stock and are homes for established communities which 
contribute to the variety and vitality of life in the City Centre. As such, planning permission 
(under the Planning (Northern Ireland) Order 1991) will not be granted for any development 
that results in a change of use from housing within these designated Protected City Centre 
Housing Areas. 

12.5.3.2 Belfast Harbour Area 

For the purposes of the Plan, Belfast Harbour Area comprises Belfast Port, an area of some 
1,565ha on the site of the former Harland and Wolff Shipyard lands on Queen’s Island (Titanic 
Quarter), Duncrue Industrial Estate, the North Foreshore, and The George Best Belfast City 
Airport. 

Belfast Harbour Area has a critical role to play in realising the RDS strategic vision for Belfast 
City, both in its promotion as the regional capital and a focus for employment opportunities. It 
also provides a high quality gateway to Northern Ireland.  

   
ENVIRONMENTAL STATEMENT (VOLUME 1) 
January 2015 
 

371 
 



 Transport NI — York Street Interchange 

 
The strategic economic importance of the Port of Belfast is specifically recognised. The DOE 
will exercise its development management functions to facilitate appropriate economic 
development. 

The Plan seeks to assist achievement of these outcomes and to reflect this Spatial Framework 
through the combination of a range of Planning Actions, some of which are pertinent to the 
assessment of land use impacts within the study area. 

12.5.3.2.1 Major Area of Existing Employment/Industry 

The RDS, in setting out a spatial framework for the location of employment growth within the 
BMA and its hinterland, seeks to create a thriving Metropolitan Area centred on a revitalised 
City of Belfast. In particular, it seeks to enhance the employment potential of the City Centre, 
Laganside and the Harbour Estate, and identifies strategic locations for employment growth 
around the North and West Belfast regeneration axis. 

As shown on Figure 12.2, Belfast Harbour Area (BHA 06) has been designated as a major 
area of existing employment.  

12.5.3.3 The Arterial Routes 

Arterial Routes, the main radial roads which connect Belfast City Centre to the surrounding 
suburban residential areas, have historically functioned, not only as principal transportation 
corridors, but also as retail and service centres providing important social, commercial, 
shopping and leisure functions for the communities which live along the routes. 

The Strategy formulated for Arterial Routes is intended to reflect the RDS drive to enhance 
Belfast City and reduce the need to travel by car. It is also intended to assist in the promotion 
of urban renewal throughout the City, which is of fundamental importance to the overall Belfast 
City Strategy. 

Arterial Routes have an important role to play, not only in portraying local identity, while 
making a significant contribution to the overall physical appearance of the city, but also 
encouraging regeneration-based housing within the urban footprint closely integrated with 
existing and improved local services and facilities such as local shopping provision. 

As shown on Figure 12.2, York Street / York Road / Shore Road has been designated as an 
Arterial Route (AR 01/01). In essence, DOE wishes to encourage restoration of the built 
frontage along such arterial routes through the development of vacant gap sites. Pertinent to 
development of the Proposed Scheme, in general terms, such routes should be clearly 
identifiable with a distinctive image, which responds to their particular contextual 
characteristics. 

12.5.3.4 Outer Belfast City (North Belfast) 

The Outer Belfast City Strategy is founded on the Strategic Vision and Framework for the 
whole City and also has regard to its overall background and framework and RDS context. 
The Plan Proposals which follow are those which, together with the corresponding Plan 
Proposals specific to the City Centre, Belfast Harbour Area and Arterial Routes, seek to 
achieve this overall Strategic Vision. 

12.5.3.4.1 Housing Zonings 

As shown on Figure 12.2, the following zoned housing areas are located within the Outer 
Belfast City (North Belfast) portion of the study area: 

• NB 02/08 - a 0.31ha committed housing site (which has been built upon) at Victoria 
Parade and North Queen Street; and 

   
ENVIRONMENTAL STATEMENT (VOLUME 1) 
January 2015 
 

372 
 



 Transport NI — York Street Interchange 

 
• NB 02/23 - a 0.83ha committed housing site (which has been built upon) at Hillman Court, 

Hillman Close, Spamount Street, Hillman Street and North Queen Street. 

12.5.3.4.2 District Centres 

Outside of the City Centre, existing district centres play an important role in providing 
shoppers with convenience and choice. These centres however co-exist with the City Centre 
and should fulfil a complementary role. It is recognised however, that the City Centre is under-
performing as a Regional Centre, with many out-of-town centres over-trading, and 
subsequently attracting trade away from the City Centre. In order to redress this imbalance, 
boundaries are delineated for all of the District Centres. 

As shown on Figure 12.2, on the south-eastern periphery of North Belfast, a District Centre for 
retailing (BT 010/6) has been designated at Cityside (Yorkgate). The main Arterial Routes 
leading into Belfast City Centre are characterised by linear neighbourhood shopping areas. 
The Plan seeks to strengthen the role of these traditional local shopping areas. 

12.5.3.4.3 Major Area of Existing Employment 

As shown on Figure 12.2, York Road including Jennymount Business Park (BT 005/07) has 
been designated as a major area of existing employment.  

12.5.4 Community Land 

There are four areas of community land (public open space / other recreational areas) located 
in close proximity to the existing junction arrangement. As shown on Figure 14.1, these are: 

• Bridges Urban Sports Park;  

• Lancaster Street Community Garden; 

• New Lodge Playground; and 

• North Queen Street Playcentre. 

The Bridges Urban Sports Park is a Belfast City Council facility located immediately under the 
Dargan Rail Bridge within a wedge of land at the junction of Little Patrick Street and 
Corporation Street. The park provides facilities for skateboarding, in-line skating, Parkour and 
BMXing. 

Lancaster Street Community Garden is also a Belfast City Council facility which is an open 
community space located at the end of Lancaster Street (close to York Street). It includes a 
mix of hardstanding, landscaped garden and planting. 

New Lodge playground and North Queen Street Playcentre are also Belfast City Council 
facilities. The former is located within a parcel of land between the Westlink and Victoria 
Parade, and the latter located at the junction of North Queen Street with Henry Street. Both 
have recently been refurbished as part of the Council’s Investment Programme 2012-2015 
and include football/basketball courts, slides, swings, climbing frames, etc. 

There are no community woodlands or TPOs within the study area. The only areas of 
woodland are parcels of maturing amenity planting, associated with the existing road network, 
most of which can be found from York Link, extending along the western M2 embankment, 
through to Dock Street and along the M2 eastern embankment through to the Duncrue Street 
offslip. Small parcels of amenity woodland can also be found adjacent to the M3 onslip 
embankment at Nelson Street, and adjacent to the Westlink southbound and northbound 
carriageway embankments. 
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12.5.5 Waterway Restoration Schemes 

The Lagan Canal connected Belfast (at Stranmillis) to Lough Neagh, however currently is in a 
state of partial disrepair, partial abandonment and partial restoration. Proposals for full 
restoration are currently being considered, after the establishment of the Lagan Canal Trust 
(LCT) and the Lagan Corridor Project, following a report commissioned by various agencies, 
including Belfast, Castlereagh, Craigavon and Lisburn Councils, the Department of Culture, 
Arts & Leisure (DCAL), the Inland Waterways Association of Ireland, and the Ulster 
Waterways Group.  

The Project (also known as the Lagan Gateway project) aims to rejuvenate the Lagan Canal 
within the Belfast area. Subject to funding, it is proposed that approximately 17km of the 
Lagan Navigation, from Belfast to Lisburn, would be re-opened. The first phase of the project 
would involve replacing and restoring the Lagan’s locks and channel between Lagan Weir and 
Edenderry. This will include provision of a new lock at Queen’s Quay, bypassing Lagan Weir, 
which in so doing, would conserve a vital part of our industrial heritage and open up a 
development corridor, with unprecedented opportunities for tourism, boating and waterside 
activity, with scope for further regeneration as far as Lough Neagh, and beyond. 

12.6 Predicted Impacts  

12.6.1 Operation 

12.6.1.1 Demolition of Private Property and associated Landtake 

As noted within Sub-section 12.5.1, there is little built development within the confines of the 
existing junction arrangement, thus the number of demolitions required to accommodate the 
Proposed Scheme would be low. Nevertheless, due to the complexity of providing grade-
separation and attempting to achieve minimum DMRB standards for highway design, there 
would inevitably be cases where properties would be at risk of demolition. 

For the purposes of assessment, the description of properties is of necessity generalised and 
in no way attempts to imply property capital value or rating. This issue would be considered in 
an independent valuation undertaken by Land & Property Services (LPS) and compensation 
would be made in accordance with the statutory requirements for land and property acquired 
by compulsory purchase under the Vesting Order for this scheme.  

A schedule of properties at risk of demolition consisting of Plot Number, Property Type, 
Property Description, Location, Property Importance, and Predicted Impact has been prepared 
and detailed in Table 12.5. This information is also illustrated in Figure 12.1.  

The demolition of any property is assessed as being a ‘Major’ impact; though the significance 
of effect is dependent upon a combination of the property’s importance (determined by current 
usage and type) and magnitude of impact. 
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Table 12.5: Schedule of properties at risk of demolition and associated landtake 

Plot 
No. 

Property Type & 
Description Location Property 

Importance Predicted Impact 

D1 

Government 

(Office, Stores / 
Outbuildings, 

Hardstanding & Car 
Parking) 

Driver & Vehicle 
Agency (DVA), Road 
Transport Licensing 

Division 

148 - 158 
Corporation 

Street 
High 

Property would be lost in its entirety to 
accommodate the link between M2 and 
Westlink (Link 2), a services/utilities 
corridor aligned to the west and east of 
this link, and a private access off Nelson 
Street which would serve residual lands 
within and beyond the curtilage of this 
property (Link 39). 

D2 

Government 

(Office, Storage Area, 
Hardstanding & Car 

Parking) 

Transport NI – Eastern 
Division Section Office 

148 - 158 
Corporation 

Street 
High 

Property would be lost in its entirety to 
accommodate the link between M2 and 
Westlink (Link 2), and a services/utilities 
corridor aligned to the east of this link, 
and a private access off Nelson Street 
which would serve residual lands within 
and beyond the curtilage of this property 
(Link 39). 

D3 

Commercial 

(Offices) 

Focus Security 
Solutions (ground floor) 
/ Office Accommodation 
- vacant (second floor) 

130 - 132 
Corporation 

Street 
High 

Property would be lost in its entirety to 
accommodate the link between M2 and 
Westlink (Link 2). 

D4 

Commercial 

(Mechanics Workshop 
& Hardstanding) 

Jack Kirk Automobile 
Engineer 

26 
Shipbuoy 

Street 
High 

Property would be lost in its entirety to 
accommodate the link between M3 and 
Westlink (Link 4) and the private access 
lane to the pumping station for the 
scheme (Link 38). 

 

With reference to Table 12.5, and Figure 12.1, two government and two commercial properties 
would be at risk of demolition in order to accommodate permanent elements of the Proposed 
Scheme.  The majority of properties that would be affected (D1, D2 & D3) are located between 
Nelson Street and Corporation Street and would be lost in their entirety to accommodate the 
alignment of Link 2 (M2 to Westlink). Properties D1 & D2 would also potentially be affected by 
the private access off Nelson Street, which would serve residual lands within and beyond the 
curtilage of these properties, however the proposed arrangement of this lane is indicative and 
would ultimately be determined by privately-led development of this site (post scheme 
completion). The arrangement of the private lane has been designed as such to indicate that 
these residual lands would not be sterilised from an access perspective as a result of the 
Proposed Scheme. 

Jack Kirk Automobile Engineer (D4) which is located off Shipbuoy Street, on lands within the 
existing gyratory system (York Street / York Link / Nelson Street / Great George’s Street) 
would be lost in its entirety to accommodate the alignment of Link 4 (M3 to Westlink). This 
property would also potentially be affected by the private access lane to the pumping station 
for the scheme. 

The alignment taken by Links 2 & 4 have largely been determined by the need to avoid 
existing bridge piers under the M3 Lagan Bridge and Dargan Rail Bridge (which cannot be 
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repositioned) whilst also attempting to achieve minimum DMRB standards (i.e. vertical and 
horizontal alignment of the road).  

12.6.1.2 Potential Private Land Loss 

There would also inevitably be cases where although there would be no demolition, properties 
would be affected in terms of private land loss (e.g. hardstanding, surface level car parking, 
vacant brownfield land, etc.), to accommodate the Proposed Scheme. Amenity planting 
associated with the existing road network is not considered in the assessment of private land 
loss, as it is an integral part of the road network for softening and screening. The impact upon 
such amenity planting is instead considered within Chapter 10 (Ecology & Nature 
Conservation) and Chapter 11 (Landscape & Visual Effects). 

For the purposes of assessment, the description of affected private land is of necessity 
generalised, and for those properties that would be subject to a Compulsory Purchase Order 
(‘Vesting Order’), in no way does it attempt to imply land value or rating. As noted earlier, this 
issue would be considered in an independent valuation undertaken by LPS and compensation 
would be made in accordance with the statutory requirements for land acquired by compulsory 
purchase for the Proposed Scheme.  

Even though each plot detailed in Table 12.6 would be subject to direct private land loss 
impacts, not all land would necessarily be vested by way of a compulsory purchase Order. In a 
number of cases, accommodation works such as access realignments and/or re-grading 
would be completed by agreement with the private landowner, with the affected parcel of land 
remaining in their ownership.  

As noted above, DRD Transport NI currently owns the majority of private land that would be 
affected by the Proposed Scheme. However, this is not prejudicial to the overall assessment, 
as it considers land loss in terms of current usage, as well as ownership. 

A schedule consisting of Plot Number, Land Type/Type of Loss, Location, Predicted Impact, 
Mitigation and Magnitude of Impact (after mitigation) has been prepared and shown in Table 
12.6 below. This information is also illustrated on Figure 12.1.
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Table 12.6: Schedule of plots / properties predicted to experience private land loss only 

Plot No Land Type / Type 
of Loss Location Predicted Impact Mitigation Magnitude 

of Impact 

PL 1 

Weighbridge 
Turning Area 

(Hardstanding) & 
Vehicular Access 

DVA Weighbridge, 
Garmoyle Street 

Minor loss of land from weighbridge turning area 
to accommodate partial realignment of Nelson 
Street (Link 39), severing the existing access 
from Dock Street. 

Vehicular exit onto Nelson Street (Link 36) would 
be unaffected; however the northbound lanes on 
this road would be reduced from two to one. 

Vehicular access from/exit to Garmoyle Street 
(Link 61) would be unaffected. 

Access to the weighbridge turning area can be 
accommodated in the reconfigured Nelson 
Street/Dock Street junction arrangement (Link 
35). 

Suitable accommodation works would, to a 
degree, help reduce the impact of the 
Proposed Scheme on the land lost from this 
site. The ability to achieve all turning 
movements within the site would be 
unaffected. 

Negligible 

PL 2 Vacant Brownfield 
Land 

Between Nelson Street and 
Corporation Street 

(opposite Clarendon Dock) 

Land lost primarily to accommodate the link 
between M2 and Westlink (Link 2) and a 
services/utilities corridor aligned to the east of 
this link, both of which would result in severance 
of this plot. 

A small portion of land would also be lost to 
accommodate the link between Dock Street and 
M3 (Link 6). This would not result in any 
severance, however would result in the loss of 
an advertising hoarding sited within the property 
boundary. 

A new access to severed lands west of Link 2 
would be provided via a private access off 
Nelson Street (Link 39) through adjacent 
residual lands. 

A new access to severed lands east of Link 2 
would be achieved via Corporation Street 
though the configuration/location of this would 
ultimately be determined by future 
development of these residual lands. 

Moderate 

PL 3 Surface Level 
Public Car Park 

Corporation Street Car Park 
(operated by Transport NI), 

under M3 Lagan Bridge 
(between Nelson Street and 

Corporation Street) 

Land lost to accommodate the alignment of the 
pumping station access lane (Link 38), resulting 
in the severance of this plot and the loss of the 
main access to the car park and a significant 
number of parking bays. 

There are currently no proposals to mitigate 
the loss of surface level car parking at this site. Major 

PL 4 Amenity Planting / 
Rough Ground Nelson Street Trade Centre 

Very minor loss of land from northern curtilage of 
this property to accommodate earthworks 
associated with the offslip from M3 to Nelson 
Street (Link 7/12). 

No specific mitigation is proposed. Suitable 
accommodation works would, to a degree, 
help reduce the impact of the Proposed 
Scheme. 

Negligible 
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Plot No Land Type / Type 
of Loss Location Predicted Impact Mitigation Magnitude 

of Impact 

PL 5 

Existing Vehicular 
Access Lane, 

Hardstanding, Car 
Parking, Amenity 
Planting & Vacant 
Brownfield Land 

Yorkgate Business Park 
Galway House, York Street 

Existing vehicular access lane from York Street 
would be severed to accommodate the link that 
would convey traffic from York Street to M2 (Link 
15). The provision of this link would also serve to 
make redundant the existing access (south of 
Galway House) from York Street. 

There would be marginal encroachment into 
vacant brownfield land to accommodate 
localised widening of the M2 to facilitate 
connection of Link 15 to this motorway. 

Hardstanding and brownfield land would also be 
lost to accommodate strengthening works to 
foundations of Dargan Bridge piers within the 
plot. Works would include additional piling and 
extension of existing pilecaps and some 
strengthening of the existing pier heads, causing 
temporary disruption to usage of the plot (i.e. 
loss of car parking spaces whilst the works are 
completed).  

An access (Link 27) would be provided north 
of Galway House directly from York Street, via 
a new signalised junction. This however would 
result in the loss of amenity planting and at 
least four parking bays. It may also require 
alteration to the internal road layout and 
parking bay arrangement within this property. 

No specific mitigation is proposed to alleviate 
the loss of land. Suitable accommodation 
works would, to a degree, help reduce the 
impact of the Proposed Scheme. 

Minor 

PL 6 

Existing Vehicular 
Access, 

Hardstanding, 
Signage, Railings, 
Amenity Planting 

& Car Parking 

Cityside Retail Park, York 
Street 

A new signalised junction arrangement on York 
Street would result in loss of the existing access 
to this site, a Cityside Retail Park roadside sign, 
boundary railings, amenity planting and a 
number of car parking bays. 

An access (Link 28) from the retail park would 
be connected to a new signalised junction. The 
location of this would however require 
modification of the parking bay arrangement 
and internal road layout within the retail park 
area. 

Suitable accommodation works would also, to 
a degree, help reduce the impact of the 
Proposed Scheme. 

Negligible 

PL 7 
Open Space, 

Grassed/Treed 
Area 

Molyneaux Street 

Very minor loss of land from an open space / 
grassed area to the front of 1-9 Molyneaux 
Street to accommodate a new retaining wall 
between Westlink and York Street. This would 
likely result in the loss of some amenity planted 
trees. 

No specific mitigation is proposed to alleviate 
the loss of land. Suitable accommodation 
works would, to a degree, help reduce the 
impact of the Proposed Scheme. 

Negligible 
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Plot No Land Type / Type 
of Loss Location Predicted Impact Mitigation Magnitude 

of Impact 

PL 8 
Park & Ride / 

Surface Level Car 
Parking 

Northside Park & Ride 
(operated by Transport NI), 

located between Nile 
Street, Shipbuoy Street, 

York Street and York Link. 

Majority of site would be lost to accommodate 
the link between M2 and Westlink (Link 2), the 
link between Westlink and M3 (Link 3), the link 
between M3 and Westlink (Link 4), York Street 
overbridge (Link 11) and the pumping station 
and associated private access lane/turning 
heads (Link 38). This would also result in the 
loss of a number of advertising hoardings on this 
site. 

No specific mitigation is proposed to alleviate 
the loss of Northside Park & Ride as part of 
this scheme. The residual parcel of land 
remaining within this plot would however be 
merged with an adjacent residual severed plot 
of land (PL 9) and potentially made available 
to future development. 

Major 

PL 9 Vacant Brownfield 
Land 

Between Nelson Street, 
Great George’s Street, Nile 
Street and Shipbuoy Street  

Majority of site would be lost to accommodate 
the link between M3 and Westlink (Link 4) and 
the pumping station and associated private 
access lane/turning heads (Link 38). This would 
also result in the loss of a number of advertising 
hoardings on this site. 

No specific mitigation is proposed to alleviate 
the loss of land. The residual parcel of land 
remaining within this plot would however be 
merged with an adjacent residual severed plot 
of land (PL 8) and potentially made available 
to future development. 

Major 

PL 10 Surface Level Car 
Parking 

Lancaster Street Pay & 
Display Car Park at the 

junction of York Street and 
Great George’s Street 

Modification to the layout of York Street and left 
turn lane to Great George’s Street would result 
in the severance and stopping-up of the current 
access to this car park. 

A new access to this car park would be 
provided from Great George’s Street, however 
this would require modification to the existing 
layout of parking bays. 

Negligible 

PL 11 Surface Level Car 
Parking 

Great George’s Street Car 
Park between Westlink 

southbound and 
northbound carriageways 

and York Street 

Majority of site would be lost to accommodate 
the link between Westlink and M2 (Link 1), the 
link between M2 and Westlink (Link 2), the link 
between Westlink and M3 (Link 3), the link 
between M3 and Westlink (Link 4) and York 
Street overbridge (Link 11). This would also 
result in the loss of a number of advertising 
hoardings on this site. 

No specific mitigation is proposed to alleviate 
the loss of land. The residual parcel of land 
remaining within this plot would however be 
merged with adjacent residual lands and 
potentially made available to future 
development. 

Major 

PL 12 
Open Space, 

Grassed / Treed 
Area 

New Lodge (between 70-80 
Victoria Parade and the 

Westlink) 

Very minor loss of land from an open space 
grassed area to accommodate widening of 
Westlink in order to provide additional diverge 
capacity to M3. 

No specific mitigation is proposed to alleviate 
the loss of land. Suitable accommodation 
works would, to a degree, help reduce the 
impact of the Proposed Scheme. 

Negligible 
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Plot No Land Type / Type 
of Loss Location Predicted Impact Mitigation Magnitude 

of Impact 

PL 13 Property 
Boundary 

Former PSNI Station, North 
Queen Street 

Very minor loss of land from property boundary 
of former PSNI Station to accommodate 
earthworks associated with the widening of 
North Queen Street Bridge.  

No specific mitigation is proposed to alleviate 
the loss of land. Suitable accommodation 
works would, to a degree, help reduce the 
impact of the Proposed Scheme. 

Negligible 

Note: Mitigation measures described above are considered feasible to provide, however actual measures with scheme implementation are to be agreed with the affected 
landowner as part of the accommodation works and thus may be subject to change.  

As detailed in Table 12.6 and shown on Figure 12.1, 13 plots would be subject to private land loss impacts in order to accommodate various permanent 
elements of the Proposed Scheme.  In terms of magnitude (after mitigation), four plots would experience Major Adverse impacts, one plot would experience a 
Moderate Adverse impact, one plot would experience Minor Adverse impacts and seven plots would experience Negligible impacts.
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12.6.1.3 Potential Effect on Planning Applications 

Again, due to the complexity of providing grade-separation and attempting to achieve 
minimum DMRB standards for highway design (i.e. vertical and horizontal alignments) within 
an urbanised environment, there would inevitably be cases where planning applications would 
be affected, with impacts ranging from complete loss to marginal infringement on a 
development site. The assessment of potential effects on planning applications focuses 
specifically on direct physical impact upon sites, in order to establish whether the scheme 
would preclude or restrict development potential. 

As noted earlier, DOE Planning provided non-spatial planning history data up to 17 September 
2014 for the study area and those applications likely to be affected were investigated further to 
establish site layout, duration of planning permission, and specific planning conditions of 
relevance to the Proposed Scheme. This confirmed that there are several extant planning 
applications for various forms of development within the study area, at varying stages in the 
planning process which would be directly affected by the Proposed Scheme. 

A schedule consisting of Application Reference, Location, Development Proposal, Application 
Type, Decision and Date of Decision, Predicted Impact, Mitigation and Magnitude of Impact 
(with mitigation) has been prepared and shown in Table 12.7 below. This information is also 
illustrated on Figure 12.3. 

There are also a number of applications either directly affected by the Proposed Scheme or in 
close proximity to it, however their planning permission has expired. It cannot be assumed that 
they would necessarily be guaranteed approval in the future (if re-submitted), as they would be 
decided in accordance with policies of the development plan and other material planning 
considerations. Consequently for purposes of assessment, it cannot be assumed that land 
affected by an expired application, is currently approved for future development. However, this 
in no way attempts to imply land value or rating. As noted earlier, this issue would be 
considered in an independent valuation undertaken by LPS and compensation would be made 
in accordance with the statutory requirements for property and land acquired by compulsory 
purchase under the draft Vesting Order for the Proposed Scheme. 

Whilst this assessment takes account of, as far as practicable, future changes in land use due 
to new development which would likely occur in the absence of the Proposed Scheme, 
consideration is also given to the effects of the scheme upon committed developments 
throughout the study area from a visual, noise, air quality and traffic perspective, as detailed 
within the cumulative impacts section of Chapter 18 (Conclusions). This is addressed in the 
respective technical sections throughout this ES.
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Table 12.7: Details of planning applications directly affected by Proposed Scheme 

Application 
Reference Location Development Proposal 

Application Type 

Decision 

Date of Decision 

Predicted Impact Mitigation Magnitude 
of Impact 

Z/2014/1390/A 
Corner of 

Westlink and 
York Street 

1no. lightbox sign (renewal 
of application 

Z/2012/1071/A) 

Advertisement 

Approved 

(04/12/2014) 

Application site would be lost to 
accommodate York Street 

Overbridge (Link 11) 

No specific measures are 
proposed to mitigate the 

loss of the application site. 

Major 
Adverse 

Z/2014/0146/A 

Northside Park & 
Ride (between 

Dargan and 
Lagan bridges) 

1 x 48-sheet display panel 

Advertisement 

Approved 

(03/06/2014) 

Application site would be lost to 
accommodate the link between 

M2 and Westlink (Link 2). 

No specific measures are 
proposed to mitigate the 

loss of the application site. 

Major 
Adverse 

Z/2014/0406/A 
Adjacent to the 
Nelson Street 
onslip to M3 

Retention of existing 1 x 48 
sheet prismatic and 1 x 48 

sheet light box 

Advertisement 

Approved 

(12/05/2014) 

Application site would be lost to 
accommodate the link between 
Dock Street and M3 (Link 6). 

No specific measures are 
proposed to mitigate the 

loss of the application site. 

Major 
Adverse 

Z/2014/1273/A 

20m west of 
Westlink off-

slip/York Street 
junction 

Free standing light-box 

Advertisement 

Approved 

(Pending) 

Application site would be lost to 
accommodate the link between 

Westlink and M2 (Link 1) and the 
link between Westlink and M3 

(Link 3). 

No specific measures are 
proposed to mitigate the 

loss of the application site. 

Major 
Adverse 

Z/2014/0479/O 48-52 York 
Street 

Demolition of existing 
building and construction of 
new 9-storey building with 
retail units at ground floor 

and 8no. storeys of purpose-
built student 

accommodation. 

Outline 

Pending 

The provision of a dedicated cycle 
lane adjacent to the York Street 
northbound carriageway would 
result in the loss of the existing 

layby/on-street parking which it is 
envisaged would continue to 
service the retained existing 
commercial element on the 

ground floor of the development. 

No specific measures are 
proposed to mitigate the 

loss of the layby/on-street 
parking. 

Minor 
Adverse 
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Application 
Reference Location Development Proposal 

Application Type 

Decision 

Date of Decision 

Predicted Impact Mitigation Magnitude 
of Impact 

Z/2013/0615/F 

Former PSNI 
Station   

16 North Queen 
Street 

Demolition of existing 
buildings and development 
of 26no. 2-storey dwellings 
and associated car parking 

and site works. 

Full 

Approved 

(31/03/2014) 

Very minor loss of land from 
property boundary of development 

to accommodate earthworks 
associated with the widening of 

North Queen Street Bridge.  

No specific mitigation is 
proposed to alleviate the 

loss of land. Suitable 
accommodation works 

would, to a degree, help 
reduce the impact of the 

Proposed Scheme. 

Negligible 

Z/2012/0352/O 

Site bounded by 
Little York Street,  
Great George’s 

Street and 
Nelson Street 

Apartment development of 
217 units. 

Outline 

Approved (on 
appeal) 

(22/05/2013) 

Whilst the Proposed Scheme 
would not have a direct impact 

upon the form and massing of this 
development, there is potential for 
works to Great George’s Street to 

affect streetscape landscaping 
proposals. 

Great George’s Street would 
be reduced in width and 

marginally realigned further 
away from this 

development, which in itself 
is a form of mitigation as it 
would increase distance 

from a road with much less 
traffic than is currently 

conveyed and would also 
increase space for 

streetscape improvements. 

Moderate 
Beneficial 

Z/2008/0824/F 

Site bounded by 
Little York Street,  
Great George’s 

Street and 
Nelson Street 

Construction of 238no. 1-
bed and 2-bed apartments 
with 200no. parking spaces 

on ground and first floor 
levels with elevated 
landscaped central 

courtyard. (Amended Plans) 

Full 

Approved 

(14/10/2014) 

Whilst the Proposed Scheme 
would not have a direct impact 

upon the form and massing of this 
development, there is potential for 
works to Great George’s Street to 

affect streetscape landscaping 
proposals. 

Great George’s Street and 
Nelson Street would be 

reduced in width and 
marginally realigned further 

away from this 
development, which in itself 
is a form of mitigation as it 
would increase distance 

from a road with much less 
traffic than is currently 

conveyed and would also 
increase space for 

streetscape improvements. 

Moderate 
Beneficial 
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Application 
Reference Location Development Proposal 

Application Type 

Decision 

Date of Decision 

Predicted Impact Mitigation Magnitude 
of Impact 

Z/2008/1795/F* 

Land adjacent to 
161-165 York 

Street and 
bounded by York 

Street, Dock 
Street and M2 

Motorway 

Erection of 10-storey 
building (retail showroom for 
the sale of bulky goods and 
class B1 office use) along 
with associated site works 
and car parking. (Amended 

Plans) 

Full 

Approved 

(31/08/2010) 

The Proposed Scheme would not 
affect the continued development 

of this site; however the new 
access (Link 27) to Galway House 
would result in the loss of amenity 
planting and at least four parking 

bays, which may be utilised by the 
continued development of this 

site. 

No specific mitigation is 
proposed to alleviate the 

loss of land. Suitable 
accommodation works 

would, to a degree, help 
reduce the impact of the 

Proposed Scheme. 

Negligible 

*In 2005, planning approval for the Yorkgate Business Park was applied for and obtained. At that time, a number of buildings were proposed to increase in height from south to 
north, with Block 1 originally planned as 5 storeys, Block 2 as 9 storeys, Block 3 as 15 storeys, and Block 4 as 19 storeys. The proposed use for the buildings was for retail/office 
space. Following planning approval, construction of the 6-storey Galway House (Block 1) development proceeded, which ensured that planning permission has remained extant 
for the wider site. A revised application for Block 2 as a 10-storey building was granted planning permission in August 2010 as retail/office space; however there are no firm 
plans to proceed to construction with this block or Blocks 3 & 4. Source: Meeting with Bradbury Developments & Mr Ian Price on 05/02/13.

   
ENVIRONMENTAL STATEMENT (VOLUME 1) 
January 2015 
 

384 
 



 Transport NI — York Street Interchange 

 
With reference to Table 12.7, the only development proposals which would be lost in their 
entirety to accommodate the Proposed Scheme, and thus experience a Major Adverse impact, 
are four advertisement applications for light boxes/display panels (Z/2014/1390/A , 
Z/2014/0146/A, Z/2014/0406/A & Z/2014/1273/A). As these do not contribute to the 
development of the area, their loss is not considered particularly significant and post scheme 
construction, it would be expected that there may be scope for similar applications to be 
submitted adjacent to other parts of the road network within the study area; however these 
would not be promoted as part of this scheme. 

Two applications (Z/2012/0352/O and Z/2008/0824/F) would be subject to Moderate Beneficial 
impacts as a result of changes to the layout of Great George’s Street and a significant 
reduction in the volume of traffic that would use this road with scheme implementation. Whilst 
there would be no direct physical impact upon these applications, beneficial amenity impacts 
associated with these changes in terms of air quality, noise, etc. are expected. It is worth 
noting that whilst these applications are independent of each other and currently extant, they 
are for development of the same site. On this basis, they can be construed as one application 
for purposes of assessment. 

The remaining directly affected applications would be either subject to Minor Adverse or 
Negligible impacts. 

As the existing road network would be extensively modified to accommodate the Proposed 
Scheme, indirect impacts would be experienced throughout the wider road network, in terms 
of traffic redistribution and access amendments. With the extensive separation of local and 
strategic traffic and associated freer flowing traffic conditions, it would be expected that this 
would be of benefit to some applications with regards to their transport assessments. There 
would however, be cases where traffic redistribution would cause greater pressure on local 
routes (i.e. Corporation Street, Frederick Street). 

It is worth noting at this stage that as a statutory consultee to DOE Planning, Transport NI has 
been informing a number of applicants that plans are underway to undertake major road 
improvement works in the vicinity of York Street, which would affect local traffic movements in 
the area and that this may/would affect the application site. The proximal applications that 
would experience the greatest effect associated with these changes are those for more 
sizeable developments (i.e. those which require a Transport Assessment) and include some of 
those considered in Table 12.7 above and those listed below: 

• Z/2014/1657/F - Erection of 11-storey building (34.5m high) at 28-30 Great Patrick Street 
comprising a retail unit and coffee shop at ground floor level, 529no. managed student 
accommodation (with communal living rooms kitchen).  The proposal also includes an 
associated reception/office facility, other ancillary accommodation, landscaped courtyard, 
plant and storage areas, car parking and cycle provision (Pending); 

• Z/2010/1006/O – City Quays Masterplan: proposed major mixed use development 
comprising offices; small scale retail and retail services; cafes/restaurants; a hotel; 
residential development and associated amenity space; basement, multi storey and 
surface level car parking; open space, service areas and related infrastructure 
improvements (Approved); 

• Z/2013/1508/F – City Quays (Phase 2) 9-storey office block with coffee shop at ground 
floor, surface car park, landscaping and other associated works at vacant land and car 
parking at the corner of Corporation Square and Donegall Quay (Approved); 

• Z/2013/0325/F – City Quays (Phase 1) erection of office building, surface car parking and 
other associated works at vacant land at Clarendon Dock (currently under construction); 
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• Z/2012/1034/F – Mixed-use regeneration scheme comprising 487no. space multi-storey 

car park, 707 square metre retail unit, landscaping and development of loading bay and 
signalised pedestrian crossing on Frederick Street (Approved); 

• Z/2012/0361/F & Z/2013/1122/F – New University of Ulster Campus in the City Centre at 
Interpoint, York Street (currently under construction); 

• Z/2010/0949/F – Erection of a mixed-use building comprising of a gallery at ground floor, 
39no. apartments above, and associated car parking at 101 Corporation Street 
(Approved); 

• Z/2008/2321/F – Erection of mixed-use development to include 3no. retail units, 12no. 
offices, 161no. apartments and car parking at 28-30 Great Patrick Street (Approved);  

• Z/2008/2396/F – Construction of basement car park, 250-bed hotel including bar, 
conference facilities and ancillary accommodation and demolition of 2-storey structure and 
multi-deck car park at 21-29 Corporation Street (Approved); and 

• Z/2007/2672/F – Demolition of existing retail unit and construction of 11-storey mixed-use 
development comprising of 50no. apartments, ground floor retail and parking, first floor 
retail and basement parking at 37-41 Little Patrick Street (Approved). 

Consultation with DOE Planning has confirmed that there is considerable uncertainty over 
both short-term and longer term traffic flows due to the conflicting nature of proposed 
developments, the ongoing sustainable transport initiatives within the city, and the effects of 
an already heavily trafficked and constrained wider network during peak periods. 

As listed above, it is recognised that there is potential for significant developments in and 
around the area, although it is difficult to be absolutely sure if and when some of these 
developments will actually commence (if at all), the construction period, and the final opening 
date. It is also necessary to take into account current operating conditions on the existing road 
network, parts of which are already subject to capacity issues and may struggle to 
accommodate additional traffic. 

As part of the sustainable transport initiatives, the Park & Ride/Share car parks around the city 
appear to be attracting a high number of users.  In addition, the Rapid Transit System is 
expected to significantly reduce car-based trips into the City Centre in future years. As such, 
the combined effects of the above are therefore difficult to predict with any degree of certainty. 
On this basis, it has been agreed with Transport NI to reflect this degree of uncertainty by 
testing the Proposed Scheme against a range of traffic forecasts, one of which is a ‘High 
Demand’ traffic growth scenario which could better reflect the potential increase in demand if 
the proposed developments are realised. 

12.6.1.4 Potential Loss of Development Land 

With reference to the Plan Area District Proposals for Belfast (as shown on Figure 12.2), no 
designations, policies, proposals or zonings for development land within Belfast City Centre, 
Belfast Harbour Area, or Outer Belfast City (North Belfast) would be adversely affected by the 
Proposed Scheme.  As noted within Sub-section 12.3, the BMAP Manager from DOE Planning 
confirmed that they have no concerns regarding potential implications associated with the 
Proposed Scheme on proposals within BMAP. Even though the Proposed Scheme would cut 
through an area of land zoned in the Plan as ‘Existing Employment’, between Corporation 
Street and Nelson Street, this is not deemed to be a constraint to the scheme or to the overall 
plan zoning. 
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As shown on Figure 12.2, land that would be affected by the majority of links has been left un-
zoned as ‘white land’. This is land which is deemed suitable for development but not zoned for 
a specific purpose, and which may be suitable for a range of uses. It provides a development 
land reserve, which can be zoned later as required and as infrastructure becomes available. 

As noted in Sub-Section 12.6.1.3, three applications (Z/2012/0352/O, Z/2011/0737/O & 
Z/2008/0824/F) would be subject to Moderate Beneficial impacts as a result of changes to the 
layout of Great George’s Street and a significant reduction in the volume of traffic that would 
use this road with scheme implementation. As shown on Figure 12.2, 0.34ha of this land has 
been zoned for social housing (CC 04/02) and would be subject to the same beneficial 
amenity impacts as those previously described. 

As also shown on Figure 12.2, a large proportion of the land between Great George’s Street, 
North Queen Street, Frederick Street and York Street is designated as a ‘Protected City 
Centre Housing Area’ (CC 21/13). There would be very minor modification to the existing 
Great George’s Street/Thomas Street junction, however the impact upon this designated area 
would be negligible. 

Cityside Retail Park on York Street is zoned as retail District Centre (BT 010/6) for the North of 
Belfast. As noted in Sub-Section 12.6.1.2, a new signalised junction arrangement on York 
Street would result in loss of the existing access to this site, a Cityside Retail Park roadside 
sign, boundary railings, amenity planting and a number of car parking bays. The impact would 
however be negligible, as the retail park would be connected to a new signalised junction and 
the Proposed Scheme would not inhibit the potential for strengthening the role of these 
traditional local shopping areas. 

The Proposed Scheme would directly affect Arterial Route (AR 01/01) along York Street 
between the existing gyratory system (York Link) and Brougham Street/Dock Street (Figure 
12.2). The impact would however be negligible as modification to this section of York Street 
would be minimal with the Proposed Scheme, thus unlikely to discourage restoration of the 
built frontage through the development of vacant gap sites. The issue of such routes being 
clearly identifiable with a distinctive image, which responds to their particular contextual 
characteristics, is dealt with within Chapter 11 (Landscape & Visual Effects). 

As shown on Figure 12.2, the Proposed Scheme would directly encroach into the Belfast 
Harbour Area, which has been designated as a major area of existing employment/industry. 
As noted earlier in the assessment of properties at risk of demolition and private land loss, the 
Proposed Scheme would result in the loss of active commercial properties. This would also 
result in loss of land which may possibly impact upon the future viability of these properties as 
employment locations. Nevertheless, as noted above, DOE Planning confirmed that they have 
no concerns regarding the loss of land from this area. 

12.6.1.5 Potential Loss of Community Land  

With reference to Sub-section 12.5.4, there are four areas of community land (public open 
space / other recreational areas) located in close proximity to the existing junction 
arrangement. As shown on Figure 14.1, these are: 

• Bridges Urban Sports Park;  

• Lancaster Street Community Garden; 

• New Lodge Playground; and 

• North Queen Street Playcentre. 
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Even though the above facilities would be located in close proximity to the Proposed Scheme 
(particularly Bridges Urban Sports Park and New Lodge Playground), they would not be 
subject to direct impacts. 

Bridges Urban Sports Park is located immediately under the Dargan Rail Bridge, however 
there would be no modification to the existing road layout in this area; as such, no direct 
impact is expected.  

The existing road network adjacent to New Lodge Playground would however be modified. As 
detailed in Table 12.6, very minor loss of land is expected from an open space grassed area 
(PL 12) immediately adjacent to the playground to accommodate online widening of the 
Westlink and North Queen Street Bridge on its northern side. Suitable accommodation works 
would, to a degree, help reduce the impact of the Proposed Scheme; however no land is 
required from the playground area itself. 

12.6.1.6 Potential Loss of Woodland Areas 

Some pockets of maturing amenity woodland planting associated with the existing road 
network would be lost, though this has little bearing on the assessment of land use impacts. 
As noted earlier, amenity planting associated with the existing road network is not considered 
in the assessment of private land loss, as it is an integral part of the road network for softening 
and screening. The impact upon such amenity planting is instead considered within Chapter 
10 (Ecology & Nature Conservation) and Chapter 11 (Landscape & Visual Effects) of this ES. 

It is confidently assumed at this stage that no TPOs would be directly affected by the Scheme. 

12.6.1.7 Effects on restoration proposals for abandoned waterways 

As there would be no modification to the M3 Lagan Bridge or Dargan Rail Bridge over the 
Belfast Harbour Area, there would be no direct impact upon the proposal to re-open the Lagan 
Navigation and open-up the Lagan Corridor between Belfast and Lough Neagh. 

12.6.2 Construction 

The assessment of construction-related land use impacts associated with the Proposed 
Scheme focuses on loss of property or land specifically as a result of temporary works. This 
essentially includes any areas of temporary landtake required for works such as 
services/utilities diversions, drainage, compounds/storage areas, and temporary traffic 
management. 

DRD Transport NI currently owns the majority of private land that would be affected by the 
Proposed Scheme; therefore there is significant scope for temporary landtake to occur, as 
large areas of land could be made available to the appointed contractor beyond the permanent 
landtake boundary required for the Proposed Scheme. The indicative extent of land that would 
be made available is shown on Figure 12.4. Whilst there are areas in which contractor activity 
would be restricted/limited (i.e. Dargan Rail Bridge, M3 Lagan Bridge) and the public road 
network must remain functional within the zone (though temporary diversions/road closures 
may be implemented), it is assumed that any area within the lands made available may be 
subject to temporary losses/disruption to current usage during the construction phase. 

12.6.2.1.1 Temporary Traffic Management 

A major consideration in the design development has been the requirement to minimise 
(where feasible) disruption to the road network during construction. Thus buildability and 
temporary traffic management requirements associated with the Proposed Scheme have been 
considered in detail.  
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To manage traffic movements through the site, whilst constructing permanent elements of the 
Proposed Scheme (i.e. bridges, bridge widening, culverts, underpasses, widening of roads, 
lane reconfigurations, etc.) construction of temporary roads, reconfiguration of existing road 
lane layouts, and construction of temporary signalised junctions would be necessary. 

Over the course of the construction phase, as different elements of works are undertaken, 
there would also be significant variation in the spatial extent of the temporary road layouts, 
lane reconfigurations, signalised junctions, etc. required to convey traffic through the site. 
Hence, the phased temporary traffic management measures would likely utilise a significant 
proportion of the lands made available (as illustrated on Figure 12.4). 

As detailed in Sub-Section 12.6.1.1, four properties would be demolished to accommodate 
permanent elements associated with the Proposed Scheme. In addition to this, two properties 
would also be demolished due to the phased construction works, as detailed in Table 12.8 and 
shown on Figure 12.1.  

Table 12.8: Schedule of properties at risk of demolition to accommodate temporary traffic 
management measures. 

Plot 
No. 

Property Type & 
Description Location Property 

Importance Predicted Impact 

D5 

Commercial 

Vacant Office Unit in 
use for advertising 

hoardings (currently for 
sale) 

151 – 153 
York Street Low 

Property would be lost in its entirety to 
accommodate the temporary partial 
realignment of York Street and a major 
signalised junction which is required to 
facilitate through movements along this 
route whilst York Street overbridge is 
constructed. 

D6 Community 

The Pathways Project 

141 - 149 
York Street High 

Property would be lost in its entirety to 
accommodate the temporary 
realignment of York Street and a major 
signalised junction which is required to 
facilitate through movements along this 
route whilst York Street overbridge is 
constructed. 

 

Essentially, the complexity of constructing the grade-separated interchange would in turn 
create complexities in managing the flow of traffic through the study area. This would require a 
phased approach to traffic management. In order to maintain a functional public road network, 
two properties (D5 & D6) would be affected at the junction of York Street and Great George’s 
Street. They would be lost in their entirety to accommodate the temporary partial realignment 
of York Street and major signalised junction which is required to facilitate through movements 
along this route whilst York Street overbridge is constructed. 

As noted previously, the demolition of any property is assessed as being a ‘Major’ impact; 
though the significance of effect is dependent upon a combination of the property’s importance 
(determined by current usage and type) and magnitude of impact. 

Due to the construction works, it is also likely that new buildings would be erected to 
accommodate plant and materials. The siting of these would be determined by the appointed 
contractor within the lands made available for the scheme. These would be removed upon 
scheme completion. 
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Traffic Management is also likely to result in the greatest amount of temporary private land 
loss during the construction phase. The variation in the spatial extent of the temporary road 
layouts, lane reconfigurations, signalised junctions, etc. would be particularly land-hungry and 
have a significant impact upon the schedule of plots/properties predicted to experience private 
land loss detailed in Sub-section 12.6.1.2. In addition to this, an area of private land beyond 
the permanent land take area would also be affected by temporary traffic management 
measures, as detailed in Table 12.9 below.  

Table 12.9: Schedule of plots/properties predicted to experience private land loss only to 
accommodate temporary traffic management measures 

Plot 
No. 

Type of Loss & 
Location Predicted Impact Mitigation 

Magnitude 
of 

Temporary 
Impact 

PL 
14 

Hardstanding 
(private car park 
adjacent to Philip 

House, at the 
junction of Little 
York Street and 
Great George’s 

Street) 

Plot would be lost in its 
entirety to accommodate the 
temporary partial 
realignment of York Street 
and a major signalised 
junction which is required to 
facilitate through movements 
along this route whilst York 
Street overbridge is 
constructed. 

There are currently no 
proposals to mitigate the 
loss of surface level car 
parking at this site; however 
if this land is deemed surplus 
to requirements post scheme 
implementation, it may be 
sold back to the original 
owner at the then market 
value, with scope to reinstate 
to its former use. 

Major 

 

12.6.2.1.2 Services/Utilities Diversions 

The construction of permanent scheme elements listed above, particularly the underpasses for 
the proposed Westlink to M2 (Link 1), M2 to Westlink (Link 2), Westlink to M3 (Link 3) and M3 
to Westlink (Link 4) would lead to existing services within York Street and Nelson Street being 
severed. To accommodate temporary and permanent service diversions, private land loss 
would be expected on a temporary basis, as detailed in Table 12.10 below.  

Table 12.10: Schedule of plots/properties predicted to experience private land loss only to 
accommodate temporary and permanent service diversions 

Plot 
No. 

Type of Loss & 
Location Predicted Impact Mitigation 

Magnitude 
of 

Temporary 
Impact 

PL 
10 

Hardstanding 
(Lancaster Street 
Pay & Display Car 

Park at the 
junction of York 
Street and Great 
George’s Street) 

Plot would be lost in its 
entirety during construction 
to accommodate a 
services/utilities diversion 
and a temporary partial 
realignment of York Street. 

Car park would be reinstated 
upon scheme completion, 
though as noted in Sub-
section 12.6.1.2, a new 
access to this car park would 
be provided from Great 
George’s Street. 

Major 

 

With regards to York Street, several services would require diversion as part of the proposed 
works, to avoid the new diaphragm walls installed as part of these underpasses which would 
be conveyed beneath the new York Street bridge structures. It is proposed to construct a new 
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services culvert through which the diverted services would be routed (potentially temporarily). 
However during the construction phase, this would result in the temporary loss of Lancaster 
Street Pay & Display Car Park at the junction of York Street and Great George’s Street. 

12.6.2.1.3 Road Drainage Measures/Diversions 

As detailed within Chapter 16, a rising main outfall pipeline is proposed which would discharge 
storm-water entering the proposed pumping station wet well. It is proposed to connect this 
outfall to an abandoned combined sewer overflow (CSO) culvert which currently passes 
beneath Gamble Street. In order to achieve this connection, it is proposed to construct a 2m 
diameter conduit (which would accommodate twin rising mains) by using trenchless 
techniques, such as pipe-jacking or micro-tunnelling. The proposed length of the rising mains 
are approximately 450m and would require three separate temporary chambers/structures to 
enable significant changes in direction of the outer conduit to be constructed. 

These temporary chambers/structures and trench excavation would require temporary loss of 
land from two properties, as detailed in Table 12.11 below. 

Table 12.11: Schedule of plots/properties predicted to experience private land loss only to 
accommodate road drainage measures/diversions 

Plot 
No. 

Type of Loss & 
Location Predicted Impact Mitigation 

Magnitude 
of 

Temporary 
Impact 

PL 
15 

Hardstanding 
(Corporation 

Square Pay & 
Display Car Park) 

Partial land loss to 
accommodate temporary 
chambers/structures and 

trench excavation for the 2m 
diameter conduit. 

Car park would be reinstated 
upon scheme completion. Minor 

PL 
16 

Hardstanding 
(private car park 
which serves the 

Royal Mail Sorting 
Office at Tomb 

Street) 

Partial land loss to 
accommodate temporary 
chambers/structures and 

trench excavation for the 2m 
diameter conduit. 

Car park would be reinstated 
upon scheme completion. Minor 

 

At both plots, the temporary loss of land required to accommodate the chambers/structures 
and trench excavation for the 2m diameter conduit would be Minor and unlikely to significantly 
affect the continued usage of these areas over the course of the construction period.  

12.7 Mitigation & Enhancement Measures 

12.7.1 Operation 

To formulate a magnitude of impact, mitigation measures for each affected property/land 
holding have been considered within the assessment of predicted impacts on an individual 
basis. However in general terms, typical measures to mitigate land use impacts associated 
with the Proposed Scheme include: 

• With a greater understanding of underlying ground conditions at the detailed design stage, 
landtake from and inconvenience to affected landowners should be minimised as much as 
feasibly possible; 
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• Whilst the individual mitigation measures described previously are considered feasible to 

provide, actual measures are to be agreed with the affected landowner as part of the 
accommodation works and are thus subject to change. A comprehensive schedule of 
accommodation works and mitigation measures would be developed through dialogue 
with those landowners directly affected by the Proposed Scheme; 

• Temporary access arrangements would be provided as appropriate in consultation with 
landowners to minimise disruption to adjacent land and other activities; and 

• Where land would be lost and subject to compulsory purchase, compensation would be 
made in accordance with the statutory requirements for land acquired under any 
subsequent draft Vesting Order for the Proposed Scheme. 

For those properties which would be subject to demolition and associated landtake, there are 
no specific mitigation proposals other than monetary compensation for the landowner’s loss. 
Compensation following compulsory acquisition of land is based on the principle of 
equivalence; the landowner should be no worse off in financial terms after than before.  
Through landowner/agent negotiation, a LPS District Valuer would determine compensation 
for land lost to the Proposed Scheme, compensation for the injurious affection, devaluation of 
property and compensation for other pertinent issues.  In the event that the District Valuer and 
the landowner and/or his agent are unable to agree the compensation due, the subject of 
compensation can be referred to the Lands Tribunal and it would determine the matter. 

As noted above, for those properties, plots, planning applications, zonations and designations 
which would be subject to loss of land (though continued or future usage would not be 
adversely affected to the extent that the property would be lost or usage precluded), specific 
mitigation proposals have been addressed on an individual basis throughout Sub-section 12.6. 

After the entire scheme opens to traffic, the DRD Transport NI would carry out a review of land 
vested for construction of the new road; if this exceeds the minimum required by the 
Department for the performance of its present and future responsibilities, any surplus land 
may be sold back to the original owner or others at the then market value. Further to this (as 
noted previously), the Department currently owns the majority of private land that would be 
affected by the Proposed Scheme. On this basis, there is significant scope for surplus land to 
be made available for disposal post scheme implementation. 

12.7.2 Construction 

Temporary access arrangements would be provided as appropriate in consultation with 
landowners to minimise disruption to adjacent land and other activities.  

In summary, specifically in relation to impacts on land use during construction, mitigation 
measures would include: 

• As far as practicable, construction compounds would be located in areas that cause least 
disturbance to existing land uses; and 

• All land used for temporary construction works (and outside the area to be developed for 
the road) would be reinstated.  

A Construction Environmental Management Plan (CEMP) shall be prepared in advance of 
construction to mitigate potential impacts and maintain continued access and operation of 
land. It should include: 

• Surveys of existing ground and drainage conditions and reinstatement proposals for any 
land utilised by way of third party agreement during construction; and 
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• Procedures to be adopted in relation to the provision of accommodation works, including a 

programme for provision of same.  

12.8 Residual Effects 

As noted earlier, it is not sufficient to assess the size and probability of potential impacts; their 
significance should also be assessed. The level of significance is to be assigned after 
consideration of any proposed mitigation (i.e. significance is assigned with mitigation in place 
allowing for positive contribution of all mitigation proposed). It is therefore the residual impacts 
associated with the Proposed Scheme that are most reflective of what the overall predicted 
impact would be upon existing land uses during the operational and construction phases. 

12.8.1 Significance of Potential Effects 

12.8.1.1 Demolition of Private Property and associated Landtake 

Table 12.12: Significance of potential effects associated with demolition of property and 
associated landtake 

Plot No. Property Type & Description Importance 
of Attribute 

Magnitude 
of Impact 

Significance 
of Effect 

D1 

Government (Office, Stores / Outbuildings, 
Hardstanding & Car Parking) 

Driver & Vehicle Agency (DVA), Road 
Transport Licensing Division 

High Major 
Very Large 

Adverse 

D2 
Government (Office, Storage Area, 

Hardstanding & Car Parking) 

Transport NI – Eastern Division Section Office 
High Major Very Large 

Adverse 

D3 
Commercial (Offices) 

Focus Security Solutions (ground floor) / Office 
Accommodation - vacant (second floor) 

High Major Very Large 
Adverse 

D4 
Commercial (Mechanics Workshop & 

Hardstanding) 

Jack Kirk Automobile Engineer 
High Major Very Large 

Adverse 

D5 Commercial - Vacant Office Unit in use for 
advertising hoardings (currently for sale) Low Major Large 

Adverse 

D6 
Community 

The Pathways Project 
High Major Very Large 

Adverse 

 

Though a local effect, demolition of any property is considered significant; thus as noted 
earlier, predicted losses are assessed as having a Major Adverse magnitude of impact. 
Therefore, irrespective of property usage, the significance of effect would be at best ‘Large 
Adverse’ for those properties demolished as a result of the Proposed Scheme.  Nevertheless, 
in the context of the areas affected (i.e. Belfast City Centre, Belfast Harbour Area, and Outer 
Belfast City (North Belfast), the overall effect associated with these losses would be of minor 
significance on a city-wide basis. 
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12.8.1.2 Potential Private Land Loss 

Table 12.13: Significance of potential effects associated with private land loss  

Plot No Type of Loss Importance 
of Attribute 

Magnitude of  
Impact 

Significance of 
Effect 

PL 1 Weighbridge Turning Area 
(Hardstanding) & Vehicular Access High Negligible Neutral 

PL 2 Vacant Brownfield Land Low Moderate Moderate 
Adverse 

PL 3 Surface Level Public Car Park Medium Major Very Large 
Adverse 

PL 4 Amenity Planting / Rough Ground Low Negligible Neutral 

PL 5 
Existing Vehicular Access Lane, 

Hardstanding, Car Parking, Amenity 
Planting & Vacant Brownfield Land 

High Minor Moderate 
Adverse 

PL 6 
Existing Vehicular Access, 

Hardstanding, Signage, Railings, 
Amenity Planting & Car Parking 

High Negligible Neutral 

PL 7 Open Space, Grassed/Treed Area Medium Negligible Neutral 

PL 8 Park & Ride / Surface Level Car 
Parking Medium Major Very Large 

Adverse 

PL 9 Vacant Brownfield Land Low Major Large Adverse 

PL 10 Surface Level Car Parking Medium Negligible Neutral 

PL 11 Surface Level Car Parking Medium Major Very Large 
Adverse 

PL 12 Open Space, Grassed / Treed Area Medium Negligible Neutral 

PL 13 Property Boundary Medium Negligible Neutral 

 

For the majority of properties subject to permanent private land loss as a result of the 
Proposed Scheme, the significance of effect would be Neutral as a result of negligible losses 
of land likely to be experienced and that existing uses of these properties would likely remain 
unaffected.   However, with reference to Table 12.13, the significance of effect at three 
properties (PL 3, PL 8 & PL 11) would be Very Large Adverse. This significance of effect 
rating is primarily based on the ‘value’ of the land affected (as Park & Ride / Surface Level Car 
Parking) and the major losses that would be experienced from these plots, resulting in the loss 
of the resource.  

One property (PL 9) would experience Large Adverse effects, with this significance of effect 
rating being primarily based on the ‘value’ of the land affected as vacant brownfield land, and 
the major losses that would be experienced from the plot. Two properties (PL 2 & PL 5) would 
experience Moderate Adverse effects. 
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The adverse effects due to private land loss attributable to the Proposed Scheme would 
however be offset to some degree by the opportunity to combine severed parcels of residual 
lands into larger plots and making these available for potential future development. 

Furthermore, in the context of the areas affected (i.e. Belfast City Centre, Belfast Harbour 
Area, and Outer Belfast City (North Belfast)), the overall effect associated with these losses 
would be of minor significance on a city-wide basis. 

As noted in Sub-section 12.6.2, some parcels of land would be subject to losses during the 
construction phase. In terms of significance, as the usage of these lands would only be 
temporarily affected and it is likely that they would be reinstated to their former use upon 
completion of works, the effect is likely to be negligible in the long-term. 

12.8.1.3 Effects on Planning Applications 

Table 12.14: Significance of potential effects on planning applications  

Application 
Reference Application Type Importance 

of Attribute 
Magnitude of  

Impact 
Significance of 

Effect 

Z/2014/1390/A Advertisement Low Major 
Adverse Large Adverse 

Z/2014/0146/A Advertisement Low Major 
Adverse Large Adverse 

Z/2014/0406/A Advertisement Low Major 
Adverse Large Adverse 

Z/2014/1273/A Advertisement Low Major 
Adverse Large Adverse 

Z/2014/0479/O 

Demolition of existing 
building and construction of 
new 9-storey building with 
retail units at ground floor 

and 8no. storeys of purpose-
built student 

accommodation. 

Medium Minor 
Adverse Slight Adverse 

Z/2013/0615/F 

Demolition of existing 
buildings and development 
of 26no. 2-storey dwellings 
and associated car parking 

and site works. 

High Negligible Neutral 

Z/2012/0352/O Apartment development of 
217 units. High Moderate 

Beneficial 
Large 

Beneficial 

Z/2008/0824/F 

Construction of 238no. 1-bed 
and 2-bed apartments with 
200no. parking spaces on 
ground and first floor levels 
with elevated landscaped 

central courtyard. (Amended 
Plans) 

High Moderate 
Beneficial 

Large 
Beneficial 
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Application 
Reference Application Type Importance 

of Attribute 
Magnitude of  

Impact 
Significance of 

Effect 

Z/2008/1795/F 

Erection of 10-storey building 
(retail showroom for the sale 
of bulky goods and class B1 

office use) along with 
associated site works and 

car parking. (Amended 
Plans) 

High Negligible Neutral 

 

With reference to Table 12.14, for those applications experiencing direct impacts associated 
with the Proposed Scheme, only two development proposals (advertisement applications for 
light boxes/display panels) would be subject to a Large Adverse significance of effect. 
Although the development site for these applications would be lost in their entirety, in terms of 
‘value’, they are considered to be low as they are pending a decision and would not contribute 
positively to the development of the area. As noted previously, it would be expected that there 
may be scope for similar applications to be submitted adjacent to other parts of the road 
network within the study area, which would lessen adversity of effect; however this is not 
promoted as part of this scheme. 

In terms of significance, three applications would be subject to a moderate/large beneficial 
effect as a result of changes to the layout of Great George’s Street and a significant reduction 
in the volume of traffic that would use this road with scheme implementation. Whilst there 
would be no direct physical impact upon these applications, beneficial amenity impacts 
associated with these changes in terms of air quality, noise, etc. are expected.  

The remaining directly affected applications would be either subject to Slight Adverse or 
Neutral effects. 

As the existing road network would be extensively modified to accommodate the Proposed 
Scheme, indirect impacts would be experienced throughout the wider road network, in terms 
of traffic redistribution and access amendments. With the extensive separation of local and 
strategic traffic and associated freer flowing traffic conditions, it is expected that this would 
have a beneficial effect on some applications with regards to their transport assessments. 
There would however, be cases where traffic redistribution would cause greater pressure on 
local routes (i.e. Corporation Street, Frederick Street). 

12.8.1.4 Effects on Development Land 

As no designations, policies, proposals or zonings for development land within Belfast City 
Centre, Belfast Harbour Area or Outer Belfast City (North Belfast) would be adversely affected 
by the Proposed Scheme, the significance of effect is considered to be Neutral.  As noted 
previously, the majority of land that would be affected by the Proposed Scheme has been left 
un-zoned as ‘white land’.  

Even though the Proposed Scheme would cut through an area of land zoned in the Plan as 
‘Existing Employment’, between Corporation Street and Nelson Street, this is not deemed as a 
constraint to the scheme or to the overall plan zoning. 

With reference to Figure 12.5, there are four areas which may be made available to future 
development as part of surplus land disposal. The development of surplus land would however 
be subject to conditions made by the Department (i.e. wayleaves etc. to ensure that various 
utility companies and Transport NI have access for the purposes of maintaining the underlying 
service corridors) and conditions set as part of any planning application (i.e. usage, access, 
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massing etc.) if approved by DOE Planning. The potential development of this land would be a 
significant benefit to the area, as this land would remain to be underutilised until post scheme 
completion. 

12.8.1.5 Effects on Community Land 

As no areas of community land would be directly affected, the significance of effect would be 
Neutral.  

12.8.1.6 Effects on restoration proposals for abandoned waterways 

As there would be no modification to the M3 Lagan Bridge or Dargan Rail Bridge over the 
Belfast Harbour Area, there would be no direct impact upon the proposal to re-open the Lagan 
Navigation and open-up the Lagan Corridor between Belfast and Lough Neagh. Therefore, the 
significance of effect would be Neutral. 

There are no other waterway restoration proposals within the study area. 

12.9 Summary & Conclusions 

A total of six properties (two government, three commercial and one community) would be 
demolished (including associated landtake). Four of these would be lost to accommodate 
permanent elements associated with the Proposed Scheme, and two properties would be lost 
as a result of phased construction works. Although the loss of property is a local impact, the 
effect is considered significant. Therefore, irrespective of property usage, the significance of 
effect would be at best Large Adverse. 

A total of thirteen plots would be subject to private land loss impacts in order to accommodate 
various permanent elements of the Proposed Scheme. Furthermore, it is expected that three 
plots would also be subject to private land loss impacts as a result of temporary works during 
the construction phase. For the majority of properties affected, the significance of effect would 
be Neutral as a result of either negligible losses or minimal disruption to continued usage of 
these lands. However, adverse effects associated with private land loss would be experienced 
with this scheme, though offset to some degree by the opportunity to combine severed parcels 
of residual lands into larger plots and making these available for potential future development. 

Only four planning applications would be lost in their entirety to accommodate the Proposed 
Scheme, however as advertisement applications, these are of low value and do not contribute 
positively to the development of the area. Three applications would be subject to a 
moderate/large beneficial effect as a result of changes to the layout of Great George’s Street 
and a significant reduction in the volume of traffic that would use this road with scheme 
implementation and the remaining directly affected applications would be subject to either 
Slight Adverse or Neutral effects. 

As no areas of community land or designations, policies, proposals or zonings for 
development land within Belfast City Centre, Belfast Harbour Area or Outer Belfast City (North 
Belfast) would be adversely affected by the Proposed Scheme, the significance of effect is 
therefore considered to be Neutral. With reference to Figure 12.5, there are four areas which 
may be made available to future development as part of surplus land disposal. The potential 
development of this land would be a significant benefit to the area, as this land would remain 
to be underutilised until post scheme completion. 

As there would be no modification to the M3 Lagan Bridge or Dargan Rail Bridge over the 
Belfast Harbour Area, there would be no direct impact upon the proposal to re-open the Lagan 
Navigation and open-up the Lagan Corridor between Belfast and Lough Neagh. Therefore the 
significance of effect would be Neutral.
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13. NOISE & VIBRATION 

13.1 Introduction   

Sources of noise from traffic can be separated into two components. The first is generated by 
the engine exhaust system and transmission, and is the dominant source when traffic is not 
free flowing, particularly from Heavy Duty Vehicles (HDVs) which contribute a significant 
proportion of low frequency noise. Noise levels will vary primarily according to engine speed 
rather than vehicle speed. The second noise source component is generated from the 
interaction of tyres with the road surface and is the dominant noise source under free flow 
traffic conditions at moderate to high road speeds, and contributes a significant proportion of 
high frequency noise. Noise levels will vary depending on vehicle speed, the road surface and 
whether the surface is wet or dry. 

The noise from a stream of traffic at a reception point at any one instant is an aggregation of 
noise from each of many vehicles at various distances. Among factors which influence a basic 
traffic noise level are traffic flow, speed, composition (percentage of HDVs), road gradient and 
road surface characteristics.  

Noise annoyance is described by the World Health Organisation (WHO) as ‘a feeling of 
displeasure associated with any agent or condition, known or believed by an individual or 
group to adversely affect them’.  It can affect people in houses, the street, or even during 
recreational activities. A change of 1dB(A) is the smallest that is considered perceptible. This 
is equivalent to a 25% increase or a 20% decrease in traffic flow, assuming other factors 
remain unchanged. This sensitivity to new schemes is an effect that can last for a number of 
years and will vary according to the sensitivity of hearing of the individual.  There are also 
reported correlations between noise exposure and sleep disturbance, which can be significant, 
even at low noise levels. 

Vibration can also occasionally be caused by traffic movement. Vibration is a low frequency 
disturbance producing physical movement in buildings and their occupants. It is the rolling of 
wheels on the road surface when passing over irregularities in the road that causes vibration. 

Vibration is usually measured in terms of Peak Particle Velocities (PPVs) and is the maximum 
speed of movement (measured in mm/s) of a point in the ground during passage of vibration.  
Vibration can be problematic because of: 

• its ability to affect precision tasks (for example in hospitals); and 

• possible building damage, which affects the building and the occupants. 

The Proposed Scheme would have the potential to affect traffic noise levels as experienced by 
sensitive receptors in the vicinity of the interchange, and along other surrounding affected 
roads. 

13.2 Methodology 

The operational traffic noise assessment has been undertaken following the methodology as 
described in the November 2011 version of DMRB 11.3.7 (HD 213/11 – Revision 1). The 
assessment considers both changes in absolute noise levels and the effect on residents in 
terms of annoyance. 

The assessment of permanent noise and vibration impacts considers the following scenarios 
for which traffic data were provided: 

• Baseline Year (2021) Do-Minimum (2021DM): the assumed year of opening, without the 
Proposed Scheme; 
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• Future Assessment Year (2035) Do-Minimum (2035DM): the 15th year after opening, 

without the Proposed Scheme; 

• Baseline Year (2021) Do-Something (2021DS): the assumed year of opening, with the 
Proposed Scheme; and 

• Future Assessment Year (2035) Do-Something (2035DS): the 15th year after opening, with 
the Proposed Scheme. 

Temporary noise and vibration impacts arising from the construction works associated with the 
Proposed Scheme are also considered. 

13.2.1 Study Area 

The procedure for the assessment of noise and vibration impacts from road schemes is split 
into three phases, as set out in the DMRB: 

• ‘Scoping’ to determine whether the project has the potential to cause a change to the 
receiving environment which could result in noise and vibration impacts, and to determine 
the likely extent of any assessment and to identify sensitive receptors; 

• ‘Simple’ assessment of noise and vibration impacts at dwellings and other sensitive 
receptors; and 

• ‘Detailed’ assessment of noise and vibration impacts at dwellings and other sensitive 
receptors.  

Based on the nature of the proposed interchange layout options at Stage 2, which consisted of 
the construction of significant new roads, the assessment has proceeded straight to the 
‘Detailed’ stage.   

At the ‘Detailed’ assessment stage, the study area for the traffic noise impact assessment is 
defined in DMRB 11.3.7 Annex 1, paragraph A1.11 as follows: 

a) the study area includes the Proposed Scheme and all surrounding existing roads that 
are predicted to be subject to a change in traffic noise levels of: 

i. 1dB(A) or more in the short-term (2021DM vs 2021DS); or  

ii. 3dB(A) or more in the long-term (2021DM vs 2035DS), subject to a minimum 
change of 1dB(A) between 2035DM and 2035DS. 

as a result of the Scheme. These road links are defined as ‘affected routes’ and are 
identified by analysis of traffic data which has been prepared as part of the traffic and 
economic assessment of the Proposed Scheme. 

b) the study area for the ‘Detailed’ quantitative assessment of noise impacts comprises a 
corridor 600m either side of the Proposed Scheme and affected routes. 

c) for dwellings and other sensitive receptors (defined in Sub-Section 13.5.1) that are 
within 1km of the Proposed Scheme, but more than 600m from an affected route, a 
qualitative assessment of the noise and vibration impacts is carried out. 

d) for affected routes which are outside the 1km boundary from the Proposed Scheme, 
an assessment is undertaken by estimating the CRTN Basic Noise Level for these 
routes, with and without the Proposed Scheme. A count of the number of dwellings 
and other sensitive receptors within 50m of these links is undertaken. 

   
ENVIRONMENTAL STATEMENT (VOLUME 1) 
January 2015 
 

399 
 



 Transport NI — York Street Interchange 

 
Traffic data was available from the traffic model developed for the operational and economic 
assessment of the Proposed Scheme. The extent of the modelled network was developed to 
include those areas where there was likely to be significant changes in traffic flows. Therefore, 
traffic flows on the road network outside of the modelled area are unlikely to change 
significantly.  

Guidance contained in DMRB 11.3.7, Annex 1, paragraph A1.12 states that: 

“In determining the study area, consultation with traffic engineers will be required to determine 
the traffic model extent. In some circumstances, this may result in a reduced study area to that 
outlined in A1.11.”  

Consequently, the detailed study area has been defined as a 400m buffer of the Proposed 
Scheme and is shown on Figure 13.1, along with sensitive receptors within this area. No 
affected routes outside of the Proposed Scheme have been identified. Hence, the detailed 
study area comprises a 400m buffer around the Scheme design. 

13.2.2 Ambient Noise Monitoring 

Ambient noise levels were monitored at six locations. 

• Location M1 -  representative of the closest residential property to Westlink/York Street 
junction on Thomas Street; 

• Location M2 - representative of the closest residential property to Westlink/York Street 
junction on Molyneaux Street (just off Henry Street); 

• Location M3 - representative of the Ramada Hotel (adjacent to the outer ring road) on 
Talbot Street; 

• Location M4 - representative of the closest residential property to York Street on Midland 
Close; 

• Location M5 - representative of the closest residential properties (Stella Maris) on Dock 
Street/Garmoyle Street; and 

• Location M6 - representative of Sinclair Seamen’s Presbyterian Church on Corporation 
Street. 

The monitoring locations (M1 to M6) are also shown on Figure 13.1. These locations were 
agreed with Belfast City Council’s Environmental Health Department, and were chosen to gain 
an understanding of the noise climate within the study area, provide noise limits for 
construction, and to check traffic noise predictions, focussing on some of the closest 
residential areas to the proposed York Street Interchange. The monitoring equipment was 
installed on publically accessible land near selected properties.  

Noise measurements were taken during both the daytime and night-time. The daytime 
measurements conformed to the requirements of the “shortened measurement procedure” as 
defined in CRTN. The monitoring procedures adopted also conform to BS 7445: 2003 
‘Description and Measurement of Environmental Noise’.  

Noise monitoring was undertaken using the following equipment: 

• RION NL-52 sound level meter (serial number 01021279); 

• RION NL-52 sound level meter (serial number 01021280); 
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• RION NC74 acoustic calibrator (serial number 34425538); and  

• RION NC74 acoustic calibrator (serial number 34425539). 

Each instrument was calibrated immediately before and after each survey period. No 
significant changes in the calibration level (no greater than +/-0.2dB) were noted. The sound 
level meters were set to log various noise parameters, including the LAeq and LA10 values. All 
measurements were taken at a height of 1.5m in free-field conditions (i.e. no vertical reflecting 
surface within 3.5m), unless specifically noted otherwise. 

Weather during the noise monitoring was dry, with temperature ranging from 12 to 19ºC during 
the day, and 8 to 11ºC during the night. Wind speeds were in the range 0 to 2 ms-1 from a 
southerly direction. 

13.2.3 Operational Noise 

Noise from the flow of road traffic is generated by both vehicles’ engines and the interaction of 
tyres with the road surface. The traffic noise level at a receptor, such as an observer at the 
roadside or residents within a property, is influenced by a number of factors including traffic 
flow, speed, composition (% HDV), gradient, type of road surface, distance from the road and 
the presence of any obstructions between the road and the receptor. 

Noise from a stream of traffic is not constant; therefore, to assess the noise impact a single 
figure estimate of the overall noise level is necessary. The index adopted by the Government 
in the Calculation of Road Traffic Noise (CRTN) (Department of Transport Welsh Office, 1988) 
to assess traffic noise is the LA10,18h. This value is determined by taking the highest 10% of 
noise readings in each of the eighteen 1-hour periods between 06:00 and 00:00 (midnight), 
and then calculating the arithmetic mean. A reasonably good correlation has been shown to 
exist between this index and residents’ perception of traffic noise over a wide range of 
exposures. 

CRTN provides the standard methodology for predicting the LA10,18h road traffic noise level.  
Noise levels are predicted at a point 1m (measured horizontally) externally from the façade of 
the building.  

The DMRB also requires an assessment of night-time traffic noise levels (Lnight,outside). 
However, this parameter is not predicted by the standard CRTN methodology. The Lnight,outside  
levels have been estimated from the LA10,18h traffic noise levels, with a -2.5dB correction to 
convert from façade to free-field levels.    

Once the traffic noise level has been predicted, it can be used to provide an indication of the 
likely annoyance to residents, though individuals vary widely in their response to the same 
level of traffic noise. However, the average or community response from a large number of 
people to the same level of traffic noise is fairly stable, therefore, a community average degree 
of bother caused by traffic noise can be related to the long-term steady state noise level.   

The DMRB illustrates the relationship between the steady state traffic noise level and the 
estimated annoyance experienced, expressed as the percentage of people 'bothered very 
much or quite a lot’ and is illustrated in Plate 13.1 (taken from DMRB 11.3.7, Annex 6). This 
shows, for example, that approximately 13% of all residents would be 'bothered very much or 
quite a lot' at a façade road traffic noise level of 60dB LA10,18h. 
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Plate 13.1: Estimation of Traffic Noise Nuisance – Steady State 

 
Source: DMRB 11.3.7, Annex 6, pp. A6/1 

In addition, research has shown that people are more sensitive to abrupt changes in traffic 
noise, for example following the opening of a new road, than would be predicted from the 
steady state relationship between traffic noise and nuisance (described above). These effects 
last for a number of years, however, in the longer term the perceived noise nuisance tends 
towards the steady state level due to familiarisation. The percentage change in the traffic 
noise nuisance due to an abrupt change in the traffic noise is illustrated in Plate 13.2 (taken 
from DMRB 11.3.7, Annex 6). 

   
ENVIRONMENTAL STATEMENT (VOLUME 1) 
January 2015 
 

402 
 



 Transport NI — York Street Interchange 

 
Plate 13.2:  Estimation of Traffic Noise Nuisance – Immediate Change 

 

Source: DMRB 11.3.7, Annex 6, pp. A6/3 

Plate 13.2 shows, for example, that with an abrupt (and permanent) increase of 10dB(A) there 
would be a net change of 45% of residents 'bothered very much or quite a lot' by road traffic 
noise. If the initial noise level was 60dB LA10,18h (with 13% people already bothered) then there 
would be a total of 58% bothered immediately after an increase to 70dB LA10,18h. This would 
eventually diminish in the long-term due to familiarisation to become approximately 34% 
bothered (Plate 13.1). 

The objective of the assessment, as set out in the DMRB 11.3.7, is to gain an overall 
appreciation of the noise and vibration climate, with (Do-Something) or without (Do-Minimum) 
the Proposed Scheme. As noted earlier, these conditions are assessed for the baseline year 
(the assumed year of opening) and the future assessment year (15th year after opening). The 
following steps have been carried out for the ‘Detailed’ assessment stage: 

a) identify the study area (as detailed in Sub-Section 13.2.1) and predict 18-hour (06:00-
00:00) and night-time (23:00-07:00) traffic noise levels at all residential properties within 
400m of the Proposed Scheme and/or significant links. Predictions are required for the 
Do-Minimum and Do-Something scenarios in the assumed year of opening (2021) and 
15th year after opening (2035). The computer noise modelling software SoundPLAN 
version 7.3, which implements the CRTN methodology and the estimation of Lnight,outside 
levels from LA10,18h levels, has been used to complete the traffic noise predictions. 

b) carry out the following comparisons for each relevant receptor in order to identify the 
number of properties which would experience an increase or decrease in traffic noise 
levels and annoyance: 

− the Do-Minimum scenario in the baseline year against the Do-Minimum scenario in 
the future assessment year (long-term) (2021DM vs 2035DM); 

− the Do-Minimum scenario in the baseline year against the Do-Something scenario in 
the baseline year (short-term) (2021DM vs 2021DS); and 
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− the Do-Minimum scenario in the baseline year against the Do-Something scenario in 

the future assessment year (long-term) (2021DM vs 2035DS). 

For night-time traffic noise levels, only the above long-term comparisons are required for 
receptors where the Lnight,outside level would be 55dB(A) or more in the relevant scenarios. 

c) assess the impact on sensitive receptors, other than residential properties, within the 
400m study area. This is based on 18-hour (06:00-00:00) traffic noise levels and 
considers the same three comparisons as outlined above for residential properties. Other 
sensitive receptors considered include hospitals, schools, community facilities (such as 
places of worship), designated areas (i.e. Areas of Outstanding Natural Beauty (AONB), 
National Parks, Special Areas of Conservation (SAC), Special Protection Areas (SPA) and 
Areas of Special Scientific Interest (ASSI)), Scheduled Ancient Monuments (SAM) and 
Public Rights of Way (PRoW); and 

d) complete a qualitative assessment of sensitive receptors which are within 1km of the 
Proposed Scheme but more than 400m from the interchange and significant links. 

Different façades of the same property can experience different changes in traffic noise level, 
depending on their orientation to the noise source. DMRB 11.3.7 requires that each of the 
above comparisons of traffic noise levels are based on the façade that would experience the 
worst case change (i.e. the largest increase, or, if all façades experience a decrease, the 
smallest decrease). Additionally, DMRB 11.3.7 requires that the above comparisons of 
annoyance use the highest levels of annoyance in the first 15 years. For properties that would 
experience an increase in noise due to the Proposed Scheme, the highest levels of 
annoyance are likely to be experienced immediately after opening (Plate 13.2). For properties 
that would experience a decrease (and also in the Do-Minimum comparison), the greatest 
annoyance is the steady state level of annoyance in the long-term (Plate 13.1). 

13.2.3.1 Magnitude of Impact 

DMRB 11.3.7.3 provides two classifications for the magnitude of noise impact associated with 
the Proposed Scheme (as shown in Tables 13.1 and 13.2). These relate to short-term 
changes in noise levels and long-term changes in noise levels respectively. Paragraph 3.36 
states that DMRB 11.2.5 (HA 205/08) “provides a method for the classification of the 
magnitude of impact and the significance of an effect, in order to arrive at an overall level of 
significance. In terms of road traffic noise, a methodology has not yet been developed to 
assign significance according to both the value of the resource and the magnitude of an 
impact.” 

Table 13.1:  Classification of Magnitude of Operational Traffic Noise Impacts in the Short-term 

Noise Change dB(A) Magnitude of Impact 

0 No Change 

0.1 - 0.9 Negligible 

1.0 - 2.9 Minor 

3.0 - 4.9 Moderate 

≥5.0 Major 
Source: DMRB 11.3.7.3, Table 3.1, pp. 3/5 
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Table 13.2: Classification of Magnitude of Operational Traffic Noise Impacts in the Long-term 

Noise Change dB(A) Magnitude of Impact 

0 No Change 

0.1 - 2.9 Negligible 

3.0 - 4.9 Minor 

5.0 - 9.9 Moderate 

≥10.0 Major 
Source: DMRB 11.3.7.3, Table 3.2, pp. 3/5 

The predicted noise levels at each façade of each residential property have also been used to 
carry out an initial assessment of the likelihood of any properties qualifying for insulation under 
the Noise Insulation Regulations (Northern Ireland) 1995. 

13.2.4 Operational Vibration 

Vibration from traffic can be transmitted through the air or through the ground. Airborne 
vibration is produced by the engines and exhausts of road vehicles, with dominant frequencies 
typically in the range 50 - 100Hz. Ground-borne vibration is produced by the interaction of 
vehicle tyres and the road surface with dominant frequencies typically in the range 8 - 20Hz.  
The passage of vehicles over irregularities in the road surface can also be a source of ground-
borne vibration. 

Traffic vibration can potentially affect buildings and disturb occupants. DMRB 11.3.7 reports 
that extensive research on a wide range of buildings has found no evidence of traffic-induced 
ground-borne vibration being a source of significant damage to buildings and no evidence that 
exposure to airborne vibration has caused even minor damage (Watts, 1990). 

Airborne vibration is noticed by occupiers more often than ground-borne vibration, as it may 
result in detectable vibrations in building elements such as windows and doors. 

The DMRB states that perceptible vibration only occurs in rare cases and identifies that the 
normal use of a building, such as closing doors and operating domestic appliances, can 
generate similar levels of vibration to that from traffic.   

To assess the magnitude of the impact of traffic-induced vibration on residents, a parameter is 
needed which reflects a person’s subjective rating of vibration disturbance. DMRB 11.3.7 
recommends the use of the LA10,18h.  The relationship between the LA10,18h and bother due to 
vibration is similar to that for bother due to steady state traffic noise, as shown on Plate 13.1, 
except that the percentage of people bothered by vibration is lower.  For a given level of noise 
exposure, the percentage of people bothered very much or quite a lot by vibration is 10% 
lower than the corresponding figure for annoyance due to traffic noise. Below 58dB(A), the 
percentage of people bothered by traffic-induced vibration is assumed to be zero. 

The potential for vibration impacts is limited to the immediate vicinity of a road, and the 
relationship between bother due to vibration and traffic noise level is based on properties 
located within 40m of a road.  Therefore, at each property within 40m of the Scheme, and at 
which traffic noise levels are predicted to be 58dB LA10,18h or more, the percentage of people 
likely to be bothered very much or quite a lot by vibration is calculated, based on the 
annoyance levels in Plate 13.1, reduced by 10%. 
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13.2.5 Construction Noise and Vibration  

13.2.5.1 Noise 

Noise predictions have been carried out for the identified closest receptors using the 
calculation procedures and plant data within BS 5228: 2009+A1:2014. The calculations 
represent the typical worst-case façade noise level at each selected receptor.  

The noise levels generated by construction activities and experienced by nearby sensitive 
receptors, such as occupants of residential properties, depends upon a number of variables, 
the most significant of which are: 

• noise generated by plant or equipment used on site, generally expressed as a sound 
power level; 

• periods of operation of plant on the site, known as its ‘on-time’; 

• distance between noise source and receptor; and 

• attenuation due to ground absorption and barrier effects. 

BS 5228: 2009+A1:2014 ‘Code of practice for noise and vibration control on construction and 
opens sites’ Noise, provides a methodology for the estimation of likely construction noise 
levels as an equivalent continuous noise level averaged over a suitable assessment period, 
for example a one-hour period (LAeq,1h). 

BS 5228 contains a database of the noise emission from individual items of equipment and 
routines which can be used to predict noise from construction activities at identified receptors. 
The prediction method gives guidance on the effects of different types of ground, barrier 
attenuation, and how to assess the impact of fixed and mobile plant. 

In order to quantify the likely noise from construction works in accordance with the methods 
and guidance in BS 5228, it is necessary to define the various activities to be undertaken and 
the equipment to be used, based upon the anticipated programme of work.  

Specific details of construction works are not currently available and therefore representative 
construction activities have been assumed using experience of similar projects. If the activities 
and plant used in these noise predictions differ significantly to those actually used, it is 
recommended that construction noise levels be reviewed.  

The following major activities have been assumed during the construction of the proposed 
development: 

• Demolition works; 

• Earthworks; 

• Site setup; 

• Road construction; 

• Bridge construction; 

• Landscaping/embankment; and 

• Demobilise site. 
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Belfast City Council (BCC) Environmental Health Department provided an Advice Note for 
construction and demolition sites. With regards to noise limits at residential receptors, they 
state that the following limits may be applicable in certain circumstances: 

“Noise from construction activities shall: 

− not exceed 75dB LAeq,12hr between 07.00 hours and 19.00 hours on Mondays to 
Fridays, or 75dB LAeq,5hr between 08.00 hours and 13.00 hours on Saturdays, when 
measured at any point 1m from any façade of any residential accommodation; 

− not exceed 65dB LAeq,1hr between 19.00 hours and 22.00 hours on Mondays to 
Fridays, or 13.00 hours to 22.00 hours on Saturdays when measured at any point 1m 
from any façade of any residential accommodation; and  

− not be audible between 22.00 hours and 07.00 hours on Mondays to Fridays, 22.00 - 
08.00 hours on Saturdays, or at any time on Sundays, at the boundary of any 
residential accommodation. As a guide, the total level (ambient plus construction) 
shall not exceed the pre-construction ambient level by more than 1 dB(A).  This will 
not allow substantial noise producing construction activities but other “quiet” activities 
may be possible. Routine construction and demolition work which is likely to produce 
noise sufficient to cause annoyance will not normally be permitted between 22.00 
hours and 07.00 hours.” 

The BCC Advice Note also provides information on construction noise limits for commercial 
areas. This states that in commercial areas, or in close proximity to office accommodation, the 
priority is for workers not to be subjected to noise at a level which causes speech interference 
(e.g. conversation should not be too difficult with the windows shut). In dealing with 
complaints, it may be necessary for the Council to restrict the hours of operation for noisy 
equipment such as pneumatic drills, kango hammers and breaking tools. This can be achieved 
by an informal compromise agreed with the contractor (depending on the nature of the 
commercial premises, noisy work may be prohibited between 10.00 - 12.00hrs and 14.00 - 
16.00hrs) or by serving a legal notice where appropriate. It is recognised that for some offices, 
lunch time may be their most busy period, whilst others may be closed. 

The significance of construction noise is based on the level above BCC’s daytime limit at the 
façade of a sensitive receptor. The criteria shown in Table 13.3 have been used to assess the 
impact of construction noise levels. 

Table 13.3:  Impact Criteria for Construction Noise 

Construction Noise Level Relative to BCC’s 75dB 
Daytime Limit (Façade) (dB) Environmental Impact 

< 1 Negligible 

1 to 3 Minor Negative 

3 to 5 Moderate Negative 

5 to 10 Major Negative 

> 10 Substantial Negative 
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13.2.5.2 Vibration 

There are no universally applicable formulae for prediction of the passage of vibration through 
the ground due to the non-uniform effects of different ground conditions. However, BS 5228 
provides a range of measured historical data for a variety of different piling methods. 

Within BCC’s Advice Note on construction, it states that: 

“Limits on vibration are generally applicable to piling operations only. Human beings are very 
sensitive to vibration and piling operations are a common source of complaint. Residents are 
likely to complain when vibration levels are only slightly in excess of perception levels.  
Sensitivity to vibration varies and peak particle velocities in the range 0.1 - 0.3mm/s equate to 
the human threshold of vibration perception at frequencies of 1-80Hz. Vibrations above these 
values can startle, cause annoyance or interfere with work activities as well as give rise to 
concerns over structural damage.”  

Driven precast concrete piling is proposed in proximity to residential receptors. Essentially 
piling, would be used wherever a structure or new embankment is proposed. 

BS 5228-2 provides a database of measured ground vibration levels for different piling 
methods and a range of ground conditions. Based on the formula within Table E.1 for driven 
piling, the predicted PPV was estimated for the closest sensitive receptor. 

BCC’s Advice Note states: 

“The following limits may be applicable in certain circumstances. 

• Vibration from construction activities shall- 

− not exceed 2.5mm/s peak particle velocity, between 08.00 hours and 19.00 hours on 
Mondays to Saturdays, when measured on any ground floor structural surface of any 
noise sensitive premises; and  

− not be perceptible between 19.00 hours and 08.00 hours on Mondays to Saturdays or 
at any time on Sundays, within any residential accommodation. 

Note: imperceptibility generally equates to a peak particle velocity of less than 0.15mm/s ppv.” 

13.2.6 Limitations & Assumptions 

As this is not an Early Contractor Involvement (ECI) scheme, information on construction-
related activities is inherently limited, no details of plant are available and only a notional 
construction sequence has been developed. It must be borne in mind that the actual 
construction sequence for the scheme would ultimately be determined by the appointed 
Contractor, informed by contractual requirements. Therefore, a semi-quantitative construction 
noise and vibration assessment has been carried out. 

The traffic noise predictions are based on the traffic data in terms of the 18-hour annual 
average weekday traffic (AAWT), the % HDV, and average speed. Traffic projections used in 
this assessment are based on National Road Traffic Forecast (NRTF) Central Growth 
predictions, which provide a balanced forecast of overall trends in traffic flows over the longer 
term and considers the potential for significant developments in and around the area. 
Nevertheless, there is considerable uncertainty over both short-term and longer-term traffic 
flows due to the conflicting nature of proposed developments, whether these developments 
will actually commence, their construction period and their final opening date, ongoing 
sustainable transport initiatives within the City, and the effects of an already heavily-trafficked 
and constrained wider network during peak periods. 
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With regard to road surfacing, in the baseline year 2021DM and future year 2035DM, no 
change to existing surfacing has been assumed, which is standard hot rolled asphalt (HRA). 
However, Westlink is surfaced with Thin Surface Course System (TSCS). Whilst low noise 
surfacing would be applied on the M2, M3 and Westlink for the Proposed Scheme, speeds 
within the 400m study area are below 75km/h and therefore the effect of low noise surfacing 
cannot be quantified within the noise modelling work, although there is likely to be a beneficial 
effect. 

The identification of properties in the study area has been based on latest available LPS 
mapping and Address Point data. 

13.3 Consultations 

The EIA process looks at the effects of the Proposed Scheme on the environment in 
consultation with external bodies to inform the design and decision making. The Stage 3 EIA 
consultation commenced in February 2014 to allow relevant interested bodies an opportunity 
to register concerns or particular requirements during the EIA process, consult on the levels of 
assessment necessary, and seek input to the ES. A summary of key issues raised by these 
consultees in relation to Noise and Vibration is contained in Table 13.4 below and a copy of 
their response is included in Volume 2: Appendix 6, Annex B. 

Table 13.4: Summary of Formal Consultation Responses in relation to Noise and Vibration 

Consultee Consultation 
Date 

Date of 
Response Summary of Consultee Response(s) 

Belfast City Council* 24/02/14 07/04/14 

EIA should consider the capacity of the 
junction to result in noise impacts on nearby 
residents for both operation and 
construction phases. 

Belfast City Council - 
Environmental Health 14/05/14 17/07/14 Further information on construction. Advice 

Note provided. 

Belfast City Council - 
Environmental Health 14/05/14 20/05/14 Monitoring locations and assessment 

methodology agreed. 

DOE Air & 
Environmental Quality 
Unit 

24/02/14 24/03/14 

Noise sensitive receptors and ambient 
noise levels must be identified from a noise 
survey using Lmax, LA10, LAeq and LA90 
measurements. Noise level predictions 
should be made using ‘Calculation of Road 
Traffic Noise’ (HMSO 1988). 

*Consultation undertaken with the Chief Executive’s Department, Development Department, Health & 
Environmental Services Department, and Parks & Leisure Department. Response provided by Belfast 
City Council – Development Department on behalf of all Departments within the Council. 

13.4 Regulatory & Policy Framework 

With reference to DMRB 11.3.7.1, there are two main areas of current legislation pertinent to 
the assessment of the Proposed Scheme in relation to noise and vibration impacts. The first of 
these is legislation which provides a means to redress the adverse impacts of noise and 
vibration attributable to vehicular activity during the operational phase on both land and 
people. The second area of legislation provides a means to redress the adverse impacts of 
transient noise and vibration generated during the construction phase. 
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13.4.1 The Land Acquisition and Compensation (Northern Ireland) Order 1973 

Part II of the Order (Compensation for Depreciation Caused by Use of Public Works) provides 
a means by which compensation can be paid to owners of land and property which has 
experienced a loss of value caused by the use of public works, such as new and improved 
roads. Noise and vibration are two of the issues that would be considered under any such 
claim for compensation. Under the Order, Notice should be published one year after the 
opening of the road and claim period is for 2 years after the date of publication of the Notice, 
although there is a facility for allowing consideration of likely extent of claims during detailed 
design, following the completion of statutory processes. 

13.4.2 The Noise Insulation Regulations (Northern Ireland) 1995 

The noise impact of traffic noise is assessed with reference to the Noise Insulation 
Regulations (Northern Ireland) 1995. These regulations seek to determine the impact of noise 
from any new or altered road, in relation to the noise sensitive receivers. In respect of road 
traffic noise, properties may qualify for an offer of noise insulation under the Regulations if all 
four of the following conditions are satisfied: 

• the property must be within 300m of the nearest point on the carriageway of the road after 
construction; 

• the façade noise level due to road traffic on any highway (the ‘relevant’ noise level) for the 
design year, or for any intervening year if noisier, must equal or exceed 68dB LA10,18h (the 
‘specified’ level), with levels of 67.5dB LA10,18h rounded upwards; 

• the ‘relevant’ noise level for the design year, or for any intervening year if noisier, must be 
at least 1dB LA10,18h higher than the pre-construction year road traffic noise level; and 

• noise from the new or altered road must contribute at least 1dB LA10,18h to the ‘relevant’ 
noise level. 

DRD Transport NI has a duty under these Regulations to offer insulation for residential 
properties with respect to a new road, and discretionary powers in relation to altered roads. 
Various discretionary powers are also available in relation to façades or parts of façades 
contiguous with the qualifying façade. Transport NI also has discretionary powers to reduce 
the impact of construction noise. The Regulations apply to habitable rooms and so precludes 
bathrooms, toilets, halls and usually kitchens. 

Some residential buildings are not eligible under the Regulations. These include clearance 
areas and any building which was first occupied after the ‘relevant date’ (the date a new road 
was first opened to public traffic or an altered road was opened following completion of the 
alteration). Buildings for which a Condition was attached to their planning permission requiring 
insulation against traffic noise are also not eligible. Furthermore, the Regulations do not apply 
to any buildings for which a planning application was lodged with DOE Planning or which was 
constructed after the date of publication of the Department’s proposal to construct a road, 
altered road or additional carriageway as indicated: 

i) in a draft Order referred to in a notice published in accordance with Paragraph 1 of 
Schedule 8 to the Roads (Northern Ireland) Order 1993, or an Order made under 
Articles 4(1), 14(1) or 15(1) of that Order; or 

ii) in a development plan or draft development plan published in accordance with Part III of 
the Planning (Northern Ireland) Order 1991. 

Additionally, where works for the construction of the Proposed Scheme are expected to cause 
noise impacts at a level which in the opinion of the Department for Regional Development 
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(DRD) would seriously affect, for a substantial period of time, the enjoyment of an eligible 
building, the Department has discretionary powers to provide noise insulation to reduce the 
impact of construction noise. 

13.4.3 The Regional Development Strategy 2035 ‘Building a Better Future’ 

In terms of policy framework, there is a hierarchy of policy and plans in Northern Ireland, 
pertinent to development of the Proposed Scheme. As discussed in Chapter 2 (Strategic Need 
for the Proposed Scheme), the Regional Development Strategy (RDS) 2035 provides an 
overarching strategic planning framework to facilitate and guide the public and private sectors. 
It does not redefine other government departments’ strategies, but complements them with a 
spatial perspective.  It is a framework which provides the strategic context for where 
development should happen, however it does not contain operational planning policy which is 
issued through Planning Policy Statements (PPS). Although many objectives of the previous 
strategy (the RDS 2025) are still valid, this document now replaces it. 

Under strategic guidance RG7: Support Urban and Rural Renaissance, it is noted that noise 
levels which are above comfort levels can be caused by traffic, construction, industrial, and 
some recreational activities. It can aggravate serious direct, as well as indirect, health effects. 
When new developments or plans are being prepared, it will be important to take into 
consideration the European Noise Directive which aims to avoid, prevent or reduce, on a 
prioritised basis, the harmful effects of noise. 

13.4.4 Belfast Metropolitan Transport Plan 2015 (BMTP)  

Prepared by DRD, the BMTP is a local non-statutory transport plan for the BMA, which takes 
forward the strategic initiatives of the RTS and sets out transport proposals for the BMA which 
people can expect to see implemented by 2015. The BMTP and BMAP are mutually 
supportive and integrated documents, with the former acting as a Technical Supplement to the 
latter in relation to transportation. 

The overall development of the BMTP was based on GOMMMS, ensuring that a 
comprehensive range of solutions had been considered covering all modes of transport.  It 
also ensured integration between transport and land use.  The BMTP development was 
especially influenced by the guidance provided by the RDS and RTS, and enabled the generic 
multi-modal study process to be focused on the particular needs and special context of the 
BMA.  An extensive consultation exercise was also undertaken, ensuring that the views of a 
wide range of stakeholders were taken into account in the development of the Plan.  The 
consultation process built upon the extensive consultation exercise undertaken to support the 
RDS and RTS. 

The BMTP identified a road hierarchy within the BMA, comprising the Strategic Highway 
Network linked to the wider RSTN in the RSTN-TP and a Non-Strategic Highway Network.  
The Strategic Highway Network identified by the BMTP includes the Westlink, M2 and M3, and 
a series of improvements are identified on the M1/Westlink and M2 routes to remove identified 
bottlenecks.  With regards to the planned improvements to the M1/Westlink, the BMTP 
cautioned that: 

“the improvements to the M1/Westlink will require further consideration to be 
given to improving the capacity and operation of the signalised junctions at York 
Street/Westlink and Nelson Street/York Link/Great George’s Street.” 

Within the BMTP, it is noted that widening of roads and provision of new roads on the strategic 
road network could increase noise levels for properties close to these schemes due to 
increased traffic flow and speeds. Nevertheless, the enhanced role of public transport results 
in a net improvement in noise levels in some zones relative to the Do-Minimum option. 
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Additionally, better management aims to switch traffic from local roads to the strategic 
network. This is expected to alleviate traffic levels in residential areas and should reduce noise 
in these areas. 

13.5 Baseline Conditions 

13.5.1 Value (Sensitivity) of Resource 

Figure 13.1 shows potentially sensitive receptors identified within the 400m study area. The 
vast majority of these are residential properties and are classified as being of high sensitivity 
to road traffic noise. A total of 1646 residential properties have been identified within the 400m 
study area, based on latest LPS building polygon mapping layers and address point data. 

There are 44 non-residential sensitive properties within the study area, consisting of: 

• nine places of worship;  

• nine educational facilities;  

• 22 community facilities; and 

• four health facilities. 

Educational facilities and health facilities are classified as being of high sensitivity to road 
traffic noise, and places of worship / community facilities classified as being of medium 
sensitivity.  

There are no designated areas (AONBs, National Parks, SACs, SPAs and ASSIs), SAMs or 
PRoWs within the study area. 

13.5.2 Existing Conditions 

The dominant noise source noted while on site was road traffic from the surrounding 
motorways and A-roads. Other noise sources included road traffic on local roads, aircraft and 
birdsong. Table 13.5 summarises the measured results for LAeq,3h and LA10,3h, together with the 
derived (from the measured levels) and calculated values for LA10,18h for the Base Year 2012 
traffic data. 

Table 13.5: Summary of measured noise levels and comparison with predicted traffic noise 
levels 

Location Date/Time Period 

Measured 
Noise Level 

LAeq,T dB 
(Free-Field) 

Measured 
Noise Level  

LA10,T dB 
(Free-Field) 

Derived# 
LA10,18h 

dB 
(Free-Field) 

Calculated 
LA10,18h 

dB LA10,18hr 
dB 

(Free-Field) 

M1* 

09/06/14 
11:00 – 14:00 Day 66 69 68 67 

10/06/14 
00:40 – 01:10 Night 56 59 - n/a 

M2 

09/06/14 
10:45 – 13:45 Day 71 73 72 73 

10/06/14 
00:00 – 00:30 Night 63 66 - n/a 

M3 11/06/14 
11:00 – 14:00 Day 67 69 68 66 

   
ENVIRONMENTAL STATEMENT (VOLUME 1) 
January 2015 
 

412 
 



 Transport NI — York Street Interchange 

 

Location Date/Time Period 

Measured 
Noise Level 

LAeq,T dB 
(Free-Field) 

Measured 
Noise Level  

LA10,T dB 
(Free-Field) 

Derived# 
LA10,18h 

dB 
(Free-Field) 

Calculated 
LA10,18h 

dB LA10,18hr 
dB 

(Free-Field) 

11/06/14 
00:00 – 00:30 Night 61 66 - n/a 

M4 

10/06/14 
10:30 – 13:30 Day 72 76 75 71 

10/06/14 
01:20 – 01:50 Night 61 58 - n/a 

M5 

11/06/14 
10:43 – 13:43 Day 72 75 74 71 

11/06/14 
01:15 – 01:45 Night 61 61 - n/a 

M6 

10/06/14 
11:00 – 14:00 Day 70 73 72 69 

11/06/14 
00:35 – 01:05 Night 63 65 - - 

* Façade measurement, corrected to free-field level by subtraction of 3 dB. 
# L10,18hr = L10,1hr-1dB 
 
The results indicate a good correlation between the modelling of traffic noise (2012) and the 
short-term derived LA10,18h noise levels: 

• for two locations (M2 & M3) the calculated noise level is within 1dB of the derived noise 
level; 

• for one location (M3) the calculated noise level is within 2dB of the derived noise level; 

• for two locations (M5 & M6) the calculated noise level is within 3dB of the derived noise 
level; and  

• for one location (M4) the calculated noise level is within 4dB of the derived noise level. 

These comparisons provide confidence that the model developed to estimate the noise 
impacts of the Proposed Scheme is robust and can be employed to accurately quantify the 
changes in noise levels and nuisance. 

13.5.3 Future Conditions 

A summary of overall Do-Minimum traffic noise levels and the change from the baseline year 
(2021) to the future assessment year (2035) is provided in Table 13.6. A total of 1646 
residential properties are located within the 400m study area. However, only 347 of these 
properties would meet the DMRB criterion of 55 dB Lnight,outside at one or more façades, in one 
or more scenarios, for inclusion in the night-time traffic noise assessment. A total of 44 non-
residential sensitive properties are also located within the 400m study area. 

Table 13.6 is based on the façade at each building which would undergo the worst change in 
traffic noise level from the Do-Minimum 2021 scenario to the Do-Minimum 2035 scenario. 

Table 13.6: Long-term change in traffic noise levels (2021DM to 2035DM) 

Change in noise level Daytime Night-time 
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Number of 
dwellings 

Number of other 
sensitive receptors 

Number of 
dwellings 

Increase in noise level 
Daytime LA10,18h dB      

Night-time Lnight,outside dB 

0.1-2.9 1646 44 347 

3.0-4.9 0 0 0 

5.0-9.9 0 0 0 

10+ 0 0 0 

No Change 0 0 0 0 

Decrease in noise level 
Daytime LA10,18h dB      

Night-time Lnight,outside dB 

0.1-2.9 0 0 0 

3.0-4.9 0 0 0 

5.0-9.9 0 0 0 

10+ 0 0 0 

 

Based on the results summarised in Table 13.6, it is evident that: 

• for daytime changes, all residential properties would experience a Negligible (range 
category 0.1 – 2.9dB) increase in traffic noise levels from 2021 to 2035 (Long-term), under 
the Do-Minimum scenario.  

• for night-time changes, all residential properties would also experience a Negligible 
increase in traffic noise, albeit with significantly fewer properties included in the 
assessment. 

• for non-residential sensitive receptors 44 would experience a Negligible increase. 

The noise changes from 2021DM to 2035DM are presented as a noise difference contour plot 
on Figure 13.2, based on free-field traffic noise levels at first floor level (4m above ground). As 
indicated in Table 13.6, the figure shows that the entire study area would experience a 
Negligible increase in noise level between 2021DM and 2035DM. The maximum increase 
would be less than 1dB.  

13.6 Predicted Impacts  

13.6.1 Operation 

For the operational assessment, calculations have been carried out with no additional 
mitigation in place, to identify sensitive receptors which may meet the criteria for provision of 
insulation as defined in the Noise Insulation Regulations (Northern Ireland) 1995. A small 
number of residential properties adjacent to the Proposed Scheme are predicted to experience 
an increase in noise levels which may meet this criterion. However the provision of mitigation 
in the form of noise barriers located along a section of proposed fence line adjacent to the 
northbound and southbound carriageways of Westlink (as detailed within Sub-Section 13.7.1) 
would ensure that predicted increases in noise levels experienced at these properties would 
be reduced to such an extent that they are no longer predicted to meet the Noise Insulation 
Regulations (Northern Ireland) 1995 criteria.  
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The predicted noise levels reported in this sub-section are therefore based on the assumption 
that these barriers adjacent to Westlink (as shown on Figures 13.3 and 13.4) are included in 
the Proposed Scheme design. 

13.6.1.1 Baseline Year (2021)  

Table 13.7 summarises the short-term change in traffic noise levels in 2021 between the Do-
Minimum and Do-Something scenarios, at both residential properties and other sensitive 
receptors within the 400m study area. The noise changes from 2021DM to 2021DS are 
presented as a noise difference contour plot on Figure 13.3, based on free-field traffic noise 
levels at first floor level (4m above ground). 

Table 13.7: Short-term traffic noise changes (2021DM to 2021DS) 

Change in noise level 

Daytime 

Number of dwellings Number of other 
sensitive receptors 

Increase in noise level          
Daytime LA10,18h dB       

Night-time Lnight,outside dB 

0.1 - 0.9 1260 31 

1.0 - 2.9 76 6 

3.0 - 4.9 0 0 

≥5 0 0 

No Change 0 246 7 

Decrease in noise level        
Daytime LA10,18h dB       

Night-time Lnight,outside dB 

0.1 - 0.9 56 0 

1.0 - 2.9 8 0 

3.0 - 4.9 0 0 

≥5 0 0 

 
With reference to Table 13.7, approximately 76% of residential properties are predicted to 
experience a Negligible increase, approximately 5% are predicted to experience a Minor 
increase, approximately 15% are predicted to experience No Change, and approximately 4% 
experience a Negligible or Minor decrease in short-term noise levels. For non-residential 
sensitive receptors, approximately 70% would experience a Negligible increase, approximately 
14% would experience a Minor increase and approximately 16% would experience No 
Change in short-term noise levels. 

As shown on Figure 13.3, the vast majority of the study area would experience a Negligible 
change in traffic noise levels in the short-term when comparing the Do-Minimum 2021 and Do-
Something 2021 scenario. Minor increases have been identified on Clifton Street, North 
Queen Street and Corporation Street. A total of 76 residential properties have been identified 
which would experience a 1.0 to 2.1dB increase in noise level adjacent to these roads. 
Buildings front onto Clifton Street, North Queen Street and Corporation Street. These are 
standard urban roads with pavement and therefore the use of noise barriers, whilst beneficial, 
would not be feasible. 

Moderate/Major noise increases have been identified on Northern Road (within Belfast 
Harbour area), however there are no sensitive receptors on this road link.  
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Since the noise changes would be less than 1dB on the boundary of the study area, it follows 
that there would be no significant increases beyond the 400m study area. 

13.6.1.2 Future Year (2035) 

Table 13.8 summarises the long-term change between the Do-Minimum 2021 and Do-
Something 2035 scenarios, at both residential properties and other sensitive receptors within 
the 400m study area. The noise changes from 2021DS to 2035DS are presented as a noise 
difference contour plot on Figure 13.4 based on free-field traffic noise levels at first floor level 
(4m above ground). 

Table 13.8: Long-term traffic noise changes (2021DM to 2035DS) 

Change in noise level 

Daytime Night-time 

Number of 
dwellings 

Number of other 
sensitive receptors 

Number of 
dwellings 

Increase in noise level 
Daytime LA10,18h dB      

Night-time Lnight,outside dB 

0.1-2.9 1617 44 310 

3.0-4.9 0 0 0 

5.0-9.9 0 0 0 

10+ 0 0 0 

No Change 0 1 0 12 

Decrease in noise level 
Daytime LA10,18h dB      

Night-time Lnight,outside dB 

0.1-2.9 28 0 25 

3.0-4.9 0 0 0 

5.0-9.9 0 0 0 

10+ 0 0 0 

 

With reference to Table 13.8, approximately 98% of residential properties are predicted to 
experience a Negligible increase and approximately 2% are predicted to experience a 
Negligible decrease in long-term traffic noise levels. For non-residential sensitive receptors, all 
are predicted to experience a Negligible increase in long-term traffic noise levels. 

Also with reference to Table 13.8, long-term changes in night-time noise levels show a similar 
pattern to the daytime changes, albeit with significantly fewer properties included in the 
assessment.  

For the long-term, Figure 13.4 shows that the vast majority of the study area would experience 
a Negligible increase in traffic noise levels when comparing Do-Minimum (2021) and Do-
Something (2035) scenarios. The maximum increase in noise level at sensitive receptors 
within the study area in the long-term would be 2.8dB at Clifton House, North Queen Street. 

Minor/Moderate noise increases have been identified on Northern Road (within Belfast 
Harbour area), however there are no sensitive receptors on this road link.  

Table 13.9 provides the worst case change (within 15 years of the Proposed Scheme) in traffic 
noise nuisance. Column 3 (Do-Minimum) of the table shows the changes in nuisance if the 
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Proposed Scheme did not go ahead and Column 4 (Do-Something) of the table shows the 
changes in nuisance if the Proposed Scheme did go ahead. 

Table 13.9: Worst case change in traffic noise nuisance 

Change in noise level 

Do-Minimum Do-Something 

Number of dwellings Number of dwellings 

Increase in nuisance level 

<10% 1646 937 

10<20% 0 590 

20<30% 0 90 

30<40% 0 0 

≥40% 0 0 

No Change 0 0 1 

Decrease in nuisance level 

<10% 0 28 

10<20% 0 0 

20<30% 0 0 

30<40% 0 0 

≥40% 0 0 

 
Examination of Table 13.9 shows that, for the Do-Minimum changes, all residential properties 
would experience an increase in nuisance. For the Do-Something changes, the situation is 
similar, with 98% of residential properties experiencing an increase in nuisance or no change, 
mainly <10% increase, and a small number with a <10% decrease.  

Noise levels on the worst affected façade of all residential properties within the study area are 
included in Appendix 13, Annex A. 

For consistency with other aspects of the ES, the results from an assessment based on a high 
demand traffic scenario have also been calculated and are presented in Appendix 13, Annex 
B. The high growth scenario includes other significant developments that are not included in 
the central growth scenario, with an allowance for additional traffic using the strategic 
Westlink-M2 and Westlink-M3 links following the provision of the Proposed Scheme. Figures 
are also included for this high demand traffic scenario within A13.1 to A13.3 of Appendix 13, 
Annex B. The contours are based on free-field traffic noise levels at the first floor level 4m 
above the ground. The DMRB tables for high traffic demand are included within Appendix 13, 
Annex B. 

13.6.1.2.1 Qualification for Noise Insulation 

The results of a preliminary Noise Insulation Regulations assessment indicate that no 
properties meet the criteria.  
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13.6.1.2.2 Overall Impact 

Overall, the impact of the Proposed Scheme in terms of traffic noise is assessed as Negligible. 

13.6.1.3 Traffic Vibration Nuisance 

Table 13.10 provides the worst case change in traffic vibration nuisance for the Do-Minimum 
and Do-Something scenarios.  A total of 138 residential properties have been identified within 
40m of the Proposed Scheme. 

Table 13.10: Worst Case Change in Traffic Airborne Vibration Nuisance 
 

Change in noise level 

Do-Minimum Do-Something 

Number of dwellings Number of dwellings 

Increase in nuisance level 

<10% 138 113 

10<20% 0 0 

20<30% 0 0 

30<40% 0 0 

≥40% 0 0 

No Change 0 0 1 

Decrease in nuisance level 

<10% 0 24 

10<20% 0 0 

20<30% 0 0 

30<40% 0 0 

≥40% 0 0 

 

For the Do-Minimum scenario, 138 properties would experience an increase in vibration 
nuisance. For the Do-Something scenario, 113 properties would experience an increase in 
vibration nuisance, one would experience no change, and 24 would experience a decrease in 
nuisance.  

Overall, the impact of the Proposed Scheme in terms of traffic vibration nuisance is assessed 
as Negligible. 

13.6.1.4 Assessment of Committed Development 

DMRB 11.3.7 Annex 1, paragraph A.1.21 states that: 

“Although noise calculations are based on future traffic flows, the impact of the 
changes can only be recorded for people living and using facilities in the affected 
area in the year the assessment is undertaken. Where planning permission for a 
residential development or any other sensitive receptor has been granted but for 
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which construction has not started, the potential impacts on these locations 
should be estimated and reported separately”. 

Developments which have been granted planning permission in close proximity to the 
Proposed Scheme are: 

• Z/2013/0615/F: Demolition of existing buildings and development of 26no. 2-storey 
dwellings and associated car parking and site works (currently under construction); and 

• Z/2012/0352/O: Apartment development of 217 units. 

The location of these developments is shown on Figure 12.3 (Planning Applications) of the 
Land Use Chapter.  

For application Z/2013/0615/F, the proposed development would be situated on land bordered 
by North Queen Street and Clifton House Mews. Predicted noise levels at this location are no 
greater than 1dB higher for the 2021 Do-Something scenario over the 2021 Do-Minimum 
scenario. 

For application Z/2012/0352/O, the proposed development would be situated on land bordered 
by Nelson Street, Little York Street and Great George’s Street. Predicted noise levels at this 
location are between 3dB and 7dB lower for the 2021 Do-Something scenario than the 2021 
Do-Minimum scenario. 

Overall, the impact of the Proposed Scheme on these developments for which planning 
permission has been granted in terms of traffic noise is assessed as Negligible. 

13.6.2 Construction Noise and Vibration 

Construction of the Proposed Scheme has the potential to result in significant noise and 
vibration impacts during construction, with 1646 residential properties and 44 sensitive non-
residential properties within 400 metres of the footprint. 

It is anticipated that the scheme would require a minimum period of just over 3 years (38 
months) to complete, subject to the advance completion of service diversion works or advance 
placement of service diversion Orders with the relevant utility providers. 

As detailed within Sub-Section 4.11 (Construction) of the Engineering, Traffic and Economic 
Assessment Report, which forms Part 2 of the overall Proposed Scheme Report (akin to a 
Stage 3 Scheme Assessment Report), the priority of works elements that informed the 
developed notional construction sequence are outlined below: 

1. site clearance works; 

2. service diversions; 

3. construction of section of M2 to Westlink underpass under Lagan Bridge, including pier 
foundation strengthening works; 

4. construction of new bridges at York Street and approaches; 

5. construction of Westlink to M2 and M3 underpasses; 

6. construction of remainder of M2 to Westlink underpass; 

7. construction of M3 to Westlink underpass; and 
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8. construction of Dock Street to M3 link (Link 6) and completion of pumped drainage outfall 

route. 

The works with the potential to result in the most significant noise impacts are the earthworks 
and piling required for the structures (i.e. bridges, underpasses).  

It would be necessary to remove existing noise barriers as part of the construction, potentially 
exposing residents to increased traffic noise. This would be offset to a greater or lesser extent 
by the imposition of speed limits within the construction area. Notwithstanding this, where 
existing noise barriers are removed, they should, where possible, be replaced with temporary 
noise barriers. The majority of the works would be carried out during the daytime, although 
significant night-time works are likely to be required. 

The construction compound is proposed to be located on land between Nelson Street and 
Corporation Street. It may be necessary to relocate the construction compound depending on 
traffic management phasing throughout the project. Housing is at a relatively large distance 
from the likely compound location (215m to west). Given the existing high noise levels, there 
are unlikely to be significant noise impacts. 

13.6.2.1 Receptor Locations 

Construction noise levels for a typical daytime period have been predicted at six 
representative receptors. These receptors have been chosen as they are representative of the 
closest noise sensitive properties in different directions from the works associated with the 
Proposed Scheme. The selected receptors are: 

• C1: Thomas Street; 

• C2: Henry Street;  

• C3: Talbot Street; 

• C4: Midland Close; 

• C5: Corporation Street/Dock Street; and  

• C6: Sinclair Seamen’s Presbyterian Church, Corporation Square. 

The construction receptor locations are equivalent to the noise monitoring locations, M1 to M6, 
shown in Figure 13.1.  

At this stage, only limited information on the likely construction works is available. To construct 
the scheme, activities include (dependent upon location): Demolition works; earthworks; site 
setup; road construction; bridge construction; landscaping/embankments, and site 
demobilisation. 

The main works with the potential to result in significant noise impacts are the road 
construction. 

Plant information for each activity has been sourced from URS information for similar projects. 
Sound power levels for each piece of equipment for each construction activity have been 
sourced from BS 5228, which gives measured noise levels for various items of construction 
plant.  

Typical construction noise levels have been predicted assuming a worst case scenario of all 
plant at the closest approach to the selected receptors. The predictions assume line-of-sight 
between the receptor and the construction activities. 
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13.6.2.2 Assessment Criteria 

The impact of the likely construction noise at the nearest residential receptors has been 
calculated using BS 5228 assessment methodology and compared to BCC’s daytime 
construction noise limit of 75dB. 

13.6.2.3 Predicted Construction Noise Levels 

The estimated façade construction noise levels for each construction activity over a typical 
worst case day are provided in Table 13.11. The severity of impact for each construction 
activity is also included. 

Table 13.11: Predicted Daytime Construction Noise Levels (Locations C1 to C6) 

Noise Level LAeq,1h dB (Façade) 

Activity Construction 
Noise 

Ambient 
Noise 

BCC’s 
Daytime 

Limit 

Level above 
BCC’s 75dB 

Daytime 
Limit 

Environmental 
Impact 

C1: Thomas Street 

Demolition Works 65 69 75 -10 Negligible 

Earthworks 60 69 75 -15 Negligible 

Site Setup 52 69 75 -23 Negligible 

Road Construction 80 69 75 +5 Moderate 
 

Bridge Construction 69 69 75 -6 Negligible 

Landscaping/Embankments 68 69 75 -7 Negligible 

Demobilise Site 58 69 75 -17 Negligible 

C2: Henry Street 

Demolition Works 71 74 75 -4 Negligible 

Earthworks 65 74 75 -10 Negligible 

Site Setup 56 74 75 -19 Negligible 

Road Construction 80 74 75 +5 Moderate 
 

Bridge Construction 76 74 75 +1 Minor negative 

Landscaping/Embankments 61 74 75 -14 Negligible 

Demobilise Site 62 74 75 -13 Negligible 

C3: Talbot Street 

Demolition Works 58 70 75 -17 Negligible 

Earthworks 52 70 75 -23 Negligible 

Site Setup 45 70 75 -30 Negligible 

Road Construction 76 70 75 +1 Minor negative 

Bridge Construction 53 70 75 -22 Negligible 

Landscaping/Embankments 58 70 75 -17 Negligible 

Demobilise Site 51 70 75 -24 Negligible 
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Noise Level LAeq,1h dB (Façade) 

C4:  Midland Close 

Demolition Works 57 75 75 -18 Negligible 

Earthworks 51 75 75 -24 Negligible 

Site Setup 40 75 75 -35 Negligible 

Road Construction 69 75 75 -6 Negligible 

Bridge Construction 62 75 75 -13 Negligible 

Landscaping/Embankments 58 75 75 -17 Negligible 

Demobilise Site 46 75 75 -29 Negligible 

C5: Corporation Street/Dock Street 

Demolition Works 87 75 75 +12 Substantial 
 

Earthworks 82 75 75 +7 High negative 

Site Setup 44 75 75 -31 Negligible 

Road Construction 78 75 75 +3 Minor negative 

Bridge Construction 55 75 75 -20 Negligible 

Landscaping/Embankments 58 75 75 -17 Negligible 

Demobilise Site 50 75 75 -25 Negligible 

C6: Sinclair Seamen’s Presbyterian Church, Corporation Square 

Demolition Works 62 73 75 -13 Negligible 

Earthworks 56 73 75 -19 Negligible 

Site Setup 53 73 75 -22 Negligible 

Road Construction 72 73 75 -3 Negligible 

Bridge Construction 73 73 75 -2 Negligible 

Landscaping/Embankments 60 73 75 -15 Negligible 

Demobilise Site 58 73 75 -17 Negligible 
 

Without mitigation, there are construction noise impacts to the majority of the receptors for 
some construction activities. The impacts include the closest receptors to the Proposed 
Scheme. The construction impacts are considered to be short-term with certain operations, for 
example demolition works and site setup, occurring for a very limited duration.  

The predicted noise levels from construction activities fall well below the 75dB limit for 
Receptor C4 (Midland Close) and C6 (Sinclair Seamen’s Presbyterian Church). The impact is 
therefore assessed as Negligible at these receptors. 

The maximum level above the 75dB limit at the other receptor locations is +12dB (demolition 
works at C5 – Corporation Street/Dock Street) resulting in a magnitude of impact of 
Substantial Negative (based on Table 13.3 ratings).  

At C1 (Thomas Street) and C2 (Henry Street) the maximum level above the 75dB limit is +5dB 
(road construction) resulting in an impact of Moderate Negative magnitude. At C3 (Talbot 
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Street) the maximum level above the 75dB limit is +1dB (road construction) resulting in a 
Minor Negative magnitude. 

Therefore, based on the likely magnitude of the construction noise impacts, the significance of 
construction noise effects varies between Negligible and Substantial Negative. 

It should be noted that the levels have been assessed based on a typical worst case day and 
noise levels would be lower, as the construction of the scheme moves further from receptors.  

It is expected that temporary traffic management measures and change in travel patterns from 
construction works would result in the redistribution of traffic throughout the local and trunk 
road network of the Belfast Metropolitan Area. It is reasonable to expect at least a 10% 
reduction in traffic levels, however how this would affect redistribution on individual links on the 
affected road network is unknown at this stage. There are two haul route options for bringing 
material to site and the disposal of material would be the same routes in reverse. Each option 
uses arterial routes to mitigate the impact on existing residential receptors.  

13.6.2.4 Construction Vibration 

A new embankment is proposed just over 15m from the closest residential property on Little 
George’s Street. The historical measured data in BS 5228 for driven precast concrete piling 
includes a measurement at 3m (Table D.9, Ref C21).  Based on the formula within Table E.1 
for driven piling, a PPV of 1.6mm/s is derived at a distance of 15m. 

The predicted vibration level representative of the closest sensitive receptor to piling works fall 
below the criterion for daytime working provided by BCC.  

In order to satisfy BCC’s requirement for imperceptibility during the night-time (<0.15mms-1), it 
is recommended that no piling works are carried out over this period. 

The significance of the impact of vibration during construction is classed as Negligible. 

Since the vibration levels have been predicted at the closest receptor to the proposed piling, it 
follows that the level of vibration would be lower at other sensitive receptors, owing to their 
greater distance. 

13.7 Mitigation & Enhancement Measures 

13.7.1 Operation 

As with any road scheme, the greater the distance between the road and a receptor: the lower 
the traffic noise levels. Barriers arising through the existing topography or the course of the 
design, such as earth banks and cuttings, can restrict the line of sight from the road to the 
receptor and provide useful noise attenuation. Ground topography information in the form of 
contour data has been incorporated into the noise model. Therefore, the effects of existing 
cuttings and earth banks are included within the predictions. The Proposed Scheme has some 
effect on these features, therefore the Do-Something model incorporates the detailed 3D 
design of the Proposed Scheme. 

Additional noise barriers have been specified to provide noise mitigation to groups of 
properties fronting on to the Westlink section of the Scheme. These additional noise barriers 
are shown in Figures 13.3 and 13.4, and approximate details are as follows: 

• Noise barrier to northbound carriageway of Westlink: height 1.5m, length 240m; and 

• Noise barrier to southbound carriageway of Westlink: height 1.5m, length 285m. 
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Thin Surface Course Systems (TSCS), otherwise known as low noise road surfacing, would 
also be provided on Interchange links between Westlink, M2 and M3 and the slip roads from 
these to the local road network. 

13.7.2 Construction 

A range of good site practices would be adopted in order to mitigate construction phase noise 
and vibration; these would be defined within a Construction Environmental Management Plan 
(CEMP). It is assumed that the contractor would follow best practicable means to reduce the 
noise and vibration impact on the local community, including: 

• Fixed and semi-fixed ancillary plant such as generators, compressors, wood chippers etc 
which can be located away from receptors to be positioned so as to cause minimum noise 
disturbance. If necessary, acoustic barriers or enclosures to be provided for specific items 
of fixed plant;  

• All plant used on site would comply with the EC Directive on Noise Emissions for Outdoor 
Equipment, where applicable; 

• Selection of inherently quiet plant where appropriate. All major compressors to be ‘sound 
reduced’ models, fitted with properly lined and sealed acoustic covers which are kept 
closed whenever the machines are in use, and all ancillary pneumatic percussive tools to 
be fitted with mufflers or silencers of the type recommended by the manufacturers; 

• All plant used on site would be regularly maintained, paying particular attention to the 
integrity of silencers and acoustic enclosures; 

• Machines in intermittent use to be shut down in the intervening periods between work or 
throttled down to a minimum; 

• Drop heights of materials from lorries and other plant would be kept to a minimum; and 

• Adherence to the codes of practice for construction working and piling, given in British 
Standard BS 5228 and the guidance given therein for minimising noise and vibration 
emissions from the site. 

In order to minimise the likelihood of complaints, BCC and affected residents would be kept 
informed of the works to be carried out, and of any proposed work outside normal hours. 
Residents would be provided with a point of contact for any queries or complaints. 

13.8 Residual Effects 

13.8.1 Operational Noise and Vibration 

The overall significance of the operational noise and vibration effects of the Proposed Scheme 
is assessed as Negligible. 

13.8.2 Construction Noise and Vibration 

Based on the likely magnitude of the construction noise impacts and the sensitivity of the 
identified receptors, the overall significance of construction noise effects is assessed as Minor 
Negative, assuming the developed mitigation strategy is in place.  

Based on the likely magnitude of the construction vibration impacts and the sensitivity of the 
closest identified receptors, the overall significance of construction vibration effects is 
assessed as Negligible. 
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13.9 Summary & Conclusions 

The Proposed Scheme would result in both temporary noise and vibration impacts during the 
construction works, and permanent noise impacts due to the operation of the Proposed 
Scheme.  

The demolition works and earthworks to re-profile the existing cuttings and embankments 
have been identified as the construction activities with the greatest potential to generate noise. 
A range of good practice mitigation measures have been identified. Adherence to the limits 
outlined within this chapter, based on the measured ambient noise levels at the closest 
residential properties, should ensure that construction noise impacts are kept to a minimum. 

In the absence of the Proposed Scheme, road traffic noise levels in the 400m study area 
generally increase slightly from the baseline year to the future assessment year, due to the 
general increase in traffic flows over time. With the Proposed Scheme in place, the vast 
majority of properties undergo a Negligible increase in daytime traffic noise in the long-term, 
from 2021 Do-Minimum to 2035 Do-Something.  

A summary of the noise and vibration impact assessment is presented in Table 13.12. 

Table 13.12: Potential Impacts Summary Table 

Predicted Impact Duration/area of effect Mitigation Residual Effect 

Construction phase noise 
and vibration upon 
sensitive receptors 

Limited to duration of 
construction works and 

unlikely to affect receptors 

Standard best 
practice control 

measures (as per the 
CEMP) 

Not significant 

Road traffic noise and 
vibration upon sensitive 

receptors 

The majority of residential 
properties undergo a 

Negligible (0.1 - 2.9 dB) 
increase in the LA10,18h noise 

level in the long-term. 

None required Not significant 

 
 

 

   
ENVIRONMENTAL STATEMENT (VOLUME 1) 
January 2015 
 

425 
 



 Transport NI — York Street Interchange 

 
14. PEDESTRIANS, CYCLISTS, EQUESTRIANS AND COMMUNITY EFFECTS 

14.1 Introduction 

This chapter of the ES addresses the impact of the Proposed Scheme on the journeys which 
people make in their locality as Non-Motorised Users (NMUs) such as pedestrians, cyclists or 
equestrians. In addition, the impact of the proposal on local vehicle movements in relation to 
accessing community facilities is also considered. There are three main aspects addressed in 
this chapter: changes in journey lengths and times; changes in amenity; and changes in 
community severance. 

The impact on journey length considers how the scheme might affect the duration or distance 
of journeys made as a result of temporary and permanent disruption to routes taken such as 
footways, cycleways and Public Rights of Way (PRoW). 

Amenity is defined as the relative pleasantness of a journey and is concerned with changes in 
the degree and duration of people’s exposure to traffic, in terms of fear/safety, noise, dirt and 
air quality, and the impact of the road itself, primarily any visual intrusion associated with the 
scheme and its structures. 

Community severance is defined as the separation of residents from facilities and services 
they use within their community, caused by new or improved roads or by changes in traffic 
flows. In addition to community severance caused by changes in the ability of pedestrians and 
others to travel in the locality of a scheme, severance may sometimes be caused by the 
demolition of a community facility, or the loss of land used by members of the public. 
Conversely, if a new road diverts traffic and makes an existing road easier for people to cross, 
community severance may also be reduced. Aged people, the disabled and children are 
particularly vulnerable to disruption of their travel patterns.  

14.2 Methodology 

As much of the assessment into pedestrian, cyclist, equestrian and community activity was 
undertaken at Stage 2, in accordance with the requirements of DMRB 11.3.8.9 (Stages in the 
Assessment of Impacts on Pedestrians, Other Travellers and Communities), the steps taken 
at this final stage include: 

• refinement of information on important community facilities used by the local community 
which may be affected by the Proposed Scheme; 

• verifying the earlier assessment of changes in journey length/time, amenity and 
community severance, allowing for any subsequent modifications to the Proposed 
Scheme design and refinement of traffic data; and 

• attaining views of relevant interested parties (e.g. community groups, cycling groups, 
angling groups etc.) on the implications of the Proposed Scheme. 

14.2.1 Assessing the Significance of Effects 

With reference to DMRB 11.2.5.2, it is not sufficient to assess only the size and probability of 
possible impacts; their significance should also be assessed. The significance of the effect is 
formulated as a function of the receptor or resource’s environmental value (or sensitivity) and 
the magnitude of project impact (change). In other words, significance criteria are used to 
report the effect of the impact. 

In the case of pedestrians, cyclists, equestrians and community effects, these should be 
assessed firstly in terms of the sensitivity and value of the receptor (e.g. High, Medium or 
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Low), and secondly in terms of magnitude of impact (e.g. Major/Severe/Substantial, Moderate, 
Minor/Slight or Negligible). The sensitivity and value of receptors that may be affected by the 
Proposed Scheme is based on professional judgement, considering general usage and type. 
The scales adopted for the magnitude of impact are contained in Table 14.1 below. 

Table 14.1: Estimating the Magnitude of Impact  

Magnitude Criteria 

Major/Severe/
Substantial 

Loss of community resource / NMU provision and / or quality and integrity of 
community resource / NMU provision. People are likely to be deterred from trips to 
an extent sufficient to induce a re-organisation of their habits (Adverse).   

Large scale or major improvement to community resource / NMU provision quality; 
extensive restoration or enhancement, 60%+ reduction in existing traffic levels. 
(Beneficial).  

Moderate 

Loss of community resource / NMU provision, but not adversely affecting quality and 
integrity. Some residents, particularly children and elderly people, are likely to be 
dissuaded from making trips. Other trips will be made longer or less attractive, for 
example (Adverse). 

Benefit to, or addition of, key characteristics of community resource, features or 
elements, 30-60% reduction in existing traffic levels (Beneficial). 

Minor/Slight 

Some measurable change in attributes of community resource / NMU provision, 
quality or integrity. In general the current journey pattern is likely to be maintained, 
but there will probably be some hindrance to movement, for example (Adverse). 

Minor benefit or addition to a community resource / NMU provision, c.30% reduction 
in existing traffic levels (Beneficial). 

Negligible No perceptible change to community baseline conditions. 

 

DMRB 11.3.8 does not describe how the significance of effects should be scaled with regards 
to pedestrians, cyclists, equestrians and community impacts. Therefore, Table 14.2 outlines a 
suggested means of estimating the significance of potential effects, based upon the magnitude 
of impact and sensitivity of the receptor. Professional judgement and awareness of the relative 
balance of importance between sensitivity and magnitude allows the overall significance of 
effect to be assessed. The significance of effect is assessed with mitigation (where known) to 
define residual effects. 
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Table 14.2: Estimating the Significance of Potential Effects 

Im
po

rta
nc

e 
of

 A
ttr

ib
ut

e High Neutral Moderate/Large Large/Very Large Very Large 

Medium Neutral Slight/Moderate Moderate/Large Large/Very Large 

Low Neutral Slight Moderate Large 

  Negligible Minor/Slight Moderate Major / Severe / 
Substantial 

  Magnitude of Impact 

Source: DMRB 11.2.5.2 (Arriving at the Significance of Effect Categories - adapted) 

14.2.2 Limitations & Assumptions 

In estimating the number of users within a catchment area, it should be assumed that people 
will use the nearest available facility unless there is evidence to the contrary. 

For predicting changes in journey lengths and patterns made by pedestrians and others, the 
following assumptions have been made about average journey speeds: 5 km/hr for people on 
foot and 20 km/hr for cyclists. As would naturally be anticipated, the average journey speeds 
of vulnerable groups (i.e. the aged, children) would be less than these. Considering the urban 
nature of the study area, average journey speeds of equestrians have not been considered in 
the assessment. 

Although physical severance due to roads is permanent, it is assumed that the perceived 
disbenefit from the new road diminishes with time, as people move in or out of the area 
affected. 

14.3 Consultations 

The EIA process looks at the effects of the Proposed Scheme on the environment in 
consultation with external bodies to inform the design and decision making. The Stage 3 EIA 
consultation commenced in February 2014 to allow relevant interested bodies an opportunity 
to register concerns or particular requirements during the EIA process, consult on the levels of 
assessment necessary, and seek input to the ES. A summary of key issues raised by these 
consultees in relation to Pedestrians, Cyclists, Equestrians, and Community impacts is 
contained in Table 14.3 below, and a copy of their response is included in Volume 2: Appendix 
6, Annex B. 
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Table 14.3: Summary of formal consultation responses in relation to potential impacts on 
pedestrians, cyclists, equestrians, and community facilities 

Consultee Consultation 
Date 

Date of 
Response Summary of Consultee Response(s) 

Belfast City 
Council*  24/02/14 07/04/14 

The Council considers that any increase in the 
efficiency of the proposed junction arrangement at 
York Street should deliver positive impacts for the 
northern City Centre area and surrounding 
communities.  They also provided a document 
outlining in more detail areas which they consider 
appropriate for inclusion in the EIA; from a 
community perspective, the Council welcomes 
amendments of the Proposed Scheme to include a 
southbound bus/cycle lane and a northbound cycle 
only lane on York Street. They also noted that 
improvement and enhancement of connections for 
pedestrian and cyclists to the north of the city is 
vital, however recommended that high quality 
segregated cycle lanes are considered. 

Belfast Education 
Library Board 

(BELB) 

24/02/14 

02/04/14 
- No response received. 

Northern Ireland 
Tourist Board 

24/02/14 

02/04/14 
- No response received. 

Department for 
Social Development 

(DSD) - Urban 
Regeneration and 

Community 
Development 

24/02/14 03/04/14 

As the Proposed Scheme is likely to have an 
impact on DSD’s wider strategic objectives, they 
recommended a cross-government collaborative 
approach by setting-up a group to assess and 
mitigate the impacts of the Proposed Scheme. 
This group would maximise the economic, social, 
environmental and community benefits arising 
from the major transformational impacts of the 
Proposed Scheme on the city. 

Police Service of 
Northern Ireland 
(PSNI) – Crime 
Prevention Unit 

05/03/14 01/04/14 

Could not identify anything that could reasonably 
and realistically be described as a likely crime risk 
associated with the Proposed Scheme. Stated that 
the existing bridges do not suffer as gathering 
places for street drinking and anti-social 
behaviour. Grade-separation is likely to reduce the 
road traffic collision risk for pedestrians and also 
reduce interference for traffic caused by annual 
parades along York Street (which is considered to 
be a useful safety benefit). 
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Consultee Consultation 
Date 

Date of 
Response Summary of Consultee Response(s) 

PSNI – Road 
Policing Unit 07/03/14 27/03/14 

Concerned about the risk of objects being 
dropped/thrown onto the carriageway from the 
proposed York Street overbridge. Queried the 
possibility of bridge guarding being factored into 
the design. Noted that anti-social behaviour on 
residual land below and between overbridges has 
been an historical issue. From a future usage point 
of view, stressed that increased 'dead areas' 
associated with the scheme could create a 
potential problem. 

PSNI – Road 
Policing Unit 

03/04/14 

(meeting) 

Meeting held to discuss the Proposed Scheme, 
with particular regard being paid to changes in 
road layout, speed limits, emergency access and 
scheme elements which may contribute to 
antisocial behaviour. 

DRD Cycling Unit 
28/02/14 

02/04/14 
16/05/14 

Promoted the provision of cycling routes to and 
from North Belfast which avoid York Street 
Interchange and identified opportunities to provide 
quieter cycle routes via North Queen Street and 
Nelson Street. 

Sustrans 24/02/14 28/03/14 

Provided a comprehensive suite of comments 
relating primarily to impact on the existing walking 
and cycling network, and the opportunity that the 
Proposed Scheme has to significantly improve the 
network. Sustrans think this scheme presents a 
great opportunity to improve access for 
pedestrians and cyclists in an area of Belfast 
where they are poorly provided for at present. Also 
noted that the current at-grade junction and 
associated link roads provide a hazardous 
environment for cycling and an unpleasant 
environment for walking. 

Translink 
01/05/14 

(meeting) 

Meeting held to discuss the Proposed Scheme, 
with particular regard to impact upon Translink 
services and stops, including access to and 
accommodation of existing services and 
development of Bus Rapid Transit (BRT) plans for 
North Belfast. 

Ulster Angling 
Federation 

24/02/14 

02/04/14 
- No response received. 

The Woodland 
Trust 

24/02/14 

02/04/14 
- No response received. 

*Consultation undertaken with the Chief Executive’s Department, Development Department, Health and 
Environmental Services Department, and Parks and Leisure Department. Response provided by Belfast 
City Council – Development Department on behalf of all Departments within the Council. 
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14.4 Regulatory & Policy Framework 

Belfast City Council (BCC) has a statutory responsibility for provision of public open space and 
recreation facilities within the study area. Their statutory powers to provide for and facilitate 
recreation are considerable, ranging from leisure and tourism promotion, acquisition of land for 
recreational use and provision of facilities, to securing public access to the countryside. 

14.4.1 The Access to the Countryside (Northern Ireland) Order 1983  

Under The Access to the Countryside (Northern Ireland) Order 1983, BCC has a duty to 
assert, protect and keep open and free from obstruction or encroachment, any public right of 
way. It is also given discretionary powers to repair and maintain Rights of Way, to create, 
divert or close public paths, and to make access agreements or orders to open land. 

14.4.2 The Regional Development Strategy 2035 ‘Building a Better Future’  

In terms of policy framework, there is a hierarchy of policy and plans in Northern Ireland, 
pertinent to development of the Proposed Scheme. As discussed in Chapter 2 (Strategic Need 
for the Proposed Scheme), the Regional Development Strategy (RDS) 2035 provides an 
overarching strategic planning framework to facilitate and guide the public and private sectors. 
It does not redefine other government departments’ strategies, but complements them with a 
spatial perspective.  It is a framework which provides the strategic context for where 
development should happen, however it does not contain operational planning policy which is 
issued through Planning Policy Statements (PPS). Although many objectives of the previous 
strategy (the RDS 2025) are still valid, this document now replaces it. 

With regards to pedestrian, equestrian, cyclist and community facilities, one of the eight aims 
of the RDS is to: 

• promote development which improves the health and well-being of communities. 

A healthy community is better able to take advantage of the economic, social and 
environmental opportunities which are open to it. Improved health and well-being is derived 
not only from easy access to appropriate services and facilities, although this is important, but 
also from the creation of a strong economy set within a safe and attractive environment. 

14.4.2.1 The Metropolitan Area centred on Belfast 

The aims and visions of the RDS are implemented through Spatial Framework Guidance 
(SFG), which has five main components, one of which focuses on the importance of Belfast 
City, at the heart of a Metropolitan area. 

From a pedestrian, equestrian, cyclist and community perspective, region-wide guidance 
provided by SFG4 (Manage the movement of people and goods within the Belfast 
Metropolitan Urban Area (BMUA)) recognises that transport has a key role to play in 
developing competitive cities and regions. An efficient transport infrastructure is not only 
important for a successful economy, but it can also help promote social inclusion by providing 
an affordable alternative to the private car. Under this guidance, a number of long-term policy 
directions are provided, including: 

• Manage travel demand within the BMUA; 

• Improve the public transport service; 

• Integrate Land Use and Transportation; 
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• Introduce a Rapid Transit system; 

• Manage the efficient movement of freight; and 

• Improve facilities for walking and cycling, co-ordinated with infrastructure investment. 

14.4.3 Planning Policy Statements 

The importance of the RDS is underpinned by Article 5 of the Strategic Planning (Northern 
Ireland) Order 1999, which requires that all government departments have regard to the RDS 
in exercising any function in relation to development in Northern Ireland. This Order is 
construed as one with the Planning (Northern Ireland) Order 1991, and has resulted in a 
consequential amendment to this Order, such that any policy contained therein (including 
emerging development plans) must be in general conformity with the RDS.  

As such DOE Planning, in preparing planning policies and development plans, is at present 
required to ensure that these are in general conformity with the strategic objectives and 
policies set out in the Strategy, subject to any need to take account of emerging trends which 
are relevant to DOE's responsibility to secure the orderly and consistent development of land. 

14.4.3.1 PPS 3: Access, Movement and Parking (February 2005) 

This PPS sets out the DOE’s planning policies for vehicular and pedestrian access, transport 
assessment, the protection of transport routes, and parking. It forms an important element in 
the integration of transport and land use planning. It sets out a number of policies in relation to 
the provision of new accesses onto public roads and embodies the Government’s 
commitments to the provision of a modern, safe, sustainable transport system, the 
improvement of mobility for those who are socially excluded or whose mobility is impaired, the 
promotion of healthier living, and improved road safety. 

The main objectives of this PPS are to: 

• promote road safety, in particular, for pedestrians, cyclists and other vulnerable road 
users; 

• restrict the number of new accesses and control the level of use of existing accesses onto 
Protected Routes; 

• make efficient use of road space within the context of promoting a modal shift to more 
sustainable forms of transport; 

• ensure that new development offers a realistic choice of access by walking, cycling and 
public transport; 

• ensure the needs of people with disabilities and others whose mobility is impaired, are 
taken into account in relation to accessibility to buildings and parking provision; 

• promote the provision of adequate facilities for cyclists in new development; 

• promote parking policies that will assist in reducing reliance on the private car and help 
tackle growing congestion; and 

• protect routes required for new transport schemes, including disused transport routes with 
potential for future reuse. 
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14.4.3.2 PPS 8: Open Space, Sport and Outdoor Recreation (February 2004) 

This PPS sets out the DOE’s planning policies for the protection of open space, the provision 
of new areas of open space in association with residential development and the use of land for 
sport and outdoor recreation, and advises on the treatment of these issues in development 
plans. It embodies the Government’s commitment to sustainable development, to the 
promotion of a more active and healthy lifestyle, and to the conservation of biodiversity.  

Open space, for the purposes of this Statement, is defined as all open space of public value. 
The definition includes not just outdoor sports facilities, parks and gardens, amenity green 
space and children’s play areas, but also natural and semi-natural urban green spaces, 
allotments, cemeteries, green corridors and civic spaces. It includes not just land, but also 
inland bodies of water that offer important opportunities for sport and outdoor recreation, and 
which can also act as a visual amenity. 

The main objectives of this PPS are to: 

• safeguard existing open space and sites identified for future such provision; 

• ensure that areas of open space are provided as an integral part of new residential 
development, and that appropriate arrangements are made for their management and 
maintenance in perpetuity; 

• facilitate appropriate outdoor recreational activities in the countryside; 

• ensure that new open space areas and sporting facilities are convenient and accessible 
for all sections of society, particularly children, the elderly and those with disabilities; 

• achieve high standards of siting, design and landscaping for all new open space areas 
and sporting facilities; and 

• ensure that the provision of new open space areas and sporting facilities is in keeping with 
the principles of environmental conservation, and helps sustain and enhance biodiversity. 

14.4.4 Development Plan 

14.4.4.1 Belfast Metropolitan Area Plan 2015 

The Belfast Metropolitan Area Plan (BMAP) 2015 as adopted (which became operative on 09 
September 2014) has been prepared under the provisions of Part III of the Planning (Northern 
Ireland) Order 1991 by the DOE. The plan covers the City Council areas of Belfast and 
Lisburn, and the Borough Council areas of Carrickfergus, Castlereagh, Newtownabbey and 
North Down.  

As outlined within the BMAP, the strategic vision for Belfast City is to promote it as the 
regional capital and major focus for regional administration, commerce, specialised services, 
cultural amenities and employment opportunities. The Belfast City Strategy has been 
determined to reflect the Strategic Vision and Framework which flows from it. With regard to 
pedestrian, cyclist, equestrian & community effects, the following ‘Planning Actions’ within the 
Strategy are of note:  

• Enhancing the Quality of Life in the City through: 

− Protecting existing parks, green areas, the coastline and designating nine Community 
Greenways; and 
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− Protecting six sites for proposed health facilities and two sites for proposed education 

facilities. 

• Promoting Equality of Opportunity for all Sections of the City Population through: 

− Promoting public transport and equitable access to services, facilities and 
employment opportunities for all the community. 

• Promoting an integrated and inclusive Transport System consistent with the City’s role as 
a major gateway to Northern Ireland and as the heart of the Regional Strategic Transport 
Network through: 

− Promoting the use of public transport with requirements for provision of facilities in 
conjunction with development in certain land use zonings;  

− Seeking to reduce the number of car journeys made during peak periods by 
controlling non-operational car parking within designated Areas of Parking Restraint in 
Belfast City Core, City Fringe and in Commercial Nodes on Arterial Routes; 

− Promoting walking and cycling in certain land use zonings through Key Site 
Requirements and 2 proposed additional bridge crossings over the River Lagan; and 

− Protection for strategic and non-strategic road schemes in the City. 

14.4.5 Belfast Metropolitan Transport Plan 2015 

The Belfast Metropolitan Transport Plan 2015 (BMTP) is a local transport plan setting out 
transport proposals for the Belfast Metropolitan Area (BMA) which people can expect to see 
implemented by 2015. The BMTP is integrated with BMAP, acting as a Technical Supplement 
within this document in relation to transportation. It has also been guided by the RDS (2025 
version) and takes forward the strategic initiatives of the Regional Transport Strategy (RTS), 
setting out detailed transport proposals for the BMA in a form that will enable them to move 
towards implementation (subject to detailed economic appraisal, funding availability and 
statutory processes). 

The primary focus of the BMTP process was to develop a 2015 Implementation Plan. There 
was, however, a need to frame the 2015 Plan within a long-term strategy for transport in the 
BMA. In line with the RDS, a 2025 target date was identified as representing this longer-term 
horizon. The components of the 2015 Plan and 2025 Strategy are described according to four 
modal themes, as follows: 

• Provision for Walking and Cycling – such as walking corridors and cycle routes; 

• Public Transport Measures – such as bus and rail schemes; 

• Highway Measures – such as road schemes; and 

• Management Measures – such as parking controls or traffic management used to control 
traffic and influence travel demands and patterns. 

From a pedestrian, cyclist, equestrian & community perspective, the plan provides 
comprehensive proposals for all modes of transport throughout the BMA. It will provide for and 
encourage greater use of public transport and greater levels of walking and cycling whilst also 
supporting an appropriate level of movement of cars and goods vehicles which, realistically, 
will remain the most used mode of travel in the BMA during the Plan period. The proposals 
also recognise the important role that transport can play alongside other government initiatives 
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in helping social inclusion by providing better access to employment, health and leisure 
facilities. 

14.4.5.1 Provision for Walking and Cycling 

The BMTP proposes wide-ranging initiatives to improve facilities for pedestrians and cyclists, 
such that walking and cycling can form a more significant element of overall travel in the BMA 
than at present. 

The priority for the Plan is to develop a hierarchy of pedestrian routes based upon the BMA’s 
overall network of existing footpaths, pavements and road crossings in the main urban areas 
of the BMA. The Plan proposes the implementation of the following measures: 

• improved facilities for walking within the BMA as a result of traffic management on local 
roads giving greater priority for pedestrians; and 

• Quality Walking Routes which are of a consistently high standard of provision linking key 
locations in and around the centre of Belfast.  

The Plan also includes targeted improvements to infrastructure for cyclists and proposes the 
development of a network of cycle routes which builds upon the existing network in the BMA, 
including part of the National Cycle Network (NCN) to identify a preferred network to deliver 
continuous cycle routes between key locations in the BMA.  

14.4.5.2 Public Transport Measures 

There is a clear need to substantially improve the quality of public transport services in 
delivering a modern, integrated transport system for the BMA, especially in terms of journey 
ambience, frequency and reliability, and in a way that extends travel choices for all sections of 
the community. The guidance given by the RDS and RTS identifies key themes that should 
shape a longer term vision for the BMA’s public transport network, including: 

• a step change in the quality of public transport services; 

• a strengthened role for the BMA’s heavy rail network; 

• a bus strategy mainly focused on the Metropolitan Transport Corridors; 

• greater integration between public transport modes and between public transport and the 
private car in the form of park & ride provision; and 

• a significant role for rapid transit. 

A number of initiatives that deliver this step-change in public transport provision have already 
been but in place, most notably investment in the rail network, in new buses and the ‘Belfast 
on the Move’ project, and a number of initiatives are in the planning process (i.e. Belfast Rapid 
Transit). In line with the RTS, the Plan recognises the need to maintain and accelerate this 
process as a key priority. 

14.4.5.3 Highway Measures 

The BMA’s highway network caters for buses, taxis, cyclists and pedestrians, as well as cars 
and goods vehicles. Its performance is fundamental to the economic vitality and social well-
being of the BMA and, in its strategic context, Northern Ireland as a whole. The Plan relates 
proposed improvement measures to the role that individual road links play within the overall 
highway network, the primary distinction being that between strategic and non-strategic roads. 
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As part of the Plan’s overall strategy, the strategic network needs to be enhanced, such that it 
can: 

• safely and efficiently cater for longer-distance movements of people and freight to, from 
and between different parts of the BMA – particularly locations of regional importance 
such as Belfast city centre, the Regional Gateways, and potential strategic development 
and employment locations; and 

• support the reduction of traffic and the impact of traffic on the non-strategic highway 
network with capacity enhancement schemes to address key bottlenecks and provide a 
consistent standard of road. 

In the longer term, it is proposed that the existing city centre ring road is transformed to create 
a ‘boulevard’ and reduce the ‘barrier’ effect between local communities and the city centre. 
The development of this orbital urban boulevard will make use of much of the highway 
infrastructure currently in place as defined by the following roads: Millfield, Frederick Street, 
Dunbar Link, Victoria and Oxford Streets, Cromac Street, Ormeau Avenue, Bruce 
Street/Dublin Road and Great Victoria Street. It is proposed that the City Centre Ring is 
provided with two lanes in each direction along its length, with appropriate right turning lanes. 
The design of the City Centre Ring will be consistent with the central urban setting and in most 
locations will give priority to general traffic, although on certain sections it will be required to 
share use with public transport. It is recognised however that frequent and high quality 
pedestrian and cycle crossing facilities will be required on the City Centre Ring to ensure that 
the central core area is not severed from the inner city area. 

14.4.5.4 Management Measures 

The proposals identified above to improve walking and cycling facilities, public transport 
provision and the road network, will represent a major investment in the transport system. In 
order to maximise the value of this investment in achieving the wider objectives of the Plan, a 
range of management measures are also proposed. 

The overall strategy proposes that a policy of demand management is pursued across the 
BMA as a means of reducing the number of car journeys made in peak periods. Demand 
management will initially be focused upon applying a parking policy that increases the level of 
parking restraint within central Belfast as a means of tackling peak car use, while still providing 
for car journeys outside peak periods as a means of maintaining the economic vitality of the 
city centre.  

During the Plan period, the emphasis will be on improving public transport, reducing the 
amount of public long stay parking in Belfast City Centre, and tightly controlling any growth in 
private non-residential parking. The amount of short stay parking will also be controlled and 
new car parks will only be provided to replace existing spaces or where they are an essential 
part of new development. 

Public transport and car parking will be closely monitored during the Plan period. Towards the 
end of this period, public transport in Belfast should be of a quality and quantity to provide an 
attractive alternative to the car. At that stage, further restraint measures will be introduced 
including providing a significantly higher level of priority for buses and then a reduction in the 
number of long-stay and short-stay spaces in the City Centre. 
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14.5 Baseline Conditions  

14.5.1 Existing Road Network  

As identified in the BMTP, the BMA is typical of most large urban areas, comprising a set of 
radial road links that converge on a central hub, in this case Belfast City Centre. The BMA 
occupies a strategic position on several Key Transport Corridors (KTC) including: 

• Eastern Seaboard KTC; 

• North-Western KTC; 

• Northern KTC; and 

• South-Western KTC.  

The KTCs within Northern Ireland provide connection to other major European cities through 
the Region’s gateways.  These gateways include Northern Ireland’s airports and sea ports.   

The Eastern Seaboard KTC passes through Belfast and provides connections to the regional 
gateways of Belfast Port and George Best Belfast City Airport.  Within the BMA, it comprises 
the M1, Westlink and M2.  

The existing York Street junction is a node on the Eastern Seaboard KTC, located to the north 
of Belfast City Centre.  At this node, strategic traffic movements along this corridor interact 
with strategic traffic movements to and from the M3, and local traffic movements into and out 
of Belfast City Centre.  

Within the study area, strategic and local traffic movements are presently controlled by a 
complex arrangement of traffic signals that includes four signalised junctions at York Street, 
York Link, Nelson Street and Great George’s Street.  The overall signalised “box” created by 
these four signalised junctions is known as the York Street junction gyratory system. 

As noted in the BMTP, one of the key transport problems of the BMA, and Belfast in particular, 
is the multifunctional role of many of the links forming this road network. While the main radial 
road links form key axes for movement between the city’s suburbs and its central core, they 
also serve local movements within the urban area. 

The existing road network can therefore largely be categorised as: 

• the Strategic Highway Network - providing for longer-distance traffic within the BMA and 
linked to NI’s wider Regional Strategic Transport Network (RSTN) as defined by the RTS 
(i.e. Westlink, M2 and M3); and 

• the Non-Strategic Highway Network - the roads that serve residential areas, the City and 
the distributor roads that link these areas to the strategic network (i.e. York Street, Great 
George’s Street, York Link, Nelson Street, Little York Street, Shipbuoy Street, Dock 
Street, Corporation Street, Whitla Street, Garmoyle Street, North Queen Street and Clifton 
Street). 

14.5.1.1 The Strategic Highway Network 

14.5.1.1.1 Westlink 

The Westlink was built between 1979 and 1983, commencing at Junction 1 (Broadway) of the 
M1 in South Belfast and terminating at the York Street junction to the north of the City Centre.  
The route provides strategic links from the M1 to M2, M3 and towards Shore Road, in both 
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northbound and southbound directions. The proximity of Westlink to the City Centre combined 
with high capacity distribution routes adjacent to it, means that it provides for a significant 
proportion of the strategic journeys accessing the City. It also provides a key access route to 
and from the Port of Belfast. 

Completed in early 2009, the Westlink was subject to major improvements over some of its 
length, upgrading to a three-lane urban all-purpose dual carriageway from its start at the 
grade-separated junction at Broadway to the existing grade-separated junction at Divis Street. 
The section between Divis Street and York Street remained largely unchanged.  

To the north of Divis Street, the existing two-lane urban all-purpose dual carriageway is 
conveyed under Peter’s Hill overbridge, with direct taper merges and diverges on both 
carriageways to Clifton Street grade-separated junction. Northbound from Clifton Street 
junction, a lane gain to the nearside of Westlink provides three lanes over the existing North 
Queen Street overbridge. On the approach to York Street junction, a direct taper from the 
offside of the northbound carriageway provides separation for M3 bound traffic from M2/York 
Street bound traffic.  

In June 2009, improvements were carried out to the northbound intersection of Westlink with 
York Street, which comprised widening Westlink on its south side into Great George’s Street 
Car Park, essentially to provide six lanes on approach to the junction.  The additional lane 
provided forms a dedicated left-turn for York Street bound traffic from the Westlink.  Three 
lanes are maintained for onward travel to M2, with an additional two lanes on the offside 
separated by a traffic island and designed for M3 and City Centre onward destinations.  The 
junction is traffic signal controlled, with staggered pedestrian crossings provided across the 
Westlink following completion of the widening works. 

The southbound carriageway from the intersection of Westlink with York Street comprises 
three lanes, merging to two lanes south of the junction.  The carriageway is carried on 
embankment with two lanes provided across North Queen Street overbridge, where a taper 
diverge provides a connection to Clifton Street junction. The two lanes continue southbound 
under Peter’s Hill overbridge, with taper merges and diverges to the previously identified lane 
gain arrangement at Divis Street junction. 

14.5.1.1.2 The M2 

The M2 was also constructed between 1979 and 1983, with the foreshore section between 
Junction 1A (Duncrue Street) and M3 Lagan Bridge completed most recently, constructed 
essentially as advance works in anticipation of the onward connection to Lagan Bridge, across 
Belfast Harbour. The foreshore section of the M2, immediately north of Junction 1A, is 
characterised by a five-lane urban motorway. 

The citybound carriageway within the study area commences with a lane drop at Junction 1A 
(Duncrue Street) designated for City Centre and Docks traffic, which reduces the number of 
onward lanes to four.  The citybound carriageway continues on embankment to its crossing of 
Dock Street, where lanes one and two diverge from the carriageway down a steep gradient 
into a lane gain arrangement with Nelson Street at street level.  The remaining two lanes 
continue on embankment to Lagan Bridge, where they become congruent with the M3. 

The countrybound carriageway commences immediately north of Junction 1A on the M3 and 
comprises two lanes, before quickly gaining three lanes from York Street junction, forming a 
five-lane carriageway. Continuing north on embankment to its crossing of Dock Street, lanes 
four and five are designated for onward travel to M5, lanes two and three designated for 
onward travel on the M2, and lane one designated for onward travel to Shore Road via the 
next exit at Fortwilliam (Junction 1). 
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14.5.1.1.3 The M3 

The M3 was constructed in the 1990s as part of the Lagan Bridge and Dargan Bridge works, 
providing a strategic link on the route between Belfast and Bangor across the Harbour. The 
section of M3 within the study area comprises a four-lane urban motorway, the majority of 
which is elevated above street level on Lagan Bridge and bounded to the south-west by 
Dargan Bridge. 

On the Belfast bound carriageway, lanes one and two form a lane drop arrangement at 
Junction 1A.  These two lanes continue towards Westlink on a ramp structure, where widening 
increases the lanes available to four. The carriageway continues in an alignment under 
Dargan Bridge through to a signal controlled intersection at street level with Nelson Street, 
where an additional left-turn filter lane is provided.  The two remaining northbound lanes on 
the motorway continue on structure to form the start of the M2, immediately north of Junction 
1A.   

On the Bangor bound carriageway, the M3 commences immediately south of Junction 1A on 
the M2, with two lanes continuing south-east towards a lane gain arrangement, where two 
lanes travelling south-east from a street level signal controlled junction with Nelson Street join 
the elevated carriageway. Four lanes then continue eastwards across Belfast Harbour and 
beyond the extents of the study area. 

14.5.1.2 The Non-Strategic Highway Network 

14.5.1.2.1 York Street 

York Street runs in a general south to north alignment along the western side of the signalised 
gyratory system.  At its the intersection with Great Patrick Street, five one-way lanes are 
provided through to its intersection with Great George’s Street at a signal-controlled junction.  
A left-turn filter lane provides access to Lancaster Street Public Car Park and onward travel to 
Great George’s Street / Westlink. 

Continuing through this junction, a lane gain for onward travel to Shore Road is provided on 
the nearside of the carriageway, increasing the lanes available to six. An access is also 
provided on the nearside to Great George’s Street Public Car Park. Lanes one and two 
continue to the intersection with Westlink and York Link, with onward travel along York Street 
through a signal-controlled junction, whilst lanes three, four and five are designated for onward 
travel to M2 in a fork away from lanes one and two.  To the offside, lane six provides access to 
York Link at a priority junction.  A dedicated access for buses is provided from this lane to an 
existing bus-stop at the corner of York Street and York Link.   

North of the York Street/York Link intersection, two one-way lanes provide onward northbound 
travel (with a left-turn lane facilitating access to Cityside Retail Park) and a single southbound 
lane separated by a traffic island providing connection to the northbound carriageway of the 
M2 (via an onslip). 

14.5.1.2.2 Great George’s Street 

Great George’s Street runs in a general east to west alignment through the existing York 
Street junction and forms the southern side of the signalised gyratory system.  As a single 
carriageway comprising seven one-way lanes, it commences at the intersection between 
Nelson Street and the offslip from M3.  Lane seven is a dedicated access to Little York 
Street/Northside Park & Ride.  Six one-way lanes are maintained through to the intersection 
with York Street at a signal-controlled junction.  At this junction, lane one is designated for 
onward travel to North Queen Street (with an access provided on the nearside to Little York 
Street), lanes two, three and four are designated for onward access to Westlink, and lanes five 
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and six are designated for onward travel onto York Street, with Shore Road, M2 and M3 as 
ahead destinations. The route then reduces to a single carriageway west of this junction, 
providing one-way access to existing housing developments, terminating at a priority junction 
with North Queen Street. 

14.5.1.2.3 York Link 

York Link runs in a general west to east alignment through the existing York Street junction 
and forms the northern side of the signalised gyratory system.  A single carriageway, it 
commences at the intersection between Westlink and York Street and comprises two one-way 
lanes initially.  A third lane opens to provide three lanes under both Dargan Bridge and Lagan 
Bridge, before the route terminates at its intersection with Nelson Street at a signal-controlled 
junction.  Lanes one and two at this point are designated for onward travel to M3 via an onslip, 
and lane three is designated for travel onto Nelson Street, with City Centre/Westlink as 
onward destinations. 

14.5.1.2.4 Nelson Street 

Nelson Street comprises two one-way single carriageways travelling in a general north and 
south alignment, away from its intersection with Dock Street.  North of Dock Street, it 
comprises a single carriageway leading away from a signal-controlled junction to Duncrue 
Street. Two lanes are provided in the northbound direction, with a dedicated bus lane in the 
southbound direction.   

South of Dock Street, initially two lanes are provided for onward travel to the City Centre and 
M3, and a single lane diverges across a large traffic island to join two lanes on the offslip from 
M2 via a lane gain arrangement. The traffic island continues to provide separation through its 
intersection with York Link at a signal-controlled junction, forming the eastern side of the 
gyratory system.  

Within the gyratory system, the route passes under Lagan Bridge and Dargan Bridge 
respectively, before intersecting with Great George’s Street and the offslip from M3 at a signal-
controlled junction.  Five lanes are provided, with three lanes facilitating onward access onto 
Great George’s Street and two lanes (separated by a traffic island) facilitating through 
movement towards the City Centre.  Through the junction, these two lanes open to five lanes 
through to its intersection with Great Patrick Street/Dunbar Link. 

14.5.1.2.5 Little York Street 

Little York Street (also referred to as Nile Street) comprises two one-way narrow single 
carriageways travelling in a general north and south alignment away from its intersection with 
Great George’s Street. 

North of Great George’s Street, it provides access to the existing Northside Park & Ride facility 
and Shipbuoy Street, located in the centre of the York Street junction’s signalised gyratory 
system.  It has no through connection to York Link. 

South of Great George’s Street, it provides one-way access to Great Patrick Street, though at 
its intersection, only left-turn movements are facilitated. It also intersects with Little Patrick 
Street, approximately halfway along its length giving way to priority movements along this 
road. 
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14.5.1.2.6 Shipbuoy Street 

Shipbuoy Street is a short length of narrow single carriageway that is accessed from Little 
York Street.  It serves as access for lands in the centre of the gyratory system and includes a 
large turning area, as no through connection is provided to Nelson Street. 

14.5.1.2.7 Dock Street 

Dock Street comprises a short length of single carriageway with two lanes in each direction, 
separated by a traffic island running between two structures.  The route passes under the 
Dargan Bridge and M2, terminating on each side of these structures at a signal-controlled 
junction (where it gains a number of lanes to facilitate right turning movements). 

14.5.1.2.8 Corporation Street/Garmoyle Street 

Corporation Street/Garmoyle Street runs in a general north to south alignment between Dock 
Street and Dunbar Link signal-controlled junctions. As a single carriageway road, it comprises 
two lanes southbound and two lanes northbound, though the latter reduces to a single lane for 
buses only opposite the entrance to Clarendon Dock. Immediately north of Lagan Bridge, the 
route intersects with Corporation Square via a signal-controlled junction.  

14.5.1.2.9 North Queen Street 

North Queen Street comprises a single carriageway which passes under the Westlink, running 
in a general north to south alignment.  It is a wide carriageway with single lanes running in 
each direction separated by hatched road markings, which give way to ghost islands 
facilitating right-turning movements.  

14.5.1.2.10 Clifton Street 

Clifton Street comprises a single carriageway running in a general east to west alignment.  
The route intersects Westlink via a full grade-separated junction.   

14.5.1.2.11 Whitla Street 

Whitla Street comprises a short length of single carriageway facilitating connection in a one-
way direction between Nelson Street/Duncrue Street and Garmoyle Street.  A total of three 
lanes are provided on the link, with direct accesses on opposite sides of the carriageway into 
the Whitla Street Fire Station and the Dufferin Road gate to the Port of Belfast.  A priority 
junction provides connection for northbound traffic on Nelson Street to return south along the 
route. 

14.5.1.2.12 Garmoyle Street 

Garmoyle Street comprises a single carriageway running in a one-way north to south direction 
between Whitla Street and Dock Street. The route intersects Dock Street at an existing 
signalised junction.  Three lanes are provided initially on the link, opening to four lanes at the 
entrance to the Dufferin Road gate to the Port of Belfast. Of the four lanes provided, lanes one 
and two are designated for onward travel to the City Centre (via Corporation Street), with 
lanes three and four designated for right-turning traffic onto Dock Street.  A traffic island is 
used to separate the movements at the Dock Street junction, with a filter lane provided on the 
nearside to facilitate left-turns onto Dock Street in the direction of the Port of Belfast. 
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14.5.2 Vehicle Movements 

As noted earlier, existing York Street junction is a node on the Eastern Seaboard KTC where 
movements conflict with strategic traffic movements to and from the M3, and local traffic 
movements into and out of the City Centre.  As noted in the BMTP, many of the transport 
network problems of the wider Belfast City area are brought into sharp focus in the City Centre 
with conflicts between the needs of local journeys, by all modes of travel, but in particular 
those made by foot or public transport, and those of strategic movements wishing to pass 
through the City Centre or its immediate environs.  

As also mentioned, the conflict between strategic and local traffic movements within the study 
area is presently controlled by a complex arrangement of traffic signals. The capacity of the 
existing gyratory system is limited by both the magnitude of competing traffic flows and the 
various physical constraints at this location. These physical constraints include adjacent built 
development, elevated rail infrastructure carried on the Dargan Bridge, and the capacity of 
existing road infrastructure including the Westlink, M2 and the elevated M3.   

The lack of capacity at the junction causes undue congestion and thereby delays for freight, 
public transport and private vehicles.  It is therefore considered a bottleneck on the strategic 
road network. 

14.5.2.1 Strategic Vehicle Movements 

For strategic vehicle movements, the existing road layout at York Street provides access to 
the Westlink, M2 and M3, as well as the City Centre, North Belfast and the Docklands. Access 
to the Westlink provides links towards Lisburn, Craigavon, the West, Newry and cross-border 
towards Dublin. The M2 provides links to the North and north-west of the Province, including 
Larne, Belfast International Airport, Coleraine and Londonderry. The M3 provides links to East 
Belfast, Sydenham Bypass, George Best Belfast City Airport, Holywood and Bangor. The 
existing links between the Westlink and the M2/M3 are at-grade, intersecting with the local city 
road network through signal-controlled priority junctions. The M2 to M3 Lagan Bridge 
connection (and vice versa) is the only strategic link within the existing junction arrangement 
that is currently grade-separated from the local city road network. 

14.5.2.2 Non-Strategic (Local) Vehicle Movements 

For local vehicle movements on the existing gyratory system, northbound movements are 
accommodated by one-way running along the York Street arterial route, eastbound 
movements accommodated by one-way running along York Link, southbound movements 
accommodated by one-way running along Nelson Street, and westbound movements 
accommodated by one-way running along Great George’s Street. Local movements through 
the gyratory system occur in direct interaction with strategic movements through four at-grade, 
heavily-trafficked signal-controlled junctions. Any movement in the system involves negotiating 
a minimum of two signal-controlled junctions and merging with and/or giving way to strategic 
traffic on a priority basis. 

14.5.3 Community Facilities 

For the purposes of assessment, the term ‘community facility’ ranges from health and social 
services, to education, arts, culture and religious facilities. It also includes facilities for leisure 
and social purposes, including centres, meeting places and halls. Essentially, this definition 
includes: 

• Leisure and culture facilities (including arts, entertainment and built sports facilities); 

• Community centres and meeting places (including places of worship, libraries); 
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• Facilities for children (from nursery provision to youth clubs); 

• Education (including adult education); 

• Social services; 

• Healthcare facilities; 

• Service-orientated businesses (i.e. locally based shops); and 

• Public transport facilities. 

As the study area is centred on the interface between North Belfast, the northern fringe of 
Belfast City Centre and Belfast Harbour, it is generally accepted that the principal facilities in 
which the local community would be travelling to on a regular basis are not only located within 
the environs of the immediate study area, but also throughout the wider BMA. 

Figure 14.1 illustrates a representative selection of such facilities within the study area, 
however it must be stressed that this is not exhaustive. It is recognised that other facilities 
which have not been identified may exist and provide important services to the local 
community within and surrounding the study area. 

Within the confines of the existing junction arrangement, there are very few community 
facilities other than: 

• Northside Park & Ride (Transport NI operated in partnership with Translink) – which is a 
City Centre bus-based Park & Ride and includes 231 off-street spaces with disabled 
provision; 

• Great George’s Street Car Park (Transport NI operated) - which includes 154 off-street 
spaces with no disabled provision; and 

• Jack Kirk Automobile Engineer, 26 Shipbuoy Street – which provides garage services 
(servicing and repairs). 

Beyond the immediate surrounds of the existing junction arrangement, there is a distinct 
variation in land uses and associated built development. The community facilities within these 
areas are very much reflective of the local environs and communities which they serve, as 
detailed below. 

14.5.3.1 North Belfast 

York Street is an arterial route, which historically has functioned, not only as a principal 
transportation corridor but also as a retail and service centre providing important social, 
commercial, shopping and leisure functions for the communities which live along this route. 

On the north side of the study area, a variety of community facilities ribbon along York Street 
and include:  

• Cityside Retail Park (which contains a cinema, gym, fast food outlets (i.e. Burger King, 
Subway), bingo hall, supermarket (Tesco), soft play area for children (Funky Monkeys) 
and a range of other retail units (i.e. Sports Direct, Asda Living, Peacocks, New Look, 
Pound World); 

• Galway House retail units (unoccupied) on York Street; 
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• Yorkgate Train Station; and 

• St Paul’s Church and Hall on York Street.  

A range of retail units and service-orientated facilities are also located either side of York Road 
as the route continues northwards, away from the study area.  

On North Queen Street, facilities of note include: 

• North Queen Street Community Centre, a Belfast City Council facility on Victoria Parade 
which includes facilities such as a main hall and activity room and provides classes and 
activities such as after school clubs, bingo, dancing, boxing, mother and toddler groups, 
etc.; 

• North Belfast Family Centre on Victoria Parade, which provides child and day care 
services; 

• Victoria Nursery School on Victoria Parade, providing nursery services for children mainly 
from the surrounding New Lodge area; 

• North Queen Street Playcentre, a Belfast City Council facility located at the junction of 
North Queen Street with Henry Street. It has recently been refurbished as part of the 
Council’s Investment Programme 2012-2015 and includes a 5-a-side football pitch, slides, 
swings, climbing frames, etc.; and 

• New Lodge Playground, a Belfast City Council facility located within a parcel of land 
between Westlink and Victoria Parade. It has also been recently refurbished as part of the 
Council’s Investment Programme 2012-2015 and includes a basketball court, slides, 
swings, climbing frames, etc. 

A range of retail units and service orientated facilities are also located within the New Lodge 
area, serving the needs of the local community.  

14.5.3.2 Northern fringe of Belfast City Centre 

The northern fringe of Belfast City Centre provides a context of mixed land uses, which has 
also influenced the range of community facilities located throughout. South of Great George’s 
Street (between North Queen Street and York Street) facilities of note include: 

• Bunscoil Mhic Reachtain on Lancaster Street, which is an Irish-medium primary school 
serving the community from North Queen Street, Lancaster Street, the New Lodge and 
further afield; 

• Frederick Street Nursery School on Lancaster Street, which provides approximately 26 
full-time nursery places; 

• Lancaster Street Community Garden, a Belfast City Council facility which is an open 
community space located at the end of Lancaster Street (close to York Street) and 
includes a mix of hardstanding, landscaped garden and planting; 

• Lancaster Street Car Park (Transport NI operated) - which includes 53 off-street spaces 
with no disabled provision; 

• Frederick Street Car Park (Transport NI operated) - which includes 134 off-street spaces 
with disabled provision; and 
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• a Memorial to the 15 people killed and those injured in the bombing of McGurk's Bar on 04 

December 1971 located on the south-east wingwall of North Queen Street Bridge. The 
memorial is a stone Celtic cross on double plinth with inscription and situated within 
protective metal railings and includes a mock-up mural/sculpture of the original bar with 
individual plaques provided above dedicated to those who were killed. A dedication is on 
the upper plinth of the Celtic cross, with the list of names of those killed in the bombing on 
the lower plinth. An information panel is also provided, detailing the bombing and the 
ongoing campaign for truth. 

A variety of religious and social facilities are also located in this area, including, St Kevin’s 
Community Hall, St Patrick’s Parish Centre, Friends Meeting House and the Rocktown Public 
House. 

South of Great George’s Street (between York Street and Nelson Street) the area is largely 
occupied by low key commercial, warehousing and office uses, the largest of which is Philip 
House, fronting onto York Street. This area contains a significant proportion of under used 
land in the form of surface level car parking, vacant brownfield land and derelict/dilapidated or 
not currently occupied buildings/retail units. This area does however include: 

• the Pathways Project Building on York Street, which provides an educational service to 
young people at risk of exclusion from mainstream education and who are also at risk of 
offending, entering into care or custody.  The project aims at provision of alternative, 
balanced and broad based education and training programmes for young people from six 
North Belfast schools who are at serious risk of educational and social exclusion; and 

• Orient House on Little Patrick Street, which provides a meeting place for a range of social 
services. 

South of the M3 (between Nelson Street and Corporation Street) the area is also largely 
occupied by low key commercial, warehousing and office uses. In terms of community facilities 
of note, these include: 

• Bridges Urban Sports Park, which is a Belfast City Council facility located immediately 
under Dargan Rail Bridge within a wedge of land at the junction of Little Patrick Street and 
Corporation Street. The park provides facilities for skateboarding, in-line skating, Parkour 
and BMXing; 

• Nelson Street Trade Centre, which includes a number of occupied and unoccupied retail 
units, one of which currently houses the Pathways Project (as described above); 

• Social Security Agency office on Great Patrick Street; and  

• Corporation Street Car Park (Transport NI operated) - which includes 126 off-street 
spaces with no disabled provision. 

Towards the City Centre (i.e. south of Frederick Street/Great Patrick Street/Dunbar Link) the 
range of community facilities available becomes much more extensive, and of note includes; 
St Anne’s Cathedral, St Anne’s Square (mixed-use area of restaurants, apartments, hotels 
and arts venues (The MAC), University of Ulster, St Patrick’s Church and Donegall Street 
Congregational Church. 
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14.5.3.3 Belfast Harbour (Greater Clarendon/Sailortown) 

On the east side of the study area (i.e. the Docklands/Sailortown), community facilities include: 

• Sinclair Seamen’s Presbyterian Church on Corporation Square, a maritime-themed church 
commissioned by Thomas Sinclair and built in 1856 by architect Charles Lanyon; 

• Stella Maris Emergency Hostel on Garmoyle Street, which provides a specialised 
accommodation service for approximately 23 people who have entrenched alcohol issues 
and a history of extended periods of street homelessness; 

• Flying Angel Seafarers Centre on Prince’s Dock Street, which is a welfare facility for 
seafarers and includes a chapel, library, telephones, Wi-Fi, bar, etc. 

• Docker’s Club on Pilot Street, which is a social (bar, function room etc.) and sporting club 
(Dockers Boxing Club); 

• Whitla Street Fire Station; and 

• Belfast Eagle Sea Cadets on Pollock Road, part of the UK's oldest nautical youth charity, 
where sea cadets can go to sea, learn to sail and undertake adventure training. 

In the vicinity of Clarendon Dock, Dock Street, Short Street and Garmoyle Street, a number of 
public houses (McMahon’s Bar, American Bar) and retail units (Benny’s Café, Doorsteps, 
Ladbrokes) serve the local Sailortown community. 

14.5.3.4 West Belfast (Clifton) 

On the west side of the study area, community facilities include The Mater Hospital, Clifton 
House Conference Centre, Clifton Street Surgery, Clifton Nursing Home, St Malachy’s 
College, Indian Community Centre, Belfast Orange Hall, The Hopelink Centre, and a range of 
retail units. 

14.5.4 Public Transport  

In terms of public transport provision, the study area is well connected to rail and bus services. 
As noted previously, the existing York Street junction is a node on the Eastern Seaboard KTC 
where strategic traffic movements conflict with traffic movements to and from the M3, and local 
traffic movements into and out of Belfast City Centre. Providing a multifunctional role, the main 
radial road links within the study area also form key axes on the public transport network, 
facilitating movement throughout the wider Province (i.e. North and North-West), between the 
city’s suburbs and its central core, and local movements within the suburban area.  

14.5.4.1 Public Rail Network 

The BMA rail network comprises routes between: 

• Belfast and Bangor; 

• Belfast and Lisburn, with services on to Portadown and Newry; 

• Belfast and Carrickfergus, with services on to Whitehead and Larne; and 

• Belfast and Antrim and the north-west of the Province via the Bleach Green Line. 
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Even though Belfast to Larne/Londonderry rail services are conveyed through the centre of the 
study area via Dargan Bridge, there are no halts or stations within the immediate York Street 
junction area. The closest connection to rail services is Yorkgate Station on York Street 
(Figure 14.1), which serves North Belfast and is located on the very northern periphery of the 
study area. The high level Dargan Bridge (which was constructed in 1993 and runs 
immediately adjacent to the M3 Lagan Bridge) connects Yorkgate to the rest of the BMA rail 
network at Belfast Central. 

From Monday to Friday, there is a half-hourly Belfast/Larne Line service, with the outbound 
terminus largely alternating between Whitehead and Larne Harbour. The majority of inbound 
services terminate at Great Victoria Street, except four services per weekday which terminate 
at Belfast Central, including the final train. Larne Line services on Saturday are much the 
same as the weekday service, except that all but one of inbound trains terminate at Great 
Victoria Street. On Sundays, the service runs every hour each way, with the outbound 
terminus alternating between Larne Harbour/Whitehead, again with all services except the last 
terminating at Great Victoria Street. 

Weekday services on the Belfast/Londonderry Line also call at Yorkgate on an hourly basis, 
with two trains per hour calling at peak times. Most Londonderry Line trains run from the 
Waterside Station to Great Victoria Street and vice versa, however some outbound services 
run to Portrush instead, and the final inbound train terminates at Belfast Central. Some extra 
services run to and from Ballymena at peak times. On Saturdays, there is a slightly reduced 
number of trains, with only one service per hour between 07:00 and 22:00. On Sundays, only 
seven Londonderry Line trains run in each direction, terminating at Waterside Station/Portrush 
or Great Victoria Street respectively. These services operate every two hours between 09:00 
and 21:00. 

During weekday operation, the first and last trains arrive at Yorkgate Station are at 05:54 
(outbound to Larne) and 23:37 (inbound to Belfast) respectively. 

A subway beneath the railway line and M2 motorway provides a connection between Yorkgate 
Station (Whitla Street) and Nelson Street. 

14.5.4.1.1 Public Rail Network Development Proposals 

In terms of future development of the rail network within the study area, Translink have been 
considering the feasibility of providing a new station at Gamble Street to serve the proposed 
Greater Belfast Development at the University of Ulster (scheduled for opening 2018) and 
likely associated influx of people to the area. To facilitate the new rail halt, twin tracks would 
be required between Yorkgate Station and Gamble Street (the line is currently only single 
track). As such, significant modification of the Dargan Bridge bridgedeck would be required to 
accommodate these changes. Such changes are not proposed as part of this project and 
would be subject to separate assessment. 

At Yorkgate Station, a full planning application has been submitted to improve staircase 
provision, including a second staircase from the east platform down the embankment to the 
footway at Dock Street (between Dargan Bridge and the M2). Extant planning permission has 
been granted for this development proposal, though it has yet to be constructed. 

14.5.4.2 Public Bus Network 

As shown in Figure 14.2, a range of public bus services (Metro, Ulsterbus and Goldline) serve 
and/or pass through the study area. In terms of network connection in and around the study 
area itself, there are a range of bus stops including at Cityside Retail Park, Northside Park & 
Ride, Brougham Street, York Street, Nelson Street, Great Patrick Street and Corporation 
Street. The majority of these stops are connected to the Translink Metro Network, which 

   
ENVIRONMENTAL STATEMENT (VOLUME 1) 
January 2015 
 

447 
 



 Transport NI — York Street Interchange 

 
provides one bus service for all of Belfast. The network is made up of 12 high-frequency 
services operating on quality bus corridors along the main arterial roads into the City Centre 
and additional services operating throughout the Greater Belfast area. 

Bus service efficiency throughout the study area for Metro, Ulsterbus and Goldline services is 
enhanced by way of dedicated bus lane provision, including lanes on Duncrue Street, Nelson 
Street, and Corporation Street/Garmoyle Street and at Northside Park & Ride (York Link).  
Although these allow for increased journey time reliability, movements through the existing 
series of signalised junctions subject these services to delay, especially at peak times. 

14.5.4.2.1 Metro Services 

As shown of Figure 14.2, the York Street arterial route is served primarily by Metro Service 2, 
which connects the City Centre to Rathcoole, Monkstown, Fairview Road, Glengormley and 
Carnmoney. The outbound route from the City Centre utilises the entire length of York Street 
through the study area, however as York Street is one-way, between Great Patrick Street and 
Dock Street, the inbound route utilises Dock Street/Nelson Street/Great Patrick Street where it 
deviates away from York Street. There is a multitude of bus stops (Little George’s Street, 
Yorkgate, Nelson Street/Dock Street, Nelson Street/M3 and Dunbar Link) located along the 
routes taken, which are serviced on a stop-on-request basis. Yorkgate is the only stop with a 
shelter and dedicated lay-by; the others are flag stops located adjacent to the roadside. 

Metro City Express Services 13 and 14, which also pass through the study area, operate a 
circular route between the City Centre and Newtownabbey/Glenville/Hydepark; however do 
not provide a stop-on-request service other than at Interpoint on York Street. The outbound 
route from the City Centre passes along York Street and onto the M2 (via York Link). The 
inbound route leaves the M2 at Duncrue Street, accessing the city via Nelson Street/Great 
Patrick Street/York Street. 

Metro Services 61 and 64(b) connect the City Centre with the Greater North Belfast area, both 
of which provide a stop-on-request service to the bus stops along the city road network. Both 
services follow the same outward and inward route via Dunbar Link, Corporation 
Street/Garmoyle Street, Dock Street and Brougham Street. 

Metro Service 96 connects the City Centre with Duncrue Street/Belfast Harbour, though only 
the inbound service provides a stop-on-request service to the bus stops along the city road 
network. Outbound, the route taken is via Dunbar Link/York Street/Dock Street/Garmoyle 
Street. Inbound, the route taken is via Nelson Street/Dunbar Link/York Street. 

Metro Service 1D connects the City Centre with New Mossley/Mossley Glade via North Queen 
Street, providing a stop-on-request service along this road on both the inbound and outbound 
route. 

14.5.4.2.2 Local and Strategic Services 

The study area also has connection to the Ulsterbus and Goldline inter-urban coach service 
network; though for most services, this is restricted to the City Centre stops at Interpoint, 
Dunbar Link and/or Little George’s Street. Services which either pass through the existing 
York Street junction as part of their planned routes, or have a stop in the study area (i.e. stop-
on-request / set down only) include: 

• Ulsterbus Service 156 (Belfast – Larne); 

• Ulsterbus Service 163/563/166/263 (Belfast – Greenisland – Whitehead); 

• Ulsterbus Service 163a (Queen’s University, Botanic Avenue – Jordanstown, University); 
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• Ulsterbus Service 168/568 (Belfast - Carrickfergus - Whitehead); 

• Goldline Service 209/210 (Belfast – Magherafelt – Cookstown); 

• Goldline Service 212 (Maiden City Flyer); 

• Goldline Service 218/219 (Belfast – Ballymena – Coleraine); 

• Goldline Service 256 (Belfast – Larne); and 

• Airport Express 300. 

Essentially, York Street junction forms a hub point for the north and north-westbound 
Ulsterbus and Goldline services to and from the Europa / Laganside bus centres, with a 
variety of routes taken through the junction arrangement.  

14.5.4.2.3 Northside Park & Ride (Flexibus) 

Located within the centre of the existing junction arrangement (between York Street, York Link 
and Great George’s Street) is Northside Park & Ride, which provides flexibus connection to 
the City Centre approximately every 15 minutes (from 07:40 to 18:25). The park & ride allows 
congestion to be reduced in the City Centre by giving a viable, more sustainable alternative to 
using the car. The bus provides a stop-on-request service at the University of Ulster, Castle 
Court, Donegall Place, Chichester Street, Victoria Street and Transport House (Monday to 
Saturday). It takes a looped route through the gyratory system via York Street, York Link, 
Nelson Street and Great Patrick Street (Dunbar Link). The park & ride provides 231 car 
parking spaces (including provision for disabled patrons) for £3 per day and is well used.  

Northside is however a peripheral park & ride, located on the edge of the central urban area. 
The driver for such sites tends to be limited spatial capacity for increased parking in the central 
urban area and as a consequence they aim primarily to provide increased parking capacity 
just beyond the core and where excess land is available. By increasing parking capacity, 
usually at low cost and supported by transit, peripheral sites have little impact on reducing 
traffic outside of the core or promoting modal shift. 

As part of DRD Transportation Policy Division’s strategic review of park & ride services, it has 
been recommended to enhance the targeted provision of park & ride in a manner which takes 
account of traffic flows and will facilitate integration and accessibility with a view to maximising 
the potential for park & ride to contribute to the RTS objective of modal shift from private car to 
public transport. In addition to highlighting priority areas for investment, the recommendations 
also identify a number of sites which should cease to operate as park & ride, or where future 
investment should not be undertaken. Northside has been identified as such a site. 

14.5.4.3 Belfast on the Move 

The ‘Belfast on the Move’ project was undertaken by DRD to help create a more accessible 
City Centre. By reorganising traffic management, the project set out to facilitate a reduction in 
general traffic levels within the City Centre and encourage greater walking, cycling and public 
transport use in line with the aims of the BMTP. 

The works, which commenced in May 2011, required redistribution of available road space to 
provide improved facilities for public transport, cyclists and pedestrians and were completed 
by October 2013. 
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In terms of public transport provision, the project has delivered over 2.6km of new bus lanes 
which also accommodate cyclists, motorcyclists and taxis, though the physical works 
associated with this project were focused beyond the York Street Interchange study area. 

14.5.4.4 Belfast Rapid Transit 

The Belfast Rapid Transit (BRT) system is a scheme promoted by DRD which will use high 
quality rapid transit vehicles to provide a modern, comfortable environment for passengers in 
terms of space, security and on-board information. The BRT system will incorporate high 
quality halts with easy access to vehicles, real time information systems for easier journey 
planning, and off-vehicle ticketing to speed up the boarding process. The speed, reliability and 
comfort of the BRT services will provide an attractive alternative to private car use. 

The BRT running ways will consist of both bus lanes and mixed traffic lanes.  Where BRT 
operates on a bus lane, this will also be available for use by other bus services, cyclists, 
motorcyclists, permitted taxis and emergency vehicles.  Where BRT operates on mixed traffic 
lanes, these will be available for use by all traffic. 

The pilot BRT network currently being developed will link East Belfast (EWAY), West Belfast 
(WWAY) and Titanic Quarter (CITI) via the City Centre. There is no current proposal for BRT 
to service the study area, though in terms of service provision within North Belfast, DRD 
intends to extend the BRT network to other areas of Belfast, subject to the success of the pilot 
network and the availability of funding.  DRD is already engaging with those responsible for 
proposed developments on potential routes outside the current pilot network to ensure as far 
as possible that the future provision of BRT to key areas is not prejudiced. 

14.5.5 Parking Facilities 

With reference to BMAP 2015 and as described in Sub-Section 14.5.3, a large number of 
parking spaces are currently available in and around the study area. Since 1980, there has 
been almost a five-fold increase in the number of car parking spaces, reflecting increased use 
of the private car for trips to the City Centre. This increase has resulted from both increased 
public parking provision and additional spaces associated with commercial premises, together 
with temporary car parks. It is recognised that if this trend continues, it could seriously 
undermine proposals to increase the use of public transport, walking and cycling. 

The availability of parking spaces, often at relatively low prices or free of charge, encourages 
the use of the private car for journeys into the central area and, in particular, the availability of 
long stay parking spaces has stimulated commuting by car. In order to encourage a shift from 
car use to other forms of transport, especially in peak periods, the BMAP makes provision for 
strategic Park & Ride sites and Areas of Parking Restraint where the introduction and 
modification of parking controls will seek to control the availability of long stay commuter 
parking. 

With reference to Figure 14.3, the study area is located within both the designated Belfast City 
Core Area of Parking Restraint (CC 025) and the designated Belfast City Fringe Area of 
Parking Restraint (BT 009). 

The BMTP proposes that a policy of demand management be pursued across the BMA as a 
means of reducing the number of car journeys made during peak periods. The objective is to 
reduce the need for car-borne commuting and promote a shift from car use in peak periods 
towards other forms of transport. Demand management will be focused upon controlling the 
amount of non-operational parking that can be provided within designated Areas of Parking 
Restraint. 

   
ENVIRONMENTAL STATEMENT (VOLUME 1) 
January 2015 
 

450 
 



 Transport NI — York Street Interchange 

 
14.5.6 Pedestrians 

14.5.6.1 Pedestrian Provision 

With reference to the BMTP, current provision for pedestrians within the BMA is poor by the 
standards of some other UK metropolitan areas, and poorer still when compared to towns and 
cities in continental Europe. In general, walking in the BMA is deemed unattractive because of 
conflicts with road traffic and the study area is no exception to this.  

As shown on Figure 14.4, the existing network of footways do however facilitate access 
between the City, North Belfast and Belfast Harbour (Greater Clarendon/Sailortown), allowing 
for relatively unrestricted pedestrian movements throughout the available road space within 
the study area, facilitating access to a wide variety of destinations including educational 
facilities, shops and places of work. 

Pedestrian movements along the existing road network is facilitated by footways of varying 
widths, with a range of dedicated controlled (i.e. signalised and staggered signalised) and 
uncontrolled (i.e. drop kerbs, refuge islands) crossings where footways meet the local and 
strategic road network. 

As detailed below, of the main thoroughfares that pass through the study area (i.e. North 
Queen Street, York Street, Nelson Street and Corporation Street), the pedestrian environment 
varies in terms of its positive contribution to pedestrian delay, diversion and safety. As per 
DMRB 5.2.4.3, essentially there are five core principles common to pedestrian routes as 
follows: 

• Convenience: pedestrian facilities should allow people to go where they want, and new 
facilities should usually offer an advantage in terms of directness and/or reduced delay 
compared with previous provision; 

• Accessibility: pedestrian routes should form a network linking trip origins and key 
destinations. The routes should be continuous and as direct as possible. There should be 
proper provision for crossing busy roads and other barriers;  

• Safety: not only must facilities be safe, but for the well-being of users, they must be 
perceived to be safe; 

• Comfort: facilities should meet appropriate design standards, and cater for all types of 
user; and 

• Attractiveness: aesthetics, noise reduction and integration with surrounding areas are 
important. Pedestrian facilities should be attractive and interesting to help encourage their 
use. 

The only sections of road within the study area that do not have footway provision are the 
Westlink, M2 and M3. Whilst pedestrians are typically allowed access onto A-class roads, in 
the case of Westlink, access from York Street through to Grosvenor Road is strictly prohibited 
as the depressed sections of highway along this road do not leave sufficient room for the 
provision of footways or hardshoulders. On this basis it has been designated as a ‘Special 
Road’ under The Roads (Northern Ireland) Order 1993. 

Nelson Street (between Dock Street and York Link) only has footway provision on its nearside 
due to the complexity of the lane arrangement on this road and the volume of traffic it conveys 
from the M2. As noted previously, on the offside, a single lane diverges across a large traffic 
island to join two lanes on the offslip from M2 via a lane gain arrangement. The traffic island 
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continues to provide separation through its intersection with York Link at a signal-controlled 
junction, forming the eastern side of the gyratory system. 

14.5.6.2 North Queen Street 

As shown on Figure 14.4, North Queen Street passes under the Westlink, running in a general 
north/south alignment.  It is a wide carriageway with ample footway provision in terms of width 
on either side of the road. Between Brougham Street and Frederick Street, footway provision 
is continuous except where it is interrupted by side roads facilitating access to residential 
areas which have developed off this road. Pedestrian movements north and south across 
these side roads are facilitated by uncontrolled crossings in the form of drop kerbs. Pedestrian 
movements across North Queen Street are facilitated by a number of uncontrolled crossings in 
the form of refuge islands in the centre of the carriageway, a zebra crossing, and one 
controlled pelican crossing between North Queen Street overbridge and Henry Street. 
Movements at Brougham Road and Frederick Street junctions are also facilitated by a range 
of controlled pelican crossings, some of which are staggered via refuges. 

In terms of convenience, the existing pedestrian facilities essentially allow pedestrians to go 
where they want. In terms of accessibility, the pedestrian routes facilitate direct and largely 
continuous connection to and from the City Centre and serve the residential areas which are 
located off this road.  In terms of safety and comfort, even though the road carriageway is wide 
with ample footway provision on either side (which can limit the perceived intimidating 
canyoning effect of the road corridor), it is a heavily-trafficked urban road, with high potential 
for vehicular/pedestrian interaction, which has resulted in a number of collisions along this 
road, particularly in the vicinity of the side road junctions. In terms of attractiveness, the road 
corridor is tree lined, new developments have improved the streetscape, and the corridor is 
quite open on its eastern side. However,  the nature of traffic movements along this road 
makes it a noisy environment and in terms of aesthetics, North Queen Street overbridge is an 
enclosed intimating structure and some areas of existing built development are unattractive 
(i.e. Cityside Retail Park overflow multi-storey car park, former North Queen Street Police 
Station) and subject to vandalism (i.e. graffiti). 

14.5.6.3 York Street 

As shown on Figure 14.4, York Street runs in a general south/north alignment along the 
western side of the signalised gyratory system.  Between Great Patrick Street and Great 
George’s Street, footway is provided along both sides of the one-way carriageway. In general, 
footway provision is wider than 3m, except for a section which is narrowed to less than 2m to 
give way to a layby/on-street parking adjacent to a number of retail units on the western side 
of the carriageway between Great Patrick Street and Great George’s Street. Footway 
provision is continuous, except where it is interrupted by Little Patrick Street and the access to 
Lancaster Street Public Car Park. At these points, pedestrian movements are facilitated by 
uncontrolled crossings in the form of drop kerbs. A footway connection is also provided to 
Lancaster Street housing area from the footway along the western side of the carriageway. 
Movements at Great Patrick Street and Great George’s Street junctions are facilitated by a 
range of controlled pelican crossings staggered via refuges. However at the latter junction, 
there is no provision for pedestrian movements across York Street, on the northern side of 
Great George’s Street. 

Between Great George’s Street and York Link, footway is provided along both sides of the 
one-way carriageway. On the western side, the footway is approximately 4m wide and is 
interrupted by the access to Great George’s Street Car Park, where pedestrian crossing 
movements are facilitated by drop kerbs.  On the eastern side, the footway is narrower and is 
interrupted by the bus lay-by to Northside Park & Ride, where pedestrian crossing movements 
are also facilitated by drop kerbs. At this point, the footway follows York Link towards Nelson 
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Street (servicing the Park & Ride bus stop); it does not continue northbound across York Link 
through to York Street. Instead, the footway is connected to a staggered pelican crossing, 
which connects to the western side of York Street. Northbound pedestrian movements are 
then conveyed across the Westlink/York Link junction via another staggered pelican crossing 
with refuge.  

Between York Link and Dock Street, footway is provided along both sides of York Street and is 
largely continuous except for where it is intersected by the access to Cityside Retail Park on 
the western side of the road and Yorkgate Business Park on the eastern side. At these points, 
pedestrian movements are facilitated by uncontrolled crossings in the form of drop kerbs. A 
footway connection is also provided to Henry Street housing area from the footway along the 
western side of the carriageway. Asides from at York Link and Dock Street junctions, there are 
no other controlled or uncontrolled pedestrian crossings of this road provided. 

In terms of convenience and accessibility, the existing pedestrian footways do not facilitate 
unrestricted movement through or across the entire section of York Street between Great 
Patrick Street and Dock Street. Essentially the complex arrangement of convergent strategic 
road links that intersect at-grade with York Street limit crossing opportunities (as discussed 
above) and cause delay. There are also numerous staggered pelican crossings for 
pedestrians to negotiate as they move between the City Centre and North Belfast, which are a 
hindrance to movements. 

In terms of safety and comfort, even though refuge islands provide improved crossing 
facilities, the fact that York Street is not just a heavily-trafficked arterial route but also a 
heavily-trafficked intersection conveying flows in multiple directions, the potential for 
vehicular/pedestrian interaction is high. In terms of attractiveness, the road corridor is 
essentially a degraded urban area with extensive stretches of poor frontage, gap sites and 
inappropriate development. The very high volume of local and strategic traffic conveyed 
through this junction also contributes to high levels of noise. 

14.5.6.4 Nelson Street 

As shown on Figure 14.4, Nelson Street runs in a general north/south alignment along the 
eastern side of the signalised gyratory system.  Between Dunbar Link/Great Patrick Street and 
Great George’s Street, a wide footway is provided along both sides of the one-way 
carriageway. In general, footway provision is continuous except where it is interrupted by Little 
Patrick Street. At this point, pedestrian movements are facilitated by uncontrolled crossings in 
the form of drop kerbs. Movements at Dunbar Link/Great Patrick Street and Great George’s 
Street junctions are facilitated by a range of controlled pelican crossings, which are staggered 
via refuges. However at the latter junction, there is no provision for pedestrian movements 
across Great George’s Street, on the western side of Nelson Street. 

Between Great George’s Street and York Link, pedestrian movements are essentially 
facilitated by a 3m wide footway adjacent to the eastern carriageway, which crosses the M3 
on-ramp and off-ramp and also connects to a dedicated footway, facilitating pedestrian 
movements between Corporation Street and Nelson Street. A footway is provided adjacent to 
the western side of the carriageway; however it simply loops around the inner side of the 
gyratory system and provides no onward connection. The off-ramp is crossed via a staggered 
pelican crossing with refuge and to the north of the gyratory system, the footway is conveyed 
across the existing on-ramp by way of an uncontrolled crossing (drop kerb). From this point, 
the footway is continuous and uninterrupted adjacent to the eastern carriageway through to its 
intersection with Dock Street. 

In terms of convenience and accessibility, pedestrian movements are essentially limited to the 
eastern side of carriageway, thus do not facilitate unrestricted movement through or across 
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the entire section of Nelson Street between Dunbar Link/Great Patrick Street and Dock Street. 
However, the alignment of the footway to the east has the benefit of limiting interaction with 
local and strategic vehicle movements, providing better crossing opportunity and reducing 
delay. 

In terms of safety and comfort, even though pedestrian/vehicular traffic interaction is largely 
limited to movements to and from the M3, the interaction with and proximity to local and 
strategic movements on the eastern leg of the gyratory system significantly reduces the feeling 
of comfort and safety, in-combination with the presence of dominant and intimidating overhead 
structures in the form of Dargan rail and Lagan road bridges. In terms of attractiveness, the 
road corridor is also a degraded urban area with extensive vacant brownfield land, contained 
by long stretches of security palisade and paladin fencing and dominant overhead structures. 
The very high volume of local and strategic traffic conveyed along this road also contributes to 
high levels of noise. 

14.5.6.5 Corporation Street 

As shown on Figure 14.4, Corporation Street passes under both Dargan Bridge and Lagan 
Bridge, running in a general north/south alignment.  As a single carriageway, it comprises two 
lanes southbound and two lanes northbound, though the latter reduces to a single lane for 
buses only opposite the entrance to Clarendon Dock.  Between Dock Street and Dunbar Link 
signal controlled junctions, footway provision is continuous except where it is interrupted by 
side roads (i.e. Gamble Street, Little Patrick Street, the entrance to Clarendon Dock, Pilot 
Street, Trafalgar Street) though pedestrian movements are facilitated by uncontrolled 
crossings in the form of drop kerbs at these points. On the eastern side of the carriageway, 
one controlled crossing is provided at Corporation Square in the form of a pelican crossing 
with refuge. 

In terms of convenience, the existing pedestrian facilities essentially allow pedestrians to go 
where they want. In terms of accessibility, the pedestrian routes facilitate direct and largely 
continuous connection to and from the City Centre and serve the Greater Clarendon / 
Sailortown area. In terms of attractiveness, the road corridor is tree lined in the vicinity of 
Clarendon Dock; new developments have improved the streetscape and the corridor is quite 
open. However the presence of dominant and intimidating overhead structures, in the form of 
Dargan rail and Lagan road bridges, significantly detract from the aesthetics and 
attractiveness of this corridor and have a negative contribution in terms of comfort and safety.  

14.5.6.6 Other Footways 

Where local roads (i.e. Little Patrick Street, Henry Street, Lancaster Street) connect to the 
main north/south thoroughfares, footways are provided to facilitate pedestrian movements. 
However with reference to Figure 14.4, it is evident that the existing strategic road 
infrastructure (particularly M2 Foreshore) significantly inhibits east/west pedestrian 
movements within the study area.  

Pedestrian access is limited to such an extent that (as noted above) a dedicated footway has 
been provided between Corporation Street and Nelson Street/Great George’s Street in order 
to maintain east/west movements between these roads. In terms of convenience and 
accessibility, the footway is direct with good desire lines, however in terms of safety, comfort 
and aesthetics, the footway is perceived as being unsafe as it is enclosed by high security 
fencing, vegetation, overhead structures and has poor lighting.  As noted in the consultee 
response from PSNI – Road Policing Unit, anti-social behaviour on residual land below and 
between overbridges has been an historical issue and this footway is no exception to this. 
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14.5.6.7 Community Greenway 

With reference to BMAP 2015 and Figure 14.1, Carr’s Glen/Waterworks (BT 147/01) and 
North Belfast/South Belfast/Lagan Valley Regional Park (BT 147/09) Community Greenways 
are aligned along the northern and eastern periphery of the study area respectively. 
Community Greenways are green space networks, which enhance the existing open space 
provision by linking areas together. They have recreational, ecological and aesthetic roles and 
offer pedestrians the opportunity to walk from one area to another via pleasant green 
surroundings.  

Within the study area, Carr’s Glen/Waterworks Community Greenway essentially commences 
at the Dock Street/Garmoyle Street junction, passing under the M2 (via Dock Street) before 
veering northwards along York Street. At the Dock Street/Garmoyle Street junction, it connects 
directly into the North Belfast/South Belfast/Lagan Valley Regional Park Community 
Greenway, which is aligned in a north/south orientation along Corporation Street, Garmoyle 
Street, Whitla Street and Duncrue Street. 

Policy for the control of development within a designated Community Greenway is contained 
in Policy OS 1 as set out in Part 3, Volume 1 of BMAP. Essentially, planning permission will 
not be granted for development, either within or adjacent to a designated Community 
Greenway, which would prejudice the retention, enhancement or further development of an 
identified route. Where appropriate, development proposals shall include open space linkages 
to designated Community Greenways. 

14.5.6.8 Pedestrian Proposals 

The BMTP identifies a set of strategic principles for the future development of Belfast City 
Centre including the ‘Belfast Cross’ that forms a cross through the main City Centre retail and 
commercial activity areas (as shown on Figure 8.1 of the BMTP and Diagram 1 - Belfast City 
Centre Conceptual Spatial Framework of BMAP).  York Street is located on the ‘Northern Leg’ 
of the Belfast Cross.  The design aspiration for the streets located on the Belfast Cross is for 
high levels of priority for pedestrians. 

Another proposal involves a ‘City Centre Ring’ that will enclose the central core and provide 
the primary means of accessing different parts of the core area.  The proposals include traffic 
management measures that will be applied within the core of the City Centre to discourage or 
prevent through traffic. It is recognised however that frequent and high quality pedestrian and 
cycle crossing facilities will be required on the City Centre Ring to ensure that the central core 
area is not severed from the inner city area. 

The Plan proposes the establishment of a quality walking network, focused on the City Centre 
and linking key civic, retail, commercial, leisure and transport locations. The proposed network 
for the core City Centre area is presented on Figure 14.5, showing how the City Centre 
network links to the network along the main arterial corridors. It is proposed that the network is 
developed as a Quality Walking Route Network with high quality pedestrian facilities. It is 
worth noting that in terms of the main thoroughfares within the study area, only North Queen 
Street and York Street have been identified as quality walking routes linking the City Centre 
with the inner city area. Even though a small section of both Nelson Street and Corporation 
Street have been identified within this network, they are not within the footprint or north of the 
existing York Street junction arrangement.  

A new pedestrian/cycle bridge crossing is also proposed (Figure 14.5) to serve key activity 
spines between the eastern and western sides of the River Lagan (Belfast Harbour). This will 
improve the connection between the extension of existing riverside walkways and the more 
strategic sections of the pedestrian network.  
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14.5.7 Cyclists 

Within the study area, the only formal cycle facility is National Cycle Network (NCN) Route 93 
which runs immediately adjacent to Duncrue Street, Whitla Street and Garmoyle Street (via a 
shared use footway/cycleway) before proceeding through the Greater Clarendon/Sailortown 
area and out at Donegall Quay (Figure 14.6).  At a length of approximately 265km (165 miles), 
Route 93 runs from Derry to Bangor via Coleraine, Ballycastle, Larne, Mossley near 
Newtownabbey, and Belfast. The section between Larne and Newtownabbey is currently not 
open. It is a mostly on-road route, however as noted above, it follows a number of short traffic-
free sections within the study area. On Donegall Quay, the NCN Route 93 connects with NCN 
Route 9 at Queen’s Bridge.  

Route 93 also forms part of the Lagan and Lough Cycleway, which is a 21-mile, level, mostly 
traffic-free cycle ride connecting Lisburn, Belfast and Newtownabbey. 

Although not a formal cycling lane, the northbound bus lane along Corporation Street provides 
an additional stretch of shared use road space for cyclists. In addition to that noted above 
under Sub-Section 14.5.6.7, Community Greenways also act as a cycle network, allowing 
cyclists to have a safer journey with less surrounding noise and pollution. 

On this basis, dedicated cycling provision throughout the vast majority of the study area is 
limited, and the cycling environment is deemed to be hazardous as movements through the 
existing junction arrangement (where permitted) are mainly on-road and in direct interaction 
with high volumes of local and strategic traffic.  

This is recognised in the formal consultation responses received in relation to potential 
impacts on pedestrians, cyclists, equestrians, and community facilities. In particular, the 
Sustrans response noted that this is an area of Belfast where cyclists are poorly provided for 
at present and the current at-grade M3/M2 junction and the associated linking roads provide a 
hazardous cycling environment. 

By way of background information, Sustrans noted that cycling commuter levels in north 
Belfast are not high compared with south and east Belfast where the infrastructure is much 
better, through the provision of greenways and bus lanes. However, the topography of the 
York Street Corridor is favourable to future development. They suspect one of the main 
reasons for low commuting numbers is the barrier created by the existing York Street junction. 

14.5.7.1 Cycling Proposals 

The BMTP notes that as a result of varying levels of congestion, topography and land-use, a 
blanket city-wide approach to providing a cycle network is unlikely to be appropriate in Belfast. 
The 2015 Plan includes targeted improvements to infrastructure for cyclists and proposes to 
develop a network as shown on Figure 14.6. This builds upon the existing network in the BMA, 
which includes part of the NCN. 

The routes shown identify a preferred network to deliver continuous cycle routes between key 
locations in the BMA. The exact routing and level of priority afforded to cyclists on each 
section of the network will be considered as part of a detailed design and implementation 
process. The type of priority provided will be dependent upon specific local circumstances. On 
heavily-trafficked roads, cycle routes would be expected to be provided as fully segregated 
facilities. On less heavily-trafficked roads, cycle lanes could be expected to be provided as 
lanes on the main carriageway and, where appropriate, provided in conjunction with bus lanes. 
In addition, the route proposals will consider provision of dedicated cycle route crossings 
(Toucan crossings). 

   
ENVIRONMENTAL STATEMENT (VOLUME 1) 
January 2015 
 

456 
 



 Transport NI — York Street Interchange 

 
As shown on Figure 14.6, York Street, Great Patrick Street and Corporation Street have been 
identified as part of the BMTP proposed cycle route network. 

14.5.8 Equestrian Facilities  

As expected, no known equestrian facilities are located within the vicinity of the York Street 
area. Furthermore, no equestrian activity has been observed on the local city road network. 

14.5.9 Non-Motorised User Survey 

As a first step in assessing how the Proposed Scheme might affect the duration or distance of 
pedestrians and others journeys, existing local travel patterns should be established. 
Essentially, origin/destination non-motorised user (NMU) surveys should be considered in 
cases where pedestrians and others travel patterns are complex and a scheme could have a 
major impact. NMUs are considered to be pedestrians, cyclists and equestrians. NMU Audits 
require particular consideration to be given to the needs of disabled people, who may use any 
of these modes or other equipment such as wheelchairs.  Users of electrically-assisted pedal 
cycles or powered wheelchairs, which may legally be used on pedestrian or cycle facilities, are 
also considered to be NMUs. 

The DMRB includes HD 42/05 NMU Audits, in which the consideration of NMU needs in all 
highway schemes is encouraged. It is a systematic process by which scheme objectives for 
NMUs are identified, documented and assessed. The NMU Audit consists of two elements: 

• the collation of background information in a NMU Context Report; and 

• the completion of NMU Audit Reports for each design stage (preliminary, detailed and 
following construction) specified by Transport NI. 

In October 2012, a NMU Context Report (included in Volume 2: Appendix 14) was prepared, 
providing a summary of all available information relevant to existing and potential patterns of 
use by NMUs within the design life of the Proposed Scheme. It also set out the opportunities 
and objectives to improve conditions for NMUs. 

In October 2013, for the preliminary design (Stage 3), a NMU Audit Report was prepared. The 
aim of this report was to: 

• Highlight any material changes to the information published in the Context Report; 

• Confirm scheme objectives for NMUs set out in the Context Report; 

• Include a statement of how scheme objectives have been satisfied; and 

• Provide a continuous assessment of design changes against the needs of NMUs. 

Included in Appendix A of the NMU Context Report is Figure 1.1, which shows the extent of 
the NMU study area for the Proposed Scheme and Figure 2.1, which includes the observed 
12-hour NMU flows for the range of junctions within this area. Based on NMU survey work 
undertaken as part of the Context Report, it is evident that pedestrian movements in the 
vicinity of the existing York Street junction are significant. Of the four parallel routes running to 
and from the City Centre, the following pedestrian numbers were recorded during the 12-hour 
period: 

• 671 pedestrians travelling along North Queen Street, crossing at Great George’s Street; 

• 1319 pedestrians travelling along York Street (west), crossing at Great George’s Street; 
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• 522 pedestrians travelling along York Street (east), crossing at Great George’s Street; 

• 1809 pedestrians travelling along York Street (west), crossing at Great Patrick Street; 

• 989 pedestrians travelling along York Street (east), crossing at Great Patrick Street; 

• 118 pedestrians travelling along Nelson Street, crossing at Great George’s Street; 

• 36 pedestrians travelling along Nelson Street, crossing at York Link; 

• 205 pedestrians travelling along Corporation Street, crossing at Corporation Square; and 

• 144 pedestrians travelling along Corporation Street, crossing at Clarendon Road. 

In summary,  the survey counts indicated that movements along York Street (particularly its 
western footway) followed by North Queen Street were the most frequent, with over 2000 
pedestrians moving through both Great George’s Street and Great Patrick Street junctions, 
making these the most heavily utilised junctions for NMUs within the study area. 

The NMU survey reported in the Context Report also observed and recorded cyclist 
movements throughout the wider study area. This survey identified that of all the existing 
routes (i.e. York Street, Nelson Street, and Corporation Street) connecting North Belfast and 
the Docklands to the City Centre, the highest movements were recorded along Corporation 
Street. This would not at all be unexpected, considering the proximity to NCN Route 93, 
availability of the road to two-way movements, and the comparatively low traffic volume,  
utilising this road. At the Corporation Street/Dock Street junction, approximately 112 cyclists 
were recorded moving in both directions. Cyclist movements were also recorded on York 
Street (particularly northbound) and none were recorded on Nelson Street. 

14.5.9.1 Morning and Evening Peak Movements 

Figures 2.2 and 2.3 in Appendix A of the NMU Context Report were used to determine the 
main NMU flow movements observed during the AM and PM peak hours. During the AM peak 
hour: 

• Along North Queen Street, the peak movement was in a north to south direction, with an 
increase from residential areas north and west of Frederick Street. The NMU flow then 
moves east along Frederick Street before meeting York Street, where it turns in a 
southerly direction into the City Centre; 

• Along York Street, the peak movement is also in a north to south direction, originating 
from the Shore Road area.  Surface level car parks in the vicinity of York Street also make 
a significant contribution to the NMU flow; and 

• An additional movement is present in a west to east direction via Brougham Street and 
Dock Street, continuing south along Corporation Street into the City Centre. Surface level 
car parks in the vicinity of Lagan Bridge also make a significant contribution to the NMU 
flow. 

During the PM peak hour: 

• Movement is evident out of the City Centre in a northerly direction along York Street, 
before continuing west along Frederick Street and then north along North Queen Street. A 
drop in NMU flow is evident in the vicinity of the residential areas adjacent to North Queen 
Street; 

   
ENVIRONMENTAL STATEMENT (VOLUME 1) 
January 2015 
 

458 
 



 Transport NI — York Street Interchange 

 
• Movement originating from the City Centre in a south to north direction is evident along 

York Street.  Notable drops in NMU flow are evident adjacent to the surface level car 
parks along York Street; and 

• Additional movement is present again in a south to north direction along Edward Street 
onto Nelson Street.  Again, notable drops in NMU flow are evident as a result of 
surrounding surface level car parks, including Northside Park & Ride. 

14.6 Predicted Impacts  

14.6.1 Operation 

14.6.1.1 Proposed Road Network – Strategic Road Links 

For purposes of identification, all road links (both existing and proposed) within the study area 
have been given a unique reference number, as shown on Figure 4.1 and detailed below. 

14.6.1.1.1 Westlink to M2 (Link 1) 

The link would commence at the existing Clifton Street northbound onslip and would require 
online widening of Westlink and North Queen Street Bridge on its northern side to facilitate a 
new four-lane weaving section arrangement, before lowering into a depressed section 
underneath the proposed York Street overbridge (Link 11). 

Within an underpass structure (which would be approximately 3m below existing ground level), 
a single lane diverge would be provided towards the M3 and two lanes continuing towards the 
M2.  As the link approaches Dargan Bridge, it would rise to match levels on the existing M2 
onslip, providing a 2-lane lane gain onto the countrybound M2 foreshore. 

14.6.1.1.2 M2 to Westlink (Link 2) 

The link would commence with a two-lane lane drop from M2 on approach to the existing Dock 
Street overbridge, with the link passing across Dock Street on a new overbridge structure. 
Continuing to drop, it would pass below existing ground level in an underpass structure. 
Progressively veering westwards, the link would then pass underneath the Dock Street to M3 
(Link 6) and Westlink to M3 (Link 3) links, maintaining two lanes in the direction of Westlink. 

As the link passes under the Lagan Bridge, the cross-section of the road would reduce in 
width to fit through a pinch-point created by existing bridge piers, reducing verge widths and 
discontinuing the nearside hard shoulder, affecting stopping sight distances. At its lowest 
point, the finished road level would be approximately 9m below existing ground level.  

From the pinch-point, the link would rise, passing under the proposed York Street overbridge 
(Link 11) to tie in with existing levels at North Queen Street Bridge, where widening is required 
on the southern side of the bridge. 

West of the widened bridge, the lane drop arrangement is maintained to Clifton Street, with 
two lanes continuing southbound on Westlink. 

14.6.1.1.3 Westlink to M3 (Link 3) 

The link would commence as a single lane diverge from the Westlink to M2 alignment (Link 1), 
passing under the proposed York Street overbridge (Link 11).  At its lowest point, the finished 
road level in the underpass would be approximately 3m below existing ground level before 
passing over the M2 to Westlink alignment (Link 2) in the vicinity of Lagan Bridge.  It would 
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converge with a lane gain from Dock Street (Link 6), with the two lanes then continuing onto 
the existing on-ramp structure towards M3. 

14.6.1.1.4 M3 to Westlink (Link 4) 

The link would commence on the existing Lagan Bridge off-ramp structure, with white lining 
used to reduce the overall number of lanes from four to two.  On approach to Dargan Bridge, a 
new offline link would be created passing between existing bridge piers at approximately 
existing ground level.  West of Dargan Bridge, the link would drop below existing ground level 
in an underpass, passing under the proposed York Street overbridge, before rising to join the 
M2 to Westlink (Link 2) alignment within a lane gain arrangement. 

14.6.1.1.5 M2 to M3 (Link 8) 

The existing M2 (citybound) within the extents of the Proposed Scheme would remain largely 
unchanged, except for the removal of the existing off-slip to Nelson Street.  It is not proposed 
to reduce the width of the existing Dock Street overbridge and therefore, the remaining paved 
width on the bridge would remain as an isolated section of wide hard shoulder.  It is worth 
noting that a new permanent 50mph speed limit would apply to the section of motorway as 
part of the Proposed Scheme. 

14.6.1.1.6 M3 to M2 (Link 9) 

The existing M2 motorway (countrybound) within the extents of the Proposed Scheme would 
remain unchanged from its current layout. 

14.6.1.2 Proposed Road Network – Slip Roads 

14.6.1.2.1 Westlink to York Street (Link 5) 

The link would comprise a lane drop from the Westlink to M2 alignment (Link 1), with this 
opening to two lanes on approach to a new signalised junction with York Street (Link 11).  The 
alignment would initially be in cutting relative to existing ground level, before rising to 
approximately 4.2m above existing ground level at its junction with York Street.  

14.6.1.2.2 Dock Street to M3 (Link 6) 

This new link would provide a single lane direct connection from Dock Street to M3, largely 
occupying the current route of Nelson Street (north) which is to be stopped-up, with some 
variation in horizontal and vertical alignment. The single lane would then tie-in with the 
Westlink to M3 alignment, creating a lane gain onwards to M3. 

For a short stretch, the link would also accommodate a two-way section where an access 
point would be made available to residual lands severed by the Proposed Scheme. 

14.6.1.2.3 M3 to York Street (Link 7) 

The link would commence with a single lane diverge from the M3 to Westlink alignment (Link 
4) and would be at existing ground level as it passes under Dargan Bridge at a new left-in/left-
out junction with Nelson Street South (Link 12).  The link would then rise to meet the raised 
alignment of York Street (Link 11) and would be approximately 2.3m above existing ground 
level at the junction with York Street. 
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14.6.1.2.4 Duncrue Street to Westlink (Link 31) 

The new link would provide a parallel merge arrangement onto the M2 to Westlink alignment 
(Link 2), commencing with a new signalised junction arrangement at the existing M2/Duncrue 
Street offslip.   

14.6.1.2.5 M2 to Duncrue Street (Link 32) 

The existing horizontal and vertical alignment of the link would be unaffected by the Proposed 
Scheme, however the carriageway width of the ahead movement to Duncrue Street would be 
reduced on the offside with a relocated kerbline.  For the left-turn to Duncrue Street from the 
slip road, the white lining would be revised to provide only a single lane for the movement. 

14.6.1.2.6 Clifton Street On-Slip (Link 40) 

The existing slip road, within the extents of the Proposed Scheme, would remain open and 
unchanged as a result of the works. 

14.6.1.2.7 Clifton Street Off-Slip (Link 41) 

The existing slip road, within the extents of the Proposed Scheme, would remain open and 
unchanged as a result of the works.  

14.6.1.3 Proposed Road Network – Non-Strategic Road Links 

14.6.1.3.1 Dock Street (Link 10) 

The majority of changes to Dock Street are associated with modifications to its junction with 
Nelson Street.  At this junction, the positioning of bridge piers would require several traffic 
islands to be increased in size resulting in the realignment of approaches to the junction from 
Nelson Street (north).  In addition, the introduction of a two-way section on Dock Street to M3 
(Link 6) would also require changes to traffic islands at the junction to accommodate outbound 
movements. 

14.6.1.3.2 York Street to York Road (Link 11) 

York Street would be realigned vertically and horizontally to provide sufficient headroom over 
the proposed underpasses (as described above). On the approach to the proposed junction 
with Great George’s Street (Link 7), York Street would be raised by approximately 1.8m, rising 
to a maximum of approximately 5m above existing ground level, before lowering back down to 
tie in with existing levels adjacent to the current entrance to Cityside Retail Park. At this point, 
a new signalised access would be provided to the Retail Park and Yorkgate Business Park, as 
existing accesses to these properties would be severed. This would require works at street 
level to widen York Street on its eastern side (through narrowing of the adjacent footway) to 
provide the necessary central traffic island widths. 

14.6.1.3.3 Nelson Street (South) (Link 12) 

Changes to the southern section of Nelson Street are associated with the proposed re-
introduction of two-way running on the route to maintain access to existing properties.  
Accordingly, at its junction with Great Patrick Street (Link 13), the existing signalised junction 
arrangement would be changed to provide turning facilities from Dunbar Link (Link 63) into 
Nelson Street.  The cross-section of Nelson Street would be changed to accompany the 
proposed two-way arrangement, with a single lane provided in the northbound direction, and 
provision of a new left-in / left-out arrangement with the new slip road from M3 to York Street 
(Link 7).  
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14.6.1.3.4 York Street (South) to M2 (Link 15) 

The link would commence at a signalised junction with Link 11, with two lanes provided on a 
downhill gradient under Dargan Bridge, before rising to merge onto the M2 foreshore at Dock 
Street overbridge, which would be widened to accommodate the link on its western side. On 
approach to the widened bridge, the two lanes on the link would reduce to provide a single 
lane gain onto the M2 foreshore (Link 1). 

14.6.1.3.5 Nelson Street (North) (Link 29) 

In order to facilitate the new Duncrue Street to Westlink link (Link 31), a section of Nelson 
Street north of Dock Street junction would require realignment to accommodate a new 
retaining wall. At its junction with Dock Street, the link would be realigned east of its existing 
position, requiring landtake from the adjacent weighbridge area.  North of the junction, the link 
would follow its existing alignment, with existing private accesses (Links 36 and 37) 
maintained. The link would provide a single northbound lane for all vehicles and a single 
southbound lane for use by buses only. On the western side of the link, a new 2m wide 
footway would be provided adjacent to the new retaining wall. 

On approach to its termination with Duncrue Street (Link 64), the link would be realigned west 
of its current position into lands adjacent to Whitla Street Fire Station, to incorporate a new 
junction arrangement and a pedestrian crossing at the entrance to Whitla Street Subway.   

14.6.1.4 Proposed Road Network – Existing Roads Abandoned and Removed 

The following existing roads and streets would be abandoned and removed as part of the 
Proposed Scheme: 

• York Link; 

• Nile Street/Little York Street; 

• Shipbuoy Street; and 

• Trafalgar Street. 

All other existing roads within the study area that are not mentioned above would not be 
subject to direct impacts associated with the Proposed Scheme, however may still be subject 
to indirect impacts in the form of increased or decreased volume of traffic as a result of the 
changes described above.  

14.6.1.5 Proposed Road Network – Local Vehicle Movements 

The traffic redistributional implications associated with the Proposed Scheme are more 
appropriately addressed in Section 5 (Traffic and Economic Assessment) of the Engineering, 
Traffic and Economic Assessment Report which forms Part 2 of the overall Proposed Scheme 
Report (akin to a Stage 3 Scheme Assessment Report). However, this sub-section provides a 
general overview of the effects upon local vehicle movements. Due to the complexity of 
providing grade-separation within a confined urban environment and attempting to achieve 
minimum DMRB standards for highway design (i.e. vertical and horizontal alignments), the 
intersection of some key links would be modified, realigned, diverted and/or permanently 
stopped-up. As the existing York Street junction area forms the northern gateway to the City, 
significant volumes of traffic merge and diverge at this point from a wide variety of links. 
Hence, there is the potential for both beneficial and adverse impacts on vehicle movements 
(both strategic and local) when accessing community facilities. 
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As set out in the BMTP, strategic improvements would directly facilitate improvements to the 
local road network by eliminating or reducing through traffic interaction. However, vehicles 
coming off at York Street Interchange would continue to interact with local traffic and possibly 
along different sections of road (when compared to existing conditions) due to changes in road 
layout. The strategic network would be enhanced such that it could safely and efficiently cater 
for longer-distance movements of people and freight to, from and between different parts of 
the BMA and support the reduction of traffic and impact of traffic on the non-strategic highway 
network. 

On this basis, the assessment focuses primarily on the impacts upon local vehicle movements 
associated with the proposed changes to existing road layout moving between the following 
areas and the strategic network: 

• North Belfast; 

• Northern fringe of Belfast City Centre; 

• Belfast Harbour (Greater Clarendon/Sailortown); and 

• West Belfast (Clifton). 

14.6.1.5.1 North Belfast 

For local vehicles travelling from North Belfast to the strategic road network (i.e. 
Westlink/M2/M3), the routes taken would be largely maintained as per existing conditions, 
except for one of two available routes to Westlink. 

With scheme implementation, North Queen Street would continue to provide the primary route 
to Westlink from North Belfast (via Clifton Street grade-separated junction). However, for local 
vehicles travelling from York Road, Nelson Street also provides a convenient means of access 
to Westlink (via Great George’s Street). With scheme implementation, the Nelson Street route 
would be severed to accommodate the crossing of M2 to Westlink (Link 2), Dock Street to M3 
(Link 6) and Westlink to M3 (Link 3), thus terminating any through movements along this road. 
In order to maintain this movement, access to Westlink would instead be provided via Nelson 
Street (North) (Link 29) and Duncrue Street to Westlink (Link 31), however would add 
approximately 770m to journey length when compared to the existing [Nelson Street] route 
and would be approximately 850m longer than the alternative route available from York Road 
via North Queen Street. Not only does this have implications for local vehicle movements from 
North Belfast accessing the Westlink, it also has implications for vehicles accessing the City 
Centre, as the loss of through movements along Nelson Street would result in the severance 
of access to Great Patrick Street/Dunbar Link (via Nelson Street) and Little York Street, 
Lancaster Street, Thomas Street and North Queen Street (via Nelson Street/Great George’s 
Street). The traffic redistributional effects associated with such changes to the existing road 
network would result in an approximate 25% increase in Annual Average Daily Traffic (AADT) 
utilising North Queen Street, an approximate 13% increase in AADT utilising Brougham Street, 
and an approximate 40% increase in AADT utilising Clifton Street. 

For local movements from North Belfast, the stopping-up of Nelson Street to through 
movements would create new severance for residents of Lancaster Street and Thomas Street, 
as less direct alternative routes would have to be taken when accessing this City Centre 
housing area (as Great George’s Street would remain one-way only). From the north-west of 
the city, traffic would have to access this area via North Queen Street, Frederick Street and 
York Street, and from the north-east, via Corporation Street, Dunbar Link, Great Patrick Street 
and York Street or via Corporation Street, Little Patrick Street, Nelson Street and Great 
George’s Street. 
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For local vehicles travelling from the strategic road network (i.e. Westlink/M2/M3) to North 
Belfast, the routes taken would be largely maintained. Whilst journey lengths would be similar 
to existing conditions, the road network would be subject to modification, particularly from M3 
to North Queen Street and York Street (via Great George’s Street). 

Although the movement from M3 to York Street (Link 7) would remain similar in length, 
amenity would be significantly improved, not only as a result of physical modification to this 
link (i.e. reducing seven one-way lanes down to one, one-way lane), but also the significant 
reduction in volume of traffic that would be conveyed along it. The severance of through 
movements along Nelson Street would result in an approximate 88% reduction in AADT along 
this road. 

Where the link would rise to meet the raised alignment of York Street (Link 11), through 
movements to North Queen Street (via Great George’s Street) would be improved in terms of 
amenity, as a result of an approximate 20% reduction in AADT along this road, however 
access onto North Queen Street may become more difficult with the increase in traffic 
expected along this road.  

With implementation of the Proposed Scheme, the most obvious benefit to North Belfast local 
vehicle movements would be associated with changes to the road layout at York Street, where 
there would no longer be any direct interaction with strategic through traffic within the 
interchange through signalised junction arrangements. Local movements along York Street 
would benefit significantly by grade-separation of the strategic links between the Westlink and 
M2/M3. Whilst the number of signalised priority junctions along York Street would remain the 
same as existing conditions, the reduction in local and strategic traffic interaction, waiting 
times and overall traffic volume, would result in prioritised movements from York Street (south) 
to York Street (north), reducing existing severance.  

14.6.1.5.2 Northern fringe of Belfast City Centre 

For local vehicles travelling from the northern fringe of the City Centre to the strategic road 
network (i.e. Westlink/M2/M3), the routes taken would be significantly modified in order to 
accommodate York Street to York Road (Link 11) overbridge and the grade-separation of 
strategic links through this junction. Although movements to M2 would be maintained via two 
lanes provided on a downhill gradient under Dargan Bridge, before rising to merge onto the 
M2 foreshore at the existing Dock Street overbridge, the existing routes taken by local vehicles 
to Westlink and M3 would be severed. 

Local vehicles that utilise Great Patrick Street and York Street to access Westlink would no 
longer be able to do so, as although the left-turn filter lane to Great George’s Street would be 
maintained, the link to Westlink would not. By way of an alternative route, access to Westlink 
would be achieved via Frederick Street and onwards to Clifton Street grade-separated 
junction. Whilst this route is approximately 260m shorter, it would contribute to an approximate 
15% increase in AADT along Frederick Street and contribute to the estimated 40% increase in 
AADT utilising Clifton Street (as discussed above). 

Local vehicles that utilise Great Patrick Street and York Street to access M3 would no longer 
be able to do so, as York Link would be lost to accommodate Westlink to M3 (Link 3), thus 
severing the connection. By way of an alternative route, access to M3 would be achieved by 
continuing north on York Street, turning right onto Dock Street and accessing the Dock Street 
to M3 alignment (Link 6), which would largely occupy the former route of Nelson Street. This 
would add approximately 645m to journey length when compared to the existing route and 
there is no viable alternative route to the east of the City, other than Queen Elizabeth Bridge. 
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For local vehicles travelling from the strategic road network (i.e. Westlink/M2/M3) to the 
northern fringe of the City Centre, the routes taken would also be significantly modified in 
order to accommodate York Street to York Road (Link 11) overbridge and the grade-
separation of strategic links through the junction. 

The York Street overbridge and the loss of York Link to accommodate Westlink to M3 (Link 3), 
would sever the connection to the northern fringe of the City Centre from Westlink. Essentially, 
any traffic bound for this area from Westlink would have to utilise Frederick Street via Clifton 
Street grade-separated junction, which although is the shorter route, would contribute to the 
increased volume of traffic expected to utilise this junction and adjacent roads. It would also 
reduce the number of viable routes available to the northern fringe of the City Centre from 
Westlink, creating new severance. 

As discussed above, Nelson Street (north) would be stopped-up to through movements and 
instead accommodate a single lane connection from Dock Street to M3. This would also result 
in the loss of the lane gain arrangement with Nelson Street from M2, thus affecting access to 
the northern fringe of the City Centre from the M2, as the route to Little York Street, Lancaster 
Street, Thomas Street and North Queen Street (via Nelson Street/Great George’s Street) 
would be severed. By way of an alternative route, citybound traffic would have to exit the M2 
via Junction 1A and follow the route to the City, via Duncrue Street, Whitla Street, Garmoyle 
Street and Corporation Street. Whilst this is the main route to the City for M2 traffic, the loss of 
the alternative route (via Nelson Street) would most notably increase the volume of traffic 
utilising Corporation Street (approximately 27%). Citybound traffic from the M2 could also take 
the route via Clifton Street, contributing to the increased volume of traffic that would be 
conveyed through this grade-separated junction and adjacent road network. 

For traffic accessing the northern fringe of the City Centre from M3, the route taken would 
remain largely unaffected, other than the severance of through movements along Nelson 
Street which would result in an approximate 83% reduction in AADT using this southern 
portion of Nelson Street between Great George’s Street and Great Patrick Street/Dunbar Link. 
Furthermore, this section of road would be opened to two-way running, though would be 
reduced to one lane in either direction, in order to discourage through-traffic from using this 
route. Nevertheless, it would create a new through route for York Street/Great George’s Street 
bound traffic, where one does not currently exist, reducing severance. 

14.6.1.5.3 Belfast Harbour (Greater Clarendon/Sailortown) 

For local vehicles travelling from Belfast Harbour (Greater Clarendon/Sailortown) to the 
strategic road network (i.e. Westlink/M2/M3), the routes taken would be largely maintained as 
per existing conditions, except for the route to Westlink. 

The stopping-up of Nelson Street to accommodate the crossing of M2 to Westlink (Link 2), 
Dock Street to M3 (Link 6) and Westlink to M3 (Link 3), would result in the severance of the 
primary route to Westlink from Belfast Harbour (Greater Clarendon/Sailortown) via Dock 
Street. In order to maintain this movement, access to Westlink would instead be provided via 
Nelson Street (North) (Link 29) and Duncrue Street to Westlink (Link 31), however would add 
approximately 800m to journey length when compared to the existing route. It would however 
open-up an alternative route to Westlink via Corry Road/Pollock Road from the Port of Belfast 
and as a result, a significant increase in the volume of traffic using this road is expected.  

For local vehicles travelling from the strategic road network (i.e. Westlink/M2/M3) to Belfast 
Harbour (Greater Clarendon/Sailortown), the routes taken would be largely maintained. Whilst 
journey lengths would be similar to existing conditions, the road network would be subject to 
modification, particularly from M3 to the entrance to Clarendon Dock (via Nelson Street and 
Corporation Street). As described above, the route taken would remain largely unaffected, 

   
ENVIRONMENTAL STATEMENT (VOLUME 1) 
January 2015 
 

465 
 



 Transport NI — York Street Interchange 

 
other than the severance of through movements along Nelson Street which would result in an 
approximate 83% reduction in AADT using this southern portion of Nelson Street between 
Great George’s Street and Great Patrick Street/Dunbar Link. Although the movement from M3 
to Dock Street (via York Street) would remain similar in length, amenity would be significantly 
improved, not only as a result of physical modification to this link (i.e. reducing seven one-way 
lanes down to one, one-way lane), but also the significant reduction in the volume of traffic that 
would also be conveyed along it as a result of the severance to Nelson Street. 

In terms of local vehicle movements between North Belfast and Belfast Harbour (Greater 
Clarendon/Sailortown), the route via Dock Street would be largely maintained other than 
modifications to its junction with Nelson Street.  

In terms of local vehicle movements between the northern fringe of the City Centre and Belfast 
Harbour (Greater Clarendon/Sailortown), the route via Corporation Street would also be 
maintained, however as described above, the stopping-up of Nelson Street and the loss of the 
lane gain arrangement with Nelson Street from M2 would increase the volume of traffic 
utilising Corporation Street by approximately 27%. Furthermore, it would result in the loss of a 
route to Little York Street, Lancaster Street, Thomas Street and North Queen Street (via 
Nelson Street/Great George’s Street), creating new severance.  

14.6.1.5.4 West Belfast (Clifton) 

As noted above, the changes to connections between the strategic and local road network at 
York Street Interchange would increase the utilisation of Clifton Street grade-separated 
junction and the adjacent road network for movements to and from the City Centre (via 
Westlink). As also noted, traffic redistribution associated with changes to the existing road 
network is expected to result in an approximate 40% increase in AADT utilising Clifton Street. 

14.6.1.6 Community Facilities 

The change in local vehicle movements described above largely addresses the issue of 
access, which is of relevance when considering the accessibility of community facilities 
throughout the study area. This sub-section instead focuses on direct impacts associated with 
the Proposed Scheme upon community facilities within the confines of the existing junction 
arrangement, and from the following areas: 

• North Belfast; 

• Northern fringe of Belfast City Centre; 

• Belfast Harbour (Greater Clarendon/Sailortown); and 

• West Belfast (Clifton). 

Within the confines of the existing junction arrangement and as shown on Figure 14.1, all 
three identified community facilities would be lost to accommodate the Proposed Scheme: 

• Northside Park & Ride would be lost to accommodate York Street to York Road (Link 11) 
overbridge, the grade-separation of strategic links through this junction (M2 to Westlink 
(Link 2), Westlink to M3 (Link 3) and M3 to Westlink (Link 4)) and the pumping station and 
associated private access lane/turning heads (Link 38). The magnitude of impact 
associated with the loss of this facility is discussed further in Sub-Section 14.6.1.8.3 
below; 

• Great George’s Street Car Park would be lost in its entirety to accommodate York Street 
to York Road (Link 11) overbridge and the grade-separation of strategic links through this 
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junction (Westlink to M2 (Link 1), M2 to Westlink (Link 2), Westlink to M3 (Link 3), and M3 
to Westlink (Link 4)). The magnitude of impact associated with the loss of this facility is 
discussed further in Sub-Section 14.6.1.11 below; and 

• The Jack Kirk Automobile Engineer facility would be lost in its entirety to accommodate 
the alignment of Link 4 (M3 to Westlink). This property would also potentially be affected 
by the private access lane (Link 38) to the pumping station for the scheme. As a loss of a 
community resource, the impact would be major at a local level.  

14.6.1.6.1 North Belfast 

As shown on Figure 14.1, no community facilities would be lost within North Belfast to 
accommodate the Proposed Scheme. However, three facilities would be subject to minor 
impacts, which would have some measurable change in the attributes of these community 
resources: 

• A new signalised junction arrangement on York Street at Cityside Retail Park would result 
in loss of the existing access to this site. From a community usage perspective, this 
impact is likely to be beneficial as an access (Link 28) from the mall would be connected 
to a new signalised junction. This would provide an all-movements junction, where access 
is currently limited to left-in/left-out. The benefits associated with the improved access 
provision may however be offset against whether a reconfiguration of internal road 
marking and parking bay layout within the mall can be successfully achieved. This has not 
been addressed as part of the Proposed Scheme design;  

• Galway House retail units, which although currently unoccupied, would also benefit from 
the all-movements junction discussed above, even though this too would require a 
reconfiguration of internal road marking and parking bay layout; and 

• Very minor loss of land is expected from an open space grassed area immediately 
adjacent to New Lodge Playground to accommodate online widening of the Westlink and 
North Queen Street Bridge on its northern side. Suitable accommodation works would, to 
a degree, help reduce the impact of the Proposed Scheme; however no land is required 
from the playground area itself. 

14.6.1.6.2 Northern fringe of Belfast City Centre 

As shown on Figure 14.1, three community facilities would be lost within the northern fringe of 
Belfast City Centre to accommodate the Proposed Scheme: 

• the memorial to the 15 people killed and those injured in the bombing of McGurk's Bar and 
mock-up mural/sculpture of the original bar would be removed as part of the works to 
widen North Queen Street Bridge. Although not proposed as part of the scheme, potential 
relocation of the memorial would be a matter for future consultation with victims’ 
representatives and Transport NI. As a loss of a community resource, the impact may be 
major at a local level; 

• the Pathways Project Building on York Street would be lost in its entirety to accommodate 
the temporary realignment of York Street and a major signalised junction which is required 
to facilitate through movements along this route whilst York Street overbridge is 
constructed. Although this facility operates within this building on a short-term lease, as a 
community resource, the impact of its loss may be major at a local level; and 

• Corporation Street Car Park would be lost to accommodate the alignment of the pumping 
station access lane (Link 38), resulting in the severance of this plot and the loss of the 
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main access to the car park and a significant number of parking bays. There are currently 
no proposals to mitigate the loss of surface level car parking at this site. The magnitude of 
impact associated with the loss of this facility is discussed further in Sub-Section 14.6.1.11 
below. 

As shown on Figure 14.1, Lancaster Street Car Park would be subject to negligible impacts 
with implementation of the Proposed Scheme (though would be temporarily closed during the 
construction phase). Modification to the layout of York Street and left-turn lane to Great 
George’s Street would result in the severance and stopping-up of the access to this car park. 
A new access to this car park would be provided from Great George’s Street, though would 
require modification to the existing layout of parking bays. 

Furthermore, there would be indirect impacts to a number of retail units on the west side of 
York Street, where the provision of a dedicated cycling lane would result in the loss of the 
layby/on-street parking. This loss would have some measurable change on this community 
resource, thus the magnitude of impact would be minor. 

14.6.1.6.3 Belfast Harbour (Greater Clarendon/Sailortown) 

As shown on Figure 14.1, no community facilities would be lost within the Belfast Harbour 
(Greater Clarendon/Sailortown) area to accommodate the Proposed Scheme; however one 
facility would be subject to minor indirect impacts, which would have some measurable 
change in the attributes (i.e. amenity) of this community resource: 

• Stella Maris Emergency Hostel on Garmoyle Street - although not directly affected by the 
Proposed Scheme, the very close proximity of the elevated new overbridge structure 
associated with the M2 to Westlink alignment (Link 2) would result in adverse air, visual 
and noise impacts upon this community facility. These impacts have been assessed 
separately throughout the respective technical chapters of this ES. 

14.6.1.6.4 West Belfast (Clifton) 

As shown on Figure 14.1, no community facilities would be lost within the West Belfast 
(Clifton) area to accommodate the Proposed Scheme. 

14.6.1.7 Public Rail Network 

From an operational perspective, Belfast to Larne/Londonderry rail services (which are 
conveyed through the centre of the study area via Dargan Bridge) would be unaffected as a 
result of changes to the existing road layout associated with the Proposed Scheme. Yorkgate 
Station would also not be directly affected by the Proposed Scheme in terms of changes to the 
road layout in the vicinity of Dock Street.  

Whitla Street Subway (which is used to access the station from the Greater 
Clarendon/Sailortown area) would be extended in order to accommodate the partial 
realignment of the M2; however this would have no bearing on future accessibility to the 
station. 

In terms of potential impacts upon proposals for the future development of the rail network 
within the study area, the full planning application submitted at Yorkgate Station to provide a 
second staircase from the east platform down the embankment to the footway at Dock Street  
would be unaffected by the Proposed Scheme. Even though the existing Dock Street Bridge 
would be widened to accommodate the York Street (South) to M2 link on its western side, the 
proposed pedestrian exit stairway would be aligned immediately adjacent to the edge of the 
Dargan bridge structure and associated embankment, thus avoiding the widening works. 
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As noted earlier, Translink have been considering the feasibility of providing a new station or 
halt at Gamble Street, which would require twining of the single track line between Yorkgate 
Station and Gamble Street, thus requiring modification of Dargan Bridge. The proposed 
dualling of the Dargan Bridge, to provide a section of twin-track between Dock Street and 
Donegall Quay, has been identified as a long-term potential improvement scheme to the rail 
network in the BMTP.   

It was recognised that the road alignments within the Proposed Scheme are constrained by 
the dimensions of the existing bridge foundations, including those of the Dargan Bridge.  Any 
proposal to increase the loading on the Dargan Bridge through the provision of a dualled 
section would increase the loadings transferred to the underlying strata through its piled 
foundations.  Depending on the changes to the bridge superstructure, the additional loading 
may require the strengthening of the existing Dargan Bridge foundations.  Such strengthening 
would most likely be in the form of the provision of additional piling and an increase in the 
dimensions of the associated bases. Accordingly, consultations with Translink have taken 
place to discuss the Proposed Scheme and minimise any impact on overlying road 
alignments. 

Based on consultations thus far, it would appear that the proposal to dual the Dargan Bridge is 
not presently a high priority scheme on their investment programme, with proposals at 
conceptual design stage and certainly not as advanced as those of the Proposed Scheme.  
However, Translink has recognised that the construction of the Proposed Scheme presents an 
invaluable opportunity to undertake any works to strengthen the existing Dargan Bridge 
foundations as a minimum, to minimise the overall impacts on road users in the long term.   

Following further discussions between Translink and Transport NI, it has been agreed that the 
development of the Proposed Scheme is to proceed on the understanding that the works to 
the Dargan Bridge foundations, as a minimum, are to be incorporated into the future 
construction contract. It must however be stressed that any proposed works by Translink, 
although potentially accommodated by Transport NI within its construction contract, must 
remain subject to the satisfactory outcome of separate economic appraisal, statutory 
procedures and the availability of funding. 

14.6.1.8 Public Bus Network 

As summarised in Table 14.3, a meeting was held with Translink on 01 May 2014 to discuss 
the Proposed Scheme, with particular attention being given to the impact upon Translink bus 
services and stops, including access to and accommodation of existing services and 
development of BRT plans for North Belfast.   

As part of this meeting, a presentation was given which highlighted the evolving scheme 
design and key areas of change including the proposals for York Street and Nelson Street. Of 
particular note, existing and future bus routes for Metro, Ulsterbus and Goldline Services 
within the York Street Interchange area were identified for discussion and review. 

The changes to existing provision and future services proposals (i.e. new routes/bus stops) 
are described below, however are still subject to change and would be determined through 
further consultation with Translink. 

14.6.1.8.1 Metro Services 

Outbound Metro Service 2 (along York Street) would benefit significantly from grade-
separation of strategic links between the Westlink and M2/M3, due to the reduction in strategic 
traffic interaction and resultant freer flowing traffic conditions. Connectivity would not be 
adversely affected, as no stop-on-request bus stops serviced by this route would be lost, even 
though they may be subject to potential modification/relocation. However, with reference to 
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Figure 14.2, the route taken by the inbound service would be subject to change due to 
severance of the Nelson Street connection to Great George’s Street, with existing stop-on-
request bus stops along this road also lost.  

By way of access to the City Centre, Metro Service 2 would instead return via York Street, 
where two-way running for buses only would be re-introduced on the section between York 
Link and Great Patrick Street. From Shore Road, this service would therefore be routed 
directly onto York Street via the Dock Street junction, following the existing southbound lane to 
where the York Street (South) to M2 link would diverge away from York Street. At this point, a 
signalised junction would provide onward connection to the citybound bus lane, which would 
follow York Street (via a signalised junction at Great George’s Street) through to its termination 
at Great Patrick Street signalised junction. At this point, this existing junction would be 
modified to accommodate citybound bus movements on York Street, with the service returning 
to its existing route, en route to Royal Avenue. 

As noted in Sub-Section 14.4.5.2 (Public Transport Measures) there is a clear need to 
substantially improve the quality of public transport services in delivering a modern, integrated 
transport system for the BMA, especially in terms of journey ambience, frequency and 
reliability and in a way that extends travel choices for all sections of the community.  The 
BMTP has identified a range of bus priority measures, including: 

• conventional bus lanes that enable buses to bypass queues of traffic approaching 
junctions; and 

• priority at signalised junctions, such that buses are electronically detected and given 
priority passage through the junction. 

As summarised in Table 14.3, the inclusion of a southbound bus lane on York Street has been 
welcomed by key stakeholders. However, Translink has alluded to its success ultimately being 
determined through micro-simulation, which amongst other things (i.e. route taken, traffic flows 
and speeds) would consider the effects of traffic light sequencing through the bus lane upon 
service efficiency, on the basis that priority would not be given to buses at the signalised 
junctions. Nevertheless, it is recognised within BMTP, that the degree of priority given to 
buses will need to be monitored as part of the wider implementation of the Plan. As public 
transport and other complementary measures are rolled out, it is proposed that the level of bus 
priority measures is progressively increased so as to maximise the efficiency of the use of 
space on the road network in terms of the number of people being transported. In the context 
of the Proposed Scheme, this scenario is unlikely to happen, due to the priority given to M2 
countrybound traffic movements from York Street. 

Outbound Metro Services 13, 14 and 96 would also equally benefit from the changes to York 
Street (as discussed above) and the inbound route would also be affected by the changes to 
Nelson Street. The proposed alternative route to the City would also be via York Street bus 
lane (as discussed above). 

There would be no change to the outbound and inbound routes taken by Metro Services 61 
and 64 (via Dunbar Link, Garmoyle Street/Corporation Street, Dock Street and Brougham 
Street) even though the junction arrangement at Dock Street/Nelson Street/Garmoyle Street 
would be subject to modification with implementation of the Proposed Scheme. However, this 
does not mean that the service frequency and reliability would not be affected by the Proposed 
Scheme. Traffic redistribution associated with changes to the existing road network is 
expected to result in a 10~30 % increase in AADT on the route taken by these services. Whilst 
micro-simulation would be required to determine the impact upon efficiency of services, as 
part of this assessment it is expected that it would be adverse. 
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In a similar vein, the route taken along North Queen Street by Service 1D would not be directly 
affected by the Proposed Scheme, however the traffic redistribution effects would result in an 
approximate 25% increase in AADT utilising this main thoroughfare. Again, the effects 
associated with this are likely to be adverse from a journey time and reliability perspective. 

14.6.1.8.2 Local and Strategic Services 

As noted in Sub-Section 14.5.4.2.2, York Street junction essentially forms a hub point for the 
north and north-westbound Ulsterbus and Goldline services to and from the Europa / 
Laganside Bus Centres, with a variety of routes taken through the junction arrangement.  

As shown on Figure 14.2, these services are likely to equally benefit from the changes to York 
Street (as discussed above) on the outbound route. The inbound route would also be affected 
by the changes to Nelson Street, with the proposed alternative route to the City via York Street 
bus lane (as discussed previously). 

14.6.1.8.3 Northside Park & Ride (Flexibus) 

Northside Park & Ride would be lost in its entirety to accommodate the link between M2 and 
Westlink (Link 2), the link between Westlink and M3 (Link 3), the link between M3 and 
Westlink (Link 4), York Street overbridge (Link 11) and the pumping station and associated 
private access lane/turning heads (Link 38).  

As noted in Sub-Section 14.5.4.2.3, as part of DRD Transportation Policy Division’s strategic 
review of park & ride services, it has been recommended to enhance targeted provision in a 
manner which takes account of traffic flows and will facilitate integration and accessibility with 
a view to maximising the potential for park & ride to contribute to the RTS objective of a modal 
shift from private car to public transport. As part of these recommendations, over the longer 
term, and as park & ride capacity develops at alternative sites, Northside would have ceased 
operation anyway as part of the strategic review.  

Such an alternative site is Ballymartin Park & Ride (located near Templepatrick, just off the M2 
motorway at Junction 5) which is due for completion in autumn 2015 and would provide 430 
free car parking spaces for passengers travelling to and from Belfast. The site would be 
served by frequent bus services, allowing both commuters and leisure travellers to easily 
interchange from private car onto the bus avoiding both the stress of driving in congestion at 
busy peak periods, as well as the Belfast City Centre car parking charges. This site is part of a 
wider strategic park & ride programme, which will also deliver similar sites (i.e. extension at 
Mossley West) throughout the BMA, most of which would likely be delivered before 
construction of the Proposed Scheme, scheduled for 2018. 

The recommendations from DRD Transportation Policy Division’s strategic review also noted 
that Northside Park & Ride may be retained for short-stay parking provision; however this 
would not be possible in this case, due to the total loss of the site. 

14.6.1.9 Belfast on the Move 

The Proposed Scheme would not have a direct impact upon the ‘Belfast on the Move’ project, 
nor would the traffic redistributional effects be perceptibly felt beyond the affected road 
network within the study area. Essentially, the congestion that has been associated with the 
‘bedding-in’ of this project would not be exacerbated as a result of the Proposed Scheme.  
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14.6.1.10 Belfast Rapid Transit 

There is no current proposal for BRT to service the study area to the north of the City Centre, 
however as noted in Sub-Section 14.5.4.4, subject to the success of the pilot network and the 
availability of funding, it may be extended to other areas of Belfast. 

The possibility of prejudicing any such route to North Belfast with the Proposed Scheme would 
primarily be limited to York Street Overbridge, where road corridor width would ultimately be 
restricted by the extents of the proposed bridge structure. Nevertheless, the proposal for a 
3.5m bus lane on this bridge would accommodate any future provision and road width required 
by BRT vehicles. 

14.6.1.11 Parking Facilities 

As noted in Sub-Section 14.6.1.6, Great George’s Street Car Park and Corporation Street Car 
Park would both be lost to accommodate various elements of the Proposed Scheme. This 
would potentially result in the combined loss of 280 non-operational parking spaces from a 
total of 667 available spaces within the study area. This does not include the 231 off-street 
spaces which would be lost from Northside Park & Ride (as discussed above). Non-
operational parking space means the space required for traffic which does not need to park or 
wait precisely at a specific premises or location. 

Although Frederick Street Car Park would be lost to accommodate a DSD Mixed Use 
Regeneration Scheme, as part of the regeneration scheme it is proposed to replace the 
existing DRD spaces as the existing car park is a non-surplus DRD car park and consequently 
the existing parking provision must be replaced by any development scheme on the site. This 
DSD scheme will also provide 350 spaces to serve staff and students at the proposed 
University of Ulster Greater Belfast Development. 

As noted in Sub-Section 14.5.5, the availability of parking spaces encourages the use of the 
private car for journeys into the central area and, in particular, the availability of long-stay 
parking spaces has stimulated commuting by car. On this basis, the loss of these spaces may 
encourage a shift from car use to other forms of transport, especially during peak periods, 
within this Area of Parking Restraint, as shown on Figure 14.3 (i.e. where the introduction and 
modification of parking controls will seek to control the availability of long-stay commuter 
parking). The BMTP proposes that a policy of demand management be pursued across the 
BMA as a means of reducing the number of car journeys made during peak periods. The 
objective is to reduce the need for car-borne commuting and promote a shift from car use in 
peak periods towards other forms of transport.  

Conversely, these car parks are of value to the patrons that use them and on this basis the 
loss of available spaces (particularly long-stay) would be deemed an adverse impact. On this 
basis, the loss of car parking spaces within the study area is significant. 

As part of Local Government Reform, the Northern Ireland Executive in April 2013 agreed that 
the ownership of off-street car parks (excluding Park & Ride and Park & Share), their 
management and enforcement, should transfer from the DRD to Councils on 1st April 2015.  

Belfast City Council is firmly of the opinion that all off-street car parking places situated in the 
Belfast district should transfer to the Council, including those car parks that would be affected 
by the Proposed Scheme. They are concerned that as they will have the future statutory 
responsibility for off-street car parking, that if DRD retain and subsequently redevelop current 
car park sites for a non-car park use, then this may leave the Council in the position of having 
to potentially re-provide car parking in the City Centre at a significant capital cost.  
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Currently in policy terms there is no requirement or allowance for the relocation of car parking 
loss as a result of development. Indeed the current plan guidance contained within BMAP and 
BMTP is that demand management will be focused upon controlling the amount of non-
operational parking that can be provided within designated Areas of Parking Restraint. This 
directly contravenes Belfast City Council’s possible future strategy regarding re-provision of 
car parking elsewhere. 

14.6.1.12 Pedestrians 

In line with Transport NI’s requirements, a specific scheme objective with regards to provision 
for NMUs is to maintain access for pedestrians. Where technically and economically feasible, 
this has largely been reflected in the Proposed Scheme design. 

The provision of NMU facilities as per DMRB 5.2.4 (TA 91/05), including new routes and 
crossings, is regarded as an integral element of the overall cost of a scheme and not as an 
additional item that needs to be separately justified. As such, provision of measures for NMUs 
has been considered in the same way as other ‘soft’ features such as landscaping. 

Selection of the most appropriate form of crossing for a particular location requires careful 
assessment. Where possible, the needs of NMUs have been incorporated into the design 
without a detrimental impact upon other road users.  

In terms of general design principles, there is no single correct solution for the provision of 
NMU facilities, and much will depend upon the overall objectives of the scheme in addition to 
specific local issues. It is generally recommended that options are considered in accordance 
with the ‘Hierarchy of Provision’ illustrated in Table 14.4 below. It should be noted that in some 
cases, a combination of these solutions may be required to ensure an appropriate level of 
provision. 

Table 14.4: Hierarchies of Provision for Pedestrians 

 Hierarchies of Provision for Pedestrians 

Consider first Traffic reduction 

 Speed reduction 

Reallocation of road space to pedestrians 

Provision of at-grade crossings 

Improved pedestrian routes on existing desire lines 

Consider last New pedestrian alignment or grade-separation 

Source: DMRB 5.2.4.3 (Scheme Development and Assessment) Table 3/1 – Hierarchies of Provision 

Facilities for NMUs should offer positive provision that reduces delay, diversion and danger, as 
per the five core principles common to NMU routes identified in Sub-Section 14.5.6.1. 

In terms of design and layout of NMU facilities, this has more appropriately been detailed 
within the Engineering, Traffic and Economic Assessment Report (which forms Part 2 of the 
overall Proposed Scheme Report), and the updated NMU Audit Report, and has been 
significantly influenced by the Stage 1 Road Safety Audit, commissioned by Transport NI in 
January 2014.  
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This assessment instead focuses on impact of NMU facilities associated with the Proposed 
Scheme on the journeys which people make in their locality as pedestrians with regards to 
changes in journey length and time; changes in amenity; and changes in community 
severance. 

With scheme implementation, the main pedestrian thoroughfares that would pass through the 
study area would remain to be North Queen Street, York Street and Corporation Street. 
However, as noted in the sub-sections above, Nelson Street would be severed to 
accommodate the crossing of M2 to Westlink (Link 2), Dock Street to M3 (Link 6) and Westlink 
to M3 (Link 3), thus terminating any through movements along this road. This includes the 
stopping-up of through movements for pedestrians between Dock Street and Dunbar Link.  

With scheme implementation, none of the strategic links between Westlink, M2 and M3 would 
incorporate footway provision, as these links would be designated as ‘Special Roads’ and 
would not be automatic rights of way to all road users (i.e. pedestrians). 

14.6.1.12.1 North Queen Street 

As shown on Figure 14.4, the existing layout of North Queen Street (including existing 
pedestrian provision) would remain unchanged with the Proposed Scheme; thus there would 
be no change in journey length for pedestrians. However, it should be noted that the widened 
bridge structure over this road would reduce headroom over the adjacent footway and require 
replacement of wingwalls on both sides of the bridge.  Headroom over the carriageway would 
remain above a minimum of 5.03m, though over the eastern footway, headroom would reduce 
to approximately 4.8m.  To protect the structure, it is proposed to introduce a deterrent to 
drivers from mounting the eastern footway, such as the provision of a pedestrian guardrail or 
bollards. In terms of amenity, these changes would have a minor adverse impact, when 
compared to existing conditions, as the structure would increase visual intrusion. 

As detailed in Sub-Section 14.6.1.5.1, traffic redistributional effects due to proposed changes 
to other parts of the existing road network, would result in an approximate 25% increase in 
AADT utilising North Queen Street. Under existing conditions, this road is already heavily-
trafficked to such an extent that it may deter some pedestrians, particularly children and 
elderly, from making trips, however with the expected increase in volume of traffic 
(approximately 4000 additional vehicles per day), this would only further hinder movements, 
increase the perception of severance, and the time taken to complete journeys (particularly 
when crossing). On this basis, the magnitude of impact would be Slight Adverse. 

14.6.1.12.2 York Street 

As shown on Figure 14.4, between Great Patrick Street and Dock Street, there would be very 
little change in journey length along York Street for pedestrians since the alignment of this 
road would be largely maintained, as would the footway provision along it. However, in terms 
of amenity and relief from existing severance, the benefits associated with grade-separation of 
strategic links between the Westlink and M2/M3 (beneath York Street overbridge) would be 
significant, as pedestrians would no longer be in direct interaction with strategic through traffic 
within the junction via signalised junction arrangements. Whilst the number of pedestrian 
crossings at signalised priority junctions along York Street would remain the same as existing 
conditions, the reduction in pedestrian/vehicle interaction, waiting times and overall traffic 
volume, would provide substantial relief from existing severance and improvements in 
amenity. 

Between Great Patrick Street and Great George’s Street, footway would be maintained along 
both sides of York Street, though with the proposed stopping-up of the access to Lancaster 
Street Public Car Park, the footway would be continuous adjacent to the western side of the 
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carriageway. This is of particular relevance, as noted in Sub-Section 14.5.9, NMU survey 
counts indicated that pedestrian movements along the York Street western footway were the 
most frequent by some margin of anywhere within the study area. 

The existing stretch of road between Great George’s Street and York Link would be replaced 
by York Street overbridge, which, as noted above, would have a significant benefit for 
pedestrians in terms of amenity and relief of severance. The fact that an overbridge has been 
adopted (as opposed to an underpass) has significant amenity benefits, as visual intrusion of 
the scheme and its structures would be reduced by conveying pedestrians over strategic links. 
The elevated position would increase distance from strategic traffic thus reducing exposure, 
which has air, noise, fear and safety benefits. Crossing facilities would also be significantly 
improved, as although grade-separation would not reduce the number of crossings, 
pedestrians would be crossing roads that essentially provide local access only, with 
significantly reduced volumes of traffic conveyed.  This would reduce the complexity of 
crossings (i.e. removal of staggered crossings with refuges) and reduce required waiting times 
at signal points. In terms of footway provision, it would be continuous along both sides of the 
carriageway, though when compared to existing conditions, provision along the eastern side of 
the road would be significantly improved due to the vastly improved crossing of Great 
George’s Street (where the crossing of seven lanes would be reduced to two); the provision of 
an adjacent bus lane (which would provide a buffer from M2 and York Street bound traffic); 
better gradients in terms of the horizontal and vertical layout of the footway (when compared 
to the footway along the western side of the road); the stopping-up of the access to the 
Northside Park & Ride (as this facility would be lost); and the continuation of this footway 
northbound across the York Street to M2 link, towards Galway House. 

Overall, in terms of magnitude of impact this would equate to a substantial relief from existing 
severance. 

Between York Link and Dock Street, there would be very little change in terms of footway 
provision when compared to existing conditions. However along this stretch of road, the 
greatest disbenefit would occur at the existing Henry Street footway connection to York Street. 
With scheme implementation, a new retaining wall is proposed to support the vertical 
realignment of the York Street to York Road link.  The pedestrian access from Henry Street to 
York Street would be maintained via a section of existing footway adjacent to Cityside Retail 
Park, however it would have to divert around this structure. When moving to and from the City 
Centre, this would increase the distance travelled by approximately 150m per one-way 
journey. Assuming the average walking pace for a pedestrian is 5km/hr as stated in DMRB 
11.3.8.3 (Predicting Changes in Journey Lengths), this would increase travel time by just 
under 2 minutes. The time taken would naturally be greater for more vulnerable users (i.e. 
elderly and children). With reference to DMRB 11.3.8.6 (New Severance), an increase in 
length of journeys of over 250m for pedestrians can be described as ‘slight’ severance, 
meaning that the current journey pattern is likely to be maintained, but there would probably 
be some hindrance to movement. The visual intrusion associated with this retaining structure 
would also reduce the amenity value of this walking route, particularly if it becomes a focal 
point for anti-social behaviour (which has been evident in this area from site visits). 

14.6.1.12.3 Nelson Street 

As noted above, the stopping-up of Nelson Street to accommodate the crossing of M2 to 
Westlink (Link 2), Dock Street to M3 (Link 6) and Westlink to M3 (Link 3), would preclude any 
through movements along this road between Dunbar Link and Dock Street. This includes the 
stopping-up of through movements for pedestrians. 

With scheme implementation, to complete a walking route between Nelson Street Trade 
Centre and Dock Street (or vice versa), pedestrians would be required to re-route via York 
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Street or Corporation Street; the former adding approximately 270m and the latter adding 
approximately 350m per one-way journey. Again, assuming the average walking pace for a 
pedestrian is 5km/hr, this would increase travel time by just over 3 and 4 minutes respectively. 
The time taken would naturally be greater for more vulnerable users (i.e. elderly and children). 
With reference to DMRB 11.3.8.6, an increase in length of journeys of between 250-500m for 
pedestrians can be described as ‘moderate’ severance, meaning that some residents, 
particularly children and elderly people, are likely to be dissuaded from making trips. However, 
the shorter route (via York Street) would be through a much improved highway environment 
for pedestrians, and as noted in Sub-Section 14.5.9, NMU survey counts indicated that 
pedestrian movements along Nelson Street were the least frequent by some margin of any of 
the main thoroughfares within the study area. On this basis, the impact is not deemed to be 
that significant, particularly as most movements recorded along this road were as a result of 
Northside Park & Ride, which would be lost to accommodate the Proposed Scheme.  

The severance and stopping-up of Nelson Street would create a vast road corridor between 
Great George’s Street and Great Patrick Street conveying a significantly reduced volume of 
traffic.  As a result of this, two-way running would be reintroduced to maintain access to 
existing properties with a single lane provided in both directions, with road space being 
reallocated to provide widened footways on either side of the road and new on-street parking. 

14.6.1.12.4 Corporation Street 

As shown on Figure 14.4 the existing layout of Corporation Street (including existing 
pedestrian provision) would remain unchanged with the Proposed Scheme, and thus there 
would be no change in journey length for pedestrians. However, in a similar vein to North 
Queen Street, traffic redistributional effects due to proposed changes to other parts of the 
existing road network, would result in an approximate 27% increase in AADT utilising 
Corporation Street. Under existing conditions, this road is already heavily-trafficked to such an 
extent that it may deter some pedestrians from making trips, however with the expected 
increase in volume of traffic (approximately 3000 additional vehicles per day), it would only 
further hinder movements, increase the perception of severance, and time taken to complete 
journeys (particularly when crossing this road). On this basis, the magnitude of impact would 
be Slight Adverse. 

14.6.1.12.5 Other Footways 

As shown on Figure 14.4 east/west pedestrian movements within the study area would be 
further inhibited by implementation of the Proposed Scheme. 

The road safety audit for the Proposed Scheme noted that the complexity of the Dock 
Street/Nelson Street junction arrangement would be problematic for pedestrians in terms of 
movements through the junction, proximity to traffic, and visibility of oncoming traffic. These 
issues have either been addressed as part of the design, or would be developed in the future 
as part of the detailed design. Although this issue is more appropriately considered within the 
Engineering, Traffic and Economic Assessment Report, it is expected that the complex 
junction arrangement, proximity to traffic, and visual intrusion associated with new overhead 
structures, would ultimately result in reduced amenity for pedestrians in this area. 

To accommodate the strategic links between Westlink, M2 and M3, the footway adjacent to 
York Link would be lost, but more notably, so would the dedicated footway beneath the Lagan 
and Dargan bridges, between Corporation Street and Nelson Street/Great George’s Street. 
With scheme implementation, to complete a walking route from Corporation Street (at 
Corporation Square) to Great George’s Street, pedestrians would be required to re-route via 
Little Patrick Street, adding approximately 260m per one-way journey, increasing travel time 
by just over 3  minutes. The time taken would naturally be greater for more vulnerable users 
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(i.e. elderly and children). As noted earlier, an increase in length of journeys of between 250-
500m for pedestrians can be described as ‘moderate’ severance. However, as noted in Sub-
Section 14.5.6.6, this footway is perceived as being unsafe as it is enclosed by high security 
fencing, vegetation, overhead structures, has poor lighting and attracts anti-social behaviour, 
thus its loss would not be deemed overly significant. Furthermore, based on the consultee 
response from PSNI – Road Policing Unit, from a future usage point of view, they stressed 
that increased 'dead areas' associated with the Proposed Scheme could create a potential 
problem of anti-social behaviour. 

14.6.1.12.6 Community Greenway 

As shown on Figure 14.4, Carr’s Glen/Waterworks (BT 147/01) Greenway commences at the 
Dock Street/Garmoyle Street junction, passing under the M2 (via Dock Street) before veering 
northwards along York Street. In terms of continuity, the greenway would be unaffected by the 
Proposed Scheme, however would be affected by the problems associated with the complex 
junction arrangement at Dock Street/Nelson Street as noted above.  Essentially, with scheme 
implementation, the greenway would not be enhanced by proximity to traffic and visual 
intrusion associated with new overhead structures. Nevertheless, the reduced amenity would 
only affect a small proportion of the greenway, in an area where the perceived amenity 
benefits are already low in terms of recreational, ecological and aesthetic value.  

As shown on Figure 14.4, North Belfast/South Belfast/Lagan Valley Regional Park (BT 147/09) 
Community Greenway is aligned in a north/south orientation along Corporation Street, 
Garmoyle Street, Whitla Street and Duncrue Street. In terms of continuity, the greenway would 
be unaffected by the Proposed Scheme, however would be adversely and beneficially affected 
by traffic redistributional effects as a result of proposed changes to other parts of the existing 
road network. North of Dock Street, the route would be enhanced by a 5% to 12% decrease in 
AADT passing along Duncrue Street, Whitla Street and Garmoyle Street. However, south of 
Dock Street, the route would not be enhanced by the approximate 27% increase in AADT 
expected to utilise Corporation Street with scheme implementation (as noted above). 

14.6.1.12.7 Pedestrian Proposals 

With reference to Sub-Section 14.5.6.8 and shown on Figure 14.5, the BMTP proposes the 
establishment of a Quality Walking Route Network with high quality pedestrian facilities, and 
has identified North Queen Street, York Street and short sections of Nelson Street and 
Corporation Street as part of this network. 

As noted previously, footway provision on York Street and the short section of Nelson Street 
would be enhanced as a result of changes to the existing road network associated with the 
Proposed Scheme. However, even though North Queen Street and the short section of 
Corporation Street would not be directly affected by the Proposed Scheme, the environment 
for pedestrians would not be enhanced as a result of traffic redistributional effects. 
Nevertheless, the possibility of providing high quality pedestrian facilities along these roads, 
and establishing Quality Walking Routes would not necessarily be prejudiced by the scheme 
proposals.  

The new pedestrian/cycle bridge crossing proposed under the BMTP to serve key activity 
spines between the eastern and western sides of the River Lagan (Belfast Harbour) would 
also not be directly affected by the Proposed Scheme.  

14.6.1.13 Cyclists 

In line with Transport NI’s requirements, a specific scheme objective with regards to provision 
for NMUs is to maintain access for cyclists. Where technically and economically feasible, this 
has largely been reflected in the Proposed Scheme design. 
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For cyclists, it is generally recommended that options are considered in accordance with the 
‘Hierarchy of Provision’ illustrated in Table 14.5 below. It should be noted that in some cases, 
a combination of these solutions may be required to ensure an appropriate level of provision. 

Table 14.5: Hierarchies of Provision for Cyclists 

 Hierarchies of Provision for Cyclists 

Consider first Traffic reduction 

 
Speed reduction 

Junction or hazard site treatment, traffic management 

Redistribution of the carriageway (bus lanes, widened nearside lanes 
etc.) 

Cycle lanes, segregated cycle tracks constructed by reallocation of 
carriageway space, cycle tracks away from roads 

Consider last Conversion of footways to unsegregated shared use cycle tracks 
alongside the carriageway 

Source: DMRB 5.2.4.3 (Scheme Development and Assessment) Table 3/1 – Hierarchies of Provision 

As noted earlier, the design and layout of NMU facilities has more appropriately been detailed 
within the Engineering, Traffic and Economic Assessment Report, the updated NMU Audit 
Report, and has been significantly influenced by the Stage 1 Road Safety Audit, 
commissioned by Transport NI in January 2014.  

This assessment instead focuses on impact of NMU facilities associated with the Proposed 
Scheme on the journeys which people make in their locality as cyclists with regards to 
changes in journey length and time, and changes in amenity. Cyclists are however less 
susceptible to severance as they can travel much faster than those on foot. 

As noted in Sub-Section 14.5.7, the only formal cycle facility is NCN Route 93 which runs 
immediately adjacent to Duncrue Street, Whitla Street and Garmoyle Street (via a shared use 
footway/cycleway) before proceeding through the Greater Clarendon/Sailortown area and out 
at Donegall Quay (Figure 14.6). Although this route would not be directly affected by the 
Proposed Scheme, it would be subject to beneficial impacts associated with traffic 
redistributional effects due to proposed changes to other parts of the existing road network. 
North of Dock Street, the route would be enhanced by a 5% to 12% decrease in proximal 
AADT passing along Duncrue Street, Whitla Street and Garmoyle Street. This would also be 
of particular benefit if cyclists were to cross this road in the direction of Whitla Street Subway. 

The northbound bus lane along Corporation Street would be maintained as part of the scheme 
and remain available for use by cyclists. Although an approximate 27% increase in AADT is 
expected to utilise Corporation Street with scheme implementation, this increase would be 
largely limited to the citybound direction, thus the volume of traffic using the bus lane would 
essentially be similar to existing conditions. Whilst there would remain to be a perceived 
reduction in amenity for cyclists due to the increased volume of passing traffic, the potential of 
increased traffic interaction would be limited along this lane. 

In terms of new cycling provision, an additional with-flow cycle lane of 1.5m width is proposed 
for cyclists heading northbound along York Street, with the provision of Advanced Stop Lines 
at signalised junctions.  In the southbound direction on York Street, two-way running of a form 
to provide a new bus/cycle lane would be reintroduced.  The southbound bus/cycle lane would 
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be provided from the new signalised junction at the connection with the York Street to M2 on-
slip (Link 15) and would terminate at Great Patrick Street. Cycle lane provisions associated 
with the Proposed Scheme is shown on Figure 4.3 (Sheets 1 & 2) of Chapter 4 (Scheme 
Description). 

The mandatory cycle lane being provided along York Street (south to north) is defined as an 
‘adjacent use route’ within TA 90/05 ‘The Geometric Design of Pedestrian, Cycle and 
Equestrian Routes’ of DMRB. TA 90/05 also describes this type of facility as being segregated 
stating that ‘Segregation may be by white line or by a physical feature such as a verge, a 
fence or a kerbed level difference’.   

Standard TA 57/87 ‘Roadside Features’ of the DMRB states ‘a well maintained and swept 
surface is important to cyclists’. It is considered when cycle facilities are segregated from the 
main carriageway by a kerb or physical barrier, it is often not possible to keep them swept 
using conventional mechanical road sweepers. Narrow mechanical road sweepers or in some 
cases manual sweeping of the cycleway is required. For this maintenance reason, segregating 
the cycleway with a kerb or a physical barrier was decided against, to ensure the cycleway 
might be well maintained and swept. 

On this basis, dedicated cycling provision with the Proposed Scheme throughout the study 
area would be enhanced over existing conditions. Furthermore, the road improvements 
associated with the Proposed Scheme (particularly in relation to the separation of strategic 
and local traffic) would result in significant safety benefits, reduction in severance, and 
improvements in journey time and ambience for cyclists. The Proposed Scheme would also 
increase the route options available to cyclists, opening a new corridor to the City Centre via 
York Street. 

With scheme implementation, none of the strategic links between Westlink, M2 and M3 would 
incorporate cycling provision, as these links would be designated as ‘Special Roads’ and 
would not be automatic rights of way to all road users. 

14.6.1.14 Equestrian Facilities 

As no equestrian facilities are located within the study area, therefore no facilities can be 
affected by the Proposed Scheme. 

14.6.2 Construction 

The construction phase of the Proposed Scheme would potentially have four types of 
predicted impact: 

• Temporary impacts on strategic and local vehicle movements in the vicinity of the existing 
junction, as a result of construction activity; 

• Temporary impacts upon community facilities and local businesses with regards to 
accessibility;  

• Temporary impacts on the public transport network; and 

• Temporary severance or disruption to routes used by pedestrians and cyclists. 

It is anticipated that the Proposed Scheme would require a minimum period of just over 3 
years (38 months) to construct, subject to the advance completion of service diversion works 
or advance placement of service diversion orders with the relevant utility providers. 
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As detailed within Sub-Section 4.11 (Construction) of the Engineering, Traffic and Economic 
Assessment Report, the priority of works elements that informed the developed notional 
construction sequence are outlined below: 

1. site clearance works; 

2. service diversions; 

3. construction of section of M2 to Westlink (Link 2) underpass under Lagan Bridge, 
including pier foundation strengthening works; 

4. construction of new bridges at York Street (Link 11) and approaches; 

5. construction of Westlink to M2 (Link 1) and M3 (Link 3) underpasses; 

6. construction of remainder of M2 to Westlink (Link 2) underpass; 

7. construction of M3 to Westlink (Link 4) underpass; and 

8. construction of Dock Street to M3 link (Link 6) and completion of pumped drainage outfall 
route. 

Before the various underpasses can be constructed, it would be necessary to grade-separate 
traffic flows through the works area.  On this basis, strategic and local users would likely 
experience disruption to traffic movements during the construction period, particularly between 
the M2/M3 and Westlink.  

Traffic diversions and delays, particularly on routes around York Street itself, would have 
implications on driver stress and travel costs due to possible temporary closures, diversions 
and increased journey times. Diversions from York Street to the adjacent road network may 
increase pollution within surrounding residential areas. Even with mitigation measures, 
disruption to traffic movements through the York Street area on a daily basis would have a 
‘knock-on’ effect throughout the wider urban network as traffic may divert away from the area. 
This may cause traffic flows to slow and build-up in other areas around the City, particularly 
around Antrim Road, North Queen Street and York Road. Diversions in and around residential 
areas close to York Street would cause a degree of transient community severance. Night and 
possible weekend closures of some roads/junctions may be required at some stage during 
construction. All of the above are only possibilities at this stage and would not be clearly 
defined until a Contractor has been appointed and a traffic management strategy developed. 

Other impacts upon local vehicle movements during the construction phase may result from 
increases in heavy goods/machinery traffic and temporary traffic management arrangements 
on the existing road network.  

Bus services through the York Street area would be disrupted during construction, to a similar 
extent as other travellers, with associated diversions and traffic management arrangements. 
Bus stops may be temporarily relocated during the construction phase. It should be noted that 
all public car parks affected by the works, i.e. the Northside Park & Ride, Great George’s 
Street, Lancaster Street and Corporation Street car parks would be closed from the outset of 
the construction period. 

In developing the construction sequence, cognisance has also been taken of the potential for 
works to strengthen the Dargan Bridge foundations (to facilitate any future dualling scheme) to 
be undertaken as part of the construction contract. The sequence did not, however, consider 
the works to the superstructure to replace or otherwise widen the existing deck. 
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Throughout the construction period, disruption to cyclist and pedestrian movements would 
largely be restricted to urban roads, such as York Street. This would include temporary 
impacts caused by the generation of noise, mud and dust, and the reduced amenity and visual 
impacts associated with major roadworks. 

Road safety is the main concern, although an increase in traffic would also cause a reduction 
in amenity for NMUs. All road users would have to exercise greater care than usual to 
minimise the risk of collisions.  

Impacts upon community facilities during the construction phase can be a particularly sensitive 
issue. From an air quality perspective, nuisance may be in the form of excessive dust, 
generated particularly during prolonged dry periods, and operation of construction machinery, 
which can emit higher than normal levels of airborne contaminants. These impacts could have 
significant effects on the usage of community facilities. This is typical on any project which 
involves movement of large quantities of earthwork material for road construction. Dust can 
have several undesirable impacts: 

• Health and safety - airborne dust can irritate the eyes and respiratory system; 

• Road safety - reduced visibility if dust blows across roads; 

• Nuisance - settling on washing, windows and ledges of surrounding property etc. 

Outdoor recreational activities are also sensitive to the impacts of dust. Earthworks are ideally 
carried out in the drier summer months, however this is the period when outdoor recreational 
facilities are likely to be used the most. 

Throughout the construction period, pedestrians and cyclists would experience varying 
degrees of disruption. This would include temporary impacts caused by the generation of 
noise, mud and dust, and the reduced amenity and visual impacts associated with major 
roadworks. An increase in vehicular activity along sideroads would affect pedestrians and 
cyclists using these routes.  

The existing Westlink alignment needs to be retained during construction of the extensions 
and it is envisaged that this will be achieved using sheet-piling.  The extent of disruption to the 
Westlink depends on whether piling platforms can be formed to allow piling rigs to work from 
the side of the Westlink rather than directly on it.  Formation of these platforms would require 
disruption to the roads and pedestrian routes below the Westlink (North Queen Street, Great 
George’s Street and the stairs and footway area north-west of the bridge). 

While pedestrians outnumber cyclists and are therefore the main consideration, cyclists may 
be at greater risk due to the air turbulence created by heavy vehicles with limited passing 
space. Further effects may be experienced by residents adjacent to the Proposed Scheme, if 
traffic has to divert to avoid roadworks due to the possibility of road closures. Such impacts 
would typically include increases in traffic noise and vehicle emissions. There may also be 
temporary disruption to access.  

14.7 Mitigation & Enhancement Measures 

14.7.1 Operation 

14.7.1.1 Local Vehicle Movements  

Overall, the Proposed Scheme would introduce a significant improvement to the strategic and 
local road network, for the majority of local residents and strategic road users. The design of 
the road itself is a form of mitigation to ensure that mixing of strategic and local traffic is 
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minimised, and where interaction does occur, it is facilitated through a safer environment. 
Therefore, no further mitigation is proposed.  

14.7.1.2 Community Facilities 

As described in Sub-Section 14.6.1.6, there are a significant number of community facilities 
within the immediate study area, which would experience adverse, negligible and beneficial 
impacts with scheme implementation. Whilst it would not be possible to eliminate adverse 
impacts at all community facilities, in the majority of cases, the proposed mitigation measures 
would significantly reduce impacts on potential future community usage associated with the 
Proposed Scheme. 

It is also acknowledged that careful consultation with the local community would be required in 
connection with the treatment of the memorial façade to the McGurk’s Bar bombing currently 
in place. In such instances, arrangements would normally be made to carefully remove the 
memorial and make it available for owners to resite. Although not proposed as part of the 
scheme, potential relocation of the memorial would be a matter for future consultation with 
victims’ representatives and Transport NI. 

14.7.1.3 Public Rail and Bus Network 

As there would be no impact on the public rail network, no mitigation is proposed. 

In general, bus services would experience benefits as a result of the Proposed Scheme. As 
noted previously, the separation of local and strategic traffic and the removal of signalised 
junctions would benefit the journey time reliability and reduce journey times for these services, 
which in itself can be deemed a form of mitigation. 

Bus service efficiency throughout the study area for Metro, Ulsterbus and Goldline services is 
also likely to be enhanced by provision of the dedicated bus lane on York Street and the 
inclusion of this has been welcomed by key stakeholders. In line with BMTP bus priority 
measures, conventional bus lanes enable buses to bypass queues of traffic approaching 
junctions and will assist in the improvement of quality of public transport services and the 
delivering of a modern, integrated transport system for the BMA. 

In consultation with Translink, any lost serviced bus stops would be appropriately relocated to 
new routes where feasible, as part of the Proposed Scheme. 

There are no proposals to mitigate the loss of Northside Park & Ride as part of this scheme. 

14.7.1.4 Pedestrian & Cyclist Facilities  

Provision for Non-Motorised Users (NMUs) has been considered at all times in the 
development of the Proposed Scheme, in accordance with the guidance and requirements of 
the DMRB and the identified scheme objectives for NMUs established in the NMU Context 
Report.  Footways are provided on all surface streets, with existing widths maintained and 
where possible (within the constraints of the site) enhanced. An additional with-flow cycle lane 
of 1.5m width is proposed for cyclists heading northbound along York Street, with the provision 
of Advanced Stop Lines at signalised junctions.  In the southbound direction on York Street, 
two-way running of a form to provide a new bus/cycle lane  

At all junctions, provision would be made for non-motorised users in accordance with 
Department for Transport Local Transport Notes and Traffic Advisory Leaflets.  Accordingly, 
dropped kerbs and tactile paving is proposed at all controlled and uncontrolled crossing points, 
with pedestrian guardrail provided where considered necessary to control movements.  At 
proposed signalised junctions, puffin crossings would be implemented in line with DMRB 
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guidance.  The Proposed Scheme layout would also include the provision of a new, modern 
road lighting system for the safety of motorised and non-motorised road users.  The provision, 
or replacement of existing lighting systems has been considered as part of this process and 
the provision of additional lighting under proposed bridge structures would continue to be 
considered as part of future design development. 

Footway provision has been fundamental to the scheme layout along York Street.  Since the 
publication of the NMU Context Report, the footway width has been increased from 2m to 3m.  
This width of footway has either been maintained or introduced along York Street and there 
are only two locations at which the footway drops below this.  The first of these is at a pinch-
point between the dedicated southbound bus lane and the Yorkgate Business Park, and the 
second is near the junction with Great Patrick Street to make space to accommodate the 
proposed 1.5m northbound cycle lane.  

The widths of the footway and the cycleway are constrained to 3m and 1.5m respectively. This 
is due to the physical constraints of the existing built environment along York Street, and the 
necessity to keep the width of the York Street Bridge to a minimum in order not to impede the 
headroom of the underpasses passing beneath it. Additionally, within this constrained width, 
there is the need to provide 3/4 lanes of traffic, 2 footways, a cycleway, and a contraflow bus-
lane. Efforts have been made to make the footway and cycleway as wide as possible, but due 
to these physical constraints, 3m and 1.5m are the maximum that can be accommodated. 

14.7.1.5 Equestrian Facilities  

As there would be no direct impact on known equestrian facilities, no specific mitigation 
measures are proposed.  

14.7.2 Construction 

Road safety is the major concern, although an increase in traffic would also cause a reduction 
in amenity for non-vehicular road users. All road users would have to exercise greater care 
than usual to minimise the risk of collisions. The construction contract would include measures 
to restrict construction traffic to designated local roads. Temporary warning signs would be 
erected as necessary to highlight particular hazards, including site accesses and temporary 
traffic management measures. Traffic management would be in operation to facilitate safe 
passage for pedestrians and others, including barriers defining the footpaths and safety zones 
to prevent construction vehicles encroaching on pedestrian areas. Where appropriate, 
segregated pedestrian routes would be provided. Traffic management would be closely 
monitored on site and every effort would be made to ensure the safety of pedestrians and 
cyclists is maintained.   

Careful attention to traffic management would minimise the overall level of disruption. The 
construction contract would require the Contractor to ensure delays to local and strategic 
traffic are kept to a minimum and full use is made of the available carriageway space. 
Mitigation measures may include: 

• Advanced publicity outlining the traffic management proposals and duration, and giving 
advance warning of specific traffic management measures; 

• Reducing lane widths; 

• Efficient phasing of contraflow operations; and 

• Adequate advance signing of the works.                        
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These measures, designed to reduce delays to strategic traffic, would reduce traffic rat-
running on the local road network. 

During construction, all temporary road layouts shall comply with the standards outlined in the 
DMRB Volume 8, Section 4, and Chapter 8 of the Traffic Signs Manual. Carriageway 
crossovers and temporary chicanes necessary to complete junctions and tie-ins to the existing 
road network shall be designed in accordance with DMRB Volume 6, Section 1, Part 1, 
TD9/93 (Highway Link Design). The Construction Contract would require the Contractor to 
maintain at least two-way traffic around the junction during weekday am and pm periods of 
peak traffic flow. 

Yorkgate Station may need special consideration to ensure NMUs have access during the 
construction works. However, the need for this is dependent on the proposed new access 
staircases to the Yorkgate platform being completed by Translink prior to construction of the 
Proposed Scheme.  

14.8 Residual Effects 

As noted earlier, it is not sufficient to assess the size and probability of potential effects; their 
significance should also be assessed. The level of significance is to be assigned after 
consideration of any proposed mitigation (i.e. significance is assigned with mitigation in place 
allowing for the positive contribution of all mitigation that is proposed). It is therefore the 
residual effects associated with the Proposed Scheme that are most reflective of what the 
overall predicted impact would be upon pedestrian, cyclist and community facilities during the 
operational and construction phases. 

It must be noted that although the physical severance due to roads is permanent, the 
perceived benefits or disbenefit from a new road diminishes with time, as people move in or 
out of the area affected. Thus, the disbenefits are most evident during construction and in the 
first few years of operation. As such, it is expected that the adverse and beneficial impacts 
described below would ameliorate with time. 

14.8.1 Local Vehicle Movements 

With scheme implementation, significant mixing of strategic and local traffic would still occur, 
however would take place through a much improved highway environment. Whilst the benefits 
of these changes are obvious for the strategic road user, local vehicle movements (i.e. users 
of the local network of city roads) would also experience benefits, due to the reduction in 
strategic traffic interaction, leading to freer flowing conditions through junctions which are 
currently at-grade, signalised, heavily-trafficked and congested (i.e. along York Street). The 
flow of local traffic through the interchange would become more regulated and the safety of 
the highway environment would improve for the vehicle user. However, even though some 
roads would not be subject to physical alteration, they would be subject to traffic 
redistributional effects as a result of proposed changes to other parts of the existing road 
network altering routes taken to complete desired journeys.  

The strategic network would be enhanced such that it could safely and efficiently cater for 
longer-distance movements of people and freight to, from and between different parts of the 
BMA. 

As set out in the BMTP, strategic improvements would directly facilitate improvements to the 
local road network by eliminating or reducing through traffic interaction. However, vehicles 
coming off at York Street Interchange would continue to interact with local traffic and possibly 
along different sections of road (when compared to existing conditions) due to changes in road 
layout.  
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As detailed within Sub-Section 14.6.1.5, the impacts upon local vehicle movements between 
North Belfast, the northern fringe of Belfast City Centre, Belfast Harbour (Greater 
Clarendon/Sailortown) and West Belfast (Clifton) associated with the proposed changes to 
existing road layout would vary. The significance of effect associated with traffic redistribution 
and changes to these routes would be both beneficial and adverse, depending upon the 
nature of changes experienced by the local road user. 

14.8.2 Community Facilities 

Six community facilities would be lost in their entirety to accommodate the Proposed Scheme. 
A number of community facilities would also experience direct land loss or access impacts, 
however their continued usage during the operational phase is unlikely to be significantly 
affected. 

Although Northside Park & Ride would be lost in its entirety, this facility was targeted to cease 
operation at this site anyway as part of DRD Transportation Policy Division’s strategic review 
of park & ride services. An alternative site at Ballymartin Park & Ride (located near 
Templepatrick, just off the M2 motorway at Junction 5) is due for completion in autumn 2015. 
Even though this lowers the importance of this community resource, the significance of effect 
associated with its loss (for the patrons that use it) would be still Large Adverse. The site 
would also not be retained for short-stay parking provision as a result of the scheme impacts, 
thus reducing the availability of non-operational parking spaces within the study area.  

Great George’s Street Car Park and Corporation Street Car Park would both be lost in their 
entirety, greatly reducing the availability of non-operational parking spaces within the study 
area. This is assessed as having both beneficial and adverse effects, as the loss of these car 
parks would encourage a shift from car use to other forms of transport, especially during peak 
periods (in line with BMTP demand management measures to reduce the number of car 
journeys and controlling the amount of non-operational parking). Conversely, these car parks 
are of value to the patrons that use them and the loss of available car parking spaces within 
the study area is significant. 

The Jack Kirk Automobile Engineer workshop would be lost in its entirety and as a facility of 
local value; the significance of this would be Large Adverse. 

The memorial to the 15 people killed and those injured in the bombing of McGurk's Bar and 
mock-up mural/sculpture of the original bar would be removed. In such instances, 
arrangements would normally be made to carefully remove the memorial and make it available 
for owners to resite. Potential relocation of the memorial would be a matter for future 
consultation with victims’ representatives and Transport NI, however as a community resource 
of local value, the significance of its loss (if it cannot be relocated) may be Large Adverse. 

The Pathways Project Building on York Street would be lost in its entirety, however as this 
facility operates within this building on a short-term lease, as a community resource, the 
significance of this would be Large Adverse, though the significance of this effect would 
ultimately be determined by whether the Pathways Project can be accommodated in a suitable 
facility nearby. 

14.8.3 Public Rail Network 

From an operational perspective, Belfast to Larne/Londonderry rail services and Yorkgate 
Station would be unaffected as a result of changes to the existing road layout associated with 
the Proposed Scheme.  On this basis, the significance of effect upon existing rail infrastructure 
would be neutral. 

   
ENVIRONMENTAL STATEMENT (VOLUME 1) 
January 2015 
 

485 
 



 Transport NI — York Street Interchange 

 
In terms of potential impacts upon proposals for the future development of the rail network 
within the study area, the full planning application submitted at Yorkgate Station to provide a 
second staircase from the east platform down the embankment to the footway at Dock Street  
would be unaffected by the Proposed Scheme.  It is also envisaged that the Proposed 
Scheme would not prejudice the possibility twining the single track line between Yorkgate 
Station and Gamble Street. On this basis, the significance of effect upon future rail 
infrastructure would also be neutral. 

14.8.4 Public Bus Network 

As a clear need to substantially improve the quality of public transport services in delivering a 
modern, integrated transport system for the BMA has been identified within the BMTP, the 
reduction in strategic traffic interaction, resultant freer flowing traffic conditions, and inclusion 
of a southbound bus lane on York Street would be of benefit (especially in terms of journey 
ambience, frequency and reliability). However, Translink have alluded to its success ultimately 
being determined through micro-simulation, which amongst other things (i.e. route taken, 
traffic flows and speeds) would consider the effects of traffic light sequencing through the bus 
lane upon service efficiency, on the basis that priority would not be given to buses at the 
signalised junctions. Nevertheless, it is recognised within the BMTP, that the degree of priority 
given to buses will need to be monitored as part of the wider implementation of the Plan.  

There are a number of bus services utilising the wider road network, which although not 
directly affected by the Proposed Scheme, would be affected by the traffic redistributional 
effects associated with changes to the existing road network. The effects associated with this 
are likely to be adverse from a journey time and reliability perspective. Nevertheless, the 
impact upon efficiency of services would be determined by micro-simulation. 

Connectivity to services would not be adversely affected, as any lost serviced bus stops would 
be appropriately relocated as part of the Proposed Scheme and in consultation with Translink. 
On this basis, the effect would be largely neutral. 

The Proposed Scheme would not have a direct impact upon the ‘Belfast on the Move’ project, 
nor would the traffic redistributional effects be perceptibly felt beyond the road network within 
the study area. On this basis, the significance of effect would be neutral. 

As there is no current proposal for BRT to service the study area to the north of the City 
Centre, the significance of effect would be neutral, however if in the future it was proposed to 
extend the BRT network through this area, the Proposed Scheme would not prejudice the 
possibility of this happening. On this basis, the significance of effect would be neutral. 

14.8.5 Pedestrians 

In terms of amenity and relief from existing severance, the benefits associated with grade-
separation of strategic links between the Westlink and M2/M3 (beneath York Street 
overbridge) would be significant, as pedestrians would no longer be in direct interaction with 
strategic through traffic within the interchange via signalised junction arrangements. Whilst the 
number of pedestrian crossings at signalised priority junctions along York Street would remain 
the same as currently, the reduction in pedestrian/vehicle interaction, waiting times and overall 
traffic volume would provide substantial relief from existing severance and improvements in 
amenity. However along York Street, the greatest disbenefit would take place at Henry Street, 
as although the pedestrian access to York Street would be maintained via a section of existing 
footway adjacent to Cityside Retail Park, it would have to divert around a new retaining wall 
structure. This would create new severance and reduced amenity. 

The existing layout of North Queen Street and Corporation Street (including existing 
pedestrian provision) would remain unchanged with the Proposed Scheme, thus there would 
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be no change in journey length for pedestrians. However, the traffic redistributional effects as 
a result of proposed changes to other parts of the existing road network would result in an 
increased volume of traffic utilising these roads, potentially hindering movements, reducing 
amenity and increasing the perception of severance and the time taken to complete journeys 
(particularly when crossing). 

East/west pedestrian movements within the study area would also be further inhibited by 
implementation of the Proposed Scheme, with the loss of the dedicated footway beneath the 
Lagan and Dargan bridges, between Corporation Street and Nelson Street/Great George’s 
Street and the complex pedestrian crossing arrangement at the Dock Street/Nelson Street 
junction arrangement. 

Carr’s Glen/Waterworks (BT 147/01) and North Belfast/South Belfast/Lagan Valley Regional 
Park (BT 147/09) community greenways would be unaffected by the Proposed Scheme in 
terms of continuity, though would be subject changes in amenity (i.e. proximity to traffic and 
visual intrusion associated with new overhead structures). With respect to significance of 
effect, these changes would be Slight Adverse as they would take place in an area where the 
perceived amenity benefits of these greenways are already low in terms of recreational, 
ecological and aesthetic value.  

Overall, as York Street is the most heavily utilised pedestrian route, in combination with the 
benefits associated with grade-separation of strategic links between the Westlink and M2/M3 
(beneath York Street overbridge), the significance of effect would be Large Beneficial. 

14.8.6 Cyclists 

Although NCN Route 93 would not be directly affected by the Proposed Scheme, it would 
experience beneficial impacts associated with traffic redistributional effects as a result of 
proposed changes to other parts of the existing road network. In terms of significance of effect, 
these changes would be Slight Beneficial. 

With the proposed changes to York Street, the new cycling provision would be an 
enhancement over existing conditions and the improvements to the York Street junction and 
surrounding road layout (particularly in relation to the separation of strategic and local traffic) 
would result in benefits, reduction in severance, and improvements in journey time and 
amenity for cyclists. The Proposed Scheme would also increase the route options available to 
cyclists, opening a new corridor to the City Centre via York Street. On this basis, the 
significance of effect would be Moderate Beneficial. 

14.8.7 Equestrian Facilities 

The significance of effect upon equestrian facilities would be neutral, as no equestrian facilities 
are located within the study area. 

14.9 Summary & Conclusions 

Strategic and local traffic interaction would occur through a much improved highway 
environment. The flow of local traffic through the interchange would become more regulated 
and the safety of the highway environment would improve for the vehicle user. However, even 
though some roads would not be subject to physical alteration, they would be subject to traffic 
redistributional effects as a result of proposed changes to other parts of the existing road 
network, altering routes taken to complete desired journeys.  

Six community facilities would be lost in their entirety to accommodate the Proposed Scheme. 
A number of community facilities would also experience direct land loss or access impacts, 
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however their continued usage during the operational phase is unlikely to be significantly 
affected. 

The reduction in strategic traffic interaction, resultant freer flowing traffic conditions, and 
inclusion of a southbound bus lane on York Street would be of benefit to (especially in terms of 
journey ambience, frequency and reliability) and help improve the quality of public transport 
services in delivering a modern, integrated transport system for the BMA as identified within 
the BMTP. However, a number of bus services utilising the wider road network, which 
although not directly affected by the Proposed Scheme, would however be adversely affected 
by the traffic redistributional effects associated with changes to the existing road network. 

In terms of amenity and relief from existing severance, the benefits associated with grade-
separation of strategic links between the Westlink and M2/M3 (beneath York Street 
overbridge) would be significant, as pedestrians would no longer be in direct interaction with 
strategic through traffic within the interchange via signalised junction arrangements. 

With the proposed changes to York Street, the new cycling provision would be an 
enhancement over existing conditions and the improvements to the junction and surrounding 
road layout (particularly in relation to the separation of strategic and local traffic) would result 
in significant safety benefits, reduction in severance, and improvements in journey time and 
ambience for cyclists. 

The construction phase would potentially result in temporary impacts on local vehicle 
movements. Construction activities may also affect community facilities and local businesses 
with regards to accessibility and severance or disruption to routes used by pedestrians, and 
cyclists. Careful traffic management would reduce delays, rat-running, and safe passage of 
pedestrians and cyclists.  
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15. VEHICLE TRAVELLERS  

15.1 Introduction 

This chapter of the ES addresses the impact that the Proposed Scheme would have on 
vehicle travellers in a two-fold manner. Firstly, the chapter addresses views from the road that 
vehicle travellers would experience as they travel along, and secondly it addresses the 
predicted change (increase or decrease) in driver stress levels, as a result of the Proposed 
Scheme. 

The objective at this final stage is to undertake sufficient assessment to identify variations in 
views from the road, landscape character, and quality for vehicle travellers with the Proposed 
Scheme. The objective is also to identify route design characteristics, traffic flows and any 
other differences from existing conditions which would contribute to variations in driver stress 
levels between the existing and Proposed Scheme arrangements. 

15.1.1 Views from the Road  

‘Views from the Road’ is defined as the extent to which travellers, including drivers, are 
exposed to the different types of scenery. In accordance with the requirements of DMRB 
11.3.9.2 (Stages in the Assessment of Impacts on Vehicle Travellers), aspects considered in 
the definition of ‘Views from the Road’ are: 

• types of scenery or the urban landscape character; 

• extent to which travellers may be able to view the scene; 

• quality of the urban landscape, as assessed for baseline studies; and 

• features of particular interest or prominence in the view.  

15.1.2 Driver Stress 

‘Driver Stress’ is defined for the purposes of assessment as the adverse mental and 
psychological effects experienced by a driver travelling on the road network. Available 
research suggests that a finely graded assessment of driver stress is not justified. As a result, 
levels of driver stress attributable to different sections of road are classed as ‘High’, ‘Moderate’ 
or ‘Low’, in accordance with guidance given in DMRB. Driver stress is caused by a number of 
factors which can result in discomfort, annoyance, frustration or fear, culminating in physical 
and emotional tension that detracts from the value and safety of a journey. These factors 
include road layout and geometry, junction frequency and flows and speeds per lane. 

Frustration is caused by the driver’s inability to drive at their desired speed in comparison to 
the standard of road. The primary causes of these conditions are congestion (heavy traffic 
levels such as at rush hour), road works causing delays, poor road standards, diversions and 
intersections. The quality of an intersection would affect the driver’s stress levels. A poor 
intersection with, for example, bad visibility is more likely to increase driver stress levels.  

Fear is caused by a driver’s lack of control in their surroundings. For example, the presence of 
other drivers, inadequate sightline distances and the potential for pedestrians (particularly 
children) to step onto the road, all serve to increase driver stress levels. Bad weather, poor 
geometry, inadequate road surfacing and a high proportion of heavy goods vehicles on the 
road all contribute to increasing stress levels. Poor road lighting, road works and inadequate 
road signs for the driver’s purposes increase the potential for confusion and increase levels of 
fear. Route uncertainty is caused primarily by inadequate signage. 
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15.2 Methodology 

15.2.1 Views from the Road 

An assessment of ‘Views from the Road' for both existing conditions and the Proposed 
Scheme was made, drawing upon the landscape assessment (as contained within Chapter 11 
of this ES). ‘Views from the Road’ were assessed taking into account the urban landscape 
character and quality, and any especially good or bad potential views from the interchange. 

The extent to which travellers can perceive the landscape through which they are passing will 
vary with the relative level of the road and its surrounding ground, adjacent built form and/or 
vegetation. There are four categories which are used in assessing travellers’ ability to see the 
surrounding landscape: 

1. No View – road in deep cutting or contained by earth bunds, environmental barriers or 
adjacent structures; 

2. Restricted View – frequent cuttings or structures blocking the view; 

3. Intermittent View – road generally at ground level but with shallow cuttings or barriers at 
intervals; and  

4. Open View – view extending over many miles, or only restricted by existing urban 
landscape features. 

15.2.2 Driver Stress 

An assessment is made of the Proposed Scheme, taking into account the impact on driver 
stress through design characteristics (i.e. the junction layout and respective forecasted traffic 
and speed variations). 

Driver stress in the vicinity of the existing road network and on the Proposed Scheme has 
been evaluated in accordance with the method outlined in DMRB 11.3.9.4 (Assessing Driver 
Stress), which suggests the use of a three-point descriptive scale – Low, Moderate or High. 
This is based on estimating the average hourly flow (in flow units) and the average journey 
speed on the route taken at that time. For comparison purposes, a car or light van is equal to 1 
flow unit, and a commercial vehicle (over 1½ tons unladen weight or a public service vehicle) 
is equal to 3 flow units. Due to the variation in standard and type of road between existing 
conditions and the Proposed Scheme, the following tables (Tables 15.1-15.3) provide a guide 
to driver stress levels for different levels of flow and speed on motorways, dual and single 
carriageway roads used in this assessment. 

Table 15.1: Predicted stress levels for motorways 

Average peak hourly flow per 
lane (flow Units/1 hour) 

Average Journey Speed (km/hr) 

Under 75 75 – 95 Over 95 

Under 1200 High  Moderate Low 

1200 – 1600 High Moderate Moderate 

Over 1600 High High High 

Source: DMRB 11.3.9.4, pp. 4/2 Table 1  
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Table 15.2: Predicted stress levels for dual-carriageway roads 

Average peak hourly flow per 
lane (flow Units/1 hour) 

Average Journey Speed (km/hr) 

Under 60 60 – 80 Over 80 

Under 1200  Moderate Moderate Low 

1200 – 1600 High Moderate Moderate 

Over 1600 High High High 

Source: DMRB 11.3.9.4, pp. 4/2 Table 2 

Table 15.3: Predicted stress levels for single-carriageway roads 

Average peak hourly flow per 
lane (flow Units/1 hour) 

Average Journey Speed (km/hr) 

Under 50 50 – 70 Over 70 

Under 600 Moderate Moderate Low 

600-800 High Moderate Moderate 

Over 800 High High High 

Source: DMRB 11.3.9.4, pp. 4/2 Table 3 

In accordance with DMRB requirements, the assessment has been made for the worst year 
(2035) in the first fifteen after the assumed ‘Opening Year’ (2021) for both the ‘Do-Minimum’ 
and ‘Do-Something’ scenarios. An assessment of the Base Year (2012) has also been made 
to give an indication of driver stress levels under existing conditions.  

Traffic data for the driver stress assessment has been extracted from COBA Models (central 
growth) prepared as part of the Traffic & Economic Assessment for the scheme. Data used in 
the assessment is contained within Appendix 15, Annex A. 

A number of future development proposals exist which may impact upon traffic flows in the 
York Street area. The construction of these developments may lead to an increase in traffic 
flows around the junction than the central growth figures predict. High demand traffic figures 
have been produced, taking into account the potential for higher flows associated with these 
developments. A driver stress assessment was carried out using these higher figures, with 
results reported in Appendix 15, Annex B.  

15.2.3 Limitations and assumptions 

15.2.3.1 Views from the Road 

Similar to the assessment of Landscape Effects, the assessment of Views from the Road is 
subjective and based on professional judgement. The difficulties associated with the 
assessment of Views from the Road is that, as the proposed scheme does not currently exist, 
predicted views from the road are based upon a number of variables which may be subject to 
change (such as establishing landscape planting) and would potentially change the view that 
is predicted to be achieved. 

15.2.3.2 Driver Stress 

No reliable correlations have been established between physical factors and driver stress and 
as such no finely graded assessment process has been produced. The extent of stress 
experienced depends on the driver’s ability to cope with such situations. A commuter will find 
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busy rush hour traffic less stressful than a less experienced driver who may not know the route 
as well. Nevertheless, Tables 15.1 - 15.3 are considered appropriate with regards to guiding 
general stress levels experienced. The figures given in these tables are for guidance only. The 
assessment of specific routes can only be made in the light of full knowledge of local 
conditions. 

15.3 Consultations 

The EIA process looks at the effects of the Proposed Scheme on the environment in 
consultation with external bodies to inform the design and decision making. The Stage 3 EIA 
consultation commenced in February 2014 to allow relevant interested bodies an opportunity 
to register concerns or particular requirements during the EIA process, consult on the levels of 
assessment necessary, and seek input to the ES. A summary of key issues raised by these 
consultees in relation to Vehicle Travellers is contained in Table 15.4 below and a copy of their 
response is included in Volume 2: Appendix 6, Annex B. 

Table 15.4: Summary of formal consultation responses in relation to potential impact on 
Vehicle Travellers 

Consultee Consultation 
Date 

Date of 
Response Summary of Consultee Response(s) 

PSNI – Road 
Policing Unit 07/03/14 27/03/14 

Concerned about the risk of objects being 
dropped/thrown onto the carriageway from the 
proposed York Street overbridge. Queried the 
possibility of bridge guarding being factored into 
the design.  

PSNI – Crime 
Prevention Unit 05/03/14 01/04/14 

Noted that separation of traffic on York Street from 
Westlink is likely to reduce Road Traffic Collision 
risk for pedestrians and traffic. This will also 
reduce interference for traffic caused by annual 
parades along York Street. 

 

The Stage 3 Consultation Plan and Communications Plan also identified a range of key 
stakeholders for consultation as part of the general Stage 3 Scheme Assessment process, not 
specifically as part of the EIA process. Various forms of communication were utilised as part of 
this consultation including letters, meetings and presentations. Some of the responses 
received from these stakeholders included information of relevance to Vehicle Travellers, and 
as such have been considered within the assessment as necessary, and where allowable (i.e. 
when not breaching confidentiality).  

15.4 Regulatory & Policy Framework 

There is no legislation or local planning policy considered pertinent to the assessment of 
Views from the Road or Driver Stress. The assessment has therefore been undertaken 
entirely in accordance with the guidance described within DMRB 11.3.9. 

15.5 Baseline Conditions 

15.5.1 Views from the Road 

Views from roads within the existing junction arrangement vary from restricted and enclosed 
views at ground level, to more open views towards the Belfast Hills and Harbour Area when 
travelling along the elevated M3 Lagan Bridge. At ground level, views are generally restricted 
and enclosed by overhead structures, bridge piers and surrounding hoardings/panels and built 
development. When travelling along the M3, the vehicle traveller experiences elevated views 

   
ENVIRONMENTAL STATEMENT (VOLUME 1) 
January 2015 
 

492 
 



 Transport NI — York Street Interchange 

 
of the Belfast Hills, towards the City Centre and the Docklands/Titanic Quarter. There are 
intermittent views from the M2, restricted by existing adjacent vegetation. 

As noted in Chapter 11 (Landscape and Visual Effects), the urban landscape in this area is 
deemed to be of degraded quality. The contributory factors include the variation in scale and 
architectural style of buildings, the concentration of transport infrastructure, and the large 
amount of surrounding derelict/vacant land. The degraded landscape quality therefore 
generally results in poor existing views (other than those from the elevated M3) providing 
limited overall benefit to the vehicle traveller. The existing views experienced comprise of a 
complex cityscape, dominated by the transport infrastructure junction and its relationship to 
adjacent buildings.  

15.5.1.1 Westlink - M2  

Vehicle travellers experience elevated open views from the first part of this route. The views 
then become restricted by Little George’s Street properties, adjacent vegetation and Cityside 
Retail Park, but the views are open towards the south-east, allowing views of the Dargan Rail 
Bridge and the Obel Tower. Near Galway House, the view is restricted on both sides by 
roadside vegetation and the road then passes under Dargan Rail Bridge. Views from the M2 
are largely restricted by roadside vegetation, but there is a short sequence of open elevated 
views available from the existing Dock Street overbridge. To the east, the James Clow 
building, Titanic Belfast and Harland & Wolff's landmark cranes are visible, and the New 
Lodge Flats and Belfast Hills can be seen to the west. 

15.5.1.2 M2 - Westlink  

The vehicle traveller experiences alternating open and intermittent views from the first 
elevated part of this link road, with the Obel Tower dominant on the skyline. There is a short 
section of open views from the existing Dock Street overbridge. To the east, the James Clow 
building, Titanic Belfast and Harland & Wolff's landmark cranes are visible, and the New 
Lodge Flats and Belfast Hills can be seen to the west. 

15.5.1.3 Westlink - M3  

The views from the first part of the route are intermittent, partially obscured by the nearby 
residential properties on Little George’s Street and car park boundary fencing, with the 
cityscape visible against the skyline. At the junction with York Street, views are open towards 
the east and south, allowing views of Dargan Rail Bridge and the Obel Tower. Adjacent to the 
M3 onslip, are the notable buildings of Sinclair Seamen’s Church and Harbour 
Commissioner’s Office, with glimpsed views of the Odyssey Arena across the Harbour.  

15.5.1.4 M3 – Westlink  

The vehicle traveller initially has open views of the cityscape from an elevated position; 
notable buildings such as Sinclair Seamen’s Church, and the Harbour Commissioner’s Office 
are seen to the east. The sequences of views become increasingly more restricted as the road 
level falls, partially obscured by the Lagan and Dargan bridges. The road then passes under 
Dargan Rail Bridge before the view opens again to include Philip House, New Lodge Flats and 
Cityside Retail Park, visible against the skyline. 
 

15.5.1.5 Westlink - York Street  

The vehicle traveller experiences restricted views from the first part of this journey, obscured 
by residential properties on Little George’s Street, Cityside Retail Park and Galway House. As 
the route approaches York Street, open views are available to the east and south, allowing 
views of Dargan Rail Bridge and the Obel Tower on the skyline. However, the close-range 
views are dominated by the road infrastructure. 

   
ENVIRONMENTAL STATEMENT (VOLUME 1) 
January 2015 
 

493 
 



 Transport NI — York Street Interchange 

 
15.5.1.6 Nelson Street (southbound) 

The initial views are partially restricted by the roadside vegetation. The distant view is focused 
on Lagan Bridge, where it crosses Nelson Street. The view then opens south-eastwards to 
include views of the Obel Tower. Approaching Lagan Bridge, the view is further restricted, but 
the upper parts of the Obel Tower are still visible and there is a funnelled view towards the St. 
Anne’s Square buildings. 

15.5.1.7 M3 – York Street  

The vehicle traveller initially has open views of the cityscape from an elevated position, 
including the Harbour area to the east. As the road level falls, views are restricted by the 
adjacent the Lagan and Dargan bridges. The road offers close range views of brownfield sites 
and relatively open longer distant views, due to the lack of nearby obstructions. The long 
distance view is focused towards Cuchulainn House tower block and the Belfast Hills. Philip 
House slightly restricts the view at the end of this route, which is also dominated by road 
infrastructure. 

15.5.1.8 M2 – M3  

Vehicle travellers experience intermittent views, due to the screening effects of roadside 
vegetation. The route passes through light industrial and commercial areas. The views then 
become open and the elevated position offers wide views of the cityscape, terminating with a 
view including the Obel Tower on the skyline. 

15.5.1.9 Dock Street (eastbound)  

The initial views travelling east are dominated by the York Street/Brougham Street junction 
and focused on Dargan Rail Bridge, as it passes over Dock Street. The view is then restricted 
by the roadside vegetation and Dargan Rail Bridge. As the vehicle traveller passes under 
Dargan Rail Bridge and Dock Street overbridge, the view is funnelled towards the Port of 
Belfast entrance. After Dock Street overbridge, the view of Dock Street opens up and in the 
distance Harland and Wolff's landmark cranes are visible on the skyline. 

15.5.1.10 Dock Street (westbound)  

The initial views travelling west are of the adjacent Dock Street buildings and the industrial 
area, focused towards the Dock Street overbridge and the adjacent vegetation. Approaching 
Dock Street overbridge, the view is restricted by the structure itself, and then by Dargan Rail 
Bridge. The view is then further restricted towards Brougham Street. The view terminates with 
a relatively open view of the cityscape, partially obscured by the adjacent Cityside Retail Park 
buildings. 

15.5.1.11 York Street (northbound)  

The vehicle traveller initially experiences restricted views, funnelled by the adjacent buildings. 
This opens up as the route passes the junctions with Great George’s Street, to offer views 
towards the New Lodge Flats. Travelling onwards, the adjacent car parks, Galway House and 
Cityside Retail Park result in more restricted views approaching the Brougham Street junction.  

15.5.1.12 York Street (southbound)  

The initial views are intermittent in nature, due to the adjacent buildings and Dargan Rail 
Bridge. The view is then restricted by Galway House and Cityside Retail Park building towards 
the City Centre.  
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15.5.1.13 Nelson Street/Duncrue Street (northbound and southbound bus lane) 

Initially, restricted close range views are experienced, due to existing roadside vegetation. The 
view continues to be constrained on both sides, due to proximal vegetation and the 
introduction of buildings. Intermittent glimpses of the Port of Belfast environs are then 
experienced. The view opens up when approaching the M2, including Thompson’s Mill, before 
being restricted by buildings along Duncrue Street. 

The view for southbound bus travellers on Nelson Street is restricted on both sides by 
vegetation and buildings. The route terminates with a relatively open view towards the City 
Centre; the Obel Tower and St. Anne’s Square buildings are visible on the skyline. The M2 
and adjacent vegetation restricts views to the west. 

15.5.1.14 Duncrue Street (southbound) 

The vehicle traveller’s view is initially restricted by buildings and roadside vegetation. The Obel 
Tower is visible in the distance, against the skyline. The James Clow building then becomes 
more dominant in the skyline. The [non-bus traveller] route terminates at the junction with 
Whitla Street. 

15.5.2 Driver Stress (Existing Road Network) 

Within the existing junction arrangement, there are a number of key links for which forecasted 
traffic volume and variations in speed, have been assessed for levels of driver stress currently 
experienced. Table 15.5 contains these estimated driver stress levels for the existing road 
network in the Base Year (2012). The input data for the driver stress assessment is also 
included in Appendix 15, Annex A. Driver stress is calculated using the peak hourly flow per 
lane and peak hourly speeds, as outlined in DMRB 11.3.9.4. For comparison purposes, a car 
or light van is equal to 1 flow unit, and a commercial vehicle (over 1½ tons unladen weight or a 
public service vehicle) is equal to 3 flow units.  

Table 15.5: Assessed driver stress levels for existing conditions (Base Year 2012) 

Link Nos. Road Section 
Hourly Flow 

Category 
(vph) 

Speed 
Category 

(km/h) 

Driver Stress 
Level 

M2 – Westlink 

160 M2 (southbound) 1200-1600 <75 High 

222 Nelson Street offslip <1200 <75 High 

216, 212, 204, 
198 Nelson Street – York Street 600-800 <50 High 

114 Westlink (3 lanes) 1200-1600 <60 High 

115 Westlink (2 lanes) >1600 <60 High 

Westlink - M2 

116 Westlink 1200-1600 <60 High 

117 Westlink –York Street <1200 <60 Moderate 

174 M2 onslip 600-800 <50 High 
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Link Nos. Road Section 
Hourly Flow 

Category 
(vph) 

Speed 
Category 

(km/h) 

Driver Stress 
Level 

218, 221 M2 <1200 <75 High 

M3 – Westlink 

138, 155, 140 M3 – Great George’s Street offslip <1200 <75 High 

210 Great George’s Street offslip  <600 <50 Moderate 

204, 198 Great George’s Street - Westlink 600-800 <50 High 

114 Westlink (3 lanes) 1200-1600 <60 High 

115 Westlink (2 lanes) >1600 <60 High 

Westlink - M3 

116 Westlink 1200-1600 <60 High 

117  Westlink – York Street <1200 <60 Moderate 

180 York Link >800 <50 High 

214 York Link - Nelson Street 600-800 <50 High 

144, 159 M3 onslip – M3 1200-1600 <75 High 

York Street (south) - York Street (north) 

358, 121, 120, 
125, 192,186, 

176 

Great Patrick Street junction - 
Great George’s Street junction – 

York Link 
<600 <50 Moderate 

169 York Link - Cityside Retail Park 600-800 <50 High 

168, 173 Cityside Retail Park - Dock Street 
/ Brougham Street junction <600 <50 Moderate 

York Street (south) - M2 

358, 121, 120, 
125, 192, 186, 

176 

Great Patrick Street junction - 
Great George’s Street junction - 

York Street (signalised junction) - 
M2 onslip 

<600 <50 Moderate 

174 M2 onslip 600-800 <50 High 

218, 221 M2 onslip - M2 <1200 <75 High 

Westlink – York Street 

116 Westlink 1200-1600 <60 High 

117 Westlink -York Street <1200 <60 Moderate 
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Link Nos. Road Section 
Hourly Flow 

Category 
(vph) 

Speed 
Category 

(km/h) 

Driver Stress 
Level 

169 York Street - Cityside Retail Park 600-800 <50 High 

168, 173 Cityside Retail Park - Dock Street 
/ Brougham Street junction <600 <50 Moderate 

Duncrue Street – Westlink (via Corporation Street) 

262 Duncrue Street <1200 <75 High 

 272, 274, 243, 
154, 366 

Whitla Street - Garmoyle Street / 
Dock Street junction <600 <50 Moderate 

150, 149, 148, 
146, 134, 133, 

132 

Garmoyle Street / Dock Street 
junction – Corporation Street – 

Dunbar Link 
<600 <50 Moderate 

Brougham Street – M2 (northbound) 

384, 151, 166, 
170 

Brougham Street - York Street 
(southbound) <600 <50 Moderate 

218, 221 M2 onslip - M2 <1200 <75 High 

Dunbar Link - Westlink 

131, 130, 129, 
357, 126, 355, 
356, 358, 121, 

120, 125 

Dunbar Link – York Street (south) <600 <50 Moderate 

114 Westlink (3 lanes) 1200-1600 <60 High 

115 Westlink (2 lanes) >1600 <60 High 

Frederick Street – Donegall Street 

348, 345, 118, 
335, 336, 330 

York Street – Frederick Street – 
Donegall Street <600 <50 Moderate 

Donegall Street – Clifton Street 

326, 324, 316, 
311, 104, 309, 
310, 106, 304,  

Donegall Street – Westlink 
(eastbound) offslip <600 <50 Moderate 

108 Westlink (eastbound) offslip -
Carlisle Circus 600-800 <50 High 

Dock Street - M3 

162, 370, 224 Dock Street – Nelson Street <600 <50 Moderate 

216 Nelson Street 600-800 <50 High 

144, 159 M3 onslip - M3  1200-1600 <75 High 
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Link Nos. Road Section 
Hourly Flow 

Category 
(vph) 

Speed 
Category 

(km/h) 

Driver Stress 
Level 

M3 – York Street 

138, 155, 140 M3-M3 offslip <1200 <75 High 

210  Great George’s Street offslip  <600 <50 Moderate 

204, 198  Great George’s Street - Westlink 600-800 <50 High 

192, 186, 176 Great George’s Street junction – 
York Link <600 <50 Moderate 

169 York Street/end of Westlink - 
Cityside Retail Park 600-800 <50 High 

168, 173 Cityside Retail Park - Dock 
Street/Brougham Street junction <600 <50 Moderate 

North Queen Street / Brougham Street junction – Clifton Street 

398 North Queen Street / Brougham 
Street junction <600 <50 Moderate 

344, 247, 342, 
340 

North Queen Street – Entrance to 
former PSNI station 600-800 <50 High 

339, 328 
Entrance to former PSNI station –

Clifton Street <600 <50 Moderate 

 

As the current junction arrangement at York Street accommodates the convergence of three 
strategic routes (M2, M3 and Westlink), whilst also facilitating the through movement of local 
traffic, there are many factors which currently contribute to ‘heightened’ driver stress, most 
notably during peak hour periods. With reference to Table 15.5 and Figure 15.1, it is assessed 
that currently ‘High’ stress levels would be predominantly experienced on the strategic road 
network (i.e. M2, M3 and Westlink), and on the local city road network estimated levels of 
stress would be predominantly ‘Moderate’, with the exception of Great George’s Street, York 
Link and part of Nelson Street. The existing road network is also subject to a number of speed 
restrictions. It is worth noting that there are no areas on the existing road network which are 
subject to ‘Low’ levels of driver stress. 

The ‘High’ levels of stress predicted on the strategic road network can be largely attributed to 
the low speeds achieved due to high volumes of traffic moving between the M2 / M3 / Westlink 
through an at-grade signalised gyratory system. Existing capacity issues also contribute 
towards heightened stress levels. 

Following the upgrading of Westlink, York Street junction has become the last major 
bottleneck between the M1 and M2 and therefore perceived levels of driver stress at this 
particular junction would inevitably get higher with expected traffic growth. Drivers are no 
longer severely delayed at junctions, such as Broadway or Grosvenor Road, and thus are 
quickly delivered to the signalised York Street junction. 

Stress levels on the gyratory system itself are considered as both ‘High’ and ‘Moderate’, with 
the ‘Moderate’ levels being associated with York Street, as far as the junction with the 
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Westlink. Although the capacity (i.e. lane numbers) is higher and movements more controlled 
through the signalised system, this leads to driver frustration, due to the inability to achieve 
desired speeds. As such, road users currently experience delays and congestion at peak 
periods travelling through this arrangement. Even at off-peak times, drivers still experience 
heightened stress levels due to the signalised junctions, the number of which negotiated 
depending upon route choice and road layout. In this regard, stress levels are also influenced 
by route choice depending on time of day. Even though traffic build-up is an issue on most 
routes into the junction during peak periods, it is particularly severe on the M2 (southbound) 
during the morning peak period, and the Westlink (westbound) during the evening peak hour 
period. 

The complexity of the current junction layout also contributes significantly to heightened driver 
stress levels. The movement of traffic between the M2, M3 and Westlink, combined with local 
through movements, results in high driver stress through the number and timing of decisions 
and manoeuvres required. In this regard, stress levels are exacerbated further by traffic speed 
and frequency of manoeuvres, such as weaving over relatively short distances. 

In terms of route uncertainty, the existing junction arrangement again contributes to 
heightened driver stress levels, particularly as a consequence of the wide-ranging route 
choices available when approaching it. This is a significant issue for the unfamiliar driver, 
uncertain of the manoeuvres required to attain the route / correct lane to their destination. 

On the local city road network away from the signalised gyratory junction arrangement (i.e. 
Corporation Street, Dock Street, Dunbar Link and the majority of York Street), the stress levels 
are more reflective of typical city centre roads. Levels experienced are assessed as being 
‘Moderate’ since even though speeds are typically lower, road capacity is generally sufficient 
to accommodate local traffic movements. North Queen Street is an exception to this, with 
‘High’ stress levels predicted over most of its length, with short lengths of ‘Moderate’ at either 
end, close to the junctions with Frederick Street and Brougham Street, where the flows are 
split over more lanes.  

Although there are aspects of the current junction arrangement which reduce the levels of fear 
experienced (particularly as a consequence of low speeds due to the signalised junctions and 
heavy congestion), the presence of other vehicles (especially HDVs), cyclists and the potential 
for pedestrians (particularly children) to step onto the road, all contribute to heightened stress 
levels in the vicinity of the junction. As noted in Sub-Section 14.5.7, dedicated cycling 
provision throughout the vast majority of the study area is limited. The cycling environment is 
considered to be hazardous, as movements through the existing junction arrangement (where 
permitted) are mainly on-road and in direct interaction with local and strategic traffic. This 
direct interaction causes stress to drivers, due to either fear of a collision with a cyclist, or 
frustration at being unable to pass a cyclist in a busy heavily-trafficked area. York Street is 
also a main pedestrian thoroughfare, connecting the City Centre to North Belfast, including the 
rail network at Yorkgate station, with dedicated pedestrian crossing points at the Westlink / 
York Street junctions. As mentioned in Sub-Section 14.5.6, pedestrian movements are 
significant along this part of the junction, and although controlled by signalised junctions, the 
risk of pedestrians stepping onto the road out of turn can also contribute to heightened levels 
of fear for drivers.  

15.6 Predicted Impacts  

15.6.1 Operation 

15.6.1.1 Views from the Road 

Table 15.6 contains the assessment of the vehicle traveller’s ability to view the surrounding 
urban landscape from each of the road links associated with the Proposed Scheme, where the 
traveller would experience a change in the existing view.  
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Table 15.6: Predicted views of the surrounding urban landscape 

Road  Link Number View 

Westlink - M2 Link 1 OV/RV/NV/OV 

M2 – Westlink Link 2 OV/RV/NV/RV/OV 

Westlink - M3 Link 3 RV/NV/RV 

M3 – Westlink Link 4 OV/RV/NV/OV 

Westlink - York Street Link 5 RV/OV 

Dock Street – M3 (southbound) Link 6 RV/IV/RV 

Dock Street – M3 (northbound) Link 6 RV 

M3 – York Street Link 7 RV 

M2 – M3 Link 8 RV/OV 

Dock Street (eastbound) Link 10 RV/OV 

Dock Street (westbound) Link 10 RV/OV 

York Street (south) – York Street (north)  Link 11 RV/OV/RV 

York Street (north) – York Street (south)  Link 11 IV/RV/OV/RV 

York Street (south) – M2 Link 15 RV/OV 

Nelson Street (northbound) Link 29 RV/IV/OV/RV 

Duncrue Street (southbound) Link 29 RV/OV/RV 

 

As detailed in Sub-Section 15.2 (Methodology), there are four categories used in the 
assessment of a vehicle traveller’s ability to see the surrounding landscape. These are 
abbreviated in the above table and are as follows:  

NV = No View; RV = Restricted View; IV = Intermittent View; and OV = Open View. 

15.6.1.1.1 Westlink - M2 (Link 1) 

Vehicle travellers would experience open views during the first part of this journey, similar to 
the existing views. The removal of existing amenity planting would open-up views in the short-
term until mitigation planting provides screening. Views would be restricted as the road 
approaches the underpass and there would be no view from under York Street. The funnelled 
view would be dominated by the Dargan Rail Bridge. After the vehicle traveller passes under 
Dargan Rail Bridge, the elevated position would offer open views in the short-term until 
mitigation planting screens views. Near Dock Street overbridge, the proposed new Dock 
Street overbridge (Link 2) would also be visible to the east. The James Clow building, Titanic 
Belfast and Harland and Wolff's landmark cranes would be visible to the east, with the New 
Lodge Flats and the Belfast Hills visible to the west. 

15.6.1.1.2 M2 - Westlink (Link 2)  

Views from the first part of the route would be more open in the short-term, until mitigation 
planting screens views. The Royal Mail building at Tomb Street would dominate the open view 

   
ENVIRONMENTAL STATEMENT (VOLUME 1) 
January 2015 
 

500 
 



 Transport NI — York Street Interchange 

 
from the Dock Street overbridge environs. The view would then change as the link diverges 
from the M2 and the Dock Street overbridge would be visible to the west. As the road slopes 
down into an underpass, the view would be restricted until there is no view from under the 
Lagan Bridge and Dargan Rail Bridge. The view would then be constrained until the traveller 
reaches the York Street underpass, when a restricted view would open towards the Belfast 
Hills. The view from the end of the link would remain largely unchanged, apart from the 
widened North Queen Street overbridge. 

15.6.1.1.3 Westlink - M3 (Link 3) 

The initial sequences of views would be dominated by the Proposed Scheme and restricted by 
the link being in cutting and associated retaining walls and flood walls. There would be no view 
as the road approaches and passes under the York Street overbridge. The views would then 
continue to be constrained by the cutting and retaining walls and directed towards the 
Odyssey Arena. The view would then be further restricted by the Dargan Rail Bridge and 
Lagan Bridge and surrounding flood walls. The restricted view would focus on the Royal Mail 
Tomb Street building and the Obel Tower. Sinclair Seamen's Presbyterian Church would also 
be partially visible, in the short-term, due to the removed amenity planting. 

15.6.1.1.4 M3 – Westlink (Link 4) 

The view for the vehicle traveller would remain open, similar to the existing for the first part of 
the route, though the road would pass under the Dargan Rail Bridge at a slightly more 
northerly position and the small pockets of existing amenity planting would be removed. The 
views would be restricted by the flood walls as the road passes into the cutting, until there 
would be ‘no view’. After passing under the elevated section of York Street, the road would 
rise and the view would open-up, focusing towards the Belfast Hills and Cuchulainn House 
tower block on the skyline. 

15.6.1.1.5 Westlink - York Street (Link 5) 

The view from the road would be restricted by the existing buildings, the adjacent underpasses 
of Links 1, 2, 3 and 4, and the elevated section of York Street. As the road would rise to meet 
York Street, the views would become open to allow views of Dargan Rail Bridge. The 
appearance of the junction with York Street would also change, due to the amendments to the 
surrounding environs. 

15.6.1.1.6 Dock Street – M3 (southbound) (Link 6) 

The proposed route would be slightly different to the existing layout. The initial views would be 
restricted by the proposed new Dock Street overbridge (Link 2) overhead and the adjacent M2 
embankment. In the short-term, before mitigation planting would establish, there would be 
close range views of the potential future development area in front of Link 2 and intermittent 
views of the cityscape on the skyline. The view would be directed towards the University of 
Ulster buildings (currently under construction) and increasingly restricted, as the route would 
approach close to the Lagan and Dargan bridges. The view to the west would be restricted by 
Lagan Bridge and the Link 2 underpass, and Sinclair Seamen’s Church would be visible to the 
east. The route would terminate on a view focused towards the Obel Tower and the Royal Mail 
Tomb Street building.  

15.6.1.1.7 Dock Street – M3 (northbound) (Link 6) 

The vehicle traveller would experience a view along the short length of Link 6, which is two-
way, in a northerly direction. The view would be restricted by the adjacent M2 embankment 
and Link 2, and further restricted once mitigation planting establishes. The view would 
terminate with a heavily-restricted view, obscured by the existing Dock Street overbridge, 
Dargan Rail Bridge and the elevated section of the proposed new Dock Street overbridge 
(Link 2). 
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15.6.1.1.8 M3 – York Street (Link 7) 

The initial sequence of views would be similar to existing views, until the road passes under 
Dargan Rail Bridge. The vehicle traveller would then experience a narrower road, with a 
potentially improved streetscape. The proposed roadside boundaries would partially screen 
the adjacent brownfield sites and would improve the immediate view. The elevated section of 
York Street would partially restrict the long distance views towards the Belfast Hills. 
 

15.6.1.1.9 M2 – M3 (Link 8) 

The proposed view would be more open in the short-term, due to the removal of existing 
amenity planting. The proposed new Dock Street overbridge (Link 2) and Link 2 retaining walls 
would be visible to the east of the route. Link 6 and 39 elements would also be visible in this 
direction. After passing over the proposed Link 2 underpass, the journey would terminate with 
an open view including the Obel Tower on the skyline. 

15.6.1.1.10 Dock Street (eastbound) (Link 10) 

The initial views travelling east would be dominated by the road junction and focused on 
Dargan Rail Bridge as it passes over Dock Street. In the short-term, the view would notice the 
loss of existing amenity planting, until mitigation planting matures. As the vehicle traveller 
would pass under the Dargan Rail Bridge, existing Dock Street overbridge and the proposed 
new Dock Street overbridge (Link 2), the view would be further restricted than the existing 
view. After the new Dock Street overbridge, the view of Dock Street would open-up and distant 
views would include Harland & Wolff's landmark cranes. 

15.6.1.1.11 Dock Street (westbound) (Link 10)  

The initial views would include the adjacent Dock Street buildings and the industrial area, but 
focused on the proposed new Dock Street overbridge (Link 2). In the short-term, the 
noticeable change in view would be due to the loss of existing amenity planting, which would 
be mitigated once replacement planting has matured. The view would be restricted when 
approaching the new overbridge and then further restricted under the existing Dock Street 
overbridge, and Dargan Rail Bridge. The view would be funnelled towards Brougham Street 
and then would terminate with a relatively open view of the cityscape, though partially 
obscured by the adjacent Cityside Retail Park buildings.  

15.6.1.1.12 York Street (south) – York Street (north) (Link 11)  

The initial short range view would remain restricted and the medium range view would include 
the elevated section of York Street appearing higher on the skyline, than the existing layout. 
Vehicle travellers on the elevated section of York Street would experience open views of the 
New Lodge Flats and a glimpse of the Belfast Hills to the north and Harland & Wolff's 
landmark cranes to the south. The traveller would also see portions of Links 1, 2, 3 and 4, 
passing under York Street. The view would be restricted when travelling in front of Cityside 
Retail Park. 

15.6.1.1.13 York Street (north) – York Street (south) (Link 11) 

The initial views would be intermittent in nature, due to the adjacent buildings and Dargan Rail 
Bridge. The view would then be restricted by Galway House and Cityside Retail Park buildings 
towards the City Centre. The medium range view would include the elevated section of York 
Street appearing higher on the skyline, than existing. The University of Ulster buildings, which 
are currently under construction, would be among the highest elements in the skyline. Vehicle 
travellers on the elevated section of York Street would experience open views of the New 
Lodge Flats and a glimpse of the Belfast Hills to the north, and Harland & Wolff's landmark 
cranes to the south. 
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Vehicle travellers on the bus lane would experience a view along a length of York Street, in a 
southerly direction, which is currently not available. The University of Ulster building, currently 
under construction, would dominate the restricted views, towards the City Centre. 

15.6.1.1.14 York Street (south) - M2 (Link 15)  

The initial view would be restricted by Galway House and Dargan Rail Bridge, dominated by 
the transport infrastructure. The view would be further restricted as it approaches and passes 
under Dargan Rail Bridge. The view would then continue to be restricted by Link 1 and Link 9. 
The view would open as the road rises, though partially restricted by Dargan Rail Bridge and 
retaining walls associated with the Westlink to M2 (Link 1), and would terminate on an open 
elevated view towards the Midland Building on Whitla Street. 

15.6.1.1.15 Nelson Street (northbound and southbound bus lane) (Link 29) 

The initial view would be restricted by the proposed new Dock Street overbridge associated 
with Link 2, passing overhead. In the short-term, the noticeable change in view would be due 
to the loss of existing amenity planting, which would be mitigated once replacement planting 
has matured. Link 2 and the associated structures would dominate the view to the west of the 
road. The view would become open approaching the M2, to include views of Thompson’s Mill, 
before being restricted by buildings along Duncrue Street.  

The view for travellers (from the bus lane only) would be restricted on both sides by buildings 
and the proposed Link 2 structure, but existing amenity planting would be removed. The view 
would terminate with a restricted view, dominated by the proposed new Dock Street 
overbridge (Link 2), which passes overhead, with existing amenity planting removed.  

15.6.1.1.16 Duncrue Street (southbound) (Link 29) 

The vehicle traveller’s view would initially be restricted by buildings. In the short-term, the next 
sequence of views would be more open, until mitigation planting screens views. The proposed 
Link 2 and associated structures would dominate the view to the west. The Duncrue Street 
route would still terminate at the junction with Whitla Street, as with the existing road layout.  

15.6.1.2 Driver Stress (Proposed Road Network) 

The objective of the assessment is to predict future driver stress levels for the ‘Design Year’ 
(2035), which as noted above (in terms of traffic conditions) is estimated to be the worst year 
in the first fifteen after the assumed ‘Opening Year’. Projected flows for the ‘Do-Minimum’ and 
‘Do-Something’ scenarios in 2035 have been produced, using National Road Traffic Forecast 
(NRTF) central growth rates within the traffic model. The results of this assessment for key 
routes on the road network are summarised in Tables 15.7 and 15.8, and shown in Figures 
15.2 and 15.3. 

Table 15.7: Assessed Driver Stress Levels for Design Year (2035) (‘Do-Minimum’ scenario)   

Link Nos. Road Section Hourly Flow 
Category (vph) 

Speed 
Category 

(km/h) 

Driver 
Stress 
Level 

M2 - Westlink 

160, 222 M2 (southbound) - Nelson Street offslip 1200-1600 <75 High 

216  Nelson Street – M3 onslip >800 <50 High 

212 M3 onslip – Great George’s Street 600-800 <50 High 

204, 198 Great George’s Street - Westlink >800 <50 High 
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Link Nos. Road Section Hourly Flow 
Category (vph) 

Speed 
Category 

(km/h) 

Driver 
Stress 
Level 

114, 115 Westlink >1600 <60 High 

Westlink - M2 

116 Westlink >1600 <60 High 

117 Westlink –York Street <1200 <60 Moderate 

174 M2 onslip >800 <50 High 

218, 221 M2 onslip - M2 1200-1600 <75 High 

M3 - Westlink 

138, 155 M3 - M3 offslip 1200-1600 <75 High 

140 Great George’s Street offslip <1200 <75 High 

210  Great George’s Street offslip  600-800 <50 High 

204, 198 Great George’s Street - Westlink >800 <50 High 

114, 115 Westlink >1600 <60 High 

Westlink - M3 

116 Westlink >1600 <60 High 

117 Westlink - York Street <1200 <60 Moderate 

180, 214 York Link – Nelson Street >800 <50 High 

144 M3 onslip 1200-1600 <75 High 

159 M3 >1600 <75 High 

York Street (south) - York Street (north) 

358, 121, 120, 
125, 192, 186, 

176 

Great Patrick Street junction - Great 
George’s Street junction- York Street 

(end of Westlink) - M2 onslip 
<600 <50 Moderate 

169  York Street - Cityside Retail Park >800 <50 High 

168, 173 Cityside Retail Park - Dock Street / 
Brougham Street junction <600 <50 Moderate 

York Street (south) - M2 

358, 121, 120, 
125, 192, 186, 

176  

Great Patrick Street junction - Great 
George’s Street junction - York Street 

(signalised junction) - M2 onslip 
<600 <50 Moderate 

174 M2 onslip >800 <50 High 
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Link Nos. Road Section Hourly Flow 
Category (vph) 

Speed 
Category 

(km/h) 

Driver 
Stress 
Level 

218, 221 M2 onslip 1200-1600 <75 High 

Westlink – York Street 

116 Westlink >1600 <60 High 

117 Westlink -York Street <1200 <60 Moderate 

169 York Street - Cityside Retail Park >800 <50 High 

168, 173 Cityside Retail Park - Dock Street / 
Brougham Street junction <600 <50 Moderate 

Duncrue Street – Dunbar Link (via Corporation Street) 

262 Duncrue Street <1200 <75 High 

272, 274, 243  Whitla Street – Garmoyle Street <600 <50 Moderate 

154 Garmoyle Street 600-800 <50 High 

366 Garmoyle Street - Garmoyle Street / 
Dock Street junction <600 <50 Moderate 

150, 149, 148, 
146, 134, 133, 

132  

Garmoyle Street / Dock Street junction 
– Corporation Street - Dunbar Link <600 <50 Moderate 

Brougham Street – M2 (northbound) 

384, 151, 166, 
170 

Brougham Street - York Street 
(southbound) <600 <50 Moderate 

218, 221 M2 onslip - M2 <1200 <75 High 

Dunbar Link - Westlink 

131, 130, 129, 
357, 126, 355, 
356, 358, 121, 

120, 125 

Dunbar Link – York Street (south) <600 <50 Moderate 

114, 115 Westlink >1600 <60 High 

Frederick Street – Donegall Street 

348, 345, 118, 
335, 336, 330 

York Street – Frederick Street – 
Donegall Street <600 <50 Moderate 

Donegall Street – Clifton Street 

326, 324, 316, 
311, 104, 309, 

310, 106  

Donegall Street – junction on Clifton 
Street overbridge <600 <50 Moderate 
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Link Nos. Road Section Hourly Flow 
Category (vph) 

Speed 
Category 

(km/h) 

Driver 
Stress 
Level 

304 - 108 Junction on Clifton Street overbridge - 
Carlisle Circus 600-800 <50 High 

Dock Street - M3 

162, 370, 224 Dock Street - Nelson Street <600 <50 Moderate 

216 Nelson Street >800 <50 High 

144 M3 onslip 1200-1600 <75 High 

159 M3 >1600 <75 High 

M3 – York Street 

138, 155 M3 - M3 offslip 1200-1600 <75 High 

140 M3 offslip <1200 <75 High 

210 Great George’s Street offslip 600-800 <50 High 

204,198 Great George’s Street - Westlink >800 <50 High 

192, 186, 176 Great George’s Street junction – York 
Link <600 <50 Moderate 

169 York Street/end of Westlink - Cityside 
Retail Park >800 <50 High 

168, 173 Cityside Retail Park - Dock Street / 
Brougham Street junction <600 <50 Moderate 

North Queen Street / Brougham Street junction – Clifton Street 

398 North Queen Street / Brougham Street 
junction <600 <50 Moderate 

344, 247, 342, 
340 

North Queen Street – Entrance to 
former PSNI station  >800 <50 High 

339, 328 Entrance to former PSNI station - 
Clifton Street 600-800 <50 High 

 

With reference to Tables 15.5 & 15.7, and Figures 15.1 & 15.2, as would be expected when 
comparing the ‘Base Year (2012)’ and Design Year (2035) ‘Do-Minimum’ driver stress 
scenarios, it is forecasted that a larger proportion of the strategic and local city road network 
would experience higher levels of driver stress in the future. Increases in driver stress would 
be primarily related to reducing capacity of the existing road network, as a result of anticipated 
growth in traffic volume over the next twenty years. This is most evident on Links 154 
(Garmoyle Street), 210 (Great George’s Street offslip), 304 (Clifton Street), 328 & 339 (North 
Queen Street), which are all forecasted to experience an increase in stress from ‘Moderate’ 
levels to ‘High’ levels. This can be attributed solely to increases in traffic flows, as no alteration 
in ‘Speed Category’ is forecast. 
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In addition, when comparing the key links shown in Table 15.5 and Table 15.7, it can be seen 
that although the stress level does not worsen overall, the ‘Hourly Flow Category’ increases 
for eighteen links. Within Table 15.5, these links are already categorised as ‘High’, and as 
such cannot be categorised as more stressful, even with the predicted flow increases.    

A primary objective of the Proposed Scheme is to remove the traffic bottleneck, which based 
on the information presented above, is set to worsen over time. The scheme would remove 
the bottleneck by addressing existing and arising capacity issues on as many of the key links 
as feasibly possible through improvements to the road network and reduction in the number of 
junctions (i.e. grade-separation). Therefore, it is expected that implementation of the scheme 
would result in a reduction in driver stress over ‘Base Year’ (2012) and Design Year (2035) 
‘Do-Minimum’ scenarios.  

However, the interchange would remain heavily-trafficked and complex in its layout. As such, 
driver stress is likely to remain Moderate to High (as summarised in Table 15.8 and detailed in 
Appendix 15, Annex A of this ES). Even with the proposed improvements, it is expected that 
capacity on the road network would remain an issue in certain areas, contributing to continued 
heightened stress levels on parts of the proposed network. No links are predicted to have 
‘Low’ stress. 

Table 15.8: Assessed Driver Stress levels for Design Year (2035) (‘Do-Something’ scenario)  

Link Nos. Road Section Hourly Flow 
Category (vph) 

Speed 
Category 

(km/h) 

Driver 
Stress 
Level 

M2 - Westlink 

160 M2 (southbound) 1200-1600 <75 High 

448 M2 offslip -Westlink (in cutting) - 
Westlink (westbound) 1200-1600 <60 High 

426 Westlink (westbound) <1200 <60 Moderate 

408, 402 Westlink (westbound) >1600 <60 High 

Westlink - M2 

400 Westlink (eastbound) >1600 <60 High 

401, 406, 440 Westlink (eastbound) - M2 1200-1600 <60 High 

137 M2 (northbound) 1200-1600 <75 High 

221 M2 (northbound) 1200-1600 <75 High 

Westlink - M3 

400 Westlink (eastbound) >1600 <60 High 

401, 406 Westlink (eastbound) 1200-1600 <60 High 

436 Link to M3 >1600 <60 High 

144 M3 onslip (southbound) 1200-1600 <75 High 

159 M3 (southbound) >1600 <75 High 

M3 - Westlink 
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Link Nos. Road Section Hourly Flow 
Category (vph) 

Speed 
Category 

(km/h) 

Driver 
Stress 
Level 

138, 155 M3 (northbound) - Great George’s 
Street offslip 1200-1600 <75 High 

413 Great George’s Street offslip <1200 <75 High 

410, 402 Westlink (westbound) >1600 <60 High 

York Street (south) - York Street (north) 

407, 409 
York Street / Great Patrick Street 

junction - York Street / Little Patrick 
Street junction 

600-800 <50 High 

416 
York Street / Little Patrick Street 

junction - York Street / Great George’s 
Street junction 

<600 <50 Moderate 

422 Great George’s Street / Westlink 
junction 600-800 <50 High 

412 York Street overbridge (A2 bound) <600 <50 Moderate 

415 York Street - Cityside Retail Park >800 <50 High 

417, 433, 432 Cityside Retail Park - Dock 
Street/Brougham Street junction <600 <50 Moderate 

York Street (south) - M2 

407, 409 Great Patrick Street junction - York 
Street / Little Patrick Street junction 600-800 <50 High 

416 
York Street / Little Patrick Street 

junction - York Street / Great George’s 
Street junction 

<600 <50 Moderate 

422, 424 
Great George’s Street / Westlink 

junction - York Street overbridge (M2 
bound) 

600-800 <50 High 

487 M2 onslip <1200 <75 High 

444 M2 onslip >1600 <75 High 

221 M2 (northbound) 1200-1600 <75 High 

Westlink – York Street 

400 Westlink (eastbound) >1600 <60 High 

401 Westlink (eastbound) 1200-1600 <60 High 

404, 405 Westlink (York Street slip) - junction 
with York Street <600 50-70 Moderate 

415 York Street - Cityside Retail Park >800 <50 High 

   
ENVIRONMENTAL STATEMENT (VOLUME 1) 
January 2015 
 

508 
 



 Transport NI — York Street Interchange 

 

Link Nos. Road Section Hourly Flow 
Category (vph) 

Speed 
Category 

(km/h) 

Driver 
Stress 
Level 

417, 433, 432 Cityside Retail Park - Dock Street / 
Brougham Street junction <600 <50 Moderate 

Duncrue / Garmoyle Street - Westlink 

450, 426 Duncrue Street to Westlink (westbound) <1200 <60 Moderate 

408, 402 Westlink (westbound) >1600 <60 High 

Corporation Street 

150, 149, 148, 
146, 147, 134, 

133, 132  

Garmoyle Street / Dock Street junction 
– Corporation Street - Dunbar Link <600 <50 Moderate 

Brougham Street - M2 (northbound) 

384, 151, 166, 
460, 439, 441, 

403 

Brougham Street – York Street 
(southbound) <600 <50 Moderate 

444 M2 onslip >1600 <75 High 

221 M2 (northbound) 1200-1600 <75 High 

Dunbar Link – Donegall Street 

131, 130, 429, 
357, 126, 355, 
356, 348, 345, 
118, 335, 336, 

330  

Corporation Street- York Street – 
Frederick Street – Donegall Street <600 <50 Moderate 

Donegall Street – Clifton Street 

326, 324, 316, 
311, 104 Donegall Street – Stanhope Street <600 <50 Moderate 

309, 310 Stanhope Street – Westlink 
(westbound) onslip 600-800 <50 High  

106  Clifton Street overbridge <600 <50 Moderate 

304  Junction on Clifton Street overbridge – 
Westlink (eastbound) offslip  600-800 <50 High 

108 Westlink (eastbound) offslip – Carlisle 
Circus 600-800 <50 High 

Dock Street - M3 

163, 162, 457, 
445, 447, 449 

Dock Street, junction with York Street –
Nelson Street access road <600 <50 Moderate 

446 Nelson Street – M3 <1200 <60 Moderate 

144 M3 onslip 1200-1600 <75 High 
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Link Nos. Road Section Hourly Flow 
Category (vph) 

Speed 
Category 

(km/h) 

Driver 
Stress 
Level 

159 M3 onslip (southbound) - M3 
(southbound) >1600 <75 High 

M3 – York Street 

138, 155 M3 (northbound) - Great George’s 
Street offslip 1200-1600 <75 High 

413 M3 (northbound) - Great George’s 
Street offslip <1200 <75 High 

419 Great George’s Street offslip <600 50-70 Moderate 

421, 420 Great George’s Street 600-800 <50 High 

414 Great George’s Street <600 <50 Moderate 

422 Great George’s Street / Westlink 
junction 600-800 <50 High 

412 York Street overbridge (A2 bound) <600 <50 Moderate 

415 York Street - Cityside Retail Park >800 <50 High 

417, 433, 432 Cityside Retail Park - Dock Street / 
Brougham Street junction <600 <50 Moderate 

North Queen Street – Clifton Street 

398 North Queen Street – Brougham Street 
slip 600-800 <50 High 

 344, 247, 
342, 340, 338, 

339, 328 

Brougham Street slip - Clifton Street 
junction >800 <50 High 

 

With reference to Table 15.8 and Figure 15.3, it is evident that the Proposed Scheme would 
have little effect on forecasted stress levels expected on any of the key links throughout the 
study area. As is the case under the Existing and Do-Minimum scenarios, levels of stress 
would be ‘High’ on the strategic road network and North Queen Street, and generally 
‘Moderate’ on the remainder of the local city road network. It is important to note however that 
the Proposed Scheme would provide a form of stress containment through the grade-
separation of the key strategic links, with links operating much more independently from each 
other. This would result in reduced driver stress for both the urban/local and strategic road 
users by removing some of the difficulties which arise from the current mixing of these traffic 
flows, such as a proportion of lane-changing manoeuvres. The removal of at-grade junctions 
would reduce hindrance to the through flow of strategic traffic, giving a more consistent and 
predictable journey time. Over the entire affected network, the speed limit would be variable. 
As with the ‘Do-Minimum’ situation, there are no links predicted to have ‘Low’ stress with 
implementation of the Proposed Scheme. 

Although a direct comparison between the ‘Do-Minimum’ and the ‘Do-Something’ scenarios 
can be carried out for the majority of local links shown in Tables 15.7 & 15.8, a direct ‘like-for-
like’ comparison cannot be carried out for the strategic links associated with the Proposed 
Scheme, as its implementation would result in significant layout changes from the existing 

   
ENVIRONMENTAL STATEMENT (VOLUME 1) 
January 2015 
 

510 
 



 Transport NI — York Street Interchange 

 
strategic road network. However, it is possible for a generalised comparison to be made of the 
strategic road links, comparing the ‘Do-Minimum’ and ‘Do-Something’ stress levels for each 
key route.  

Implementation of the scheme would result in redistribution of traffic through the road network. 
As mentioned above, this significant separation of local and strategic traffic would mainly be of 
overall benefit to vehicle travellers. However, this is not exclusively the case over the entire 
affected network. For example, the alteration of Nelson Street and the removal of the option to 
access the Westlink from York Street itself would result in increased traffic loading on Clifton 
Street, where traffic can access the Westlink. This junction in particular would likely 
experience increased waiting times and tailbacks associated with higher traffic flows. This 
would result in an increase in driver stress, from the ‘Do-Minimum’ situation where stress is 
mainly ‘Moderate’ between Stanhope Street and Carlisle Circus (Table 15.7), to a situation 
with the scheme where driver stress is predicted to be predominantly ‘High’. The links affected 
are 309 and 310. A similar increase in loading would also occur at the North Queen 
Street/Brougham Street junction, with Link 398 increasing from ‘Moderate’ to ‘High’ driver 
stress.   

Driver stress is forecast to reduce over some links, dropping from ‘High’ to ‘Moderate’. 
Specifically, Link 414 (comparable with Link 198 of the ‘Do-Minimum’ scenario) on Great 
George’s Street would experience an improvement as a result of reassignment of strategic 
traffic to the new road network. Previously, this link would have been congested with Westlink-
bound traffic, coming from the M2 / Nelson Street and the M3. With the Proposed Scheme, a 
portion of the strategic traffic would effectively bypass Great George’s Street, instead using 
the new links which would directly connect to the Westlink.  

Link 154 on Garmoyle Street is also forecast to improve from ‘High’ stress to ‘Moderate’ stress 
with the scheme. The change in flow can be attributed to the redistribution of traffic, with some 
traffic from the docks area expected to divert to the new Westlink link from the M2 or Duncrue 
Street, as the existing off-slip from Nelson Street would no longer be available.     

Whilst not directly comparable with any existing link, the proposed M3 onslip (Link 446) (at the 
existing Nelson Street) has a ‘Moderate’ level of driver stress forecast with implementation of 
the scheme. This is an improvement over the ‘Do-Minimum’ scenario of ‘High’ stress. With the 
‘Do-Minimum’ scenario, traffic accessing the M3 from Nelson Street is mixed with traffic 
coming from the M2 to access the Westlink. These two streams of traffic would be separated 
with the construction of the dedicated underpass from the M2 to Westlink.   

In addition, pedestrian movements are currently relatively unrestricted in the existing York 
Street junction area. With implementation of the Proposed Scheme, these movements would 
be more restricted in terms of direct interaction with traffic, removing a degree of fear of 
pedestrians stepping onto the strategic network. Similarly, cyclists would be unable to interact 
with strategic traffic accessing the Westlink and M2 / M3 motorways. This increased safety 
would benefit both the cyclists themselves as well as vehicle drivers. 

As noted previously, due to the nature of the Proposed Scheme, there may be the possibility 
that reductions in driver stress due to reduced congestion and the partial/full separation of 
local and strategic traffic may be offset by the complexity of the proposed interchange. On 
approach to the interchange, route uncertainty may remain an issue, particularly for the 
vehicle traveller unfamiliar with the new road layout, although this should be minimised with 
appropriate advance directional signage on link approaches.  

In general, in terms of driver stress, it is desirable for a driver to make a minimum number of 
decisions and manoeuvres, and where these decisions and manoeuvres do occur, they can 
be readily made with the least degree of turbulence (traffic weaving) and congestion. This 
essentially is a road geometry issue and has been considered in detail within the Scheme 
Description (Chapter 4). Road geometry issues which would contribute to variations in stress 
levels include: 
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• weaving distances; 

• geometric effects; 

• gradient; 

• degree of curvature; 

• type and configuration of the merge and diverge; 

• the number of lanes on the mainline, on merges and on diverges; 

• visibility (including at night); 

• stopping sight distances; and 

• network consistency. 

In essence, in terms of road geometry, there are some substandard elements, due to various 
existing constraints which would negatively affect stress levels. In a number of locations, 
horizontal geometry is constrained by existing structures, such as Dargan Rail Bridge.  

15.6.2 Construction 

15.6.2.1 Views from the Road 

Construction of the Proposed Scheme would result in a large transient alteration in views from 
the road. The structures, site clearance and earthworks would be the most visible elements 
during the construction period. Likewise, the concentration of workers, construction machinery 
and associated materials would all alter localised views in the short-term. The Temporary 
Traffic Management (TTM) measures may also potentially impact upon views, as they may 
require routes through the scheme area to be altered during construction of various elements, 
varying the views available.  

It is likely that the moving and changing elements would be of greatest visual interest during 
the construction period; as such elements would potentially catch the attention of the vehicle 
traveller, more than the depressed elements of the scheme. The site clearance may be the 
most unsightly element viewed from the road. 

15.6.2.2 Driver Stress 

During the construction phase, additional transient stress for strategic and local traffic would 
be unavoidable as a balance is required between maintaining the flow of traffic and 
safely/efficiently constructing the Proposed Scheme. The works would require a number of 
temporary traffic management phases, even for regular users of the junction; these phases 
may bring additional associated stress as a result of uncertainty and fear caused by road 
works (narrow lanes, speed restrictions, signage, etc). 

The most difficult operations within the proposed traffic management arrangements are 
considered to be the works to construct the underpasses and increasing the levels on York 
Street/Great George’s Street on the approaches to the new overbridge whilst maintaining 
traffic flow through the existing junction. In addition, the lowering of the M3 to Westlink link 
under the Dargan Rail Bridge on the existing off-slip whilst maintaining traffic movements 
would also present a challenge. As a result of construction works, driver stress would be 
expected to be ‘High’ throughout the entire road network and indeed on other parts of the road 
network as drivers seek alternative routes. 
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15.7 Mitigation & Enhancement Measures 

15.7.1 Views from the Road 

In terms of views from the road, mitigation measures should include: 

• retention and enhancement of positive views from the road where appropriate; 

• open parapets on overbridges to allow views from the road and to reduce the mass of the 
structure; and 

• planting design should consider the conflict between retaining views from the road and 
screening the road to adjacent properties.  

15.7.2 Driver Stress 

As noted above, the Proposed Scheme would have some substandard elements and cannot 
address all capacity issues associated with the existing junction arrangement. However, the 
scheme design attempts to achieve consistent speeds, provide adequate sight distances, and 
reduce interaction between local and strategic traffic, as well as between the vehicle and non-
motorised user. Adequate signage, including gantries would be installed to service the 
extension of the route, from the M1 / Westlink as far as Nelson Street. The provision of a cycle 
lane and shared-use bus lane on York Street itself, separates the traffic and cyclists. All of 
these measures are forms of mitigation to reduce driver stress.  

Any negative impacts requiring mitigation would be primarily experienced during the 
construction phase. Adverse impacts on driver stress would be controlled by ensuring 
construction traffic uses routes identified in the Contract and adequate warning is provided to 
road users (through both the media and signage) and this would help reduce driver stress by 
allowing travellers to be aware of issues in good time, which would enable alternative planning 
of journeys if required. 

Careful attention to traffic management would minimise the overall level of disruption. 
Mitigation measures may include: 

• advanced publicity outlining the traffic management proposals and duration, and giving 
advance warning of specific Traffic Management Measures; 

• reduced lane widths; 

• efficient phasing of contra-flow operations; and 

• adequate advance signing of the works. 

These measures, designed to reduce delays to strategic and local traffic, should reduce traffic 
rat-running on the local road network. During construction, all temporary road layouts shall 
comply with the standards outlined in the DMRB Volume 8, Section 4 of the Traffic 
Management at Roadworks Manual. 

15.8 Residual Effects 

15.8.1 Views from the Road 

The development would create new routes resulting in new sequences of views available to 
the vehicle traveller. The elevated section of York Street (Link 11) would offer a longer 
sequence of open views towards the New Lodge Flats and Belfast Hills in the west, and views 
east including the Obel Tower, than are currently available. Conversely, views would be 
restricted in depressed scheme elements. Overall, the residual effect on views from the road is 
considered Slight Adverse. 
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15.8.2 Driver Stress 

There is likely to be a Slight Beneficial effect on vehicle travellers, in terms of slightly reduced 
stress levels resulting from separation of strategic traffic from local routes, following 
implementation of the Proposed Scheme.  

15.9 Summary & Conclusions 

15.9.1 Views from the Road 

The development includes new routes, which would offer a new range of view sequences. The 
free-flowing traffic system would reduce the number of stationary experiences on the journey 
and therefore offer a more pleasant sequence of ‘flowing’ views. It would also reduce the 
visual intrusion of traffic lights. 

Due to the intersecting nature and close range proximity of the road links, vehicle travellers 
would view an increased volume of road infrastructure. However, vehicle travellers on most of 
the road links would experience a limited change in view. The loss of existing amenity planting 
would open views in the short-term, but mitigation planting would offer screening once it has 
established.  

Vehicle travellers in the underpasses would experience periods of restricted views and ‘no 
views’ to the surroundings. The Proposed Scheme would increase the number of elevated 
open views and would improve the vehicle traveller’s orientation and visibility of the cityscape, 
offering views of several landmarks and the city context. 

15.9.2 Driver Stress 

Based on the DMRB assessment of driver stress, although the scheme would include sub-
standard elements and cannot fully address capacity issues associated with the existing 
junction arrangement, it is expected that full grade-separation would result in an overall Slight 
Beneficial effect to most vehicle travellers in terms of reduced stress levels. 

During the construction phase, a heightened sense of driver stress would be experienced; 
however these effects would be transient. Ensuring construction traffic uses specific routes 
would control some adverse impacts on driver stress and adequate warning would be 
provided to road users (i.e. media, signage). Careful attention to traffic management would 
minimise the overall level of disruption.  
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16. ROAD DRAINAGE & THE WATER ENVIRONMENT 

16.1 Introduction 

Historically, roads have not been regarded as a major source of pollution and surface water 
runoff has been allowed to discharge, often rapidly, with no or minimal treatment. More 
recently, measures to control and treat runoff have been commonly included as part of road 
drainage designs where considered necessary. Pollution from road drainage can arise from a 
variety of sources, including accidents, general vehicle and road degradation, incomplete fuel 
combustion, small oil or fuel leaks and atmospheric deposition. Road runoff may also contain 
runoff from adjacent properties and brownfield sites in urban areas. 

Roads are designed to drain freely to prevent build-up of standing water on the carriageway 
whilst avoiding exposure to or causing flooding. Contaminants deposited on the road surface 
are quickly washed off during rainfall. Where traffic levels are high, as is the case with the 
York Street junction, the level of contamination increases and therefore, the potential for 
unacceptable harm being caused to the receiving water environment also increases. Although 
there are many circumstances in which runoff from roads is likely to have no discernible effect, 
a precautionary and best practice approach indicates the need for assessment of the possible 
impact of discharges from proposed trunk roads and motorways. 

The definition of a ‘water body’ or ‘waterway’, as defined under The Water (Northern Ireland) 
Order 1999 (as amended), includes: 

“any river, stream, watercourse, inland water (whether natural or artificial) or tidal waters 
and any channel or passage of whatever kind (whether natural or artificial) through 
which water flows but does not include: 

a) the waters beyond 3 international nautical miles seaward from the 
baseline from which the breadth of the territorial sea adjacent to 
Northern Ireland is measured; 

b) any public sewer or public sewage treatment works; 

c) any main or service pipe within the meaning of the Water and 
Sewerage Services (Northern Ireland) Order 2006 which is vested in 
or under the control of a sewerage undertaker; and 

d) any drain or road drain – 

i. constructed and laid by the Department for Regional 
Development under Article 45(1) of the Roads (Northern 
Ireland) Order 1993; or 

ii. Acquired by the Department for Regional Development 
under Article 45(6) of that Order. 

In this Order any reference to a waterway includes a reference to the channel or bed of 
a waterway which is for the time being dry”. 

This chapter considers the impact of the proposed York Street Interchange on water quality 
within the coastal waters of Belfast Harbour. Operation and construction of the Proposed 
Scheme must consider the potential for non-conformance with the EU Water Framework 
Directive (WFD) [Directive 2000/60/EC of the European Parliament and of the Council of 23 
October 2000 establishing a framework for the Community action in the field of water policy] 
objectives as implemented in Northern Ireland by The Water Environment (Water Framework 
Directive) Regulations (Northern Ireland) 2003 and ensure that: 
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• the need for the avoidance and reduction of impacts on the water environment is taken 

fully into account in the environmental evaluation; and 

• the selection of appropriate means of preventing any significant predicted impact is made 
through modification of the drainage design, choice of discharge location(s) and/or 
adoption of runoff treatment methods, with the objective of designing-out potential adverse 
environmental impacts. 

The chapter also considers the potential for non-conformance with the Marine Strategy 
Framework Directive (MSFD) 2008/56/EC, which has been recently transposed into national 
legislation on a UK-wide basis via the Marine Strategy Regulations 2010. The Directive is in 
the early stage of its implementation, and requires Member States to develop and implement 
cost effective measures, necessary to achieve or maintain ‘Good Environmental Status’ (GES) 
in the marine environment. 

16.2 Methodology 

This assessment has been carried out in accordance with DMRB 11.3.10 - Road Drainage 
and the Water Environment (HD 45/09), NIEA – Water Management Unit (WMU) Guidance 
Note ‘Carrying out a Water Framework Directive (WFD) Assessment on EIA Developments’ 
(March 2012) and NIEA – Water Management Unit (WMU) Guidance Note ‘EIA Scoping 
Guidance for Road Schemes Likely to Impact upon the Water Environment’ (January 2012). 
The objective is to ensure that the key areas of assessment (surface water, groundwater, 
spillage and flood risk) are tailored to the characteristics of the Proposed Scheme and carried 
out to an appropriate level of detail, related specifically to the degree of environmental risk.  

The aim of carrying out a WFD Assessment is to determine if specific components or activities 
related to the Proposed Scheme would compromise the attainment of a WFD objective, or 
result in the deterioration in ecological status of any water bodies. The conclusions of this 
assessment are then used to decide whether to proceed with the scheme, or to amend 
elements or develop mitigating measures before proceeding. 

As detailed within the NIEA - WMU guidance note, the potential for impact upon the water 
environment associated with each specific component of the Proposed Scheme requires 
assessment. The cumulative nature of a number of such impacts is also taken into 
consideration. 

The impact of a specific component or activity associated with the Proposed Scheme is 
assessed against the relevant WFD classification elements, and the following WFD 
Objectives: 

• Objective 1: To prevent deterioration in the ecological status of the water body; 

• Objective 2: To prevent the introduction of impediments to the attainment of ‘Good’ WFD 
status for the water body; 

• Objective 3: To ensure that attainment of the WFD objectives for the water body are not 
compromised; and 

• Objective 4: To ensure achievement of the WFD objectives in other water bodies within 
the same catchment are not permanently excluded or compromised. 

Where the assessment identifies a component or activity which is not compliant with WFD 
Objectives, but may become compliant with appropriate mitigation, these mitigation measures 
are identified. 

If the assessment predicts that the Proposed Scheme would cause deterioration in water body 
status, or prevent a water body from meeting its WFD objectives, the scheme should be 
reviewed; otherwise an assessment is required under Article 4.7 of the WFD. 
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The levels of assessment, where applicable, are consequential and progression is dependent 
on the type of proposed project, the location of the site and local circumstances, as well as the 
nature of the potential impact (routine runoff, spillages, flooding). The process is also cyclical 
and is only completed when either no adverse impacts are predicted, or other options avoid, 
treat or mitigate the potential impact, or an adverse impact is deemed to be outweighed by a 
beneficial impact. Where there is an adverse impact resulting in a change of project, design or 
mitigation or treatment, there is an obligation to reassess the changed design or efficacy of 
treatment. 

The assessment requires a full appreciation of the proposed works and some knowledge of 
the landscape, hydrogeology and drainage pattern and process in which the Proposed 
Scheme is taking place. An assessment is required when there is potential for the scheme to 
adversely affect water quality, flood risk or spillage risk. Therefore with reference to DMRB 
11.3.10.6, if the answer to any of the following is ‘yes’, some form of assessment is necessary: 

• Will the proposed scheme affect an existing watercourse or floodplain? 

• Will the proposed scheme change either the road drainage or natural land drainage 
catchments? 

• Will the proposed scheme lead to an increase in traffic flow of more than 20%? 

• Will the proposed scheme change the number or type of junctions? 

• Will the proposed scheme impact on an indicative floodplain? 

• Will the proposed scheme result in earthworks sediment being carried to watercourses? 
and 

• Will the proposed scheme allow drainage discharges to the ground?  

Where these scenarios definitely are not the case, no further assessment will normally be 
required (after consultation with the relevant statutory bodies).  

Overall, an assessment was deemed necessary as there is potential for the Proposed Scheme 
to adversely affect routine runoff, flood risk or spillage risk. The following topics were 
assessed: 

• Effects of routine runoff on surface waters; 

• Effects of routine runoff on groundwater; 

• Pollution impacts from accidental spillages; and 

• Flood impacts. 

The methodologies for each topic are set out in DMRB 11.3.10 (HD 45/09) Annex I, and were 
adopted as appropriate.  

16.2.1 Assessing the significance of effects 

With reference to DMRB 11.3.10.5 - Procedure for Assessing Impacts (HD 45/09), it is not 
sufficient to assess the size and probability of possible impacts, their significance should also 
be assessed. For example, the impact of a serious spillage event would be more significant if 
the watercourse it discharges to is a source of potable water, and a flood would be more 
significant if it affects a residential area. 

Firstly, an assessment is made of the importance of the water environment by considering the 
features within the study area. The environmental importance of a feature such as a river is 
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characterised by identifying and analysing its attributes, for example its use as a source of 
water (whether for potable or other use), its use for recreation, its function as a drainage 
channel, or its value to the economy. Guidance on estimating the importance of water 
environment attributes within the study area are contained within Table 16.1 (from DMRB 
11.3.10 Annex IV Reporting of Significance of Potential Effects). 

Table 16.1: Estimating the Importance of the Water Environment 

Importance Criteria Typical Examples 

Very High 

Attribute has a 
high quality 
and rarity on 
regional or 

national scale 

Surface Water:  
EC Designated Salmonid/Cyprinid fishery; 

WFD Class ‘High’; 

Site protected/designated under EC or UK habitat legislation (SAC, 
SPA, ASSI, Ramsar site, salmonid water) / Species protected by EC 
legislation. 

Groundwater:  

Principal aquifer providing a regionally important resource or 
supporting a site protected under EC and UK habitat legislation. 

Flood Risk:  

Floodplain or defence protecting more than 100 residential properties 
from flooding. 

High 

Attribute has a 
high quality 
and rarity on 
local scale 

Surface Water:  
WFD Class ‘Good’; 

Major Cyprinid Fishery; 

Species protected under EC or UK habitat legislation. 

Groundwater:  
Principal aquifer providing locally important resource or supporting 
river ecosystem. 

Flood Risk:  
Floodplain or defence protecting between 1 and 100 residential 
properties or industrial premises from flooding. 

Medium 

Attribute has a 
medium 

quality and 
rarity on local 

scale 

Surface Water:  
WFD Class ‘Moderate’. 

Groundwater:  

Aquifer providing water for agricultural or industrial use with limited 
connection to surface water. 

Flood Risk:  

Floodplain or defence protecting 10 or fewer industrial properties from 
flooding. 

Low 

Attribute has a 
low quality 

and rarity on 
local scale 

Surface Water:  
WFD Class ‘Poor/Bad’. 

Groundwater:  
Unproductive strata. 
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Importance Criteria Typical Examples 

Flood Risk:  
Floodplain with limited constraints and a low probability of flooding of 
residential and industrial properties. 

Source: Extracted from DMRB 11.3.10, Annex IV, Table A4.3. 

With reference to DMRB 11.3.10.5, potential impacts should then be assessed in two steps: 
firstly, estimation of the magnitude of the impact, and then significance of any potential 
environmental effects that are identified as part of the assessment process. Tables 16.2 and 
16.3 (from DMRB 11.3.10 Annex IV) contain guidance for estimating these. 

Table 16.2: Estimating the Magnitude of an Impact on an Attribute 

Magnitude Criteria Typical Examples 

Major 
Adverse 

Results in loss 
of attribute 
and/ or quality 
and integrity of 
the attribute 

Surface Water:  
Failure of both soluble and sediment-bound pollutants in HAWRAT1 
and compliance failure with EQS2 values; 

Calculated risk of pollution from a spillage >2% annually; 

Loss or extensive change to a fishery; 

Loss or extensive change to a designated Nature Conservation Site. 

Groundwater:  
Loss of, or extensive change to, an aquifer; 

Potential high risk of pollution to groundwater from routine runoff – risk 
score >250; 

Calculated risk of pollution from spillages >2% annually; 

Loss of, or extensive change to, groundwater supported designated 
wetlands. 

Flood Risk:  
Increase in peak flood level (1% annual probability) >100 mm. 

Moderate 
Adverse 

Results in 
effect on 
integrity of 
attribute, or 
loss of part of 
attribute 

Surface Water:  
Failure of both soluble and sediment-bound pollutants in HAWRAT, but 
compliance with EQS values; 

Calculated risk of pollution from spillages >1% annually and <2% 
annually; 

Partial loss in productivity of a fishery. 

1 Highways Agency Water Risk Assessment Tool 

2 Environmental Quality Standards under WFD 
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Magnitude Criteria Typical Examples 

Groundwater:  
Partial loss or change to an aquifer; 

Potential medium risk of pollution to groundwater from routine runoff – 
risk score 150-250; 

Calculated risk of pollution from spillages >1% annually and <2% 
annually; 

Partial loss of the integrity of groundwater supported designated 
wetlands. 

Flood Risk:  
Increase in peak flood level (1% annual probability) >50 mm. 

Minor 
Adverse 

Results in 
some 
measurable 
change in 
attribute’s 
quality or 
vulnerability  

Surface Water:  
Failure of either soluble or sediment-bound pollutants in HAWRAT; 

Calculated risk of pollution from spillages >0.5% annually but <1% 
annually; 

Groundwater:  
Potential low risk of pollution to groundwater from routine runoff – risk 
score <150;  

Calculated risk of pollution from spillages >0.5% annually but <1% 
annually; 

Minor effects on groundwater supported wetlands. 

Flood Risk:  
Increase in peak flood level (1% annual probability) >10mm. 

Negligible 

Results in 
effect on 
attribute, but of 
insufficient 
magnitude to 
affect the use 
or integrity 

The proposed scheme is unlikely to affect the integrity of the water 
environment; 

Surface Water: No risk identified by HAWRAT (Pass both soluble and 
sediment-bound pollutants); 

Risk of pollution from spillages <0.5%. 

Groundwater:  

No measurable impact upon an aquifer and risk of pollution from 
spillages <0.5%. 

Flood Risk:  

Negligible change in peak flood level (1% annual probability) <+/- 10 
mm.  

Minor 
Beneficial 

Results in 
some 
beneficial 
effect on 
attribute or a 
reduced risk of 
negative effect 
occurring  

Surface Water:  
HAWRAT assessment of either soluble or sediment-bound pollutants 
becomes a Pass from an existing site, where the baseline was a Fail 
condition; 

Calculated reduction in existing spillage risk by 50% or more (when 
existing spillage risk is <1% annually). 

Groundwater:  

Calculated reduction in existing spillage risk by 50% or more to an 
aquifer (when existing spillage risk <1% annually). 
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Magnitude Criteria Typical Examples 

Flood Risk:  
Reduction in peak flood level (1% annual probability) >10 mm.  

Moderate 
Beneficial 

Results in 
moderate 
improvement 
of attribute 
quality  

Surface Water:  
HAWRAT assessment of both soluble and sediment-bound pollutants 
becomes a Pass from an existing site, where the baseline was a Fail 
condition; 

Calculated reduction in existing spillage by 50% or more (when existing 
spillage risk >1% annually). 

Groundwater:  
Calculated reduction in existing spillage risk by 50% or more (when 
existing spillage risk is >1% annually). 

Flood Risk:  
Reduction in peak flood level (1% annual probability) >50 mm.  

Major 
Beneficial 

Results in 
major 
improvement 
of attribute 
quality  

Surface Water:  

Removal of existing polluting discharge, or removing the likelihood of 
polluting discharges occurring to a watercourse. 

Groundwater:  

Removal of existing polluting discharge to an aquifer, or removing the 
likelihood of polluting discharges occurring; 

Recharge of an aquifer. 

Flood Risk:  
Reduction in peak flood level (1% annual probability) >100 mm.  

Source: Extracted from DMRB 11.3.10, Annex IV, Table A4.4  
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Table 16.3: Estimating the Significance of Potential Effects  

Im
po

rta
nc

e 
of

 
A

ttr
ib

ut
e 

Very High Neutral  Moderate/Large Large/Very Large Very Large 

High Neutral Slight/Moderate Moderate/Large  Large/Very Large 

Medium Neutral Slight Moderate Large  

Low Neutral Neutral Slight Slight/ Moderate 

  Negligible Minor Moderate Major 

  Magnitude of Impact 

Source: DMRB 11.3.10, Annex IV, Table A4.5 

16.2.2 Limitations & Assumptions 

The assessment of impacts of a road scheme upon the water environment engages a range of 
assessment methodologies, carried out in accordance with DMRB 11.3.10 - Road Drainage 
and the Water Environment (HD 45/09). The limitations and assumptions associated with 
these are detailed throughout HD 45/09 and where the assessments are reported within this 
technical chapter. 

16.3 Consultations 

The EIA process looks at the effects of the Proposed Scheme on the environment in 
consultation with external bodies to inform the design and decision making. The Stage 3 EIA 
consultation commenced in February 2014 to allow relevant interested bodies an opportunity 
to register concerns or particular requirements during the EIA process, consult on the levels of 
assessment necessary, and seek input to the ES. A summary of key issues raised in relation 
to impacts upon Road Drainage & the Water Environment are contained in Table 16.4 below 
and a copy of their response is included in Volume 2: Appendix 6, Annex B. 

Table 16.4: Summary of the Stage 3 formal consultation responses in relation to potential 
impact on Road Drainage & the Water Environment 

Consultee Consultation 
Date 

Date of 
Response Summary of Consultee Response(s) 

Belfast City Council* 24/02/14 07/04/14 
The Council welcomed the opportunity to 
meet with DRD and NI Water to discuss 
Flood Alleviation/defence works.  

DCAL 
24/02/14 

02/04/14 
07/04/14 

The development is unlikely to have a 
significant impact on inland fisheries, 
provided precautionary measures are 
adopted to prevent pollutants, in the form of 
suspended solids, reaching the River 
Lagan. 

NIEA - Environmental 
Protection (Marine 
Assessment and 
Licensing Team) 

24/02/14 13/03/2014 

Provided information on the classification of 
waterbodies within the study area (i.e. 
Belfast Harbour and River Lagan). Had no 
specific concern regarding discharges from 
the Proposed Scheme as long as they 
outfall to the Harbour instead of the River 
Lagan (i.e. upstream of the weir). 
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Consultee Consultation 
Date 

Date of 
Response Summary of Consultee Response(s) 

NIEA – Industrial 
Pollution and 

Radiochemical 
Inspectorate 

24/02/14 

02/04/14 
- No response received. 

NIEA – Major Client 
Interface Group 

Meeting (including 
Water Management 

Unit, Natural Heritage, 
Waste Management 

Unit and DOE Marine 
Division) 

13/05/14 

(meeting) 

The purpose of the meeting was to discuss 
the potential for impact upon the natural, 
built and water environment as a result of 
construction and operation of the York 
Street Interchange scheme and establish 
the views and concerns of NIEA. 

NIEA – Water 
Management Unit  24/02/14 27/03/14 

Provided comprehensive response 
regarding guidance on carrying out 
Environmental Impact Assessments for 
developments likely to impact on the water 
environment, and specifically road 
schemes.  

NIEA – Water 
Management Unit 

(Pollution Prevention) 
20/10/14 24/10/14 

Provided their view regarding the proposed 
drainage design to convey storm water 
discharges from the scheme to a suitable 
outlet point during the operational phase. 
Pollution Prevention (PP) reviewed the 
information and welcomed the 
consideration of the effects of drainage 
velocity on the bed of Belfast Lough and 
noted that it is the responsibility of the 
applicant to ensure their work does not 
impact negatively on any receiving 
waterway. If there will not be any adverse 
effect, PP has no objection to the proposal. 

NIEA – Water 
Management Unit 21/11/2014 02/12/14 

Provided their view regarding the proposed 
drainage design to convey storm water 
discharges from the scheme to a suitable 
outlet point during the operational phase. 
Measures were agreed in principle as a 
practical solution to NIEA concerns, 
however would be subject to formal 
assessment by NIEA as part of the ES 
submission. 
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Consultee Consultation 
Date 

Date of 
Response Summary of Consultee Response(s) 

NIEA - Natural Heritage 
(Development 

Management Team) 

24/02/14 

02/04/14 
02/04/14 

NIEA carried out a desktop search of 
currently available information for the study 
area and returned a comprehensive 
response emphasising that topography, 
geology, soils and the water environment 
(including consequences of changes to the 
hydrogeological system of the area) should 
be described. 

They also identified a range of mitigation 
measures which should be incorporated 
into the design and that an Environmental 
Management Plan should be produced to 
detail the construction phase of the project 
and the implementation of the mitigation 
measures described in the ES. 

Ulster Angling 
Federation 

24/02/14 

02/04/14 
- No response received. 

*Consultation undertaken with the Chief Executive’s Department, Development Department, Health & 
Environmental Services Department, and Parks & Leisure Department. Response provided by Belfast 
City Council – Development Department on behalf of all Departments within the Council. 

The Stage 3 Consultation Plan and Communications Plan also identified a range of key 
stakeholders for consultation as part of the general Stage 3 Scheme Assessment process, not 
specifically as part of the EIA process. Various forms of communication were utilised as part of 
this consultation including letters, meetings and presentations.  Some of the responses 
received from these stakeholders included information of relevance to Road Drainage & the 
Water Environment and as such have been considered within the assessment as necessary 
and where allowable (i.e. when not breaching confidentiality). Stakeholders of interest from a 
Road Drainage & the Water Environment perspective engaged as part of the general Stage 3 
Scheme Assessment included: 

• Rivers Agency;  

• NI Water; and 

• Belfast Harbour Commissioners. 
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16.4 Regulatory & Policy Framework 

Water resource management in Northern Ireland is reflected through the following key 
legislation and government policy: 

Table 16.5: Legislation and Planning Policy 

Legislation or Policy Relevance to the Proposed Scheme 

The Water Framework Directive 
(WFD) [Directive 2000/60/EC of the 
European Parliament and of the 
Council of 23 October 2000 
establishing a framework for the 
Community action in the field of water 
policy] implemented in Northern 
Ireland by The Water Environment 
(Water Framework Directive) 
Regulations (Northern Ireland) 2003. 

 

Provides the framework to plan and deliver a better water 
environment across Europe, by setting ecological and water 
quality objectives to be met through activities contributed to by 
a number of actions. The WFD will be fully effective by 2015 
and its key objectives provided for in River Basin Management 
Plans, are to: 

• prevent deterioration, enhance and restore bodies of 
surface water, achieve ‘Good’ chemical and ecological 
status of such water, and reduce pollution from discharges 
and emissions of hazardous substances; 

• protect, enhance and restore all bodies of groundwater, 
achieve ‘Good’ chemical and quantitative status of 
groundwater, prevent the pollution and deterioration of 
groundwater, and ensure a balance between groundwater 
abstraction and replenishment; and 

• preserve protected areas. 

The Groundwater Directive – 
Directive 2006/118/EC of the 
European Parliament and of the 
Council of 12 December 2006 on the 
protection of groundwater against 
pollution and deterioration (the 
“daughter Directive” to the Water 
Framework Directive) implemented in 
Northern Ireland by The Groundwater 
Regulations (Northern Ireland) 2009 
(as amended). 

 

This Directive establishes a regime, which sets underground 
water quality standards and introduces measures to prevent or 
limit inputs of pollutants into groundwater. It requires the 
prevention of all inputs of hazardous substances into 
groundwater. It also requires the limitation of any inputs from 
all other pollutants into groundwater so as to prevent pollution, 
deterioration in status, or any significant downward trends in 
quality.  

The Groundwater Regulations (Northern Ireland) 2009 (as 
amended) require the prevention of entry of hazardous 
substances to groundwater and of non-hazardous pollutants 
from polluting groundwater.  

The Priority Substances Daughter 
Directive (2008/105/EC) implemented 
in Northern Ireland via The Water 
Framework Directive (Priority 
Substances and Classification) 
Regulations (Northern Ireland) 2011 
(as amended). 

The purpose of the Directive is to eliminate pollution from List I 
substances and to reduce pollution from List II substances as 
established under the original Directives which this replaces. 
The Directive will work together with the WFD with regard to 
discharges of certain dangerous substances. 

The Floods Directive (Directive 
2007/60/EC of the European 
Parliament and of the Council on the 
assessment and management of 
flood risks) implemented in Northern 
Ireland by The Water Environment 
(Floods Directive) Regulations 
(Northern Ireland) 2009. 

The Floods Directive is designed to help Member States 
establish a framework for managing flood risk that is aimed at 
reducing the adverse consequences of flooding on human 
health, the environment, cultural heritage, and economic 
activity. 
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Legislation or Policy Relevance to the Proposed Scheme 

Council Directive 98/83/EC (The 
Drinking Water Directive (DWD)) on 
the quality of water intended for 
human consumption. 

The Drinking Water Directive aims to protect the health of 
consumers in the European Union and to make sure that water 
supplied as potable water reaches certain standards. 

Northern Ireland Sustainable 
Development Strategy (2006) 

This strategy represents a joined-up approach to meet the 
challenges of climate change and finite resources, which 
threaten well-being and future prosperity in Northern Ireland. 

Strategic Objective 2 imposes a requirement ‘to protect and 
enhance the freshwater and marine environment’. An 
important step in achieving this Objective and its Key Targets 
is the promotion of SuDS in future developments. 

Regional Development Strategy 2035 

(Building a Better Future)  

 

The Strategic Guidance set out within the RDS 2035 deals 
directly with the economy, society and the environment. With 
regard to flooding, the RDS (p46) highlights the need to 
“minimise development in areas of flood risk from flooding from 
rivers, the sea and surface water run-off”. It goes on to seek 
that a precautionary approach to development in areas of flood 
risk, and all development should incorporate Sustainable 
Drainage Systems (SuDS).  

Planning Policy Statement (PPS) 15 - 
Planning & Flood Risk (September 
2014) 

Revised PPS 15 cites the DOE’s planning policies to minimise 
and manage flood risk to people, property and the 
environment. It adopts a precautionary approach to 
development and the use of land that takes account of climate 
change and emerging information relating to flood risk through 
the implementation of the EU Floods Directive in Northern 
Ireland and the implementation of Sustainable Drainage 
Systems.  

The policies in the PPS take precedence over the provisions of 
existing development plans in relation to flood risk.  

Planning Policy FLD 1 is the main planning policy associated 
with PPS 15 and states that development within floodplains will 
not normally be permitted unless the proposed scheme is an 
exceptional case or it is of overriding regional importance. 

Belfast Metropolitan Area Plan 2015 

The purpose of the Plan is to inform the general public, 
statutory authorities, developers, and other interested bodies 
of the policy framework and land use proposals that will be 
used to guide development decisions within the BMA over the 
Plan period. In application of the policy framework and 
planning proposals contained within this plan, the DOE has a 
co-ordinating role to ensure the best use of physical resources, 
the maintenance of water quality, and the appropriate use and 
development of land. 

North Eastern RBMP Summary 
(2009) 

The RBMP provides the primary means of co-ordinating and 
integrating the management and protection of the water 
environment in the North Eastern River Basin District. It will 
have to link with other relevant plans and programmes and will 
have to be taken into account by other public bodies when 
carrying out their duties and functions. This integrated 
approach should provide benefits for all those involved in the 
protection and enhancement of the water environment. 
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As noted earlier, the chapter also considers the Proposed Scheme in relation to the Marine 
Strategy Framework Directive (MSFD) 2008/56/EC, which has been recently transposed into 
national legislation on a UK-wide basis via the Marine Strategy Regulations 2010.  

The MSFD is a Framework Directive covering a wide range of existing policies and legislation 
associated with protection of the marine environment. The Government and Devolved 
Administrations have already committed to taking many measures which will improve the state 
of the UK’s marine environment as part of ensuring sustainable development, most notably 
through the UK Marine and Coastal Access Act (2009), the Marine (Scotland) Act (2010) and 
the Marine Act (Northern Ireland) 2013.  

The Marine Act (Northern Ireland) 2013 gained Royal Assent on 17 September 2013 and 
came into operation the following day. This is the final piece of an ambitious marine legislative 
programme, which strengthens Northern Ireland’s ability to manage its marine waters in a 
better way. The Marine Programme comprises: 

• The Marine and Coastal Access Act 2009 (which extends to Northern Ireland in respect of 
marine licensing and some aspects of marine planning); 

• The UK-wide Marine Strategy Regulations 2010 (which transpose the Marine Strategy 
Framework Directive (2008/56/EC)); and 

• The Marine Act (Northern Ireland) 2013. 

The Marine Act (Northern Ireland) 2013 enables the Department of the Environment to 
prepare a Marine Plan for the inshore region.  A Marine Plan will bring together information 
and policies on the multiple uses of the marine area, together with spatial and temporal data 
for the water column and the sea bed, using maps where appropriate.  As a strategic tool, it 
will allow decisions to be made about the best use of the marine area, in order to maximise 
compatibility of activities and achieve sustainable development. The UK Marine Policy 
Statement (MPS) is the framework for preparing Marine Plans and taking decisions affecting 
the marine environment. It will contribute to the achievement of sustainable development in 
the United Kingdom marine area. The Marine and Coastal Access Act 2009 requires all public 
authorities taking authorisation or enforcement decisions that affect or might affect the UK 
marine area to do so in accordance with the MPS, unless relevant considerations indicate 
otherwise. 

Many existing pieces of EU legislation, such as the WFD, the Birds and Habitats Directives, 
and the Environmental Impact Assessment Directive are also contributing to improving the 
state of the UK’s marine and coastal environments. These existing measures will all support 
the achievement of Good Environmental Status under this Directive. There are strong links 
between the MSFD and the WFD. WFD relates to improving and protecting the chemical and 
biological status of surface waters throughout a River Basin Catchment from Rivers, Lakes 
and Groundwaters through to Estuaries (Transitional) and Coastal Waters to 1 nautical mile 
(nm) out to sea (3nm in Scotland) and overlaps with MSFD in coastal waters. They also have 
comparable objectives, with the MSFD focussed on the achievement of Good Environmental 
Status in marine waters, and the WFD aiming to achieve Good Ecological and Good Chemical 
Status. Whilst Good Environmental Status is not exactly equivalent to Good 
Ecological/Chemical Status, there are some significant areas of overlap, particularly in relation 
to chemical quality, the effects of nutrient enrichment (eutrophication) and some aspects of 
ecological quality and hydromorphological quality. 

The main difference between the Directives is that the scope of Good Environmental Status 
under the MSFD is broader, covering a greater range of biodiversity components and 
pressures which are not included for coastal water bodies under the WFD. These include 
noise, litter, most commercial fish species and some other aspects of biodiversity (e.g. marine 
mammals). The assessment scales are also different, with the MSFD requiring the 
achievement of Good Environmental Status at the level of the relevant sub-regions (the 
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Greater North Sea and the Celtic Seas) whereas the WFD assesses the chemical and 
ecological status of each individual coastal water body. 

Other legislation pertinent to consideration of environmental liabilities in relation to the Water 
Environment includes: 

• The Nitrates Directive (consolidated), 91/676/EEC; 

• The Urban Waste Water Treatment (UWWT) Directive (consolidated), 91/271/EEC; 

• The Water (Northern Ireland) Order 1999 (as amended); 

• The Water Environment (Water Framework Directive) Regulations (Northern Ireland) 
2003; 

• The Control of Substances Hazardous to Health Regulations (Northern Ireland) 2003 
(COSHH Regulations) (as amended); 

• The Environment (Northern Ireland) Order 2002 (as amended); 

• The Birds Directive (2009/147/EC); 

• The Habitats Directive (92/43/EEC); 

• The Fisheries Act (Northern Ireland) 1966 (as amended); 

• The Surface Waters (Fish life) (Classification) Regulations (Northern Ireland) 1997; 

• The Drainage (Northern Ireland) Order 1973 (as amended); 

• The Groundwater Regulations (Northern Ireland) 2009 (as amended); 

• The Waste and Contaminated Land (Northern Ireland) Order 1997 (as amended); 

• The Water Abstraction and Impoundment (Licensing) Regulations (Northern Ireland) 2006; 

• The Pollution Prevention and Control Regulations (Northern Ireland) 2003; and 

• The Control of Pollution (Oil Storage) Regulations (Northern Ireland) 2010. 

16.5 Baseline Conditions 

16.5.1 Existing Road Drainage 

The topography of the study area is such that it generally drains in an easterly direction (i.e. 
from the Westlink towards Belfast Harbour). The low lying nature of the area and its close 
proximity to Belfast Harbour has significantly influenced the development of the existing 
drainage network over the years. 

The existing drainage regime associated with the study area consists of a network of road 
gullies and pipes collecting runoff from carriageways and adjacent areas. Primarily, runoff from 
the existing road network outfalls by gravity to the existing combined storm and foul water 
sewers (which are generally owned and maintained by NI Water). Exceptions to this are a 
section of elevated M3 between Lagan Bridge and Nelson Street which drains into Belfast 
Harbour via a NI Water Combined Sewer Overflow (CSO) culvert (though this culvert no 
longer conveys foul water), and an area of existing M2 (north of Dock Street) which drains to 
the Mile Water culvert and discharges into Pollock Dock. 
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Buildings in the study area also discharge both storm water and foul sewage to this network of 
combined sewers.   

As noted above, the existing road network primarily drains (via gravity) to the existing 
combined storm and foul water sewers, all of which connect to a large 2400mm diameter 
combined low level sewer, which gravitates in a northerly direction along Corporation Street. 
The Belfast Sewers Project storm tunnel (which was completed on 19 May 2010) generally 
follows the same alignment as this low level sewer, though at a considerably lower depth 
(greater than 20m below existing ground level). Both sewers convey the flow of storm and foul 
water in a northerly direction to Belfast Wastewater Treatment Works at Duncrue Street.  From 
a review of existing records, it is evident that there is currently no pumped road drainage 
within the study area. 

16.5.1.1 Southbound Westlink and Great George’s Street Drainage 

Close to North Queen Street overbridge, there is a high point in the existing vertical alignment 
of Westlink. The drainage at this point breaks and the southbound carriageway between North 
Queen Street and York Street is drained through gullies and collector pipes which flow east 
towards the York Street/Great George’s Street junction, where they outfall to a 600mm 
diameter combined sewer. The combined sewer flows in an easterly direction beneath Great 
George’s Street, picking up road drainage gullies before eventually connecting into the main 
low level sewer in Corporation Street. 

There are connections into the main 600mm diameter sewer in Great George’s Street at Little 
York Street and Nelson Street. 

16.5.1.2 Northbound Westlink, York Street and Dock Street Drainage 

At the high point on North Queen Street overbridge, runoff on the Westlink northbound 
carriageway is drained through a combination of gullies, collector pipes and combined kerb 
and drainage units which flow towards York Link before diverting north towards the York 
Street/Henry Street junction, where these systems outfall to a 375mm diameter combined 
sewer located in the centre of the York Street carriageway. 

Within York Street, there are two primary combined sewers which flow in a northerly direction.  
The aforementioned 375mm diameter sewer gravitates into an adjacent York Street sewer, 
which varies in size from 375mm to 750mm in diameter.  This connection occurs in the vicinity 
of the Cityside Retail Park. The road gullies in York Street appear to discharge directly into 
these sewers. 

At the York Street/Dock Street junction, the 750mm diameter sewer connects into a larger 
900mm diameter sewer, changing direction and continuing in an easterly direction. It runs 
beneath the M2 and Dargan Bridge in the north footway of Dock Street and connects into a 
larger 1050mm diameter sewer, which in turn connects into the main low level sewer which 
runs along Corporation Street. 

16.5.1.3 York Link Drainage 

York Link is drained as three separate catchments through a succession of gullies and 
combined sewers.  The west section is drained via a 225mm diameter combined sewer which 
connects to the 600mm diameter sewer in York Street, at the Henry Street junction. 

The central section of York Link is drained by a 225mm diameter combined sewer, flowing in 
an easterly direction and discharges into a 225mm diameter combined sewer in Nelson Street 
which flows to and connects into the low level sewer running along Corporation Street. 

The east section of York Link is the onslip ramp which rises towards the existing elevated M2.  
Runoff is collected by gullies and a collector pipe in the east verge which discharges to the 
same 225mm diameter combined sewer in Nelson Street as the central section. 

   
ENVIRONMENTAL STATEMENT (VOLUME 1) 
January 2015 
 

529 
 



 Transport NI — York Street Interchange 

 
16.5.1.4 M2, M3 and Nelson Street Drainage 

On the section of M2/M3 that is within the study area (i.e. from Dock Street Bridge to Lagan 
Bridge), highway runoff is again collected using gullies and discharged to collector pipes. 

From a high point in the vertical road alignment at Dock Street Bridge, the west side of M2 is 
drained down the onslip from York Link and connects into the 600mm diameter combined 
sewer in York Street. The east side of the M2 is drained to a road low point, where 
downstream pipe-work follows a path down the road embankment and is shown to connect 
into a storm sewer in the east footway of Nelson Street. The M2 offslip onto Nelson Street and 
a central section of Nelson Street also drain to this storm sewer.  From this, a 600mm 
diameter sewer traverses the Transport NI/DVA Depot car park and connects to the low level 
sewer in Corporation Street. 

At the north-end of Nelson Street, runoff is collected by gullies which discharge into the 
1050mm diameter combined sewer in Dock Street.  At the south-end of Nelson Street 
(including part of the M3 offslip), runoff is collected by gullies and connected into the 600mm 
diameter combined sewer in Great George’s Street.  Both the 600mm and 1050mm diameter 
combined sewers connect at separate locations into the low level sewer beneath Corporation 
Street. 

The remaining existing drainage within this area is that of the Lagan and Dargan bridges, 
which were constructed in the early to mid-1990s. The as-built drawings for these show that 
gullies discharge to a single carrier drain within the hollow concrete decks. The carrier drain 
connects to down-pipes which have been cast into certain concrete piers. These down-pipes 
then connect into carrier pipes at ground level, which then outfall to adjacent NI Water sewers.  

From a high point in the vertical road alignment at approximately where the M3 crosses over 
Nelson Street, the M3 elevated highway and part of the M3 offslip (to Great George’s Street), 
south of the high point slopes towards the M3 Lagan Bridge. Storm-water which is generated 
from this elevated section of highway is collected and discharged to ground level road 
drainage, such as 150mm to 450mm diameter carrier pipes, which discharge into the NI Water 
combined sewer overflow culvert(s).  These culvert(s) then discharge to Belfast Harbour at the 
south side of the M3 Lagan Bridge.   

16.5.1.5 M2 from Dock Street to Mile Water Footbridge 

From the high point in the M2 vertical road alignment at Dock Street overbridge, the road 
slopes towards a low point close to where the Mile Water River culvert passes beneath the 
M2.  From the Mile Water footbridge, the M2 falls in a southerly direction towards the same 
culvert.  At this low point, runoff is collected and discharged to the culvert, which eventually 
discharges into Pollock Dock. 

16.5.2 Existing Water Environment 

Under the WFD, River Basin Management Plans have been developed for all river, estuarine 
and coastal waters in the UK. In December 2009, NIEA published the North Eastern River 
Basin Management Plan (RBMP). The Plan identified where our water environment is in a 
‘Good’ or ‘Excellent’ condition, and sets out objectives for the improvement or the prevention 
of deterioration of individual river, lake, marine and groundwater bodies for the next three river 
basin planning cycles to 2015, 2021 and 2027. A Programme of Measures was published as 
part of the Plan, setting out actions required to meet the objectives to improve the status of all 
water bodies. 

NIEA is currently working towards producing the second river basin management plans in 
2015 through a three-step process. NIEA has completed the first step; establishing significant 
water management issues and has prepared an overview report for the North Eastern River 
Basin District. This sets out the latest assessment of pressures and impacts on the water 
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environment, describes the progress NIEA has made towards achieving objectives for 2015, 
and explains the significant water management issues that still need to be addressed. 

With reference to the ‘North Eastern RBMP Summary’ (NIEA 2009), the study area is located 
entirely within the North Eastern River Basin District, which covers an area of approximately 
3000km2. This takes in large parts of Counties Antrim and Down, and a small portion of 
County Londonderry. The district is flanked by the Antrim Plateau and Glens of Antrim to the 
north, and the Mourne Mountains (which include Slieve Donard, the highest peak in Northern 
Ireland), to the south. Over 0.7 million people live in the District, which includes the most 
densely populated region of Northern Ireland, the Belfast Metropolitan Area (BMA), and 
surrounding commuter areas including Lisburn, Newtownabbey, Carrickfergus, Bangor and 
Newtownards. 

At a Local Management Area (LMA) level, with reference to the ‘Lagan LMA Information 
Leaflet’ (NIEA 2011), the study area is located within the Lagan LMA, which covers an area of 
approximately 606km2. The principal river system within the LMA is the River Lagan, which 
rises around Slieve Croob and flows approximately 70km to Stranmillis Weir in Belfast, from 
which point it is transitional (estuarine). There are also sections of the river that feed the Lagan 
Canal, which has been strategically assessed for re-opening. 

Lagan Weir, further downstream from Stranmillis, is the lower limit of the River Lagan. It was 
completed in 1993 by Laganside Corporation to improve aesthetics and assist the 
environmental management of the estuarine section, thus impounding part of the Lagan 
Estuary. The weir was Laganside’s first project, and became the catalyst for the urban 
regeneration of the surrounding area. 

From the weir, the Lagan flows into the fully tidal Belfast Harbour, which is the last water body 
within the LMA, before flowing into Belfast Lough. Belfast Harbour has a water body area of 
approximately 3.44km2. In terms of its characteristics, it is classified as euhaline (waters 
containing between 30 and 40 parts per thousand of dissolved salts; that is, in most cases, 
normal sea water), mesotidal (moderate tidal range, normally of between 2 and 4m) and in 
terms of exposure, it is sheltered. This area also contains Belfast Harbour Estate (809ha 
(approximately 2000 acres)) which is the busiest passenger port in Northern Ireland and 
handles approximately 60% of Northern Ireland’s sea borne trade. George Best Belfast City 
Airport is also situated within the Estate.  

With reference to the ‘Belfast Lough LMA Information Leaflet’ (NIEA 2012), Belfast Lough is a 
semi-closed inter-tidal sea lough at the mouth of the River Lagan. The inner region of the 
lough contains an inter-tidal area comprising a series of mudflats, while the outer area is 
mainly rocky shores, with some sandy bays. The mudflats provide a valuable habitat for a 
range of bird species and the shallow waters on either side of the main shipping channel, 
which runs through the middle of the lough, sustain a growing shellfish industry. 

The main land use in the Lagan LMA is improved grassland (42%), arable farming (13%) and 
suburban/rural development (11%). The River Lagan also supports a number of outdoor 
activities, such as canoeing, angling, bird watching and walking. The main land use within the 
Belfast Lough LMA is improved grassland (33%), suburban and urban development (18%), 
arable farming (13%) and dense dwarf shrub heath (7%). 

Whilst Belfast Harbour is located in the south-east of the study area, only one surface water 
flows through the area (the Mile Water). With reference to Figure 16.1, the Mile Water is 
located on the very northern periphery of the study area, flowing in a west to east direction 
under the M2. It is culverted for significant lengths, including to the immediate upstream and 
downstream sides of the M2, and discharges into Belfast Harbour at Pollock Dock. 

South of the study area, the Farset River flows in a west to east direction and is culverted over 
the majority of its length. Through the City Centre, it flows under High Street and discharges at 
Custom House on the downstream side of the Lagan Weir (Figure 16.1). 
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16.5.2.1 Surface Water, Heavily Modified and Artificial Water Body Classification 

With reference to the ‘Recommendations on Surface Water Classification Schemes for the 
purposes of the Water Framework Directive Report’ (UKTAG, 2007), Member States are 
required to classify the 'status' of surface water bodies. This is determined by whichever is the 
lower of a water body's 'ecological' or 'chemical’ status. To achieve the overall aim of ‘Good’ 
surface water status, the Directive requires that surface waters be of at least ‘Good’ ecological 
and ‘Good’ chemical status. ‘Good’ surface water status is one of the principal objectives for 
surface water bodies not designated as heavily modified or artificial. The other principal 
objective is to prevent deterioration of surface water status. 

With reference to the ‘North Eastern RBMP’ (NIEA 2009), the ecological quality of surface 
waters is an expression of the quality of the structure and functioning of surface water 
ecosystems, as indicated by the condition of a number of 'quality elements'. The Directive 
uses the term ‘quality elements’ to refer to the different indicators of ecological quality 
comprising its ecological status classification schemes. The quality elements used to assess 
ecological status are: 

• Biological quality elements (invertebrates, plants, fish, phytobenthos and phytoplankton); 

• General chemical and physiochemical quality elements (phosphorous in rivers and lakes, 
nitrogen in transitional and coastal waters, dissolved oxygen and pH); and 

• Hydromorphological quality elements (water flow and physical modifications). 

For each water body, the ecological quality elements are classified individually, and chemical 
quality is determined by the levels of certain hazardous and dangerous substances. The 
ecological and chemical results are then combined to give an overall status in one of five 
classes: 

• High Ecological Status (HES); 

• Good Ecological Status (GES); 

• Moderate Ecological Status (MES); 

• Poor Ecological Status (PES); and 

• Bad Ecological Status (BES). 

As noted above, the Directive requires that the overall ecological status of a water body be 
determined by the results for the biological or physiochemical quality element with the worst 
class (i.e. the quality element worst affected by human activity). This is called the ‘one out - all 
out’ principle. If a water body is classified as ‘High’ or ‘Good’ status, then it has a healthy 
ecology, which deviates only slightly from natural conditions, is an important natural asset, and 
can support a wide range of uses such as recreation, fishing and drinking supply. If a water 
body is classified as ‘Moderate’, ‘Poor’ or ‘Bad’, then the ecology is adversely affected and the 
range of uses that can be supported is reduced. 

With reference to the ‘North Eastern RBMP’ (NIEA 2009), some water bodies have been 
modified to such an extent that they can no longer be restored to their original condition 
without compromising their current use (heavily modified water bodies). Other water bodies 
have been created where no water body previously existed (artificial water bodies). There are 
four classes for the status of heavily modified and artificial water bodies: 

• Good Ecological Potential or better (GEP); 

• Moderate Ecological Potential (MEP); 
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• Poor Ecological Potential (PEP); and 

• Bad Ecological Potential (BEP). 

The classification system for heavily modified and artificial water bodies takes into account the 
modified nature of these water bodies; thus instead of the aim of achieving ‘GES’, these 
surface waters must aim to meet ‘GEP’. Their ecological potential is assessed for water 
quantity, water flow and physical habitat, depending on whether reasonable effort has been 
made to maximise the quality of the ecology and habitats. The ecological potential 
classification also reflects the chemical quality of the water. 

With reference to the ‘Lagan LMA Information Leaflet’ (NIEA 2011), within the Lagan LMA 
there are six river classified water bodies (Blackstaff River (2 sections), Connswater, River 
Lagan, River Lagan Tributary and Clowney Water), two transitional water bodies (Lagan 
Estuary and Connswater Estuary) and one coastal water body (Belfast Harbour) all of which 
have been designated as heavily modified. 

16.5.2.2 Water Quality 

With reference to Figure 16.2 and the ‘Lagan LMA Action Plan and Update’ (NIEA 2013), the 
study area is located within the catchment area of the Belfast Harbour coastal water body 
(UKGBNI6NE180). The quality status of this water body for the last four yearly classifications 
is summarised in Table 16.6 below. 

Table 16.6: Summary of water quality status in Belfast Harbour (UKGBNI6NE180) 

Overall Status 
2011 
BEP 

2012 
BEP 

2013 
BEP 

2014 
BEP 

Alien Species Present Present Present - 

Specific Pollutants Pass Pass Pass Pass 

Priority Hazardous 
Substances Pass Pass Pass Pass 

Benthic Invertebrates Moderate Moderate Moderate Moderate 

Dissolved Inorganic Nitrogen 
(DIN) Moderate Poor Poor Poor 

Dissolved Oxygen High High High High 

General Conditions Moderate Moderate Moderate Poor 

Hydromorphology Good Good Good Good 

Macroalgae Moderate Moderate Moderate Moderate 

Phytoplankton Bad Bad Bad Bad 
Source: ‘Reason for status for water bodies within the Lagan LMA’ (NIEA 2014 Version No. 1) & ‘Reason 
for status for water bodies within the Lagan LMA – Draft second cycle River Basin Plans’ (NIEA 2014 
Version No. 1) 

In the most recent monitoring period (2014), the Belfast Harbour coastal water body 
(UKGBNI6NE180) was identified as being of BEP, and thus is considered to be of low 
importance from a water quality perspective. The primary failing elements are Phytoplankton 
(Bad), DIN (Poor), and General Conditions (Poor), which have been consistently under 
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pressure over the past three monitoring periods (as shown in Table 16.6). Furthermore, 
elements which are failing to achieve ‘Good’ status include Benthic Invertebrates and 
Macroalgae, which have been classified as Moderate. Phytoplankton, General Conditions and 
DIN are both key indicators of nutrient inputs in estuaries and coastal waters. In general, 
evidence of nutrient enrichment has been observed in coastal and transitional water bodies in 
the Lagan LMA. Overall, the water bodies affected are Belfast Harbour, Connswater Estuary 
and Lagan Estuary. 

With reference to the Agri-Food & Biosciences Institute (AFBI) website [on-line], the inner area 
of the lough (including Belfast Harbour) has been identified as being hypernutrified (as a result 
of anthropogenic impacts), and is subject to eutrophication. The harbour is home to two large 
sewage treatment works, discharging into the inner lough, as well as a fertiliser plant and other 
substantial port facilities. Industrial sources have been the main contributors of DIN to the 
water body, with the sewage treatment works contributing approximately 30% of the DIN load. 
The large mixing capacity of the Inner Lough allows effluent to be dispersed quickly between 
the inner and middle lough. With reference to the ‘State of the Seas Report’ (2011) jointly 
published by AFBI and NIEA, Inner Belfast Lough has demonstrated all the signs of 
eutrophication in the past. However, dramatic reductions in nutrient inputs to the inner lough 
have resulted in water quality improvements. 

Although not specifically identified as a water quality issue within Table 16.6, as part of the 
NIEA – WMU Major Client Interface Group Meeting held in May 2014, it was noted that the 
presence of hazardous substances in bed sediments within Belfast Harbour is a contamination 
issue with this water body, particularly nearer the Lagan Weir. Whilst specific pollutants or 
priority hazardous substances have not been identified as being under pressure within this 
water body, it is on the basis that they remain largely undisturbed within bed sediments. With 
reference to the ‘State of the Seas Report’ higher levels of contaminant concentrations are 
often associated with fine-grained sediments. These fine-grained sediments tend to 
accumulate where they can settle out, in undisturbed or less energetic environments (i.e. 
sheltered areas with low current velocities). 

With reference to the ‘Marine Strategy Framework Directive consultation - UK Initial 
Assessment and Proposals for Good Environmental Status’ (HM Government 2012), most of 
the areas in UK seas where there are problems from contamination with hazardous 
substances are local in nature. These are particularly in industrialised estuaries and coasts 
and generally associated with historic discharges and emissions from industry and agriculture. 
Concentrations of the most commonly monitored hazardous substances in seawater have 
fallen during the past ten years as a result of controls placed on their use and are now 
generally below UK environmental quality standards (EQS), as per the water quality status of 
elements of this water body, for the last three yearly classifications. 

Whilst environmental concentrations of monitored hazardous substances in the sea have 
generally fallen, they are still above levels where there is a risk of pollution effect in many 
coastal areas, especially where there have been historical discharges, emissions and losses 
from high population densities or heavy industry. As stated within the Marine Strategy 
Framework Directive consultation report “monitoring of concentrations of hazardous 
substances in sediments and biota (fish and shellfish) has been used to reveal more clearly 
where there are problems as concentrations in seawater are very low and variable. For the 
most commonly monitored contaminants, the levels in sediments and biota are a particular 
issue in estuaries that have been the subject of heavy pressure from industrial activities over 
time e.g. the Thames, Tees, Tyne, Mersey, Severn Estuary and Belfast Lough for the metals 
(cadmium, mercury and lead) and PAHs” (HM Government 2012).  

Hazardous substances enter the sea from rivers, sewage works and industrial discharges and 
through deposition from the atmosphere. They include synthetic compounds, such as 
pesticides, antifoulants and pharmaceuticals, and non-synthetic compounds, such as metals, 
which are dispersed as a result of a variety of industrial processes, and polycyclic aromatic 
hydrocarbons (PAHs), which are dispersed mainly as a result of combustion.  As stated within 
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the IACMST report, ‘Marine Processes and Climate’ (2005), estuary sediments are a complex 
mixture of particles that have been brought down by the river or in from the sea. The driving 
forces for sediment transport are variable on a number of time-scales, ranging from the semi-
diurnal tidal period, through to the spring-neap cycle, and to the seasonal, with additional 
episodic transport events associated with storm surges and river floods.  

With reference to the ‘State of the Seas Report’ improved practices and better regulation, 
combined with the decline in some of the most polluting industries historically, have reduced 
the input of a range of contaminants into the marine environment. The most dramatic 
improvements have been observed in Belfast Lough. These improvements are readily 
observed by taking long cores of sediment from the sea bed and looking at the contaminant 
burden in the descending layers. In the same way as a tree’s annual rings are laid down over 
time, in undisturbed sediments, the depth below surface in a core can be related to past 
deposition, right back to pre-industrial times. Alternatively, the current contaminant status can 
be assessed by analysing only the most recently deposited sediment, the surface layer. Over 
the past 14 years, monitoring in inner Belfast Lough has shown a steady and in some cases, 
significant decrease in the concentrations of most heavy metals analysed in the sediments. 

16.5.2.3 WFD Objectives and Actions 

With reference to the ‘Lagan LMA Action Plan and Update’ (NIEA 2013), there are set 
environmental objectives which aim to deliver improvements, and whilst the aim is to achieve 
‘Good’ status or better, this target has not been set for Belfast Harbour (UKGBNI6NE180). 

With reference to the ‘North Eastern RBMP’ (NIEA 2009), the WFD recognises that achieving 
‘Good’ status or potential for water bodies may not be possible within the first cycle for the 
following reasons: 

• the scale of improvements may take several cycles, for reasons of technical feasibility; 

• carrying out the improvements by 2015 may be disproportionally expensive; and 

• natural conditions may not allow for timely improvements. 

In such cases, as long as the water body is not allowed to deteriorate, the necessary 
improvements may extend over several planning cycles. The WFD also allows a less stringent 
objective to be set, where it is considered that ‘Good’ status cannot be achieved by 2027. With 
reference to the ‘Reason for status for water bodies within the Lagan LMA’ (NIEA 2014 
Version No. 1) practical constraints of a technical nature have prevented implementation of the 
measure by an earlier deadline and the time taken for the plants and animals to re-colonise 
and become established after the chemical and physiochemical or hydromorphological 
conditions have been restored to ‘Good’, or the time taken for the habitat conditions to 
stabilise after improvement works have been implemented, will cause a delay in reaching 
‘Good’ status until after 2015. 

As noted earlier, NIEA is currently working towards producing the second river basin 
management plans and have just completed the first step of this; establishing significant water 
management issues within the North Eastern River Basin District. With reference to ‘Risk 
Assessment Methodology for Surface Water – Significant Water Management Issues’ (NIEA 
2013), the overall purpose was to look for long-term trends and predictions for 2015, 2021, 
and to compare these against objectives, as defined by current class boundary limits. These 
trends, where possible, were run for raw continuous data and the processed data (i.e. % 
calculator and 3-year rolling averages) used in classification. Methodological developments 
and assessment changes complicate statistical assessments of trend and risk for coastal and 
transitional water bodies. The objectives for 2015, 2021 were discussed with relevant marine 
teams to provide expert judgment and assess the risk of not meeting objectives and risk of 
deterioration in class. 

   
ENVIRONMENTAL STATEMENT (VOLUME 1) 
January 2015 
 

535 
 



 Transport NI — York Street Interchange 

 
As part of this risk assessment, Belfast Harbour (UKGBNI6NE180) was identified as being at 
risk of not meeting both its 2015 and 2021 objectives, however is not at risk of deterioration. 

With reference to the ‘Lagan LMA Action Plan and Update’ (NIEA 2013), actions to be taken to 
address the failing elements on a water body-by-water body basis have been identified; in the 
case of Belfast Harbour these include: 

• Create inventory of physical structures in the channel and bank structures within the 
Lagan LMA; 

• Assess sources of organic pollution including agriculture, NIW intermittent discharges, 
WwTW, sewage pumping stations and septic tanks (domestic and private); 

• Continue monitoring to confirm evidence of trophic status; 

• Target Pollution Prevention advice to industrial premises and investigate any unconsented 
industrial discharges. Where required, ensure Water Order consent is obtained; and 

• Work with and support Belfast Harbour Commissioners and other local Stakeholders in 
raising awareness of environmental issues and projects. Seek to identify solutions to 
water management problems and develop and promote the Lagan LMA Action Plan. 

With reference to the ‘Lagan LMA Information Leaflet’ (NIEA 2011), in no instance has road 
runoff been specifically identified as a source of pressure within the Belfast Harbour water 
body; thus Transport NI has not been identified as a body which needs to take action to 
address any particular pressures/concerns. Nevertheless, with reference to the North Eastern 
RBMP (NIEA 2009), existing and planned measures have been identified to ensure that 
existing water uses are appropriately managed and that the water environment can achieve 
‘Good’ status. In the case of new road schemes, as detailed within the North Eastern RBMP 
(NIEA 2009), DRD Transport NI has made a commitment to assess the environmental impact 
of new roads in accordance with the Roads (Environmental Impact Assessment) Regulations 
(NI) 1999 and to adopt Sustainable Drainage Systems (SuDS) for all new motorways, dual 
carriageways and improvements to roads of motorway and dual carriageway standard, where 
technically and economically feasible. 

16.5.2.4 Protected Areas 

The WFD requires that a register of protected areas be identified to help ensure that the 
management of relevant water bodies is geared towards achieving protected area objectives.  
Protected areas are identified as those requiring special protection under existing National or 
European legislation, either to protect their surface water or groundwater, or to conserve 
habitats or species that directly depend on those waters. The purpose of the protected area 
register is to bring all EC water-related legislation under one umbrella. With reference to the 
North Eastern RBMP, the District has important habitats and wildlife living in areas identified 
as needing special protection under existing laws. These protected areas include: 

• Areas designated for the abstraction of water intended for human consumption under the 
WFD; 

• Areas designated for the protection of economically significant aquatic species. For 
example, this may include waters designated under the Shellfish Directive (codified 
version) 2006/113/EC, or the Fish Directive (consolidated) 2006/44/EC. Both of these 
directives have now been repealed by the WFD; 

• Bodies of water designated as bathing waters under the Bathing Waters Directive 
2006/7/EC; 
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• Nutrient-sensitive areas, including areas designated as Vulnerable Zones under the 

Nitrates Directive (consolidated) 91/676/EEC, and areas designated as Sensitive Areas 
under the Urban Waste Water Treatment (UWWT) Directive (consolidated) 91/271/EEC; 
and 

• Areas designated for the protection of habitats or species under the Habitats Directive 
92/43/EEC or the Birds Directive 2009/147/EC, where the maintenance or improvement of 
the status of water is an important factor in their protection. 

16.5.2.4.1 Areas designated for the abstraction of water intended for human consumption  

This is a new category of protected area which replaces the system of drinking water 
protection previously provided by the Drinking Water Abstraction Directive 75/440/EEC and 
will also incorporate groundwaters. 

With reference to the ‘Lagan LMA Information Leaflet’ (NIEA 2011), there are a number of 
drinking water protected areas within the LMA, though understandably none of these areas 
are located within the study area, due to the euhaline nature of the water environment. 

16.5.2.4.2 Areas designated for the protection of economically significant aquatic species 

Existing designations under the Shellfish Waters Directive 2006/113/EC (now repealed) have 
become ‘areas designated for the protection of economically significant aquatic species’ under 
the WFD and placed on the Protected Areas register. 

Shellfish waters are designated in order to ensure a suitable environment for shellfish growth. 
They are identified by Member States as coastal or brackish waters which need protection or 
improvement in order to sustain shellfish. With reference to the ‘Lagan LMA Action Plan and 
Update’ (NIEA 2013), Belfast Lough is a designated shellfish water, and as such is considered 
to be of high importance from a fisheries perspective. 

Although not protected under the register, there are also 25 licenced aquaculture sites within 
Belfast Lough, though not all of these are currently in production. The total aquaculture area of 
the lough covers approximately 7.5km2 and the species of commercial interest at all sites is 
the common mussel Mytilus edulis. With reference to the ‘Sanitary Survey Report: Belfast 
Lough’ (Food Standards Agency (FSA) NI 2008), Belfast Lough supported a thriving shellfish 
industry in the mid-19th Century; however this saw a rapid decline in the early 20th Century 
largely as a result of public health concerns. The industry has redeveloped in the last 25 
years, using bottom culture of the common mussel.  

Both the designated shellfish water and licenced aquaculture sites are located over 5km 
downstream from the study area. 

All waters designated under the Fish Directive (consolidated) 2006/44/EC (now repealed) are 
included as or within water bodies under the WFD. In setting up standards for the WFD, the 
UKTAG anticipated the demise of the Fish Directive and sought standards that would continue 
to achieve the purposes of this Directive. In essence, water quality standards and monitoring 
requirements to ensure the protection of coarse and game fisheries are covered by the 
standards and procedures of the WFD.  

Rivers and lakes are still designated into two categories of water: those suitable for Salmonids 
(mainly salmon and trout), and those suitable for Cyprinids (coarse fish including carp, tench, 
bream, roach, chub and minnows). With reference to the ‘Lagan LMA Information Leaflet’ 
(NIEA 2011), there are 134km of rivers (37.5km designated Cyprinid, 96.5km designated 
Salmonid) and 5.7km of canal (all designated Cyprinid) which had been identified under the 
Fish Directive, though understandably none of these surface waters are located within the 
study area due to the euhaline nature of the water environment. 
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16.5.2.4.3 Bathing Waters 

Bathing Waters are areas protected for recreational and bathing use and must meet 
mandatory and guideline standards for microbiological quality in order to protect human 
health. With reference to the ‘Lagan LMA Information Leaflet’ (NIEA 2011), there are no 
identified bathing waters within or close to the study area. 

16.5.2.4.4 Nutrient-Sensitive Areas 

Nutrient-Sensitive Areas comprise nitrate vulnerable zones, polluted waters designated under 
the Nitrates Directive, and areas designated as sensitive areas under the Urban Waste Water 
Treatment Directive in relation to nutrient enrichment. With reference to the ‘Lagan LMA 
Information Leaflet’ (NIEA 2011), a total territory approach has been adopted in Northern 
Ireland under the Nitrates Directive. With regards to the Urban Waste Water Treatment 
Directive, the River Lagan, Tidal Lagan and Inner Belfast Lough have been designated. 

16.5.2.4.5 Areas designated for the protection of habitats or species 

The objective for Natura 2000 Protected Areas identified in relation to relevant areas 
designated under the Habitats Directive 92/43/EEC is to: 

“Protect and, where necessary, improve the status of the water environment to the extent 
necessary to achieve the conservation objectives that have been established for the protection 
or improvement of the site’s natural habitat types and species of Community Importance in 
order to ensure the site contributes to the maintenance of, or restoration to, favourable 
conservation status (i.e. to protect and, where necessary, improve the water or water-
dependent environment to the extent necessary to maintain at or restore to favourable 
conservation status, the water-dependent habitats and species for which the Protected Area is 
designated)”. 

The objective for Natura 2000 Protected Areas identified in relation to relevant areas 
designated under the Birds Directive 2009/147/EC is to: 

“Protect and where necessary improve the water environment to the extent necessary to 
achieve the conservation objectives that have been established for the protection or 
improvement of the site in order to ensure that the site contributes to the conservation 
(survival and reproduction in their area of distribution) of bird species listed in Annex I of the 
Birds Directive”. 

Where a Natura 2000 Protected Area forms part of a water body, or where a water body lies 
within such an area, the WFD status objectives apply in addition to the requirement to 
maintain at favourable conservation status or restore it to that status. 

With reference to the ‘Lagan LMA Information Leaflet’ (NIEA 2011), there are no water-
dependent SACs within the LMA. There is however one water-dependent SPA located within 
Belfast Lough (Figure 10.1), thus is considered to be of very high importance.  

Belfast Lough SPA is located between Outer Belfast Lough and Inner Belfast Lough and is 
designated primarily for the fauna (particularly wildfowl) present in the Inner Lough, and 
geological features in the Outer Lough. The SPA boundary is entirely coincident with that of 
Outer Belfast Lough ASSI and Belfast Lough Ramsar Site. However, within the immediate 
harbour area, the boundary has been redrawn to take into account permitted port-related 
development and landfill, which has taken place since the Inner Belfast Lough ASSI was 
declared in 1987. Hence the SPA boundary is not entirely coincident with that of Inner Belfast 
Lough ASSI. 

With reference to the ‘Lagan LMA Information Leaflet’ (NIEA 2011), Belfast Lough SPA is in 
an ‘unfavourable’ condition. Unfavourable SPAs require investigation to identify external and 
internal factors affecting condition, though the issues affecting this SPA are unclear. The 
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‘unfavourable’ condition may be caused by changes in migratory patterns, disturbance to high 
tide roost sites, water quality and/or ecological factors. 

16.5.3 Groundwater 

Groundwater occurs everywhere beneath the ground across Northern Ireland. It plays a 
significant role in supporting surface water flows and levels through natural discharge from the 
ground to rivers, lakes, streams and wetlands. This contribution to surface waters can also act 
to dilute pollutant concentrations in the surface water; therefore, helping support the overall 
ecological and amenity value of these systems. 

With reference to the ‘Groundwater body Classification Report,’ NIEA (2009), the WFD 
requires the status of groundwater management units (groundwater bodies) within each river 
basin to be determined as ‘Good’ or ‘Poor’ (with respect to the target date of 2015). 

Groundwater bodies are assessed by examining the main land-use pressures that are likely to 
be affecting them; these include chemical (diffuse and point sources) and quantitative (water 
abstraction and quarry dewatering) pressures. Using the monitoring data from 2000 to 2008, 
the following is considered: 

• the scale, frequency and distribution of the pressures; 

• the nature of the link between the pressure and the groundwater; 

• trends in groundwater (and surface water) quality and levels; and 

• the relationship between groundwater bodies and the surface water bodies and wetland 
systems to which they eventually discharge. 

With reference to the North Eastern RBMP (2009), groundwater occurs to some degree from 
nearly all rock types within the district. Significant supplies are found in the Lagan and Enler 
valleys within sandstone aquifers, and near Dundonald and Comber within sand and gravel 
deposits. In the past, these aquifers have been used extensively for public supply, and still 
represent an important strategic resource that requires management and protection. 

With reference to the ‘Lagan LMA Action Plan and Update’ (NIEA 2013), one out of four 
groundwater bodies are failing to achieve ‘Good’ status. With reference to Figure 16.3, the 
Belfast Groundwater Body (in which the study area is partially located) currently achieves 
‘Poor’ overall status, due to water balance (quantitative) and nitrate level (chemical) issues. 
With reference to Figure 16.3, the study area is also partially located within the Belfast Hills – 
Islandmagee Groundwater Body, which is classified as ‘Good’ for both Quantitative and 
Qualitative status. 

16.5.3.1 Hydrogeology 

A new aquifer classification system has been developed by the Geological Survey of Northern 
Ireland (GSNI) and British Geological Survey (BGS) in accordance with WFD guidance to 
assess and manage all waters within Member State boundaries in a unified manner.  With 
reference to the ‘Water Framework Directive – Aquifer Classification Scheme for Northern 
Ireland’ GSNI (2005), the WFD describes a groundwater body as a ‘distinct volume of water 
within an aquifer or aquifers’. For the purposes of WFD analysis, the aquifer classification 
scheme considers the following elements in defining aquifer type/category: 

• Strata type (Bedrock or Superficial); 

• Relative ‘productivity’ with respect to exploitation history/well yields (where data is 
available); and 

• Flow Type (intergranular, fractured, karstic or combination). 
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A Hydrogeological Technical Note has been prepared for this assessment and is contained 
within Appendix 16, Annex A. In terms of hydrogeology, the BGS/GSNI Geoindex and 
‘Characterisation of Groundwater Bodies within Northern Ireland’ published by NIEA (2012) 
indicate that the study area is underlain by two main bedrock aquifers: 

• The Sherwood Sandstone Group underlying the area to the east of York Street is situated 
within the Belfast Groundwater Body.  It is classified as Bh(l-f), a bedrock aquifer with: 
high potential productivity; fracture/inter-granular flow; high to moderate yields probable; 
however, part dependence on fracture flow makes poorer yields possible; dual porosity. 
Inter-granular porosity exists within the sandstone units, and flow is both inter-granular 
and through fractures; and 

• The Mercia Mudstone Group underlying the area to the west of York Street belongs to the 
Belfast Hills – Islandmagee groundwater body.  This aquifer is classified as Bp(f): poor 
potential productivity; fracture flow; small supplies may be possible but strata rarely 
exploited; negligible regional flow; limited local flow. 

The Sherwood Sandstone forming the Belfast Groundwater Body dips beneath and becomes 
confined by overlying Mercia Mudstone. The sandstone extends west beneath Belfast Lough 
(where groundwater becomes saline). The sandstone is reported to be mostly fully saturated 
with piezometric levels occurring in the overlying deposits. Regional groundwater flow occurs, 
although compartmentalisation of flow occurs due to significant faulting. Within the Central 
Belfast area, the Sherwood Sandstone is overlain by significant thicknesses of low 
permeability deposits. Significant thicknesses of glacial sand and gravel deposits also occur, 
particularly in the Lagan Valley. The sand and gravel deposits will have primary inter-granular 
porosity and are reported to have high productivity potential. Groundwater within these 
deposits tends to exhibit greater hydraulic connectivity with nearby surface waters than 
groundwater in the Sherwood Sandstone. There is generally very little surface exposure of the 
Sherwood Sandstone, although GSNI mapping shows limited surface outcrop to the north of 
Brougham Street. Sand and gravel deposits are not recorded at surface in the study area.     

The superficial deposits of estuarine alluvium that underlie the study area have very low 
permeability and are not regarded as having the potential to store and transmit significant 
amounts of groundwater. The till in the Belfast Groundwater Body area is considered to be 
moderately permeable due to its association with the underlying sandstone-dominated 
bedrock, resulting in a significant sand/silt sized fraction.   

NIEA considers that recharge to the Belfast Groundwater Body is mainly along its margin with 
the Mercia Mudstone, as runoff from higher ground crosses the body.  An average recharge 
rate of approximately 126mm/yr is reported, compared with an annual average rainfall of 
891mm.  NIEA considers that recharge to the Belfast Hills – Islandmagee groundwater body is 
mainly directly where bedrock occurs at or close to the surface. They estimate a recharge rate 
of 181mm/yr.  Mercia Mudstone occurs close to the surface towards the west of the study 
area, and was encountered at shallow depth in exploratory holes.  

Currently, there are no known abstractions of groundwater within or adjacent to the study 
area.  

16.5.3.2 Groundwater Vulnerability 

A new methodology for groundwater vulnerability assessment has also been developed by the 
GSNI and BGS, in accordance with WFD guidance to help characterise and assess risk to 
groundwater bodies. In order to carry out risk assessments, knowledge of the vulnerability of 
groundwater is necessary. Typically, groundwater is of High quality and often requires little 
treatment prior to use. However, it may be vulnerable to contamination from both diffuse and 
point source pollutants, from direct discharges into groundwater, and indirect discharges into 
or onto land. 
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Groundwater decontamination is difficult, prolonged, and expensive, and therefore the 
prevention of pollution is important.  

With reference to ‘A groundwater vulnerability screening methodology for Northern Ireland 
Report’ BGS (2005), groundwater vulnerability is defined as the tendency and likelihood for 
general contaminants to reach the water table after introduction at the ground surface. All 
groundwater is to some degree vulnerable, and the groundwater vulnerability screening 
methodology is designed to reflect the ability of contaminants to reach the water table surface.  

The screening methodology applies to the situation where contamination from the land surface 
leaches vertically downwards to the water table within the uppermost aquifer at a particular 
locality. The groundwater vulnerability assessment is, therefore, influenced by several factors 
that relate to the pathway element of a typical Source – Pathway – Receptor risk assessment. 
In this case, the pathway is characterised by the geological and hydrogeological 
characteristics of the top soil layer, the underlying superficial deposits and bedrock. 

The pathway between the ground surface and the water table can affect the degree of 
attenuation of contaminants. It can be influenced by the: 

• permeability and clay content of the superficial deposits; 

• thickness of the superficial deposits; 

• mode of groundwater flow in bedrock aquifers (fracture or inter-granular flow); 

• permeability and clay content of inter-granular bedrock aquifers; and 

• depth to the water table in both superficial and inter-granular bedrock aquifers. 

It is the above factors that determine the vulnerability classification. Vulnerability has been 
divided into five categories, with Class 1 areas having the lowest risk of groundwater pollution 
and Class 5 the highest, as shown in Table 16.7 below. 

Table 16.7: Vulnerability definitions for potentially polluting activities 

Vulnerability 
category Description Frequency of 

activity Travel time 

5 Vulnerable to most water pollutants with 
rapid impact in many scenarios 

Vulnerable to 
individual events 

 

 

 

 

 

 

 

Vulnerable only 
to persistent 

activity 

Rapid 

 

 

 

 

 

 

 

 

Very slow 

4 Vulnerable to those pollutants not readily 
adsorbed or transformed 

3 Vulnerable to some pollutants with many 
significantly attenuated 

2 Vulnerable to some pollutants but only when 
continuously discharged/leached 

1 
Only vulnerable to conservative pollutants in 
the long-term when continuously and widely 

discarded and leached 

Source: adapted from Foster 1998. 

Class 4 is further subdivided according to the nature of the pathway: 

• 4a – sand and gravel cover; 

   
ENVIRONMENTAL STATEMENT (VOLUME 1) 
January 2015 
 

541 
 



 Transport NI — York Street Interchange 

 
• 4b – moderate permeability cover; 

• 4c – low permeability cover; 

• 4d – thin soil over bedrock; and 

• 4e – where superficial aquifers are present. 

In terms of Groundwater Vulnerability, there is also an east/west split within the study area, 
with York Street again largely forming the boundary between areas of differing vulnerability. 
With reference to Figure 16.4, to the west of York Street, the study area is categorised as 
Vulnerability Class 2 (Mercia Mudstone), vulnerable to some pollutants but only when 
continuously discharged/leached. To the east of York Street, the study area is categorised as 
Vulnerability Class 1 (Sherwood Sandstone), only vulnerable to conservative pollutants in the 
long-term when continuously and widely discarded and leached. Overall, groundwater within 
the study area is vulnerable only to persistent activity and the travel time of contaminants is 
typically very slow. 

The majority of the Belfast Groundwater Body is considered to have moderate to high 
vulnerability, with the higher zones related mostly to where or minimal/permeable superficial 
deposits overlie the bedrock. In Belfast, an area of very low vulnerability is identified where 
estuarine clays occur. 

16.5.3.3 Groundwater Monitoring Records 

As noted above, a Hydrogeological Technical Note has been prepared for this assessment 
and is contained within Appendix 16, Annex A. This provides a detailed analysis of 
groundwater monitoring records from the ‘Ground Investigation Report’ (2013), which was 
undertaken and completed by Causeway Geotech Ltd. These data have been used to assist 
with the development of a hydrogeological conceptual site model.   

Based on the specific 2013 Ground Investigation for the Proposed Scheme, in general, 
groundwater strikes were reported in the majority of borehole locations and were recorded 
between 1.5m and 32.5m bgl. In most cases, groundwater strikes were recorded within 
granular alluvial deposits at depths of between 9.3m and 26.5m bgl. Sub-artesian conditions 
were recorded in the fluvial deposits, with rises 20 minutes following strike of up to 16.95m. 
Blowing sand was reported in one borehole between 12.00m and 13.15m bgl.  Strikes were 
also noted at depth within granular till deposits and at shallow depth within estuarine alluvium 
deposits.   

The majority of trial pits were recorded to be dry, with the exception of two where water strikes 
were observed in Made Ground between 0.7m and 1.2m bgl.  

Groundwater monitoring wells were installed at twenty three locations during the 2013 
investigation. Groundwater level gauging was undertaken between January and July 2013 
with response zones within the alluvial deposits and the underlying fluvial deposits. In addition, 
six boreholes were screened within the bedrock. Hydrographs showing the results of 
groundwater level gauging in the bedrock, fluvial deposits, sleech and combined strata are 
included in the Hydrogeological Technical Note (Appendix 16, Annex A of this ES). 

From the information available, the extent of hydraulic connectivity between the bedrock and 
the fluvial deposits is uncertain. Overall, a vertically upwards hydraulic gradient is implied. 
Close correspondence between groundwater elevations in adjacent boreholes installed within 
the bedrock and granular horizons in the till might suggest that groundwater within bedrock 
and the overlying till deposits may locally be at or close to hydrostatic equilibrium.  The strike 
and rise data suggest that groundwater within the fluvial deposits is semi-confined by the 
overlying estuarine [‘sleech’] deposits. In general, groundwater elevations in the sleech are 
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above those in the underlying fluvial deposits, implying a vertically downwards hydraulic 
gradient from the low permeability sleech to the underlying fluvial deposits.   

To assess seasonal variation in groundwater levels and whether groundwater beneath the site 
may be tidally influenced, the groundwater levels in the standpipes installed in eight boreholes 
were continuously monitored over a period of approximately 7 weeks, ending in early July 
2013. Levels were recorded automatically at 10-minute intervals using electronic pressure 
loggers (“divers”) installed near the base of the wells. In general, groundwater levels remained 
relatively static throughout the monitoring period, with a maximum seasonal variation of 
approximately 0.3m observed.   

The results of the continuous groundwater monitoring also suggest that groundwater levels in 
a borehole installed in fluvial deposits immediately adjacent to southern part of the proposed 
M2 to Westlink underpass and closest to Belfast Harbour, are tidally influenced. A diurnal 
variation of approximately ±0.2m was observed. No evidence of diurnal variation was 
observed in the other boreholes, although slight changes in response to a particularly high 
(‘spring’) tide may be present.  

Overall, three groundwater systems appear to be present beneath the study area. The deeper 
groundwater systems are represented by groundwater in the bedrock and fluvial sand and 
gravel deposits. Although moderate thicknesses of till described as stiff gravelly-sandy clay 
typically overlie the bedrock, these deposits are thin or absent to the west of York Street.  
Groundwater within the bedrock and fluvial sands and gravels may locally be at or close to the 
hydrostatic equilibrium. 

The shallower groundwater system is represented by estuarine deposits (‘sleech’). These 
largely comprise silt and clay, although occasional sand lenses are also present. The deposits 
display some heterogeneity over relatively short distances. Groundwater depths within the 
sleech ranged between 1.62m and 2.60m bgl. Groundwater elevations within the alluvium 
deposits appear to be above those in the underlying strata, implying a vertically downwards 
hydraulic gradient.   

16.5.3.4 Interpolated Groundwater Contours and Hydraulic Gradients 

In terms of the interpolated groundwater contours for the sleech, the inferred direction of 
groundwater flow is mainly towards the north-east with an estimated hydraulic gradient 
ranging from 0.002 to 0.005. 

In terms of the interpolated groundwater contours for the fluvial deposits, the inferred direction 
of groundwater flow is mainly in a broadly easterly-south-easterly direction with an estimated 
hydraulic gradient of 0.004. 

In terms of the interpolated groundwater contours for the bedrock, the inferred direction of 
groundwater flow is mainly towards the south-east.  The hydraulic gradient varies between 
approximately 0.015 to the west and 0.005 to the east.  The shallower gradient to the east 
reflects groundwater elevations in the Sherwood Sandstone, while the steeper gradient to the 
west reflects groundwater elevations in the Mercia Mudstone.   

16.5.4 Flood Risk from Rivers and Sea 

With reference to the DARD Rivers Agency Strategic Flood Map for Northern Ireland, which 
provides a strategic overview of flood risk in Northern Ireland, the River Lagan has an 
associated Q100 floodplain which encroaches into the study area. The Strategic Flood Map 
illustrates areas throughout Northern Ireland that have flooded from rivers and the sea in the 
past, and those predicted to be prone to flooding now and in the future.  As the study area is 
located close to Belfast Harbour, it is more significantly located within a coastal [sea] Q200 
floodplain, and thus vulnerable to sea surge. 
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The River Flood Map provides an illustration of the approximate extents of river floodplains 
which are the relatively flat areas of land adjacent to rivers subject to periodic coverage by 
floodwater.  The outlines of floodplains highlighted in the map identify areas that in any year 
have a 1-in-100 or greater chance (1% Annual Exceedance Probability (AEP)) of flooding from 
a river.  The extents of floodplains have been estimated using predictive computer modelling 
techniques that are commonly used as a decision support tool by flood defence authorities 
throughout the UK, Ireland and beyond.  As the predictive models cover the whole of Northern 
Ireland, there are clear limitations associated with the methodology and data used. These 
inevitably have an impact on the accuracy of the floodplain outlines. 

The Sea Flood Map provides an illustration of the approximate extent of the coastal 
floodplains which are the relatively flat areas of land around the shoreline subject to periodic 
coverage by the sea.  The outlines of floodplains highlighted in the map identify areas that in 
any year have a 1-in-200 or greater chance (0.5% Annual Exceedance Probability (AEP)) of 
flooding from the sea.  DARD Rivers Agency developed this floodplain using a computerised 
coastal model that simulates how extreme tides combine with storm surges and onshore 
waves to produce high water levels at 48 locations around the coastline.  As the model is 
strategic in nature, the flow characteristics of inundation during a tidal cycle were not taken 
into account by DARD Rivers Agency in the predictions, and therefore it is assumed that all 
areas below the predicted high water levels are inundated. It should be noted that the original 
DARD Rivers Agency flood model was based on aerial LiDAR data of limited accuracy and so, 
only provides indicative guidance on general areas estimated to be prone to flooding. 

The Sea Flood Map assesses two distinct scenarios, namely Present Day (2009) and Climate 
Change (2030).  The Present Day scenario considers the 2009 extents of the coastal 
floodplains that have been estimated by the predictive model using input data that is 
representative of the current climate conditions and sea levels.  It is an accepted scientific fact 
that sea levels are rising and that this would increase the coastal flood risk.  Therefore, the 
Climate Change map scenario considers the estimated coastal floodplain outlines for the year 
2030, and has been based on the best available predictions for sea levels and storm surges at 
that time. 

Existing ground levels within large parts of the study area are relatively flat with only minor 
undulations, the exception to this being M2 foreshore (on embankment) and Westlink which 
rises out of the floodplain to the west.  With the lowest ground level in the vicinity of the 
existing junction being approximately 1.6mAOD, beyond the existing junction being 
approximately 1mAOD (at Gamble Street/Tomb Street junction) and the level of flood 
protection structures adjacent to Belfast Harbour providing protection up to a level of 2.7 – 
3.0mAOD, high tidal and flood events (when the peak river water levels rise above the flood 
protection level) would result in an inundation of the docklands area, into the study area and 
south into the City Centre. Consequently, the existing water environment and its 
characteristics play a significant part in influencing flood risk pertaining to the study area.   

The study area, along with the greater City Centre area, is currently being investigated and 
modelled in detail by DARD Rivers Agency to gain a more comprehensive understanding of 
flood inundation, flow patterns, extents and likely frequency.  Over the last eighteen months or 
so, DARD Rivers Agency and Transport NI have been working collaboratively to fully 
understand the risk of flood inundation and its pattern. This has given Transport NI a 
comprehensive understanding of where within the study area may potentially experience 
flooding as a result of proximity to the river or the sea.  Ongoing consultations with DARD 
Rivers Agency and review of the recently developed models suggest that the study area falls 
within the zone which is at risk of potential flooding if the existing flood defences were 
breached or overtopped. 

16.5.5 Surface Flooding 

The Rivers Agency Strategic Flood Map for Northern Ireland also provides information on 
areas likely to experience localised surface water flooding during extreme rainfall events (i.e. 
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land naturally vulnerable to surface water or “pluvial” flooding). Surface water flooding occurs 
as a result of rainfall which overwhelms natural or man-made drainage systems, resulting in 
water flowing overland and ponding in depressions in the ground. With reference to the Rivers 
Agency Strategic Flood Map for Northern Ireland, sections of the existing local road network 
(i.e. York Street, Nelson Street, Dock Street and Corporation Street) within the study area are 
considered susceptible to localised flooding during such events. The strategic road network 
within the study area (i.e. Westlink, M2 or M3) is not particularly susceptible to such events; 
however the existing gyratory system has been identified as being at risk. 

As runoff from the existing road network primarily outfalls by gravity to the existing combined 
storm and foul water sewers, NI Water has been consulted in connection with the possible risk 
of surface water flooding. They provided output data from their hydraulic storm and foul 
sewerage model which demonstrates that there are areas present within York Street and Dock 
Street which could be subject to surface water flooding under a 1-in-5 year return period 
design storm event. Apart from the River Lagan and Belfast Harbour, the majority of the study 
area is lacking in the provision of existing storm culverts or open waterways.  Guidance from 
DARD Rivers Agency and NI Water in connection with the potential flood risk from sources 
within the site extents (other than the River Lagan or Belfast Harbour) indicates that flood risk 
is only very minor and local in nature. 

16.6 Predicted Impacts  

16.6.1 Operation 

16.6.1.1 Surface Water Classification 

As the WFD will be fully effective by 2015, the key objective for surface waters is to:  

• Prevent deterioration, enhance and restore bodies of surface water, achieve ‘Good’ 
chemical and ecological status of such water, and reduce pollution from discharges and 
emissions of hazardous substances. 

Sub-Section 16.5.2.2 details current and recent ecological potential classifications for the 
Belfast Harbour coastal water body (UKGBNI6NE180) within the study area. These 
classifications form the basis for identifying objectives to be achieved at each 6-year cycle until 
2027 (as detailed in Table 16.8 below). With reference to the ‘North Eastern RBMP,’ the WFD 
recognises that achieving ‘Good’ potential may not be possible with the first cycle and the 
objectives set for 2015 to 2027 will be reviewed in each subsequent planning cycle.  

For purposes of assessment, it is assumed that the Proposed Scheme would be operational in 
2021. However in accordance with DMRB requirements, the assessment of predicted impacts 
upon the water environment is based upon design year (2035) conditions. Therefore, it is 
necessary to take cognisance of the range of future planning cycles and associated ecological 
potential objectives relevant to the key stages of the Proposed Scheme life cycle (assumed 
year of opening and design year). 

Table 16.8: Future River Basin Planning Cycle Objectives 

Coastal Water River Basin Planning Cycle Ecological Potential 

Belfast Harbour 
(UKGBNI6NE180) 

2015 Objective MEP or worse 

2021 Objective GEP 

2027 Objective GEP 

Source: NIEA – WMU’s ‘Reason for status for water bodies within the Lagan LMA’ (March 2014 Version 
No. 1.  
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With reference to Table 16.8, the assumed year of Opening (2021) would fall within the 2021 
future planning cycle, whereas the Design Year (2035) would fall within the 2033 future 
planning cycle, and at that point it would be expected that Belfast Harbour coastal water body 
would again achieve GEP (as per the previous two planning cycles). 

As noted earlier, NIEA is currently working towards producing the second river basin 
management plans and looking at long-term trends and predictions for 2015, 2021, comparing 
these against objectives, as defined by current class boundary limits. As part of this risk 
assessment, Belfast Harbour (UKGBNI6NE180) was identified as being at risk of not meeting 
both its 2015 and 2021 objectives, however is not at risk of deterioration. 

The potential for impact upon classification of this water body associated with the Proposed 
Scheme is considered further in the following sub-sections. 

16.6.1.2 Proposed Road Drainage 

The drainage design associated with the Proposed Scheme has been more appropriately 
detailed in Section 4.3 (Road Drainage) of Chapter 5 (Scheme Description). Whilst 
acknowledging that the Proposed Scheme drainage proposals would be subject to detailed 
design development, the procedures utilised in the development of the drainage design at this 
stage has been consistent with the principles and requirements defined in DMRB and relevant 
legislation and policy.  

The proposed road drainage (as shown on Figure 16.6) has been developed in such a manner 
as to: 

• address road safety issues pertaining to the accumulation of surface water as defined in 
DMRB; 

• provide an effective system, using normally available and readily maintained components, 
for conveying surface water arising from the Proposed Scheme to the receiving 
watercourses, water bodies or drainage systems; 

• incorporate facilities to inhibit discharge of sediments and significant volumes of 
hydrocarbons, prior to discharge to receiving water bodies or drainage systems; and 

• provide facilities to isolate the drainage system from the receiving watercourses, water 
bodies or drainage systems in the event of significant spillages of contaminants. 

While there would be a need for further consideration and development of the detailed 
construction proposals, the complexity of establishing a compliant and optimum drainage 
solution within an already highly developed and very constrained site has presented numerous 
challenges which have been overcome. Establishing a viable method of collecting the surface 
water run-off for the links associated with the Proposed Scheme has been one of these 
challenges. The complexities which the proposed layout would overcome include providing 
drainage facilities for underpasses which would have finished road levels some 7m below any 
potential appropriate discharge location. The solution embedded in the Proposed Scheme is 
the inclusion of a centrally located storm water pumping station to collect surface water 
drainage and convey the water to an appropriate outlet. Additional complexities include 
ascertaining appropriate rates and volumes of surface water discharge, and obtaining 
agreement with the appropriate authorities to the acceptable permitted quantity and quality of 
the drainage water to be discharged. 

In the environment of the finished road, surface water run-off collection for the Proposed 
Scheme would be achieved through a combination of road drainage gullies and combined 
kerb and drainage (CKD) systems, discharging to longitudinal collector pipes.  

In seeking to develop a proposal which embraces all of the drainage challenges in the area, 
consultations were carried out with NIEA – Water Management Unit and NI Water. As 
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described previously, surface water within the scheme area currently drains to the local 
combined sewer network which then outfalls into the existing Low Level combined sewer 
beneath Corporation Street (Link No. 43). In keeping with best practice and to deliver 
improvement to the NI Water sewerage system, the potential to separate storm water and take 
it out of the combined sewers as part of the Proposed Scheme was reviewed. It was agreed 
between Transport NI and NI Water that the optimum solution (i.e. to seek to provide 
maximum available storm water separation with the Proposed Scheme), should be the basis 
of the drainage solution and NIEA – Water Management Unit were kept abreast of this. This 
approach would provide a significant reduction in storm water discharge from the wider 
scheme area, which would lessen the frequency of surcharging within the existing NI Water 
sewerage network.  However this solution has presented a number of potential water quality 
issues, which have been considered further below. 

16.6.1.3 Surface Waters 

No new surface waters (open or culverted) would be directly or indirectly affected by the 
Proposed Scheme, thus no hydrological, hydromorphological or water quality impacts can be 
expected. 

As noted earlier, the Mile Water (Figure 16.1) is the only surface water which flows through the 
study area. In terms of predicted impacts, the Proposed Scheme would require no modification 
of the existing strategic or local road network in the vicinity of this surface water, thus no direct 
morphological impact is expected.  In terms of drainage, the M2 would drain as it currently 
does, to the Mile Water culvert. From a high point in the vertical alignment north of the Dock 
Street overbridge, the M2 carriageway slopes north towards a low point near where the Mile 
Water culvert passes beneath the M2. Proposed drainage solutions for these areas would 
involve surface water eventually discharging to the Mile Water Culvert. The areas that would 
be drained by this network of drainage pipes and conduits are, the Westlink to M2 alignment 
(Link 1), the M2 to M3 (Link 8) alignment (north of Dock Street overbridge) and the M2 to 
Westlink alignment (Link 2) (north of Dock Street overbridge). This would result in an increase 
(though minimal) in routine runoff discharging unattenuated to the Mile Water. 

The drainage solution developed for the Proposed Scheme seeks to maximise the drainage 
catchment area (approximately 6.3ha) that would discharge storm water to the pumping 
station, which would then be conveyed onwards via the new pumping main arrangement to the 
outlet point near Gamble Street. The existing CSO culvert which would be utilised discharges 
through an outfall structure in the quay wall of Belfast Harbour, immediately upstream (south) 
of Dargan Bridge (as indicated on Plate 16.1 below and shown on Figure 16.6). As noted in 
sub-section 16.5.1, this CSO culvert no longer conveys foul water, instead facilitating drainage 
of a section of elevated M3 between Lagan Bridge and Nelson Street.  
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Plate 16.1: Proposed pumping station outfall location (highlighted within yellow box). 

In terms of predicted impact, this would result in a significant increase in the volume of runoff 
from the strategic road network outfalling direct to the Belfast Harbour coastal water body 
(UKGBNI6NE180) at this point, however no modification of the existing outfall point through 
the quay wall is required (though this is subject to a condition survey). On this basis, there 
would be no morphological modification (i.e. other than routine maintenance) required to this 
already heavily modified water body. 

The elevated M3 Lagan Bridge would be drained to Belfast Harbour predominantly through the 
existing storm drainage network.  Based on the adopted design approach (which seeks to 
maximise storm water separation from the sewerage system), it has been feasible to redirect 
discharge of the motorway area between the M2 and M3 transition to the Pumping Station and 
onwards to Belfast Harbour. 

Where other road drainage outfalls would be required for connector roads adjacent to the 
Proposed Scheme (outside the extents of underpasses) and in areas where storm separation 
is not feasible (for example in the area of York Street), the associated storm drainage outfalls 
would be achieved through discharge to gravity pipe connections into the existing and 
proposed combined sewerage network, as shown on Figure 16.6. 

In order to comply with DMRB, further drainage measures including surface water drainage 
solutions, would be required in isolated areas adjacent to the Proposed Scheme which have 
not been specifically highlighted above. These areas include the central scheme areas which 
may be landscaped and would, for example, be included in the pumping station catchment 
area, areas where the adjacent ground slopes towards the scheme, areas of proposed or 
existing engineered/earthworks slopes, and footways or paved areas where storm water could 
potentially pond or accumulate. 

16.6.1.4 Protected Areas 

No protected areas (identified as those requiring special protection under existing National or 
European legislation, either to protect their surface water or groundwater, or to conserve 
habitats or species that directly depend on those waters) would be affected by the Proposed 
Scheme, as they are all located over 1km from any outfall associated with the proposed York 
Street Interchange and thus acute (copper and zinc) or chronic (sediment) pollution impacts 
from routine runoff would have no discernible effect on these areas. This is because any 
routine runoff pollutant concentration would be sufficiently diluted, attenuated and/or settled 
within that 1km of surface water before reaching the sensitive water bodies. 
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16.6.1.5 Effects of Routine Runoff on Surface Waters 

With reference to DMRB 11.3.10.2, when considering the effects of routine runoff from road 
improvement schemes, relevant pollutants and their limiting concentrations typically need to 
be estimated.  

A broad range of potential pollutants is associated with routine runoff from operational roads. 
These are combustion products of hydrocarbons, fuel and fuel additives, catalytic converter 
materials, metal from friction and corrosion of vehicle parts, lubricants, and materials spread 
during gritting and de-icing. Particulate contaminants originating from vehicles and vehicle 
related activities include carbon, rubber, plastics, grit, rust and metal filings. 

Most organic compounds have very low solubility in water. Such compounds can occur in 
routine runoff and include a wide range of PAHs. Other materials may be deposited on road 
surfaces, such as wind-blown soils from adjacent land. 

In accordance with the objectives identified in the WFD, there must not be any overall 
deterioration in water quality in any water bodies affected. Essentially, discharges from the 
road should not contribute to a deterioration in the classification status of any receiving surface 
water identified in the Lagan LMA, and if possible contribute to improved overall water quality.  

As noted above, the Proposed Scheme drainage design would be centred on the utilisation of 
the existing adjacent drainage infrastructure. In terms of the effects of routine runoff, even 
though there would be a slight increase in the volume of routine runoff discharging to the Mile 
Water when compared to existing conditions, the change would be minimal. Nevertheless, 
there would be an effect; however this would likely be of an insufficient magnitude to affect use 
or integrity. Consequently, there is little justification for undertaking a quantitative assessment 
of environmental risk, when there is likely to be negligible change over existing conditions and 
considering the vast dilution and dispersal potential of Pollock Dock. 

As also noted above, where other road drainage outfalls would be required for connector 
roads adjacent to the Proposed Scheme (outside the extents of underpasses) and in areas 
where storm separation is not feasible (for example in the area of York Street), the associated 
storm drainage outfalls would be achieved through discharge to gravity pipe connections into 
the existing and proposed combined sewerage network and directed to the Belfast 
Wastewater Treatment Works at Duncrue Street. As noted earlier, any public sewer or public 
sewage treatment works or any main or service pipe within the meaning of the Water and 
Sewerage Services (Northern Ireland) Order 2006 which is vested in or under the control of a 
sewerage undertaker, does not meet the definition of a ‘water body’ or ‘waterway’, as defined 
under The Water (Northern Ireland) Order 1999 [as amended]. At Duncrue Street, runoff 
would undergo multiple stages of treatment, and at times of significantly high flows, at 
minimum it would undergo primary treatment. 

Typically, as part of the assessment of routine run-off water quality, by following the process 
outlined in DMRB (HD 45/09), this may require that an assessment is undertaken in 
accordance with the Highways Agency Water Risk Assessment Tool (HAWRAT).  However in 
the case of the Proposed Scheme and proposed discharge to the Belfast Harbour coastal 
water body at the outlet point within the quay wall near Gamble Street, the HAWRAT 
procedure is not appropriate as it only assesses river impacts. The capacity to dilute soluble 
pollutants and achieve sediment dispersal within the harbour would naturally be extensive, as 
a result of the through flow effect of the River Lagan and the semi-diurnal tidal cycle. 

As noted within Sub-Section 16.5.2.2, the presence of hazardous substances in bed 
sediments within Belfast Harbour is a contamination issue with this water body, particularly in 
the vicinity of the quay wall outfall point from the abandoned Gamble Street NI Water CSO 
culvert. This part of the harbour is accumulating, where fine-grained sediments have settled 
out in a largely undisturbed/less energetic environment (i.e. sheltered area with low current 
velocities). 
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With implementation of the Proposed Scheme, the volume of routine runoff discharging 
through this outfall and potentially disturbing contaminants (generally associated with historic 
discharges and emissions from industry and agriculture) which have been deposited over time 
within these bed sediments is at risk of having adverse effects upon water quality. 

In order to assess potential effects of the storm water drainage discharge proposals on the 
receiving water environment in the vicinity of the outfall point through the quay wall, existing 
and proposed conditions have been reviewed and design flow and flow velocity calculations 
have been carried out. The proposed design flow during extreme events would be in the range 
of 220 litres/sec (1-in-1 year return period flow) to 950 litres/sec (1-in-100 year return period 
flow) as shown in Table 16.9. 

Table 16.9:  Hydraulic calculations - flow conditions within 2.7m wide x 1.5m high abandoned 
CSO culvert. 

Storm Return Period 
Design Flow 

(m³/sec) 
Flow Velocity 

(m/sec) 
Flow Depth* 

(m) 

1-in-1 year 0.220 0.679 0.120 

1-in-30 year 0.680 1.041 0.242 

1-in-100 year 0.950 1.169 0.301 

*Assumes level of tide is below invert of CSO culvert (i.e. no tidal surcharge within culvert barrel) 

Following review of the hydraulic calculations within Table 16.9, the proposed flows from the 
Proposed Scheme are minor in comparison to the flow capacity of the CSO culvert.  The 1-in-
100 year extreme design flow depth would only be 301mm (0.301m).  Due to the large size of 
the existing box culvert (i.e. 2.7m wide x 1.5m high), and the shallow longitudinal gradient in 
the culvert (1-in-500), the corresponding flow velocities calculated range between 0.7 and 1.2 
m/s approximately.  The calculated flow velocities which are greater than 1 m/s would only 
occur on very rare occasions and are within acceptable values with respect to potential for 
scour when offset against the measures that are proposed within the design, in accordance 
with DMRB Standard HA107/04 (Design of Outfall and Culvert Details). In addition, the flow 
velocities in all cases would be less than 1.4m/s which is the upper limit at outfall locations to 
receiving waters recommended within HA107/04, albeit that this standard applies more to 
proposed outfalls to watercourses rather than to the sea.  

The culvert would however be subject to surcharge during a variety of tidal conditions (i.e. the 
invert of the culvert is regularly below the tidal level).  With respect to potential disturbance of 
bed materials in Belfast Harbour (adjacent to the CSO outfall location), following construction 
of the Proposed Scheme, the worst case scenario regarding disturbance of bed materials 
would occur during an extreme rainfall event (high outfall flow conditions) coinciding with a low 
tidal water level.  Even in the low tide event, the vertical drop between the invert level of the 
CSO culvert at the quay wall and the water level in the harbour would not be significant (less 
than 1m).  The water depth in the harbour during low tide would be greater than 3m at this 
location and therefore a considerable margin between the storm water discharge from the 
Proposed Scheme and the harbour bed level would be in place, to facilitate dissipation of any 
residual flow turbulence.  

On the basis of the foregoing, potential effects on disturbance of contaminated bed 
materials/sediments in Belfast Harbour in the vicinity of the existing CSO culvert outfall, due to 
turbulence caused by storm water discharge from the Proposed Scheme is expected to be 
negligible. 
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16.6.1.6 Pollution Impacts from Accidental Spillages 

The DMRB assessment of pollution impacts from accidental spillages is used to provide an 
indication of the risk of a spillage causing a pollution impact upon receiving water bodies. 

The risk is defined as the probability that there will be an accidental pollutant spillage and that 
the pollutant will reach and impact the water body to such an extent that a serious pollution 
incident occurs. The probability is the product of two separate risks: 

1. The probability that there will be a spillage with the potential to cause a serious pollution 
incident; and 

2. The probability, assuming such a spillage has occurred, that the pollutant will cause a 
serious incident. 

The risk is expressed as the probability of an incident in any one year and calculated using 
Road Length (km), Design Year (2035) AADT, and percentage of HGVs. It is initially assessed 
without any mitigation measures. If measures are required, a pollution risk reduction factor is 
applied, specific to that type of mitigation. 

In most circumstances, the acceptable risk of a serious pollution incident occurring is where 
the annual probability is predicted to be less than 1% (or a return period of 1-in-100 years). 
The risk of a spillage causing a pollution impact as a result of the Proposed Scheme has been 
assessed and the Serious Spillage Risk calculations are contained within Appendix 16, Annex 
B. 

The annual probability of a serious pollution incident occurring is significantly lower than the 
acceptable risk limit of 1% (or a return period of 1-in-100 years) at all outfall locations 
associated with the Proposed Scheme and thus no mitigation measures are deemed 
necessary. Since the Proposed Scheme offers significant improvement to the safety and 
standard of the highway environment, this has the effect of reducing the risk of a serious 
pollution incident.  

16.6.1.7 Groundwater 

Since the WFD will be fully implemented by 2015, a key objective in the RBMP is to: 

• Protect, enhance and restore all bodies of groundwater, achieve ‘Good’ chemical and 
quantitative status, prevent pollution and deterioration, and ensure a balance between 
groundwater abstraction and replenishment. 

The underpasses would be designed as sealed structures with sufficient load-bearing capacity 
and flexural strength to prevent flotation or seepage ingress from groundwater. This approach 
to the structural design of the underpasses would mean that there would be no requirement to 
collect and dispose of significant quantities of groundwater. 

With reference to the Hydrogeological Technical Note (contained within Appendix 16, Annex 
A), it is considered that potential impacts on hydrogeology in the vicinity of the Proposed 
Scheme as a result of the scheme elements, would be limited mainly to groundwater flow in 
the fluvial sands and gravels.  Changes in hydraulic head within these deposits are considered 
likely in the vicinity of those parts of the scheme that run perpendicular to the inferred direction 
of groundwater flow, such as: 

• a section of M2 to Westlink alignment (Link 2) between York Street and Nelson Street. 
The approximate length of this section perpendicular to the direction of groundwater flow 
is 150m. The underpass would be constructed with continuous diaphragm walls set into 
competent strata below the fluvial sands and gravels; and 
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• a section of M2 to Westlink alignment (Link 2) either side of Dock Street overbridge. The 

approximate length of the section perpendicular to the direction of groundwater flow to the 
south of the proposed new Dock Street overbridge is 150m while that to the north is 
approximately 200m. Either side of Dock Street, the link would be enclosed by retaining 
walls, which would be supported by discontinuous piled foundations set into competent 
strata below the fluvial sands and gravels.  

The potential implications of the Proposed Scheme on the local hydrogeology would depend 
on the extent to which diaphragm walls and piled structures intercept groundwater flow and 
the ability of the surrounding aquifer to accommodate any associated change in hydraulic 
head.  A key consideration is the width of the section of fluvial aquifer perpendicular to the 
direction of groundwater flow intercepted relative to the width of the aquifer as a whole.   

The length of the M2 to Westlink underpass perpendicular to the direction of groundwater flow 
is approximately 150m. Assuming an aquifer transmissivity of 3.7m2/day (d) to 1,600m2/d (the 
geometric mean to the upper confidence level (UCL) for mean of the transmissivity estimates), 
and hydraulic gradient of 0.004, the groundwater flow through this section of the Proposed 
Scheme is estimated to range between 2m3/d to 960m3/d. The diaphragm walls would cut off 
this flow completely. In addition to groundwater intercepted by the diaphragm walls, 
groundwater may also be intercepted by piles supporting retaining walls. The estimated length 
of road perpendicular to the direction of groundwater flow in the fluvial sands and gravels 
supported by M2 to Westlink retaining walls is approximately 150m to the south and 200m to 
the north of the new Dock Street Bridge respectively. At present, it is understood that driven 
piles with a width diameter of 300mm would be installed at approximately 1.5m centres. The 
number of piles required to support the retaining walls to the north and south of the new Dock 
Street overbridge is therefore approximately 230, providing a combined width of approximately 
70m.  

The estimated total width of the fluvial aquifer perpendicular to the direction of groundwater 
flow is 400m. Given the length of the underpass of 150m, approximately 3/8ths of the aquifer 
may be cut off completely.  In addition, the 230 piles supporting the retaining walls may 
partially cut off a further 70m of the aquifer. In total, therefore, approximately 220m 
representing more than half of the width of the fluvial sand and gravel aquifer may be cut off 
by the combined length of the M2 to Westlink underpass and the piles of the retaining walls 
perpendicular to the direction of groundwater flow. While in principle, any groundwater 
intercepted could migrate to the north and south of the sections intercepted, the available 
aquifer width over which this could take place is approximately 180m (since sand and gravel 
deposits appear to be absent in the extreme north and extreme south of the study area). 

From Darcy’s Law, a reduction in the aquifer width by one half requires that the hydraulic 
gradient be doubled to allow the same quantity of groundwater to pass through it. On this 
basis, it is considered that groundwater may back-up behind the diaphragm walls potentially 
reversing the vertical hydraulic gradient. If groundwater were to by-pass the diaphragm walls 
to the north and south, a hydraulic gradient across the remaining section of the aquifer of at 
least twice that at present would be required to drive groundwater flow. Given the length of 
fluvial aquifer to the west of the M2 of 150 – 200m, an average increase in hydraulic head in 
excess of 1m might be expected. A larger increase in hydraulic head might be expected if, for 
example, the transmissivity of the fluvial deposits to the north and south of the affected road 
sections is lower (e.g. due to greater fines content, than the central part of the fluvial aquifer). 

It should be noted that while estimates of total flow through the fluvial aquifer of between 
6m3/d and 2,250m3/d (based on the geometric mean and UCL estimate of the mean formation 
transmissivity) have been made using permeabilities derived from empirical formulae based 
on gradings, the potential effects described in this section do not depend on the aquifer 
transmissivity.  The same effect would be observed both in a highly productive aquifer and an 
aquifer of lower productivity.   
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Given the potential change in groundwater head and hydraulic gradient in the fluvial deposits, 
changes may be transmitted to the other units including the estuarine deposits.  This could 
result in an increase in the average groundwater elevation and a resultant decrease in 
average groundwater depth (which is already shallow), although how and when this might 
manifest itself cannot be predicted at this stage.  A groundwater flow model calibrated to in-
situ transmissivity testing and long–term groundwater elevations is likely to be of assistance.   

Potential mitigations of the effects of changes in groundwater level in the estuarine deposits as 
a result of possible changes in head in the fluvial deposits may involve provision of additional 
drainage at shallow depth.  Also, such drainage in combination with impervious surfaces 
would intercept rainfall recharge and reduce this component of the aquifer water balance and 
further aid in limiting any groundwater level changes.  It should be noted, however, that the 
significance of any reduction in recharge of the fluvial sands & gravels through the estuarine 
deposits would depend on its contribution relative to possible recharge from the bedrock 
aquifer.   

16.6.1.7.1 Contaminated Groundwater (Leachate) 

A Contaminated Land Risk Assessment has been prepared for the Proposed Scheme and is 
detailed within Chapter 17 (Geology & Soils). As part of this assessment, consideration was 
given to the risk to waterways and groundwater as a result of lateral and vertical migration of 
contamination (leachate) through permeable strata as a result of disturbance to Made Ground 
and drift deposits as a result of implementing the Proposed Scheme. 

A risk is created where there is a linked combination of a contaminant to a potential receptor, 
via an exposure pathway (i.e. a pollutant linkage).  The risk assessment considers the risks 
associated with potential pollutant linkages. The methodology adopted relies on the 
development of a site-specific conceptual site model (CSM) consisting of three components: 

• a source of contamination, for example due to historical site operations; 

• a pathway, a route by which receptors can become exposed to contaminants.  Examples 
include vapour inhalation, soil ingestion and groundwater migration; and 

• a receptor, a target that may be exposed to contaminants via the identified pathways.  
Examples include human occupiers/users of the site, waterways, groundwater, property or 
ecosystems. 

For a potential risk to either environmental and/or human health receptors to exist, a plausible 
pollutant linkage involving each of these components must exist. If one of the components is 
absent then a pollutant linkage, and thereby potentially unacceptable risk, is also unlikely to 
exist.  Where all three components are or maybe present, a potentially complete pollutant 
linkage can be considered to exist.  This does not automatically imply the presence of 
unacceptable risk, but further investigation of the potential pollutant linkages is required. 

As part of the 2013 ground investigation, soil, leachate and groundwater samples were 
scheduled for a range of chemical testing including metals and metalloids, polycyclic aromatic 
hydrocarbons (PAH), total petroleum hydrocarbons (TPH), cyanide (free and total), benzene, 
toluene, ethylbenzene, xylene, Volatile Organic Compounds (VOC) and Semi-Volatile Organic 
Compounds (SVOC).  

Whilst soil leachate results indicate limited leachability of metals/metalloids and ammoniacal 
nitrogen, a number of exceedances of Water Threshold Value (WTV) were recorded in 
groundwater samples across the study area in respect of these compounds.  While they may 
be related to soil sources on site, the metal exceedances recorded are relatively marginal, 
generally within one order of magnitude and are not considered to be significant.   
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Further exceedances of TPH in groundwater were recorded within two borehole locations, 
namely the borehole between Nelson Street and Stella Maris on Garmoyle Street, and the 
borehole on York Street (south of Galway House), located in the vicinity of petrol station/fuel 
storage sites. 

Concentrations of TPH aromatic fraction C12-C16 in soils across the site were generally less 
than 53mg/kg, except at one location where a concentration of 610mg/kg was reported in the 
trial pit between Nelson Street and Corporation Street, close to the Corporation Square 
junction.  GAC for soil protective of groundwater and waterways for this TPH fraction were 
back calculated using applicable WTV and the soil-water partitioning equations presented in 
the Environment Agency (2006) ‘Remedial Targets Methodology (RTM): Hydrogeological Risk 
Assessment for Land Contamination’. The RTM considers whether contaminants leaching 
from soil to soil pore water have the potential to pose a risk to identified groundwater or 
surface water receptors.  Soil GAC of 2.63mg/kg was calculated for TPH aromatic fraction 
C12-C16.  Implied by theoretical calculations, 5 out of 31 soil samples tested indicate 
exceedance of soil GAC protective of groundwater and surface water. 

In the UK, risk to waterways and drinking water is assessed in relation to indicator (risk driver) 
compounds.  For both potable supplies and waterways, these include benzene and PAH 
compounds.  Benzene concentrations within all groundwater samples recovered from the site 
were not recorded above the laboratory method detection limit of 1µg/l.  Similarly, the 
concentrations of PAH compounds were all recorded below their respective method detection 
limits.   

At present there are no available UK screening threshold for TPH criteria working group 
fractions in groundwater, thus a conservative approach has been adopted, based on Drinking 
Water Guideline (DWG) values for Petroleum Products in Drinking Water.  The DWG for TPH 
C12 – C16 aromatic is 90µg/l.  Exceedances of these thresholds should not be taken to imply 
that a potentially significant risk is present.  More volatile hydrocarbon fractions were not 
recorded at concentrations below the method detection limit. 

It is further noted that in the groundwater samples from both borehole locations between 
Nelson Street and Stella Maris on Garmoyle Street, and on York Street (south of Galway 
House), the concentrations of all aliphatic petroleum hydrocarbon fractions were below their 
respective method detection limits.   

16.6.1.7.2 Assessment of Pollution Impacts from Routine Runoff on Groundwaters 

The DMRB has developed a method for assessing risk to groundwater quality through a step-
wise framework, identifying and assessing individual components of overall risk to 
groundwater quality posed by the discharge of road runoff to the ground. It provides a means 
of understanding and assessing generic processes that influence the level of groundwater 
protection inherent to different source and pathway characteristics. The framework is based on 
an examination of the ‘Source-Pathway-Receptor (SPR) protocol’ used in risk assessment 
developed for contaminated land evaluation, and is defined as follows: 

• Source term comprises the road drainage; 

• Pathway term represents the processes, which may modify the pollutants during 
transmission through the discharge system and soil and subsoil until the actual ‘point of 
entry’ to groundwater (this includes the unsaturated zone); and 

• Receptor, which is the groundwater. 

All elements of the SPR linkage have to be present to create a pollutant linkage. 
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As there would be no direct discharges to groundwater with the proposed drainage design, no 
‘point of entry’ would exist and thus the SPR linkage is not complete. As such, there is no risk 
to groundwater from routine highway runoff. 

16.6.1.7.3 Pollution Impacts from Accidental Spillages to Groundwater 

As there would be no direct discharges to ground with the Proposed Scheme, there is no 
requirement to undertake a quantitative assessment of the risk of pollution impacts from 
accidental spillages to groundwater. 

16.6.1.8 Flood Risk Assessment 

As the Proposed Scheme would be located within a coastal floodplain, a Flood Risk 
Assessment (FRA) has been prepared to: 

• identify the risk of flooding to the Proposed Scheme; 

• identify the impact the Proposed Scheme may have on flooding; and 

• identify proposed flood mitigation measures. 

The Flood Risk Assessment Report is included in Appendix 16, Annex C. It has been prepared 
in accordance with guidelines contained within DMRB 11.3.10 (HD 45/09) (Road Drainage and 
the Water Environment), and Planning Policy Statement 15 (PPS 15) – Planning and Flood 
Risk: Annex D: Assessing Flood Risk and Drainage Impact. 

As part of the FRA, a two-dimensional hydraulic coastal and fluvial flood model for Belfast was 
constructed using InfoWorks RS (v14.0). The model was commissioned by DARD (NI) Rivers 
Agency to identify the extent of coastal and fluvial flooding in Belfast. DARD (NI) Rivers 
Agency released the hydraulic model to Transport NI for the purpose of investigating the 
flooding at York Street. The model geometries included details of the River Lagan and 
Connswater River and a two-dimensional mesh has been created to model the overland flow 
from coastal flooding. The model does not include the effects of surface water flooding. 

After receipt of the model, it was further refined by the Project Team in proximity to the 
Proposed Scheme using detailed topographical survey data and run to confirm the extent of 
flooding for a range of Annual Exceedance Probability (AEP) coastal flood events (which 
include 2030 climate change values). Analysis of the model confirmed that the Proposed 
Scheme would be susceptible to flooding for events in excess of a 1-in-50 year return period 
(2% AEP) shown on Figure 16.5 (Sheets 1 to 3) which illustrates the return period for: 

• 2% AEP 2030: 1-in-50 year return period (Q50); 

• 1% AEP 2030: 1-in-100 year return period (Q100) and 

• 0.5% AEP 2030: 1-in-200 year return period (Q200).  

For the Proposed Scheme, consideration has also been given to the potential impact of the 
supressed and elevated links embedded within the design, on the existing floodplain. The 
impacting features of the scheme include elevated bridges, new walls, raised roads and 
because of the protection built into the design, the new underpasses. The potential impacts on 
the existing floodplain of higher level road infrastructure, structural piers and proposed flood 
protection walls, located within the extents of the floodplain have been assessed as part of the 
FRA and are shown on Figure 16.7.  

The assessment considered how various proposed features would impact on the floodplain 
and the flow characteristics of flood waters as they would progress through the site area for 
various flood events. As identified in the FRA, the works undertaken have sought to 
determine, at any location in the wider site area, the impact on flood levels which the 
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Proposed Scheme would have on the ground and properties in the area. The outcome of the 
assessment concluded that the Proposed Scheme would have a neutral impact on existing 
flood levels during the design 0.5% AEP event.  

Despite the above, some fundamental parts of HD 45/09: Road Drainage and the Water 
Environment cannot be fulfilled, as it is not possible to relocate the Proposed Scheme out of 
the floodplain, nor because of the urban nature of the site would it be feasible to provide flood 
compensation areas and therefore a Departure from Standard is required. 

With reference to the FRA, there is also a risk of flooding from back flow drainage routes 
during a coastal flood event, as some limited areas of the site discharge to Belfast Lough via 
drainage conduits (i.e. Gamble Street CSO).  It is noted however that the majority of the 
existing site is currently drained to the NI Water Low Level Sewer located in Corporation 
Street. The extent of flooding during this scenario has not been assessed as part of the FRA 
and was considered separately as part of the drainage assessment. 

16.6.2 Construction 

The range of operational phase assessments undertaken in Sub-Section 16.6.1 does not take 
cognisance of potential for pollution incidents during the construction phase, which could arise 
from several activities. By their very nature, road schemes have the potential to pose 
significant risk to the water environment, due to the variety of environments affected, their 
cumulative impacts, and the distances that require management. In essence, at every stage in 
the construction process there is potential for water pollution issues to arise. 

As detailed within CIRIA guidance document C648 ‘Control of Water Pollution from Linear 
Construction Projects’; C532 ‘Control of water pollution from construction sites: guidance for 
consultants and contractors’ (Masters-Williams et al., 2001), and SP156 ‘Control of water 
pollution from construction sites – guide to good practice’ (Murnane et al., 2002), the range of 
construction activities that may cause adverse water-related impacts are extensive and too 
numerous to discuss in detail within this ES. Nevertheless, the construction activities that pose 
the highest risk of surface water impacts are listed in Table 16.10 below. 

Table 16.10: Construction activities that pose a high risk of surface water impact 

Pollution Risk Hazards 

Activities that provide a pollution 
source. 

Uncontrolled sediment erosion and contaminated silty runoff; 

Refuelling facilities, chemical and waste storage or handling areas; 

Polluted drainage and discharges from site; 

Contaminated groundwater from dewatering of contaminated sites. 

Activities that cause significant 
variations in natural flow. 

Unregulated and poorly considered abstractions and discharges 
e.g. dewatering; 

Changes to the existing drainage network, including interception 
and redirection of natural and artificial watercourses (e.g. field 
drains); 

Discharge of groundwater to surface water;  

Increased runoff from cleared and capped areas (relative to 
Greenfield values). 

Activities that significantly 
modify or destroy physical 
habitats. 

Watercourse crossings; 

Works within water; 

Outfall points. 

Source: CIRIA 648 ‘Control of Water Pollution from Linear Construction Projects’. 
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During construction of the Proposed Scheme, pollution from mobilised suspended solids 
would generally be the prime concern, but spillage of fuels, lubricants, hydraulic fluids and 
cement from construction plant may lead to incidents, especially where there are inadequate 
pollution mitigation measures. Other risks include: 

• Water abstraction; 

• Pollution due to vandalism of stores or plant; 

• Pollution due to waste materials, dust or residues from handling contaminated land; and  

• Pollution from pumped discharges, for example, dewatering. These can also cause 
erosion. 

16.6.2.1 Sedimentation (Suspended Solids) 

Pollution of surface waters by mobilised Suspended Solids (SS) can have significant adverse 
ecological (flora & fauna) impacts.  Various construction activities have the potential to release 
sediment and cause unacceptable SS levels in the catchment area. Excavation of the 
underpasses would disturb sleech and other deposits, and the arisings could cause silt 
pollution if not disposed of carefully. Site stripping and bulk earthworks would leave deposits 
exposed to erosion by wind or rain and this could potentially lead to increases in sediment 
loading of the sewerage network. Contamination from suspended sediments may also be 
caused by runoff from material stockpiles. 

Attention would also need to be paid to preventing the build-up of dirt on road surfaces, 
caused by lorries and other plant entering and exiting the site.  

The characteristics of the underlying geology and soils has been addressed within Chapter 17, 
however in terms of a worst case scenario, it is prudent to assume that silt and clays would be 
encountered at any point during construction works, particularly considering the extensive 
deposits of sleech within the site area. Particle size and density of sediment are key factors in 
determining the required retention time in temporary settlement ponds to ensure settlement 
has occurred prior to discharge to a watercourse. 

16.6.2.1.1 Magnitude of Impact 

Prescriptive mitigation measures (as discussed in Sub-Section 16.7) must be stringently 
applied on-site, however any breach or failure in the measures designed to restrict mobilised 
sediments from reaching any of the surface waters within the study area has the potential for 
Moderate Adverse transient impacts. 

16.6.2.2 Accidental Spillage of Oil 

Any construction activities carried out close to surface waters involve a risk of pollution due to 
accidental spillage. While liquids such as oils, lubricants, paints, bituminous coatings, 
preservatives and weed killers present the greatest risk, other materials such as cement can 
also have serious environmental effects. The activities most likely to result in contamination 
include concreting underpass and bridge substructures and decks, waterproofing bridge 
substructures and decks, painting parapets, concreting for culverts, and fuel spillages from 
machinery operating close to watercourses. The refuelling of general construction plant also 
poses a significant risk of pollution, depending on how and where it is carried out. Pollution as 
a result of accidental spillage could potentially affect fish, aquatic flora and could also have a 
dramatic effect on invertebrate communities.  
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16.6.2.2.1 Magnitude of Impact 

Although prescriptive mitigation measures must be stringently applied on-site, any breach or 
failure in the measures designed to contain/restrict contaminants from reaching any of the 
surface waters within the study area has the potential for Moderate Adverse transient impacts. 

16.6.2.3 Litter and Debris 

Litter and debris pollution can have a varying effect on watercourses depending on the type of 
debris involved. Litter and debris would, at best, affect only the appearance of the watercourse 
but more serious cases of pollution can arise if the litter or debris contains contaminants such 
as open oil containers.  

16.6.2.3.1 Magnitude of Impact 

Although prescriptive mitigation measures would be stringently applied on-site, any breach or 
failure in the measures designed to control litter and debris from reaching any of the surface 
waters within the study area has the potential for Minor Adverse transient impacts. 

16.6.2.4 Groundwater Impacts 

The Proposed Scheme involves considerable excavation and filling activities across the site. 
The road engineering options in relation to the Proposed Scheme may present some potential 
impacts to the underlying groundwater and existing surface water bodies. In particular, 
diaphragm walls and piles may hinder flow within aquifer units. Although the placement of 
significant volumes of earthwork materials would be required, there would be minimal 
compression of underlying lithological units as piling would be undertaken to minimise total 
short and long-term settlement of the highway surface. 

Where groundwater is encountered, disturbance of the material during construction works may 
increase the mobility of contaminants. While groundwater is present at shallow depth beneath 
the site area, it is not anticipated that dewatering would be required since the proposed 
construction method (diaphragm walls) does not require dewatering during installation.  It is 
likely that management of groundwater during construction would be limited to the 
management of small volumes of perched water encountered in made ground and in removing 
groundwater volumes enclosed by the diaphragm walls. This would be addressed in the 
Construction Environmental Management Plan (CEMP). 

There would be a risk of groundwater contamination due to accidental spillage, at any location 
throughout the construction site. Again, while liquids such as oils, lubricants, paints, 
bituminous coatings, preservatives and weed killers present the greatest risk, other materials 
such as cement can also have serious environmental effects. Use of mechanised plant also 
involves potential for spillage or leakage of contaminants such as diesel fuel, oils or hydraulic 
fluids. Unmitigated, such spillages could seep through the unsaturated zone and contaminate 
the groundwater.  Refuelling of plant on-site would also present a risk to groundwater. 

16.6.2.4.1 Magnitude of Impact 

Although prescriptive mitigation measures would be stringently applied on-site, any breach or 
failure in the measures designed to limit contamination of groundwater within the study area 
has the potential for Negligible/Minor Adverse transient impacts. 
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16.7 Mitigation & Enhancement Measures 

16.7.1 Operation 

16.7.1.1 Outline Road Drainage Design 

The outline drainage design for the Proposed Scheme has been developed in accordance with 
the requirements of DMRB 4.2.3 (HD 33/06: Surface and Sub-surface Drainage Systems for 
Highways), which are as follows: 

• Quick removal of surface water to provide safety and minimise nuisance; 

• Provision of effective sub-surface drainage to maximise longevity of the pavement and its 
associated earthworks; and 

• Minimisation of the impact of runoff on the receiving environment. 

16.7.1.2 Attenuation and Treatment of Discharges 

The following points summarise the main features of the proposed storm water Pumping 
Station which would be developed as part of the Proposed Scheme: 

• The outer structure (wet well and valve chamber) would be integral with underpass walls; 

• The sump level in the storm water Pumping Station wet well = -14m AOD approx. (top of 
floor slab); 

• The pumping installation would be designed to accommodate all road drainage 
discharges, emanating from the catchment areas, for all events up to a 1% AEP (1-in-100 
year return period) design storm event, without the risk of flooding or surcharge occurring 
within the underpass structures.  Road edge drainage detail within the underpasses would 
be designed to accommodate all rainfall intensities associated with all events up to a 1% 
AEP without surcharge onto the road carriageway; 

• 2No. pump sets i.e. 2 high flow and 2 low flow pumps. The pumps proposed would be 
close coupled wet well submersible pumps; 

• 2No. continuously rising outlet (1 low flow and 1 high flow) mains. Two pumping mains are 
proposed, as this would deliver the optimum solution to cater for the large range in flows 
and minimise possible sedimentation problems which could arise if a single pumping main 
was to be installed; 

• An outfall structure at the connection point to the proposed outlet which would utilise a 
redundant CSO culvert near Gamble Street; 

• A wet well which would facilitate the attenuation of peak flow discharges and thereby 
deliver a reduced size of outfall rising mains; 

• The capability for total shut down of flow discharge in the event of an accidental spillage 
occurrence on the road carriageway; and 

• Flood resilience measures to ensure continuous operation of the Pumping Station would 
be maintained up to and during a 0.5% AEP (1-in-200 year) coastal flood event, including 
the provision of a permanent standby generator and dual network supplies from the 
electricity network. 

Appropriate management of carriageway surface water runoff would maintain water quality 
and quantity in existing watercourses and prevent adverse impacts arising. As noted earlier, in 
line with commitments made by DRD Transport NI in the North Eastern RBMP to reduce 
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pollution and flood risk, SuDS are to be adopted for all new motorways, dual carriageways and 
improvements to roads of that standard and above. However, in the case of this scheme, this 
has not been technically feasible. Measures to manage and mitigate routine run-off such as 
SuDS (i.e. detention basins, grass swales) could not be accommodated in this area for 
reasons of land constraints, topography, ground conditions, excessive cost and functionality.  

Petrol Interceptor (PI) tanks (also referred to as oil separators in DMRB) provided upstream of 
road drainage outfalls to receiving water bodies are another potential method to manage and 
mitigate routine run-off and would more appropriately be located in urban areas (rather than 
SuDS).  If PI tanks were to be used as part of the scheme then technically, the feasible option 
to install these would be to locate separate tank facilities close to low point locations within 
each of the four underpass structures and at other outfall locations which would be upstream 
of connections to the pumping station wet well, leading to the need to provide a number of 
tank units at distinct locations.  

Given that the underpasses would be designed as sealed structures with sufficient load-
bearing capacity and flexural strength to prevent flotation or seepage ingress from 
groundwater, it would significantly increase the cost and complexity of the scheme to construct 
PI tanks, as underpass base slab levels would need to be lowered to house/encompass these 
tanks and the widths of underpasses would likely need to be increased, within an already 
constrained urban environment.  Since the vast capacity of the harbour to dilute soluble 
pollutants and disperse sediments would be sufficient to negate the need for further pre-
treatment, and due to the cost and complexity of their installation, it is therefore proposed that 
PI tanks or SuDS features are not included as part of the Proposed Scheme, upstream of the 
proposed pumping station discharge point to Belfast Harbour. This approach has been agreed 
in principle with NIEA – Water Management Unit through ongoing consultation.  

The design proposals being taken forward as part of the scheme development are to separate 
out or remove certain areas which currently drain to the existing combined sewerage network 
and instead discharge storm water which is generated from these areas of the study area to 
the Belfast Harbour coastal water body. This approach is known as storm water separation 
and the adopted approach aligns with Planning Policy Statement (PPS) 15 Annex C10, which 
seeks to achieve improved water quality by reducing volumes within the combined piped 
sewerage systems. 

The information presented above suggests that the Proposed Scheme may lead to a change 
in the local hydrogeological regime, potentially affecting groundwater flow in the fluvial 
deposits, leading to changes in the hydraulic gradient and increased hydraulic heads that may 
be transmitted to the overlying deposits. At present, however, it is not possible to quantify this 
further. The following additional information is required as part of the detailed design 
development: 

• Further routine groundwater level gauging of boreholes installed during the 2013 Ground 
Investigation. It is recommended that weekly monitoring be undertaken over several 
weeks;  

• In-situ hydraulic testing of wells installed in the three hydrogeological units, i.e. the 
bedrock, the fluvial deposits and the estuarine alluvium; and  

• Numerical groundwater modelling to test the effects of deep foundation structures on the 
groundwater flow regime and to quantify the potential implications of head changes in the 
fluvial deposits on groundwater levels in the estuarine alluvium. A simple groundwater 
model can be developed to represent the generally understood geological units and with 
simple boundaries evaluate current and affected groundwater flow regimes. Such 
modelling would be reliant on the accuracy of understood aquifer permeabilities and is 
best undertaken only after such data is available. The modelling would assist with the 
design of appropriate mitigation measures, such as additional drainage at shallow depth. 
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16.7.1.3 Flood Protection Measures 

The FRA has confirmed that the Proposed Scheme would be susceptible to flooding during 
events in excess of a 2% AEP. Without mitigation, certain flood events could result in flooding 
of the proposed underpasses making these strategic road links impassable to vehicles for 
periods in advance of, during and after these flood events. As a result, a number of flood 
protection measures have been incorporated into the design to prevent inundation. These are 
shown on Figure 16.8 and detailed below. 

16.7.1.3.1 Flood Walls 

When the Preferred Option was selected, the vertical alignments of several links were 
potentially vulnerable to breach by projected flood levels for 2030 Climate Change scenarios. 
These locations, where the vertical alignments of links presented a potential entry point for 
flood water, are shown on Figure 16.8. Some of the retaining walls proposed would be 
overtopped by flood water in extreme events; therefore these wall heights were raised. To 
prevent inundation of the underpasses, a number of additional flood walls have been added to 
protect from inundation. 

16.7.1.3.2 Removal of Entry Points 

As part of design development, a number of the road links have been revised and, in places, 
relocated to primarily address link and junction capacity issues. Significantly, the former at-
grade merge from Corporation Street which was proposed at Stage 2 has been replaced with 
a merge from Duncrue Street. The subsequent introduction of this change has removed the 
potential entry point for flood water at Corporation Street. 

16.7.1.3.3 Temporary Flood Barrier 

The Proposed Scheme incorporates a connection between the M3 and Nelson Street desired 
by Transport NI Network Development Branch. This connection presents a potential entry 
point into the underpass between M3 and Westlink as a result of the proposed levels being 
lower at this location. A number of options were considered to protect that underpass and it 
was concluded that it would not be possible to remove this entry point and maintain the link to 
the Nelson Street without changes to the scheme layout or its infrastructure. 

Subsequently, a temporary flood barrier is to be incorporated into the Proposed Scheme 
(Figure 16.8) to provide protection and remove the potential flood entry point. In addition as 
part of the temporary flood barrier proposal, a Flood Risk Management Plan should be 
developed. The purpose of the Flood Risk Management Plan would be to outline flood warning 
procedures, provide a safe work plan for erecting the temporary flood barrier, detail ownership 
and responsibility for the flood barrier, as well as methods for safe storage, and outline 
procedures for closing Nelson Street. 

16.7.1.3.4 Flood Protection Level 

The level for flood protection of the underpasses has been set to 3.9mAOD. This level of 
protection would be sufficient to protect the underpasses against a 0.5% AEP 2030 (1-in-200 
year) event plus approximately 600mm freeboard. DARD (NI) Rivers Agency has accepted 
this proposal. 

16.7.1.3.5 Pumping Station 

A storm water pumping station would be required as part of the scheme to discharge routine 
runoff from the low level areas, including the underpasses. Another key element to ensure that 
the proposed underpasses would be protected from flooding would be to ensure any risk of 
pumping station failure is minimised and that the pumping station is suitably resilient during 
flood events. To this end, the drainage design is being progressed on the basis that the 
continual operation of the pumping station would be achieved through provision of adequate 
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infrastructure, standby generator with permanent fuel storage and that the base level of the 
pump controls and telemetry would be located above the 0.5% AEP flood level plus 600mm. 

16.7.1.3.6 Level for Level Compensation 

Level for level compensation is not proposed as part of the scheme and has been discounted 
for a number of reasons. Firstly, the Proposed Scheme would be situated within a coastal 
floodplain, which during an extreme event would be a large water body, thus the effect of 
infilling would be negligible. Secondly, the area within which Proposed Scheme would be 
situated is low lying and relatively flat. As a result it would not be practical to provide level for 
level compensation within the adjacent area. It was important that the potential impact of the 
scheme may have on flood levels was checked. The hydraulic model was amended to take 
account of the Proposed Scheme and showed that infilling/removal of a limited area of the 
floodplain would have negligible effect during the design 0.5%AEP flood event and therefore 
level for level compensation would not be required. 

16.7.2 Construction 

The contract documents for construction would include prescriptive clauses to ensure that the 
obligation is placed upon the appointed Contractor to meet the environmental commitments 
and as a minimum, the proposed mitigation measures set out below. As noted earlier, any 
works in, near or liable to impact a waterway (including measures to mitigate adverse 
impacts) ‘must’ gain the consent of NIEA – WMU and DARD Rivers Agency, a minimum of 
two months prior to commencement of such works. 

At the detailed design stage, in order to formulate appropriate Method Statements and 
processes for implementing mitigation measures set out below, it would be necessary to 
prepare these in consultation with NIEA, DOE Marine Team and other local stakeholders. It is 
recommended this should be done by way of an Environmental Liaison Group to ensure that 
potential for significant impact upon the water environment is addressed and appropriate 
measures to mitigate effects are employed. This would allow the Contractor to develop 
approved Method Statements for sensitive activities, such as working within or near a surface 
water, disposal of groundwater intercepted in cuttings or during dewatering, and disposal of 
runoff during the construction phase. However, it is envisaged that the primary function of this 
group would be to ensure a balance is achieved between protection of the water environment 
and scheme buildability. 

Measures to protect the water environment would be formulated in accordance with best 
practice guidance, such as Pollution Prevention Guidelines (PPGs), jointly published by NIEA, 
the Environment Agency, the Scottish Environment Protection Agency (SEPA) and CIRIA 
guidance documentation C648 ‘Control of Water Pollution from Linear Construction Projects’, 
C532 ‘Control of water pollution from construction sites: guidance for consultants and 
contractors’ (Masters-Williams et al., 2001) and SP156 ‘Control of water pollution from 
construction sites – guide to good practice’ (Murnane et al., 2002). This documentation 
comprehensively details issues that present the risk of adverse impacts occurring within the 
water environment and how to mitigate such impacts. These are too numerous to discuss in 
detail within this ES, however in general, the following mitigation proposals are considered 
standard measures that should be applied during construction of such a project. 

As discussed in Sub-Section 16.6.2, construction activities that pose a high risk of surface 
water impact were identified, and stringent mitigation measures must be applied to ensure 
adverse impacts upon the water environment are minimised. 

16.7.2.1 Sedimentation (Suspended Solids) 

In terms of specific mitigation measures, the CEMP must include an Erosion Prevention and 
Sediment Control Plan and this must be submitted to NIEA - WMU prior to commencement of 
any works. The first aim of this plan should be to minimise erosion by reducing disturbance 
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and stabilising exposed materials. The plan should then consider control measures to 
minimise the release of mobilised sediment which results, despite the erosion control 
measures. Measures to prevent erosion are more effective than controlling sediment once 
mobilised. Further advice on preparing an Erosion and Sediment Control Plan is provided in 
CIRIA 648 (Ref 36) ‘Control of Water Pollution from Linear Construction Projects’, including 
information detailing appropriate mitigation measures. 

It also must be noted that other activities carried out during the construction phase, such as 
Advance Archaeological works, present a significant risk of sediment release. NIEA has 
produced the ‘Environmental good practice for archaeological excavations’ Technical 
guidance booklet related to the risk of pollution to watercourses, waste, ground contamination 
and protected species, which the appointed Contractor for such works must stringently adhere 
to. 

16.7.2.2 Managing Runoff and Silty Water 

The first step towards preventing silt pollution from construction works is to minimise the 
generation of silt-laden runoff. This can be achieved by carefully planning the site works so 
that activities likely to generate silt-laden runoff are carried out during drier months, and 
erosion of surface materials is controlled. Seasonal weather patterns should be taken into 
consideration when programming and planning construction activities. However, as local 
weather is inherently unpredictable, the control of erosion from surface materials would be 
paramount to the protection of the water environment.  

Stockpiles should be kept to a minimum, however to control erosion, areas of exposed ground 
and stockpiles should be minimised to reduce silty runoff and located well away from drains 
and watercourses (by a minimum distance of 10m where the land is flat, and further if there is 
a slope to a watercourse), stabilised as soon as possible (e.g. seeded or geotextile mats), and 
bunded by earth or silt fences (if required) at the toe of the stockpile to intercept silt-laden 
runoff during rainfall events. Stockpiles shall not be located where there is a steep slope 
towards a watercourse. 

Existing vegetation should be retained where possible, as mature vegetation stabilises the soil 
and prevents erosion. Areas where vegetation clearance is required should be kept to a 
minimum, and the works divided into phases, with seeding and planting of the phases that are 
complete.  

Mud shall be controlled at entry and exits to the site using wheel washes and/or road 
sweepers, and tools and plant must be washed out and cleaned in designated areas. 

16.7.2.3 Accidental Spillage 

Measures would be taken and procedures put in place to minimise the risk and potential 
effects of spillage incidents, such as the following:  

• Storage of oils and diesel, along with the general maintenance and refuelling of plant, 
would be restricted to impermeable bunded areas with a minimum 110% storage capacity 
and away from surface waters or areas where any spillages could easily reach a surface 
water. All fuel, chemicals and oils would be stored within bunded areas in accordance with 
PPG2 – Above ground oil storage tanks, and PPG26 – Storage and handling of drums 
and intermediate bulk containers, and be compliant with The Control of Pollution (Oil 
Storage) Regulations (Northern Ireland) 2010;  

• Leaking or empty oil drums shall be removed from site immediately and disposed of via an 
appropriately licensed waste disposal contractor; 

• All hazardous substances on-site shall be controlled in accordance with The Control of 
Substances Hazardous to Health Regulations (Northern Ireland) 2003 (as amended) 
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(COSHH Regulations). The storage compound shall be fenced off and locked when not in 
use to prevent theft and vandalism; 

• Refuelling of plant and machinery shall take place at least 10m away from watercourses 
using a mobile fuel bowser and restricted to designated areas on hard standing. Only 
double bunded fuel bowsers shall be used. Vehicles must not be left unattended during 
refuelling operations. Fixed plant shall be self-bunded. Mobile plant must be in good 
working order, kept clean and fitted with drip trays where appropriate. All water runoff from 
designated refuelling areas shall be channelled to an oil separator or an alternative 
treatment system prior to discharge; 

• Spill kits and oil absorbent material must be carried by mobile plant and located at 
vulnerable locations (e.g. crossings of land drains and ditches) to reduce risk of spillages 
entering the sub-surface or groundwater environment. Booms shall be held on-site for 
works near watercourses; 

• Care must be taken whilst using shuttering oils when preparing formwork. This requires 
operatives to be trained in the proper handling of materials, the sensitive nature of the 
wider drainage system, and the consequences of accidental spillage; 

• An Emergency Response Plan shall be prepared by the appointed Contractor and 
construction workers trained to respond to spillages as well as being made aware of the 
NIEA Water Pollution Hotline to report pollution incidents; 

• Concrete mixing must be undertaken in designated impermeable areas, at least 10m 
away from a watercourse or surface water drain to reduce the risk of runoff entering a 
watercourse, or the sub-surface, or groundwater environment; and 

• Equipment, batching and ready mix lorry washing and cleaning should be washed out on 
site within a designated area that has been designed to contain wet concrete / wash 
waters (see PPG6 – Working at construction and demolition sites). 

Prescriptive requirements in the contract documentation would require the contractor to 
properly assess risk and devise mitigation measures for those activities not already covered 
by statutory requirements. Where possible, risks would be designed-out. Throughout the 
construction period however, the Contractor would be required to comply with PPG 
requirements (i.e. PPG 2, 6, 8 (Safe Storage and disposal of used oils), 21 (Incident Response 
Planning) & 26) regarding pollution of surface waters and refer to CIRIA 648 ‘Control of Water 
Pollution from Linear Construction Projects’, which provides advice on potential impacts 
arising during the construction phase and the assessment and mitigation of these risks. 

16.7.2.4 Litter & Debris 

The Contractor shall be required to maintain a tidy site as far as practicable and would be 
required to dispose of materials in a controlled and responsible manner. These measures 
should assist in reducing the potential for adverse impacts on surface waters arising from 
construction activities. 

Areas of hard standing and surface roads shall be swept regularly to prevent the build-up of 
material which could be washed into watercourses. 

16.7.2.5 Consents 

A Discharge consent issued by NIEA under the Water (Northern Ireland) Order 1999, is 
required for any discharges to the aquatic environment. Any proposed discharges not directly 
related to construction of the road, such as from wash facilities, would also require separate 
discharge consent applications.  
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It has been agreed in principle with NI Water that discharges to the sewerage network would 
be acceptable during construction (instead of discharging to Belfast Harbour via a proposed 
storm water pumping station) as long as appropriate settlement and filtration measures are 
implemented to ensure treatment of runoff and settling out of sediments before discharge. This 
is required because the proposed outfall route to Belfast Harbour from Gamble Street CSO 
would unlikely be completed until late in the 3-year construction programme.   

As the Proposed Scheme would involve abstractions (e.g. dewatering of an excavation) an 
appropriate abstraction licence issued under The Water Abstraction and Impoundment 
(Licensing) Regulations (Northern Ireland) 2006 would also be required. 

Works in, over or under a watercourse or works altering or repairing any structure in, over or 
under a watercourse, and works within the drainage margin of the watercourse would require 
consent/approval from both the NIEA - WMU and DARD Rivers Agency. 

16.8 Residual Effects 

As noted earlier, it is not sufficient to assess the size and probability of potential impacts; their 
significance should also be assessed. The level of significance is to be assigned after 
consideration of any proposed mitigation (i.e. significance is assigned with mitigation in place 
allowing for the positive contribution of all mitigation that is proposed). It is therefore the 
residual effects associated with the Proposed Scheme that are most reflective of what the 
overall predicted impact would be upon the water environment during the operational and 
construction phase.  

16.8.1 Significance of Potential Effects (Operation) 

16.8.1.1 Drainage 

The design proposals being taken forward as part of the scheme development are to separate 
out or remove certain areas which currently drain to the existing combined sewerage network 
and instead discharge storm water which is generated from these areas of the study area to 
Belfast Harbour coastal water body. Storm water separation and the adopted approach aligns 
with Planning Policy Statement (PPS) 15 Annex C10, which seeks to achieve improved water 
quality by reducing volumes within the combined piped sewerage systems. On this basis, the 
significance of effect is considered to be ‘Slight Beneficial’. 

16.8.1.2 Surface Waters 

Table 16.11: Significance of potential effects upon surface waters 

Affected Surface water Importance of 
Attribute 

Magnitude of 
Impact Significance of Effect 

Mile Water Low Negligible Neutral 

Belfast Harbour Low Negligible Neutral 

 

With reference to Table 16.11, the importance of surface waters affected by the Proposed 
Scheme are considered to be ‘Low’ on the basis of their WFD water quality status 
classification in the most recent monitoring period (2013). 

For the Mile Water, the magnitude of impact is considered ‘Negligible’ on the basis that the 
Proposed Scheme would require no modification of the existing strategic and local road 
network in the vicinity of this surface water, thus no direct morphological impact is expected. It 
is also on the basis that whilst changes to the road layout within this surface water’s 
catchment area would result in a minimal increase in routine runoff discharging unattenuated 
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to the Mile Water, in terms of adverse impacts associated with routine runoff, it would be of an 
insufficient magnitude to affect use or integrity. This is due to the vast dilution and dispersal 
potential of Pollock Dock which this culvert outfalls to. On this basis, the significance of effect 
is considered to be ‘Neutral’. 

Whilst the Proposed Scheme would result in an increase of approximately 6.3ha of drainage 
catchment area outfalling direct to Belfast Harbour, the magnitude of impact would be 
‘Negligible’. This is on the basis that the Proposed Scheme would require no modification of 
the existing outfall point through the quay wall, thus morphological changes would be minimal; 
the capacity to dilute soluble pollutants and achieve sediment dispersal within Belfast Harbour 
would naturally be extensive, as a result of the through flow effect of the River Lagan and the 
semi-diurnal tidal cycle; and the potential effects on disturbance of contaminated bed 
materials/sediments in Belfast Harbour in the vicinity of the existing CSO culvert outfall, due to 
turbulence caused by storm water discharge from the Proposed Scheme, is expected to be 
negligible. On this basis, the significance of effect is considered to be ‘Neutral’. 

No new surface waters (open or culverted) would be directly or indirectly affected by the 
Proposed Scheme, thus no hydrological, hydromorphological or water quality impacts can be 
expected. 

The annual probability of a serious pollution incident occurring is significantly lower than the 
acceptable risk limit of 1% (or a return period of 1-in-100 years) at all outfall locations, since 
the Proposed Scheme offers significant improvement to the safety and standard of the 
highway environment, thus having the effect of reducing the risk of a serious pollution incident. 
In addition to this, at the Pumping Station, there would be the capability for total shut down of 
flow discharge in the event of an accidental spillage occurrence on the strategic underpass 
road links. On this basis, the significance of effect is considered to be ‘Neutral’. 

16.8.1.3 Protected Areas 

No protected areas (identified as those requiring special protection under existing National or 
European legislation, either to protect their surface water or groundwater or to conserve 
habitats or species that directly depend on those waters) would be affected by the Proposed 
Scheme. On this basis, the significance of effect is considered to be ‘Neutral’. 

16.8.1.4 Groundwater 

There would be no overall risk to groundwater quality, as no discharges of road runoff to the 
ground are proposed with the drainage design. However, the Proposed Scheme may lead to a 
change in the local hydrogeological regime, potentially affecting groundwater flow in the fluvial 
deposits, leading to changes in the hydraulic gradient and increased hydraulic heads that may 
be transmitted to the overlying deposits. At present, however, it is not possible to quantify this 
further. The following additional information is required as part of the detailed design 
development: 

• Further routine groundwater level gauging of boreholes installed during the 2013 Ground 
Investigation. It is recommended that weekly monitoring be undertaken over several 
months; 

• In-situ hydraulic testing of wells installed in the three hydrogeological units, i.e. the 
bedrock, the fluvial deposits and the estuarine alluvium; and 

• Numerical groundwater modelling to test the effects of deep foundation structures on the 
groundwater flow regime and to quantify the potential implications of head changes in the 
fluvial deposits on groundwater levels in the estuarine alluvium. A simple groundwater 
model can be developed to represent the generally understood geological units and with 
simple boundaries evaluate current and affected groundwater flow regimes. Such 
modelling would be reliant on the accuracy of understood aquifer permeabilities and is 
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best undertaken only after such data is available. The modelling would assist with the 
design of appropriate mitigation measures, such as additional drainage at shallow depth. 

16.8.1.5 Floodplain 

It is feasible to exclude direct flood waters emanating from Belfast Harbour flowing above 
ground into the site area from the north and east, from impacting on the strategic road network 
and from entering the underpass links associated with the Proposed Scheme. This is on the 
basis of incorporating flood retaining walls and sufficiently raised ramp approaches to prevent 
flood water ingress to underpasses; temporary flood barriers between the M3 to Westlink (Link 
4), Nelson Street (south) (Link 12) and M3 to York Street (Link 7); and specifically-designed 
non back flow drainage and utilities infrastructure and a storm water Pumping Station 
incorporated with resilience measures and protection to minimise risk of failure during a future 
flood event.  

The remainder of the York Street Interchange site area with proposed finished levels below 
approximately 3.05 metres AOD could, based on current flood protection infrastructure 
remaining unchanged, be directly affected by any flooding event with an AEP equal to or less 
than 2%, which would eventually breach the existing flood protection infrastructure. As this is 
the case under existing conditions, the significance of effect would be Neutral. 

Consideration has also been given to the potential impact of the supressed and elevated links 
embedded within the Proposed Scheme design on the existing floodplain. The outcome of the 
assessment concluded that there would be a negligible impact on existing flood levels during 
the design 0.5% AEP event. On this basis, the significance of effect would be Neutral. 

Despite the above, some fundamental parts of HD 45/09: Road Drainage and the Water 
Environment cannot be fulfilled as it is not possible to relocate York Street Interchange out of 
the floodplain, nor because of the urban nature of the site would it be feasible to provide flood 
compensation areas and therefore a Departure from Standard is required. 

16.8.2 Significance of Potential Effects (Construction) 

Table 16.12: Significance of potential effects during the construction phase 

Attribute Potential 
Effect 

Importance 
of Attribute 

Magnitude 
of Impact 

Significance of 
Effect 

Magnitude 
of Impact 

Significance of 
Effect 

without effective mitigation with effective mitigation 

Surface 
Water 

Sedimentation  

Low 

Moderate 
Adverse Slight Adverse Negligible Neutral 

Accidental 
Spillage 

Moderate 
Adverse Slight Adverse Negligible Neutral 

Litter & Debris Minor 
Adverse Slight Adverse Negligible Neutral 

Ground-
water 

Drawdown 

Low 

Negligible / 
Minor 

Adverse 
Neutral Negligible Neutral 

Accidental 
Spillage & 

Contamination 

Negligible / 
Minor 

Adverse 
Neutral Negligible Neutral 
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As shown in Table 16.12, without prescriptive and stringent mitigation measures being 
effectively implemented on site, the adverse risk to the water environment during the 
construction phase could potentially be Large. With effective mitigation, the majority of 
potential effects are assessed as being ‘Neutral’, however as noted previously, measures 
would be prescriptive and stringent, and clearly written into the construction contract 
Specifications and Employer’s Requirements. Nevertheless, the significance of effect would 
entirely depend upon committed applications on-site through continuous monitoring, reporting 
and communication before, during and after the construction phase. 

16.9 Summary & Conclusions 

As the impacts of a specific component or activities associated with the Proposed Scheme 
would have minimal impact upon the water environment (i.e. from a water quality, 
hydromorphology and spillage risk perspective), it is unlikely that the Proposed Scheme would 
cause deterioration in the Belfast Harbour coastal water body, or prevent it from meeting its 
WFD objectives. 

There would be no overall risk to groundwater quality, as no discharges of road runoff to the 
ground are proposed with the drainage design. However, the Proposed Scheme may lead to a 
change in the local hydrogeological regime, potentially affecting groundwater flow in the fluvial 
deposits, leading to changes in the hydraulic gradient and increased hydraulic heads that may 
be transmitted to the overlying deposits. 

The Proposed Scheme would be located in the coastal floodplain and without flood protection 
measures the proposed underpasses would be susceptible to flooding for events in excess of 
a 2%AEP (1-in-50 year) flood event. This would lead to the requirement to close the Westlink 
to M3, M2 to Westlink and M3 to Westlink strategic road linkages for periods in advance of, 
during and after certain flood events. In addition to the inconvenience caused to road users 
and emergency services, there would also be potential health and safety implications during 
the flood and clean-up costs after the events. 

It is proposed that scheme flood retaining walls would be provided and ramp approaches 
would be sufficiently raised to reduce the risk of flood water ingress to underpasses. 
Furthermore, a temporary flood barrier is proposed at the connection between the M3 and 
Nelson Street. New drainage infrastructure would be designed in such a way so as to prevent 
back flow routes occurring into underpasses during flood events. The storm water pumping 
station would be designed with resilience measures and protection to reduce risk of failure. 

The impact of the proposed flood protection measures has been assessed for the 0.5%AEP 
(1-in-200 year) flood event using the InfoWorks RS model. This showed that the proposed 
York Street Interchange with flood protection measures would have negligible increase in flood 
levels. As a result the impact of the proposed road scheme has been assessed as neutral 
under DMRB HD45/09. 
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17. GEOLOGY & SOILS 

17.1 Introduction 

Geology and soils play an important part in determining the environmental character of an 
area. The nature and alignment of rocks has a major influence on landform and subsequent 
road development. Northern Ireland has approximately 97 soil parent materials, making it the 
most geologically diverse area of its size in the British Isles. The nature of geology as a parent 
material influences the character of the soil of a region. Road schemes can have an impact on 
both the geology and soils of an area, and it is therefore important that the potential impacts of 
development on these environmental factors are considered fully. 

Geological or geomorphological features, which are considered to be of significant national 
importance, are designated as Areas of Special Scientific Interest (ASSIs), meaning that they 
have a certain degree of statutory protection against operations which might cause damage or 
loss of that important feature. Consideration must be given to the impact of proposals on 
ASSIs. In Northern Ireland, other sites of geological importance are classified by the Northern 
Ireland Environment Agency (NIEA) – Natural Heritage as being Earth Science Conservation 
Review (ESCR) sites. 

The objective at this final stage is to undertake sufficient assessment to identify possible 
geological/soil constraints associated with the Proposed Scheme, and the significance of 
effects upon it. The assessment considers the impact of the Proposed Scheme on the existing 
ground, which includes an assessment of the impact on soils and any contaminated land, and 
also the impact on any sites of geological importance. 

17.2 Methodology 

Assessment of the Proposed Scheme has addressed the following areas: 

• impact on important geological mineral deposits; 

• impact on soils; 

• impact on any sites that have educational or scientific interest due to their rarity; and 

• the possibility of hazardous materials being exposed. 

In accordance with the requirements of DMRB Volume 11.3.11 (Geology & Soils), Chapter 7 
(Stages of Assessment), the steps taken include: 

• consultation with Geological Survey of Northern Ireland (GSNI), and NIEA – Natural 
Heritage to confirm and update information on the location and nature of any designated 
or undesignated sites of geological interest and to confirm and update information on solid 
and superficial geology, and the nature of soils; 

• consultation with DOE Planning - Minerals Development, Management and Compliance 
Unit to confirm and update information on the location of any areas licensed for mineral 
development; 

• consultation with the Department of Agriculture and Rural Development (DARD) to obtain 
information on the agricultural quality of land (where appropriate); and 

• consultation with Belfast City Council and NIEA – Waste Management Unit (formerly Land 
& Resource Management Unit) to confirm and update information on any known or 
potential areas of contaminated land. 

This technical chapter also incorporates information prepared as part of the Ground 
Investigation Report and the Preliminary Sources Study for the Proposed Scheme, including 
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information from previous ground investigations in the area, the most recent of which was 
undertaken in 2013. A selection of these investigations is provided below:  

• 1961 Belfast Ring Road Ground Investigation; 

• 1962 Gibb and Partner York Street Ground Investigation; 

• 1967 - 1969 Westlink Ground Investigation Boreholes by Soil Mechanics; 

• 1979 Westlink-Clifton Street Ground Investigation Boreholes for Roads Service (DoE NI); 

• 1983 12 Corporation Street Depot Ground Investigation Boreholes for DoE NI; 

• 1989 Belfast Cross Harbour Road and Rail Links Ground Investigation Boreholes by 
Glover SI; 

• 1989 New York Centre Ground Investigation Boreholes by Stratex Ltd; 

• 1994 Great George’s Street Housing Scheme Investigation by Stratex Ltd for the Northern 
Ireland Housing Executive; 

• 1995 12 New York Centre Ground Investigation Boreholes by Stratex Ltd; 

• 1999 M2 Sign Gantries Geotechnical Report Boreholes for Construction Service; 

• 2004-2008 Belfast Sewer Project Ground Investigation Boreholes by Glovers SI; 

• 2004-05 Scott Wilson M1 Westlink M2 Pavement Evaluation Report Cores; and 

• 2009 York Street Ground Investigation Boreholes by Soil Mechanics for Roads Service.  

The following reports prepared in relation to the site and adjacent areas have been reviewed 
to support the contamination assessment:  

• URS, York Street Interchange, Preliminary Sources Study Report (PSSR), March 2012, 
Report ref. 47037827/S105296; 

• Arup, Geo-environmental Desk Study Report, York Street Belfast, Rev. A, November 
2008;  

• RSK, Environmental Site Assessment, North Queen Street PSNI Station, 2 -16 North 
Queen Street, Belfast, August 2013; 

• 2013 Causeway Geotech Ltd, York Street Interchange, Belfast, Ground Investigation 
Report Ref. 13-014; and 

• 2013 Central Procurement Directorate, York Street Interchange, Belfast, Additional 
Fieldwork, SI1305. 

17.2.1 Contaminated Land Assessment Methodology 

Contaminated land is defined using a risk assessment methodology, which determines the 
nature and level of risk from contaminated land. This methodology is based on the risk 
management framework provided in the Contaminated Land Report (CLR) 11, ‘Model 
Procedures for the Management of Land Contamination’, Environment Agency, 2004.  The 
CLR11 definition of risk is: 

‘Risk is a combination of the probability, or frequency, of occurrence of a defined 
hazard and the magnitude of the consequences of the occurrence’. 

   
ENVIRONMENTAL STATEMENT (VOLUME 1) 
January 2015 
 

570 
 



 Transport NI — York Street Interchange 

 
A risk is created where there is a linked combination of a contaminant to a potential receptor, 
via an exposure pathway (i.e. a pollutant linkage).  The risk assessment considers the risks 
associated with potential pollutant linkages. The methodology adopted relies on the 
development of a site-specific conceptual site model (CSM) consisting of three components: 

• a source of contamination, for example due to historical site operations; 

• a pathway, a route by which receptors can become exposed to contaminants.  Examples 
include vapour inhalation, soil ingestion and groundwater migration; and 

• a receptor, a target that may be exposed to contaminants via the identified pathways.  
Examples include human occupiers/users of the site, waterways, groundwater, property or 
ecosystems. 

For a potential risk to either environmental and/or human health receptors to exist, a plausible 
pollutant linkage involving each of these components must exist. If one of the components is 
absent then a pollutant linkage, and thereby potentially unacceptable risk, is also unlikely to 
exist.  Where all three components are or maybe present, a potentially complete pollutant 
linkage can be considered to exist.  This does not automatically imply the presence of 
unacceptable risk, but further investigation of the potential pollutant linkages is required. 

17.2.1.1 Contaminated Land Risk Assessment 

As part of the 2013 ground investigation, soil, leachate and groundwater samples were 
scheduled for a range of chemical testing including metals and metalloids, polycyclic aromatic 
hydrocarbons (PAH), total petroleum hydrocarbons (TPH), cyanide (free and total), benzene, 
toluene, ethylbenzene, xylene, Volatile Organic Compounds (VOC) and Semi-Volatile Organic 
Compounds (SVOC). A total of 19 made ground soil samples were also screened for the 
presence of asbestos. 

To provide an initial assessment of the potential significance of contaminant concentrations 
detected in soil and groundwater samples collected from the site, a Generic Quantitative Risk 
Assessment (GQRA) was undertaken utilising Generic Assessment Criteria (GAC) that are 
derived to be protective of human health, groundwater and waterways.  GAC are intended to 
provide a conservative means of initial assessment.  Where contaminant concentrations are 
less than the appropriate GAC, it is considered unlikely that the contaminant concentrations 
would pose a potentially unacceptable risk to human health.  Where a contaminant 
concentration exceeds the GAC, it does not automatically follow that an unacceptable risk 
exists, but that further assessment may be necessary to quantify the risk taking into account 
site-specific input parameters. 

Carbon dioxide and methane have been assessed using the CIRIA C665 methodology. In 
general if the gas monitoring data indicates a classification of CS1 or CS2, the ground gas 
concentrations are deemed to be within acceptable limits for the proposed works. Oxygen is 
considered to be depleted if it is detected below the relevant limit (18%) and the 
concentrations of carbon monoxide and hydrogen sulphide have been compared to long-term 
exposure workplace exposure limits (WELs).  

17.2.2 Assessing the Significance of Effects 

With reference to DMRB 11.2.5.2 (Determining Significance of Environmental Effects), it is not 
sufficient to assess the size and probability of possible impacts; their significance should also 
be assessed. The significance of the effect is formulated as a function of the receptor or 
resource’s environmental value (or sensitivity) and the magnitude of project impact (change). 
In other words, significance criteria are used to report the effect of the impact; however DMRB 
does not provide an approach to determining the significance of effects resulting from changes 
to geology and soils associated with the Proposed Scheme. 

   
ENVIRONMENTAL STATEMENT (VOLUME 1) 
January 2015 
 

571 
 



 Transport NI — York Street Interchange 

 
Firstly, to assess the overall significance of potential effects of the Proposed Scheme on 
geology and soils, an assessment has been made of the sensitivity of the resource, using the 
general criteria contained in Table 17.1. 

Table 17.1: Estimating the importance of geology & soils 

Importance Criteria Example 

High 
High Attribute with 
high quality and 
rarity, national scale 

Area of educational or scientific geological interest (i.e. ASSI); 

Earth Science Conservation Review (ESCR) site; 

Free-draining agricultural soils (i.e. Rankers, Brown Earths); 

Medium 
Attribute with 
medium quality and 
rarity, regional scale 

Non-designated areas of educational or scientific geological 
interest (i.e. outcrop exposure); 

Areas licensed for mineral extraction; 

Free-draining agricultural soils (i.e. Shallow Brown Earths, 
Podzols). 

Low 
Attribute with low 
quality and rarity, 
local scale 

Sites not in the above categories but with some geological 
interest; 

Impeded/Poor draining agricultural soils – Surface Water 
Gleys, Alluvium. 

Negligible Areas of little or no 
interest 

Other areas of superficial geology or geomorphological 
feature; 

No soil profile - Peat, Urban, Disturbed. 

 

The presence and sensitivity of receptors at risk from potential land contamination can be 
assessed by consideration of the following: 

• surrounding land uses, based on mapping and site visits and the occupants of the 
proposed adjacent sites; 

• proposed end-use, based on the nature of the proposed development; 

• type of construction operations that would be necessary as part of the Proposed Scheme; 

• surrounding sites of nature conservation importance; and 

• geology, hydrogeology and hydrology of the site and its surrounding area. 

The sensitivity of potential receptors can be described qualitatively, according to the 
categories shown in Table 17.2. 
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Table 17.2: Descriptive scale for sensitivity of receptors to potentially contaminated land uses 

Qualitative 
Description 
(Receptor 
Sensitivity) 

End Users 
(operational 

workers/ 
visitors) 

Surrounding 
Land Uses 

Construction 
Workers 

Ecological 
Sites 

Built 
Environment 

High 
Residential, 
allotments, 
play areas 

Residential 
area 

Extensive 
earthworks, 

and demolition 
of buildings. 

Nationally or 
internationally 

designated 
ecological 

sites. 

Buildings, 
including 

services and 
foundations of 
high historic 

value or other 
sensitivity. 

Medium 
Landscaping 

or open 
space 

Open space or 
commercial 

area 

Limited 
earthworks 

Locally 
designated 
ecological 

sites. 

Buildings, 
including 

services and 
foundations. 

Low 

“Hard” end 
use (e.g. 

roads, 
industrial, car 

parking) 

Industrial area Minimal 
disturbance 

No sites of 
significant 
ecological 

value close by. 

Not applicable. 

The magnitude of impact is defined wherever possible using the terms defined in Table 17.3. 

 
Table 17.3: Estimating the magnitude of impact on an attribute 

Magnitude Criteria 

Major 
Direct loss of a feature of interest; 

High risk of exposure of a sensitive receptor to potentially harmful levels of 
contamination via a confirmed pathway. 

Moderate 
Partial loss of a feature of interest; 

Proven source – pathway – receptor pollutant linkage identified with elevated level 
of contamination recorded. 

Minor 

Minor effect on a feature of interest; 

Superficial disturbance to geology, changes in geomorphology; 

Identified source – pathway – receptor pollutant linkage identified but contamination 
likely to be low risk. 

Negligible 

Insufficient impact to affect feature of interest; 

Changes to made ground deposits; 

No source – pathway – receptor pollutant linkage identified. 

 

DMRB 11.3.11 does not describe how the significance of effects should be scaled with 
regards to geology & soils. Therefore, Table 17.4 outlines a suggested means of estimating 
the significance of potential effects, based upon the magnitude of impact and sensitivity of the 
receptor. Professional judgement and awareness of the relative balance of importance 
between sensitivity and magnitude allows the overall significance of effect to be assessed. 
The significance of effect is assessed with mitigation to define residual effects. 
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Table 17.4: Estimating the Significance of Potential Effects 

Im
po

rta
nc

e 
of

 A
ttr

ib
ut

e High Neutral Moderate/Large Large/Very Large Very Large 

Medium Neutral Slight/Moderate Moderate/Large Large/Very Large 

Low Neutral Slight Moderate Large 

  Negligible Minor Moderate Major 

  Magnitude of Impact 

Source: DMRB 11.2.5.2 (Arriving at the Significance of Effect Categories - adapted) 

17.2.3 Limitations & Assumptions 

A certain amount of ground investigation has been carried out across the study area, with 
exploratory holes percussion bored, rotary drilled or excavated to establish geotechnical 
parameters and help further develop the Proposed Scheme. However, the ground 
investigation carries inherent limitation in that the density of exploratory holes is relatively low 
in comparison to the area of the site, and as such, areas of unforeseen ground conditions may 
be encountered within localised areas across the site. 

The contamination testing carried out to date has been generally targeted at locations 
identified through desk study, site walkovers or ground investigation fieldwork as having the 
potential to contain contaminated material.  There remains a risk that potentially contaminated 
materials may still be present within localised areas across the site, including areas that have 
already been investigated. 

It is assumed that effective measures would be put in place prior to construction to 
control/mitigate potential pollution incidents, from sources such as accidental leaks or fuel 
spills from construction plant and machinery. It is also necessary to ensure that any materials 
being imported onto the site do not contain contaminated materials. 

17.3 Consultations 

The EIA process looks at the effects of the Proposed Scheme on the environment in 
consultation with external bodies to inform the design and decision making. The Stage 3 EIA 
consultation commenced in February 2014 to allow relevant interested bodies an opportunity 
to register concerns or particular requirements during the EIA process, consult on the levels of 
assessment necessary, and seek input to the ES. A summary of key issues raised in relation 
to impacts upon geology and soils in the vicinity of the Proposed Scheme is contained in Table 
17.5 and a copy of their response is included in Volume 2: Appendix 6. 
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Table 17.5: Summary of the Stage 3 formal consultation responses in relation to potential 
impact on geology and soils 

Consultee Consultation 
Date 

Date of 
Response Summary of Consultee Response(s) 

DARD – Quality 
Assurance Branch 

24/02/14 

28/02/14 
14/03/14 

Response received from Countryside 
Management Branch stating that Quality 
Assurance Branch returned nil response. 

Belfast City Council* 24/02/14 07/04/14 

The Council indicated that the presence of 
historical land uses within the study area 
might have the capacity to give rise to 
ground contamination. Recommended that 
the EIA give consideration to the potential 
for relevant human exposure to ground 
contaminants to construction and other 
workers connected with the road 
development, as well as to residents living 
in the vicinity of the road. 

Belfast City Council - 
Health and 

Environmental Services 
Department 

08/04/14 06/05/14 

The Department provided information from 
its limited database of past industrial land 
uses that have the potential to give rise to 
contaminated land. This included 
contamination sources, pollution incidents, 
landfill sites/waste infilling, petroleum 
licences, air or noise monitoring, 
groundwater abstractions, discharge 
consents, environmental complaints and 
other relevant aspects. 

Also recommended that in order to 
accurately determine the past land use 
history of the site, a thorough Preliminary 
Risk Assessment (Phase I) is conducted in 
line with Model Procedures for the 
Management of Land Contamination 
(CLR11). 

GSNI 
24/02/14 

02/04/14 
- No response received. 

NIEA - Natural Heritage 
(Development 

Management Team) 

24/02/14 

02/04/14 
02/04/14 

NIEA carried out a desktop search of 
currently available information for the study 
area and returned a comprehensive 
response emphasising that topography, 
geology, soils and the water environment 
(including consequences of changes to the 
hydrogeological system of the area) should 
be described. 

They also identified a range of mitigation 
measures which should be incorporated 
into the design and that an Environmental 
Management Plan should be produced to 
detail the construction phase of the project 
and the implementation of the mitigation 
measures described in the ES. 
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Consultee Consultation 
Date 

Date of 
Response Summary of Consultee Response(s) 

NIEA – Waste 
Management Unit 

(formerly Land 
Resource Management 

Unit) 

24/02/14 

02/04/14 
29/04/14 

Provided link to NIEA Historic Land Use 
Database and noted if a potentially 
contaminating source is identified, a 
suitable risk assessment and remediation 
strategy (if required) should be submitted 
as part of the ES or independently. 

Reuse of site-won materials present a 
potential risk to environmental receptors. 
ADEPT and MPA guidance on managing 
reclaimed road materials and the NIEA 
publication on bitumen road planings 
should be followed in their identification/ 
management. 

Any contaminated soils and soil type 
materials require hazardous properties to 
be classified and assessed in accordance 
with Technical Guidance WM2 – 
Hazardous Waste: Interpretation of the 
definition and classification of hazardous 
waste. 

NIEA – Major Client 
Interface Group 

Meeting 

13/05/14 

(meeting) 

The purpose of the meeting was to discuss 
the potential for impact upon the natural, 
built and water environment as a result of 
construction and operation of the York 
Street Interchange scheme and establish 
the views and concerns of NIEA. 

From a geology and soils perspective, 
NIEA noted concerns regarding 
contaminated run-off, particularly during 
construction and considering that new 
regulations are soon to be transposed into 
legislation for priority substances, it would 
be important that a monitoring programme 
be implemented to screen for priority 
substances and ensure environmental 
quality standards are achieved. 

NIEA – Industrial 
Pollution and 

Radiochemical 
Inspectorate 

24/02/14 

02/04/14 
- No response received. 

DOE Planning - 
Minerals Development, 

Management & 
Compliance Unit 

24/02/14 27/02/14 
The Unit hold no information that it 
considers relevant to the preparation of the 
ES. 

*Consultation undertaken with the Chief Executive’s Department, Development Department, Health & 
Environmental Services Department, and Parks & Leisure Department. Response provided by Belfast 
City Council – Development Department on behalf of all Departments within the Council. 
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17.4 Regulatory & Policy Framework 

The following key planning policy and national legislation is pertinent to the assessment of the 
Proposed Scheme in relation to impacts upon geology and soils.  

17.4.1.1 The Environment (Northern Ireland) Order 2002  

This legislation requires NIEA to identify and designate ASSIs, which are nationally important 
sites designated for their important flora, fauna or geological features. The Order replaces the 
original ASSI provisions contained in the Nature Conservation and Amenity Lands (NI) Order 
1985 (as amended).  

17.4.1.2 The Waste and Contaminated Land (Northern Ireland) Order 1997 (Part III) 

The Waste and Contaminated Land Order was made in November 1997, came into force in 
March 1998 and implements the EC Framework on Waste in Northern Ireland. The Order 
makes a number of provisions, such as: 

• transfer of responsibility for waste regulation from the district councils to the DOE, focused 
within the NIEA; 

• introduction of measures designed to increase control over the processing and handling of 
waste including Waste Management Licensing, Duty of Care, Registration of Carriers, 
Special Waste and Producer Responsibility; and 

• introduction of measures relating to the identification of contaminated land, designation of 
special sites, duties of enforcing authorities to require remediation, determination of 
appropriate persons to bear responsibility for remediation, liability of contaminating 
substances which escape to other land, and contaminated land registers. 

Some parts of the order with respect to waste management have yet to be implemented; for 
example, waste licensing is operating under the provisions of the Pollution Control and Local 
Government (Northern Ireland) Order 1978 until regulations for the transfer of responsibility to 
the DOE can be introduced. 

17.4.1.3 The Waste Management Regulations (Northern Ireland) 2006 and The Water Order 
(Northern Ireland) 1999 

The management of all materials onto and off the scheme construction site should be suitably 
authorised through the Waste Management Regulations (Northern Ireland) 2006 and/or the 
Water Order (Northern Ireland) 1999. This should be demonstrated through a Site Waste 
Management Plan (SWMP) (see http://www.netregs.gov.uk). 

17.4.1.4 The Plant Health Order (Northern Ireland) 2006 

Under Articles 10 to 12 of this Order, certain relevant material shall not be removed from an 
area of plant health control (defined in Article 10(2)) until the Department is satisfied as to the 
matters specified in Article 12, unless an inspector has discharged that relevant material or the 
removal of that relevant material is permitted under Part 6 (measures to control the landing of 
relevant material and prevent the spread of plant pests). 

17.4.1.5 Planning Policy Statement 2 (PPS 2) Natural Heritage 

This Planning Policy Statement, PPS 2, sets out the DOE’s planning policies for the 
conservation, protection and enhancement of our natural heritage. From a geology and soils 
perspective, key policy objectives are: 
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• to further sustainable development by ensuring that biological and geological diversity are 

conserved and enhanced as an integral part of social, economic and environmental 
development; 

• to assist in meeting international (including European), national and local responsibilities 
and obligations in the protection and enhancement of the natural heritage; and 

• to protect and enhance biodiversity, geodiversity and the environment. 

In essence, any planning decision should ensure that appropriate weight is attached to 
designated sites of international, national and local importance; priority and protected species; 
and to biodiversity and geological interests within the wider environment. 

17.5 Baseline Conditions 

A summary of baseline site conditions based on desk study review and information prepared 
as part of the Ground Investigation Report and the Preliminary Sources Study for the 
Proposed Scheme, including information from previous ground investigations in the area is 
described below.  

There has been considerable historical ground investigation undertaken as part of various 
construction projects over the years, which has contributed to establishing baseline conditions 
for the study area.  The borehole, trial pit and cone penetration test (CPT) locations from these 
investigations are shown on Figure 17.1. 

With regards to sediments and lithology underlying the study area, these have largely been 
addressed in stratigraphic order. 

17.5.1 Soils, Made Ground and Engineered Fill 

With reference to the 1:50,000 Soils Map for Belfast (Sheet 15), the study area is classified as 
‘urban’. Thus it does not offer any significant information, other than to suggest that the upper 
layer of soil may have been modified.  There are numerous man-made features in the study 
area, given its urban location. These include, but are not limited to, the following: 

• existing built development; 

• existing retaining structures along Great George’s Street and Little George’s Street, which 
support the Westlink; 

• the rigid pavement construction of Westlink, comprising a continuously reinforced concrete 
slab; 

• M3/M2 foreshore road embankment; 

• North Queen Street, Dock Street, Lagan and Dargan bridges; 

• Northside Park & Ride and other surface level car parks; 

• Transport NI/DVA Corporation Street Depot; and 

• Brownfield/vacant land plots.  

Historical exploratory holes indicate the placement of fill material, which is likely to be 
associated with providing a firmer surface above the soft alluvial sleech deposits. Made 
ground has been encountered across the entire study area and was found to be variable in 
thickness from 0.4m to 2.1m and tends to be thicker in the northern part of the study area. 
Made ground has been recorded in several layers, as described below: 
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• sandy-gravelly-clay locally with pieces of red brick and occasional mortar; 

• brick and rubble fill including localised brick walls identified in trial pits; 

• grey gravelly fine to coarse sand with lightweight concrete; and 

• grey silty sandy angular gravel with low cobble content. Cobbles interpreted as quarry fill.  

In summary, made ground is reported to generally comprise building rubble that includes red 
brick, concrete, wires, timber, cobbles, boulders and mortar.  Locally, quarry fill has also been 
recorded.  All of these made ground components may have associated contamination, which 
is considered separately in Sub-Section 17.5.7 below. 

In terms of estimating the importance of these deposits from a geology and soils perspective, 
as they are urban, disturbed and offer little or no geological interest, they are considered to be 
of negligible value. 

17.5.2 Superficial (Drift) Geology 

The underlying superficial (drift) geology has largely been determined by a review of the 
historical exploratory hole information, as indicated on Figure 17.1; however solid and drift 
geological maps are available for the study area at 1:63,360 scale (GSNI, 1966a and 1966b) 
with their accompanying memoir (GSNI, 1970).  These maps are illustrated on Figure 17.2, to 
provide a general overview of the indicative geographical extent of drift deposits within the 
study area. An indicative cross-section of solid and drift deposits is also shown on Figure 17.3. 
With reference to these figures, the study area is underlain by drift deposits, mainly 
comprising: 

• Raised Beach (shore line) Deposits;  

• Estuarine Alluvium;  

• Peat; 

• Fluvial coarse-grained deposits; and 

• Glacial Deposits including (firm clay, stiff clay, stiff clay occasionally with thin laminations, 
and glacial sand & gravel bands). 

A feature marking the former coastline is located approximately parallel and close to North 
Queen Street, however has not been encountered during previous ground investigations. 
These features normally consist of sand and sand & gravels, with occasional cobbles and 
shell debris present. 

Estuarine Alluvial Deposits (locally known as Belfast Sleech) are encountered beneath the 
made ground and underlie much of the study area. They are highly compressible and typically 
very soft, or soft with very low bearing strength. These normally consolidated grey silty clay 
sediments with variable organic content extend to approximately 9.5m to 12m below ground 
level. Isopachytes of the estuarine alluvium indicate a maximum thickness of 15m along the 
eastern edge of the study area. In some areas, alluvial sand with layer thickness up to 2.8m is 
encountered underlying the made ground and overlying the soft estuarine deposits.  

A thin layer of peat is found underlying the estuarine deposits, with thickness varying between 
0.15m to 1.8m.  The peat is generally described as dark brown friable sub-amorphous peat 
with decayed roots and occasional lenses of grey fine sand. Peat is a weak and highly 
compressible material that is likely to undergo significant settlement, which may extend over 
many years. 
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Fluvial deposits generally underlie part of the estuarine deposits and consist of medium 
density sandy gravel and occasionally medium density silty-gravelly-sand, separated in areas 
by the peat layer. The layer thickness encountered varies between 0.3m and 3.5m, as 
recorded in the historical exploratory holes. 

The glacial deposits (boulder clay) are encountered beneath the estuarine and fluvial deposits.  
These deposits are generally described as firm to stiff, becoming very stiff sandy-silty-clay with 
presence of occasional cobbles and boulders. The glacial deposits in Belfast are generally 
divided into three layers (the Upper Boulder Clay, the Middle (Malone) Sands, and the Lower 
Boulder Clay). 

Upper Boulder Clay comprises brown to reddish-brown plastic clay with a low stone content.  It 
may include partings and lenses of silt and fine sand, and some laminated clay.  The material 
is typically firm to stiff, with medium to low compressibility and is slightly over consolidated. 

The Middle (Malone) Sands are typically a stratified reddish-brown, fine to medium grained, 
silty sand with occasional gravel layers and laminated clay.  The material is typically medium 
density with medium to low compressibility. 

Lower Boulder Clay comprises reddish-brown clay with a high stone and boulder content.  It 
may include sand lenses and laminated clays.  The material is typically stiff to very stiff, with 
low compressibility. 

In terms of estimating the importance of these deposits from a geology and soils perspective, 
although the depth of sleech encountered is quite unique to Belfast, its properties and the 
conditions in which it was laid down have been significantly investigated and studied to an 
extent that it is considered an attribute with low quality and rarity on a local scale. On this 
basis, the superficial deposits are considered to be of low value. 

Similarly, the underlying fluvial and glacial soils within the study area are considered of low 
quality and rarity, given the urban location and thickness of cover by made ground and 
alluvium. 

17.5.3 Solid Geology 

The solid geology maps, as shown on Figures 17.2 and 17.3, and updated by the 1:250, 000 
Solid Geological Map of Northern Ireland (Geological Survey of Northern Ireland, 1997), 
indicate that the study area is predominantly underlain by rock from the Sherwood Sandstone 
Group; a formation from the Triassic period.  This rock was formerly known as Bunter 
Sandstone and comprises reddish-brown fine-grained sandstone and siltstone, mudstones 
with occasional small conglomerate bands.  

The western edges of the study area are shown as being underlain by rock from the Mercia 
Mudstone Group, also from the Triassic period.  This rock was formerly known as Keuper Marl 
and is described as red, brown and green mudstone and marl with thick salt beds in south 
Antrim. 

The bedrock is weathered to differing degrees across the study area and has been intruded by 
several basalt dykes of Tertiary Age, which trend in a north-west to south-east orientation. 

17.5.4 Earthquake Seismicity  

With reference to the BGS/GSNI GeoIndex map viewer [on-line], there has only been one 
known historical earthquake epicentre within 10km of the site. An earthquake with magnitude 
2.5 on the Richter scale, based just to the north of Carrickfergus occurred in October 1990. 
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17.5.5 Minerals 

With reference to the BGS/GSNI 1:100,000 Minerals Resource Map of Northern Ireland 
(County Down and Belfast), there are no known minerals of economic importance, active 
quarries, or areas licensed for mineral development within the study area.  

With reference to the BGS/GSNI GeoIndex map viewer [on-line], there are no historic mine 
workings, such as Shafts or Adits, or petroleum license areas within the study area. 

17.5.6 Topographical maps 

The historical development of the study area is based upon an examination of available 
OSNI/LPS maps and aerial photography.  The historical maps dating from: 1832-1833, 1904, 
1923, 1931, 1938, 1952-1965 and 1983 were either viewed on a GIS software package 
(MapInfo), on the OSNI/LPS website, or provided in hard copy by the Public Records Office of 
Northern Ireland (PRONI). Recent mapping includes the latest available LPS datasets (vector 
mapping and orthophotography) and a detailed topographical survey undertaken by Fugro-
BKS in 2012. 

With reference to the above sources of historical and recent topographical mapping and 
orthophotography for the study area, the principal stages of development include: 

• in the 1830s, buildings were predominantly residential with industrial developments 
including mills, bonded stores, weavers and a tobacco factory.  Victoria Barracks occupied 
a site to the west of the North Queen Street/Great George’s Street junction, now partly 
occupied by the former North Queen Street PSNI Station; 

• in the first half of the 20th Century, further development of residential properties and mills; 

• in the period 1950-1970: Victoria Barracks have been demolished; 

• in the period to 1983: construction of the Westlink and M2, with associated reconfiguration 
of the York Street junction and demolition of previous buildings, with resultant open areas 
used for surface level car parking.  Some commercial properties built alongside Nelson 
Street; 

• in the 1990s: construction of the cross harbour bridges to convey the rail link and M3. 
Further demolition of residential/commercial properties, with Cityside Retail Park 
constructed to the west of York Street. The Transport NI and DVA offices have been 
constructed between Corporation Street and Nelson Street; and  

• since 2000: Galway House constructed to the east of York Street north of York Link in 
lands adjacent to the Dargan Bridge.  Most of the industrial/commercial units in the area 
between Shipbuoy Street and Great George’s Street were demolished in the period 2007-
2009, with the area used as a surface level car park over part of the period since their 
removal.  The area to the south of the Transport NI Corporation Street Depot is used as a 
storage area for materials required for resurfacing works in Belfast City Centre and other 
local construction projects. 

17.5.7 Contaminated Land 

With reference to Figure 17.4, land which may have been impacted by former or current 
potentially contaminative land uses are evident in the study area.  These areas have been 
identified from the NIEA – Waste Management Unit’s database of sites where, based on their 
historic land use, there is potential for them to be contaminated. 

Where waste and industrial residues are present, there may also be toxic or other hazardous 
material, which may pose a threat to human health or impose other constraints, should it 
require excavation or avoidance.  The purpose of the contaminated land assessment is to 
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review the historical and environmental setting of the study area, along with available site 
investigation data and to identify any potentially significant pollutant linkages, including those 
that may pose a significant risk to the construction of the Proposed Scheme.  This has been 
undertaken to establish the contamination status of the study area and allow an assessment of 
risk to the works and potential receptors. 

17.5.7.1 Contamination Sources 

Potential sources of contamination were identified from historic and current uses of the study 
area and site walkovers. Given that the study area is located on the periphery of the City 
Centre, the historical land use has varied as much as Belfast’s industrial past. As such, it is 
reasonable to expect that unquantified fill material would be present across the study area and 
that some of that material may be contaminated. The primary sources of potential 
contamination are identified in the sub-sections below. 

17.5.7.1.1 On-site Sources 

• Fuel tanks and storage (several active or inactive sites) – activities associated with these 
premises may have resulted in ground/groundwater impact with potential historical 
releases of fuel within areas of suspected fuel lines and previous fuel storage; 

• Mechanical engineering works; 

• Metal manufacturing, refining and finishing (iron and steel) works; 

• Food preparation and processing; 

• Textile works and dye works;  

• Timber products manufacturing works;  

• Made Ground, of unknown nature, present as a result of redevelopment works within the 
study area and made ground associated with construction of existing road infrastructure, 
including toxic metals, hydrocarbons, inorganic contaminants including cyanides, 
sulphates, asbestos etc.; and 

• Sleech (estuarine alluvium) and peat deposits may have the potential for ground gas 
generation. 

17.5.7.1.2 Off-site Sources 

Potentially contaminated sites adjacent to the study area were identified to include petrol fuel 
stations, former foundry, printing works, food preparation and processing, tobacco works, 
timber treatment, iron and steel works and ship building works. 

17.5.7.2 Potential Receptors 

The following potential receptors have been identified for the study area: 

17.5.7.2.1 Human Receptors  

• site end users – people using the road; 

• surrounding site users – residents, workers and visitors to the adjacent sites; and 

• construction, maintenance/site investigation workers. 
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17.5.7.2.2 Waterways and Groundwater 

• Perched groundwater expected to be present within made ground deposits.  The 
superficial deposits of glacial till that underlie the study area are not regarded as having 
the potential to store and transmit significant amounts of groundwater. However, 
groundwater may be present in the more granular alluvial deposits; 

• deep groundwater; as reported by NIEA, the groundwater quality in the underlying Belfast 
Groundwater Body is ‘Poor’.  However, groundwater quality in the Belfast Hills - 
Islandmagee Groundwater Body is assessed as ‘Good’; and 

• surface waters including Mile Water River along the northern periphery of the study area 
and River Lagan located to the immediate south-east of the study area and possibly 
hydraulically connected with the groundwater beneath the study area.  Further surface 
waters located within 1km radius of the scheme include the Farset River located 
approximately south of the study area, culverted over the majority of its length.   

17.5.7.2.3 Ecology 

• flora and fauna. 

17.5.7.2.4 Property Receptors - Buildings / Structures  

• existing and/or proposed roads, structures and associated services (water supply pipes); 
and; 

• surrounding buildings. 

17.5.7.3 Potential Pathways 

For a pollutant linkage to exist between identified contaminant sources and receptors, a 
pathway must exist.  The potential pathways are identified below: 

17.5.7.3.1 Human Health  

• Construction and maintenance workers by direct contact with contaminated soil and/or 
groundwater, inhalation of vapours/gases and windblown dust and ingestion; 

• current and future site end users (members of the public using the roads) by direct contact 
with contaminated soil, inhalation and ingestion of wind-blown dust (the latter mainly 
during construction phase); 

• off-site receptors (residents and workers) by direct contact and ingestion of wind-blown 
dust, contaminated groundwater migrating off-site and contaminated water supplies 
migrating off-site via underground utility services; and 

• off-site receptors by inhalation of vapours / ground gases migrating off-site through 
preferential pathways (via groundwater and through permeable unsaturated deposits). 

17.5.7.3.2 Groundwater and Waterways 

• Lateral and vertical migration of contamination (leachate) through permeable strata within 
potential Made Ground and drift deposits and via service runs; 

• vertical migration of potentially contaminated perched groundwater into the deeper 
bedrock aquifer if hydraulically connected or a viable pathway is present.  For example, 
bedrock present at shallow depth or overlain by granular deposits of high permeability.  
However, the glacial till that underlies the study area is expected to provide a degree of 
protection; 
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• migration of potentially contaminated groundwater through fissures in bedrock; 

• lateral migration of contaminants within groundwater towards hydraulically connected 
surface waters.  Preferential pathways for migration of contaminated groundwater exist via 
underground tanks (if any), pipes, voids and services;  

• migration of ground gases (resulting from made ground or alluvial material rich in organic 
matter) via service runs; and 

• migration of contaminants via surface water run-off and soakaways. 

17.5.7.3.3 Ecology  

• Uptake of contaminants via roots of flora; and 

• direct contact, inhalation or ingestion of potentially contaminated soil and/or groundwater 
by fauna. 

17.5.7.3.4 Property Receptors - Buildings / Structures 

• Contact between foundations and soils; 

• attack and penetration of water supply pipes (e.g. by corrosive and organic compounds); 
and 

• off-site migration of ground gas through permeable strata. 

17.5.7.4 Contaminated Land Risk Assessment 

17.5.7.4.1 Soil Results 

The soil chemical results indicated that no concentrations of contaminants of concern were 
detected above their respective GAC for the protection of Human Health within the study area.   

Based on a review of TPH concentrations, elevated levels were reported in relation to a 
sample collected from a trial pit between Nelson Street and Corporation Street (close to the 
Corporation Square junction). The trial pit log indicated that a hydrocarbon odour was also 
noted at this location.  Concentrations of individual hydrocarbon fractions within this sample 
were such that they did not exceed the GAC protective of Human Health and the Proposed 
Scheme would have no physical impact upon the ground at this point anyway.  

Results also indicated that asbestos was not identified in the 19 made ground samples tested; 
however its presence cannot be fully discounted, given the nature of the made ground 
underlying the majority of the site. 

17.5.7.4.2 Soil Leachate Results 

The results of the leachate analysis suggest that the majority of metal and metalloid 
concentrations reported are below the relevant GAC for the protection of groundwater and 
surface waters.  Only two isolated occurrences of leachable arsenic, marginally above GAC 
appears to be present from a borehole taken at Great George’s Street Car Park (adjacent to 
York Street) and a trial pit at Lancaster Street Car Park. The data suggests that metals and 
metalloids present in these soils are generally of low leachability. 

Similarly, only isolated occurrences of leachable polycyclic aromatic hydrocarbons (PAHs) 
appear to be present and these relate to made ground samples recovered from a borehole 
located in the wedge of land between York Link and the onslip to M2, and the borehole taken 
at Great George’s Street Car Park (adjacent to York Street). Following a review of the 
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borehole log, it is indicated that made ground at these locations comprises of brick and rubble 
fill and hardcore fill respectively.   

17.5.7.4.3 Groundwater Results 

Analysis of the groundwater test data indicated that the majority of chemical determinants 
were below their respective GAC; however the following exceedances were recorded: 

• Ammoniacal nitrogen concentrations exceed GAC of 0.5mg/l at two locations (8.6mg/l at a 
borehole between Nelson Street and Stella Maris on Garmoyle Street, and 1.1mg/l at a 
borehole between Dargan Bridge and the M2, just south of Dock Street); 

• Arsenic concentrations exceed GAC of 7.5µg/l at two locations (14µg/l at both the 
borehole between Nelson Street and Stella Maris on Garmoyle Street, and the borehole 
between Dargan Bridge and the M2, just south of Dock Street); 

• Boron concentrations exceed GAC of 750µg/l at three locations where concentrations 
between 890µg/l and 2,600µg/l were recorded; 

• Cadmium concentration exceeds GAC of 0.28µg/l at the borehole between Dargan Bridge 
and the M2, just south of Dock Street;  

• Copper concentrations exceed GAC of 28µg/l at two locations (71µg/l at the borehole 
between Nelson Street and Stella Maris on Garmoyle Street, and 38µg/l at a borehole 
immediately north of Philip House); 

• Lead concentration exceeds GAC of 7.2µg/l at two locations (14µg/l at a borehole on York 
Street (south of Galway House) and 90µg/l at the borehole between Nelson Street and 
Stella Maris on Garmoyle Street); and 

• Concentrations of TPH aromatic C12-C16 fractions exceed the GAC of 90µg/l at two 
locations (100µg/l at the borehole on York Street (south of Galway House), and 280µg/l at 
the borehole between Nelson Street and Stella Maris on Garmoyle Street). 

17.5.7.4.4 Gas Monitoring 

Two rounds of ground gas monitoring were undertaken during April and July 2013.  Combined 
gas and groundwater monitoring wells were installed with a response zone generally screened 
through natural superficial deposits.  

Although not directly of relevance to road construction projects, CIRIA C665 (C665: Assessing 
Risks Posed by Hazardous Ground Gases to Buildings, CIRIA, 2007) proposes that ground 
gas risk assessment should be based on the concept of a Gas Screening Value (GSV). The 
calculated worst case GSV (measured in litres of hazardous gas per hour) is used to define a 
Characteristic Situation (CS) for a site. CS1 indicates that no protection measures are 
required, whereas a CS6 indicates that development should not proceed without remediation. 
Although CIRIA C665 is specifically designed for assessment of gas risk in relation to 
buildings, the ground gas risk assessment methodology is considered to be suitable for a 
preliminary assessment of the ground gas concentrations encountered within the study area, 
particularly as a pumping station would be required with the scheme. 

The gas monitoring results indicated that carbon dioxide concentrations were recorded 
between <0.1 and 2.3% volume/volume percent (v/v) maximum in a borehole located just 
south of Focus Security Solutions on Corporation Street, while methane was recorded at 
concentrations between <0.1 to 3.6% v/v maximum recorded in the borehole taken at Great 
George’s Street Car Park (adjacent to York Street). Gas flow was recorded between <0.1 and 
0.3l/hr. These concentrations are generally typical of alluvial deposits with high elevated 
organic matter content.  
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Given the highest concentration of methane of 3.6% v/v and the worst case flow of 0.3l/hr, the 
worst case highest characteristic situation across the site would be CS1 (GSV = 0.0108). 
Therefore, the risk from ground gas at the site is assessed to be very low. 

A smell of gas was noted at one trial pit during excavation. Furthermore, light to strong organic 
odours were recorded in natural soils from a number of boreholes, likely to be associated with 
the organic matter content (e.g. peaty soils) of the natural soils underlying the site. 

17.5.7.4.5 Risk to Human Health 

No exceedances with respect to long-term human health (for a commercial/industrial scenario) 
were recorded in the soil samples tested during the ground investigation works. Therefore the 
risk to human health with respect to current users of the site, construction workers as well as 
future users is considered to be low. Likewise based on the gas monitoring data, risk from 
ground gas generation to potential receptors is considered to be very low, however gas 
monitoring during construction works is recommended. 

17.5.7.4.6 Risk to Waterways and Groundwater 

Whilst soil leachate results indicate limited leachability of metals/metalloids and ammoniacal 
nitrogen, a number of exceedances of Water Target Value (WTV) were recorded in 
groundwater samples across the study area in respect of these compounds.  While they may 
be related to soil sources on site, the metal exceedances recorded are relatively marginal, 
generally within one order of magnitude and are not considered to be significant.   

Further exceedances of TPH in groundwater were recorded within two borehole locations, 
namely the borehole between Nelson Street and Stella Maris on Garmoyle Street, and the 
borehole on York Street (south of Galway House), located in the vicinity of petrol station/fuel 
storage sites. 

Concentrations of TPH aromatic fraction C12-C16 in soils across the site were generally less 
than 53mg/kg, except at one location where a concentration of 610mg/kg was reported in the 
trial pit between Nelson Street and Corporation Street, close to the Corporation Square 
junction.  GAC for soil protective of groundwater and waterways for this TPH fraction were 
back calculated using applicable WTV and the soil-water partitioning equations presented in 
the Environment Agency (2006) ‘Remedial Targets Methodology (RTM): Hydrogeological Risk 
Assessment for Land Contamination’. The RTM considers whether contaminants leaching 
from soil to soil pore water have the potential to pose a risk to identified groundwater or 
surface water receptors.  Soil GAC of 2.63mg/kg was calculated for TPH aromatic fraction 
C12-C16.  Implied by theoretical calculations, 5 out of 31 soil samples tested indicate 
exceedance of soil GAC protective of groundwater and surface water. 

In the UK, risk to waterways and drinking water is assessed in relation to indicator (risk driver) 
compounds.  For both potable supplies and waterways, these include benzene and PAH 
compounds.  Benzene concentrations within all groundwater samples recovered from the site 
were not recorded above the laboratory method detection limit of 1µg/l.  Similarly, the 
concentrations of PAH compounds were all recorded below their respective method detection 
limits.   

At present there are no available UK screening threshold for TPH criteria working group 
fractions in groundwater, thus a conservative approach has been adopted, based on Drinking 
Water Guideline (DWG) values for Petroleum Products in Drinking Water.  The DWG for TPH 
C12 – C16 aromatic is 90µg/l.  Exceedances of these thresholds should not be taken to imply 
that a potentially significant risk is present.  More volatile hydrocarbon fractions were not 
recorded at concentrations below the method detection limit. 

It is further noted that in the groundwater samples from both borehole locations between 
Nelson Street and Stella Maris on Garmoyle Street, and on York Street (south of Galway 
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House), the concentrations of all aliphatic petroleum hydrocarbon fractions were below their 
respective method detection limits.   

17.5.8 Designated and Non-Designated sites 

With reference to NIEA - Natural Heritage digital data sets of protected sites and BMAP 2015, 
it is evident that there are no national or international sites of geological significance within the 
immediate study area. Beyond the study area, there is however a number of sites designated 
in part for their geological features. 

The designated portion of Belfast Lough/Belfast Harbour is located approximately 1.5km 
north-east of the study area and is designated at both national and international level. The 
inner part of the lough comprises areas of intertidal foreshore, consisting of mudflats and 
lagoons, and reclaimed land which form important feeding/roosting sites for significant 
numbers of wintering waders and wildfowl. The outer lough is restricted to mainly rocky 
shores, with some small sandy bays and beach-head saltmarsh. The shoreline of mudflats, 
sandy bays and rocky shores are designated as an ASSI. The designations consist of two 
separate sites; Inner Belfast Lough ASSI and Outer Belfast Lough ASSI. 

Inner Belfast Lough ASSI contains several Earth Science Conservation Review (ESCR) sites 
of national geological interest in the form of Ordovician, Carboniferous and Permian features. 
Outer Belfast Lough ASSI is also geologically important, due to the Ordovician series of spilitic 
lavas, black shales and greywackes, amongst other series located here. 

17.6 Predicted Impacts 

17.6.1 Operation 

The typical ground conditions that are expected to be encountered by the Proposed Scheme 
have been established by a ground investigation undertaken in early 2013. The effect that 
underlying ground conditions has had upon the Proposed Scheme design is more 
appropriately detailed in Section 4 (Engineering Assessment) of the Engineering, Traffic and 
Economic Assessment Report which forms Part 2 of the overall Proposed Scheme Report 
(akin to a Stage 3 Scheme Assessment Report).  

The typical ground conditions that are expected to be encountered by the Proposed Scheme 
are however summarised in the sub-sections below, with the general sequence of 
sediments/strata recorded beneath the study area summarised in Table 17.6. Again, the 
sediments and lithology have been addressed in general order of sequence. The ground 
investigation has also allowed for an assessment of the extent and nature of contamination 
within the area affected by the Proposed Scheme (addressed in Sub-Section 17.6.1.5 below) 
and checked the validity of historical boreholes, enabling correlation to the new data. 
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Table 17.6: Summary of ground conditions in general order of sequence 

Strata Description Depth to Top (m) Thickness (m) 

Engineered Fill Quarry fill within the M2 
embankment From ground level 0.1 – 5.5 

Made Ground Highly variable materials from 
historical filling From ground level 0.3 – 2.9 

Estuarine Alluvium 
(Belfast Sleech) 

Very soft to soft sandy silts and silty 
clays, organic in places 0.3 – 1.4 0.4 – 12.5 

Peat Friable sub-amorphous with 
decayed roots 7.4 – 12 0.15 – 1.83 

Fluvial Coarse-
grained Deposits Sandy gravels and gravelly sand 7.8 – 12.2 0.3 – 10.21 

Glacial Deposits 

Firm to stiff clay, occasionally with 
thin laminations 9.7 – 15.4 0.46 – 39.3 

Glacial sand and gravel bands Variable within clay 0.3 – 4.2 

Sherwood 
Sandstone 

Weak occasionally very weak, to 
medium strong sandstone, 
mudstone, siltstone and 
conglomerate 

1.65 – 54.7  
(deepest towards 
the south-east of 

site) 

Not proven 

Mercia Mudstone Very weak to weak-to-moderately 
weak mudstone 

 

17.6.1.1 Soils, Made Ground and Engineered Fill 

Several instances of topsoil were recorded across the area that would be affected by the 
Proposed Scheme (particularly in the vicinity of the existing Westlink/York Street Junction), 
with thickness ranging from 0.05m to 0.3m. Whilst topsoil was not always described during the 
investigations, descriptions (where available) generally indicated the material to be a brown 
sandy clay. 

Engineered fill is comprises primarily of bitmac overlying imported granular fills and would be 
encountered within the M2 embankment and with a thickness of between 0.1m and 5.5m. 
Made ground was encountered within all boreholes and trial pits and was found to be variable 
in thickness from 0.4m to 2.4m. 

All elements associated with the Proposed Scheme would result in disturbance to these 
deposits, however as there would be insufficient impact to affect any feature of interest, the 
impacts would be considered negligible. 

17.6.1.2 Superficial (Drift) Geology 

Within the footprint of the Proposed Scheme, estuarine alluvium (Belfast Sleech) was 
encountered in several exploratory holes undertaken as part of the ground investigation. The 
sleech was generally encountered at shallow depths and is described as loose grey sand 
overlying alternating layers of grey, very soft to soft, occasionally organic sandy silt, with 
occasional shells and very soft to soft, slightly organic sandy clay with occasional shells. The 
sleech material is suspected to possess two distinct layers, namely an upper crust 
(approximately 3m to 4m in thickness) and a more compressible underlying stratum. Deposits 
were observed to increase in thickness moving towards the River Lagan/Belfast Harbour. 
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Recorded thicknesses ranged from 0.4m at North Queen Street, to 12.5m in the north-east of 
the study area at Nelson Street. 

Peat deposits were encountered underlying the estuarine alluvium with recorded thicknesses 
ranging from 0.15m in the vicinity of the M3 Lagan Bridge at Nelson Street, to 1.83m 
approximately 150m north-west of this point. The material was generally described as a dark 
brown friable sub-amorphous material, possessing decayed roots and occasional lenses of 
grey fine sand. 

Fluvial sands and gravels were also encountered in many exploratory holes across the site. 
Recorded thicknesses ranged from 0.3m to the south-west of where the M2 passes over Dock 
Street, to 10.2m approximately 90m south of Yorkgate Station. The material typically underlies 
peat or estuarine alluvium deposits, and is described as a sandy gravel with occasional silty 
gravelly sands. 

Glacial till was encountered in most exploratory holes across the study area. Recorded 
thicknesses ranged from 0.46m where Westlink passes over North Queen Street, to 39.3m 
near Corporation Square. The top of the glacial till was encountered at increasing depth 
towards the east, maximum 15.4m, with the material typically described as a firm to stiff, to 
very stiff sandy silty clay, with layers of medium dense brown fine to medium sand or dense 
grey gravel, and occasional cobbles and boulders. 

On this basis, the majority of Proposed Scheme elements (i.e. underpass structures, bridge 
foundations, embankment support systems, pavement subgrades etc.) would affect a varying 
superficial geology. As would be expected, the underpass structures associated with links 
between Westlink and M2/M3 would have the greatest impact upon superficial deposits due to 
the creation of deep cuttings/excavations. However, as all structures require a solid foundation 
within competent strata, bored/driven piles and diaphragm walls would be required to provide 
stability and settlement control, breaching further into the deposits (i.e. into the underlying 
fluvial sands and gravels/glacial till). 

As noted in Sub-Section 17.5.2, the importance of these deposits from a geology and soils 
perspective is low and is not likely to include any features of particular interest. Furthermore, 
the techniques employed in terms of boring and placement of diaphragm walls mean that 
impact upon superficial deposits beyond the footprint of the Proposed Scheme (i.e. 
compression of sediment structures) is likely to be minimal. On this basis the magnitude of 
impact on superficial deposits would be minor. 

17.6.1.3 Solid Geology 

Bedrock was encountered in many exploratory holes within the footprint of the Proposed 
Scheme. Depth to bedrock ranged from 1.65m in the western section of the scheme area at 
North Queen Street, to a recorded maximum of 54.7m at the southern end of Corporation 
Street. As noted above, since all structures associated with the Proposed Scheme require a 
solid foundation within competent strata, bored/driven piles and diaphragm walls would be 
required to provide stability and settlement control. In some locations, piles or diaphragm walls 
would affect the underlying bedrock, particularly in the vicinity of the proposed North Queen 
Street bridge widening. Nevertheless, throughout the majority of the area affected by the 
Proposed Scheme, it is not expected that bedrock would be encountered to any significant 
extent by most structures, thus the magnitude of impact would be considered negligible. 

17.6.1.4 Minerals 

As there are no areas of known mineral deposits, active quarries, or licensed areas of mineral 
development in the vicinity of the Proposed Scheme, no impact can be expected. Hence, the 
magnitude of impact would be negligible. 
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17.6.1.5 Contaminated Land Risk Assessment (Conceptual Site Model) 

Following the 2013 intrusive ground investigation and subsequent laboratory chemical 
analysis of soil and groundwater samples recovered from the site, the revised contaminated 
land risk assessment suggests that no potentially significant sources of contamination were 
identified in the immediate vicinity of the Proposed Scheme. While potential contaminants are 
present within the made ground typically associated with demolition rubble, these are present 
at concentrations that do not represent a risk to the Proposed Scheme.  Based on the 
assessment of information available to date, it is not anticipated that specific remediation 
would be required at the site. 

Following completion of the Proposed Scheme, hard cover impermeable surface would 
occupy the majority of the study area including previously soft ground.  The marginal increase 
of areas of hard cover would result in a reduction of surface water infiltration and would 
therefore lower the risk of contaminants being mobilised beneath the proposed road 
infrastructure.   

The new road cover would also prevent members of the general public from coming into 
contact with any potentially contaminated soil currently present.  It is considered that in this 
way the impact on groundwater or underlying soils and other adjacent receptors would be 
negligible.  

While ground investigations have been undertaken, the potential for localised areas of 
unidentified contamination cannot be discounted.  If ground conditions suggesting the potential 
presence of previously unidentified contamination are encountered during site works, a 
programme of soil sampling and testing would be undertaken, as considered further in Sub-
Section 17.7.2 below. 

17.6.1.6 Designated and Non-Designated sites 

There would be no designated or non-designated geological sites directly affected within the 
study area. The closest site is Inner Belfast Lough ASSI to the north-east. As a result, a 
negligible magnitude of impact rating is considered appropriate. 

17.6.2 Construction 

A notional construction sequence for the Proposed Scheme has been developed, which is 
detailed within Chapter 4 (Scheme Description), Section 4.7 (Construction) and is illustrated 
on Figure 4.5. The construction sequence has demonstrated that the Proposed Scheme can 
be built within the constraints of the study area whilst maintaining routes for traffic. However to 
achieve this, there is significant scope for temporary landtake to occur, as large areas of land 
could be made available to the appointed contractor beyond the permanent landtake boundary 
required for the Proposed Scheme. This would typically be for services/utilities diversions, 
drainage, compounds / storage areas, and temporary traffic management. On this basis, there 
is significant scope for ground disturbance within the indicative works area shown on Figure 
12.4. 

Services/utilities diversions, drainage and temporary traffic management measures would 
have the greatest potential for ground disturbance, however it is expected that this would 
largely be limited to made ground and engineered fill. As there would be insufficient impact to 
affect any feature of interest, the temporary impacts would be considered negligible.  

Whilst the general sequence of underlying sediments/strata would remain largely unaffected, 
disturbance of made ground and engineered fill would increase the risk of encountering 
localised areas of unidentified contaminated land. 
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17.7 Mitigation & Enhancement Measures 

17.7.1 Operation 

As there would be no significant impact on the geology and soils of the area from an 
operational perspective, no mitigation is proposed.   

17.7.2 Construction 

During construction of the Proposed Scheme, the Contractor would be required to minimise 
adverse effects on geology and soils by implementing good operational practices. For 
example, the placement of significant volumes of earthworks materials may compress 
underlying lithological units and where contaminated soils or groundwater are encountered, 
disturbance of the material during construction works may increase the mobility of 
contaminants. Effects on soil resources would be mitigated by employing high standards of 
soil handling and management during the construction, and by avoiding the creation of bare 
areas of permanently exposed soil that would be vulnerable to erosion. 

Further soil and groundwater sampling is proposed to be undertaken to assess background 
concentrations prior to commencement of construction works, especially in areas occupied by 
buildings scheduled for demolition. Soil investigation beneath these areas should be 
undertaken and risk associated with these assessed prior to the construction phase. 

Should contaminated material be encountered, this would have to be fully investigated and 
dealt with in accordance with the advice of the relevant authorities and if necessary, special 
disposal arrangements for excavated material may be required. Any contaminated materials 
encountered during the construction would have to be appropriately remediated on-site or 
disposed of at an appropriately licensed landfill site. In line with NIEA – Waste Management 
Unit’s requirements, if a potentially contaminating source has been identified, a suitable risk 
assessment and remediation strategy (if required) should be submitted and agreed to mitigate 
all risks.  

A Construction Environmental Management Plan (CEMP) containing a suite of specific 
Environmental Management sub plans would be developed prior to commencement of 
construction works and submitted to the NIEA by the Contractor. Mitigation of demolition and 
construction impacts would depend on development and adherence to a defined Code of 
Construction Practice (CoCP) that contains an effective CEMP, thus ensuring good practice 
and emphasising environmental protection. The CEMP would ensure that construction 
activities take place in accordance with all relevant legislation for the protection of surface and 
groundwater, codes of good practice as well as best practice guidance for works on or near 
water.  

From this, management of potentially contaminated soil and groundwater during the 
construction phase would typically include: 

• If ground conditions suggesting the potential presence of previously unidentified 
contamination are encountered during site works, a programme of soil sampling and 
testing would be undertaken.  The data obtained should be assessed against earthworks 
criteria as suitable for retention on-site, or as potentially requiring off-site disposal; 

• Where the potentially contaminated materials can be delineated visually or on the basis of 
odour and require removal to facilitate on-going works, the materials should be temporarily 
stockpiled on polythene sheeting elsewhere on-site pending a decision on their method of 
disposal; and 

• If contaminated soils are encountered during earthworks, the risks associated with leaving 
such material in-situ and untreated would require a site-specific assessment with 
consideration of the mobility of the material and the potential linkages to sensitive 
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receptors. The most likely impact associated with a ‘do-nothing’ scenario is that 
contaminants may be mobilised by wind or surface water or by leaching into groundwater 
and subsequent transferral to underlying aquifers or surface waters. 

The re-use of road construction materials, such as surfacing planings for capping materials, 
should be adopted where possible. If the material cannot be re-used elsewhere (i.e. for 
approved agricultural improvements or as bulk fill), its disposal would be at a suitable licensed 
disposal site where it would be subject to landfill tax.  There are strict legal controls preventing 
illegal dumping of surplus fill, including a requirement for a waste disposal licence to be 
obtained and a Duty of Care on the Contractor. The Contractor would be required to make 
every effort to re-use as much of the material as possible within the area of the construction 
site. 

In line with NIEA – Waste Management Unit’s requirements, the re-use of site won materials 
presents a potential risk to environmental receptors. Made Ground associated with the 
historical activities are likely to be encountered, along with the road planings and subgrade to 
existing road pavements which may include bitumen, coal tars and other materials 
contaminated with PAHs or other hydrocarbons. If coal tars are present, there is a need to 
assess the nature of the road arisings. 

ADEPT and MPA guidance on managing reclaimed road materials (ADEPT and MPA 
‘Guidance on Managing Reclaimed Asphalt – Highways and Pavements’, July 2013) and the 
NIEA publication on bitumen road planings (NIEA ‘Guidance on the production of fully 
recovered asphalt road planings’) should be followed in the identification and management of 
road planings. 

The proposed fate of materials comprising existing road pavements and sub-grade needs to 
be established for each section of the Proposed Scheme and presented to NIEA - Waste 
Management Unit for agreement to ensure that an appropriate methodology for re-
use/segregation/disposal is adopted. Road planings are subject to waste management 
licensing, but for the materials to be fully recovered there needs to be good quality control to 
demonstrate appropriate re-use. The existing sub-grade may in places include coal tar 
residues in addition to bitumen road surface materials. A materials management strategy 
would need to demonstrate how the re-use or disposal of materials complies with the 
European Waste Hierarchy of; prevention, preparing for re-use, recycling, recovery, with 
disposal being the last and final option. 

Any contaminated soils and soil type materials require their hazardous properties to be firstly 
classified and assessed in accordance with Joint Agency Technical Guidance WM2 
‘Interpretation of the definition and classification of hazardous waste’ (3rd edition, August 
2013). Classifying waste correctly is a legal requirement which helps to ensure that waste is 
managed appropriately. NIEA therefore expects which any waste classifications based on 
sample results is demonstrable and reliable. After this hazardous waste assessment is 
completed, the options for managing this material should be further considered taking into 
account the European Waste Hierarchy. In the event that contaminated materials are to be 
disposed to landfill, Waste Acceptance Criteria (WAC) would need to be applied for different 
types of landfill. For wastes suspected or known to be contaminated, it must be demonstrated 
through WAC testing that they are acceptable as inert wastes. 

Importing bulk fill and road pavement materials, would give rise to a significant volume of 
heavy vehicle traffic during the course of the works. This operation would require careful 
planning to reduce impact of this additional traffic on the road network. Off-site lorry 
movements may be further reduced by re-use of as much material on-site as possible. 

Substantial volumes of construction material may have to be sourced externally from the site, 
for example from borrow pits or quarries close to the site. Equally, site spoil material that 
cannot be incorporated in the works would have to be disposed of in landfill outside the site 

   
ENVIRONMENTAL STATEMENT (VOLUME 1) 
January 2015 
 

592 
 



 Transport NI — York Street Interchange 

 
boundary. Planning permission would have to be obtained as appropriate for these activities 
and may require full assessment of the environmental impacts. 

The management of all materials onto and off the scheme construction site should be suitably 
authorised through the Waste Management Regulations (Northern Ireland) 2006 and/or the 
Water Order (Northern Ireland) 1999. This should be demonstrated through a Site Waste 
Management Plan (SWMP) (see http://www.netregs.gov.uk). 

Gas monitoring during construction and maintenance works is also recommended. Where the 
origin or nature of odours is unknown, care should be taken when working in these areas. 

17.8 Residual Effects 

As noted earlier, it is not sufficient to assess the size and probability of potential impacts; their 
significance should also be assessed. The level of significance is to be assigned after 
consideration of any proposed mitigation (i.e. significance is assigned with mitigation in place 
allowing for the positive contribution of all mitigation that is proposed). It is therefore the 
residual effects associated with the Proposed Scheme that are most reflective of what the 
overall predicted impact would be during the operation and construction phase.  

From a geology and soils perspective, there are relatively few key issues with regards to 
disturbance of soils, made ground, engineered fill, superficial deposits and bedrock. There 
would be no significant impacts on solid and superficial geology, or on soils of the region. 
Essentially the removal of some soils and drift material of little importance, gives an overall 
significance of effect rating of neutral’. 

While ground investigations have been undertaken, the potential for localised areas of 
unidentified contamination cannot be discounted.  If ground conditions suggesting the potential 
presence of previously unidentified contamination are encountered during site works, a 
programme of soil sampling and testing would be undertaken including a contaminated land 
risk assessment to assess the appropriate remediation / mitigation measures. The overall 
potential adverse risk to human health and the environment would be reduced by either 
removing or capping any contaminated ground, thus the residual effect could be deemed 
‘Slight/Moderate Beneficial’. The road construction would also provide a barrier which would 
reduce infiltration and prevent direct contact with potentially contaminative soils where they 
had been left in-situ. Clean fill would also be used to replace made ground materials that were 
a risk to the receptors.  

Provided that potentially contaminated material is excavated and handled in a responsible 
manner to prevent migration to other receptors, the risks and associated impacts would be 
reduced to acceptable levels, as defined by Belfast City Council and NIEA. 

The construction of a new road scheme adjacent to contaminated material would introduce a 
potential impact on construction and maintenance workers as they may come into contact with 
the contaminated material. Following appropriate Health and Safety measures (including 
PPE), a significant risk to construction workers is unlikely to be present. 

There would be no residual effects on designated or non-designated sites of geological or 
geomorphological interest, or areas of mineral deposits; therefore, the significance of effect 
would be ‘Neutral’. 

17.9 Summary & Conclusions 

No significant effect on superficial or solid drift geology is anticipated with implementation of 
the Proposed Scheme. With the entire study area being classified as ‘urban’ in terms of soil, 
no significant effect is anticipated on the soil environment. There is also no anticipated impact 
on areas of mineral extraction. 
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A review of the available ground investigation data suggests that no potentially significant 
sources of contamination were identified in the immediate vicinity of the Proposed Scheme. 
While potential contaminants are present within the made ground typically associated with 
demolition rubble, these are present at concentrations that do not represent a risk to the 
Proposed Scheme.  Based on the assessment of information available to date, it is not 
anticipated that specific remediation would be required at the site. 

While the ground investigations have been undertaken, the potential for localised areas of 
unidentified contamination cannot be discounted.  If ground conditions suggesting the potential 
presence of previously unidentified contamination are encountered during site works, a 
programme of soil sampling and testing would be undertaken. 

There would be no designated or non-designated sites of geological or geomorphological 
interest affected by the Proposed Scheme.
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