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Foreword
During my time as the Minister for Regional Development I have taken a close interest in the
development of the Belfast Metropolitan Transport Plan for the period up to 2015. The BMTP
proposals are based upon extensive consultation throughout the community, rigorous
analysis and a robust methodology. It clearly demonstrates the desire of the Department for
Regional Development to plan and develop a transport infrastructure that will truly benefit
users.
The Plan builds on the Regional Development Strategy and the Regional Transportation
Strategy, both of which have already been accepted by the Northern Ireland Assembly. It
has also been developed to integrate with the Belfast Metropolitan Area Plan. As such, it
begins to show the outworking of the Regional Development Strategy vision:
“to have a modern, sustainable, safe transportation system which benefits society, the
economy, and the environment and which actively contributes to social inclusion and
everyone’s quality of life”.
Within the Plan I am particularly encouraged by the high priority given to public transport,
walking and cycling, as large urban areas like the Belfast Metropolitan Area offer the best
opportunities to reduce reliance on the private car. Measures to improve rail frequencies
and bus services, proposals for demand responsive transport, better walking and cycling
networks and options for rapid transit should all help in this regard.
I wish to express my thanks to all those who contributed their talent, energy and ideas in the
formulation of this Plan. I am also grateful to all those who have been involved in
consultation on the Plan through their participation in the Working Conference, reference
groups, focus groups and in particular the Key Stakeholders Group.
Publication of the Plan is not the end of the process. The challenge for all those involved in
transportation within the BMA is now to develop and implement the proposals on a measure
by measure basis, subject of course to detailed economic appraisals, relevant statutory
processes and the availability of funding.
Accordingly, it gives me great pleasure to adopt the Belfast Metropolitan Transport Plan
2015.

Rt Hon John Spellar MP
Minister for Regional Development
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Executive Summary
INTRODUCTION
This document presents the Belfast Metropolitan Transport Plan (BMTP): a local transport
plan for the Belfast Metropolitan Area (BMA). The BMA comprises the six District Council
areas of Belfast, Carrickfergus, Castlereagh, Lisburn, Newtownabbey and North Down
and is the Northern Ireland (NI) region’s economic engine as well as being its centre for
administration, specialised high order services and cultural amenities. It is also NI’s major
transport hub and transport gateway to the rest of the UK and Europe.
Context
The Plan has been prepared by the Department for Regional Development (DRD) and takes
forward the strategic initiatives of the Regional Transportation Strategy (RTS) for Northern
Ireland 2002-2012. It sets out transport proposals for the BMA which people can expect to
see implemented by 2015. The implementation of these proposals will be subject to
detailed economic appraisal, funding availability and statutory processes. The Plan
will also support the development proposals in the Belfast Metropolitan Area Plan (BMAP)
being prepared by the Department of the Environment (DoE).
The development of the BMTP has also been guided by Shaping Our Future: Regional
Development Strategy (RDS), for Northern Ireland 2025 published by the DRD in 2001,
which sets out a long-term strategy to create a thriving metropolitan area centred on a
revitalised city of Belfast. An essential element of this long-term strategy is an efficient, safe,
environmentally acceptable and sustainable transport system. Transport has suffered from
many years of under-investment and the existing transport system needs substantial new
investment to transform it into the modern integrated transport system which the RDS sees
as critical to support its wider sustainable development, urban renewal and renaissance
strategy for the BMA. The implementation of the BMTP within the framework set by the RTS
would represent a major investment in existing and new transport infrastructure and
services.
Transport problems are already adversely affecting the environment and the quality of life in
the metropolitan area and, because of increasing congestion, are impacting upon the
economic competitiveness of the BMA and NI as a whole. There are also increasing
concerns about road safety on the BMA’s road network. The Plan sets out a range of
proposals aimed at addressing these problems that, when implemented, would start the
move towards a sustainable transport system that can support the longer-term aspirations of
the RDS.
The Plan’s proposals represent a balanced and multi-modal approach to transport that takes
into account the latest guidance and experience on sustainable local transport provision. It
provides comprehensive proposals for all modes of transport throughout the BMA. The Plan
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 in helping social inclusion by providing better access
to employment, health and leisure facilities.
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DEVELOPING THE PLAN
The overall development of the BMTP was based on the UK Government’s “Guidance on the
Methodology for Multi-Modal Studies” (GOMMMS)1, adapted as appropriate to NI
circumstances. The approach has ensured that a comprehensive range of solutions has
been considered covering all modes of transport. It has also ensured integration between
transport and land use.
Plan development was especially influenced by the guidance provided by the RDS and RTS
and the linkage between BMTP and BMAP, enabling 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, and included:
♦

consultation with Reference and Focus Groups and a Key Stakeholder Group;

♦

the consultation material collected by the DoE’s BMAP team as part of their process;

♦

presentations/updates to Members of each of the six District Councils in the BMA; and

♦

a Working Conference held in Belfast in February 2003 which presented a 2015
Emerging Plan to a wide range of delegates.

2015 Plan
The elements of the 2015 Plan are described under four main headings or themes of
Walking and Cycling, Public Transport, Highway Network, and Management. Proposals
are also highlighted for each of the six District Council areas, including the urban centres,
and the impact of the Plan upon people with particular needs, such as those with disabilities.
The key elements of the 2015 Plan are outlined in the table below:

1

Guidance on the Methodology for Multi-Modal Studies (GOMMMS), DETR, March 2000
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Management

Highway

Public Transport

Walking
and
Cycling

2015 Plan

Estimated
Cost
1
(£ mill)

Introduction of networks for walking and cycling.

£ 35.7

A network of Quality Bus Corridors (QBC).

£ 59.5

Introduction of orbital bus routes.

£ 9.0

Improvements to local and long distance bus/coach services.

£ 5.9

Expansion of Demand Responsive Transport bus services in rural areas.

£2.5

Expansion of Urban Community Transport services.

£7.1

Bus priority measures on the strategic highway network.

£ 1.1

Provision of facilities for taxis.

£0.4

The proposed commencement of a bus rapid transit network with implementation of a pilot
scheme.

£ 101.2

Provision of new or re-located rail stations and improved access to rail stations/halts.

£ 13.0

Increased rail service frequencies.

£ 47.5

Rail-based park-and-ride facilities.

£ 2.7

Bus or rapid transit park-and-ride facilities.

£ 27.6

Strategic highway network capacity enhancements.

£151.9

Implementation of non-strategic highway network schemes.

£ 84.6

Route management strategies on the strategic highway network.

£ 24.8

Traffic management measures on the non-strategic highway network.

£ 104.0

Implementation of Intelligent Transport Systems.

£ 21.8

Parking controls in urban centres.

£ 2.2

Park and Share facilities.

£ 0.5

Review of congestion charging.

£ 0.2

Initiatives aimed at changing travel attitudes.

£ 3.5

Sub-total for Implementation of BMTP Proposals

£ 706.7

Subtotal for Other RTS initiatives

£ 1206.5

TOTAL for TRANSPORT PROPOSALS in the Belfast Metropolitan Area

£ 1913.2

1 All costs are in 2001/2002 prices. It is envisaged that certain schemes will be brought forward under private finance initiatives.
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The balance of spend for the Plan proposals is indicated in the figure below and is broadly
consistent with the RTS.
Estimated Relative Funding by Mode
Relative BMTP Funding Requirement
6%

Walk/cycle
Bus
Rail

23%

Highway

48%

23%

OUTCOMES, TARGETS, MONITORING AND REVIEW
Outcomes
The implementation of the Plan over the coming years will start to bring significant benefits
to users of the BMA’s transport system alongside a wide range of other benefits: to the
environment; to the economy; to road safety; and to the quality of life in both urban and rural
areas. In tandem with BMAP it will also support wider policy initiatives for the sustainable
economic and social development of the BMA. The table below summarises the expected
outcomes of the implementation of the Plan according to a number of key indicators.
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Objective

Environment

Description

BMTP 2015 %
change from 2001
Current Situation
benchmark

Nitrogen Oxides emitted by road traffic

-52%

Carbon Dioxide emitted by road traffic

20%

Safety

Number of personal injury accidents per annum

-17%

Economy

Average weekday morning peak period speeds on the
BMA’s strategic road network

-1%

Average weekday morning peak period speeds on the
entire BMA road network

-7%

Rail – average weekday morning peak period services in
terms of train kilometres operated

69%

Rail – average weekday morning peak period services in
terms of patronage

67%

Citybus – average weekday morning peak period services
in terms of bus kilometres

72%

Citybus – average weekday morning peak period services
in terms of patronage

44%

Bus and rapid transit – average weekday morning peak
period services in terms of vehicle kilometres operated

14%

Bus and rapid transit – average weekday morning peak
period services in terms of patronage

28%

Rural Demand Responsive Bus Services in terms of
vehicle journeys undertaken

100%

Accessibility

Targets
To monitor the implementation of the Plan these outcomes have been converted into targets
that, when implemented, the Plan is expected to achieve. These have been augmented by
additional targets drawn from wider strategy documents.
Review
As with any Plan there will be a need to undertake periodic reviews. Changes in the
economic, social, legal and political environment may necessitate modifications to Plan
contents and priorities. The success of the implemented initiatives will dictate the extent of
their future roll-out. The monitoring of Plan delivery and outcomes may suggest that
modifications are required to maximise its effectiveness in delivering a modern integrated
transport system.
It is envisaged that the Plan is reviewed as a minimum at five-yearly intervals, with
intermediate reviews of individual elements of the Plan undertaken as required.
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1.

Introduction
THE BELFAST METROPOLITAN TRANSPORT PLAN

1.1

This document presents the Belfast Metropolitan Transport Plan (BMTP): a
comprehensive and realistic local transport plan for the Belfast Metropolitan Area
(BMA) up to 2015.

1.2

The transport plan has been prepared by the Department for Regional Development
(DRD). It takes forward the strategic initiatives of the Regional Transportation
Strategy (RTS) for Northern Ireland (NI) 2002-2012, 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).

1.3

The location of the BMA within NI is shown in Figure 1.1.

Figure 1.1 – The Belfast Metropolitan Area within the Northern Ireland Region
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1.4

The BMA plays a number of vital functions as the heart of the NI region. It is the
region’s economic engine as well as being the regional centre for administration,
specialised high order services and cultural amenities. It is also NI’s major transport
hub and the main transport gateway to the rest of the United Kingdom (UK) and
Europe. As identified by Shaping Our Future : Regional Development Strategy
(RDS), for Northern Ireland 2025 published by the DRD on 20th September 2001, a
strong and vibrant metropolitan area is fundamental to the continuing social and
economic development of the region. The RDS sets out a long-term strategy to
create a thriving metropolitan area centred on a revitalised city of Belfast.

1.5

An efficient, safe, environmentally acceptable and sustainable transport system is an
essential element of this long-term strategy for the city. Transport has suffered from
many years of under-investment. The existing transport system needs substantial
new investment to transform it into the modern integrated transport system which the
RDS sees as critical to support its wider sustainable development, urban renewal
and renaissance strategy for the BMA. The implementation of the BMTP within the
framework set by the RTS would represent a major investment in existing and new
transport infrastructure and services.

1.6

Transport problems are already adversely affecting the environment and the quality
of life in the metropolitan area and, because of increasing congestion, are impacting
upon the economic competitiveness of the BMA and NI as a whole. There are also
increasing concerns about road safety on the BMA’s highway network. The Plan
sets out a range of proposals aimed at addressing these problems that, when
implemented, would start the move towards the type of sustainable and safe
transport system that can genuinely support the longer-term aspirations of the RDS.

1.7

The Plan’s proposals as set out in this document represent a balanced and multimodal approach to transport that takes into account the latest UK guidance and
experience on sustainable local transport provision. It provides comprehensive
proposals for all modes of transport throughout the BMA. The Plan 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 in helping social inclusion by
providing better access to employment, health and leisure facilities.

1.8

Many of the transport problems faced in the BMA are not yet as severe as they are in
other metropolitan areas in the UK so the timely implementation of the BMTP would
represent a major opportunity to develop a more sustainable approach to transport
before many of these problems become overwhelming.

1.9

The Plan builds on the substantial work already undertaken by the DRD in
developing the RTS. As well as setting the strategic direction for transport across NI
up to 2012, the RTS provides a clear funding framework, identifying the level of
expenditure that needs to be directed at the various modes of transport over the
coming years to upgrade the system. The costings in the BMTP are compatible with
the funding guidance given by the RTS.
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1.10

The development of the BMTP has been informed by extensive consultation with
public representatives, stakeholders and reference groups. The consultation has
shown that there is widespread support for the type of proposals that are being put
forward as part of a balanced transport plan. The publication of the Plan maintains
the considerable momentum that has been gathered in support of the modern
transport system the BMA needs and deserves.

1.11

The development of a comprehensive Plan commanding widespread support is a
major step forward in developing a more sustainable transport system for the BMA.
THE PURPOSE OF THIS DOCUMENT

1.12

This document describes the BMTP in detail identifying the transport schemes and
measures expected to be implemented up to 2015.

1.13

It first describes the rigorous process that has been employed to develop the Plan –
ensuring that its formulation has considered a wide range of transport solutions
covering all modes of transport and the promotion of integration between land use
and transport. It also describes how a very extensive consultation exercise to obtain
views on emerging proposals, culminating in a Working Conference held in February
2003, has shaped the formulation of the Plan.

1.14

It then presents a programme for action in terms of transport proposals and priorities
up until 2015. The programme identifies a range of initiatives aimed at delivering a
modern integrated transport system for the BMA that is in line with the NI-wide RTS;
is framed by a longer-term transportation vision for the metropolitan area and is
supportive of the local sustainable development objectives and spatial development
strategy for the BMA as set out in the RDS. Implementation of the programme will
be subject to statutory processes, economic appraisal and to the availability of
resources.
THE POLICY CONTEXT

1.15

The development of the BMTP has not been undertaken from scratch. It forms one
part of an integrated planning process for NI and the BMA, shown in Figure 1.2.

1.16

As shown, the BMTP has been guided by UK and NI policy, including that set out in
the 1998 Northern Ireland Transport Policy Statement ‘Moving Forward’. This
statement outlined a strategy for implementing the UK Government’s White Paper ‘A
New Deal for Transport: Better for Everyone’ in the special context of NI. This
informed the NI-wide strategies set out in the RTS and RDS.

1.17

The RTS, which is a daughter document of the RDS, published in November 2001,
sets out a strategic framework for the future planning, funding and delivery of
transportation2 throughout the region over the 10 year period to 2012. The strategic
direction and underlying principles of the RTS were approved by the Northern Ireland
Assembly in July 2002.

2

Funding for schemes in the strategy will be dependent upon normal budgetary processes, economic and other
appraisals and the completion of statutory processes.
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1.18

The implementation of the RTS is through three transport plans covering the
Regional Strategic Transport Network (RSTN), the Belfast Metropolitan Area (BMA)
and the remainder of NI, known as the Sub-Region.

1.19

The BMTP is the local non-statutory transport plan for the BMA and sets out
transport schemes and measures expected to be implemented up to 2015.

1.20

The BMTP has also been guided by a range of policy statements covering
transportation and land use3, environment, social inclusion, economy, health and
education.

Figure 1.2 – The BMTP as Part of an Integrated Planning Process

3

PPS 3 (Access, Movement and Parking) and PPS 13 (Transportation and Land Use)
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The Accessible Transport Strategy
1.21

The RTS committed the Department to prepare an Accessible Transport Strategy
(ATS) for Northern Ireland (see panel). The developing ATS has given further
guidance to the BMTP on issues of accessibility, specifically regarding issues faced
by people with disabilities, older people and people with dependants.
Accessible Transport Strategy
The RTS acknowledged that many people in Northern Ireland are unable to use, or
make full use of our transportation system because of the barriers they face. These
can be physical barriers that are present in the built environment or due to the
design of vehicles but they can also stem from issues such as society and
individuals’ attitudes, the design of services and ways in which information is
provided.
The Government is fully committed to an inclusive society in which nobody is
disadvantaged. Work to improve the accessibility of the transportation system is a
key part of that commitment. As a major element of this the RTS committed the
Department to prepare an Accessible Transport Strategy for Northern Ireland (ATS).
Work is currently underway in developing the ATS and the Department aims to
publish in 2005.
Integration with the BMA Development Plan

1.22

The BMTP is integrated with the 2015 Development Plan for the BMA – the Belfast
Metropolitan Area Plan (BMAP), with the plans being developed in parallel. On
adoption, the BMAP replaces a number of existing plans.

1.23

The BMAP sets out the future land use for the BMA. It incorporates supporting
proposals included in the transport plan which will then be subject to scrutiny through
the development plan’s statutory process.

1.24

BMTP and BMAP are fundamental elements in implementing the RTS and RDS.
Close liaison and joint working arrangements between the teams developing BMTP
and BMAP have ensured that the plans are mutually supportive and that land use
and transportation proposals and strategies are co-ordinated and integrated. In this
respect land use allocations in BMAP are closely linked with priorities and proposed
transport investment set out in BMTP. In developing BMTP attention was paid to
improving accessibility to key strategic sites and regeneration areas identified by the
RDS and being progressed by BMAP. In addition, BMAP has taken into account the
land use requirements for new transport infrastructure within its overall assessment
of future land use within the BMA.
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1.25

The 2015 transport plan has been developed and assessed making use of BMAP’s
projections of future land use and development. In particular, considerable attention
has been paid to developing transport proposals that support BMAP’s regeneration
and employment initiatives including the development of major strategic employment
sites.

1.26

The BMTP and BMAP teams have also worked closely in developing proposals for
the main urban centres, balancing transport needs against wider urban design
objectives.
The Plan Period
The BMTP covers the period up to the end of 2015. This is to enable the BMTP to
support the Belfast Metropolitan Area Plan (BMAP) which, when published, will form
the statutory development plan for the BMA up to the end of 2015.
The Regional Development Strategy (RDS), which frames both the BMAP and
BMTP, takes a much longer-term view of spatial development and sets out a
strategy to 2025.
The Regional Transportation Strategy (RTS), which also frames the BMTP, relates
only to the 10-year period to 2012.
TRANSPORT IN THE BELFAST METROPOLITAN AREA
The Area Covered by the Plan

1.27

The BMTP area comprises the six District Council areas of Belfast, Carrickfergus,
Castlereagh, Lisburn, Newtownabbey and North Down. This is shown in Figure 1.3.
Additionally, the BMTP has taken account of the transport movements that lie outside
these administrative areas but that are within the Belfast journey to work area. This
equates to roughly a 30 mile radius from Belfast City Centre. Taken together, the six
council areas and the remainder of the Belfast journey to work area are defined as
the BMTP Study Area.
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Figure 1.3 – The Belfast Metropolitan Area
The Transport Network
1.28

The BMA has a population of around 650,000 of which the majority live in the main
built-up urban area. The transport network serving this area has evolved over many
years and is illustrated in Figure 1.4. The main elements of the transport network
comprise:
♦

an extensive road network of around 2800 kilometres made up of:
− an existing strategic road network formed by the motorway and “A-Road”
network;
1-7
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− an existing non-strategic road network formed by “B-roads”, “C-roads” and
residential and access roads;
♦

a walking network formed by the main road network and, in certain locations
such as town and city centres, by dedicated pedestrian-only streets;

♦

a developing cycle network where in certain locations there is special provision
for cyclists that segregates them from other road users;

♦

a comprehensive bus network made up of:
− an urban bus network focused on the built-up area of Belfast provided by
Citybus services;
− an inter-urban bus network linking the built-up area of Belfast with the other
towns and cities in the BMA and other parts of NI, provided by Ulsterbus
services;
− a local bus network serving the main urban centres in the BMA outside the
built up area of Belfast and also serving towns and villages in the rural parts
of the BMA;
− an extensive system of dedicated school bus services provided by Citybus
and Ulsterbus;
− Easibus services that provide a hail-and-ride service in many parts of the
urban area that are not directly served by conventional bus services;
− demand responsive services operating on a pilot basis in parts of the rural
areas of the BMA;
− a range of community transport services serving those with particular needs,
including people with disabilities.

♦

a network of taxi services operating on fixed routes in parts of North and West
Belfast, plus conventional taxi services provided by public hire and private hire
taxis;

♦

a rail network operated by Northern Ireland Railways (NIR) that comprises:
− a commuter rail network that serves parts of the Belfast travel to work area;
and
− the strategic rail network that links the BMA with other parts of NI and with
Dublin.

THE REGIONAL PERSPECTIVE
1.29

The BMA is the main conurbation in NI. It includes a number of major locations of
regional as well as local importance, ranging from Belfast city centre to regional
employment and retail centres. These main centres are shown in Figure 1.4.
Additionally, as also shown in Figure 1.4, the RDS identifies a number of Major
Employment Locations (MELs) in the BMA which are expected to become major
development locations. These include:
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1.30

♦

Lisburn;

♦

Purdysburn;

♦

Mallusk/Ballyhenry; and

♦

Harbour Estate.

Importantly the BMA also includes two key regional gateways which link NI with the
rest of the UK and with Europe. These are also shown in Figure 1.4 and comprise:
♦

Port of Belfast; and

♦

Belfast City Airport.

Although outside the BMA, the BMA’s transport network also plays an important role
in providing access to other regional gateways: Belfast International Airport and the
Port of Larne.
TRANSPORT CORRIDORS
1.31

The BMA’s transport network can be defined as a set of main transport corridors –
termed Metropolitan Transport Corridors (MTCs). The definition of these corridors
has been extensively used to develop and describe the proposals in the Plan. The
corridor concept builds upon that employed in the RDS and RTS. The RDS and RTS
use a network of Key Transport Corridors (KTCs) and Link Transport Corridors
(LTCs) to define a Regional Strategic Transport Network (RSTN) for NI. These are
shown in Figure 1.5. The RSTN, which comprises both road and rail infrastructure, is
defined as the core transport network of important regional and metropolitan routes.

1.32

Metropolitan Transport Corridors (MTCs) within the BMA4 have been defined as part
of the BMTP development process, building upon the framework formed by the KTCs
and LTCs and the guidance given by the RDS. These are shown in Figure 1.6.

1.33

The following MTCs have been defined:
♦

A – Antrim to Belfast MTC

♦

B – Lisburn to Belfast MTC

♦

C – Downpatrick to Belfast MTC

♦

D – Newtownards to Belfast MTC

♦

E – Bangor to Belfast MTC

♦

F – Carrickfergus to Belfast MTC

♦

G – Outer Orbital MTC

♦

H – Inner Orbital MTC.

4

The RDS states that the precise definition of the MTCs would be further considered as part of the work to
develop the BMTP.
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The development of the BMTP has been structured around the examination of these
main corridors of transport movement. Their use in developing the Plan:
♦

provides a clear linkage between the BMTP and the NI-wide corridors defined in
the RDS and RTS; and

♦

ties in with the principles being adopted by BMAP in focusing development on
transport corridors with high public transport accessibility.

ADDRESSING TRANSPORT PROBLEMS
1.34

The BMA’s transport network is currently faced by a range of problems that the
BMTP has set out to address. As part of the development of the BMTP, a
comprehensive assessment of current and projected transport problems, issues and
opportunities was made. The problems identified may be summarised as follows:
♦

Traffic levels on some roads in the BMA – The BMA’s road network currently
suffers from localised traffic congestion at peak times. While existing congestion
levels at key locations in the network cause problems for a great number of
people and result in additional costs for business they are not yet at the levels
evident in other metropolitan areas of the UK.

♦

The impact of traffic on the environment and the quality of life – Traffic
levels on many of the roads in the BMA already give rise to problems of
pollution, road safety and severance that adversely affect the quality of life for
many people.

♦

Road Safety – The road collision rate in NI is higher than the UK average.
There are important issues to address in terms of highway engineering and
changing the attitudes of road users to road safety.

♦

The deteriorating quality of public transport provision – This is evident both
from consultation findings and from key indicators of system performance. Part
of the problem is one of ageing infrastructure, vehicles and rolling stock.
However, given that over 70% of public transport usage is represented by bus
travel the other key problem is that traffic congestion can result in longer and
less reliable public transport journey times.

♦

A public transport system that does not meet people’s travel needs – A key
finding from a range of consultation exercises is that existing public transport
does not provide a service when and where it is required. Most services are
focused on the radial routes into Belfast city centre and do not cater for orbital
movements or for movements to other centres in the BMA. This includes major
retail and employment sites as well as the town centres.
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♦

Limited integration between modes – Relatively few journeys make use of
more than one motorised mode of transport – e.g. car-bus, bus-rail – and there
are an even more limited number of journeys making use of a single mode more
than once – e.g. bus-bus journeys. Some improvements have, however, been
made, for example by providing park-and-ride sites, bus feeder services,
improved bus-rail timetable co-ordination and the gradual introduction of
integrated ticketing.

♦

Limited provision for walking and cycling – The BMA does not provide
extensive facilities for cyclists, although significant progress has been made with
the implementation of strategic cycle routes. Similarly, special provision for
pedestrians is limited to certain parts of the urban centres. In general there is
not enough to encourage greater levels of walking and cycling or to facilitate
walking as a leg of a public transport journey.

Key Drivers of Change
1.35

Transport policy for NI and the BMA clearly points the way towards a future that
relies less on use of the car and more on public transport, walking and cycling. It
also emphasises the crucial link between land use and transport in order to reduce
the need for travel and to better manage the impact of travel.

1.36

The problems affecting the current transport system are the result of many driving
forces that have been in effect over many years. Many of these drivers of change
are continuing to push the transport system in a direction incompatible with high-level
policy vision, as follows:
♦

Demographic trends – household sizes in the BMA are currently higher than
those in Great Britain (GB). Population densities in the built-up area of the BMA
are similar to those in other UK metropolitan areas. Both household size and
densities have been declining and this trend is expected to continue. Smaller
households in general are likely to generate more car trips and fewer public
transport trips. Lower population densities are also more difficult to serve by
public transport. Both factors are therefore likely to contribute to greater car
dependency.
Facts and Figures : Demographics
The BMA average household size in 2001 was 2.5 people per household, in
comparison with the GB average for the same year of 2.3.
The population of the BMA is currently around 650,000. Given the housing
allocation for BMAP (51,000 additional houses), it is anticipated that the
population of the Plan area will increase.
The BMA (and NI as a whole) also has a significantly younger population than
other UK metropolitan areas. NI-wide figures show that people younger than
16 years of age formed 24% of the population in 2001. The comparable figure
for GB was around 20%
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♦

Economic and car ownership trends – the BMA previously had relatively low
levels of car ownership compared to the GB average and other similar
metropolitan areas. However, improved economic conditions have led to a very
significant increase in car ownership over the last decade. Ownership levels are
likely to increase further, resulting in higher levels of car use.
Facts and Figures : Car Ownership
There has been a significant increase in car ownership in NI between 1991 and
2001, with the NI licensed vehicle stock increasing by 33% compared with 18%
in GB5.
While NI has always had lower than average levels of car ownership than
elsewhere in the UK the 2001 census shows that car ownership levels in the
BMA are now 393 cars per thousand of population (cpt). This is higher than
car ownership levels in some other UK metropolitan areas (see graph).
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Car ownership in selected metropolitan areas, 2001
Source: 2001 census

♦

5

Increasing congestion levels – Projections of traffic growth demonstrate that
existing levels of congestion will become significantly worse over time, with high
levels of peak period congestion becoming more widespread. Moreover, the
knock-on effect of greater peak congestion is likely to be more traffic in off peak
periods and more traffic on roads that are not suitable for high traffic volumes.
This will have negative impacts on pollution, the economy, social inclusion and
road safety.

NISRA annual abstract of statistics, 2002
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Facts and Figures : Traffic Growth
Data, drawn from the Roads Service Vehicle Kilometres of Travel Survey in
Northern Ireland, indicates that there has been growth in road-based traffic of
around 2.8% per annum in the region since 1991.
Within the BMA, however, traffic growth appears to be lower. Traffic
monitoring data for a selection of key locations on the BMA’s road network
shows that traffic volumes have grown on average by 1.8% per annum
between 1994 and 2003.
Challenges to Public Transport – expectations of public transport continue to
rise. For this reason it will remain a challenging task to attract people to public
transport from the private car despite investment in certain areas such as new
trains and buses. In addition, increasing highway congestion will affect the
speed and reliability of bus services.
The implication is that unless
improvements are made to public transport it is likely to become progressively
less attractive to many people than at present.
Facts and Figures : Public Transport
Analysis of annual patronage levels for each of the three public transport
services provided by Translink shows that, over the last seven years, there has
been a fall in patronage equivalent to an average of 3.5% per annum for
Citybus, 2.4% per annum for Ulsterbus and 1.0% for NIR (excluding cross
border services). However, over the last two years patronage levels have
stabilised with small increases in patronage on Ulsterbus and NIR.
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♦

Changes in attitudes and travel patterns – In the BMA, as in the rest of NI and
the UK, many people view the car as an integral part of modern life. Many of
those that currently do not own a car aspire to ownership and those that already
own a car have modified their lifestyles to take advantage of the accessibility and
convenience that, despite congestion, the car is able to offer. This has
manifested itself in decisions on where to live, work, shop and undertake leisure
activities. It also results in more travel to a more diverse range of destinations.
Experience from other parts of the UK also indicates that congestion levels in the
BMA would have to become very much worse before they start to undermine
people’s attachment to the car.
Facts and Figures: Mode Share
Forecasts suggest that if BMTP is not implemented car mode share for journeys
in the morning peak will increase from 88% to 91% by 2015. For city centre
destinations (those that are in principle easier to serve by public transport),
morning peak car mode share is forecast to increase from 66% to 72%.
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All movements 2001 All movements 2015

Source: Belfast Transportation Model

Forecast Car and PT Mode Share for Morning Peak Trips
♦

Reducing rather than increasing social inclusion – A fundamental objective
that cuts across all policy areas in NI is increasing social inclusion. The
combination of increasing car dependence (and the related provision of housing,
jobs and facilities that lend themselves to car access) and deteriorating public
transport serves to reduce accessibility for those without access to a car and
thereby reduces social inclusion and widens the divisions in society.
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THE CONTENT OF THIS DOCUMENT
1.37

The BMTP document is structured in three parts, as follows:
♦

Part A provides background information on the need for a transport plan for the
BMA and on the approach adopted in developing the BMTP:
− Chapter 1 (this chapter) provides the introduction;
− Chapter 2 provides an outline of the Plan development process;

♦

Part B, sets out the transport proposals included in the 2015 Plan:
− Chapter 3 provides an overview of the main elements of the Plan including a
summary table that provides a comprehensive list of transport proposals;
− Chapters 4 to 7 then define in more detail the transport proposals by transport
mode;
− Chapter 8 describes in more detail the Plan’s proposals according to the
council areas within the BMA;
− Chapter 9 identifies how the Plan’s proposals address transport issues across
a range of key topic areas;

♦

Part C, then presents an implementation programme for the BMTP and
associated expected outcomes:
− Chapter 10 presents the indicative implementation programme; and
− finally Chapter 11 presents the expected outcomes of the Plan alongside
proposed targets, monitoring and review mechanisms.

1.38

Additional information is provided in Annexes, as follows:
♦

in Annex A a detailed statement of the local objectives that the implementation of
the Plan would be expected to achieve;

♦

in Annex B a summary of the schemes listed in existing local and area plans that
are included in the Plan;

♦

an Appraisal Summary Table (AST) is included at Annex C, which describes the
benefits and costs (disbenefits) of the proposals included in the Plan;

♦

in Annex D an assessment of the distribution and equity impacts of the Plan; the
affordability and financial sustainability of the Plan proposals; and practicality
and public acceptability issues.

♦

references for supporting documents in Annex E; and

♦

a Glossary of Terms in Annex F.
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2.

Developing the Plan
OVERVIEW

2.1

This chapter outlines the approach used to develop the BMTP and considers the
significant role that consultation played in its development.
OUTLINE METHODOLOGY

2.2

The overall development of the BMTP was based on the UK Government’s
“Guidance on the Methodology for Multi-Modal Studies” (GOMMMS)6, adapted as
appropriate to NI circumstances. The approach has ensured that a comprehensive
range of solutions has been considered covering all modes of transport. It has also
ensured integration between transport and land use.

2.3

The overall process is shown in Figure 2.1. This illustrates the key stages of the
process leading from the understanding of transport problems and the identification
of possible solutions to the development and appraisal, first, of a long term 2025
strategy, and then, of a 2015 Plan. For a detailed description of the various stages of
the multi-modal study process reference should be made to GOMMMS.
KEY ELEMENTS OF THE APPROACH
Guidance from Higher Level Policy

2.4

As noted in Chapter 1, the BMTP has not been developed from scratch. It represents
the implementation of strategies set out in the RTS and RDS. An important stage of
the development process was to frame the Plan according to these key strategy
documents. As shown in Figure 2.1, the RDS is important in defining Plan objectives
– what the Plan is supposed to deliver. The RTS provides substantial guidance on
what types of transport schemes should be considered for inclusion in the Plan and,
importantly, a resource framework within which the Plan should be prepared. It also
provides targets on the level of change in the transport system that the Plan would be
expected to deliver. As also shown in Figure 2.1, the RTS has been important in
feeding into the development of a long-term strategy and the 2015 Plan.
Understanding Problems and Issues

2.5

The BMTP has been developed on the basis of a thoroughly researched
understanding of existing and potential future problems and issues relating to
transport in the BMA.
Defining Objectives

2.6

6

The GOMMMS approach is described as “objective-led”: it seeks to identify transportrelated problems and define objectives before then moving on to developing

Guidance on the Methodology for Multi-Modal Studies (GOMMMS), DETR, March 2000
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solutions that best achieve the set objectives. Two levels of objectives have been
defined in developing the BMTP, as follows:
♦

Overarching Objectives – These represent the overarching national objectives
for transport for the BMTP which are at the heart of the GOMMMS methodology.
The five objectives are:
− environmental impact – to protect the built and natural environment;
− safety – to improve safety;
− economic – to support sustainable economic activity and get good value for
money;
− accessibility – to improve access to facilities for those without a car and to
reduce severance; and
− integration – to ensure that all decisions are taken in the context of the
Government’s integrated transport policy.

♦

BMTP Objectives – These represent the local objectives that the Plan should
seek to achieve. These are framed by the overarching objectives but address
issues more specific to the BMA. The development of the BMTP objectives has
been guided by the overarching objectives of the RTS, by the Spatial Planning
Guidance provided in the RDS and by the Guiding Principles established by
BMAP7. The core objectives for BMTP are presented in full in Annex A and may
be summarised as:
− protecting the BMA’s natural and built environments;
− improving health, safety and security in the BMA;
− supporting sustainable economic growth in the BMA;
− improving access to regional gateways and tourist locations in and around the
BMA;
− promotion of a more inclusive society in the BMA;
− supporting the revitalisation of the BMA’s urban areas; and
− improving integration between transport modes, land use and other
Government policies.

The Need to Develop a Long Term 2025 Strategy and a 2015 Plan
2.7

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.

2.8

It is important to appreciate the distinction between strategy and plan as defined by
the BMTP process.

7

Belfast Metropolitan Area Plan 2015 (BMAP) Issues Paper, DoE, December 2001
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2.9

♦

Strategy – A strategy comprises a set of area-wide interventions to address
identified problems and achieve specified objectives. A strategy needs to look at
long-term interventions over a 15 to 25-year horizon. This is seen as the
equivalent of establishing the 2025 transport vision for the BMA; and

♦

Plan – A plan is a set of specific and detailed interventions to deliver the
strategy.
A plan contains much greater locational detail about specific
interventions than a strategy. Plans are typically medium-term relative to the
longer horizon of a strategy. This is equivalent to the 2015 Implementation Plan
for the BMA.

In view of the fact that the medium-term Plan will sit within the framework set by the
long-term strategy, it was necessary to develop the 2025 Strategy before developing
the 2015 Plan.
Alternative Strategies and Plans

2.10

In developing a preferred 2025 Strategy and a preferred 2015 Plan, a very large
number of individual transport schemes were assessed. In addition, a large number
of different combinations of schemes were assessed in the form of alternative
strategies and plans.

2.11

Both individual schemes and combinations of schemes as strategies or plans have
been assessed by applying transport modelling and appraisal techniques developed
specifically for use as part of the multi-modal study approach. The assessment
methodology ensures that the full range of policy objectives is taken into account in
assessing transport strategies and plans8. The assessment process compared the
benefits and impacts of a strategy or plan against a reference point that assumes no
improvements are made to the transport system other than those currently
committed.

2.12

The results of the appraisal have been employed to draw conclusions on the form
that a preferred long-term strategy and a shorter-term plan should take.
The Role of Consultation

2.13

Building upon the extensive consultation exercise undertaken to support the RDS
and RTS, consultation has formed a key element of the development of the BMTP.
The aim of consultation was to ensure that the views of a wide range of stakeholders
were taken into account in formulating the Plan and, through stakeholder
participation in the Plan development process, the consultation exercise has sought
to ensure that the final Plan has a high degree of support.

2.14

Consultation has been undertaken at each stage of the Plan development process as
illustrated in Figure 2.1. A number of different consultation mechanisms have been
employed, as follows:
♦

8

the formulation of Reference Groups for consultation on Problems and Issues;

A full description of the multi-modal process and the appraisal methods are provided in GOMMMS
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2.15

♦

the formulation of a Key Stakeholder Group with consultation meetings on four
occasions during the Plan development process;

♦

conducting two rounds of Focus Groups to obtain the views of those groups that
were not represented within the Reference Groups and the Key Stakeholder
Group;

♦

holding a number of consultation meetings in conjunction with BMAP with
members of each of the six District Councils in the BMA; and

♦

holding a Working Conference in February 2003 presenting a draft transport plan
to delegates drawn from the Reference Groups, the Key Stakeholder Group and
the District Councils.

In addition, the Plan has made use of:
♦

the great body of consultation material assembled by DRD on transport
problems and issues in developing the RTS; and

♦

the consultation material collected by the DoE’s BMAP team as part of its
extensive consultation of Problems and Issues in winter/spring 2002/2003.

The Working Conference
2.16

The Working Conference held in Belfast in February 2003 presented a wide range of
delegates with the DRD BMTP team’s thinking on a 2015 Emerging Plan. The
Emerging Plan represented the plan that had been identified drawing upon the
conclusions of the rigorous plan testing and appraisal process.

2.17

Before moving on to finalising the BMTP in the form of a more detailed
implementation plan, the conference sought to engage delegates in a debate on the
form of the 2025 strategy framing the 2015 Plan, and on the priorities that had been
identified as part of the Emerging Plan9.

2.18

At the conference, delegates were given the opportunity to participate in workshop
sessions exploring both Strategy and Plan issues.
An independent report
summarising the conference proceedings and describing the views expressed by
delegates was produced10.

2.19

The views expressed by delegates have been important in helping shape the final
content of the Plan presented in this document.

9

BMTP, Working Conference Papers, DRD, February 2003
Belfast Metropolitan Transport Plan, Report of Working Conference, February 2003

10
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3.

An Overview of the 2015 Plan
INTRODUCTION

3.1

Part B of this document presents the 2015 Belfast Metropolitan Transport Plan. This
chapter presents an overview of the 2015 Plan as framed by the longer-term 2025
Strategy. Subsequent chapters then describe the Plan elements in more detail.

3.2

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.

3.3

The Plan has been developed to deliver an integrated transport network – improving
opportunities for interchange between different modes of transport and providing real
travel choices, particularly in the BMA’s main transport corridors. Almost all of the
individual elements are complemented by other elements in delivering this integrated
network and need to be seen as part of a system rather than viewed in isolation.
Importantly, the elements are also integrated with the land use plan for the BMA that
forms the basis of the BMAP.

3.4

Additionally, Chapter 8 presents the Plan’s proposals for each of the six council
areas in the BMA, demonstrating how proposals across each of the modal themes
are integrated across the BMA’s transport system.
DESCRIPTION OF THE CONTENTS OF THE PLAN

3.5

The Plan is summarised by mode in Table 3.1. As discussed in Chapter 2, a 2025
Long-Term Strategy has been developed as a means of framing the medium term
2015 Plan. The table presents a summary of both the 2025 Long-Term Strategy and
the 2015 Plan, providing an indication of those elements of the long-term strategy
that have been identified as priorities for implementation in the period to 2015.

3.6

The table also indicates the estimated cost of implementing the 2015 Plan for each
scheme proposal.

3-1

Introduction of networks to
encourage and support
greater levels of walking and
cycling.

An extensive Quality Bus
Corridor (QBC) network
focused upon radial MTCs,
supplemented by routes
serving other corridors. The
QBC network to be supported
by extensive bus priority
measures plus increased
service frequencies,
improved access to bus stops
and real time passenger
information.

Orbital QBCs supplementing
the radial QBC network with
new orbital routes to a similar
standard of provision to the
radial QBCs.

Quality Bus
Corridors
(QBC)

Orbital Bus
Corridors

2025 Strategy

♦
♦

3-2

Inner Orbital corridor (MTC H) as an extension of the existing Centrelink services; and
Outer Orbital corridor (MTC G).

Introduction of new orbital bus routes to complement the radial QBC network. Routes will be subject to
detailed business case review but are expected to serve:

♦
♦

£ 9.0

Real time
information costs are
included in
Technology (ITS)

bus priority measures;
service frequency improvements of up to 50% compared to existing levels;
modern high quality low floor buses;
improved bus stop facilities including real time passenger information plus improved access to
bus stops;
bus lane enforcement cameras; and
QBCs implemented on 14 sets of routes in the following corridors:
− Belfast-Antrim corridor (MTC A) on two routes - Antrim Rd. and using the M2 (City Express);
− Belfast-Lisburn corridor (MTC B) on 3 routes - Falls Rd., Lisburn Rd and Malone Rd.;
− Belfast to West and North Belfast on 3 routes - Springfield Rd., Shankill Rd. and Crumlin
Rd.;
− Belfast-Castlereagh Rd. corridor;
− Belfast-Cregagh Rd. corridor;
− Belfast-Downpatrick corridor (MTC C) on Ormeau/Saintfield Rds. – enhance existing
facilities;
− Belfast-Newtownards corridor (MTC D) on Upper Newtownards Rd.;
− Belfast-Bangor corridor (MTC E) on Holywood/Bangor Rds.;
− Belfast-Carrickfergus corridor (MTC F) on Shore Rd.

♦
♦
♦
♦

establishment of a comprehensive cycle network complementing existing provision for cyclists
with networks focused on the main urban centres and main transport corridors, linking public
transport nodes, local trip generators and attractors in and around urban centres.

♦

£ 59.5

establishment of a quality walking network focused on each of the main urban centres and main
transport corridors, linking public transport nodes, local trip generators and attractors in and
around each urban centre; and

♦

£ 35.7

2015 Plan
Implementation
1
Cost (£ mill)

Implementation of an extensive Quality Bus Corridor (QBC) network with:

improved facilities for walking and cycling as a result of traffic calming on local roads;

♦

Implementation of the following initiatives:

2015 Plan

Table 3.1 – Summary of the 2025 Strategy and 2015 Plan

Facilities for
walking and
cycling

Measure Type
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Walking and Cycling

Public Transport

Provision of improved facilities for taxis at major bus and rail stations in the BMA; and
Provision of bus priority as part of the roll-out of the QBC network will also assist taxis.

♦
♦

Integration of taxi services
with other forms of public
transport

3-3

Improvements to make transport more accessible to people unable to use conventional public
transport services, including those with disabilities.

Taxi Services

redevelopment of Smithfield Square bus station in Lisburn and enhancement of Joymount bus
stands in Carrickfergus.

♦

Implementation of bus priority measures on the M2 in the Antrim Corridor (MTC A) between
Fortwilliam and York Street and on the Sandyknowes on-slip southbound to supplement that already
on the M1 in the Lisburn Corridor (MTC B) between Stockman’s Lane and Broadway junctions.

new routes to access developments; and

♦

Bus priority measures
provided on the strategic road
network, in appropriate
locations, to provide reduced
journey times for longdistance bus/coach services
and to complement park-andride proposals.

modern accessible buses;

♦

Bus Priority
on the
Strategic
Highway
Network

integration with rail services;

♦

The expansion of Urban
Community Transport
services

regular interval timetables and integrated ticketing;

♦

Urban
Community
Transport

cross town/city linking services;

♦

Demand Responsive Transport – including variable route and dial-a-ride services, both integrated with
conventional fixed route bus services and community transport services.

increased service frequencies on core routes;

♦

Incremental roll-out of measures and improvements to include:

2015 Plan

The expansion of Demand
Responsive Transport bus
services in the rural areas of
the BMA.

Improvements to service
frequencies for longerdistance bus and coach
services on radial routes to
and from Belfast supported
by improved integration with
local and rural bus services
and by bus priority measures
on certain sections of the
strategic road network.

The improvement of local bus
services focused on Bangor,
Carrickfergus and Lisburn.

2025 Strategy

Demand
Responsive
Rural Bus
Services

Other local
bus services
and long
distance
bus/coach
services

Measure Type
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Public Transport

£0.4

£ 1.1

£7.1

£2.5

£ 5.9

2015 Plan
Implementation
1
Cost (£ mill)

Maximise the value of the
investment in the rail
network by increasing
catchment areas and by
supporting development
and regeneration
proposals through the
provision of new stations
and improving interchange
facilities.

Improve service
frequencies on all routes in
the BMA.

Rail service
frequency and
service
pattern
changes

A rapid transit network
comprising routes in each
of the radial MTCs. All
routes would initially be
implemented as bus rapid
transit, with potential
migration in the longerterm towards Light Rail
Transit (LRT).

Rapid transit

New and
improved rail
stations

2025 Strategy

Measure Type

BELFAST METROPOLITAN TRANSPORT PLAN

Public Transport

CITI-Route rapid transit serving Belfast City Airport and the Titanic Quarter of the Harbour Estate
in the Bangor Corridor (MTC E); and
SuperRoute in the Downpatrick corridor to the Carryduff area (MTC C).

♦
♦

relocation of Jordanstown station in the Carrickfergus Corridor (MTC F);
a new station at Tillysburn to serve Belfast City Airport (MTC E);
measures to improve access to other stations in the BMA; and
retention of options to provide new and improved rail stations and major public transport
interchanges within Belfast city centre as part of the potential redevelopment of sites at Great
Victoria Street and Gamble Street. These schemes are subject to developer contributions and
their implementation is expected to be outside the 2015 Plan period.

♦
♦
♦
♦

3-4

Increase in service frequencies up to 50% with additional trains focused on providing more express
services.

a new station at West Lisburn (MTC B);

♦

New or re-located rail stations provided as follows:

The extent of development of the rapid transit network will be reviewed following implementation of the
EWAY scheme. (Final decisions on all aspects of the proposed rapid transit network will be subject to
detailed economic appraisal, budgetary processes and the completion of statutory processes). It is
envisaged that EWAY will be advanced as a private finance initiative.

WWAY from Belfast City Centre into West Belfast;

♦

Detailed planning of rapid transit schemes in three other corridors not served by rail infrastructure and/or
to support major development proposals, as follows:

The commencement of a bus rapid transit network with the implementation of an EWAY scheme in the
Newtownards corridor (MTC D).

2015 Plan

£ 47.5

£ 13.0

Includes cost of
EWAY and planning
costs for other
schemes

£101.2

2015 Plan
Implementation
1
Cost (£ mill)

Strategic
highway
network
capacity
enhancements

The strategic network
needs to be enhanced
such that it can:
♦ safely and efficiently
cater for longerdistance movements to,
from and between
different parts of the
BMA; and
♦ support the reduction of
traffic and the negative
impacts of traffic on the
non-strategic road
network with capacity
enhancement schemes
to address key
bottlenecks and provide
a consistent standard of
road.

Park-and-ride facilities on
each radial MTC served by
bus services or rapid
transit and introduced in
conjunction with parking
restraint measures in
central Belfast.

Expansion of existing parkand-ride provision at rail
stations.

Rail-based
park-and-ride

Bus/rapid
transit-based
park-and-ride

2025 Strategy

Measure Type
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Public Transport

Highway

3-5

The following proposals have been identified as priorities for implementation within the Plan period:
♦
the widening of the M1 from Blacks Road to Broadway and grade separation of the junctions on
Westlink;
♦
the widening of the M2 from 2 lanes to 3 lanes between Sandyknowes and Greencastle junction
(MTC A) including the improvement of Sandyknowes junction (M2/A8);
♦
the widening of the A2 at Greenisland on the Carrickfergus corridor from one lane in each direction
to two lanes in each direction (MTC F);
♦
the widening of the A2 Sydenham Bypass between Tillysburn and the M3 Lagan Crossing from a
2-lane dual carriageway to 3-lane dual carriageway (MTC E ); and
♦
the widening of the A55 Outer Ring Road at Knock Road from one lane in each direction to 2 lanes
in each direction with right turning provision.

The following local sites served by dedicated bus/rapid transit services have been identified for
implementation within the Plan period:
♦
Fortwilliam on the Antrim and Carrickfergus Corridors (MTCs A and F);
♦
Kennedy Way on the Lisburn Corridor (MTC B);
♦
Cairnshill on the Downpatrick Corridor (MTC C);
♦
Millmount, Dundonald on the Newtownards Corridor (MTC D); and
♦
Tillysburn on the Bangor Corridor (MTC E).
Other more informal sites will use existing bus services and currently locations are being investigated at:
♦
Sprucefield;
♦
Sandyknowes; and
♦
Carryduff.

The following sites have been identified for provision of park-and-ride facilities:
♦
West Lisburn in conjunction with a new station, as described above (MTC B); and
♦
expansion of existing provision at Carrickfergus station and new facilities at Trooperslane halt
(MTC F).
Increase in parking provision at other stations by formalising existing parking arrangements along with
pick up/set down areas, and providing new parking spaces where feasible.

2015 Plan

£151.9

£ 27.6

Excludes the cost of
providing parking at
West Lisburn. This is
included in “New
and improved rail
stations” above.

£ 2.7

2015 Plan
Implementation
1
Cost (£ mill)

Non-strategic
highway
network
schemes

Strategic
highway
network
capacity
enhancements

Measure Type

♦

♦
♦

provide traffic relief;
support
environmental
improvements in the
urban centres; and
support
developments and
regeneration.

Road schemes to:

2025 Strategy
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Highway

the widening of the M1 between Blacks Road and Sprucefield (Lisburn) to dual 3 lane motorway
and improving the connection between the M1 and A1;
a new junction on the M2 to the north of Sandyknowes;
the construction of the Blacks Road Link between Upper Malone Road and the M1 at Blacks Road,
Dunmurry, with sliproads onto the motorway, to provide a strategic alternative to the existing A55;
realignment of the A24 between Cairnshill and the A55 Outer Ring Road to bypass Newtownbreda;
and
A8 dualling and provision of Ballynure north-east link.

3-6

The implementation of the above schemes, other than those in Belfast City Centre and Dundonald, will
be developer led with funding at the appropriate level. Developers will be responsible for funding the
scheme either in full or in a very substantial part. The Department’s priority for funding will be
concentrated on the construction of major capital works schemes on the Strategic Network. Any
contribution towards developer-led schemes will be subject to detailed economic appraisal, the
availability of funding and inclusion within the Major Works Programme.

Other non-strategic highway network schemes in conjunction with potential development as outlined in
area plans may be progressed during the Plan period.

The following proposals have been identified within the Plan:
3
♦
a new road, the M1 – Knockmore link, to the West of Lisburn ;
♦
the Connsbank Link – a new link road between the Newtownards Road/Holywood Arches and the
3
A2 including Holywood Arches bypass and a new junction with the A2 ;
3
♦
the North Lisburn Feeder Road ;
3
♦
Carrickfergus Spine Road including Victoria Road and Sloefield Road Schemes;
3
♦
Ballyclare relief road ;
♦
a new road link between Quarry Corner and East Link Road in conjunction with the EWAY rapid
transit scheme providing an alternative to the existing A20 through Dundonald;
3
♦
Hightown Road Link – providing improved access to Mallusk ; and
♦
the Bankmore Link – between Dublin Road and Cromac Street in Belfast.

♦

♦

♦
♦

♦

Protection of and detailed planning for a number of other strategic network schemes is provided for in the
Plan, though it is expected that the implementation of these schemes will be outside the 2015 Plan
period. These schemes are as follows:

2015 Plan

The cost of the
Quarry Corner-East
Link Road scheme is
included in cost of
EWAY

£ 84.6

Costs not included
as schemes would
be implemented
after 2015.

2015 Plan
Implementation
1
Cost (£ mill)

2025 Strategy

Traffic management
measures to improve the
safety and efficiency of the
strategic highway network,
particularly in locations
where there are constraints
on the delivery of
significant capacity
enhancement schemes
such as widening or
providing new roads.

Application of traffic
management measures to
improve the flow of traffic
and reduce the negative
impacts of traffic on the
local road network, with
particular emphasis on
residential areas and the
main urban centres.

Use to be made of
Intelligent Transport
System solutions to
support other transport
initiatives, recognising that
given the rapid evolution of
technology in this area,
longer-term options will be
kept under review.

Measure Type

Strategic
highway
network traffic
management

Non-strategic
highway
network traffic
management

Technology
(ITS)

BELFAST METROPOLITAN TRANSPORT PLAN

Highway

Management

Route Management Strategies, supported by ITS, progressively implemented on the strategic
network including minor improvement measures to improve efficiency and safety with particular
focus on the A2 to Bangor, A20 Upper Newtownards Road on sections outside the Outer Ring
Road, the A24 Saintfield Road on sections outside the Outer Ring Road, and the A55 Outer Ring
Road. Also includes a pilot demand management scheme on Westlink.

traffic management measures on local and distributor roads to improve the flow of traffic, in
conjunction with improvements to the strategic road network and the implementation of significant
public transport alternatives;
traffic management measures in Belfast city centre comprising the reduction of existing road
capacity within the core of the city centre enabling the reallocation of space to pedestrians, cyclists
and public transport and supporting improvements to the city centre environment.
traffic management measures in the centre of Bangor, Carrickfergus and Lisburn to improve
conditions for pedestrians, cyclists and public transport and support environmental improvements;
and
traffic management measures on the A20 Newtownards Rd (MTC D), inside the A55 Outer Ring
Road, to reduce the attractiveness of this route for use by strategic traffic and provide greater
priority for local movements, walking/cycling and public transport, implemented in conjunction with
the planned major public transport improvement in MTC D in the form of EWAY.

♦

♦

♦

♦

♦
♦
♦
♦
♦

3-7

real time passenger information and Integrated ticketing system for the public transport system;
implementation of travel information dissemination systems;
motorway control and incident detection systems on the strategic highway network;
Variable Message Signing (VMS) in conjunction with park-and-ride and parking provision; and
linking of systems through Urban Traffic Management Control (UTMC).

The following Intelligent Transport Systems measures expected to be implemented in support of other
transport initiatives:

traffic calming measures on local roads and in residential areas;

♦

The progressive implementation of:

♦

2015 Plan

£ 21.8

£ 104.0

£ 24.8

2015 Plan
Implementation
1
Cost (£ mill)

restricting the number of parking spaces provided at new residential developments by imposing
maximum parking standards.

♦

3-8

Not proposed for implementation, but a detailed review will be undertaken during the Plan period.

Congestion
Charging

Implementation of a
congestion charging
scheme as a demand
management tool that is
expected to be focused on
journeys made by car in
peak periods. The options
available for implementing
congestion charging are
continually evolving.

restriction of the further increase in the growth in Private Non-Residential (PNR) parking – that
associated with commercial premises such as offices and shops – by imposing maximum parking
standards to developments that restrict the number of PNR spaces that can be provided. This
would be enforced through planning agreements that restrict developers to certain design
principles; and

♦

Implementation of measures to better manage parking in the other main urban centres in conjunction
with traffic management measures.

use of land use planning controls to: reduce the number of temporary car parks on derelict land;
and to restrict the development of new private-sector public car parks;

♦

more effective enforcement and management of parking made possible by Decriminalised Parking
Enforcement (DPE) which will enable responsibility for parking enforcement to be passed from the
Police Service of Northern Ireland (PSNI) to DRD.

♦

reduction in the number of public off-street parking spaces provided for long-stay (i.e. commuter
use) by turning over car parks to other forms of use and by setting charge structures that
discourage long-stay use;

conversion of all uncontrolled on-street parking spaces to controlled spaces in a defined Controlled
Parking Zone covering central Belfast and its immediate walk-in catchment area;

♦

♦

modification of existing parking restrictions for on-street parking and – where appropriate – set
parking charges to discourage long-stay parking and maximise the use of short stay spaces;

♦

Implementation of a parking policy focused on central Belfast comprising:

2015 Plan

Schemes to provide motorists with opportunities to park their cars and share other transport to their
destination.

Improve parking controls in
the other main urban
centres to complement
traffic management
measures and maximise
parking utilisation in a way
that best supports
economic vitality.

Implementation of a
parking policy focused on
central Belfast that enables
more effective parking
controls to be applied and
supports other demand
management measures
that seek to reduce peak
car trips to the city centre.

2025 Strategy

Park-andshare

Parking
Measures

Measure Type

BELFAST METROPOLITAN TRANSPORT PLAN

Management

£ 0.2

£ 0.5

£ 2.2

2015 Plan
Implementation
1
Cost (£ mill)

implement a BMA-wide travel awareness campaign supplemented by localised campaigns in
conjunction with the implementation of major public transport schemes; and
implementation of the Safer Routes to School initiative.

♦
♦
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Includes provision for rolling stock, infrastructure and safety measures.

other NITHC costs.

♦

n/a

Public Service Obligation; and

♦

Railways Task
Force
Consolidation

concessionary fares;

♦

Ongoing funding for the following items:

n/a

Rail Revenue
Support

other NITHC costs.

♦

Rolling programme to provide new buses with high standards of comfort and accessibility and reduce the
average age of the fleet to 8 years.

fuel duty rebate; and

♦

n/a

concessionary fares;

♦

Ongoing funding for the following items:

Implementation of BMTP Proposals

support and promote Travel Plans, implemented through planning agreements or conditions on
planning permission;

♦

2015 Plan

Bus
Replacement
Programme

Bus Revenue
Support

n/a

Widespread measures to
influence travel attitudes
and encourage greater
levels of walking, cycling
and use of public transport

Changing
Travel
Attitudes

Sub-Total

Further review of charging
options is required before
firm decisions can be
reached.

2025 Strategy

Congestion
Charging

Measure Type

BELFAST METROPOLITAN TRANSPORT PLAN

Management

Other RTS Initiatives

£ 113.7

£ 166.3

£ 62.3

£ 153.6

£ 706.7

£ 3.5

2015 Plan
Implementation
1
Cost (£ mill)

Off-street parking bays to replace on-street parking removed to allow construction of bus lanes.

Implementation of these schemes is dependent in whole or for the greater part on developer contribution.

See paras 3.7-3.8 for explanation.

2

3

4
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All costs are estimated and will be subject to further detailed review as part of the implementation of the Plan. Costs are quoted in 2001 prices and include an allowance for
optimism bias – the systematic tendency to underestimate costs of infrastructure schemes.

1

Table Notes:

BMTP PROPOSALS AND OTHER RTS INITIATIVES

TOTAL

£ 1913.2

£ 1206.5

£ 7.1

£ 5.6

Other RTS initiatives4

n/a

Research,
Monitoring
and Review

New street lighting to improve safety and upgrade old systems

Improving layouts and equipment

£ 6.0

Sub-Total

n/a

Street Lighting
Capital
Programme

car parking maintenance

♦

£ 6.7

n/a

Car Parking
Capital
Programme

network management costs; and

♦
Programme to strengthen the bridge infrastructure to accommodate heavier vehicles.

routine maintenance of roads and footways such as grass cutting, gully cleaning etc.;

♦

Funding to support ongoing research into improving the transport system and monitoring/reviewing plan
implementation.

n/a

Bridge
Strengthening

£ 602.9

structural maintenance of surfaces and foundations;

Ongoing funding for the following items:

n/a

Highway
Maintenance
♦

£ 22.9

Provide new trains

replacement of four Castle Class trains.

♦

£ 59.4

n/a

maintenance of the existing rolling stock; and

♦

2015 Plan
Implementation
1
Cost (£ mill)

New Train
Sets

ongoing investment in railway infrastructure including track and routine maintenance;

♦

2015 Plan

n/a

2025 Strategy

Railways
Capital and
Rolling Stock
grants

Measure Type
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Other RTS Initiatives
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IMPLEMENTATION COSTS
3.7

The RTS proposes a range of strategic transportation investment priorities for NI
totalling an estimated £3.5 billion over the period to 2012. Commitments to proceed
with any major capital schemes will be subject to the normal budgetary process,
detailed economic appraisal and the successful conclusion of any statutory
procedures. The costs of the initiatives, estimated in broad terms during the
development of the RTS, will also need to be refined through the strategy
implementation process. The RTS provides an important context for increasing
investment in NI’s roads and public transport infrastructure.

3.8

The RTS identifies investment priorities across NI. Around £1.4 billion –
approximately 40% of the NI total – could be directed at transport in the BMA over
the period 2002 to 201211. Of this, a significant proportion is required for asset
renewal such as the replacement of railway rolling stock, bus fleet modernisation and
the maintenance of the road network. These initiatives are aimed at redressing the
effect of years of under-investment in transportation. Significant funding could,
though, be directed at new enhancements to transport infrastructure and services in
the BMA before the end of 2012.

3.9

The 2015 BMTP extends beyond the end of the 2002-2012 RTS period. Assuming
the same level of funding of transport beyond 2012 it is estimated that an additional
£0.5 billion could be directed at transport between 2012 and 2015. This would bring
total transport funding for the BMA over the Plan period to around £1.9 billion.

3.10

To aid the development of the Plan, the RTS funding levels extrapolated to 2015
have been used as a means of assessing the affordability of the BMTP proposals.
Table 3.2 presents a comparison of the estimated cost of implementing the Plan
against the broad level of funding that could be needed up to 2015.
Table 3.2 – Comparison of 2015 BMTP Implementation Costs and
Indicative Funding from RTS (£ million)
Estimated BMTP
Implementation Costs12

Funding to 2015
Projected from RTS

Walking/Cycling13

£118m

£53m

Bus and rapid transit

£437m

£542m

Rail

£429m

£451m

Highway

£922m

£863m

£7m

£7m

£1913m

£1916m

RTS Measure Type

Research, Monitoring and Review
Total
11

It is noted that the RTS employed a slightly different definition of the BMA than that required to be used by
BMTP to ensure consistency with BMAP. In addition the RTS separately identifies the Regional Strategic
Transport Network (RSTN), rural areas and other urban areas, some of which fall within the BMA and are
included within the BMA for the purpose of developing the BMTP. The £1.4 billion is adjusted to resolve these
anomalies.
12
Costs are in 2001 prices.
13
Walking/Cycling cost includes expenditure on traffic calming schemes. 20% of the BMTP Walking Strategy
cost and 5% of the BMTP Cycling Strategy cost have been reallocated to Bus and Rail on the basis that this
money would be spent on improved access to bus stops and rail stations.
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3.11

This indicates that the 2015 Plan is compatible with the level of funding identified by
the RTS. However, it needs to be recognised that the actual level of finance
available for transport investment over the next 10-15 years is not known in detail
and will be subject to the normal budgetary processes.
Relative Funding by Mode

3.12

The RTS also identifies the relative funding by transportation mode. Figure 3.1
shows the RTS funding proposals for transport initiatives within the BMA, identifying
the proportion of the RTS funding assumed directed at the BMA by transport mode.

3.13

The balance of spend between modes shown in Figure 3.1 has been used as means
of assessing the degree of consistency of the BMTP proposals with the RTS.
Figure 3.1 – Estimated Relative Funding by Mode14
Relative RTS Funding for the BMA

Relative BMTP Funding Requirement

3%

Walk/cycle

6%

Bus
Rail
Highway

28%
45%

23%

48%

23%
24%

3.14

Figure 3.1 shows that the balance of spend for the BMTP proposals is broadly
consistent with the RTS. BMTP plans to spend a greater proportion on walking and
cycling schemes, with proportionately less being spent on bus/rapid transit. If the
proposed EWAY scheme proceeds it will be reviewed and, subject to the result of the
review, additional funding may be required for future development of the rapid transit
network.

14

Relative RTS funding based on funding identified in the RTS for the BMA to 2011/12. Relative BMTP Funding
Requirement based on estimated BMTP implementation costs to 2015.
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4.

Walking and Cycling
INTRODUCTION

4.1

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.

4.2

Only around 10% of people walk to work and even this has experienced a steady
decline in recent years. Current statistics indicate that the decline has been due to
increased use of the car for shorter journeys. More than a quarter of all journeys of
less than a mile are presently made by car, either as a driver or a passenger, but this
figure increases to 67% for journeys of between one and two miles15. Similarly,
despite one in four adults in NI having access to a bicycle and one third of NI
households having at least one adult who owns a bicycle16, a mere 0.8% cycle to
work compared with 3.3% in the UK. Starting from this very low level of cycle use and
recognising that some 45% of all journeys presently made are less than two miles,
there is considerable potential to increase the number of walk and cycle journeys
made.

4.3

Walking, and to a degree, cycling also form key components of public transport
journeys. Considerable scope also exists to support greater public transport use by
improving walk and cycle access to and facilities at bus stops and rail stations.

4.4

Current provision for pedestrians and cyclists is poor by the standards of some other
UK metropolitan areas – and poorer still when compared to towns and cities in
continental Europe. Walking and cycling in the BMA are unattractive because of
conflicts with road traffic. The BMTP provides a significant opportunity to redress this
by identifying improvements that have considered walking and cycling as integral
elements of an overall transport system. This will support the changes made to
development control traffic assessment procedures which require measures to
encourage greater levels of walking and cycling to be factored in to the planning of
new development. At a NI-wide level, DRD has prepared two strategy documents
that set out challenging targets for increasing levels of walking and cycling (see
panel). The BMTP’s proposals are framed by these overarching strategies, as well
as by the commitments in the RTS to support improvements to walking and cycling
facilities.

4.5

The provision of improved facilities for walking and cycling as a means of providing
greater travel choice is a key principle of the 2025 strategy. The strategy proposes
an extensive cycling network across the main urban areas of the BMA and the
provision of high quality walking links along the main arterial routes within the built-up
area of the main urban centres. However, the measures within the strategy are
focused on areas and travel movements where walking and cycling are already a
realistic alternative to other modes of travel.

15
16

Travel Survey for Northern Ireland: 1999-2001, January 2003
Travel Survey for Northern Ireland, 1999-2001, January 2003
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The Northern Ireland Walking and Cycling Strategies
“Walking: Northern Ireland: An Action Plan” was published in December 2003 and
sets out an integrated list of actions which will assist in the delivery of improved
conditions for both pedestrians and recreational walkers. The planned actions have
been developed by the Northern Ireland Walking Forum (comprising DRD, District
Councils and a number of special interest groups) and complement the substantial
commitment to measures aimed at “Making it Easier to Walk” given in the RTS.
The Plan identifies NI-wide targets for increasing the level of walking from a 2002
base, as follows
♦

to increase the number of short walking journeys (less than 2 miles) by 20% by
2012; and

♦

to increase the average distance walked per person per year by 10% by 2012.

The Northern Ireland Cycle Strategy, published by DRD in 2000, aims to promote
increased cycle use by improving conditions for cyclists. Developed by the Northern
Ireland Cycling Forum (comprising DRD, District Councils and a number of special
interest groups) it establishes a framework that public, private and voluntary sector
organisations can follow in order to promote cycling in Northern Ireland. It also
identifies NI-wide targets, as follows:
♦

to double the number of trips by cycle (on 2000 figures) by the end of 2005; and

♦

to quadruple the number of trips by cycle (on 2000 figures) by the end of 2015.

WALKING
4.6

4.7

The priority for the 2015 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 (described further in Chapter
6); and

♦

Quality Walking Routes focused upon the main urban centres of Belfast, Lisburn,
Bangor and Carrickfergus. These are routes of a consistently high standard of
provision (see panel) linking key locations in and around the centre of the urban
areas. The walking route that already exists between Belfast city centre and
Queen’s University Belfast provides an example of the type of standard
envisaged within the Quality Walking Route Network (see panel). The proposals
for each of the main urban centres are described in more detail in Chapter 8.

The Plan also recognises the potential for improved walk links outside the main
urban centres.
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Quality Walking Routes – Queen’s University – Great Victoria Street Station
A Quality Walking Route was introduced to Belfast city centre in 2000/2001. This
corridor links Queens University Belfast to the city centre. This Quality Walking
Route was established to improve pedestrian linkages between the University and
the city centre via the main bus and rail station on Great Victoria Street. This was
achieved with the introduction of a number of measures to improve the built
environment, giving pedestrians enhanced facilities along the route. These
improvements included: widening of selected footpaths, priority for selected
pedestrians signal crossing points, improved green times at signals, enhanced
signage, improved surface treatment and enhanced facilities for those who are
visually impaired.

Quality Walking Routes: Key Design Features
The Quality Walking Network would be typified by:
♦

enhanced pedestrian priority, in terms of increased footway width and
increased crossing provision with reduced wait times;

♦

increased accessibility through the network, with construction and surfacing
such as dropped kerbs, tactile paving, good quality surfaces, clear widths,
streetscape improvements and removal of obstacles that accommodates all
age groups and levels of mobility, with focus on the particular needs of older
people and people with disabilities;

♦

pedestrian facilities that are designed to improve road safety (e.g. pedestrian
refuges, more and improved crossings, longer pedestrian phases at traffic
signals), increase personal security (e.g. improved lighting) and reduce
severance;

♦

greater promotion of pedestrian routes with clear on-street information,
including street plans and signing;

♦

improved walking routes to major public transport stations and stops across the
BMA, and key generators of pedestrian movement; and

♦

consistency in the approach to pedestrian provision.

Implementation of the Walking Networks
4.8

Implementation of each of the Quality Walking Networks will be progressed through a
systematic review process. In addition, detailed design and implementation will
involve consultation with relevant local interest groups, including the Walking Forum
and Disability Organisations.
Implementation Cost

4.9

The estimated cost of implementing the walking proposals included in the Plan is
£19.4 million.
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CYCLING
4.10

As a result of varying levels of congestion, topography and land-use, a blanket citywide approach to providing a cycle network is unlikely to be appropriate in Belfast.
The 2015 Plan includes targeted improvements to infrastructure for cyclists.

4.11

The Plan proposes the development of the network shown in Figure 4.1. This builds
upon the existing network in the BMA which includes part of the NI National Cycle
Network (NCN) as shown in the diagram. 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 the detailed design and implementation process (see
panel). 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 – termed Toucan crossings
– a number of which have already been implemented. The Plan also proposes that
opportunities are taken to provide cycle route facilities in conjunction with the rapid
transport schemes described in Chapter 5.
Cycle Network – Key Design Features
The proposals for the network in Belfast recognise five main criteria for network
design.
♦

Coherence : The cycling infrastructure should form a coherent entity, linking all
trip origins and destinations; with a continuous level of provision;

♦

Directness : Routes should be as direct as possible, based on desire lines,
since detours and delays will deter use;

♦

Attractiveness: Routes must be attractive to cyclists on subjective as well as
objective criteria. Lighting, personal safety, aesthetics, noise and integration
with the surrounding area are important;

♦

Safety : Designs should minimise the danger for cyclists and other road users;
and

♦

Comfort: Cycle routes need smooth, well-maintained surfaces, regular
sweeping, and gentle gradients. Routes must be convenient to use and avoid
complicated manoeuvres and interruptions.

Supporting Measures
4.12

To further encourage greater levels of cycling the 2015 Plan includes cycle parking
and promotional initiatives.

4.13

Cycle parking is a fundamental element of any cycling strategy. There is currently
very little in the way of formal cycle parking in the main urban centres. It is proposed
that cycle stands are provided to serve the main trip attractors in and around the
main urban centres including rail stations and major bus stop locations.
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4.14

A comprehensive marketing strategy will be required to promote cycling in the BMA.
This could incorporate elements such as individualised marketing techniques, the
production of a widely available cycle route map and effective advertising using
media to promote the time and cost benefits of cycling for utility journeys. Such
initiatives are discussed further in Chapter 7.
Implementation Cost

4.15

The estimated cost of implementing the Plan’s proposals would be £16.3 million. As
with all major expenditure proposed by the Plan, investment in cycle facilities will be
subject to detailed economic appraisal and the level of expenditure reviewed during
the Plan period should schemes not be successful in increasing the level of cycle
use.
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5.

Public Transport
INTRODUCTION

5.1

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-and-ride provision; and

♦

a significant role for rapid transit.

5.2

A number of initiatives that will start to deliver this step-change in public transport
provision are already in place – most notably investment in the rail network and in
new buses. In line with the RTS, the 2015 Plan recognises the need to maintain and
accelerate this process as a key priority. In addition, DRD has initiated a review of
the institutional arrangements required to deliver the step-change in public transport.
In September 2002 it issued a consultation document, ‘A New Start for Public
Transport in Northern Ireland’, setting out options for future operational and
regulatory frameworks, including securing greater private sector involvement in the
supply of public transport services. The review of options and the work on
institutional changes is ongoing.

5.3

The 2025 Strategy comprises a range of initiatives to significantly improve the quality
of public transport provision. The future public transport network, envisaged within
the 2025 Strategy for the BMA, is shown in Figure 5.1 and is outlined in the
subsequent sections of this chapter.

5.4

This chapter focuses on setting out the 2015 Plan’s public transport proposals in
detail. These are categorised according to different types of public transport service.
The proposals also aim to achieve greater integration between public transport
modes and between public transport and other modes of travel. Implementation of
the proposals will be subject to economic appraisal, funding availability and statutory
processes.

5-1

BELFAST METROPOLITAN TRANSPORT PLAN

Figure 5.1 – 2025 Strategy: Public Transport Network
RAIL SERVICES
5.5

5.6

Currently the BMA’s rail network carries over four million passengers per annum,
which represents roughly 75% of total rail patronage in NI. The BMA 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 NI via the Bleach Green Line, opened
in 2001 replacing the now closed Belfast-Antrim route via Lisburn and Crumlin.

The railways have, for many years, suffered from lack of investment and their
operations have often been seriously disrupted by security alerts. Patronage levels
have continued to fall as travellers have seen the rail service as increasingly
unattractive and unreliable. In April 2000 the Railways Task Force (RTF) was
established under the joint chairmanship of DRD and the Northern Ireland Transport
Holding Company (NITHC) to identify the range of options for the future of the railway
network in NI following a major review of railway safety. The RTF Interim Report was
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published in September 200017 and its findings taken into consideration in the
formulation of the RTS.
5.7

It concluded that railways should play an important role in meeting the region’s longterm transportation needs and that the extent of that role could best be determined
within the context of the RTS. As a result of the Task Force report, the NI Assembly
allocated an additional £103 million for the period 2001-2004 for replacement rolling
stock and the maintenance of the most heavily used parts of the network which
include all the routes in the Belfast area as described above. The RTS considered
the merits of investment on the lesser used parts of the network beyond the BMA’s
network.

5.8

As a result of the investment 23 new trains have been ordered. The new trains will
offer substantial improvements in service quality and passenger comfort – the new
trains will start to progressively replace the existing rolling stock from 2004.
The 2025 Strategy

5.9

The 2025 Strategy recognises the need to maximise the value of the investment in
the rail network that has already been committed following the outcome of the work
of the RTF.

5.10

The 2025 Strategy comprises the following key elements:
♦

the improvement of facilities and access to stations as a means of also
increasing the catchment area for rail services;

♦

substantially improved service frequencies of up to 100% on all routes; and

♦

providing new stations at key locations as a means of increasing the catchment
area for rail, providing new interchange opportunities and supporting
development and regeneration initiatives.

5.11

In order to achieve frequency improvements of 100% on all routes significant
additional rail infrastructure will be required to provide sufficient track capacity. In
particular, the existing single-track Dargan Bridge across the Lagan would need to be
doubled, requiring a new bridge crossing. In addition, increased capacity would be
required on the Belfast city centre section of the rail network between Central and
Great Victoria Street Stations, though this could be achieved through changes to
junctions and operations rather than providing additional running lines. The provision
of any significant new infrastructure is considered as a long-term option and will be
subject to detailed economic appraisal, funding availability and statutory processes.

5.12

The assessment of different long-term options concluded that a case could not yet be
made for the conversion of the existing rail network to light rail or for the expansion of
the network with new routes. The assessment also concluded that there is currently
not a sufficient case for providing rail access to the Port of Belfast to encourage
transfer of freight from road to rail.

17

Interim Report of the Railways Task Force on the Future of the Railway Network in Northern Ireland, DRD and
Northern Ireland Transport Holding Company, September 2000
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5.13

The strategy also identifies the need to retain the option of re-instating the AntrimLisburn line as part of a potential Belfast/Lisburn/Antrim/Belfast passenger circle line
which could also serve Belfast International Airport as envisaged in the RDS. This is
a longer-term possibility if a robust financial, economic and transportation case can
be made. During the Plan period public transport access to the International Airport
will be provided by bus and taxi.

5.14

The strategy also proposes that disused rail routes are protected for possible re-use
for transport purposes.
The 2015 Plan

5.15

The improvements identified as priorities within the 2015 Plan period are summarised
in Figure 5.2 and comprise:
♦

improving access to and facilities at rail stations;

♦

increasing service frequencies by up to 50%; and

♦

providing new or re-located stations.

Improving Access to and Facilities at Rail Stations
5.16

The Plan proposes a number of initiatives aimed at maximising the potential
catchment area for rail-based trips in the BMA by improving links by other modes of
transport to and from the rail network. It also proposes a number of supporting
initiatives to provide better facilities at stations. These proposals comprise:
♦

improvements to pedestrian and cycle access to stations in line with the
proposals set out in Chapter 4;

♦

establishing park-and-ride with high quality facilities at a number of key stations
in each of the rail corridors, discussed further under park-and-ride;

♦

where opportunities exist, formalising and expanding parking provision and pickup/set down facilities at other stations;

♦

improving the linkage between other public transport modes and rail by:
− increasing opportunities to make bus-rail interchange trips to improve access
to areas in and around Belfast city centre by enhancing the frequency and
quality of buses, commencing the development of a rapid transit network that
could serve both Central station and Great Victoria Street stations, and
providing better cross-city bus links;
− improving linkages between the local bus networks and rail at Carrickfergus
and Lisburn stations by ensuring buses better serve the rail station and by
enhancing frequencies on core routes;
− the continuing roll-out of integrated ticketing across the BMA’s public
transport network;
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− promoting the establishment of a rural bus network that links in with the rail
network at key stations (discussed further under rural bus services);
− providing new or improved taxi ranks at major stations; and
♦

providing real-time information at stations and improved travel information.

Increasing Service Frequencies
5.17

The Plan proposes to increase the attractiveness of rail services by increasing both
peak and off-peak frequencies on all routes within the BMA. The Plan proposes that
frequencies are increased by up to 50% by 2015, with the emphasis given to
providing more express services.

5.18

Delivering this level of frequency enhancement can be achieved without the need to
further increase the track and signalling capacity of the BMA’s rail network. The Plan
proposals seek to maximise the benefit of the investment in new rolling stock using
existing rail infrastructure capacity before significant new infrastructure is considered.

5.19

An additional eight new trains will be required over and above those currently on
order to deliver these frequency improvements18. Any investment in additional trains
will, necessarily, be subject to a detailed business case review and an assessment of
the impact on demand levels of the introduction of the new trains post-2004.
Providing New or Re-located Stations

5.20

As part of a wider objective to increase the catchment area for rail-based trips, a
number of locations have been identified where new stations, or re-location of
existing stations, will be provided. These are identified in Figure 5.2 and described in
more detail below. The proposals for the stations will be subject to detailed
economic appraisal, funding availability and statutory processes.
West Lisburn

5.21

A new rail station with high quality park-and-ride facilities is proposed to the west of
Lisburn replacing the existing station at Knockmore. The preferred site location is
indicated in Figure 5.3 though this will be kept under review in light of other
developments in the area19.

18

In total the 2015 Plan assumes that an additional 9 units are required to operate the increased service
frequency (8 additional units) and extend Belfast – Lisburn services to West Lisburn (1 additional unit). The RTS
identifies a total of 30 units as part of the Railways Task Force Consolidation (RTFC) initiative, the replacement
of existing Castle Class rolling stock and the retention of that part of the rail network excluded from the RTFC
option. 23 of these new trains have been ordered as of summer 2003. The RTS (Table 5.2) also identifies £24.4
million for new trains to provide capacity and/or frequency increases – equivalent to 8 additional units. The RTS
also allowed for one unit from the 30 identified above to operate the Antrim-Knockmore route. Following the
Minister’s announcement in Spring 2003 to discontinue services on the Antrim-Knockmore route, it is assumed
that the unit could be deployed on the Belfast commuter network and has been included within the 2015 BMTP.
19
The benefit of additional stations at sites outside the BMA, such as Templepatrick, are recognised but are
outside the remit of the BMTP.
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5.22

The RDS identifies West Lisburn as a major Major Employment Location (MEL) and
growth node as part of its Sustainable Development Strategy for the BMA. As
described below in relation to the highway network, the development of this site will
be supported by a road link between the M1 near Sprucefield and A3 at Knockmore.
Together, the existing potential demand for rail in West Lisburn, the presence in the
future of a MEL and the improvement in road access from the M1 give an opportunity
to provide a new station that serves a number of functions. In particular, the
significantly improved road access to Knockmore from the M1, as well as existing
road links from other parts of West and North Lisburn, will enable the station to serve
as a strategic park-and-ride site.

5.23

It is proposed that existing Lisburn-Belfast services are extended to start and end
from the new West Lisburn station and that the longer distance Portadown line
services also stop. Extending the Lisburn-Belfast services to West Lisburn would
require an additional train to be purchased20. With the proposed frequency increases
(above) the station could be served by around seven trains per hour to and from
Belfast at peak times, and around three trains per hour in the off peak.

5.24

Additionally, it is proposed that a new stop is added at West Lisburn to the BelfastDublin Enterprise service. With the station’s good road links it is expected that this
will open up a significant new catchment area for strategic rail services in this part of
the BMA, further strengthening the RDS vision for Lisburn as a major growth node
and additionally supporting the case for investing in new rolling stock for the
Enterprise21.
Re-location of Jordanstown Station

5.25

The Plan proposes the re-location of the existing Jordanstown station on the BelfastCarrickfergus line to a site east of the existing station as shown in Figure 5.4.

5.26

Jordanstown station is currently the 10th busiest railway station on the NI rail network
with an estimated 60% of its passengers travelling to and from the nearby University
of Ulster campus. The current station access and egress is unable to safely cater for
peak levels of demand. The proposed re-location presents the opportunity to provide
a better pedestrian linkage with the University of Ulster and support greater use of
rail by students and staff. Importantly it will eliminate conflicts between rail
passengers and road traffic which give cause for concern with the existing
arrangements. Re-location may slightly disbenefit some existing rail users but will
significantly improve access to the rail station overall by providing new pedestrian
access, parking and pick up/set down facilities and the opportunity for bus-rail
integration.

20
21

This brings the Plan’s total requirements for additional units to 9.
identified in the RTS, Table 5.2.
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Proposed New Station to serve City Airport/Tillysburn
5.27

The RDS identifies the need to serve Regional Gateways such as Belfast City Airport
by rail. The assessment of the case for a City Airport rail station identified that its
implementation should be very closely linked to that of a rapid transit scheme linking
Belfast city centre with City Airport via the Harbour Estate (discussed under rapid
transit below). This would enable it to serve the dual functions of providing rail-air
and rail-rapid transit interchange. It would also serve the development at Tillysburn
known as the D5 Holywood Exchange Development. As discussed further below, the
rapid transit scheme is not expected to be implemented within the Plan period.
Nevertheless, it is proposed that a City Airport station is implemented in advance of
the proposed rapid transit scheme with the existing car park bus service connecting
to the airport terminal.

5.28

An indicative location of a new rail station to the east of the airport at Tillysburn is
shown in Figure 5.15.
Stations in Belfast City Centre

5.29

5.30

The 2025 Strategy identifies two stations in Belfast city centre that should be
considered as opportunities in the longer term. These are:
♦

a new station in the Gamble Street area in the Cathedral quarter of the city
centre that should be developed as part of a larger public transport interchange;
and

♦

a new station and major public transport interchange replacing the existing Great
Victoria Street station and Europa bus station facilities as part of potential
redevelopment opportunities around Great Victoria Street and Grosvenor Road.

Both these options are contingent upon longer-term regeneration and development
proposals being brought forward and have not been included in the 2015 Plan.
Nevertheless, should circumstances arise implementation within the Plan period will
be sought.
Implementation Costs

5.31

In total the cost of implementing the 2015 Plan proposals described above is
estimated as £60.5 million.
BUS SERVICES

5.32

As described in Chapter 1, the BMA’s bus network comprises a range of different
types of service. Stage carriage and flexible bus services22 in the BMA are provided
mostly under the ‘Translink’ banner by subsidiary companies of the NITHC. In
general terms, Citybus is the subsidiary responsible for Belfast urban bus services

22

Stage carriage services are those that operate on fixed routes to a timetable and are available for use by all
members of the public. Flexible services comprise stage carriage group hire, flexibly rotated and voluntary or
community operated transport services and are focused on providing a service to specific groups of people, e.g.
the elderly or those with disabilities.
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and Ulsterbus for other bus and coach services. In contrast to the remainder of the
UK, NITHC as the majority provider of bus services remains in the public sector.
Also, in contrast, the current regulatory framework restricts competition on stage
carriage routes. However, in certain parts of the city of Belfast, competition has been
provided to conventional bus services by both licensed and unlicensed black taxi
operations. The regulatory system permits limited competition on longer distance
express coach services but only a few private operators compete with the Ulsterbus
Goldliner operations. The regulation of bus services in NI is currently being reviewed
to examine the scope for greater involvement of private sector investment and
expertise. This study is unlikely to recommend deregulation following the GB model
but will examine whether the passenger and the taxpayer could benefit from changes
to the existing regulatory regime.
5.33

Citybus has a fleet of some 250 vehicles, operating just over 11 million kilometres per
annum whilst Ulsterbus has a total fleet of around 1150 vehicles of which around
one-third provide services within the BMA. The fleet has suffered from a major lack
of investment in recent years and the average age is in excess of the UK
Government target of eight years. However, a bus fleet replacement programme has
now been initiated that should, by 2012, bring the average age of both Citybus and
Ulsterbus fleets within the average age target23.

5.34

Bus is, and will remain in the foreseeable future, the mainstay of the BMA’s public
transport provision. Currently it accounts for more than 85% of peak hour public
transport patronage in the BMA. However, as also noted in Chapter 2, patronage
has been declining over the last five or so years. While there are signs that this
decline is slowing, it will be a challenge to increase bus use against a backdrop of
rising car ownership and increasing congestion, which affects bus travel times and
service reliability.

5.35

Significantly improving the quality, reliability and attractiveness of local bus services,
particularly on the main transport corridors, is therefore a major element of the Plan.
The 2025 Strategy

5.36

The 2025 Strategy proposes the development of an extensive Quality Bus Corridor
(QBC) network focused upon radial and orbital MTCs, supplemented by routes
serving other corridors.
The QBC network will complement proposals for
improvements to the rail network and the introduction of rapid transit. The concept of
a QBC as a means of improving existing bus services has already been introduced in
Belfast, with the enhancement of services along Ormeau Road/Saintfield Road.

5.37

The 2025 Strategy proposes significant improvements to bus priority measures in
certain corridors to support the QBC network. This would require, in the longer term,
more radical reallocation of road capacity to provide for bus priority than is current
practice in the provision of QBCs.

23

The Regional Transportation Strategy (Table 5.1) identifies £145.5 million for investment in bus replacement
such that by 2012 the average age of the entire bus fleet is no more than 8 years.
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5.38

The 2025 Strategy also includes:
♦

the improvement of local bus services focused on the main urban centres
outside the built up area of Belfast;

♦

the expansion of Demand Responsive Transport and community bus services
across the BMA; and

♦

improvements to service frequencies for longer-distance bus and coach services
on radial routes to and from Belfast supported by improved integration with local
and rural bus services and by bus priority measures on certain sections of the
strategic road network.

The 2015 Plan
The Quality Bus Corridor Network
5.39

The Plan proposes the roll-out of QBCs on radial corridors. In total it identifies 14
such corridors, as shown in Figure 5.5.

5.40

QBCs will offer a substantial improvement in the quality of bus provision. The
proposals can be characterised as comprising: infrastructure measures; service
improvements; and operational improvements.

5.41

The proposed infrastructure measures comprise:
♦

the provision of additional bus priority measures on the road network (see panel)
such that bus journey times can be made quicker and more reliable though
provided in a way that minimises the impact on general traffic. Figure 5.5
identifies the core elements of the QBC network where bus frequencies are
greatest. It is on these core sections that bus priority measures are envisaged
though the precise location of measures will be the subject of more detailed
design;

♦

the use of bus lane enforcement cameras to prevent the benefits of bus lanes
being eroded by use by unauthorised vehicles and by parking;

♦

the provision of high quality bus shelters with service information at all stops and
real time passenger information at high usage stops; and

♦

the improvement of walk access/egress to/from bus stops as part of the roll-out
of the walking network proposals (Chapter 4).
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Bus Priority Measures
The Plan proposes bus priority measures including:
♦

conventional bus lanes that enable buses to bypass queues of traffic
approaching junctions;

♦

bus-only streets – particularly in Belfast city centre;

♦

bus-gates which enable only buses to enter particular sections of road at a
junction or enable buses to cross lanes in advance of general traffic at
signalised junctions; and

♦

priority at signalised junctions such that buses are electronically detected and
given priority passage through the junction.

The precise locations and types of priority measure will need to be planned on a
detailed section-by-section basis as part of the roll-out of the network.
It is recognised 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.
5.42

5.43

The proposed service improvements comprise:
♦

the use of modern accessible buses which provide high levels of passenger
comfort and are accessible for those with disabilities – noting that by 2015
Translink’s ongoing bus-fleet replacement programme is expected to ensure that
all buses in the Citybus and Ulsterbus fleet operating in the BMA meet this
criteria;

♦

at least 25% increases in service frequency on all routes using the QBC
infrastructure, with up to 50% increases on the highest demand core routes. The
frequency improvements are expected to be focused upon services currently
operated by Citybus. However, the longer distance Ulsterbus services will
benefit from the infrastructure measures within the main built up area of Belfast.
There are also opportunities to better integrate Citybus and Ulsterbus services
on certain corridors so as to maximise bus frequencies. The precise details of
service improvements on a bus route-by-route basis will be subject to business
case review as part of the implementation process taking into account detailed
operational issues; and

♦

distinctive branding of services both on-bus and through signing at stops.

The proposed operational improvements comprise:
♦

greater emphasis on buses from different radial corridors linking across Belfast
city centre to provide more opportunity for cross-city passenger movements,
improve the penetration of Belfast city centre and minimise the need for bus
parking in the core of the city centre;
5-15

BELFAST METROPOLITAN TRANSPORT PLAN

5.44

♦

the continuing roll-out of integrated ticketing such that public transport
interchange can be better facilitated and bus boarding times can be reduced;

♦

the effective enforcement of bus priority measures, including bus lane
enforcement cameras; and

♦

more customer care training for staff operating QBCs.

The Plan allocates an estimated £59.5 million for implementing the QBC network.
Orbital Bus Routes

5.45

The Plan proposes the introduction of orbital bus routes that seek to provide new
opportunities for bus travel for people who want to make non-radial journeys.

5.46

Detailed planning of these routes will be required and will take into account existing
and potential passenger demands and bus operating constraints. The Plan
envisages that a route could be introduced in both of the orbital MTCs. In the Inner
Orbital MTC (G) it is proposed that a service linking a range of points in and around
central and inner Belfast is introduced, extending the current Centrelink Service. In
the Outer Orbital MTC (H) it is proposed that a service that links locations around the
Outer Ring Road in East and South Belfast is introduced, with services extended
around West and North Belfast. The implementation of such services will be subject
to a business case review and would initially be introduced on a pilot basis.

5.47

In the longer term, consideration will be given to upgrading these orbital routes to full
QBC status.

5.48

The implementation cost of the above proposals is estimated at £9.0 million.
School Buses

5.49

School travel accounts for around 7% of journeys on scheduled Citybus services.
Most school travel, however, is undertaken using dedicated school bus services
provided by Citybus and Ulsterbus. Around 15% of the vehicles in the Citybus fleet,
around 40 vehicles, are used on dedicated school bus services. The complex
pattern of school journeys, exacerbated by community divides, does place a
considerable burden on the bus operator to ensure sufficient vehicles are available in
peak periods. However, compared with other parts of the UK, significantly more
school children travel by bus thereby limiting, to an extent, problems of school-run
car trips. It is therefore important that the Plan supports the existing school bus
system.

5.50

The provision of the QBC infrastructure comprising priority measures and improved
bus stops will significantly benefit the extensive system of school bus services.
Local Buses serving Bangor, Carrickfergus and Lisburn

5.51

The Plan also identifies as a priority the improvement of local bus services focused
on the main urban centres outside the built up area of Belfast. This will include
providing local services focused on Bangor, Carrickfergus and Lisburn that better
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integrate both with the rail network and, where appropriate, longer-distance buses.
The Plan includes the following proposals:

5.52

♦

the use of modern accessible buses which provide high levels of passenger
comfort and are accessible for those with disabilities – again noting that by 2015
this will be achieved through the ongoing bus-fleet replacement programme;

♦

increased frequencies on core routes with regular interval timetables and cross
town/city linking services;

♦

improved bus station and bus stand facilities in Lisburn and Carrickfergus;

♦

improved integration with rail services by ensuring that more bus services serve
the main rail stations – including, in the case of Lisburn, services to the proposed
station at West Lisburn; and

♦

new routes to provide access to major existing and proposed developments –
e.g. Sprucefield, West Lisburn, Bangor Ring Road.

The implementation cost of the improvements detailed above is estimated at
£4.2 million.
Long-distance Bus and Coach Services

5.53

The Regional Strategic Transport Network (RSTN) Transport Plan will set out
proposals for improving long distance coach services that link other parts of NI to the
BMA. Within the context of the BMA, the BMTP proposes that the frequencies of
longer distance bus and coach services are enhanced on the major or ‘spine’ routes
and supported by regular interval timetables such that they can better integrate with
rail services, local bus services and with the proposals for Rural Bus Services
(below). Indicative proposals are shown in Figure 5.6, though noting that service
enhancements will be subject to more detailed business case and operational review.

5.54

These enhancements are complemented by proposals for further bus priority on the
strategic network on the M1 and M2 (see panel). The Department recognises that
currently there are no fully-accessible coaches in service and that there is little
collective industry experience on operating coaches that are accessible for
wheelchairs. Due to this, some people with disabilities, some people with dependants
and some older people will not be able to immediately benefits from these
enhancements. The RTS target is however for 100% of buses, including inter-urban
bus and coach services, to be accessible by 2012.
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Bus Priority on the Strategic Road Network
The Plan proposes the introduction of further bus priority measures on sections of
the strategic highway network:
♦

on the M1 corridor between Stockmans Lane (Junction 2) and Broadway
(Junction 1) an inbound bus lane will be retained as part of the widening of the
motorway from 2 to 3 lanes and the grade separation of the Broadway junction.
From the Broadway junction the existing northbound bus lane and signalcontrolled bus-only exit at Roden Street will be replaced by a new bus-only link
running along the eastern edge of Westlink to Roden Street. This will enable
northbound buses to access the existing bus-only link into Europa bus station.
No additional bus priority measures are proposed in the southbound direction.

♦

on the M2 at Sandyknowes junction with approximately 1.3 kilometres of shared
use hardshoulder/bus lane to allow citybound buses joining the M2 at
Sandyknowes to bypass slow moving traffic on the motorway on-slip and main
carriageway at peak times.

♦

on the M2 in the inbound direction using the motorway hard shoulder between
Fortwilliam interchange and Duncrue Street, where existing bus priority
measures provide a direct route into the city centre.

These measures will benefit longer-distance bus/coach services on the M1 and M2,
the QBC proposals for the Antrim MTC and the provision of park-and-ride facilities
at Kennedy Way (M1) and Fortwilliam (M2).
5.55

The Plan allocates an estimated £2.3 million for the measures described above.
Community Bus Services in the Urban Area

5.56

The Plan proposes additional investment in the existing community bus services in
the urban areas. Currently two forms of community transport services are provided
under the Transport Programme for People with Disabilities (TPPD). These are the
dial-a-bus services operated by Disability Action and the semi-fixed route Easibus
services operated by Translink. Additional routes and services will be identified
through more detailed needs assessment. The TPPD currently also provides
financial assistance to shopmobility schemes on the basis that specific operations do
not confine individual users to a particular shopping centre24.

5.57

The implementation cost of these measures is estimated at £7.1 million.

24

Shopmobility schemes lend manual and powered wheelchairs and powered scooters to members of the public
who have limited mobility to shop and use leisure and commercial facilities.
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Rural Transport
5.58

The Plan proposes three key improvements for rural bus services in the BMA, as
follows:
♦

the enhancement of conventional rural bus services running on fixed routes with
more regular timetables and services in both morning and afternoon peak
periods to enable use for work and education trips. These services would link
more effectively with the long-distance bus and coach network and the rail
network.

♦

the roll-out on a route-by-route basis of flexible route bus services – termed
Demand Responsive Transport (DRT). These services would be able to offer a
wider catchment area for bus than conventional fixed route services since they
can respond to the needs of individual travellers by varying their route within a
band around a central route; and

♦

the establishment of ‘Dial-a-bus’ services providing door-to-door transport
focused on a key node that links in to other elements of the public transport
network. A number of nodes have been identified that can each serve the
deeper rural areas in the BMA (noting that the most appropriate node is in some
instances outside the BMA). The Plan recognises that, potentially, dial-a-bus
services could be provided in conjunction with local taxi services.

5.59

Indicative proposals are shown in Figure 5.6. Demand Responsive Transport is one
of the initiatives included in the RTS that is to be assessed through strategically
important pilot projects. The future roll-out of DRT will depend on the evaluation of
the pilot schemes and the resources available. Care will be taken to ensure that any
DRT initiatives integrate with schemes funded by the Rural Transport Fund (RTF).
The RTF was introduced into NI in 1998 and is administered by the DRD. Its primary
purpose is to reduce social exclusion in rural areas by improving or providing new
transport opportunities. The Fund supports two main areas of activity – public
transport services operated by Ulsterbus and community based transport operated
by local partnerships. Currently Ulsterbus operates a network of some 50 supported
rural routes, which would otherwise be uneconomic to run. There are also 16
partnerships supported by the Fund with a further two under consideration. In
relation to the BMTP one of the existing partnerships (Peninsula Community
Transport) intends to expand into part of rural North Down. A new partnership is
under consideration for the South Antrim area, which will take in some rural areas
within Carrickfergus and Newtownabbey District Council areas. New rural bus
schemes will also be integrated with existing community transport services in rural
areas so as to avoid any duplication and maximise travel opportunities for all sections
of the rural community.

5.60

The Plan allocates £3.1 million for the proposals detailed above.
Delivering Improved Bus Services

5.61

Delivering the improvements to bus services described above will be challenging. In
this context, the ‘New Start for Public Transport in Northern Ireland’ initiative, noted
above, will have major implications for the future governance, regulation and delivery
of public transport services – particularly bus services.
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RAPID TRANSIT
2025 Strategy
5.62

The proposal to introduce rapid transit services is a major element of the delivery of a
step change in the quality of public transport in the BMA. The term rapid transit
covers a range of enhanced local public transport modes. A definition of rapid transit
is provided in the panel overleaf.

5.63

The 2025 Strategy proposes a network of rapid transit routes in each of the main
radial corridors defined by the MTCs. It also includes a rapid transit route serving
West Belfast. Rapid transit in each of these corridors would complement the QBC
network and other proposals such as park-and-ride.

5.64

An assessment of the different technology options for the rapid transit network
concluded that bus rapid transit would be by far the most cost-effective and
operationally flexible system for implementation in the context of the BMA. However,
the strategy recognises that there would be a need to retain sufficient flexibility to
allow the potential migration of a bus rapid transit system to light rail transit (as also
defined in the panel) at some point in the future.
2015 Plan

5.65

The pilot stage of a rapid transit network could be implemented (subject to economic
appraisal, budgetary processes and the completion of statutory processes) within the
2015 Plan Period.

5.66

The 2015 Plan identifies the delivery of a bus rapid transit scheme known as EWAY
in the Newtownards Corridor (MTC D) as the preferred option for the commencement
of the network. The rapid transit scheme would serve the corridor to Newtownards
and Comber. The relationship of the scheme to other public transport proposals is
shown in Figure 5.5. The proposed route and key features of the scheme are shown
in more detail in Figure 5.7. This will require the retention of the protection lines for
schemes E14(1 & 2) Comber Route and E14(3) Ballybeen to Quarry Corner Link as
identified within the Belfast Urban Area Plan 2001.

5.67

The selection of the EWAY scheme as the pilot stage of the rapid transit network
recognises the need to supplement conventional bus services in MTC D which,
unlike most of the other MTCs, does not have a rail service. The selection of EWAY
as the pilot stage has also been influenced by issues such as strong latent demand
and the opportunity provided by the re-use of the former Comber railway line to
provide significant sections of exclusive (or segregated) operation.
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Rapid Transit
Rapid transit is a general term for a new type of quality public transport service
offering improved speed, reliability, comfort and access features over conventional
public transport services. In order to achieve the speed and reliability improvement,
services operate (for at least part) on an exclusive or ‘segregated’ route, unaffected
by highway congestion.
There are two broad types of rapid transit.
Bus Rapid Transit
This is typically provided by modern high-quality
vehicles operating as guided-buses on segregated
sections of rapid transit routes, reverting to normal
bus operation on non-segregated sections, though
making use of bus priority measures.
A number of guidance methods are currently
available, ranging from well-established kerbguidance technology through to evolving optical
and electronic guidance systems.
Examples of bus rapid transit vehicles are shown
right.
Light Rail Transit (LRT)
LRT has very similar attributes to bus rapid transit
but utilises rail-based technology. Typically these
systems also operate on segregated sections and
are also able to operate on-street benefiting from
bus/LRT priority measures. An example of a
modern LRT vehicle is shown bottom right.
Complementary Measures
Both bus rapid transit and light rail transit are
typically complemented by high quality passenger
infrastructure including: real time information, high
standard stops and integrated ticketing.
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Extending the Rapid Transit Network
5.68

5.69

The success of the proposed pilot EWAY scheme would dictate the extent, if any, of
further development of the rapid transit network. The 2015 Plan identifies three other
possible routes, which it is proposed to plan in detail for implementation after the
2015 Plan period. They are:
♦

WWAY (“WestWay”) – as a rapid transit route from Belfast city centre into West
Belfast as shown in Figure 5.8;

♦

CITI-Route (“City Airport Titanic Quarter-Route”) – a new route linking Belfast
city centre and Belfast City Airport through the Titanic Quarter of the Harbour
Estate in the Bangor Corridor (MTC E) shown in Figure 5.9; and

♦

SuperRoute – in the Downpatrick Corridor (MTC C) as shown in Figure 5.10.
This will require the retention of the protection lines for schemes B11 Annadale
Embankment and S18 (part) Annadale-Grahamholm Link as identified within the
Belfast Urban Area Plan 2001.

Decisions on the schemes will be subject to economic appraisal, budgetary
processes and the completion of statutory processes.
Implementation Costs

5.70

The estimated cost of implementing the pilot EWAY scheme is £96.2 million. The
planning of the other rapid transit schemes is estimated to cost £5.0 million.

5.71

It is recognised that, subject to the completion of an agreed Master Plan, significant
development may occur in the Titanic Quarter within the Plan Period. This potential
development could lead to the promotion of the CITI-Route as a privately funded
rapid transit scheme within the period of the Plan.
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Figure 5.8 - WWAY Rapid Transit Scheme
A Possible WWAY Rapid Transit scheme

In Belfast City Centre WWAY is planned to utilise the
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Figure 5.9 - CITI-Route Rapid Transit Scheme
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PARK-AND-RIDE
5.72

Park-and-ride is now being employed in a large number of towns and cities in GB as
part of their integrated transport systems. The aim of park-and-ride is to provide an
alternative to using the car for journeys all the way into central urban areas. Two
broad forms of park-and-ride provision exist:
♦

local park-and-ride, usually provided using dedicated bus services, operating
from park-and-ride sites located on the edge of the main built up urban area; or

♦

strategic park-and-ride, usually provided by existing rail or bus services from
stations/stops located further away from the main built up area.

5.73

Encouraging people travelling into central urban areas to use bus for the final leg of
their journey or to use rail for the most substantial part of their journey relieves the
pressure on congested routes into town and city centres.

5.74

Bus-based park-and-ride services have been in operation in GB since the 1970s.
Currently there are around 100 park-and-ride sites in operation across GB served by
either bus or light rail. This is in addition to the great many rail-based park-and-ride
facilities that exist across GB.

5.75

Practical experience has shown that for park-and-ride to be successful it needs to be
based around high quality park-and-ride sites (see panel) and be served by frequent,
reliable and comfortable buses or trains. Additionally, for park-and-ride to be most
effective in contributing to reducing traffic levels it needs to be provided on all major
corridors approaching the centre of an urban area and be linked to parking restraint
measures in the central area.
Park-and-Ride Design
There is now a great deal of practical experience of park-and-ride in GB. High
quality facilities at the park-and-ride site are recognised as important in engendering
confidence in the system and creating a safe and secure environment for
pedestrians and motorists. The following key design features are currently
recognised as best practice:
♦

Site layout
− adequate access to and from the main road;
− safety and security of pedestrians and motorists with segregated bus, rail
and car routes and segregated pedestrian facilities;
− proper provision for people with walking difficulties including those in
wheelchairs or people with prams and pushchairs;
− well-sited bus pick-up and set-down points to minimise walking distances;
and
− dedicated parking spaces for those with disabilities close to bus and rail
pick-up/set-down points.
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♦

Security
−
−
−
−

♦

permanent staff presence;
lighting, fencing and appropriate layout;
Closed Circuit Television (CCTV) monitoring; and
natural surveillance – i.e. plenty of activity at the site during operating hours.

Landscape
− soft landscaping, to make sites more attractive to users;
− landscape screens around the perimeter of the site; and
− use of landscaping to assist in providing access spaces for pedestrian
routes;

♦

Additional facilities
− provision of good quality waiting facilities including toilets.

5.76

The BMA already has established rail-based strategic park-and-ride facilities, for
example at places such as Bangor, Lisburn and Carrickfergus, though their
attractiveness has been affected by the deterioration of the quality of rail services
and, in certain locations, by the limited number of parking spaces available at
stations.

5.77

In terms of bus-based local park-and-ride the BMA has, as with many other areas of
transport provision, significantly lagged behind other UK towns and cities. Currently
there are just two bus-based park-and-ride sites in operation, operated by Roads
Service in partnership with Translink: Northside at Nelson Street in Belfast and a
similar scheme called Eastside at Station Street in Belfast. Whilst these do not
contribute to a reduction of traffic flows entering Belfast they do help intercept traffic
before entering city centre streets and are popular with shoppers and visitors,
especially at busy periods. The operation of both these sites will be kept under
review as other park-and-ride facilities are implemented within the BMA. However,
there is evidence to indicate that more informal park-and-ride has developed on
many of the radial routes making use of normal (i.e. not dedicated) bus services.
There is also evidence that a significant number of people park-and-share – i.e. use
their cars to travel to a particular location on the outskirts of Belfast and then, having
parked, travel towards the centre in a group sharing just one car. While this is not
park-and-ride it does illustrate that there is a potential demand for park-and-ride
services.

5.78

Recognising the potential for park-and-ride DRD is currently investigating the
implementation of a park-and-ride site at Cairnshill in the Downpatrick corridor (MTC
C).
The 2025 Strategy

5.79

Developing park-and-ride facilities in the BMA is a key element of the 2025 Strategy.
The strategy comprises:
♦

local park-and-ride with sites on each of the main radial transport corridors as
defined by the MTCs. Each of the sites is linked to the proposed rapid transit
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routes, or is provided in conjunction with dedicated park-and-ride services with
bus priority measures, including priority measures on the strategic highway
network; and
♦

Strategic park-and-ride sites:
− strategic rail park-and-ride at stations in each of the rail-served transport
corridors; and
− informal strategic bus-based park-and-ride provided in certain corridors
served by existing bus services.

Proposals for the 2015 Plan
5.80

The 2015 Plan identifies the implementation of local park-and-ride sites with either
bus-based or rapid transit-based park-and-ride services in each MTC, supplemented
by rail-based park-and-ride in MTCs which have rail routes.
Local Park-and-Ride

5.81

5.82

The locations of the proposed local park-and-ride sites are shown in Figure 5.5. The
selection of the location of the park-and-ride is critical and has been guided by a
range of criteria (see panel). The new sites proposed are as follows:
♦

at Fortwilliam on the Antrim and Carrickfergus Corridors (MTCs A and F) with
dedicated bus services to/from central Belfast provided alongside bus priority
measures on the M2. The preferred site location is shown in Figure 5.11 though
this will be kept under review so as to maximise its integration with the
redevelopment of this area;

♦

at Kennedy Way on the Lisburn Corridor (MTC B) with dedicated bus services
to/from central Belfast provided alongside enhanced bus priority measures on
the M1 shown in Figure 5.12;

♦

at Cairnshill on the Downpatrick Corridor (MTC C) shown in Figure 5.13 and
initially using dedicated bus services but with the potential for linking with a
potential rapid transit scheme in the future;

♦

at Millmount, Dundonald, in the Newtownards Corridor (MTC D) provided in
conjunction with a proposed pilot EWAY rapid transit scheme shown in Figure
5.14; and

♦

at Tillysburn on the Bangor Corridor (MTC E) shown in Figure 5.15 with
dedicated bus services to and from central Belfast.

It is estimated that the above sites would provide up to 3000 spaces. The estimated
cost of implementing the above proposals is £27.5 million.
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The Location of Local Park-and-Ride sites
The local park-and-ride sites proposed in the 2015 BMTP are located on the edge of
the main built-up area of Belfast, roughly 3-6 kilometres from the centre. This is
typical of the distance of park-and-ride facilities from town or city centres in other
urban areas in the UK.
This broad distance band represents a balance between a number of factors:
♦

being too close to the city centre such that traffic reduction impacts of drivers
switching to park-and-ride are negligible;

♦

being too far from the centre such that the catchment area for a site is too
small;

♦

limiting possible abstraction from other bus and rail services;

♦

the cost of operating a high frequency park-and-ride bus service – which
increases significantly with distance; and

♦

the availability of suitable sites.

The graph below compares the distance from town or city centre of park-and-ride
sites for a number of existing park-and-ride services in the UK, presenting the
average distance from the city centre. The figure also shows the average
calculated for the five local park-and ride sites identified in the Plan. The diagram
shows that the proposals for Belfast are in step with the type of park-and-ride
provision now being successfully employed in GB.
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Strategic Park-and-Ride
5.83

In addition to the local park-and-ride sites, the Plan proposes a number of smaller
strategic park-and-ride facilities at locations further away from the urban centre they
serve and includes:
♦

sites at railway stations or halts; and

♦

informal sites served by existing bus services.

Strategic Rail Park-and-Ride
5.84

It is proposed that the provision of strategic rail-based park-and-ride facilities is
pursued at all railway stations or halts in the BMA and, in particular, facilities are
envisaged to be developed or expanded at:
♦

Carrickfergus station, Trooperslane halt and Greenisland halt and a relocated
Jordanstown station on the Carrickfergus Corridor (MTC F);

♦

Lisburn station and a proposed new station in West Lisburn on the Lisburn
Corridor (MTC B); and

♦

Bangor and Holywood stations on the Bangor Corridor (MTC E).

5.85

Proposals for a strategic rail-based park-and-ride site at Templepatrick, outside the
BMA, on the Antrim-Bleach Green line will be considered as part of the RSTN
Transport Plan process.

5.86

The implementation of the strategic rail-based park-and-ride proposals described
above is estimated to provide up to 1000 car parking spaces at a total cost of £2.7
million.
Strategic Bus Park-and-Ride

5.87

The Plan also proposes the creation of a number of informal park-and-ride sites to
provide opportunities for car users to transfer to public transport where they find it
most attractive to do so. These sites are likely to be smaller in size than the local
park-and-ride sites and served by existing bus services rather than dedicated parkand-ride services. Potential sites are currently being investigated at:
♦

Sandyknowes on the Antrim Corridor (MTC A);

♦

Sprucefield on the Lisburn Corridor (MTC B); and

♦

Carryduff on the Downpatrick Corridor (MTC C).

5.88

The continued provision of these sites will be reviewed during the Plan period once
local sites in the same corridors become operational. The development of other
informal park-and-ride sites will also be pursued as opportunities arise.

5.89

It is also expected that strategic informal park-and-ride sites may be developed at
Newtownards and Comber, outside the BMA.
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Figure 5.15 – Proposed Park-and-Ride Site at Tillysburn
5.90

The implementation of the strategic bus-based park-and-ride proposals described
above is estimated to provide up to 200 car parking spaces at a total cost of £0.1
million.
TAXI SERVICES

5.91

5.92

Taxi services provide an important element of the overall public transport service in
the BMA. They comprise:
♦

black taxis, operating as stage carriage services on fixed routes, mainly in north
and west Belfast;

♦

public hire taxis, available at designated ranks or “hail and ride” operation; and

♦

private hire or minicabs, only permitted to pick-up passengers if they are prebooked.

Black taxis operating stage carriage services on fixed routes comprise a significant
proportion of public transport trips in the morning peak, although patronage levels
have been declining in recent years. In addition, public hire and private hire taxis
play an important role in providing public transport services for specific groups of
people and at times of day and days of the week when bus or rail service frequencies
are low. Taxis also benefit from the use of bus priority measures during peak hours.
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2025 Strategy
5.93

The 2025 Strategy seeks to develop greater levels of integration between taxis and
other forms of public transport.

5.94

The extent to which this can be achieved will be dependent upon regulatory changes,
which are currently under review by the Department of the Environment (DoE).
2015 Plan

5.95

5.96

The Plan includes a number of proposals that will benefit taxis providing services on
fixed routes and public hire vehicles and which will start to better integrate taxis and
other public transport modes, as follows:
♦

the use of bus lanes provided as part of the roll-out of QBCs;

♦

the use of bus-only streets in the core city central area of Belfast (described in
Chapter 8);

♦

new and improved taxi ranks at major public transport nodes (bus and rail
stations); and

♦

better interchange opportunities between taxis, buses and rapid transit in Belfast
City Centre.

Implementation of the above measures is estimated to cost £0.4 million.
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6.

The Highway Network
INTRODUCTION

6.1

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, NI as a whole.

6.2

The BMA’s highway network is one that is typical of most large urban areas,
comprising a set of radial road links that converge on a central hub represented by
Belfast city centre. As discussed in Chapter 1, this has enabled a series of radial
Metropolitan Transport Corridors to be defined.

6.3

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 suburban area. In addition, certain
of these radial road links, the M1 in the south and the M2 and A8 in the north, form
an important part of the wider RSTN. Furthermore, they also play a key role in
linking the other urban centres to Belfast: notably the M5/A2 to Carrickfergus, the A2
to Bangor and the M1 to Lisburn. This means that there are conflicts between the
needs of local and strategic traffic on many parts of the network.

6.4

Although there are rail routes in some corridors the majority of public transport
services are provided by bus. There are also, therefore, conflicts on many parts of
this radial network of roads between the needs of cars and goods vehicles and those
of public transport.

6.5

The focus on radial routes also limits the ability to make orbital movements. This
results in many potential orbital or through movements being made by using the
radial road links and passing through the central or Inner city areas of Belfast.
Where orbital routes do exist, most notably the A55 Outer Ring Road around south
and east Belfast, conflicts arise between the needs of those making radial
movements and those making orbital movements.

6.6

As discussed in Chapter 1, the highway network is under increasing strain from rising
traffic levels as well as the growing and often conflicting demands that the wide range
of different road users place upon it. There are also serious concerns about road
safety.
Strategic and Non-Strategic Networks

6.7

The BMA’s network of roads can be characterised as comprising:
♦

a strategic highway network providing for longer-distance traffic within the BMA
and linked to NI’s wider Regional Strategic Transportation Network (RSTN) as
defined by the RTS; and

♦

a non-strategic highway network – the roads that serve residential areas, city
and town centres, and the distributor roads that link these areas to the strategic
network.
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6.8

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.

6.9

At a more detailed level the Plan identifies all significant road links in the BMA
according to their position in what is termed a road hierarchy (see panel).
Defining a Road Hierarchy for the BMA
The road hierarchy has been developed to enable a number of different types of
road link within both the strategic and non-strategic networks to be identified
according to the role the links should play in the overall network. The road
hierarchy provides a clear set of rules – or framework – that enables appropriate
improvement measures to be identified for individual road links according to their
function in the network. The hierarchy also indicates the level of priority that should
be given to different types of road user, and links this to the types of measure that
should be applied. It is envisaged that adoption of the BMTP’s road hierarchy
approach will bring greater clarity in planning the highway network.
The road hierarchy developed for the BMA as part of the development of the BMTP
represents an extension of the types of systems often used by highway authorities
in other parts of the UK. Typically road hierarchies relate just to the role that road
links play in carrying cars and goods vehicles. The BMTP hierarchy encompasses
the role that roads need to play in providing for public transport, pedestrians, cyclists
and transport users with particular needs – such as those with disabilities. The
hierarchy additionally considers the environmental and social setting of road links.
(A summary of the proposed road hierarchy is shown in Figure 6.11).

6.10

The remainder of this chapter sets out the highway network proposals for the 2015
Plan as framed by the 2025 Strategy according to the strategic and non-strategic
network distinction. It is emphasised that the highway network measures should be
seen in the wider context of an integrated transport network. Measures proposed for
the strategic and non-strategic highway networks are themselves intrinsically linked,
as are the proposals to provide greater priority for public transport, walking and
cycling.
THE STRATEGIC NETWORK

6.11

A strategic network has been identified drawing upon an assessment of the role that
various road links currently play, and could play in future, made as part of the wider
transport system analysis undertaken in developing the BMTP (see panel). The
strategic network is shown in Figure 6.1.

6.12

The strategic network identified comprises the main radial routes from the north (M2
and A8) and south (M1) that form the RSTN’s Eastern Seaboard Corridor. It also
comprises the M5/A2 linking Carrickfergus to Belfast and the A2 linking Bangor to
Belfast. Around Belfast city centre it includes the A12 Westlink and the M3 Lagan
Crossing.
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Identifying the Strategic Highway Network
A range of criteria has been used to identify those elements of the BMA’s highway
network that should be identified as the strategic highway network, as follows:
♦

the network must cater for the following types of strategic or longer-distance
movements for passengers and freight by both private and public transport
modes:
−

through traffic – i.e. traffic that has neither origin or destination within the
BMA’s built up area;

−

trips from outside the BMA’s main built-up area into the built-up area (and
vice versa);

−

movements between each of the BMA’s main urban centres (Belfast city
centre, Bangor, Carrickfergus and Lisburn); and

−

movements to and from the major regional transport generators and
attractors (see below);

♦

the network should be defined such that conflicts between strategic and nonstrategic traffic (i.e. short-distance, local traffic) are minimised;

♦

the network must link each of the regional transport generators/attractors in the
BMA and its hinterland to one another and to the rest of the RSTN. These
generators/attractors are:
−

Belfast city centre;

−

the Regional Gateways – the Ports of Belfast and Larne; Belfast City
Airport and Belfast International Airport;

−

the other major urban centres in the BMA – Bangor, Carrickfergus and
Lisburn;

−

the Major Employment Locations – West Lisburn, Mallusk/Ballyhenry,
Purdysburn and the Harbour Estate; and

−

major shopping centres such as Sprucefield and Knocknagoney/Tillysburn.

♦

the network should provide consistent standards of highway provision – current
sections of the strategic network include a number of discontinuities in terms of
quality, safety and capacity;

♦

in view of the real constraints on major new road construction, the strategic
network needs to be based mainly on the network of roads that currently exists;

♦

the level of capacity of the strategic road network needs to be defined in a way
that is consistent with the uses proposed for the non-strategic network – i.e. the
level of capacity provision on the strategic network may need to be enhanced in
order to cater for traffic that may be displaced from the non-strategic network as
a result of capacity reallocation or other traffic management options; and

♦

it needs to provide a network of routes that enables a road freight network to be
defined such that priority measures could feasibly be implemented to enhance
the efficiency of road freight distribution.
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6.13

To the south and east the strategic network also includes the A24/A7 from
Newcastle/Downpatrick and the A20/A22 from Newtownards/Comber as far as the
A55 Outer Ring Road. Within the Outer Ring Road the A24 (Ormeau Road) and A20
(Newtownards Road) are considered part of the non-strategic network. The linkage
between the A24 from Downpatrick and the A20 from Newtownards to other radial
routes in the strategic network is provided by the A55 Outer Ring Road. Within this
system of strategic routes the A55 between the A2 at Tillysburn and the M1 is given
a more important role in providing for orbital strategic movements than at present.

Figure 6.1 – The Strategic Highway Network
2025 Strategy
6.14

The strategic network will 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 – particularly in built up areas.
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6.15

The delivery of this strategic network within the 2025 strategy will comprise:
♦

major capacity enhancements at key locations in the network in the form of
road widening and junction improvements to address “bottlenecks” – points
where localised restrictions cause undue congestion and thereby delays for
freight, public transport users and cars – and provide a consistent and safe
standard of road; and

♦

traffic management in the form of Route Management Strategies (RMS) to
better facilitate the safe and efficient movement of longer-distance traffic. A
RMS comprises a range of measures including safety schemes, improved
lighting, junction modifications, signing and parking/stopping restrictions (see
panel). The Plan proposes the roll out of RMS on each of the routes making up
the BMA’s highway strategic network with particular focus on those elements of
the network where major capacity enhancements are not proposed. This
includes the A2 Bangor – Belfast, A20 Upper Newtownards Road and the A24
Saintfield Road on sections outside the Outer Ring Road, and on the A55 Outer
Ring Road. This will include collision reduction schemes.
Route Management Strategies
The concept of a Route Management Strategy (RMS) has been developed by
the Highways Agency in GB as a framework for managing individual trunk
roads as part of wider transport networks.
In the context of the BMTP the RMS concept represents an action plan for the
BMA’s strategic highway network comprising safety, traffic management and
network control measures to make better use of existing highway infrastructure.
Each RMS will complement the major capacity enhancement schemes
proposed by the BMTP.
Route Management Strategies comprise the implementation of a series of
measures along whole routes aimed at providing a consistent standard of road
that is appropriate to the function of a strategic highway network. The
strategies comprise a range of minor measures relative to the major schemes
proposed above to deliver significant capacity enhancements but, nonetheless,
can be expected to deliver significant safety and efficiency benefits.
The measures comprise: improvements to junction layouts, including provision
of appropriate right-turn lanes, banning of turns, signalisation or the provision or
removal of roundabouts; road alignment improvements; changes to lane widths
and configuration including “2+1” configuration with two lanes in one direction
to enable safe overtaking; improved access from local roads or premises to the
strategic network; lighting; signing; pedestrian and cyclist facilities; and
enforcement measures such as speed cameras.

2015 Plan Proposals
6.16

Within this longer-term framework, the 2015 Plan proposals for the strategic network
are shown in Figure 6.2 and are described in more detail below.
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M1/Westlink
6.17

The M1 motorway is a principal link on the RSTN, running south-west of Belfast to
Lisburn and onwards to the west. It meets with the A1 at its junction at Sprucefield,
linking to Dublin via Newry. It is currently a dual two lane road carrying over 60,000
vehicles a day on the section between Lisburn and Belfast. In the morning peak
period, congestion can be severe, with queues of traffic bound for Belfast often
extending as far back as Lisburn. Similarly in the evening peak significant congestion
also occurs in the southbound direction with stop-start driving conditions due to traffic
levels exceeding the available road capacity.

6.18

The A12 Westlink forms part of the strategic access to the city centre area of Belfast
at the northern end of the M1 and links the M1 to the M2 and M3. 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 centre area. It also provides a key access route to and from the
Port of Belfast. At its southern end the at-grade junctions at Broadway and
Grosvenor road severely limit the capacity available for strategic movements.
Consequently, congestion on Westlink is a regular occurrence during peak and offpeak periods and is especially a problem for goods vehicles trying to get to and from
the port.

6.19

Relieving the bottleneck in the RSTN caused by the M1 between Lisburn and Belfast
and the A12 Westlink has been given high priority by DRD. The first phase of the
work to widen the M1 between Black’s Road and Stockman’s Lane was completed in
August 2004. The second phase which includes full grade separation at Broadway
and at Grosvenor Road is expected to start in 2006. The planned scheme is shown in
Figure 6.3. 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.

6.20

Towards the end of the Plan period, peak traffic levels on the section of the M1
between Blacks Road and Lisburn are expected to approach or exceed available
road capacity. The Plan proposes the protection of and detailed planning for the
widening of the M1 between Blacks Road and Sprucefield (Lisburn) from a dual 2
lane motorway to dual 3 lane motorway and improving the connection between the
M1 and A1. It is currently expected that the implementation of these schemes will be
outside the 2015 Plan period. However, development pressures in the Sprucefield
area or at the Maze area may require these schemes to be implemented earlier.

6.21

The Plan recognises that the Westlink scheme would not provide for unrestricted
traffic demand. Roads Service, therefore, proposes to enhance its existing traffic
control systems to incorporate an Advanced Traffic Control Strategy (ATCS) to make
best use of the existing road space (see panel).
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6.22

The estimated cost of implementing the M1-Westlink Scheme is £75 million. The
estimated cost of implementing the Advanced Traffic Control Strategy is £5 million.
Proposed Advanced Traffic Control Stategy (ATCS) for M1/Westlink
The proposed M1-Westlink highway improvements will result in three lanes of
carriageway being available in each direction between Black’s Road and Divis
Street. On this section the junctions with the non-strategic highway network will be
grade separated thereby minimising the delays to traffic using the M1 and Westlink.
When the widening is complete, Roads Service will build upon experience
elsewhere and install a state-of-the-art traffic control system to manage traffic based
on the concept of a controlled motorway.
This will include variable message signs, other telematics to manage vehicle
speeds, headway and incidents, and traffic flow monitoring by CCTV. The system
will be modular in design so that it will facilitate future traffic management strategies
as the need arises.
It would also be complemented by a segregated busway facility between Broadway
and Roden Street enabling buses travelling northbound to access the Europa bus
station without conflicting with traffic on Westlink.
M2 and Sandyknowes Junction

6.23

The M2 and A8 which link Belfast with Antrim, Larne and Belfast International Airport
form a key part of the RSTN and are defined within the RDS as part of the Eastern
Seaboard Key Transport Corridor. The section of the M2 south of Sandyknowes
carries around 56,000 vehicles a day in both directions, while the A8 carries around
17,000 vehicles a day. This key section of the strategic network will also provide
access to Mallusk/Ballyhenry MEL which is identified in the RDS.

6.24

Morning peak congestion is already recognised as a major problem on the section of
the corridor between the M2/A8 junction at Sandyknowes and the M2/M5 intersection
at Greencastle. Congestion is caused by the volume of traffic joining the M2 at
Sandyknowes and the impact of the alignment and gradient of the motorway running
downhill towards Belfast which causes drivers to slow and thereby reduce the
motorway’s capacity. Additionally, the many conflicting movements at Sandyknowes
junction also cause congestion.

6.25

As shown in Figure 6.4, the Plan proposes the widening of the M2 south from
Sandyknowes junction, increasing the current two lane motorway on the southbound
carriageway to three lanes to where the M2 meets the M5 at Greencastle. In addition
the scheme includes provision for the widening to three lanes of the existing two lane
northbound section of the M2 over the Greencastle flyover. This will reduce
problems of congestion at this point in the evening peak period. The widening of the
southbound carriageway will ease the conflicts between traffic already on the M2
approaching Sandyknowes from the north and traffic merging with the M2 at
Sandyknowes junction and will provide greater capacity on the downhill section
towards Greencastle.
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Figure 6.4 - Proposals for the M2 and Sandyknowes Junction

tri
m

M2 widening southbound,
2 lanes into 3 lanes

ick
fe
rg

A8 (M) Larne

An

Ro
ad
(

Ca
rr

Mallusk

us

Glengormley

M2 Antrim

A2

A5
)

Improvements to Sandyknowes junction
comprising additional signalisation and
layout modifications, with greater priority
given to strategic M2/A8 movements

M5

Capacity enhancement
Non-Strategic Highway Network
District distributor
Railway

N
0

Shore Roa
d

Motorway
Other strategic road

Proposed scheme includes
widening of existing 2 lane
carriageway to 3 lanes
over Greencastle flyover

Antrim Ro
ad

KEY:
Strategic Highway Network

1km

Indicative scale
Copyright Acknowledgement
All maps based on and reproduced by permission of the
Ordnance Survey of Northern Ireland on behalf of the
Controller of Her Majesty’s Stationery Office.
C Crown Copyright 2004. Permit number: 40248
C Crown Copyright 2003. Permit number: 30379

M2 Belfast

BELFAST METROPOLITAN TRANSPORT PLAN

6.26

Additionally, the Plan proposes modifications to the Sandyknowes roundabout
comprising full signalisation coupled with layout improvements such that conflicts
between different movements are minimised and greater priority is given to the
strategic M2 and A8 movements.

6.27

In total, the implementation of the above proposals is estimated to cost £27.1 million.

6.28

However, more significant infrastructure improvements will be required in the longer
term to cater for traffic at the Sandyknowes junction. The Plan identifies the provision
of a new junction on the M2 north of the existing Sandyknowes junction as a means
of providing greater capacity at Sandyknowes and reducing or eliminating many of
the conflicting movements at the existing roundabout which gives rise to congestion.
This scheme is indicated in Figure 6.2. It is considered that this scale of improvement
will be required very soon after the end of the 2015 Plan period in order to cater for
projected travel demand and to support the full implementation of the Mallusk/
Ballyhenry MEL as identified in the RDS. It is therefore proposed that planning this
level of improvement is commenced within the Plan period.
A2 to Carrickfergus

6.29

The A2 between Belfast and Carrickfergus is vital in linking the two urban centres.
The road carries over 26,000 vehicles a day. The Greenisland section of the A2
between Ravenhill and Silverstream has been identified as a bottleneck on the
BMA’s strategic network and is inconsistent with the otherwise continuous provision
of four lanes between Carrickfergus and the M5 at Whiteabbey. There is significant
congestion on this corridor at peak times and diversion of traffic to other, often
unsuitable, roads. In addition bus services along the A2 are significantly delayed.

6.30

The Plan proposes the widening of the A2 at Greenisland on the Carrickfergus
corridor (MTC F) from one lane in each direction to two lanes in each direction. The
widening scheme will deliver significant economic and environmental benefits by
relieving congestion and reducing the extent of slow-moving queuing traffic. The
proposed scheme is shown in Figure 6.5.

6.31

The estimated implementation cost of this scheme is £19.4 million.
Widening of the A2 Sydenham Bypass

6.32

The Sydenham Bypass on the A2 is one of the most heavily used urban roads in the
BMA and already operates close to its capacity at peak times. Currently it carries
over 50,000 vehicles a day and forms a vital section of the BMA’s strategic highway
network: it links Bangor and Belfast; it serves the Regional Gateway of Belfast City
Airport; and it provides access to the regeneration and MEL site identified in the RDS
in the Harbour Estate (County Down side). It will also, given the proposals for
defining the BMA’s strategic road network (above), play an important role in providing
for orbital strategic movements by linking with the A55 Outer Ring Road.
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Figure 6.5 - Proposed Widening of the A2 at Greenisland
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6.33

The Plan proposes the widening of the A2 Sydenham Bypass between Tillysburn and
the M3 Lagan Crossing from a 2-lane dual carriageway to 3-lane dual carriageway.
The proposed scheme is shown in Figure 6.6. In addition to the widening scheme
there would be two further schemes as shown in the diagram: an improved
connection from the A2 to the Harbour Estate replacing the existing Dee Street link;
and the Connsbank Link providing a new connection to both the A2 and the Harbour
Estate from Newtownards Road. Both the Harbour Estate access and Connsbank
Link schemes would be largely developer funded.

6.34

The cost of implementing the A2 widening scheme on its own is estimated at £26.4
million.

6.35

The A2 – Belfast to Bangor has also been identified as a corridor which will benefit
from the development of an RMS. An important commuter route to Bangor and North
Down generally, the A2 carries significant volumes of traffic. It varies in character
along its length with the majority to dual carriageway standard. Other sections
however are of four-lane single carriageway standard and the route incorporates a
number of at-grade signalised junctions some of which have poor safety records.

6.36

The RMS for the A2 will consider a broad range of measures such as:
♦

the rationalisation of junctions to remove uncontrolled right turn movements;

♦

implementation of a range of measures to provide consistency in lane widths;

♦

the review of the consistency of speed limits to provide progressive change to
reflect road conditions;

♦

where necessary the provision of safety cameras to enforce speed restrictions;
and

♦

the application of limits on the creation of new accesses.

A55 Outer Ring Road
6.37

The longer-term vision for the BMA’s strategic highway network identifies a more
important role for the A55 Outer Ring Road as a strategic road link. Currently, the
A55 Outer Ring does not provide a consistent standard of road between its junction
with the A2 at Tillysburn and its junction with the M1 at Stockman’s Lane. The Plan
identifies a number of proposals to improve the safety and efficiency of the Outer
Ring such that it can better perform this strategic function, as follows:
♦

Knock Road – the Plan proposes the widening of the A55 at Knock Road, as
indicated in Figure 6.7. Currently, the A55 between Sandown Road and
Brooklyn is restricted to one lane in each direction which forms a significant
bottleneck. The Plan proposes widening to a 4 lane single carriageway (2 lanes
in each direction) in keeping with the adjacent section from Brooklyn to Upper
Newtownards Road.
The Plan allocates an estimated £4.0 million for
implementing this scheme.

♦

Balmoral Avenue/Stockmans Lane – this section of the A55 is currently very
constrained by available roadspace and by the junctions with radial routes.
Within the Plan period it is proposed that this section is enhanced through traffic
6-13
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Figure 6.6 - Proposed Scheme to Widen the A2 Sydenham Bypass
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management measures as part of the wider Route Management Strategy for the
A55. In the longer-term it is proposed that plans are made to construct the
Blacks Road Link between Upper Malone Road and the M1 at Blacks Road to
provide a strategic alternative to the existing A55. This would include the
provision of southfacing slip roads that would enable all movements to be made
at the M1-Blacks Road junction. The proposed scheme is shown in Figure 6.8.
A24 Saintfield Road
6.38

The A24 forms the strategic road link in the Downpatrick corridor and importantly
links Carryduff with Belfast. Within the Plan period it is proposed that a range of
measures are implemented as part of a Route Management Strategy to improve the
safety and efficiency of the section of the route outside the A55.

6.39

In the longer term it is proposed that plans are made to construct a new link between
the A24 at Cairnshill and the A55 at Newtownbreda to provide relief to the existing
A24 Saintfield Road and the A24/A55 Outer Ring junction (see Figure 6.9).

6.40

It is further recognised that the A24 currently suffers from congestion on the Ormeau
Road section at Rosetta. Whilst it is not proposed that a large-scale road scheme be
implemented at this location, potential junction improvements and / or carriageway
widening as elements of any Route Management Strategy or QBC are likely to
require land take.
A8 to Larne

6.41

The A8 is the strategic link between Belfast, via the M2, to the Regional Gateway of
Larne. It forms a key element of the RSTN and has been improved with road
widening schemes and heavy goods vehicle crawler lanes in recent years.

6.42

The Plan proposes that options to complete the dualling of the A8 are retained.

6.43

The provision of the Ballynure north-east link on the A8 is proposed, though it is also
expected that the implementation of this scheme will be outside the 2015 Plan period
(see Figure 6.10).
Implementation Costs

6.44

In total, the estimated cost of the major capacity enhancement schemes proposed in
the Plan for implementation by 2015 is £151.9 million. The estimated cost of the
complementary RMS proposals is £24.8 million.
THE NON-STRATEGIC HIGHWAY NETWORK

6.45

The 2015 Plan sets out to accompany improvements to the strategic network with
measures to better manage traffic and to reduce the impact of traffic on the nonstrategic network. The non-strategic highway network is shown in Figure 6.11. The
strategy for the non-strategic highway network comprises:
♦

the application of traffic management measures on the non-strategic highway
network to improve the flow of traffic and reduce the negative impact of traffic,
with particular emphasis on residential areas and the main urban centres;
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♦

6.46

the provision of non-strategic highway schemes to provide traffic relief to the
main urban centres and to provide suitable road links to committed
developments and major new development sites that are being considered by
BMAP.

Each of these is described in further detail below.
Traffic Management Proposals

6.47

6.48

The Plan proposes the implementation of traffic management measures across the
urban areas of the BMA. Traffic management comprises a range of measures that
seek to influence traffic flow. Broadly these measures can be typified as:
♦

those that seek to increase road capacity through the more effective use of
roadspace – this includes measures such as junction improvements,
modifications to lane markings and reducing conflicts between different traffic
movements and different types of traffic; and

♦

those that seek to reduce the impact that traffic has on the surrounding area and
environment – generally termed traffic calming (see panel).

Traffic management measures to increase capacity and efficiency will be focused on
the district distributor network – that part of the non-strategic network that links local
roads with the strategic network. Traffic calming will be focused on the remainder of
the non-strategic road network with greatest emphasis on residential areas.
Traffic Calming
Traffic calming is a generic term embracing a range of
traffic management measures that seek to reduce the
adverse effects of road traffic.
In general, traffic calming aims to reduce vehicle
Speed Cushions in University
speeds on urban streets and, in so doing, improve the Avenue, South Belfast
local environment, reduce the number and severity of
accidents, reduce the severing effect of busy roads on local communities, and
encourage greater levels of walking and cycling. Traffic calming is generally
applied to local roads and residential streets, though there are various measures
that can also be applied to busier roads that form part of the distributor highway
network.
Traffic calming comprises measures that directly influence vehicle speeds such as
road humps, speed cushions, chicanes and reduced road widths. In residential
areas these measures can be combined to create what are termed ‘Home Zones’
which are supported by 20 mph speed limits.
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Carriageway narrowing on the
Ravenhill Road

Traffic calming also includes “softer” measures that
aim to influence drivers’ perceptions of an area such
that they drive more slowly and safely. These types
of measure include the narrowing of the carriageway
using central hatched road markings, roadside treelining, the provision of pedestrian refuge islands to
assist pedestrians crossing the road and the use of
gateway effects to define specific areas, and the
provision of enhanced signing.

Many traffic calming measures have already been implemented by Roads Service
– as shown by the illustrations.
Used effectively, calming can be used to discourage all but essential access traffic
from using particular roads and significantly reduce the conflicts between road
traffic and pedestrians and cyclists.
Traffic Management in the Main Urban Centres
6.49

A key local objective for the Plan is, in support of the BMAP’s aspirations to improve
the urban environment, to facilitate the enhancement of the BMA’s city and town
centres by reducing the negative impact that traffic has in these centres and better
facilitating walking, cycling and public transport use. The Plan proposes a range of
traffic management measures in conjunction with proposals for improvements to
walking, cycling and public transport provision.

6.50

The management measures are described in more detail in Chapter 8 which sets out
proposals in each of the main urban centres in the BMA.
Implementation Costs

6.51

The total cost of implementing all the traffic management proposals on the nonstrategic highway networks as described above is estimated at £104.0 million.
Non-Strategic Highway Network Schemes

6.52

A number of significant non-strategic road schemes linked to potential development
opportunities or to give relief to urban areas are identified in the Plan. These are
indicated in Figure 6.11 and are as follows:
♦

a new road, the M1-Knockmore link, to the West of Lisburn (estimated cost
£11.8 million);

♦

the North Lisburn Feeder Road (estimated cost £11.1 million);

♦

the Connsbank Link – a new link road between the Newtownards Road/
Holywood Arches and the A2 (estimated total cost £26.1 million);

♦

the Holywood Arches bypass (estimated cost £10.8 million);
6-23
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♦

the Ballyclare relief road (estimated cost £10.3 million) shown in Figure 6.12;

♦

Carrickfergus Spine Road including Victoria Road and Sloefield Road schemes
(estimated cost £6.6 million);

♦

the Hightown Road link (estimated cost £0.7 million) shown in Figure 6.13;

♦

a new road link between Quarry Corner and East Link Road in conjunction with
the EWAY rapid transit scheme providing an alternative to the existing A20
through Dundonald as discussed in Chapter 5 and shown in Figure 5.7; and

♦

the Bankmore Link – between Dublin Road and Cromac Street in Belfast as
discussed in Chapter 8 (estimated cost £7.2 million).

6.53

The implementation of the above schemes, other than those in Belfast City Centre
and Dundonald, will be developer led with funding at the appropriate level.
Developers will be responsible for funding the scheme either in full or in a very
substantial part. The Department’s priority for funding will be concentrated on the
construction of major capital works schemes on the Strategic Network. Any
contribution towards developer-led schemes will be subject to detailed economic
appraisal, the availability of funding and inclusion within the Major Works
Programme.

6.54

A number of large road schemes, protected in previous Local and Area Plans, are
not proposed within the BMTP. However at certain locations minor road alterations
and junction improvements may still be required along these routes. If necessary,
appropriate improvements will be progressed by Roads Service through the
necessary statutory procedures.

6.55

The Plan does not rule out minor non-strategic road schemes that may be required
during the Plan period in order to provide local access to individual developments,
including those already identified in the development plans preceding the BMAP.
Such schemes will need to be identified and progressed on a local site by site basis
under standard development control procedures.

6.56

A summary of schemes listed in existing Local and Area Plans that are proposed by
BMTP is presented in Annex B.
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Figure 6.12 - Proposed Ballyclare Relief Road
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Figure 6.13 - Proposed Hightown Road Scheme
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7.

Management
INTRODUCTION

7.1

The proposals described in the preceding chapters 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.

7.2

The management measures proposals are discussed under four headings, as follow:
♦

demand management measures that aim to influence choice of travel mode
through initiatives such as parking supply and pricing policies, land use
measures (for example those that seek to deliver higher density development
and/or mixed use development that may lead to lower car use) and innovative
work practices (for example more flexible work hours and greater levels of home
working).

♦

technology – the use of new technology to improve the efficiency of operation of
transport systems, including providing transport users with information; and

♦

education and awareness – measures to raise awareness of travel choices; and

♦

enforcement – supporting measures to ensure that the effectiveness of other
demand management and traffic management proposals are maximised.

7.3

The RTS identifies the need for management measures in Belfast, both to optimise
the contribution of additional public transport investment and to reduce the possible
negative impacts of additional car use. In developing management options for
inclusion in the 2025 Strategy and the 2015 Plan, consideration has been given to an
extensive set of measures ranging from conventional demand management through
to congestion charging schemes and the application of new technology in the form of
Intelligent Transport Systems (ITS).

7.4

This chapter presents proposals for management measures in the 2025 Strategy and
the 2015 Plan. Once again it is emphasised that the proposed management
measures should not be viewed in isolation.
DEMAND MANAGEMENT
2025 Strategy

7.5

The 2025 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
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increases the level of parking restraint25 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.
7.6

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. A strong case will have to be
made for any such provision.

7.7

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. The level and timing of these measures will be decided in the final
review and the reduction will continue in a systematic and phased way (i.e. by a
specified percentage each year) during the Strategy period.

7.8

There will also be a major review of the role that congestion charging could play in
providing the modal shift which is sought. This will include investigating how it could
be used as a demand restraint measure and as a way of raising revenue to finance
rapid transit or other improvements to public transport.

7.9

This approach to demand management will be carefully implemented to bring about a
modal shift from the car to public transport in a way which supports the economic life
of the city and enhances the quality of life of those to live in it and travel to it.
Parking Policy for Central Belfast
Overview

7.10

Currently, a large number of car parking spaces are available in and around Belfast
city centre. The availability of these spaces, often at low prices or in some instances
provided free of charge, tends to encourage the use of the car for journeys to the
central area, even though there may often be good public transport alternatives.

7.11

There are a range of types of parking, each with different characteristics serving
different types of journey purposes (see panel). Critically, a significant number of
long-stay commuter parking spaces are available that encourage car-borne
commuter journeys. These are the types of journey that could most easily be made
by other means of transport thereby contributing significantly to reducing car traffic
levels. However, there are also a significant number of parking spaces that are
available for short stay use – typically serving the needs of shopping and business
trips. Maintaining an appropriate level of provision for these types of uses is clearly
important in maintaining the economic vitality and supporting the ongoing
renaissance of the city centre.

25

Parking restraint is a commonly used method of demand management that involves controlling the price of
parking and/or the availability of parking spaces as a means of influencing travel choices.
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7.12

Currently, the core of central Belfast is covered by a controlled parking zone within
which all on-street car parking is controlled. The extent of this area is shown in
Figure 7.2 and has been progressively increased over time. Outside this core area
parking controls also exist at certain locations, particularly the main routes into and
around the city centre but are not applied on a comprehensive area-wide basis as
they are inside the core central area zone.

7.13

To date, parking policy in Belfast city centre has been fragmented and has not
formed part of a coherent demand management strategy that aims to balance the
need to maintain city centre vitality and the need to reduce peak car-borne
commuting. This has seen an almost five fold increase in the number of public
parking spaces available in the city centre since 1980: an increase that has
contributed significantly to the use of the car for trips to the city centre as car parking
provision has attempted to keep pace with demand. This increase has mainly been
the result of new private-sector provision, both multi-storey car parks and surface car
parks, many of which are available for long-stay commuter parking. It also includes
temporary car parks operating without appropriate planning consents. In addition,
there has also been a significant increase in the number of city centre private nonresidential parking spaces – those associated with business premises – also
associated with long-stay commuter parking.

7.14

The BMTP provides a major opportunity to redress this trend towards more and more
car parking spaces: a trend that if left unchecked will seriously undermine the Plan’s
proposals to increase the use of public transport and increase levels of walking and
cycling.
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Parking Supply in Belfast City Centre
Belfast city centre currently provides a range of different types of parking for people
wishing to travel into the city centre by car.
Parking supply can be characterised according to public parking spaces (those that
are available for use by any car driver) and private spaces (termed Private NonResidential or “PNR”) that are provided in conjunction with business premises such
as offices.
Public parking supply is further characterised by those spaces that are provided
on-street and those that are off-street in either surface or multi-storey car parks.
The location of existing off street public car parks in the city centre are shown in
Figure 7.1.
The figure below provides an estimate of the number of spaces in central Belfast
(as defined by the City Centre Core area shown in Figure 7.2 and based on 2001
figures) within each of these categories.
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Within the on-street public parking spaces there is a further categorisation between
those spaces that are controlled (i.e. with specific time limits on parking duration
and may require payment of a charge or with restrictions on who can use the
spaces such as disabled persons’ parking bays) and those that are uncontrolled
(i.e. no parking restrictions).
Additionally there are private residential off-street parking spaces within Belfast city
centre associated with residential developments.
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Figure 7.1 Existing Public Off Street Car Parks in Belfast City Centre
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2015 Plan Proposals
7.15

The Plan proposes to reduce the level of provision of long-stay commuter parking in
Belfast city centre. It proposes to apply parking restraint measures to control the
price and availability of long-stay commuter parking as a means of promoting a shift
from car use in peak periods towards other forms of transport. Parking restraint in
central Belfast is considered an essential complement of the park-and-ride proposals
described in Chapter 5, and will also strongly support other public transport
improvements. In addition, the Plan proposes to enable the better management of
short-stay spaces such that the use of these spaces is maximised to the benefit of
the economic vitality of the city centre.

7.16

To reduce the number of long-stay spaces and more effectively manage short-stay
spaces it will be necessary to introduce and modify parking controls over a wider
geographic area than at present. It is proposed that an area of parking restraint is
defined as a Controlled Parking Area (CPA) covering central Belfast and the area
immediately surrounding the centre. Within this area parking will be managed such
that it can form part of an overall parking restraint policy. The proposed area, as
shown in Figure 7.2, is divided into two sub-zones as follows

7.17

♦

the Belfast City Centre Core zone, representing an extension of the existing
city centre controlled parking area from its current boundary (also shown in the
diagram) to include the area roughly bounded by the (Central station to City
Hospital) railway line in the south; Sandy Row, Millfield and Carrick Road in the
west; Westlink and Corporation Square in the north and the river to the east. As
with the existing central Belfast area it is proposed that all on-street parking
spaces within this area are controlled and that, additionally, the number of long
stay parking spaces provided in off street car parks are reduced; and

♦

the Belfast City Centre Fringe zone representing what may be termed the
“walk-in” area – the area where car drivers could park and then walk into the city
centre. Commuter parking in the inner city area is already recognised as a
problem in certain areas and could be expected to become worse once
restrictions on long stay parking in the city centre core zone are implemented. It
is proposed that in this area the availability of parking spaces is controlled such
that the prevalence of commuter parking in inner city residential areas will be
substantially reduced. Controls in the form of residents parking schemes will be
implemented in order to restrict parking availability. It is proposed that this area
extends to a distance roughly one kilometre from the boundary of the City Centre
Core. The area is defined on the basis of making the walk time from outside the
controlled area longer than a ten minute comfort period in all instances. The
proposed outer area will be bounded roughly by the Botanic Gardens Park,
College Gardens and the City Hospital in the south; Falls Road, Northumberland
Street and Agnes Street in the west; New Lodge Road and Limestone Road in
the north; and Bridgend Flyover to Ormeau Leisure Centre in the east.

The Plan proposes a range of measures to manage each of the various types of
parking provision. The proposals are summarised in Table 7.126.

26
In implementing the parking management proposals a detailed audit of existing parking provision within the
City Centre Core and City Centre Fringe zones will be undertaken with the information maintained and updated
as the management proposals are rolled out.
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Table 7.1 – Parking Proposals for Belfast City Centre

On-Street

Parking
Type

Belfast City Centre Core Zone

Belfast City Centre Fringe Zone

All on-street parking spaces will be controlled.
This will extend the existing area in which onstreet parking controls are applied to the wider
area defined by the City Centre Core zone as
shown in Figure 7.2.
Two forms of control will be applied:

All on-street parking spaces will be controlled.
Currently only a small number of controlled
parking spaces exist in this area.

♦ Parking bays with time limits to ensure that
spaces are used only for short-stay use (less
than 2 hours) with charges levied for use of
these spaces via parking meters or pay-anddisplay. A large number of such parking bays
already exist in the city centre;

♦ Parking bays with time limits permitting
medium stay parking (less than 4 hours)
with charges levied for use of these spaces
via parking meters or pay-and-display.
Subject to more detailed assessment it is
expected that a proportion of these spaces
could permit long-stay parking in areas
where conflicts with the needs of residents
and local business were not compromised.

♦ Residents-only parking with restrictions as to
who is permitted to park by using a system of
parking permits which will be available to local
residents and businesses. The precise number
of spaces for use as residents only parking will
be established through a detailed needs
assessment and consultation. It is also likely
that some spaces will be combined charged
and residents parking spaces – i.e. that
residents displaying the appropriate permit
would be able to park in such spaces but that
others would be required to pay and observe
the parking duration requirements.
Up to 5% of all on-street parking bays reserved in
the City Centre Core zone would be designated for
those with disabilities and available to Disabled
(Blue) Badge holders. Emphasis would be given
to provision of such spaces in the heart of the city
centre to enable access to key city centre
destinations.
Provision of bays for loading/unloading will also be
considered in determining precise number and
location of spaces required.

Three forms of control will be applied:

♦ Parking bays permitting free short stay
(less than 2 hours) parking at locations in
the controlled parking zone required for
access to local shops and services. The
precise number of such spaces and the
maximum parking duration will be
established through a detailed needs
assessment and consultation.
♦ Residents-only parking with restrictions
as to who is permitted to park by using a
system of parking permits which will be
available to local residents and businesses.
The precise number of spaces for use as
residents only parking will be established
through a detailed needs assessment and
consultation. It is also likely that some
spaces would be combined free short-stay
and residents parking spaces – i.e. that
residents displaying the appropriate permit
would be able to park in such spaces but
that others would be required to observe
the parking duration requirements.
Up to 5% of all on-street parking bays reserved
in the City Centre Fringe Zone would be
designated for those with disabilities and
available to Disabled (Blue) Badge holders.
Emphasis would be given to provision of such
spaces at locations close to local service
centres within this area.
Provision of bays for loading/unloading will
also be considered in determining precise
number and location of spaces required.
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Belfast City Centre Core Zone

Parking
Type

Belfast City Centre Fringe Zone

The number of public off-street spaces available
for long-stay use (i.e. greater than 4 hours) would
be significantly reduced with greater emphasis
given to providing short- and medium-stay use. A
range of parking management measures are
proposed recognising the specific attributes of
different parking providers in this category, as
follows:

The number of public off-street spaces
available for long-stay use (i.e. greater than 4
hours) would be reduced with greater
emphasis given to providing short- and
medium-stay use. A range of parking
management measures are proposed
recognising the specific attributes of different
parking providers in this category, as follows:

♦

♦

Public off-street car parks – in publicsector ownership

Public Off-Street Parking

DRD through Roads Service and NITHC own
a number of public off-street car parks in the
City Centre Core zone operated on behalf of
the Department by private sector operators.
It is proposed that the total number of long
stay spaces currently provided is reduced by
around 50% and that new charge structures
are introduced that discourage long stay
parking (including season ticket parking) such
that long stay use is reduced.

DRD through Roads Service own a small
number of public off-street car parks in
the City Centre Core Fringe. It is
proposed that the total number of long
term spaces currently provided is reduced
by around 50% and that new charge
structures are introduced that discourage
long stay parking (including season ticket
parking) such that long stay use is
reduced. There are also car parks
associated with City Hospital that are also
owned by the public sector. It is proposed
that these sites remained unchanged.

Up to 5% of all public off-street parking bays
reserved in the City Centre Core zone will be
designated for those with disabilities and
available to Disabled (Blue) Badge holders.

♦

Public off-street car parks – in privatesector ownership.

Public off-street car parks – in publicsector ownership

Up to 5% of all off-street parking bays
reserved in the City Centre Fringe zone
will be designated for those with
disabilities and available to Disabled
(Blue) Badge holders.
♦

Public off-street car parks – in privatesector ownership.

A significant number of public off-street
spaces in the City Centre Core are provided
by the private sector. A substantial
proportion is provided as part of major retail
locations. There are also a number of
temporary car parks that have been
established on derelict land.

A number of public off-street spaces in
the City Centre Fringe are provided by the
private sector, including those provided to
serve specific purposes at retail centres
such as Yorkgate and at leisure centres
such as the Odyssey leisure complex.

The Plan is unable to directly influence the
use of many of the spaces that exist already
or for which planning consent has already
been given. It is anticipated, however, that
the redevelopment of sites currently used as
temporary car parks will reduce the number
of public off street spaces available.

The Plan is unable to directly influence
the use of many of the spaces that exist
already or for which planning consent has
already been given.
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Residential

Private Non-Residential

Parking
Type

Belfast City Centre Core Zone

Belfast City Centre Fringe Zone

Private Non-Residential (PNR) parking – that
associated with commercial premises such as
offices and shops and not available for general
public use – currently represents a significant
proportion of the existing parking supply in the City
Centre Core Zone.

Private Non-Residential (PNR) parking – that
associated with commercial premises such as
offices and shops and not available for general
public use – currently represents a significant
proportion of the existing parking supply in the
City Centre Fringe Zone.

The Plan cannot directly influence the number of
PNR spaces currently provided. It is expected that
regeneration initiatives and redevelopment
proposals will add to the existing level of
commercial floorspace in the City Centre Core. In
order to limit the number of additional new PNR
spaces this will create it is proposed that parking
standards are applied that restrict the number of
(non-operational) PNR spaces that are provided
as part of new development. Parking standards
will be outlined within the BMAP.

The Plan cannot directly influence the number
of PNR spaces currently provided. It is
expected that regeneration initiatives and
redevelopment proposals may add to the
existing level of commercial floorspace in the
City Centre Fringe. In order to limit the
number of additional new PNR spaces this will
create it is proposed that parking standards
are applied consistent with those for the City
Centre Core area.

Off-street private parking associated with
residential premises currently represents a
relatively small proportion of total parking in the
City Centre Core Zone. It is not part of the publicly
available parking stock and does not therefore
contribute directly to peak car commuting to the
city centre. Nevertheless, the provision of
residential parking spaces does contribute to car
dependency and overall car use. Belfast city
centre will be very well served by public transport
as well as walking and cycling routes. The
opportunity exists to restrict the level of provision
of parking spaces in new residential
developments.

Off-street private parking associated with
residential premises currently also represents
a relatively small proportion of total parking in
the City Centre Fringe Zone and also does not
contribute directly to peak car commuting to
the city centre.

The Plan proposes that the provision of parking
spaces in future residential developments within
the City Centre Core Zone is constrained. Parking
standards will be outlined within the BMAP.
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For the same reasons as the City Centre Core
Zone, however, the opportunity exists to
restrict the level of provision of parking spaces
in new residential developments.
The Plan proposes that the provision of
parking spaces in future residential
developments within the City Centre Fringe
Zone is constrained. Parking standards will be
outlined within the BMAP.
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The projected impact of the above measures will be to reduce the number of long
stay parking spaces available in the City Centre Core zone and marginally increase
the number of short-stay spaces (see panel). The reduction in long stay spaces will
be implemented in conjunction with the provision of park-and-ride facilities in each of
the MTCs on the edge of the main built-up area of Belfast. The number of short-stay
spaces provided in the city centre will be monitored and managed in a way that
balances the need to control the level of off peak car use for journeys to the city
centre and the economic vitality of the city’s retail core. It is expected that this will
entail the rationalisation of the number of existing public off-street car parks in the city
centre owned by DRD. The Department will be prepared to release off-street surface
car parks for redevelopment, provided the number of spaces are replaced in
appropriate locations and remain under the control of Roads Service. A new offstreet car park will also be developed in the south-eastern sector of the city centre in
conjunction with the implementation of City Centre Ring (see Chapter 8).
Projected Impact of the Parking Proposals on Parking Supply in Belfast City Centre
The estimated effect of the implementation of the BMTP parking proposals in the
Belfast City Centre Core Zone is illustrated in the diagram below (based on 2001
information on parking supply). The diagram shows the indicative number of
spaces provided for short-stay and long-stay purposes split by parking type, i.e.
public off-street, public on-street parking, residents on-street parking, PNR parking
and, since it is integral to the approach to demand management, the number of
rail-based and bus-based park-and-ride spaces that would be provided on the edge
of the built-up area of Belfast.
The diagram shows that the total number of short-stay parking spaces provided is
projected to increase. It also shows that the number of long-stay spaces is
projected to be broadly the same as at present, but that the physical location of the
publicly available spaces is focused upon park-and-ride sites that are outside the
city centre.
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7.19

Analysis of the number of short-stay parking spaces available in the City Centre Core
zone indicates that Belfast has a level of provision relative to the amount of retail
floorspace that is comparable with the central areas of other major metropolitan
areas in the UK. Accordingly, and because of the need to encourage greater levels
of walking, cycling and public transport use, the Plan does not propose a significant
change in the level of short-stay parking provision in the City Centre Core zone.

7.20

It is proposed that charges for short stay parking within the City Centre Core Zone
under DRD influence are increased broadly in line with inflation and to recover
operational costs. However, in order to maximize turnover of short-stay parking
spaces (and thereby maximise visitors to the city centre) consideration will be given
to progressively increasing the differential between prices between the shortest and
longest durations that comprise short stay parking.

7.21

The implementation of parking control measures in the form of residents parking
schemes in the City Centre Fringe Zone is an essential complement of the controls in
the City Centre Core Zone. Unless these controls are implemented the reduction in
long-stay parking spaces in the City Centre Core will lead to greater levels of
commuter parking and in more areas than at present. The aim of the residents
parking schemes will be twofold: to enable residents to have a parking spaces close
to their homes; and to reduce the annoyance and intrusion of commuter parking. It is
noted, though, that providing a resident’s parking place will enable residents to park
in designated streets close to their home, but would not provide them with the
freedom to park in residents parking areas in other parts of the City Centre zones. In
implementing the scheme the Core and Fringe zones will be divided into a number of
parking sub-areas allowing residents to park in the area in which they reside. In
order to operate and administer the residents parking schemes it will be necessary to
levy a charge for the permit. The levy will be set at a level designed to contribute to
the cost of administering the residents parking scheme. Detailed demarcation of the
residents parking areas will be progressed in consultation with local communities and
businesses to ensure that local needs are taken fully into account.

7.22

The effective enforcement of the proposed parking measures will be critical to their
success. As discussed further below, DRD is already progressing with the
implementation of Decriminalised Parking Enforcement (DPE) that will enable
parking controls to be more effectively enforced.

7.23

An allowance of £2 million has been made in the Plan to establish the parking
controls.
Parking Policy Outside Belfast City Centre

7.24

There are no proposals to introduce the same level of parking restraint planned for
Belfast city centre in other parts of the BMA within the Plan period. The Plan does,
though, propose better control, enforcement and management of parking in key
locations, as follows:
♦

in the main urban centres of Bangor, Carrickfergus and Lisburn
The Plan proposes that on-street parking controls are introduced in each of the
urban centres along with more effective enforcement (provided by DPE) such
that parking can be used as a tool alongside traffic management measures to
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assist in maintaining and enhancing economic vitality by making better use of
parking spaces. The area covered by the parking management proposals is
shown for each centre in Figure 7.3. In addition it is proposed that reduced
parking standards are applied within these areas to limit the number of new
parking spaces provided as part of new commercial and residential
development, which will be outlined by the BMAP. Roads Service, in conjunction
with council officers and city/town centre managers, is currently developing
parking strategies for Bangor and Lisburn in this context.
♦

at key nodes in the main transport corridors
A number of key nodes on the main transport corridors will be identified. These
represent localised areas of transport and commercial activity – such as local
shops and services – where the implementation of parking controls and better
enforcement will be required to maximise the use of limited parking supply to
support greater economic vitality. Situated on the main transport corridors these
nodes will be well served by public transport giving the opportunity to limit the
increase in provision of parking associated with new developments by applying
an appropriate parking standard which will be outlined by the BMAP.

7.25

Elsewhere in the BMA it is proposed that parking standards are applied to control the
proliferation of new parking spaces associated with new development. These will be
outlined in the BMAP.
Congestion Charging

7.26

Congestion charging – also referred to as road pricing or road user charging – is
another form of demand management. In the urban context congestion charging
would require the payment of a fee for driving within a particular area, such as central
Belfast. The London congestion charging scheme where motorists are charged a fee
for driving within central London commenced in February 2003 and is the first major
implementation of urban congestion charging in the UK. Initial results indicate that
traffic in central London has fallen some 15% since its introduction27.

7.27

The 2015 Plan does not propose the implementation of congestion charging within
the BMA. Congestion charging, however, is an evolving area and it will be reviewed
further within the Plan period, drawing upon experience from other parts of the UK.
The review will consider different types of charging systems and if they would benefit
the BMA. The various types of congestion charging for possible consideration,
include cordon-based systems focused on central Belfast (similar to that in use in
London) and area-wide schemes using Global Positioning Systems (GPS) which
could be liked to a nationwide charging scheme currently being examined by
government as a more flexible alternative to the existing system of road tax and fuel
duty.

27

Managing our Roads, Department for Transport, July 2003.
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Figure 7.3 - Controlled Parking Area Proposals for Bangor, Carrickfergus and Lisburn
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TECHNOLOGY
7.28

An assessment has been made of the contribution that a range of Intelligent
Transport Systems (ITS) solutions (see panel) could make as part of a wider
management strategy for the BMA.
ITS in Belfast
ITS solutions comprise the use of new technology to maximise the efficiency of the
transport system and inform travellers of the travel choices available to them.
Roads Service has been involved in the procurement and operation of ITS for over
25 years. Urban Traffic Control (UTC), the computerised linking of traffic signal
timings, was first introduced in Belfast in 1980. Currently, the Traffic Information
and Control Centre, Roads Service, operates one of the most advanced systems in
Europe, integrating both urban and inter-urban traffic control with an electronic
driver information system. Traffic flows are monitored by a network of Closed
Circuit Television (CCTV) cameras on the urban and inter-urban networks.
Other measures currently being progressed include the implementation of real-time
passenger information and an integrated ticketing system for public transport.

7.29

Given the 2025 horizon of the strategy it is difficult to be too prescriptive about the
types of measures that could be delivered, because ITS is a rapidly evolving area.
Nevertheless, the implementation of complementary ITS solutions is a key element of
the 2025 Strategy that will be kept under review.
Priorities within the 2015 Plan Period

7.30

Within the medium-term represented by the 2015 Plan Period the technology
supporting Intelligent Transport Systems can be expected to evolve very significantly.
Drawing upon an assessment of current expectations of ITS, the following measures
have been identified as priorities for implementation within the 2015 Plan Period.
They are discussed under public transport and highway initiatives.
Public Transport
Real Time Passenger Information

7.31

7.32

Real-Time Passenger Information (RTPI) provides information to travellers on public
transport at a specific location. It provides information such as:
♦

whether public transport vehicles are on schedule;

♦

the next stop on a train or bus;

♦

the location or arrival time of the next train or bus; and

♦

travel time to a destination.

RTPI is already being progressed on selected routes in the BMA. The Plan proposes
that RTPI is provided on all QBC and rapid transit routes and is also introduced on
the rail network.
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Integrated Ticketing
7.33

The first phase of Translink’s integrated ticketing project has seen the introduction of
new ticketing equipment to the entire Citybus and Ulsterbus fleet. As part of this
process in December 2002 Citybus launched a new multi journey smart card named
Smartlink which replaced paper multi journey tickets. These electronic Stored Ride
cards allow storage of multiple journeys on a plastic smart card. These cards offer
significant benefits to the user including quickening boarding time on a vehicle,
providing a cash free method of payment while also offering significant cost savings
on regular fares to the passenger. Translink are currently extending this new
ticketing system to the NIR network.

7.34

Translink have ambitious plans to further develop their integrated ticketing system for
future years. This will include soon the installation of “On Street” ticket vending
machines which will enable passengers to purchase and top-up their Smartlink travel
cards at their own convenience. Other developments include the introduction of a
similar type Smartlink card for the Ulsterbus network allowing cash free fare
payments. Translink is also planning for the future rollout of a cross modal integrated
ticketing project and Metrocard which will enable passengers to purchase one ticket
which will allow travel across the entire bus and rail network.
Travel Information Dissemination Systems

7.35

There is a wide range of technologies and devices that allow travel information to be
disseminated to the public. These include the Internet which permits the use of
interactive facilities. The 2015 Plan proposes the widespread introduction of these
systems in support of transport services.
Highway Network

7.36

The Plan proposes selective implementation of a variety of measures to improve
strategic highway network performance.
Protected Routes

7.37

Planning control on new development which strictly limits access to main traffic
routes, will continue through the designation of Protected Routes28. Protected
Routes comprise Motorways and other Trunk Roads, which make up the roads
element of the Regional Strategic Roads Network (RSTN) and other selected routes
with high traffic flows. These roads contribute significantly to economic prosperity by
providing efficient links between all the main towns, airports and seaports, and with
the Republic of Ireland.

7.38

In considering proposals for new development the Planning Service and Roads
Service will seek to restrict the number of new accesses and control the level of use
of existing accesses onto protected routes. Any new access or intensified use of an
existing access on to a Protected Route should not compromise the route’s function
of facilitating the free and safe movement of traffic or should not significantly add to
congestion. Additionally on stretches of Protected Routes designed specifically to

28

Further information regarding the Protected Routes Policy will be outlined within PPS3 “Access Movement and
Parking”. The Protected Routes will be identified within the BMAP.
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facilitate the free and safe movement of traffic, it is essential that access which would
compromise road safety or prejudice the purpose of their design standards, is
severely restricted. The Department considers that there is a need to balance the
restriction of access onto Protected Routes within settlement limits with the potential
adverse impact that this may have on the layout and the design of the development.
Severe restrictions are clearly necessary for access to motorways, ring roads,
through-passes, by-passes and dual-carriageways within settlements.
Variable Message Signing (VMS)
7.39

These are a common and effective means of providing en-route information to
drivers. They are widespread and very popular among drivers when they are placed
in the proper location and convey messages that are helpful and easy to understand.
They have been made even more effective with wireless technologies that allow
them to be remotely updated in response to changing conditions. VMS has already
been installed at a number of locations on the BMA’s strategic road network.
Improved Incident Detection and Motorway Control Systems

7.40

These consist of the detection of traffic queues at motorways and the application of
advisory speed limits to protect stationary/slow-moving vehicles at the back of the
queues. Detectors installed below the road surface at regular intervals continuously
detect traffic volumes and speeds for each lane and this information is used in realtime to determine speed limit settings. This system aims to make the most effective
use of the existing road network, to reduce congestion and pollution problems, to
reduce stop/start driving conditions, to smooth traffic flows and where possible to
reduce accident levels. Roads Service already operates an Automatic Incident
Detection (AID) system on the motorway network. There is currently a commitment
to introduce the more advanced MIDAS (Motorway Incident Detection and Automatic
Signalling) to enable the system to be expanded.
Parking Guidance Systems

7.41

These are primarily based on the use of message signs (including Variable Message
Signs described above) to assist drivers in finding parking facilities with available
space. Information may also be presented via phone, the Internet, or in-vehicle
navigation systems. These systems reduce the time spent searching for a parking
place, reduce congestion and reduce illegal parking. They also allow better
distribution of parking demand and higher utilisation of parking facilities. The Plan
proposes the use of these systems in central Belfast and at approaches to park-andride sites.
Linking of Systems through Urban Traffic Management Control

7.42

Urban Traffic Management and Control (UTMC) is an initiative in response to
growing needs for cost effective methods of managing transport in urban areas in
order to give priority to public transport, reduce the impact of traffic on air quality,
improve safety and manage congestion. The existing Urban Traffic Control system
already operating in the BMA is expected to form the heart of the UTMC system that
would integrate a number of transport and traffic systems to enable the exchange of
relevant information between the various applications (UTC, VMS, Incident
Management Systems, Car Park Guidance Systems, CCTV, Bus Real-Time
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Information and Automatic Vehicle Location, etc) and with other organisations such
as the Police, bus operators and radio stations.
Implementation Cost
7.43

In total an allowance of £21.8 million has been made in the Plan for the
implementation of ITS.
CHANGING TRAVEL ATTITUDES

7.44

Both the Strategy and the Plan recognise that infrastructure measures and service
improvements are, on their own, unable to deliver fundamental changes in travel
behaviour and reductions in car dependency. As guided by the RDS, measures to
raise travel awareness are an essential complement.

7.45

The 2015 Plan identifies a range of management measures as necessary support to
public transport, highways and walking/cycling measures. The prioritisation of
management measures is therefore very closely tied to the priorities included in the
Plan for the other themes.

7.46

The 2015 Plan contains three key measures aimed at changing travel attitudes:

7.47

♦

campaigns to raise travel awareness with BMA-wide multi-media campaigns
undertaken on a regular basis supported by local schemes to complement new
public transport initiatives;

♦

the promotion and development of travel plans for businesses and major travel
attractors such as hospitals and education establishments, with a mandatory
requirement tied to planning consents for travel plans for new commercial
developments; and

♦

the expansion of the Safer Routes to School pilot.

The Plan makes an allowance of £3.5 million for the above measures.
ENFORCEMENT

7.48

Effective control and enforcement of parking measures within the CPA proposed for
Belfast will be required. DRD is currently developing proposals for decriminalisation
of parking offences (see panel). Under current legislation illegal parking is treated as
a criminal offence – in the same way as speeding offences, for example – and is
therefore the responsibility of the Police Service of Northern Ireland (PSNI).
Decriminalisation, which will require legislation, will make parking offences a civil
issue and will thereby no longer require the PSNI to take responsibility for
enforcement. This will enable the enforcement of parking controls, including those
within the CPA and in other controlled parking areas in the BMA such as on the main
radial routes, to be managed directly by the highway authority, currently the DRD. At
present the many other demands on the PSNI mean that the enforcement of parking
restrictions is not as effective as it could be. Experience in many other towns and
cities in the UK has shown that the direct management of parking restrictions by the
highway authority made possible by decriminalisation has enabled parking
restrictions to be more effectively and rigorously enforced, and thereby enabled
parking management to form a key part of their wider transport strategies.
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Parking Enforcement
Effective parking enforcement is an important part of an integrated transport policy
and will contribute to the achievement of a number of transport objectives.
Following the decision by the PSNI to withdraw from the enforcement of on-street
parking restrictions to allow a focusing of resources on core policing functions, it is
the Department’s intention to introduce new primary legislation which will enable a
Decriminalised Parking Enforcement (DPE) scheme to be implemented. The
responsibility for enforcement of on-street parking restrictions would then pass from
the PSNI to the Department. DPE systems are widely used elsewhere in the UK
and have proved effective in achieving greater compliance with on-street waiting
and loading restrictions and permitted parking regulations.
The Department is confident that the development and implementation of a DPE
scheme will have benefits for road users throughout Northern Ireland and, in
particular, will bring about improvements in road safety, traffic movement and
management, accessibility and local environmental conditions.
The proposed new arrangements will lead to more economic, efficient and effective
enforcement of existing waiting and parking restrictions. For example, although
legislation exists at present to permit residents’ parking schemes, in the absence of
effective enforcement on the ground, to date no such schemes have been
introduced. Under the proposed DPE regime, residents parking schemes would be
introduced and enforced and, as a consequence, would bring real advantages –
particularly to those in inner urban areas.
7.49

Enforcement will play a part in making travel safer in the highway network with the
use of safety cameras.

7.50

The Plan also proposes that, subject to appropriate legislation, full use is made of
bus lane enforcement cameras to maximise the effectiveness of proposed bus
priority measures.
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8.

Proposals by Council Area
INTRODUCTION

8.1

The preceding chapters identify the proposals included in the 2015 Plan throughout
the BMA on the basis of modal themes. The BMA comprises the six District Council
areas of Belfast, Carrickfergus, Castlereagh, Lisburn, Newtownabbey and North
Down.

8.2

This chapter presents the Plan’s proposals for each of these six areas. All proposals
will be subject to economic appraisal, budgetary processes and the completion of
statutory processes.
Key Principles

8.3

The core principles of sustainability and integration that underpin the BMTP’s
proposals apply equally to all the District Council areas in the BMA. The key
principles applied are summarised as:
♦

reducing the impact of traffic and assisting the free flow of traffic;

♦

improving public transport;

♦

managing future travel demand;

♦

increasing the priority given to pedestrians, cyclists and public transport;

♦

improving pedestrian and cycle linkages through the urban centre;

♦

improving road safety; and

♦

supporting development proposals and urban regeneration and renaissance
initiatives.

BELFAST
Overview
8.4

The city of Belfast forms the core of the BMA and its city centre is a focus both for the
BMA and the wider region as the primary retail, commercial and cultural centre in NI.
It also represents the main hub of the transport system for the BMA and the wider
region and includes the important regional gateways of the Port of Belfast and Belfast
City Airport.

8.5

The city has gone through three extensive waves of regeneration in recent times –
extensive housing redevelopment in the inner city, followed by the revival of the city
centre after years of disturbance, and the regeneration of the Laganside waterfront.
The next stage in its transformation is recognised as the encouragement of a
widespread and sustainable city renaissance. To guide this, the RDS identifies a
series of objectives for the city (see panel), and the implementation of the BMTP will
play an important part in helping to achieve these objectives.
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Transport Objectives for Belfast City
The RDS, under Strategic Planning Guidance SPG-BMA 1, identifies the need to
create a thriving Metropolitan Area centred on a revitalised city of Belfast. It sets
out a number of objectives for the city focused on improving accessibility to the
centre and improving the city centre urban environment to support urban
renaissance and renewal, with specific guidance to:
♦

support and strengthen the distinctive role of Belfast city centre as the leading
regional shopping centre;

♦

maintain the role of Belfast city centre as the primary retail and office location in
the Region;

♦

progressively enlarge and enhance the pedestrian priority zone within Belfast
city centre by re-routing traffic around the central area;

♦

step up the improvement of the physical appearance of the city, including high
quality cityscape; and

♦

promote a progressive, comprehensive upgrade of the city arterial routes.

The City’s Transport Network
8.6

The BMA’s transport network is one that is typical of most large urban areas,
comprising a set of radial road and public transport links that converge on a central
hub represented by Belfast city centre. As described in Chapter 6, in relation to the
highway network one of the key transport problems of the BMA, and Belfast in
particular, is the multi-functional role of many of the links forming this road and public
transport network giving rise to conflicts between types of movement (strategic and
non-strategic, radial and orbital) and different modes of transport.

8.7

As described in the preceding chapters, the Plan’s proposals will begin to address
many of these problems of conflicts and traffic growth, as follows:
♦

the development of a QBC network focused on radial routes to/from Belfast city
centre;

♦

the commencement of a rapid transit network in the form of an EWAY scheme
that also focuses on a radial route to/from the city centre;

♦

upgrading the commuter rail network;

♦

the provision of rail, bus and bus rapid transit park-and-ride sites outside the
main built up area of Belfast to provide an alternative to using the car for
journeys to/from the central area;

♦

improvements to the strategic road network in the form of road improvements,
traffic management and driver information which will improve the safety and
efficiency of the strategic network and help to reduce traffic on the local road
network, including the widening of the M2, A2 Sydenham Bypass and A55 Knock
Road as well as the significant upgrade of the M1-Westlink;
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♦

the construction of the Holywood Arches Bypass and Connsbank Link. This will
require developer contributions towards the funding of these schemes;

♦

the improvement of facilities for pedestrians and cyclists; and

♦

management measures to change travel attitudes.

Belfast City Centre
8.8

The city centre has a very important functional role within the urban form and the
progressive renewal and renaissance of the central area is a key element of the
BMTP. The city centre and its environs are also the BMA’s main travel destination.
Improving accessibility to the city centre from all parts of the BMA is a key objective
of the Plan. The proposals summarised above will significantly increase accessibility,
particularly by public transport.

8.9

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. The southern part of the city centre has a regular grid street and block
structure, with a more irregular street pattern to the north of City Hall. The road
layout in the city centre is currently organised to facilitate the passage of road traffic
with a great number of one-way links in the very heart of the city centre. Although
there are a number of pedestrianised areas in the main retail core, the city centre
road network currently discourages greater levels of walking or cycling. Some city
centre streets sever parts of the city centre from other parts, e.g. Oxford Street and
Victoria Street are barriers between the main shopping streets and developments
along the River Lagan. Other roads such as Westlink, while serving a key strategic
function, act as a barrier between the city centre and the inner city areas.

8.10

The road network results in significant conflicts between buses and other traffic,
causing delays to buses and problems of maintaining reliable services in both peak
and off peak periods. The network also limits the degree of penetration that public
transport can achieve and does not always facilitate interchange between public
transport services.

8.11

There are also conflicts between the needs of transport and the urban environment.
These include high levels of traffic flows on city centre streets and significant
numbers of buses parking right in the heart of the city centre.
Plan Proposals

8.12

The BMTP’s proposals for Belfast city centre have been developed to be consistent
with the urban renaissance and renewal theme of the RDS (see panel).
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Belfast City Centre Proposals
A set of strategic principles for the future development of Belfast city centre have
been identified. This looks at central Belfast in terms of planning and development
and comprises four key concepts that have been taken forward as part of the BMTP
proposals, as follows:
♦

a City Centre Ring transforming the function of what is currently considered as
the inner ring road or “Inner Box” into an “orbital boulevard” or “civic ring”. This
envisages that the current disjointed and often expansive nature of the road is
modified such that it is more appropriate to the streetscape of a central urban
area and does not form a barrier between the core of the city centre and
surrounding areas;

♦

a Civic Spine running through the core of the city centre linking locations of key
civic importance with reduced levels of general traffic and increased priority for
public transport, walking and cycling;

♦

the Belfast Cross that forms a cross through the main city centre retail and
commercial activity areas linking York Street via Donegall Square to Bedford
Street and Dublin Road and Divis Street to Queens Square. The design
aspiration for the Belfast Cross is for streets with high levels of priority for
pedestrians; and

♦

High Accessibility Zones – centred on public transport nodes in the city
centre.

The above concepts are illustrated in Figures 8.1 and 8.2.
The City Centre Road Network
8.13

In line with the above principles the Plan proposes a reorganisation of the road
network within Belfast city centre. This will facilitate the reduction of traffic in central
Belfast and encourage greater walking, cycling and public transport use.

8.14

The proposals include a range of traffic management, public transport priority and
walking/cycling network measures. Its key elements are described below.
City Centre Ring

8.15

The Plan proposes the development of a City Centre Ring as shown in Figure 8.2.
The role of the City Centre Ring will be to enable traffic to circulate around the core of
the central area in order to gain access to the central area and, where necessary,
provide for movements that would otherwise pass through the central area.

8.16

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.
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8.17

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.

8.18

The City Centre Ring enclosing the central core will provide the primary means of
accessing different parts of the core area. Traffic management measures will be
applied within the core city centre area to discourage or prevent through traffic – i.e.
traffic that does not have an origin or destination in the core of the city centre – within
this area. The City Centre Ring will enable the establishment of a core city centre
area where priority is given to pedestrians, cyclists and public transport and nonessential road traffic is discouraged.

8.19

To the north and east of the city centre the City Centre Ring would be defined by
existing road links. To the east of the city centre, the City Centre Ring is focused
upon Oxford Street, thereby reducing traffic in Victoria Street.

8.20

To the south and west of the city centre it is proposed that City Centre Ring is formed
by Bruce Street, Hope Street, Durham Street (Boyne Bridge) and College Square
North. Although this will require widening of existing roads and modifications to
junction layouts it will utilise existing road links.
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8.21

It is also proposed that a new road link is provided at Bankmore Street (between the
existing Dublin Road/Bruce Street/Bankmore Street junction and the existing Cromac
Street/Ormeau Avenue/Lower Ormeau Road junction) avoiding the need to use the
existing constrained Ormeau Avenue as part of the City Centre Ring.

8.22

The establishment of the City Centre Ring in this form to the south and west of the
city centre will be able to support reducing traffic in the central area and giving
greater priority to pedestrians, cyclists and public transport without the need for
significant new road infrastructure. It will in particular enable traffic levels to be
significantly reduced on Great Victoria Street and the Civic Spine (see below) such
that public transport priority on these routes can be maximised. Without the
additional capacity provided by the City Centre Ring achieving these changes in the
core of the city centre would not be possible.

8.23

Establishment of a City Centre Ring according to this concept will require certain
streets that are currently operating as one-way streets – such as Oxford Street,
Victoria Street, Bruce Street and Hope Street – to revert to two-way operation. This
will assist in reducing severance and improving pedestrian safety.
Civic Spine

8.24

The BMTP proposes that the main public transport axis in the core city centre area is
the East-West route from the Lagan at the Waterfront using Lower Chichester Street,
Chichester Street, Donegall Square North and Wellington Place through to Great
Victoria Street. The Plan also proposes high levels of pedestrian priority along this
route including reducing the severing effect of both Victoria Street and Oxford Street
at its eastern end.

8.25

Lower Chichester Street has been closed to through traffic for security reasons since
the 1990s. This street is an important link within the city centre and when the
security situation improves the Plan proposes that it should re-open to bus services,
pedestrians, cyclists and vehicles requiring access. Other traffic should continue to
be excluded.

8.26

As shown by Figure 8.2, where possible the civic spine will take the form of public
transport-only streets. To facilitate this, some existing one-way streets will become
two-way, i.e. May Street, Donegall Square South and Howard Street.

8.27

The principles of the civic spine have been extended to include the sections of Great
Victoria Street and Victoria Street (as shown in Figure 8.2). This will help to
maximise the benefits of wider public transport initiatives, such as QBCs, and to
improve walking and cycling access to a major public transport interchanges.
Belfast Cross

8.28

The Belfast Cross (see Figures 8.1 and 8.2) passes through the city centre’s main
retail and commercial areas and includes a north-south route along Royal Avenue,
Donegall Place and Donegall Square (West and East) and an east-west route along
High Street, Castle Place and Castle Street. In recent years there has been an
increasing number of vehicles in these streets so that the priority for pedestrians has
not been working satisfactorily. The Plan proposes that the north-south route will be
developed to provide high levels of pedestrian priority by introducing further
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restrictions on vehicles, including buses, allowed to enter these streets during
shopping hours. It is also proposed to improve pedestrian and bus priority on the
east-west route (see Figure 8.2). In order to extend the vitality of the city centre
beyond the working day, the Plan proposes that there will be a trial period during
which restrictions on vehicles permitted to enter the Belfast Cross will be relaxed
outside shopping hours.
8.29

The BMTP further proposes a significant reduction in the number of buses waiting for
excessive periods of time in the core of the city centre – in particular around the City
Hall area. As part of the introduction of QBCs operational improvements will be
introduced that maximise the level of cross-city working of bus services. This is
expected to minimise the need for buses starting and ending their journeys in the
core of the city centre thereby reducing the need for large numbers of bus stands at
locations such as City Hall. It is considered that this can be achieved given the
proposed frequency enhancements and the bus reliability improvements brought
about by bus priority measures accompanying the QBC proposals. The Plan
proposes that stands will be used more efficiently. The current arrangements for bus
parking in Donegall Square East and West will therefore be phased out.
High Accessibility Zones

8.30

The BMTP proposes the development of key public transport interchange points in
the city centre along the main public transport axis formed by the civic spine. These
will be at Great Victoria Street and at Central Station and will facilitate interchange
between public transport modes (rail, bus, rapid transit and taxi).

8.31

In the longer term it is proposed that an additional public transport node is
established in the Cathedral Quarter through the development of a public transport
interchange at Gamble Street. As discussed in Chapter 5 this will be contingent
upon development proposals being brought forward and is expected to be outside
the 2015 Plan period.
Walking

8.32

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 in Figure 8.3,
showing how the city centre network links to the network along the main arterial
corridors. As described in Chapter 4, it is proposed that the network is developed as
a Quality Walking Route Network with high quality pedestrian facilities.

8.33

Two new pedestrian/cycle bridge crossings are proposed to serve key activity spines
between the east and western sides of the River Lagan. These will improve the
connection between the extension of existing riverside walkways and the more
strategic sections of the pedestrian network. These bridges will be funded as part of
the regeneration of Belfast.

8.34

The other key priority is the provision of improved access to and from public transport
facilities and principal interchanges, these being Central Station, Great Victoria
Street, City Hospital, Botanic, Yorkgate and Bridge End.
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Figure 8.1 - Belfast City Centre Proposals
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Cycling
8.35

A similar set of proposals are included for a cycle network focused on the city centre
and linking in to the BMA-wide proposals set out in Chapter 4. There are many
attractors in the city centre that need to be made as accessible as possible to
cyclists. An appropriate density of cycle network in the city centre will involve a
network of parallel routes that are approximately 400 metres apart. However, every
opportunity will be taken to make the city centre as permeable (and cycle-friendly) as
possible to cyclists, using measures such as contra-flow cycle lanes, shared use bus
and cycle lanes, and cycle exemptions from banned movements.

8.36

Figure 8.4 presents the proposed network of routes within the core city centre area
and in the inner city area.
Management

8.37

The Plan also proposes the implementation of parking restraint measures in Belfast
city centre, as described in Chapter 7.
Access to the Titanic Quarter

8.38

The development of the Titanic Quarter, and its relationship with the existing Belfast
city centre, will represent one of the one most important challenges facing both
transportation and land-use in the city within the period of the Plan. The
development of the Titanic Quarter is currently being driven by the creation of a
Masterplan for the site by Titanic Quarter Limited, in parallel to work being
undertaken by the BMAP team.

8.39

The BMTP proposes that the primary vehicular access to the Harbour Estate (Titanic
Quarter) from the Strategic Highway Network will be via a new grade separated
junction off the Sydenham Bypass, as shown on Figure 6.6. This will replace the
existing Sydenham Bypass / Dee Street junction.

8.40

Existing accesses to the Harbour Estate (Titanic Quarter) via Queen’s Quay / Station
Street and via the M3 slip road will be retained.

8.41

The timing and the provision of all access improvements to the Harbour Estate
(Titanic Quarter), as well as other improvements to infrastructure, public transport
and transport initiatives, as part of the phased development of the area, will be
clearly identified and agreed with the Department. The funding for all these
improvements will be the responsibility of developers either in full or in a very
substantial part.
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CARRICKFERGUS
Overview
8.42

Carrickfergus with its historic centre, castle and its location on the shores of Belfast
Lough has a unique and attractive character and distinctive identify. It is a popular
residential location serving both local needs and as a dormitory settlement for
Belfast. Continued residential development, particularly in the private sector, has
resulted in strong population growth. Significant regeneration has recently taken
place in the Marina area. The town also has developed as a significant industrial,
commercial and service centre for a wide hinterland. Its historic legacy and
waterfront location underline both its leisure and tourist roles and its future potential.

8.43

Road access to Carrickfergus is provided by two principal routes: the A2 Shore Road
(Marine Highway) which runs along the shore; and the B90 Upper Road/Old Carrick
Road parallel to the A2. The A2, which carries around 30,000 vehicles per day, is a
four lane highway for its entire route to Belfast except for a section at Greenisland
which is two lanes. The Plan proposes that this section is widened to four lanes early
in the Plan period. Within Carrickfergus town, the A2 has four lanes as far east as
Downshire where it downgrades to a single traffic lane in each direction. Although
there are at grade traffic signal crossings and three pedestrian subways it tends to
sever the Castle, the Marina and a Primary School from the town centre. This
severance is exacerbated by a high proportion of heavy goods vehicles on the A2.

8.44

Carrickfergus is served by the railway line that links Larne to Belfast. The station at
Carrickfergus has recently been refurbished and currently caters for around 375,000
passenger journeys per year. Formal park-and-ride is provided and there is some
rail/bus interchange. The limited number of spaces, just 120, means that some rail
users are forced to park on-street near the station.
Plan Proposals

8.45

The Plan’s proposals for Carrickfergus are consistent with the overall objectives of
developing a modern, integrated transport system for the BMA that supports the
principles of sustainable development, with specific reference to the guidance in the
RDS on the role of Carrickfergus (see panel).
Regional Development Strategy: Guidance on the Future Development of
Carrickfergus
The RDS has provided the following guidance/objectives for Carrickfergus:
♦

to recognise the role of Carrickfergus as a heritage town and important industrial
and service centre, with a strengthened housing role, whilst continuing to
regenerate its town centre and waterfront areas;

♦

improve the road and rail links with Belfast and the regional gateways, to give the
town advantages in terms of potential for further investment and development as
an important centre of industry and commerce; and

♦

focus on the unique attractions of Carrickfergus Castle and the Marina, and
maximise the benefits of the Lough shore location.
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8.46

8.47

The proposals included in the Plan which will specifically benefit Carrickfergus are
shown in Figure 8.5, and can be categorised as:
♦

those which will improve accessibility to Belfast and the rest of the BMA:

♦

those that will encourage greater use of public transport and more walking and
cycling and reduce the use of car for local journeys in the Carrickfergus area;

♦

those that will directly support the planned expansion of Carrickfergus; and

♦

those which will maintain and enhance the urban environment and economic
vitality of Carrickfergus, recognising its special characteristics as a tourist
destination.

Each of these is summarised below.
Improving Accessibility

8.48

Although Carrickfergus is already quite well served by the BMA’s transport network,
the Plan includes a number of major proposals that will further enhance access to
Carrickfergus, as follows:
♦

the improvement of the rail service between Carrickfergus and Belfast;

♦

the development of a QBC route to/from Belfast city centre – noting that bus
priority measures would be focused on the Belfast end of the route;
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♦

the provision of park-and-ride facilities at Trooperslane and expansion of
facilities at Carrickfergus, which will provide a further public transport option for
travel to Belfast from the Carrickfergus area;

♦

the introduction of ITS solutions including VMS in conjunction with parking
provision; and

♦

the widening of the A2 at Greenisland and the roll-out of a Route Management
Strategy along the A2 comprising a series of measures that will improve the
safety and efficiency of the route between Carrickfergus and Belfast.

Reducing Car Use and Encouraging Use of Other Modes
8.49

In line with wider Plan objectives to encourage greater use of public transport and
more walking and cycling, thereby reducing car dependency, a range of measures
are proposed:
♦

the development of an integrated network of Quality Walking Routes and cycle
routes including the provision of improved links to the bus and rail station;

♦

improvements to local bus services with improved frequencies on core local
routes, better integration of bus and rail services at Carrickfergus station and
minor bus priority measures at key junctions; and

♦

provision of passenger waiting facilities at Joymount bus stand.

Supporting Development
8.50

The Plan includes the construction of the Carrickfergus Spine Road, Sloefield Road
and Victoria Road schemes. This will require developer contributions towards the
funding of these schemes.
Enhancement of Carrickfergus Town Centre

8.51

The Plan proposes a number of measures aimed at improving the quality of the
urban environment in the town centre of Carrickfergus as well as measures to
support the renaissance of the town centre and the continued success of the tourism
industry. The following measures are proposed:
♦

traffic management measures that aim to reduce the overall impact of traffic,
including the severing effect of traffic in the town centre and castle/harbour area,
while maintaining accessibility for all modes of transport. A range of measures
will be required and will be developed in detail but are expected to include:
− road narrowing, reduced speed limits and surface treatment that will reduce
capacity and speeds on the core section of the Marine Highway running
between the centre of Carrickfergus, and the Castle/Harbour area, coupled
with improved pedestrian crossing facilities. It is proposed to continue to
monitor the situation and if necessary explore other means of reducing traffic
on the A2 by by-passing the town centre;
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− further traffic calming in the town centre to increase pedestrian priority;
− the improvement of the Irish Gate/Marine Highway junction with better
pedestrian facilities; and
− traffic calming of residential/access roads and local distributor roads as part of
the wider BMA traffic calming proposals;
♦

the more effective management of town centre car parking to reduce the amount
of long-stay parking and to maximise the use of short-stay spaces, with no
significant expansion of the number of public and private car parking spaces
available unless essential to support new development. Parking requirements
for new developments will be in accordance with parking standards.
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CASTLEREAGH
Overview
8.52

Castlereagh Borough covers the area to the south and east of Belfast and includes
both an urban and rural area. The urban portion of Castlereagh is an attractive
suburban residential location which has increased in size in recent years largely as a
result of new housing development on the periphery of the built up area. The need to
protect the attractive natural setting, which includes the Lagan Valley Regional Park
and Belvoir Forest, places considerable constraints on further development. The
Borough has developed important employment and recreational functions, which not
only serve the local population but also have an important role in the context of the
wider Metropolitan Area.
Dundonald village and the developing facilities at
Forestside function as district centres servicing the needs of the local population. To
the south of the Borough, the town of Carryduff functions as a commuter settlement
for the wider BMA. Carryduff has grown largely as a result of suburban housing
development that has facilitated out-migration from Belfast.

8.53

The urban portion of Castlereagh is served by the orbital A55 Outer Ring road which
links the A2 in the east at Tillysburn with the M1 in the south west at Stockman’s
Lane. The Outer Ring is cut by a number of major roads that provide radial routes
to/from central Belfast, such as the A24 Saintfield Road/Ormeau Road and the A20
Newtownards Road. The radial highway routes that pass through Castlereagh are
perhaps the most constrained and multi-functional roads in the BMA. They serve
both local and strategic needs and need also to accommodate large numbers of
buses. This gives rise to serious conflicts of use and, at peak periods, significant
congestion. Castlereagh is also unique amongst the six District Council areas in that
it is not served by any existing rail routes and needs to rely exclusively on buses and
taxis for its public transport needs.
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Plan Proposals
8.54

The Plan’s proposals for Castlereagh are consistent with the overall objectives of
developing a modern, integrated transport system for the BMA that supports the
principles of sustainable development, with specific reference to the guidance in the
RDS on the role of Castlereagh Borough (see panel).
Regional Development Strategy: Guidance on the future development of
Castlereagh
The RDS has provided the following guidance/objectives for Castlereagh:

8.55

8.56

8.57

♦

to enhance the role of Castlereagh as an attractive residential location, whilst
protecting its environmental setting;

♦

continue to support Castlereagh as an important centre for employment and
services in the wider Metropolitan area; and

♦

recognise the recreational potential of Castlereagh with its wide range of
outdoor and indoor leisure assets.

The proposals included in the Plan which would specifically benefit Castlereagh, as
follows:
♦

the implementation of a bus rapid transit scheme (EWAY) in the Newtownards
corridor including the provision of park-and-ride at Millmount, Dundonald;

♦

the development of QBC routes to/from Belfast city centre that would serve the
main transport corridors towards Newtownards and Carryduff but would also
serve corridors comprising Castlereagh Road and Cregagh Road;

♦

the provision of formal park-and-ride facilities at Cairnshill that would serve the
Downpatrick corridor including Carryduff and the provision of informal park-andride at Carryduff; and

♦

the roll-out of a Route Management Strategy along the A55, A24 and A20
comprising a series of measures that would improve the safety and efficiency of
the strategic network serving Castlereagh.

In line with wider Plan objectives to encourage greater use of public transport and
more walking and cycling, thereby reducing car dependency, a range of measures
are proposed:
♦

the development of an integrated network of Quality Walking Routes and cycle
routes; and

♦

improvements to local bus services including the QBC network and improved
frequencies on core local routes to Carryduff.

The Plan proposes a number of measures aimed at improving the quality of the
urban environment in the Castlereagh area. This includes proposals for traffic
calming on the non-strategic road network to, where appropriate, discourage traffic
from using local roads, improve road safety and reduce the impact of traffic.
8-19

BELFAST METROPOLITAN TRANSPORT PLAN

LISBURN
Overview
8.58

Lisburn, promoted to city status in 2002, has a strong and independent identity within
the BMA despite being within easy commuting distance of Belfast. It has grown into
a significant retail and service centre, benefiting from its strategic location in terms of
the region’s road and rail network. It has a vibrant city centre complemented by
Sprucefield, NI’s regional shopping centre. Good infrastructure links have also made
the city an attractive location for housing and as a result it has experienced continued
population growth. The city has an attractive setting within the Lagan Valley adjacent
to the Regional Park and recent developments have strengthened its role in the
leisure and tourism sectors.

8.59

Lisburn’s location on the transport network, together with its strong employment base
and well-developed range of services, emphasises the potential for further growth.
Lisburn is identified in the RDS as having high growth potential for both housing and
employment. The RDS identifies the West Lisburn/Sprucefield area as a Major
Employment Location (MEL).

8.60

The city’s road network is characterised by: an inner ring road which operates oneway and forms the perimeter of the mainly pedestrianised city centre; and a high
capacity southern orbital road made up of Thiepval Road, Governor’s Road,
Laganbank Road and Queen’s Road. These two routes are connected by the radial
roads Chapel Hill, Hillsborough Road, Linenhall Road, Bridge Street and Castle
Street. The one-way system currently carries a high proportion of through traffic,
particularly north-south traffic.
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8.61

Paid car parking is in good supply in the city centre, most of which is surface parking
and much of which is accessed off the one-way system. This supply is regarded as
being vital to the city centre’s future but it is also one of the main sources of city
centre traffic congestion.

8.62

The shopping complex at Sprucefield attracts a great many motorists from all over NI
and a delicate accessibility balance is required to maximise the potential of this
centre whilst minimising traffic congestion and ensuring that the vitality of the city
centre is not undermined.

8.63

Lisburn is well served by rail for journeys to/from Belfast. Currently, two fast trains
(non-stop to Belfast) and three stopping trains operate in the peak hour. The station
caters for around 600,000 passenger journeys per year. The Belfast – Dublin
‘Enterprise’ rail service operates through Lisburn, but does not stop there. Formal
park-and-ride provision at the station is limited to about 40 parking spaces – although
many rail users park on-street to the north of the station.

8.64

Lisburn bus station at Smithfield Street is convenient to the city centre but is
separated from the rail station. Local and through bus services are provided by
Ulsterbus. There are also main public transport corridors to Belfast, Newry and
Portadown catered for by regular Ulsterbus services.

8.65

Lisburn City Council area also covers a substantial rural area and includes the
settlements of Hillsborough and Moira. Both Hillsborough and Moira are located
south of Lisburn and are well outside what is considered the main built up area of the
BMA. Both settlements will benefit considerably from improved access to both
Lisburn and Belfast through the proposed road improvements. Both towns will also
benefit from the proposals to improve rural bus services.
The Plan Proposals

8.66

The Plan’s proposals for Lisburn are consistent with the overall objectives of
developing a modern, integrated transport system for the BMA that supports the
principles of sustainable development with specific reference to the guidance in the
RDS on the role of Lisburn (see panel).
Regional Development Strategy: Guidance on the Future Development of Lisburn
The RDS has provided the following guidance/objectives for Lisburn:
♦

to recognise the high development potential of Lisburn and the scope to
accommodate significant housing expansion, reflecting its strategic location at
the meeting point of key transport corridors and promote its continued
development as a strong employment base providing shopping in the town
centre complemented by Sprucefield regional shopping centre and leisure and
commercial services;

♦

to acknowledge Lisburn’s strong and independent identity within the BMA while
maintaining good linkages and with the rest of the components of the urban
area; and
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♦

to recognise the city’s attractive setting with the River Lagan flowing through the
centre and the nearby amenities of the Lagan Valley Regional Park.
Encourage the further development of recreational and leisure facilities adding
to the Irish Linen Centre and the Lagan Valley LeisurePlex in the heart of the
town.

8.67

The availability to the Government of the former Maze Prison and adjacent Long
Kesh army base in the Lisburn City Council area materialised after the publication of
the Regional Development Strategy. Proposals for the regeneration of this
substantial site (360 acres in total) will require significant transport infrastructure
funded from outside the budget of the Department for Regional Development.

8.68

The proposals included in the Plan which will specifically benefit Lisburn are
illustrated in Figure 8.6. Broadly the proposals can be categorised as:

8.69

♦

those which will improve accessibility to Belfast and the rest of the BMA;

♦

those that will directly support the planned expansion of Lisburn and the MEL at
West Lisburn/Sprucefield;

♦

those that will encourage greater use of public transport and more walking and
cycling and reduce the use of the car for local journeys in the Lisburn city area;
and

♦

those which will maintain and enhance the urban environment and economic
vitality of Lisburn city centre.

Each of these is summarised below.
Improving Accessibility

8.70

Although Lisburn is already very well served by the BMA’s transport network, the
Plan includes a number of major proposals that will further enhance Lisburn’s
accessibility and support its role as a strategic growth node, as follows:
♦

the improvement of the rail service between Lisburn and Belfast – including a
new station at West Lisburn (replacing the existing Knockmore Halt) served by
trains to/from Belfast and by the Belfast-Dublin Enterprise service;

♦

development of a Quality Bus Corridor between Lisburn and Belfast city centres
noting that bus priority measures are expected to be focused on the Belfast end
of the route where congestion is worst;

♦

the provision of park-and-ride facilities at Kennedy Way on the M1 and at West
Lisburn station, plus the provision of more parking at Lisburn station in the city
centre and the development of park-and-ride opportunities at Sprucefield;

♦

the introduction of ITS including VMS in conjunction with parking provision; and

♦

the widening of the M1 and junction improvements on Westlink.
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Figure 8.6 - Proposals for Lisburn
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Supporting Development
8.71

The Plan includes a number of proposals that will directly support the planned
expansion of Lisburn, as follows:
♦

the construction of the M1-Knockmore link to provide access to the West Lisburn
site identified by the RDS as a Major Employment Location; and

♦

the construction of the North Lisburn Feeder Road as a local road scheme to
support new housing development to the north east of Lisburn.

Reducing Car Use and Encouraging Use of Other Modes
8.72

In line with wider Plan objectives to encourage greater use of public transport and
more walking and cycling, thereby reducing car dependency, a range of measures
are proposed:
♦

the development of an integrated network of Quality Walking Routes and cycle
routes including the provision of improved links to bus and rail stations;

♦

improvements to local bus services and inter-urban bus services with improved
frequencies on core routes supported by the introduction of bus priority
measures at key junctions and in the city centre one-way system;

♦

integration of conventional fixed route local bus services with proposals for
Demand Responsive Transport serving the rural areas of the BMA;

♦

the redevelopment of the existing Smithfield Square bus station with improved
facilities and with all buses serving the bus station made possible by a contraflow bus lane that enables buses to access the bus station without having to
pass round the full one-way system.

Enhancement of Lisburn City Centre
8.73

The Plan proposes a number of measures aimed at improving the quality of the
urban environment in the city centre of Lisburn as well as measures to support the
multi-functional nature of the city centre by seeking to maintain its economic vitality.
The following measures are proposed:
♦

the retention of the existing one-way system but with further traffic management
measures that aim to reduce the severing effect of traffic on the city centre area,
while maintaining accessibility for all modes of transport. A range of measures
will be required and will be developed in detail but are expected to include:
− network optimisation measures to deter through traffic from using one-way
system and thereby seeking to route along the orbital road;
− further traffic calming of streets in the city centre area and, as part of the
wider BMA traffic calming proposals, the introduction of calming schemes on
residential and access roads around the city centre area.
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♦

the introduction, subject to appropriate funding arrangements and a detailed
business case review, of a Lisburn City Centre – Sprucefield bus shuttle to
encourage visitors to Sprucefield to also visit Lisburn city centre. This will be
supported by the implementation of bus priority measures between Sprucefield
and Lisburn; and

♦

the more effective management of city centre car parking to reduce the amount
of long-stay parking and to maximise the use of short-stay spaces, though with
no significant expansion of the number of public and private car parking spaces
available unless essential for supporting new development.
Parking
requirements for new developments will be in accordance with relevant parking
standards.
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NEWTOWNABBEY
Overview
8.74

Newtownabbey Borough covers the area to the north and west of Belfast and
includes both an urban and rural area. The urban portion of Newtownabbey
occupies a strategic position on the BMA’s transport network with the major road and
rail links forming part of the Eastern Seaboard and Belfast-Londonderry corridors of
the RSTN. The attractive setting of the area combined with its good transport links
have assisted the development of the area as an industrial and education centre and
as an area of rapid residential growth resulting from out-migration from the city of
Belfast. The Borough includes the important district centres of Glengormley and the
Abbey Centre. It also includes the important employment centre of Mallusk which,
together with Ballyhenry, is identified in the RDS as one of the BMA’s MELs. In its
rural areas the Borough includes the town of Ballyclare, which acts as both a service
centre for its rural hinterland and as a commuter settlement for the BMA’s urban
area. The town is well located in terms of transport to the wider BMA and has a well
developed service base and existing infrastructure.

8.75

Strategic highway access to Newtownabbey is provided by the M2 and M5. The M2
is, in particular, heavily congested at peak times especially at the junction between
the M2 and A8 at Sandyknowes. Congestion on the strategic routes has also
contributed to high levels of traffic on many of the non-strategic routes within the
Borough.
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8.76

The Borough is served by rail as part of the Antrim-Bleach Green route between
Belfast and the north-west and by the Belfast-Carrickfergus route serving the
Whiteabbey and Jordanstown areas.
Plan Proposals

8.77

The Plan’s proposals for Newtownabbey are consistent with the overall objectives of
developing a modern, integrated transport system for the BMA that supports the
principles of sustainable development, with specific reference to the guidance in the
RDS on the role of Newtownabbey Borough (see panel).
Regional Development
Newtownabbey

Strategy:

Guidance

on

the

future

development

of

The RDS has provided the following guidance/objectives for Newtownabbey:

8.78

♦

to enhance the role of Newtownabbey as an area with potential for significant
housing expansion, particularly with the reopened Bleach Green rail link between
Antrim and Belfast city centre;

♦

focus on Newtownabbey’s advantageous location on the major transport corridors
to Belfast International airport and to the ports of Belfast and Larne, in order to
develop it as a major industrial and university centre; and

♦

utilise the lough shore and hill setting as a basis for the expansion of
Newtownabbey’s role as a leisure outlet for the north and north west of the BMA.

Although Newtownabbey is already well located on the BMA’s transport network, the
Plan includes a number of major proposals that would further enhance the area’s
accessibility, as follows:
♦

the improvement of the rail services between Antrim and Belfast and between
Carrickfergus and Belfast;

♦

the development of QBC routes to/from Belfast city centre that would serve both
the Antrim and Carrickfergus corridors including the two district centres of
Glengormley and the Abbey Centre;

♦

the provision of formal park-and-ride facilities at Fortwilliam that would serve
both the Antrim and Carrickfergus corridors and informal park-and-ride facilities
at Ballyhenry, both supported by bus priority measures on the M2;

♦

the roll-out of a Route Management Strategy along the M2, A8, M5 and A2
comprising a series of measures that would improve the safety and efficiency of
the strategic network serving Newtownabbey;

♦

the widening of the M2 southbound between Sandyknowes and Greencastle with
improvements to Sandyknowes junction; and

♦

The construction of the Ballyclare Relief Road and the completion of the
Hightown Road. This will require developer contributions towards the funding of
these schemes.
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8.79

8.80

In line with wider Plan objectives to encourage greater use of public transport and
more walking and cycling, thereby reducing car dependency, a range of measures
are proposed:
♦

the development of an integrated network of Quality Walking Routes and cycle
routes including the provision of improved links to the bus/rail station; and

♦

improvements to local bus services including the QBC network and improved
frequencies on core local routes to Ballyclare.

The Plan proposes a number of measures aimed at improving the quality of the
urban environment in the Newtownabbey area. This includes proposals for traffic
calming on the non-strategic road network to, where appropriate, discourage traffic
from using local roads, improve road safety and reduce the impact of traffic.
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NORTH DOWN
Overview
8.81

North Down is focused on the town of Bangor. Bangor has long been a popular
leisure resort on the shores of Belfast Lough and experienced rapid population
growth in the latter half of the 20th century. Its attractive location and accessibility to
Belfast made it a popular destination for migration out from the city. Today the town
has a population in excess of 56,000 people and functions as a service centre and
seaside resort. Rapid suburban growth and a reliance on Belfast for a significant
portion of its employment base have resulted in the town being a significant dormitory
settlement for the city of Belfast. Recent developments, particularly at the waterfront,
have helped rejuvenate the town’s tourist and leisure functions. Further development
of local employment could be expected to reduce the need to commute outside the
area.

8.82

Bangor’s town centre is located on the southern edge of Bangor Bay. Its road
network has a clockwise one-way system that includes the main shopping streets:
Lower Main Street, Bridge Street and the western section of High Street. The oneway system simplifies traffic movement in the town centre but also makes vehicle
routing rather inflexible and, to some degree, increases the severance effect of the
town centre roads.

8.83

Emanating from this one-way system are a series of radial routes that link Bangor
with Crawfordsburn, Belfast, Holywood, Newtownards and Donaghadee. The main
strategic links are provided by the A2 to Belfast and the A21 running south from
Bangor to Newtownards. The A2 forms a southern orbital route, dual carriageway for
most of its length, consisting of Springhill Road and the West, South and East
Circular Roads. This route is a town bypass for strategic traffic but experiences
congestion during peak periods. An alternative to the orbital road is Rathgael Road
which links Belfast Road and Newtownards Road, south of the orbital road. The A2
serves as the main access of the population of North Down to the rest of the main
strategic transport network.

8.84

There are various types of car parking available in the town centre ranging from: free
on-street and surface parking; paid parking at surface; and private multi-story car
parks. On-street parking along Main Street, High Street and Central Avenue is free
although mostly limited to one hour. This mixture of car parking is a source of traffic
congestion. Motorists vie for free on-street parking, particularly along Main Street
and High Street and this kerbside space is also required by loading/unloading
vehicles.

8.85

Public transport provision in Bangor is focused upon the recently modernised bus/rail
interchange facility. The rail route between Bangor and Belfast has recently been
upgraded. There is also convenient parking to enable park-and-ride journeys to be
made. The railway station is well used and caters for over one million passenger
journeys a year. In terms of patronage it is the third busiest station in NI.

8.86

North Down also includes the important settlement of Holywood. Situated between
Bangor and Belfast on Belfast Lough, Holywood is a significant commuter settlement
and local service centre.

8-29

BELFAST METROPOLITAN TRANSPORT PLAN

The Plan Proposals
8.87

The Plan’s proposals for North Down are consistent with the overall objectives of
developing a modern, integrated transport system for the BMA that supports the
principles of sustainable development, with specific reference to the guidance in the
RDS on the role of Bangor.
Regional Development Strategy: Guidance on the Future Development of Bangor
The RDS has provided the following guidance/objectives for Bangor:

8.88

8.89

♦

to consolidate the role of Bangor as an attractive residential location and
important retail centre, and improve rail and road links to Belfast, boosting its
role as a commercial centre within the BMA;

♦

to recognise Bangor’s status as an important commuter settlement, while
accepting the need to widen the economic base as a means of reducing its role
as a dormitory town; and

♦

to enhance the leisure potential of Bangor as an attractive maritime resort on
Belfast Lough, focusing on the marina, revitalised seafront and town centre
shopping area.

The proposals included in the Plan which will specifically benefit Bangor are shown in
Figure 8.7 and include:
♦

those which will improve accessibility to Belfast and the rest of the BMA;

♦

those that will encourage greater use of public transport and more walking and
cycling and reduce the use of the car for local journeys in the Bangor area; and

♦

those which will maintain and enhance the urban environment and economic
vitality of Bangor, recognising its special characteristics as a tourist destination.

Each of these is summarised below.
Improving Accessibility

8.90

Although Bangor is already well served by the BMA’s transport network, the Plan
includes a number of major proposals that will further enhance Bangor’s accessibility,
as follows:
♦

the improvement of the rail service between Bangor and Belfast, which will also
benefit Holywood;

♦

the development of a QBC route to/from Belfast city centre, which will also
benefit Holywood – noting that bus priority measures would be focused on the
Belfast end of the route;

♦

the provision of park-and-ride facilities at Tillysburn/City Airport on the A2, which
will provide a further public transport option for travel to Belfast from the Bangor
area;
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Figure 8.7 - Proposals for Bangor
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♦

increasing in the long-term, the capacity of the park-and-ride facility at the
transport interchange in Bangor if the demand for park-and-ride increases. This
may include the conversion of the existing site to a multi-storey facility;

♦

the roll-out of a Route Management Strategy along the A2 comprising a series of
measures that will improve the safety and efficiency of the route between Bangor
and Belfast. Roads Service has implemented a number of safety measures on
this road including a vehicle activated sign on Coach Hill Bend;

♦

the widening of the A2 Sydenham Bypass which will improve wider accessibility
to Bangor from the strategic road network;

♦

improvements to the A55 Outer Ring Road around the south and east of Belfast
which will improve accessibility to Bangor from the southern parts of the BMA;

♦

the introduction of ITS including VMS in conjunction with parking provision; and

♦

improvements to junction capacity on the Bangor ring road to attract traffic that
might otherwise use local roads.

Reducing Car Use and Encouraging Use of Other Modes
8.91

In line with wider Plan objectives to encourage greater use of public transport and
more walking and cycling, thereby reducing car dependency, a range of measures
are proposed:
♦

the development of an integrated network of Quality Walking Routes and cycle
routes including the provision of improved links to the bus/rail stations at Bangor
and Holywood;

♦

improvements to local bus services with improved frequencies on core local
routes supported by the introduction of bus priority measures at key junctions
and in the town centre one-way system;

♦

the expansion of park-and-ride facilities at the bus/rail station; and

♦

the promotion of improved public transport services that link retail outlets on the
Bangor ring road and Bangor town centre.

Enhancement of Bangor Town Centre
8.92

The Plan proposes a number of measures aimed at improving the quality of the
urban environment in the town centre of Bangor as well as measures to support the
renaissance of the town centre and the continued success of the tourism industry.
The following measures are proposed:
♦

the Plan proposes to retain the existing one-way system but support it with
further traffic management measures that aim to reduce the overall impact of
traffic, including the severing effect of traffic in the town centre and harbour area,
while maintaining accessibility for all modes of transport. A range of measures
will be required and will be developed in detail but are expected to include:
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− the improvement of the Abbey Street/Dufferin Avenue/Castle Park Avenue/
Main Street junction with improved facilities for pedestrians;
− increased priority for pedestrians on Main Street and other parts of the oneway system;
− traffic calming of residential/access roads and local distributor roads as part of
the wider BMA traffic calming proposals; and
♦

the more effective management of town centre car parking to reduce the amount
of long-stay parking to maximise the use of short-stay spaces and if necessary
increase the number of park-and-ride spaces. However, no significant expansion
of the number of public and private car parking spaces available is proposed
unless essential to support new development. Parking requirements for new
developments will be in accordance with parking standards.
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9.

Key Topic Areas
INTRODUCTION

9.1

The BMTP has been developed as a comprehensive transport plan that seeks to
benefit all areas of the BMA and all users of the transport system. The previous
chapters have presented the Plan’s proposals from the perspective of different
modes of transport (Chapters 4-7) and different District Council areas (Chapter 8).
This chapter presents the Plan from a number of other perspectives in the form of
key topic areas, as follows:
♦

the impact of the Plan upon groups with particular needs;

♦

segregation;

♦

school travel;

♦

safety;

♦

Regional Gateways;

♦

maintenance;

♦

freight transport; and

♦

integration with other policies.

IMPACT UPON GROUPS WITH PARTICULAR NEEDS
9.2

9.3

This section summarises what the Plan would mean for specific groups of people
each with particular needs with respect to transport. These groups are:
♦

young people;

♦

older people;

♦

people with disabilities;

♦

people with dependants; and

♦

people in rural areas.

The BMTP is also subject to a full Equality Impact Assessment which is presented in
a supporting document. As with the RTS, which frames the BMTP, the Plan aims to
deliver benefits to all sections of the community on an equitable and needs-focused
basis. The following sub-sections are not intended to be comprehensive, but seek to
highlight the principal initiatives that will bring wide ranging benefits to the particular
groups concerned.

9-1

BELFAST METROPOLITAN TRANSPORT PLAN

Young People
9.4

Young people29 are among the most vulnerable road users and are also reliant upon
walking, cycling and public transport. Young people under the age of 18 form around
27%30 of the total population of NI and form a much higher proportion of the total
population than they do elsewhere in the UK.

9.5

The delivery of the Plan’s proposals is expected to bring significant benefits to young
people and children, in terms of improving travel safety and increasing travel
independence, as follows:

9.6

♦

the implementation of traffic calming in residential areas and on other parts of
the non-strategic highway network providing greater priority for pedestrians and
cyclists, reducing traffic speeds and reducing the amount of traffic passing
through residential areas;

♦

the implementation of Route Management Strategies on the strategic highway
network comprising measures that will provide for improved pedestrian and
cyclist safety;

♦

the implementation of walking and cycling network proposals will provide a safer
and more secure pedestrian and cycling environment;

♦

improvement of access to bus stops and railway stations – including the relocation of Jordanstown station to provide better access to the University of
Ulster at Jordanstown – to provide safer and more secure environments;

♦

proposals for significant improvements in public transport provision in the main
built-up areas of the BMA including QBCs and rapid transit;

♦

improvements to the quality and frequency of rail services; and

♦

improvements to interchange opportunities between public transport modes.

In addition, the extension of the pilot ‘Safer Routes to School’ initiative (discussed
below under school travel) – in conjunction with the measures outlined above – will
improve the environment in and around schools.
Further travel awareness
campaigns, aimed at influencing travel culture and promoting more sustainable
models of travel, are expected to feature elements specifically designed for young
people and to involve them through their schools.
Older People

9.7

29
30

Older people are an important and growing section of society in the BMA. The latest
census shows that 16% of the population of NI is aged over 65 years. The older
community encompasses people from all socio-economic groups and with different
levels of transport need and transport provision. Many older people are particularly
dependent upon public transport, noting that people over 65 are now able to benefit

Young people are defined as those under 18 years of age
NISRA, 2001 census
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from free travel on public transport through the Northern Ireland Concessionary
Fares Scheme.
9.8

As with young people they are among the most vulnerable road users and can be
expected to benefit from the range of measures aimed at increasing the safety of
pedestrians. They will also benefit from improved travel opportunities. Older people
will benefit from the same improvements as those listed for young people, above,
augmented by the following:
♦

the implementation of walking network proposals will provide a safer and more
secure pedestrian environment;

♦

improvement of access to bus stops and railway stations will provide safer and
more secure environments;

♦

the expansion of the current provision of community bus services in urban areas;

♦

the roll-out of improved public transport services in areas outside the main builtup area or Belfast, including innovative demand responsive transport in rural
areas; and

♦

the provision of new, accessible buses and trains.

People with Disabilities
9.9

In NI people with disabilities account for over 17% of the population: a higher level
than elsewhere in the UK. In recognition of the specific needs of people with
disabilities DRD has reviewed its Transport Programme for People with Disabilities
(TPPD) which provides financial assistance to, amongst others, Community Bus
Services and Shopmobility services and is in the process of preparing an Accessible
Transport Strategy for Northern Ireland to facilitate the co-ordination of planning and
provision for people with disabilities and older people.

9.10

As outlined in the RTS, building in accessibility for people with disabilities will be a
condition of public money being spent on all new public investment. It is noted that
certain groups of people with disabilities already benefit from the Northern Ireland
Concessionary Fares Scheme.
Work is progressing to extend the current
concessionary fare scheme to include more groups of people with disabilities31.

31

The Northern Ireland Concessionary Fares Scheme has been in operation since 1978 and currently offers free
travel on all public transport in Northern Ireland to:
♦
men and women aged 65 or over;
♦
those who are registered blind; and
♦
those in receipt of a War Disablement Pension.
Half fare travel is also offered to young people in full time education up to the end of the school year in which they
become 16.
An extension to the Scheme commencing on 1st April 2004 provides half fare travel to more groups of people with
disabilities in the following categories:
♦
those in receipt of either mobility component of Disability Living Allowance;
♦
those who are partially sighted;
♦
persons with learning disabilities; and
♦
those who have been refused driving licenses on medical grounds.
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9.11

The BMTP has been developed on the basis that the transport system should be
made accessible for all users – recognising that specific local measures for certain
groups will be provided through individual community transport schemes. The
proposals included in the Plan that will especially benefit people with disabilities are:
♦

the provision of a high quality pedestrian environment in the main urban centres
coupled with improvements to pedestrian facilities in residential areas as part of
traffic calming proposals, along main radial routes and improved access to bus
stops and railway stations. In particular this will include new or widened
footways, more dropped kerbs, crossing points, pedestrian refuges and other
measures to cater for people with mobility impairments;

♦

the provision of new, accessible buses and trains that conform to the latest
regulations governing public service vehicles and railway rolling stock;

♦

better enforcement of parking offences should help reduce illegal parking
blocking or hindering those with disabilities;

♦

the improvement of bus stops on QBCs and on rapid transit routes to ensure that
passengers with disabilities gain full advantage from low floor accessible buses
when getting on and off vehicles;

♦

proposals for significant improvements in public transport provision in the main
built-up areas of the BMA including QBCs and rapid transit;

♦

improvements to the quality and frequency of rail services;

♦

the expansion of the current provision of community bus services in urban areas;

♦

the roll-out of improved public transport services in areas outside the main builtup area or Belfast, including innovative demand responsive transport in rural
areas; and

♦

improving parking provision for Blue Badge holders in urban centres, including
additional parking bays.

People with Dependants
9.12

People with dependants are defined as those caring for others, including older,
younger or disabled dependants. This group represents a sizeable percentage of the
population with the 2001 census, for example, indicating that around one third of
households in the BMA include children. As described above, it is considered that
many of the measures proposed in the Plan will bring considerable benefits to those
people who may be dependent for care on others. These benefits will also accrue to
those caring for dependants, in particular:
♦

the implementation of walking network proposals will provide a safer and more
secure pedestrian environment that will benefit those caring for dependants;

♦

the provision of new, accessible buses and trains that conform to the latest
regulations governing public service vehicles and railway rolling stock will
particularly benefit those caring for older people or people with disabilities;
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♦

improvement of access to bus stops and railway stations will provide safer and
more secure environments and will benefit those caring for all types of
dependent persons;

♦

proposals for significant improvements in public transport provision including
QBCs, rapid transit and rail services will also benefit those caring for all types of
dependent persons – particularly those without access to a car;

♦

the expansion of the current provision of community bus services in urban areas
is expected to benefits those caring for older people or people with disabilities;
and

♦

the roll-out of improved public transport services in areas outside the main builtup area or Belfast, including innovative demand responsive transport in rural
areas, will benefit those caring for all types of dependants.

People in Rural Areas
9.13

Of the 650,000 population of the BMA less than 10% live in the rural areas. The
private car plays an important and dominant role in providing transport in the rural
areas and the rural parts of the BMA have among the highest car ownership rates in
the area. This is reflected by high levels of commuting to the main built up area of
Belfast. The high levels of car ownership and use do, though, mask pockets of low
car availability where access to the transport system and thereby to employment and
other facilities is restricted.

9.14

The Plan will benefit both groups. For those with access to a car and who commute
to the main built up area delivery of the Plan will offer new travel choices through
significant improvements to rail services, longer-distance bus services and park-andride facilities.

9.15

For those with limited car availability the Plan proposes a range of improvements to
public transport, as follows:

9.16

♦

improved rural bus frequencies including better interchange with long-distance
bus services and rail services;

♦

the continued roll-out of innovative demand responsive transport in rural areas
serving flexible routes, complemented by dial-a-bus services in certain key
centres and linked in with other fixed route bus services to enable interchange;

♦

integrated ticketing and real time information (on main routes) making multistage public transport journeys more attractive; and

♦

improved travel information that will enable rural dwellers to more easily identify
travel options.

For those with access to a car, the proposed improvement to the strategic highway
network and the improved maintenance of the strategic and non-strategic networks
will also be a significant benefit.
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SEGREGATION
9.17

Community divisions within the BMA represent an obstacle to the implementation
and success of the BMTP’s proposals, particularly in relation to providing public
transport services that serve areas where community divisions are most severe.
However, the transport proposals provide the opportunity to support wider initiatives
to reduce the divisions in society by improving access to employment, health and
leisure facilities, in particular:
♦

the proposals to significantly improve public transport will improve access to
employment and other opportunities for those without a car;

♦

proposals for traffic calming in residential areas will reduce the severing effect of
traffic on local communities; and

♦

improvements to walking and cycling facilities will reduce the severing effect of
existing transport infrastructure on local communities.

SCHOOL TRAVEL
9.18

Journeys to and from school form a significant proportion of travel made during
certain periods of the day. An increasing number of these journeys are made by car
and there are, in particular, problems in the morning peak when journeys to school
coincide with journeys to work. Given the limited flexibility in school start times,
problems of peak congestion often occur at specific locations in the vicinity of schools
for a very short period within the overall morning peak. This gives rise to concerns
over the safety of children travelling to school by foot or cycle and to negative
impacts of increased traffic on the residential areas surrounding schools, as well as
the inconvenience of congestion.

9.19

However, a large proportion of schoolchildren in the BMA travel to and from school
by bus or train, making use of either special school bus services or normal scheduled
bus and train services. Compared to other parts of the UK, the proportion of children
being driven to school is lower, though there is a great deal of variability across the
BMA depending upon local issues. However, there is a trend of increasing use of the
car by parents taking their children to school. This trend is, to an extent, driven by
concerns over the personal safety and personal security of school children which
discourage greater levels of walking and cycling and, in some instances, use of
public transport.

9.20

The proposals in the BMTP will serve to encourage greater levels of walking, cycling
and public transport use for journeys to and from school and will help to contain the
trend towards increased use of the car. The following key proposals are noted:
♦

the comprehensive implementation of traffic calming measures across the BMA.
Traffic calming measures will reduce traffic speeds and highway capacity and
discourage traffic from using roads in residential areas for anything other than
access/egress. They will also provide greater priority for pedestrians and
cyclists. The detailed design of calming measures would need to reflect the
specific characteristics of local areas taking into account the particular needs of
schools and will, ideally, be tied to the development of school travel plans as part
of the Safer Routes to School initiative (see below). The measures will serve to
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discourage car use in locations where walking and cycling are realistic
alternatives and for short journeys such as trips to and from school this is
expected to encourage greater levels of walking and cycling;
♦

the implementation of high quality walking and cycling routes across the BMA.
The walking and cycle route proposals are focused in corridors which have the
greatest potential for increasing the levels of levels of walking and cycling. They
are not necessarily aimed at providing for school journeys since they serve major
corridors or movement which will not always match the patterns of movement
from homes to schools. Nevertheless, the extensive networks are expected to
encourage greater levels of walking and cycling to school. The walking and
cycling proposals will, however, also provide for safer and quicker access to bus
stops and rail stations and will thereby encourage greater use of public transport
for school journeys.

♦

the enhancement of public transport
The significant improvement to buses and trains, as well as the proposed
implementation of a rapid transit scheme, will serve to encourage greater use of
public transport for school journeys. School bus services will also benefit from
the provision of bus priority measures; and

♦
9.21

the expansion of the Safer Routes to School initiative (see panel).

It is also noted that the Plan’s wider proposals to reduce car dependency for all
journey purposes can be expected to impact upon school travel. A great many
school journeys are made as part of escort trips – those that entail dropping a
passenger off at one location while the car driver is on the way to another
destination. Encouraging the person making the escort trip to travel by a mode other
than car can therefore be expected to influence the mode of travel of the passenger.
The Safer Routes to School Initiative
A NI School Travel Advisory Group is taking forward a series of ‘Safer Routes to
School’ pilot projects. The aim of the pilot projects is to encourage greater use of
more sustainable forms of school journeys (e.g. walking, cycling and public
transport), improve the road safety environment for young people, and also reduce
traffic congestion at particular times of day.
In 2001 Roads Service commenced a study to develop School Travel Plans at nine
schools throughout NI. Three of these schools are within the BMA – St. Joseph’s
College, Ravenhill Road; Wallace High School, Lisburn; and Oakwood Integrated
Primary School, Dunmurry – and the expectation is that a package of appropriate
measures will initially be implemented at these schools before being rolled out at
other schools over the Plan period.
SAFETY

9.22

Making travel safer is a key aim of the Plan. As discussed in Chapter 1, NI has a
poor road safety record and reducing the number of deaths and injuries from
collisions is one of the highest priorities for government. Although the number of
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personal injury accidents on the BMA’s transport network is lower than that in other
parts of the region (compared on a per head basis) improving safety is also a key
objective for the BMTP.
9.23

As set out in the NI Road Safety Strategy (DoE, 2002) improving road safety
comprises three elements: engineering solutions to reduce the likelihood and severity
of collisions; improving driver behaviour and awareness of risks; and enforcement.
The BMTP supports the objectives and wider initiatives contained in the NI Road
Safety Strategy by including a range of proposals that will contribute significantly to
reducing the likelihood and severity of road traffic collisions, as follows:
♦

significant enhancements to the strategic highway network including major
capacity enhancements at key locations and the roll-out of Route Management
Strategies (see Chapter 6) aimed specifically at providing a safer road network
and reducing conflicts between local and strategic traffic and between road
vehicles and pedestrians and cyclists;

♦

traffic management measures on the non-strategic highway network with
particular emphasis on traffic calming to reduce the speed and volume of traffic
in residential areas and town and city centres and providing greater priority for
pedestrians and cyclists. Often in residential areas these measures are
combined to create what are termed ‘Home Zones’ and are supported by 20 mph
speed limits;

♦

the implementation of Collision Remedial measures at targeted locations as part
of Roads Service’s ongoing programme to reduce road casualties;

♦

the implementation of high quality walking and cycling routes across the BMA
which will reduce conflicts between pedestrians, cyclists and road vehicles and
make walking and cycling safer. The walking and cycling proposals will also
provide for safer and quicker access to bus stops and rail stations;

♦

the improvement to buses and trains, as well as the proposed implementation of
a rapid transit scheme, will serve to encourage greater use of public transport,
which is significantly safer than travel by private car;

♦

the roll-out of the Safer Routes to School initiative;

♦

the continuing roll-out of Intelligent Transport Systems solutions (see Chapter 7)
aimed specifically at alerting travellers of potential hazards and enabling more
active safety enforcement. Such measures include Variable Message Signs and
safety cameras; and

♦

the implementation of campaigns and proposals focused on changing travel
attitudes.

9.24

The BMTP further recognises and endorses the significant investment outlined in the
RTS for maintenance, discussed below. Such maintenance is recognised as playing
an important role in ensuring the quality of the transport infrastructure and thus
reducing both the number and severity of accidents.

9.25

The Plan fully endorses and supports the ongoing partnerships between the DRD,
DOE and PSNI, amongst others, to improve safety within the BMA.
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REGIONAL GATEWAYS
9.26

The Plan’s proposals will significantly enhance access to the Regional Gateways of
the Port of Belfast and Belfast City Airport. Additionally, although outside the BMA,
the proposals will improve access to the Regional Gateways of the Port of Larne and
Belfast International Airport. The following key elements are emphasised:
♦

the proposed highway schemes on the M1, Westlink and M2 will improve the
strategic highway network that forms part of the RSTN’s Eastern Seaboard
Corridor and provides access to the Ports of Belfast and Larne as well as Belfast
International Airport;

♦

the proposed widening of the A2 Sydenham bypass and a new rail station at
Tillysburn will improve accessibility to Belfast City Airport. In the longer term the
introduction of rapid transit could also provide improved access to the airport;

♦

the proposed demand management scheme on the M1 and Westlink will benefit
HGV access to and egress from the Port of Belfast;

♦

provision of additional bus priority on the M2 will benefit the existing airport bus
services between Belfast and Belfast International Airport. In the longer term the
retention of the option to re-use the Antrim-Knockmore rail route could enable
rail services to be provided to Belfast International Airport providing a robust
financial and economic case can be made.

MAINTENANCE
9.27

The RTS allocates a significant proportion of future transport investment in
addressing the maintenance backlog on both the highway and public transport
networks.

9.28

The funding identified under “other RTS initiatives” in Table 3.1 in Chapter 3 identifies
a number of areas where the BMA’s transport system will benefit from improved
maintenance, as follows:
♦

the bus replacement programme that will ensure that the average age of the
Translink bus and coach fleet is reduced;

♦

the upgrading of rail infrastructure and the replacement of railway rolling stock
with new units;

♦

ongoing funding for the structural maintenance of the highway network
comprising resurfacing, strengthening or reconstruction, surface dressing,
patching and improvements to structural drainage;

♦

routine maintenance of roads and footways;

♦

maintenance of car parks;

♦

strengthening of bridge infrastructure to accommodate heavier vehicles; and

♦

new street lighting including upgrading of old systems.
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9.29

The BMTP proposals build upon the initiatives set out in the RTS by seeking to
maximise the value of this investment, as follows:
♦

by maximising potential rail demand through proposals for new stations,
enhanced frequencies and better integration with other transport modes;

♦

maximising the use of the BMA’s strategic highway network; and

♦

maximising the use of the bus network through QBC and rapid transit proposals.

FREIGHT
9.30

The movement of goods to, from and within the BMA is a fundamental element of the
economy of the area and the wider region. It is estimated that, annually, around 18
million tonnes of freight is transported to, from and within Belfast. The vast majority
of these freight movements are by road and it is estimated that there are around 1.3
million goods vehicle movements made in the BMA each year. Significantly, it is
estimated that around 70% of the total freight carried in the BMA passes through the
Port of Belfast.

9.31

The Plan proposes a range of measures that will benefit freight transport, building
upon the wider commitment of the RTS to improve the region’s strategic highway
network, as follows:
♦

significant improvements to the BMA’s strategic highway network with particular
emphasis on relieving existing bottlenecks and providing for better access to
Regional Gateways and Major Employment Locations;

♦

provision of route management on the strategic highway network to improve
journey reliability, including proposals for a demand management scheme on the
M1-Westlink which will assist journeys to and from the Port of Belfast; and

♦

development of traffic management measures and parking controls for Belfast
city centre that recognise the need for loading and unloading in servicing
commercial and retail premises.

INTEGRATION WITH OTHER POLICIES
9.32

32

The Current Programme for Government32, sets out the priority areas for the
Northern Ireland Executive as:
♦

Growing as a Community;

♦

Working for a Healthier People;

♦

Investing in Education and Skills;

♦

Securing a Competitive Economy; and

♦

Developing North/South, East/West and International Relations.

Programme for Government, Northern Ireland Executive, March 2002.
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9.33

9.34

The Programme for Government also includes Public Service Agreements (PSAs) for
each Government Department. The PSAs are intended to:
♦

support the delivery of the Executive’s priorities and commitments;

♦

set out each Department’s overall aim, objectives, associated budget allocations
and key targets; and thus;

♦

seek to link funding to achievement of agreed outputs and outcomes.

Implementation of the Plan’s proposals will contribute to the Programme for
Government through its integration via the RTS and the RDS and will also contribute
directly to each of the Executive’s five priority areas. For example:

(i) Growing as a Community
♦

the enhancement of public transport and initiatives such as those that make
it easier to walk and cycle will improve accessibility and so help target social
need and increase social inclusion;

♦

communities across the BMA will benefit from new accessible buses, new
and improved public transport services and from the enhancements to
walking and cycling facilities. In addition, communities within the main builtup area of Belfast will benefit from QBCs, commencement of a rapid transit
network and bus priority measures. Rural communities in the BMA will gain
from demand responsive transport services and improved fixed route public
transport services;

♦

traffic calming measures and improved pedestrian infrastructure will all
serve to reduce community severance for many people in urban areas and
improve local road safety, especially for younger and older people;

♦

the implementation of the Plan will realise significant beneficial impacts in
terms of mobility and access to shops, recreational opportunities, and other
facilities. These impacts will be as a result of public transport services that
will offer greater comfort and an increased feeling of safety, will be more
accessible to disabled people, give greater penetration in many areas and
easier interchange between different transport modes; and

♦

the Plan will be subject to an Equality Impact Assessment. This will identify
any differential impacts on the groupings listed in Section 75 of the Northern
Ireland Act (1998). The implementation of the Plan will reduce inequalities
in society by improving accessibility for, amongst others, people with
disabilities, people without access to a car, older people and people living in
rural areas.

Such initiatives will support the policies of the following Government
Departments whose PSA targets are related to the ‘Growing as a Community’
priority: Office of the First Minister and Deputy First Minister (OFMDFM),
Department of Culture, Arts and Leisure (DCAL), Department for Social
Development (DSD) and, to a lesser extent or more indirectly, Department of
Health, Social Services and Public Safety (DHSSPS) and Department of
Agriculture and Rural Development (DARD).
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(ii) Working for a Healthier People
Implementation of the Plan will support wider government initiatives to improve
health. The Plan will contribute in the following areas:
♦

air pollution – the Plan will assist in controlling air pollution within the BMA;

♦

road traffic injuries – the implementation of the Plan is expected to reduce
road collisions through traffic calming measures, better facilities for
pedestrian and cyclists, traffic reduction due to transfer to public transport,
and improvements to the strategic highway network;

♦

physical activity – improvements in cycling and walking infrastructure and
people switching from car to public transport would result in many people
undertaking sufficient exercise for them to obtain significant fitness benefits;
and

♦

noise – the overall effect of the implementation of the Plan would be to
reduce noise levels in residential areas and in the main urban centres.

Such initiatives will support the policies of the following Government
Departments whose PSA targets are related to the ‘Working for a Healthier
People’ priority: DHSSPS, Department of the Environment (DOE) and, to a
lesser extent or more indirectly, DCAL and OFMDFM.
As part of the analysis of the RTS a Pilot Health Impact Assessment (HIA) was
undertaken. This confirmed that the RTS would have positive and significant
health benefits overall. It lent support for the adoption of additional measures
which would reduce noise levels, improve local air quality, lead to an increase in
physical activity and would realise additional benefits in terms of mobility and
access.
The BMTP has been developed in accordance with the framework and
principles espoused by the RTS. In addition, the GOMMMS analysis carried out
for the BMTP proposals, which has a strong correlation with the HIA process,
confirms the BMTP also offers positive health benefits overall.

(iii) Investing in Education and Skills
♦

initiatives that enhance public transport and that makes it easier to walk and
cycle will assist and support socially excluded people to access education
and training opportunities and, thereby, to enter or return to the jobs market.
These initiatives, along with the proposed highway improvements, will also
improve access to a wide range of educational facilities.

Such initiatives will support the policies of the following Government
Departments whose PSA targets are related to the ‘Investing in Education and
Skills’ priority: Department of Employment and Learning (DEL), DCAL,
Department of Education (DE) and, to a lesser extent or more indirectly,
Department of Enterprise, Trade and Investment (DETI), Department of Finance
and Personnel (DFP) and OFMDFM.

9-14

BELFAST METROPOLITAN TRANSPORT PLAN

(iv) Securing a Competitive Economy
♦

improvements to the BMA’s strategic highway network will offer significant
economic benefits resulting from journey time reductions;

♦

improvements to road and public transport networks will also offer benefits in
terms of facilitating the movement of people and goods, attracting inward
investment and increasing Northern Ireland’s attractiveness to visitors,
including business travellers and tourists;

♦

the Plan supports the development of Major Employment Locations (MELs)
and major regeneration sites;

♦

the Plan also supports the regeneration of the rural economy by providing
improved public transport services to the rural areas of the BMA;

♦

the Plan supports the economic competitiveness of the BMA by providing
enhanced links to the Regional Gateways of Belfast City Airport and the Port
of Belfast; and

♦

the Plan supports the regeneration and renaissance of Belfast City Centre as
the vibrant heart of the NI region by significantly improving public transport
access.

Such initiatives will support the policies of the following Government Departments
whose PSA targets are related to the ‘Securing a Competitive Economy’ priority:
DRF, DETI, DOE, DARD and, to lesser extent or more directly, DCAL, DFP and
OFMDFM.

(v) Developing North/South, East/West and International Relations
♦

the increased standard of the highway network within the BMA in terms of
improved roads infrastructure will offer benefits in terms of presenting a
positive international image of Northern Ireland and reducing its perceived
peripherality on the edge of Europe;

♦

the major improvements to highway infrastructure in the BMA on the M1, M2
and Westlink as part of the Eastern Seaboard Corridor between Larne and
the border with the Republic of Ireland will be in harmony with the priority
given to the route between Dublin and the border in the National
Development Plan for the Republic of Ireland. This corridor is of strategic
importance within the wider European context as it has been designated as
part of a Trans European Network route;

Such initiatives will support the policies of the following Government Departments
whose PSA targets are related to the ‘Developing North/.South and East/West
and International Relations’ priority: OFMDFM, DCAL, DETI and, more directly,
DFP.
9.35

The Plan also strongly supports a range of other Government policies and objectives
described within the Public Service Agreements of the other Departments. The
Appraisal Summary Table in Annex C records these impacts under the ‘Other
Government Policies’ Integration sub-objective.
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10. Implementation Programme
INTRODUCTION
10.1

Part C discusses the implementation of the Plan and outlines proposals for targets,
monitoring and review.

10.2

This chapter identifies the indicative programme for implementing the 2015 BMTP as
described in the preceding sections should finance be made available. In
developing an implementation programme consideration has been given to the
various stages of planning, appraisal, consultation, design and statutory procedures
through which many of the major schemes identified in the Plan will need to pass
before construction can begin. The programme development has also taken into
account the many linkages between schemes, recognising that in delivering an
integrated and complementary transport system the success of many schemes is
contingent upon others being implemented. Equally, there is recognition of the
urgency of starting to deliver transport improvements as soon as is practicable.
THE PROGRAMME

10.3

10.4

The BMTP programme is presented in Table 10.1 according to projected capital and
revenue expenditure on the transport schemes included in the 2015 Plan (as set out
in Table 3.1) in the following periods:
♦

the period up to 2008/9 as equivalent to the first half of the BMTP 2015 Plan
period; and

♦

the seven years 2009/10 – 2015 as equivalent to the second half of the BMTP
Plan period.

All costs are estimated and are expressed in 2001/02 prices. Costs estimated as
part of the planning process will be refined to a more accurate level as schemes pass
through the detailed design stage.
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Table 10.1 – BMTP Indicative Implementation Programme
Expenditure to
2008/9 (£M)33

Expenditure
2009/10-2015
(£M) 34

Total
Expenditure
(£M)35

Facilities for walking and cycling

10.7

25.0

35.7

Radial QBCs

35.1

24.4

59.5

Orbital Bus Routes

1.9

7.2

9.0

Demand Responsive Transport

0.6

1.9

2.5

Other Local and Longer Distance
Buses

4.0

1.9

5.9

Urban Community Transport

3.0

4.1

7.1

Bus Priority on the Strategic Road
Network

0.3

0.8

1.1

Taxi Services

0.4

0.0

0.4

Rapid transit36

6.2

95.0

101.2

New and improved rail stations

0.1

12.8

13.0

Rail service frequency and service
pattern changes

28.1

19.4

47.5

Rail-based park-and-ride

2.6

0.1

2.7

Bus/rapid transit based park-and-ride

20.5

7.2

27.6

Strategic Network Capacity
Enhancements

41.0

110.9

151.9

Local Road Schemes

12.2

72.4

84.6

Strategic Network Traffic Management

0.2

24.6

24.8

Local Network Traffic Management

39.3

64.7

104.0

Intelligent Transport Systems (ITS)

1.3

20.5

21.8

Parking Measures

0.3

1.9

2.2

Park-and-share

0.2

0.3

0.5

Congestion Charging

0.0

0.2

0.2

Changing Travel Attitudes

1.5

2.0

3.5

Sub-Total BMTP Proposals

209.6

497.2

706.7

Bus Revenue Support

78.2

75.4

153.6

Bus Replacement Programme

33.8

28.4

62.3

Rail Revenue Support

84.7

81.6

166.3

Scheme

33

Expenditure to 2008/9 includes expenditure from 2002/3 as identified in the RTS and funding availability is
subject to normal budgetary processes
34
Funding availability subject to normal budgetary processes
35
Capital Expenditure includes an allowance for Optimism Bias
36
Includes costs for detailed planning of WWAY, Super Route and CITI-Route in 2009/10-2015.
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Expenditure to
2008/9 (£M)

Expenditure
2009/10-2015
(£M)

Total
Expenditure
(£M)37

Railways Task Force Consolidation

113.7

0.0

113.7

Railways Capital and Rolling Stock
grants

34.4

25.0

59.4

New Train Sets

22.9

0.0

22.9

Highway Maintenance

306.9

296.0

602.9

Bridge Strengthening

3.1

3.0

6.0

Car Parking Capital Programme

2.8

2.7

5.6

Street Lighting Capital Programme

3.6

3.5

7.1

Research, Monitoring and Review

3.4

3.3

6.7

Sub-Total other RTS initiatives

687.6

519.0

1206.5

TOTAL

897.2

1016.1

1913.2

Scheme

Summary
10.5

Figure 10.1 presents a more aggregate summary of the proposed programme
identifying the projected expenditure on the schemes included in the 2015 BMTP by
mode. The level of expenditure will be subject to detailed scheme appraisal, funding
availability and statutory processes.
Figure 10.1 – Summary of Proposed Expenditure by Transport Mode
1200.0

Expenditure (£M)

1000.0

Walking and Cycling
Public Transport
Highway
Management
Other

800.0

600.0

400.0

200.0
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37

2009/10 - 2015/16

Capital Expenditure includes an allowance for Optimism Bias
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11. Outcomes, Targets, Monitoring and Review
INTRODUCTION
11.1

The implementation of the Plan over the coming years will start to bring significant
benefits to users of the BMA’s transport system alongside a wide range of other
benefits: to the environment; to the economy; to road safety; and to the quality of life
in both urban and rural areas. In tandem with BMAP it will also support wider policy
initiatives for the sustainable economic and social development of the BMA. This
Chapter presents a description of the expected outcomes of the Plan and outlines the
process by which the Plan’s implementation will be monitored and reviewed.
HEADLINE OUTCOMES

11.2

A number of key outcomes for the 2015 Plan are listed in Table 11.1. These
outcomes are closely linked to the BMTP objectives, as outlined in Chapter 2. The
table compares the projected performance of the Plan in 201538 against a benchmark
of the situation in 200139. For ease of comparison the performance of the 2015
BMTP is expressed as a percentage change from the benchmark.
Performance against GOMMMS objectives

11.3

An Appraisal Summary Table (AST)40 is provided in Annex C which records the
benefits and disbenefits of the Plan (relative to a 2015 Reference Case that assumes
that the Plan’s proposals are not implemented41) against the GOMMMS overarching
objectives.
Supporting Analyses

11.4

In addition, supporting analyses have been undertaken providing assessments of:
distribution and equity impacts including the key requirement to support wider New
Targeting Social Need (TSN) initiatives; affordability and financial sustainability; and
practicality and public acceptability. These are presented in Annex D.

38

The projected impact of the Plan on travel demands and transport network flows has been estimated using a
computer-based transport model of the BMA. The model enables estimates of the impact of improvements to the
transport system on travel patterns and the level of use of different types of transport mode to be made. It is also
able to incorporate assumptions about the changes in the level and location of population, land use and car
ownership that are expected over the coming years.
39
2001 has been employed to represent the current situation – as part of the BMTP process which commenced
in 2001 a full set of data was assembled for travel demands and network performance in 2001. Subsequent
monitoring of the Plan is expected to enable this benchmark to be updated.
40
An Appraisal Summary Table (AST) is the GOMMMS-recommended means of reporting the extent to which a
transport plan (or strategy) achieves the government’s overarching objectives for transport and is a required
output of the multi-modal approach to Plan development.
41
The Reference Case is the without-Plan scenario and is employed as a comparator against which to assess
estimated BMTP impacts. It is different to the Reference Case employed in the RTS. Certain of the RTS
proposals are already being implemented and are therefore included in the BMTP Reference Case – for example
the investment in new rolling stock, retention of the rail network, bus replacement programme and road
maintenance programme.
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Table 11.1 – Key Outcome Indicators
Objective

Environment

Description

BMTP 2015 %
change from 2001
Current Situation
benchmark

Nitrogen Oxides emitted by road traffic*

-52%

Carbon Dioxide emitted by road traffic*

20%

Safety

Number of personal injury accidents per annum*

-17%

Economy

Average weekday morning peak period speeds on the
BMA’s strategic road network

-1%

Average weekday morning peak period speeds on the
entire BMA road network*

-7%

Rail – average weekday morning peak period services
in terms of train kilometres operated*

69%

Rail – average weekday morning peak period services
in terms of patronage*

67%

Citybus – average weekday morning peak period
services in terms of bus kilometres*

72%

Citybus – average weekday morning peak period
services in terms of patronage

44%

Bus and rapid transit – average weekday morning peak
period services in terms of vehicle kilometres operated*

14%

Bus and rapid transit – average weekday morning peak
period services in terms of patronage

28%

Rural Demand Responsive Bus Services in terms of
vehicle journeys undertaken*

100%

Accessibility

* indicates that this indicator is equivalent to an RTS outcome indicator

11.5

The following sub-sections summarise the performance of the Plan against each of
the overarching objectives by comparing the 2015 Plan against the existing situation.
♦

Environment
− Nitrogen Oxides – a large decrease is forecast between 2001 and 2015 due
to the very significant improvement in fuel technology, engine efficiency and
exhaust controls: these improvements more than offset any increases due to
traffic growth.
− Carbon Dioxide – emissions are forecast to increase relative to 2001 due to
the growth in traffic between 2001 and 2015 outweighing improvements to
fuel and engine efficiency. However, relative to a 2015 Reference Case the
Plan is forecast to result in a slight decrease in the level of emissions.

♦

Safety
− The Plan is forecast to significantly reduce the number of personal injury
accidents through the widespread implementation of traffic calming and
Collision Remedial measures. These are expected to reduce the number and
severity of accidents by reducing traffic speeds and bringing about changes in
attitudes to driving. In addition, traffic calming measures help to divert traffic
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onto more suitable strategic routes, further reducing the likelihood of
accidents. Similar schemes in the UK have led to average decreases in
speed of 9 mph and reductions in accident frequency of 60%42. These figures
have been calculated for accident savings attributable to the BMTP proposals
and do not take account of other savings expected to be delivered through NIwide safety initiatives.
♦

Economy
− Speeds on the BMA’s strategic highway network are forecast to reduce
slightly comparing the 2015 Plan against the 2001 benchmark. This
represents the combined impact of traffic growth and the effect of traffic
management measures on the non-strategic network that result in diversion
of traffic to the strategic network. Speeds on the strategic network are
forecast to increase slightly, comparing the 2015 Plan with the 2015
Reference Case;
− Comparing speeds on the entire BMA highway network shows that speeds in
the 2015 Plan are also lower than those in the 2001 benchmark. This
represents the net effect of traffic calming measures, which slow traffic down,
and the effect of the reallocation of roadspace to public transport (in the form
of bus priority, walking and cycling).

♦

Accessibility
− Rail services – the net effect of the Plan proposals is to significantly increase
train kilometres on the Belfast commuter rail network. This represents the
effect of the proposed frequency enhancements.
− Rail passengers – the Plan is forecast to very significantly increase the
number of rail passengers comparing the 2015 Plan with 2001. A significant
proportion of this increase is due to the impact of the introduction of new
trains.
− Citybus, bus and rapid transit services – the combined effect of the
introduction of QBCs with enhanced service frequencies, park-and-ride
services and the proposed commencement of the rapid transit network would
significantly increase services relative to both the current situation and the
2015 Reference case.
− Citybus, bus and rapid transit patronage – the combined effect of the
introduction of QBCs, park-and-ride and the proposed commencement of the
rapid transit network would increase patronage relative to existing levels.
− Rural demand responsive bus services in the BMA would experience a large
increase in bus kilometres provided.

42

TRL Project Report 215 – Review of Traffic Calming Schemes in 20 mph zones, 1996
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TARGETS
11.6

To monitor the implementation of the Plan the outcomes listed in Table 11.1 have
been converted into targets that, when implemented, the Plan is expected to achieve.
These targets have been augmented by additional targets drawn from wider strategy
documents.

11.7

For the targets to be of any value in measuring Plan performance reliable data must
be collected. In certain instances information is already collected as part of various
on-going data collection programmes. In other cases new regular data collection
programmes will need to be initiated.
REVIEW

11.8

As with any Plan there will be a need to undertake periodic reviews. Changes in the
economic, social, legal and political environment may necessitate modifications to
Plan contents and priorities. The success of the implemented initiatives will dictate
the extent of their future roll-out. The monitoring of Plan delivery and outcomes may
suggest that modifications are required to maximise its effectiveness in delivering a
modern integrated transport system.

11.9

It is envisaged that the Plan is reviewed as a minimum at five-yearly intervals, with
intermediate reviews of individual elements of the Plan undertaken as required.
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Table 11.2 – Targets
Objective
Economy – improve
the efficiency of the
transport system

Indicator

Target

Monitoring

1. Morning peak traffic
speeds on the BMA’s
strategic road network

No more than 1%
slower than in 2001

Rolling programme of
travel time surveys on
selected routes

2. Morning peak bus speeds
in the BMA’s road network
on main radial routes

15% increase in bus
speeds compared to
2001

Rolling programme of
bus travel time surveys
on main radial bus
routes

Sustainability –
reduction in car
dependency on
increase in use of
non-car modes

3. Car mode share of
motorised journeys
crossing a Belfast City
Centre cordon

Reduce to 54% by
2015 compared to
60% in 2001

Annual cordon survey
on Belfast City Centre
and Inner City Cordons

Sustainability –
increase in public
transport use

4. Number of public transport
trips made by bus, rail and
rapid transit in the BMA

Morning peak
% change from 2001

Translink ticket sales
information

Sustainability –
increase in walking
and cycling

5. Number of walking and
cycling trips crossing a
Belfast City Centre cordon
and the Inner City Cordon

Walking +20% for
journeys less than 2
miles (by 2012)

Safety

6. Number of personal injury
accidents on roads in the
BMA

Contribution to the
reduction in the
number of personal
injury accidents by
one third from 2001 by
201244

Accident statistics
collected by PSNI and
monitored by Roads
Service

Environment –
reduction in
emissions from
traffic

7. Emissions of Nitrogen
Oxides from road traffic

Targets to be defined
as part of Local Air
Quality Management
Area (LAQMA) action
plans

Monitoring of emissions
at selected sites is part
of LAQMA’s

Accessibility

9. Access to the public
transport system, % of
households in the BMA
within 10 minutes walk of a
bus service

Increase relative to
2001

Translink GIS of bus
service provision

43
44

8.

Emissions of particulates
from road traffic

NI Walking Strategy and Cycling Strategy targets
NI Road Safety Strategy 2002-2012, DoE, 2002
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Bus
Rail

+28%
+67%
Annual cordon survey
on Belfast City Centre
and Inner City cordons

Cycling +300% from
2000 base43
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Annex A – Summary of Core BMTP Objectives
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Ensuring effective
protection of the
environment

A compact Metropolitan
Area with a protected
environmental setting and
an enhanced quality of
urban environment

441 1211
6836-T.552 Annex.doc

BMAP Guiding
Principles

RDS Strategic
Objectives & Outcomes
for the BMA
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Safety – to improve
safety

BMTP Core
Transportation
Objectives

3. Improve safety and
security in BMA

2. Improve health in the
BMA

1. Protect BMA’s natural
and built environments

A-1

Environmental Impact
– to protect the built and
natural environment

To provide better
protection for the
environment

National & RTS
Overarching
Objectives

BMTP Sub-Objectives

Sustain biodiversity and protect areas
designated for their scientific interest;
Safeguard the archaeological resource,
buildings and areas of special architectural or
historic interest;
Protect water quality.
Encourage journeys by acceptable alternatives
to the car.

•
•

•
•

Reduce the number of road accidents;
Improve the security of journeys, particularly
those made by walking, cycling and public
transport.

•
•

Implement transport schemes and measures
which:

Reduce energy consumption and the emission
of greenhouse gases;

•

Develop a transport system which takes account of
the need to:

Reduce the impact of traffic, particularly in city
centres, town centres and villages.

Table A.1 – Summary of Core BMTP Objectives
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A revitalised metropolitan
area maintaining a
polycentric pattern of
development focused on
existing local centres and
with a strong emphasis on
continuing physical
renewal and ‘brownfield’
housing, within the
existing urban area, to
support and sustain
existing communities

An important
complementary role for
the boroughs of Bangor,
Carrickfergus and Lisburn,
maintaining their
distinctive town identities,
and for the suburban
districts of Castlereagh
and Newtownabbey.

Promoting effective
participation

Promoting equality of
opportunity and social
progress for the
benefit of the whole
community

Facilitating
sustainable economic
growth

A reinforced role of BMA
as regional capital and
focus of administration,
commerce, specialised
services and cultural
amenities

A stronger role for Belfast
as an international city

BMAP Guiding
Principles

Accessibility – to
improve access to
facilities for those
without a car and
reduce severance

To develop a more
inclusive society

A-2

Assist communities close to town/city centres,
adjacent to main arterial routes and areas of social
disadvantage by reducing the impact of traffic,
severance, and commuter parking.

Improve travel choices and access to employment,
community facilities and services, particularly in
areas of social disadvantage and those with
particular needs.

6. Help promote a more
inclusive society in the
BMA

other major employment, service and retail
locations.

•

Improve access to the main transport network.

city centres, town centres and villages;

•

Improve and optimise the efficiency of the transport
system and in particular cater for journeys by
people, goods and services on the Metropolitan
Transport corridors (MTCs) to:

BMTP Sub-Objectives

5. Improve access to
Regional Gateways and
Tourist locations in BMA
and its hinterland

4. Support Sustainable
Economic Growth in the
BMA

To promote a strong
economy and increase
prosperity
Economy – to support
sustainable economic
activity and get good
valve for money

BMTP Core
Transportation
Objectives

National & RTS
Overarching
Objectives

Table A.1 – Summary of Core BMTP Objectives (Contd.)
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The development of a
modern integrated and
inclusive transport system

The location of new
development to reinforce
better integration between
land use and
transportation

The regeneration of areas
of social need

RDS Strategic
Objectives & Outcomes
for the BMA

Promoting an
integrated approach
between
transportation and
land use

Integration – to ensure
that all decisions are
taken in the context of
Government’s
integrated transport
policy

National & RTS
Overarching
Objectives
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8. Improve integration
between transport
modes, land use and
other Government
Policies

7. Support the
revitalisation of BMA’s
urban areas

BMTP Core
Transportation
Objectives

BMTP Sub-Objectives

Consistency with Regional Development
Strategy (RDS);
Consistency with Regional Transportation
Strategy (RTS);
Consistency with Planning Policy Statements,
in particular PPS 13 Transportation and Land
Use;
Ensure BMTP proposals integrate and support
BMAP’s emerging Development Strategy;
Improve interchange between modes for
passengers and freight.

•
•

•
•

Supports the Programme for Government
(PfG);

•

•

Develop a transport system which supports and is
consistent with policies for transportation, land use,
education, health and employment creation, in
particular:

Improve access to principal housing regeneration
locations particularly areas of social disadvantage.

Table A.1 – Summary of Core BMTP Objectives (Contd.)

BMAP Guiding
Principles
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Annex B – Summary of Scheme Proposals
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Table B.1 – Schemes listed in existing Local and Area Plans which are proposed in
BMTP
Ref No

Area Plan

Description

Action

A8

BUAP

Knock Road Widening Upper
Newtownards Road – Police HQ

Retain

A9

BUAP

Knock Road Widening Police HQ –
Sandown Road

Retain

A14(1)

BUAP

Blacks Rd / Upper Malone Link

Retain

B11

BUAP

Annadale Embankment

Retain

B15

BUAP

Connsbank Link / Harbour Estate

Retain

C7

BUAP

Bankmore Street

Retain

D1(8)

BUAP

M1 Donegall Rd / Broadway

Retain

D1(9)

BUAP

Westlink / Grosvenor Rd

Retain

E5(2)

BUAP

Holywood Arches Bypass

Retain

E14(1)

BUAP

Comber Route(1)

Retain

E14(2)

BUAP

Comber Route(2)

Retain

E14(3)

BUAP

Ballybeen to Quarry Corner (Comber
Route 3)

Retain

E40

BUAP

Sydenham Bypass

Retain

N3(1)

BUAP

Shore Road, Jordanstown to Silverstream

Retain

N3(2)

BUAP

Shore Road, Silverstream to Ravenhill
(Island Park)

Retain

N21

BUAP

Hightown Road

Retain

S18

BUAP

Annadale – Grahamholm Link

Retain

RD1

Carrickfergus Area Plan

B90 – Sloefield Rd

Retain

RD1

Carrickfergus Area Plan

Shorelands Development Road

Retain

RD2

Carrickfergus Area Plan

B90 - Prince Andrew Way Spine Road

Retain

RD3

Carrickfergus Area Plan

Prince Andrew Way – B90 along Victoria

Retain

N31

Newtownabbey Area Plan

Ballyclare Bypass, Templepatrick Rd –
Doagh Rd

Retain

N45

Newtownabbey Area Plan

Ballyclare Bypass, Doagh Rd to Rashee
Rd

Retain

BUAP / Lisburn Area Plan

North Lisburn Feeder

Retain

Pond Park
Extension

Lisburn Area Plan

Pond Park Road

Retain

Knockmore
Link

Lisburn Area Plan

Link road between M1/A1 and Knockmore

Retain

H21

Newtownabbey Area Plan

Single carriageway bypass of Ballynure

Retain
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Annex C – Appraisal Summary Table
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Table C.1 – BMTP 2015 Plan – Appraisal Summary Table
Description: Integrated Transport Plan for the Belfast Metropolitan Area 2015
OBJECTIVE

SUBOBJECTIVE

ENVIRONMENT Noise

QUALITATIVE IMPACTS
The 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.
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.
New/relocated rail stations would be likely to have a detrimental noise impact upon nearby
environments, although this would be limited due to the semi-industrial nature of most areas,
such as West Lisburn.
Most of the proposed park-and-ride sites are located within built-up mixed use areas, where
there is not expected to be a significant additional impact on the noise environment.
Overall, less zones benefit from changes in noise than are adversely affected.

Local Air
Quality

Road widening proposals on the strategic road network are likely to result in reduced
congestion levels, thereby improving local air quality. However, local air quality would be
expected to degrade in some areas, for instance those affected by the implementation of
new roads, due to added traffic volume. Overall less zones benefit than are adversely
affected.
The local air quality is likely to be degraded by the new/relocated rail stations, although (as
with Noise) the effects would be limited due to the industrial character of areas. In addition it
should be noted rail related air quality is not an assessment included within GOMMMS.
Local air quality is likely to improve on local roads where traffic is reduced through traffic
calming and through switching to the strategic network.
In the vicinity of Park-and-Ride proposals and new rail stations, local air quality could
deteriorate due to increased traffic volumes; however, this would be somewhat off-set by
resulting reductions in traffic elsewhere due to modal shift.

Greenhouse
Gases

New/relocated rail stations and the introduction of QBCs encourage more people to use
public transport rather than private cars, which is expected to result in greenhouse gas
emissions being reduced. The provision of Park-and-Ride encourages commuters to use the
railway and/or bus.

Landscape

Where the schemes are proposed within entirely urban areas there are generally no
particular impacts on landscape. However, where the schemes pass through predominantly
rural areas this is where the major impacts are most prevalent. Routes which pass through
areas of undisturbed countryside and through areas that are characterised for their rural
nature generally require the removal of hedgerows and tree species. This results in a
reduced scenic quality and disruption to the generally intimate landscape characters. New
roadways can cause a visual intrusion to such rural landscapes especially where the land is
generally flat as is the case on the M1 to Knockmore route.
The wetland and meadow area within the Enler River valley will be seriously adversely
affected as a result of the EWAY scheme. This area is considered to be a local landscape
feature and is of amenity value.
In general the schemes included in the Plan have a limited impact on the local landscape
features and no currently designated features are adversely affected.
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Present Value Cost to Government = +275 m
QUANTITATIVE MEASURE

ASSESSMENT

Impact on Zones

Neutral
All Rd Noise
Changes

Changes >
1dBA

16
45
94

14
44
97

All Rd Noise
Changes

Changes >
1dBA

+3353
+1476

+3124
+1453

Number of zones winning
Number of zones losing
Number of zones experiencing ‘no change’*
*No change: Less than 5 people affected
Net change in number of persons annoyed

Compared to Base 2001
Compared to Do Minimum
NOx - Impact on Zones

Overall NOx Emissions

Number of zones winning compared to Base 2001
Number of zones losing compared to Base 2001
Number of zones experiencing ‘no change’*

152
1
2

Number of zones winning compared to Do-Minimum
Number of zones losing compared to Do-Minimum
Number of zones experiencing ‘no change’*

58
78
19

PM10 - Impact on Zones
Number of zones winning compared to Base 2001
Number of zones losing compared to Base 2001
Number of zones experiencing ‘no change’*

152
1
2

Number of zones winning compared to Do-Minimum
Number of zones losing compared to Do-Minimum
Number of zones experiencing ‘no change’*

61
73
21

Tonnes per annum
compared to Base 2001
Tonnes per annum
compared with DoMinimum

-2,528
9.3

Overall PM10 Emissions
Tonnes per annum
compared to Base 2001
Tonnes per annum
compared with DoMinimum

-106
0.4

*No change: Change in emissions of <1% compared to the Base or DoCO2 – Change in emissions (tonnes p.a.)
Tonnes per annum
compared to Base 2001
Tonnes per annum
compared with DoModerate Adverse
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Table C.1 – BMTP 2015 Plan – Appraisal Summary Table (Contd.)
Description: Integrated Transport Plan for the Belfast Metropolitan Area 2015
OBJECTIVE

SUBOBJECTIVE

ENVIRONMENT Townscape

QUALITATIVE IMPACTS
A number of schemes included in the Plan have impacts in terms of Townscape, in particular
where the schemes run in close proximity to residential areas. The removal of stone walls,
hedgerows and mature trees and planting along roadsides and garden boundaries would
expose properties to the roadway and result in a degraded townscape character and a
reduced quality of property locations.
Schemes that would be undertaken in degraded areas provide the opportunity for appropriate
design and landscaping to enhance the quality of the environment.

Heritage of
Historic
Resources

The majority of the schemes have a number of sites of heritage interest in close proximity to
them. There are however no archaeological sites which would be directly impacted upon as a
result of the schemes. There are a large number of industrial heritage sites in the Belfast
Metropolitan Area and some may be directly impinged upon as a result of the schemes.
Along the route of EWAY there are a significant number of industrial heritage sites relating to
the railway industry which may be directly impinged upon and also two sites close to the
Westlink scheme may be at risk. In terms of listed buildings two privately owned houses on the
A2 Shore Road, Ballynascreen House and Seapark House may also experience some form of
impact as a result of the widening scheme.
There are no historic Parks and Gardens directly affected by the scheme

Biodiversity

The main impacts in terms of biodiversity would be the loss of hedgerows, scrub planting,
semi mature and mature trees. Two tree preservation orders exist in proximity to the route
options at 98 Balmoral Avenue and on the Knock Road.
The wetland area at Ballybeen within the Enler River Valley is a significant area of
conservation value which would be lost as a result of the EWAY proposals.
Bridgeworks that would be required as a consequence of new road schemes can have
adverse implications for bankside habitats.
A number of schemes run in close proximity to Belfast Lough and hence its ASSI, SPA and
RAMSAR sites. The ASSI at Victoria Park would be assessed as being at the greatest risk
though it is not anticipated that that the A2 Sydenham bypass scheme would create a
significant increased risk to this site.

Water
Construction phase impacts, for example, the spillage of materials such as fuel and the runoff
Environment of unconsolidated materials, would be expected to cause a significant risk to the water
environment. However this can be mitigated against and is a short term impact.
Operational phase impacts relate more specifically to an increase in impermeable surfaces
associated with the schemes and the increase in the possibility for the runoff of pollutants. The
bridgeworks that are associated with the proposals have the most direct risk to the water
environment both during the construction and operational phases.
Areas of particular concern in relation to a number of schemes within the Plan are the Inner
Belfast Lough ASSI, SPA and RAMSAR Sites, although it is not anticipated that the proposals
would pose a significant increased risk to the designated sites around Belfast Lough.
Physical
Fitness

Most public transport road-based schemes would encourage walking and cycling by, for
example, reducing congestion and pollution levels on local roads. The location of
new/improved rail proposals may encourage the public to walk to the station rather than use
private cars, which would have a positive impact upon fitness.
With a public transport led strategy, modal shift may encourage an increase in walking/cycling
to stations, bus stops and other facilities. There are no implications for physical fitness
associated with park-and-ride schemes. Additional pedestrian infrastructure and an extended
cycle network, together with an improved environment, would lead to increases in the numbers
of people walking and cycling, and therefore in their level of physical fitness.
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Present Value Cost to Government = +275 m
QUANTITATIVE MEASURE

ASSESSMENT
Moderate Adverse

Large adverse

Moderate adverse

Beneficial
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Table C.1 – BMTP 2015 Plan – Appraisal Summary Table (Contd.)
Description: Integrated Transport Plan for the Belfast Metropolitan Area 2015
OBJECTIVE

SUBOBJECTIVE

ENVIRONMENT Journey
Ambience

QUALITATIVE IMPACTS
Road-user stress levels would be expected to reduce due to a reduction in the levels of
congestion on the strategic highway network and the improved quality of the carriageway.
There may be some additional stress to road-users in central Belfast due to the introduction
of traffic calming and bus priority schemes.
Traveller stress may also decrease for the people choosing to use the park-and-ride facilities,
rather than private car, due to the avoidance of congestion.
Expansion of bus services with modern high quality buses would provide an improved journey
quality for a large number of users. Bus passengers would also benefit from new and better
designed waiting and boarding facilities at bus stops as part of QBC schemes.
The introduction of demand responsive transport in rural areas would provide a door-to-door
service which would reduce stress and uncertainty for a large number of users in sparsely
populated areas.
Better travel information, including real time public transport information and variable
message signing on the highway network, would reduce stress for travellers.
Walking and cycling infrastructure improvements would produce quality environments which
enhance journey ambience.

SAFETY

Accidents

Encouraging strategic traffic to use the strategic road network would increase vehicle
kilometres but result in a decrease in road accidents.
Car users switching to public transport as a result of access, infrastructure and service
improvements plus introduction of Quality Bus Corridors would result in a decrease in road
accidents.
Traffic calming schemes as part of traffic management schemes on local roads and in
residential areas would reduce traffic speeds and volumes and would produce significant
accident savings.

Security

Very significantly upgraded bus passenger facilities and increased frequency of service; and
new and improved passenger transport interchanges generally improve security on PT.
Significantly increased use of walking, cycling and PT use may result in reduced personal
security though well designed facilities would result in a more secure environment.

ECONOMY

Transport
Economic
Efficiency

There are limited time savings for highway users due to the relief of congestion on the
strategic road network though this is offset by travel time disbenefits due to management
measures on local roads and the impact of capacity reallocation on radial MTCs. There are,
however, significant time savings and additional trips on bus and rapid transit.
There are very significant travel time savings for PT users as a result of improved bus and rail
services and enhanced integration between services
There are very significant investment and operating costs for the public sector in providing
new highway and public transport infrastructure and services

Reliability

Traffic management and improved traffic information and control would provide significantly
improved journey time reliability.
Strategic highway network improvements would permit more reliable journey times for public
transport, private vehicles and freight movement.
Widening of sections of Regional Strategic Transport Network within the BMA would provide
more overtaking opportunities, which would assist in providing more reliable journey times.
Segregated routes would reduce journey time variability for Rapid Transit users.
Implementation of Controlled Parking Zones or Special Parking Areas in Belfast City Centre
would improve reliability of journey times by reducing variability of car parking search time
and walking time.
Provision of priority lanes for freight and high occupancy vehicles would increase reliability for
certain users.
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Present Value Cost to Government = +275 m
QUANTITATIVE MEASURE

ASSESSMENT
Slight beneficial

Casualty Savings (p.a) in 2015
Fatal
Serious
Slight

PVB of savings (£ million)
2.3
31.9
387.8

£ 315.6

Neutral

Users: NPV £ mill
Private providers: NPV £ mill
Public providers: NPV £ mill

303

Overall Economic NPV 28m
(BCR=1.06)

-185
-9

Slight beneficial
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Table C.1 – BMTP 2015 Plan – Appraisal Summary Table (Contd.)
Description: Integrated Transport Plan for the Belfast Metropolitan Area 2015
OBJECTIVE
ECONOMY

SUBOBJECTIVE
Wider
Economic
Impacts

QUALITATIVE IMPACTS
Pedestrian and cycling infrastructure would contribute to the development and
reinvigoration of designated regeneration areas.
Improved transport infrastructure and public transport services would contribute to the
development and reinvigoration of designated regeneration areas and Strategic
Employment Locations
Improved access to Regional Gateways will support the economic competitiveness of the
BMA and the wider region
Displacement of Belfast city centre parking to park-and-ride sites would provide
opportunities for alternative uses for central sites and would promote regeneration within
Belfast designated area.
Improved trade/business would be generated by increased turnover in short stay parking
spaces and would contribute to regeneration in Belfast.

ACCESSIBILITY

Option
Values

A greater proportion of the population now has access to the public transport system as a
consequence of improvements to local bus services and provision of improved rural bus
services

Severance

Marginal increase in severance effect due to major road widening schemes.
Reduction in severance effects of roads in urban centres and in residential areas due to
traffic management schemes.
Reduced severance in certain streets in the core of Belfast city centre due to reduction in
PT vehicles enabled by high capacity Rapid Transit vehicles plus enhanced priority for
pedestrians.
Reduction in severance effect of the Lagan due to provision of new pedestrian/cycle
crossings.

Access to
the
Transport
System

Improvements to routes, stations, stops and public transport information would remove
some of the barriers for people wishing to use public transport.
Improvements to bus stops as part of QBC and Rapid Transit programme.
Provision of Park & Ride sites would facilitate access to the transport system for car users
in areas without a bus service.
Low floor Rapid Transit vehicles and Quality Bus Corridor buses would improve access for
mobility impaired persons and those with dependants.
The introduction of pedestrian and cycling facilities would enlarge the public transport
catchment area, including for persons with disabilities.

INTEGRATION

Transport
Interchange

Improved facilities for rail-based park-and-ride at West Lisburn, Troopers Lane and
Carrickfergus.
Greatly improved access to public transport timetable and route information with real time
information at stations and stops would facilitate improved transport interchange.
Quality waiting facilities would improve interchange for Rapid Transit and bus users.
Park-and-ride would explicitly facilitate transport interchange from car to bus. Interchange
from walking and cycling to bus would also be facilitated.
Improved linkage between bus, Rapid Transit and rail at key locations in Belfast city
centre.

Land-Use
Policy

The Regional Development Strategy concept of:
a

b
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Urban hubs promoting sustained urban renaissance would be supported by:
i.

public transport infrastructure and service additions and improvements, notably
introduction of Quality Bus Corridors, Rapid Transit and park-and-ride;

ii.

reduction in the impact of traffic through provision of bypasses and
management of highway infrastructure, including car parks;

iii.

making it easier to walk and cycle in urban area.

The development of a modern integrated transport system for the BMA to support a
sustainable development strategy is supported by all elements of the Plan.
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Present Value Cost to Government = +275 m
QUALITATIVE IMPACTS
Moderate Beneficial

Non car available persons not resident within 250 metres of roads with bus services in
excess of 4 buses per hour
% of non car available persons

27%

Change in vehicle kilometres in built up areas
Belfast city centre
Inner city
Outer Urban
Metropolitan

Slight Beneficial

Moderate Beneficial

-7%
-11%
-10%
-15%

Slight Beneficial

Slight beneficial

Moderate Beneficial
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Table C.1 – BMTP 2015 Plan – Appraisal Summary Table (Contd.)
Description: Integrated Transport Plan for the Belfast Metropolitan Area 2015
OBJECTIVE

SUBOBJECTIVE
Other
Government
Policies

QUALITATIVE IMPACTS
Department of Agriculture and Rural Development objectives to stimulate the economic and
social revitalisation of rural areas would be supported by the provision of enhanced bus
services in rural areas.
The Department of Culture, Arts and Leisure objective to foster a creative, informed and active
lifestyle would be supported by measures to improve the accessibility of Belfast city centre by
all modes of transport, in particular to the cultural quarter around the cathedral.
The Department of Enterprise, Trade and Investment objective to encourage growth of the
economy is supported by measures to improve the strategic road network and improve
accessibility by all modes to Strategic Employment Locations
The Department of the Environment objectives for the environment would be supported by the
assessment provided for the environment objective above.
The Department of Health, Social Services and Public Safety objectives to develop policies
that will lead to good health and well-being would be supported by measures to improve public
transport, walking and cycling.
The Department for Employment and Learning objectives promoting improved living standards
and accessible employment would be supported by improvements to public transport, walking
and cycling.
The Department for Social Development objectives to tackle disadvantage would be supported
by measures to improve public transport, walking and cycling.
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Present Value Cost to Government = +275 m
QUANTITATIVE MEASURE

ASSESSMENT
Slight Beneficial
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Annex D – Supporting Analyses
SUPPORTING ANALYSES
Introduction to Supporting Analyses
D.1

The Guidance on the Methodology for Multi-Modal Studies (GOMMMS) specifies
three important Supporting Analyses to supplement the AST. These require
assessments to be made of the distribution and equity impacts; affordability and the
financial sustainability of the Strategy; and practicality and public acceptability issues.
DISTRIBUTION & EQUITY
Introduction

D.2

The Department for Regional Development is committed to the promotion of equality
of opportunity, to tackling factors leading to social need and social exclusion and to
promoting good relations between the communities in Northern Ireland. This
Distribution and Equity supporting analysis considers the distribution of the overall
impacts of the BMTP, thereby enabling a judgement to be made about the fairness of
the impacts on those affected. This supporting analysis has been prepared in
accordance with the principles underpinning Section 75 of the Northern Ireland Act
19981 and the Department’s commitments under the New Targeting Social Need
policy outlined in the Programme for Government2.

D.3

An Equality Impact Assessment will be carried out on the Plan in accordance with the
guidance issued by the Equality Commission for Northern Ireland3.

D.4

Consideration was given throughout the formulation of the Plan as to how its
potential elements would help tackle poverty, social disadvantage and social
exclusion. This indicated whether there would be positive New Targeting Social
Need impacts arising from the implementation of the Plan.
CONTRIBUTION TO INCREASING SOCIAL INCLUSION

D.5

It is recognised by the BMTP that good transportation planning can have a clear
impact on removing barriers and creating a more inclusive society.

D.6

The BMTP recognises that social exclusion is a problem on both a socio-economic
level and on a geographical level. Assessing the contribution that transport initiatives
can make to increasing social inclusion is a key element of the appraisal approach
and is particularly important in the context of Northern Ireland and the need to
complement wider government initiatives in the form of New Targeting Social Need
(TSN).

1

Northern Ireland Act (1998), HMSO
Programme for Government, Northern Ireland Executive, March 2002
3
Section 75 of the Northern Ireland Act 1998: Practical Guidance on Equality Impact Assessment, Equality
Commission for Northern Ireland, March 2001.
2
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D.7

Recent guidance from the Social Exclusion Unit4,5 highlighted five types of measures
that can help to tackle accessibility problems. An assessment of the BMTP
proposals against these headings is included in Table D.1.
Table D.1 – BMTP Performance against Measures to Reduce Social Exclusion
Measure
Improved physical accessibility
and availability

BMTP Proposals
♦ Improvements to bus services in the form of QBCs,
rapid transit, local bus routes serving Bangor,
Carrickfergus and Lisburn and enhancement of rural
bus services;
♦ Flexible bus routes in rural areas;
♦ Bus priority measures to improve bus times and
reliability;
♦ Enhancements to rail service frequencies and
provision of new stations;
♦ Enhancements to walking and cycling facilities to
improve access to public transport

Making Travel more affordable

♦ Continuation and potential expansion of the
concessionary fares scheme;
♦ Continued rollout of integrated ticketing.

Widening Travel Horizons

♦ Roll-out of travel awareness campaigns and
improvements to public transport information
dissemination.

Reducing the need to travel

♦ Integration of BMTP proposals with BMAP
development proposals.

Safer Streets and Stations

♦ Traffic calming in residential areas;
♦ Improved facilities for pedestrians and cyclists;
♦ Improved facilities at stations and on buses and trains.

D.8

Analysis presented in the RTS illustrates that public transport users are
predominantly drawn from socio-economic groups that represent those in greatest
need (see Table D.2 below).

4

Making the Connections: Final Report on Transport and Social Exclusion, Social Exclusion Unit, Office of the
Deputy Prime Minister, February 2003.
5
The Social Exclusion Unit’s remit only covers England, however, its research conclusions are considered
relevant in the context of NI.
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Table D.2 – Public Transport Passengers by Socio-Economic Group
Socio-Economic Group

NIR

Citybus

Ulsterbus

AB

26%

12%

9%

C1

29%

31%

23%

C2

22%

19%

29%

DE

21%

35%

37%

Transport Monitoring Report, Price Waterhouse Coopers carried out on
behalf of Translink, October 2003

D.9

The socio-economic profile of public transport users clearly demonstrates that
investment in these services targets resources at those in greatest social need. The
lowest rate of public transport use is among the most affluent (AB) groups while the
poorest socio-economic (DE) group is over-represented in the user profile of all 3
public transport services. The DE group also forms the largest single user group of
Citybus and Ulsterbus services with around a third of users coming from this group.
When taken together with the C2 group, this accounts for over half the passengers of
these services. The significant improvement in public transport provision proposed
by the Plan is therefore the single most important measure to increase access to the
transport system and improve social inclusion and support the objectives of New
TSN.

D.10

However, other measures, such as improving facilities for walking and cycling and
improving facilities for taxis will also contribute to increasing access to the transport
system, and to facilities and employment.
Access to Employment

D.11

Improving access to employment opportunities is a key objective in reducing social
exclusion. The performance of the 2015 Plan in improving accessibility to the
employment opportunities has also been assessed quantitatively as part of the Plan
development process. The assessment makes use of the Noble Indices6 to identify
those wards in the BMA that are considered most deprived according to a range of
criteria. The most deprived 25% of wards in the BMA have been identified on this
basis and are shown in Figure D.1.

D.12

An accessibility indicator has been employed to identify whether the Plan improves
accessibility to employment opportunities for people resident in the most deprived
wards. Accessibility has been defined as a weighted average of the travel time taken
to reach employment opportunities in the BMA from a given ward. The analysis
indicates that there is a significant improvement in accessibility.

6

Noble Index of Multiple Deprivation, DFP, 2001
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RURAL PROOFING
D.13

In general the measures in the BMTP would lead to significant improvements for all
travellers. However, in line with wider policy objectives to ensure that those living in
rural areas are not disproportionately disadvantaged by investment decisions an
assessment has been made of the effects of the Plan on rural dwellers.

D.14

Those living in rural areas will benefit significantly from:
♦

improved structural and routine maintenance of strategic and non-strategic
roads;

♦

the improvement in rural bus services including longer distance services, the
introduction of flexible demand responsive services and better interchange with
rail services;

♦

the introduction of park-and-ride facilities for journeys to and from central Belfast;

♦

improved travel information; and

♦

improvements to walking and cycling facilities in rural settlements.

HUMAN RIGHTS
D.15

The Department is committed to ensuring that its policies, legislation and procedures
comply with the Human Rights Act 1998. It is considered that proposals in the BMTP
have no direct implications on human rights.
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Least Deprived 25% (1 to 41)
Middle 50% (42 to 123)
Most Deprived 25% (124 to 164)

Rank of Multiple Deprivation Measure for wards in the BMA
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Figure D.1 – Identification of Deprived Wards in the BMA

Source: Rank of Multiple Deprivation Measure Domain (Noble Indicators)
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AFFORDABILITY AND FINANCIAL SUSTAINABILITY
D.16

The development of the BMTP has been supported by the availability of the funding
framework provided by the RTS. As presented in Chapter 3, the estimated cost of
implementing the Plan is within the available funding levels indicated by the RTS. On
this basis the Plan is considered fundable.

D.17

Financial sustainability is a measure of the extent to which the individual initiatives
within the Plan are self-supporting from revenues. A number of Plan proposals will
require ongoing revenue support during the Plan period, as follows:
♦

public transport operations in the main built-up area of the BMA, including the
QBC network and, initially, the rapid transit system, are expected to require
revenue support. This is consistent with the assumptions built into the RTS. It is
also expected that additional rail operating subsidy could be required initially to
support the enhancement of service frequencies. Revenue support costs have
been included in the cost of implementation of the Plan presented in Chapter 3.

♦

rural public transport services – particularly the proposed Demand Responsive
Transport services – will require revenue support. Again, the estimated costs of
this support have been included in the cost of implementation of the Plan
presented in Chapter 3; and

♦

the implementation of measures to change travel attitudes.

PRACTICALITY AND ACCEPTABILITY
D.18

Two important and interlinked considerations in formulating the BMTP have been
that:
♦

it must be practical, ie, the elements of the Plan must be capable of being
implemented within the designated timescale; and

♦

it must have a high degree of acceptability among both the general public and
key stakeholder groups, including those who will be involved in the
implementation of the Plan

Practicality
D.19

D.20

In assessing practicality, it has been necessary to consider the following issues that
could hinder or block implementation of the Plan.
♦

technical issues;

♦

legal issues;

♦

availability of funding and human resources;

♦

the way in which different elements of the Plan complement or conflict with each
other, including synergy with recent initiatives; and

♦

the need for enforcement.

A comprehensive assessment of each of these issues is provided in Table D.3.
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Table D.3 – Assessment of Practicality for the 2015 Plan
Theme/
Mode

Measure Type

Technical Issues

New primary legislation would be
required to enable improvements to
walking and cycling as part of the
designation of ‘Home Zones’ though in
practice this could be achieved under
existing legislation.

Facilities for Walking and
Cycling

Public Transport

Quality Bus Corridors

Legal Issues

Implementation of QBCs expected to be rolledout in conjunction with complementary
measures requiring the use of new technology,
as follows:
♦

Information technology to detect buses at
junctions;

♦

Use of SMART (Self Monitoring Analysis
and Reporting Technology) to implement
targeted PT fares; and

♦

Automatic Vehicle Location (AVL) to
provide real-time information and,
potentially, to enable bus priority at
junctions.

Legislation is expected to be necessary
to enable the enforcement of bus lanes
using camera technology
New buses would need to satisfy
accessibility regulations under the
Disability Discrimination Act 1995

Other local bus services
and long distance
bus/coach services

New buses would need to satisfy
accessibility regulations under the
Disability Discrimination Act 1995

Demand Responsive
Rural Transport and
Urban Community
Transport

New buses would need to satisfy
accessibility regulations under the
Disability Discrimination Act 1995

Rapid Transit

Implementation of Rapid Transit is expected to
be rolled-out in conjunction with
complementary measures requiring the use of
new technology, as for QBCs above.

Legislation is expected to be necessary
to enable the enforcement of bus lanes
used by rapid transit in non-segregated
sections using camera technology

Bus rapid transit guidance technology would
be required.

Legislation is expected to be necessary
to enable RT to be delivered and/or
operated by the private sector
New vehicles would need to satisfy
accessibility regulations under the
Disability Discrimination Act 1995
Provision of Rapid Transit in certain
corridors would require land-take – this
would require Planning Approval

Bus Priority on the
Strategic Road Network
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Implementation expected to be rolled-out in
conjunction with complementary measures
requiring the use of new technology, as for
QBC above
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Provision of priority lanes will require a
Designation Order under the Roads (NI)
Order 1997.
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Availability of Funding

Complementarity and Conflicts

Enforcement

Funding is identified in the RTS.

Part of wider measures to reduce car
dependency but could be viewed
independently.

Provision of increased frequency would
require the PT operator to have the ability
to procure additional vehicles.

QBC improvements and local bus service
improvements in the other urban centres
need to be made in conjunction with traffic
management measures, improved PT
interchange, park-and-ride, demand
management and travel awareness
campaigns.

Likely to require more effective enforcement
of bus lanes and other bus priority measures
than currently in place.

Rapid Transit needs to be implemented in
conjunction with traffic management
measures, improved PT interchange,
park-and-ride, demand management and
travel awareness campaigns.

Extensive use of bus priority measures and
RT running on segregated sections will
require rigid enforcement if they are to
operate effectively. This is expected to entail
the use of fixed and bus-mounted Bus Lane
Enforcement Cameras (BLEC) on all RT
routes and an appropriately administered
fine system to penalise offenders.
Enforcement of bus priority measures would
need to be tied in with parking controls and
enforcement as necessary.

Needs to be provided in conjunction with
park-and-ride and associated demand
management and traffic management
measures.

Extensive use of bus priority measures will
require rigid enforcement if they are to
operate effectively. This is expected to entail
the use of fixed and bus-mounted Bus Lane
Enforcement Cameras (BLEC) and an
appropriately administered fine system to
penalise offenders. Enforcement of bus
priority measures would need to be tied in
with parking controls and enforcement as
necessary.

RTS identifies the bus replacement
programme as one of the areas that has
greatest potential for private sector funding.

Extensive use of bus priority measures will
require rigid enforcement if they are to
operate effectively. This is expected to entail
the use of fixed and bus-mounted Bus Lane
Enforcement Cameras (BLEC) on all QBC
routes and an appropriately administered
fine system to penalise offenders.
Enforcement of bus priority measures would
need to be tied in with parking controls and
enforcement as necessary.

Provision of increased frequency and/or
new routes would require the PT operator
to have the ability to procure additional
vehicles
Funding would be subject to needs
assessment

RTS identifies Rapid Transit as one of the
areas that has greatest potential for private
sector funding.
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Table D.3 – Assessment of Practicality for the 2015 Plan (Contd.)
Theme/
Mode

Measure Type

Technical Issues

Provision of new stations will require
closure of existing stations at Knockmore
(replaced by West Lisburn) and the
existing Jordanstown (replaced by relocated station). Legislative requirements
of station closure procedures will need to
be followed.

New and improved rail
stations

Public Transport

Legal Issues

Provision of certain of the new or relocated stations would require land-take –
this would require Planning Approval.

Rail service frequency
and service pattern
changes

Rail-based park-and-ride

Park-and-Ride

Bus/Rapid Transit-based
park-and-ride

Provision of additional rail-based park
and-ride provision at certain sites would
require land-take – this would require
Planning Approval.
Full implementation of park-and-ride would be
expected to be implemented in conjunction
with measures relying on new technology doe
QBC above, plus:

Legislation is expected to be necessary to
enable the enforcement of bus lanes used
by RT in non-segregated sections using
camera technology.

♦

Legislation is expected to be necessary to
change the governance, regulation and
delivery of public transport services and
changes to the Transport Act (NI) 1967 to
enable park-and-ride services to be
delivered and/or operated by the private
sector.

Variable Message Signing (VMS) to
advise drivers on parking availability and
congestion.

New vehicles would need to satisfy
accessibility regulations under the
Disability Discrimination Act 1995
Provision of additional bus/RT-based park
and-ride provision at certain sites would
require land-take – this would require
Planning Approval
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Availability of Funding

Complementarity and Conflicts

Enforcement

Provision of West Lisburn station is
dependent upon the approval of
development at West Lisburn and the
construction of the M1-Knockmore link
road.

Significant increase in service frequencies
will require additional rolling stock. This is
identified in RTS. It is an area of funding
that the RTS identifies as having greatest
potential for the involvement of the private
sector.

Business case for rail frequency
improvements needs to be considered in
conjunction with rail and bus-based parkand-ride provision.

Not explicitly mentioned in RTS but
assumed to be within overall remit for
spend to improve PT.

Park-and-ride services need to be
implemented in conjunction with traffic
management measures, improved PT
interchange, demand management and
travel awareness campaigns.

Provision of new services would require the
PT operator to have the ability to procure
additional vehicles

Park-and-ride services need to be made in
conjunction with traffic management
measures, improved PT interchange,
demand management and travel
awareness campaigns.

RTS identifies the bus replacement
programme as one of the areas that has
greatest potential for private sector funding.
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Bus- and RT-based park-and-ride needs
to be implemented in conjunction with bus
priority measures.
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Extensive use of bus priority measures will
require rigid enforcement if they are to
operate effectively. This is expected to entail
the use of fixed and bus-mounted Bus Lane
Enforcement Cameras (BLEC) on all QBC
and RT routes and an appropriately
administered fine system to penalise
offenders. Enforcement of bus priority
measures would need to be tied in with
parking controls and enforcement as
necessary.
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Table D.3 – Assessment of Practicality for the 2015 Plan (Contd.)
Theme/
Mode

Measure Type
Strategic Highway
Network Capacity
enhancements

Technical Issues
Use of ITS measures to maximise the
efficiency of operation of the strategic network
relies on a range of measures of which there is
currently only limited operational experience in
the UK.

Legal Issues
All major roads infrastructure measures
would require:
♦

Environmental Impact Assessment
under the Roads (NI) Order 1993

♦

Vesting orders under the Local
Government Act (NI) 1972; and

♦

For Trunk Roads, a Direction Order
under the Roads (NI) Order 1993

Highways

Non-Strategic Highway
Network Road schemes

Strategic Network Traffic
Management

Use of ITS measures to maximise the
efficiency of operation of the strategic network
relies on a range of measures of which there is
currently only limited operational experience in
the UK.

Management

Priority Lanes
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Would require amendments to the Road
Traffic Regulations (NI) order 1993.
New primary legislation would be required
to enable the designation of ‘Home Zones’
though in practice this could be achieved
under existing legislation.

Local Network Traffic
Management

Intelligent Transport
Systems (ITS)

Changes to a special road would require a
Designation Order under the Roads (NI)
Order 1993.

Use of ITS measures to maximise the
efficiency of operation of the transport network
relies on a range of measures of which there is
currently only limited operational experience in
the UK.

Use of ITS for enforcement likely to
require additional legislation.

Use of ITS measures to support the use of
priority lanes relies on a range of measures of
which there is currently only limited operational
experience in the UK.

Changes to a special road would require a
Designation Order under the Roads (NI)
Order 1993.
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Provision of VMS likely to require approval
through local planning procedures.
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Availability of Funding

Complementarity and Conflicts

Enforcement

RTS identifies funding for road
improvements. It also identifies the
provision of roads infrastructure as
something that the private sector could
contribute through the Design, Build,
Finance and Operate (DBFO) approach.

Private sector contributions could be
expected to be sought for links required in
conjunction with new development.

Provision of the M1-Knockmore link is
dependent upon the approval of
development at West Lisburn.
Provision of access to Harbour Estate
from the A2 Sydenham Bypass and the
Connsbank Link are dependant upon
development being taken forward.

Funding for strategic traffic management is
not explicitly identified in RTS but is
assumed to be considered within the
highway element.

Linked to wider traffic management and
PT measures, improvements to
walking/cycling and improvements to the
strategic road network.

Funding for a pilot HOV/HGV scheme
identified in RTS
Funding for traffic calming identified in RTS.

This would require additional enforcement if
it is to operate effectively. This is expected
to entail greater resources from government
and the police. In selected locations
additional enforcement measures would be
required such as speed and junction
cameras. Enforcement would need to be
tied in with parking controls and enforcement
as necessary.
Enforcement of priority lanes would be
required. This would be a mixture of ITS
measures and provision of increased
resources from the traffic authority and
police.

No funding in RTS explicitly identified
though assumed to be part of wider
transport system measures.

Linked to all other measures and cannot
be considered as independent.

Linked to wider demand and traffic
management measures.
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Table D.3 – Assessment of Practicality for the 2015 Plan (Contd.)
Theme/
Mode

Measure Type

Technical Issues

Parking Measures

Legal Issues
New arrangements for the management of
public parking would require
decriminalisation of parking offences to
enable it to be managed and enforced by
the traffic authority or local authority.

Management

Areas of parking restraint where controls
are likely to be applied need to be
contained within the statutory
Development Plan (BMAP).
Application of reduced parking spaces in
new developments needs to be part of
planning agreements.

Changing Travel
Attitudes
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Use of IT for certain elements of increasing
travel awareness – particularly travel
information – is dependent upon new
technology.
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Application of measures to enforce takeup of travel planning needs to be part of
planning agreements.
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Availability of Funding
Generally expected to be self-funding.

Complementarity and Conflicts

Enforcement

Part of wider demand management
measures and linked to provision of PT
improvements – particularly park-and-ride.

Enforcement of parking controls needs to be
taken on by either the traffic authority or by
the local authorities. This would require
decriminalisation of parking offences. It
would also require the establishment of
enforcement mechanisms through penalty
fines.

Part of wider measures to reduce car
dependency but could be viewed
independently.
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ACCEPTABILITY
D.21

D.22

In assessing public acceptability, it has been necessary to consider the following
issues that could impact on the implementation of the Plan:
♦

acceptance of the Plan by the general public and key stakeholder groups,
including other Government Departments;

♦

political opinion;

♦

impact on specific sections of the community; and

♦

commitment of all bodies responsible for delivering the Plan (eg, Roads Service,
Translink) or whose activities will be embraced by it.

The development of the Plan was supported and informed throughout by a
comprehensive consultation process as described in Chapter 2 of this report.
Acceptance of the 2015 Plan

D.23

A Draft Preferred 2025 Strategy and an Emerging 2015 Plan were presented at the
BMTP Working Conference on 10th February 2003. The conference was attended by
over 200 delegates representing a wide range of stakeholders. An independent
report of the conference7, produced by Community Technical Aid presented the
views and comments expressed by the delegates regarding the Draft Preferred
Strategy and Emerging Plan.

D.24

Overall, most delegates agreed with the underlying principles and thrust of the Draft
Preferred Strategy and the areas of focus for the Emerging Plan. Some said
however that the details of each scheme need to be carefully examined and in some
cases revisited if the Belfast Metropolitan Transport Plan is to succeed. Many urged
the Department to proceed with finalising the Plan as a matter of urgency while some
called for more vision and ambition.

D.25

A summary of points raised at the conference is given below.
♦

Walking and Cycling
Delegates were at times split on the value and benefits of walking and cycling
from a transportation point of view. Some asked if the number of trips made on
foot or by bicycle would be substantial enough to make a difference. Others
believed that a choice should always be available and emphasised the benefits
of an integrated transport system with extensive modal choice. Some prowalking and pro-cycling representatives were disappointed at what they see as a
low level approach to walking and cycling in both the Draft Preferred Strategy
and the Emerging Plan. Other delegates believed that the Draft Preferred
Strategy and the Emerging Plan placed sufficient emphasis on these modes.

7

Belfast Metropolitan Transport Plan Report on Working Conference, Community Technical Aid, February 2003
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♦

Public Transport
In general, delegates agreed with the overall package of proposals to enhance
public transport but some stressed the importance of amendments to specific
elements.
− The Railway Network
Proposed improvements to the railway network in the metropolitan area were
by and large welcomed by delegates. Some delegates did however query the
improvements in terms of feasibility and deliverability. Reference was made
in this respect to the poor rolling stock and infrastructure with questions asked
on the logistics of increasing rail frequencies by up to 50 per cent on some
lines. Others were concerned about the specifications of planned new rolling
stock saying that, in their opinion, the trains and the infrastructure will be
unable to accommodate more passengers.
− Quality Bus Corridor Network
The introduction of a Quality Bus Corridor network was welcomed provided
that the network is comprehensive and high quality and that it operates a
frequent, flexible and affordable service. An enhanced bus network was seen
as fundamental to the public transport proposals and as a necessary and
worthwhile investment.
− Rapid Transit
The Emerging Plan envisages a standard Rapid Transit system being
introduced in the metropolitan area. This system will include guided bus
technology and dedicated Rapid Transit routes. Rapid Transit was seen by
delegates as a positive step forward. However some were not satisfied with
the proposals for a ‘standard’ system and suggested that a more enhanced
system, if not a light rail network, is what the metropolitan area actually
needs.
− Park-and-Ride
The concept of park-and-ride was welcomed, however specific details and
locations were queries. The most notable of these are the proposed sites at
Kennedy Way, Fortwilliam, Cairnshill and Tillysburn. Critics said that the
proposed locations for these sites are not strategic and that traffic problems
and congestion levels occur much earlier along these transport corridors. For
the most part the Department was encouraged to proceed with the principle of
park-and-ride with some delegates asking that the locations for many of the
sites be reconsidered, especially those which are designed to tackle strategic
traffic.

♦

Roads
Delegates welcomed the planned improvements to the strategic roads including
road widening and junction improvements. With the exception of one proposal,
delegates were also satisfied with the proposed approach to the local road
network.

441 1211
6836-T.552 Annex.doc

D-16

BELFAST METROPOLITAN TRANSPORT PLAN

− Strategic Highway Network
Improvements to the strategic road network were said to be essential,
especially for the movement of freight and longer distance traffic around the
metropolitan area. There was recognition of the negative and cumulative
effects strategic congestion has on local roads and the possible benefits
associated therefore with making improvements to strategic roads. It was
also highlighted that improvements to the main network will create a better
environment for the planned bus network. These two improvements are
needed at the same time, it was stressed.
Caution was expressed nonetheless at the message the Department would
be sending by investing in roads infrastructure as a priority. It was
emphasised by some delegates that today’s society is a car-based one, that a
lot of people value their car and that young people aspire to owning one.
They stressed that if this is going to change, investment in road
improvements might detract from efforts reduce car usage.
On many occasions it was stressed that while road improvements are needed
to enable strategic roads to function effectively, these should be introduced in
conjunction with a concerted public transport investment programme and an
education awareness campaign.
− Local Road Schemes
In general there was support for the local road network improvements with the
exception of the completion of the inner ring road. This, by contrast, received
virtually no support in the workshops which discussed it and was met with
vehement opposition from a few delegates. Comments made about this
proposal referred to the potential detrimental effects that the scheme could
have, particularly on the surrounding inner city communities.
♦

Demand Management
The main demand management measure contained in the Emerging Plan
centres on parking controls to discourage commuters from parking in central
Belfast. This was welcomed by many delegates but criticised by others. As a
measure for Belfast city centre alone this proposal was queried, particularly by
delegates representing the business, retail and tourism sectors in Belfast City
Centre who emphasised the need to sustain a healthy and economically viable
city centre with a strong retail and business sector. Some delegates believed a
more comprehensive programme of parking restraint throughout all urban
centres would be more effective in tackling congestion.
The fact that congestion charging is not being considered within the Plan period
caused disappointment for some delegates. Mention was made of the lack of
vision and the pro-car message that this sends to the public. Those who
expressed their views on this subject urged the Department to look at what other
cities and metropolitan areas are doing and closely monitor the outcomes of the
London congestion charging scheme.
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♦

Plan Vision
Some delegates called for a more visionary and ambitious Strategy and Plan.
They urged the Department to adopt a bolder stance and to seek to construct a
transportation system for the metropolitan area that would inspire and lead the
way. Some said the public needs to see innovation and showpieces if
substantial changes in travel attitudes are to occur. Early introduction of a light
rail system was mentioned as one way of achieving the success and changes
needed.
The Department was asked by these delegates to design a plan that will send
clear and strong transportation messages to everyone in the metropolitan area.
Some asked the Department to concentrate its focus on a few key proposals
rather than dilute the effectiveness of the overall Plan.

♦

Funding and Affordability
Most delegates broadly supported the thrust of the Draft Preferred Strategy and
the principles underlying the proposals within the Emerging Plan but the
feasibility of the package from a funding perspective was queried at times.
Some delegates stressed the imperative for government to ensure that sufficient
funding is made available to fully implement the Plan as quickly as possible.

♦

Targets
Some delegates were critical that targets had been omitted from the information
presented to them. They highlighted the need in the preparation of any plan to
set targets and to then put in place mechanisms to achieve these targets.
Without targets, some delegates believe the Plan will not be focused and as a
result the proposals may not achieve as much as they could.

♦

Phasing and Implementation
Questions were asked about the Department’s views on phasing of the schemes
and proposals within the Emerging Plan. While accepting that the proposals
would be implemented within the life of the Plan (up to 2015) some delegates
found it difficult to accept that the Department had not provided some information
on phasing and implementation.
In this respect the Department was urged to proceed as a matter of urgency
with, for example, strategic road improvements and the new Quality Bus Corridor
network at the same time. They stressed the importance of this simultaneous
approach arguing that the introduction of a Quality Bus Corridor network on
already congested roads would not work.
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Annex F – Glossary of Terms
AID

Automatic Incident Detection

AST

Appraisal Summary Table

BMA

Belfast Metropolitan Area, this includes the District Council areas
of Belfast Carrickfergus, Castlereagh, Lisburn, Newtownabbey and
North Down.

BMAP

Belfast Metropolitan Area Plan – the 2015 Development Plan for
the BMA.

BMTP

Belfast Metropolitan Transport Plan

CITI

“City Airport Titanic Quarter” rapid transit linking Belfast City
Centre with Belfast City Airport and the Harbour Estate

CCTV

Closed Circuit Television

CO2

Carbon Dioxide

CPA

Controlled Parking Area

DARD

Department of Agricultural & Rural Development

DBFO

Design, Build, Finance and Operate

DCAL

Department of Culture, Arts & Leisure

DDA

Disability Discrimination Act (1995)

DE

Department of Education

Demand Responsive Transport
(DRT)

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

DEL

Department for Employment and Learning (formerly Department of
Higher & Further Education, Training & Employment (DHFETE))

DETI

Department of Enterprise, Trade & Investment

DETR (now DfT)

Department for the Environment, Transport and Region (now
Department for Transport)

Development Plans

Development Plans are prepared by the Department of the
Environment to cover the development and use of land in Northern
Ireland. The Development Plan for each area sets out detailed
policies and specific proposals for land allocations needed to
support the life of the local community and social and economic
progress

DfT

Department for Transport

DFP

Department of Finance and Personnel

DHSSPS

Department of Health, Social Services & Public Safety
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DMS

Demand Management Strategy

DOE

Department of the Environment

DPE

Decriminalised Parking Enforcement

DRD

Department for Regional Development

DSD

Department for Social Development

DTLR (now DfT)

Department for Transport, Local Government and the Regions
(now Department for Transport)

EU

European Union

EWAY

Rapid transit scheme serving Newtownards and Comber

GB

Great Britain

GDP

Gross Domestic Product

GOMMMS

Guidance On the Methodology for Multi-Modal Studies

HGV

Heavy Goods Vehicle

Home Zone

A Home Zone is a street or group of streets designed primarily to
meet the interests of pedestrians and cyclists rather than
motorists, opening up the street for social use

IT

Information Technology

ITS

Intelligent Transport Systems

KTC

Key Transport Corridor – defined by the RTS, the KTCs are those
strategic long distance routes which connect a number of towns
and provide links to the major regional gateways, including
linkages to the transport corridors within the Belfast Metropolitan
Area

LAQMA

Local Air Quality Management Area

LTC

Link Transport Corridor

MIDAS

Motorway Incident Detection and Automatic Signalling

MEL

Major Employment Location – potential location for development
of major employment as indicated in the Regional Development
Strategy

MLA

Member of the Legislative Assembly

MTC

Metropolitan Transport Corridor – a main transport corridor making
up the BMA’s transport network

National Cycle Network (NCN)

Network comprising traffic free, traffic calmed or lightly traffic
routes for cyclists and pedestrians. NCN currently provides 6000
miles of cycling and walking throughout the UK, by 2005 this will
be extended to 10,000 miles

NI

Northern Ireland

NIR

Northern Ireland Railways
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NISRA

Northern Ireland Statistics & Research Agency

NITHC

Northern Ireland Transport Holding Company

OFMDFM

Office of the First Minister and Deputy First Minister

Optimism Bias

Systematic tendency for project appraisers to underestimate the
cost and works duration of infrastructure schemes

OUA

Other Urban Areas – Those towns described as main or local hubs
in the RDS and other towns outside the BMA with a population
greater than 5000. Includes: Antrim, Armagh, Ballycastle,
Ballyclare, Ballymena, Ballymoney, Ballynahinch, Banbridge,
Coleraine, Comber, Cookstown, Craigavon, Downpatrick,
Dungannon, Enniskillen, Kilkeel, Larne, Limavady, Londonderry,
Lurgan, Magherafelt, Newcastle, Newry, Newtownards, Omagh,
Portadown, Portrush, Portstewart, Straban and Warrenpoint

PFI

Private Finance Initiative

PI

Performance Indicators

PNR

Private Non-Residential parking

PPP

Public Private Partnership

PPS 3

Planning Policy Statement on Access Movement and Parking

PPS 13

Planning Policy Statement on Transportation and Land Use

Programme for Government

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

PSA

Public Service Agreement

PSNI

Police Service of Northern Ireland

QBC

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

Quality Partnership

An arrangement set up to ensure that best value can be achieved
in delivery of a project or initiative by harnessing the resources of
main stakeholders, for example, the Pilot Traffic Calming
Partnership established by Roads Service to improve consultation
with community representatives

Quiet Lanes

Quiet Lanes are networks of specially designated rural roads
where the use of motor vehicles is discouraged or limited for the
benefit of pedestrians, cyclist and horse-riders

Rapid Transit (RT) Scheme

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

RDS

Regional Development Strategy
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RMS

Route Management Strategy – a framework for managing
individual trunk roads as part of wider transport networks

RSTN

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

RTF

Railways Task Force – Established in April 2000 under the joint
chairmanship of the Department and NITHC to identify the range
of options for the future of the railway network in Northern Ireland
following a major review of railway safety. The RTF Interim Report
was published in September 2000

RTFC

Funding from the government for the Railways Task Force
Consolidation is £103 million, split over 3 financial years

RTPI

Real Time Passenger Information

RTS

Regional Transportation Strategy

Rural Transport Fund

Package of additional funding to increase accessibility and mobility
by public transport in the countryside

Safer Routes to School Initiative

Policies which will help reduce the need for children to be driven to
school by providing and promoting the use of safer routes for
walking and cycling to schools

SMART card

Self Monitoring Analysis and Reporting Technology

SuperRoute

Rapid transit scheme in the Downpatrick corridor

TPPD

Transport Programme for People with Disabilities

Traffic Calming

General term embracing a range of traffic management measures
that seek to reduce the adverse effects of road traffic

Translink

Translink is the name used to describe the integral organisation
comprising the three operating companies Northern Ireland
Railways, Ulsterbus and Citybus

TSN

Targeting Social Need

UK

United Kingdom

UTC

Urban Traffic Control – a computerised system of linking traffic
signal timings

UTMC

Urban Traffic Management Control – traffic management system
to give priority to public transport, reduce the impact of traffic on
air quality, improve safety and manage congestion

VMS

Variable Message Signing

WWAY

“WestWay” rapid transit route from Belfast City Centre to West
Belfast
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