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Foreword by An Taoiseach

In the last twenty years this country has

gone through a remarkable transformation.
Notwithstanding the recent global and national
economic challenges, the dramatic growth in living
standards has also generated challenges similar
to those faced by many modern societies, how we
tackle climate change being one example.

Delivering a sustainable transport system is

an important dimension of the climate change
agenda. In Ireland, growth has been accompanied
by new levels of car ownership and by demand

for safer and more reliable travel. We have been
responding to this through the massive investment
in Transport 21, with, for example, up to €15.8
billion being allocated to public transport over the
period to 2016. Transport 21 will help overcome
an infrastructural deficit. However, it alone cannot
address the negative impacts of increasing transport
demand such as congestion and climate change.

Good transport is vital for our economy and our
citizens must continue to have the freedom to
travel in safety and comfort. We can overcome the
negative impacts by being smarter in the way we
travel. This Policy sets out how the Government’s
vision of sustainable travel and transport in Ireland
by year 2020 can be achieved. Investment in

the necessary infrastructure elements will be
challenging. However, the real challenge is to
change mindsets, so that our institutions and
individual citizens realise the benefits from altering
their travel behaviour. | recognise that policies right
across all areas of Government will have to be
aligned in that regard.

Transport has a daily impact on nearly all our
citizens. Delivering this Policy is therefore a key
objective of Government. The Policy will also

help us move towards meeting our international
obligation to tackle climate change. But in delivering
the Policy, we are seeking not only to improve our
economic competitiveness, but also to have a
healthier population and a better quality of life.

Brian Cowen T.D.,
Taoiseach.







Foreword by the
Minister for Transport

“Current transport trends are unsustainable”, is a
statement often repeated over the last few years.
But what exactly do we mean when we say that?
Simply put, if we continue current trends in transport
and travel we will all suffer individually and the
economy and society as a whole will suffer.

Congestion will increase, making it more difficult
and stressful to make even the most basic journey.
For those who have to commute, it will mean longer
and longer days, less time with their families, less
leisure time and less involvement in their local
communities.

Increased traffic congestion has serious health and
environmental consequences for this and future
generations, which we can no longer afford to
ignore. All of this means we need to change our
behaviour and habits as a nation and as individuals.

Smarter Travel - A Sustainable Transport Future
is designed to show how we can reverse current
unsustainable transport and travel patterns and
reduce the health and environmental impacts of
current trends and improve our quality of life.

This document is the result of what was one of

the most extensive and informed engagements

that | have ever experienced as a Minister. Aimost
500 individuals and groups responded to our
consultation process, which included the publication
of a consultation document. Almost all agreed that
“business as usual” is not an option.

el W

This Policy sets out the results of that consultation
process and the consensus on the steps that need
to be taken if we are to achieve a sustainable travel
and transport system by 2020. To achieve that level
of sustainability, change in personal behaviour will
be necessary, changes in public policy in relation to
settlement patterns will be required and continued
investment in public transport will be needed. |

will be examining all aspects of my Department’s
policies, including Transport 21, to ensure that they
are aligned with the goals of this Policy.

Because of the extensive consultation and public
response, it can truly be said that this is the people’s
policy “to change our unsustainable habits in the
travel and transport area”. If we all accept it and
make a serious effort to translate the vision into
reality we will succeed in enhancing communities,
improving our environment, making our economy
more efficient and competitive and significantly
adding to the quality of life of all our citizens.

Noel Dempsey T.D.
Minister for Transport
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Executive Summary

Chapter 2 summarises the results of a public In Chapter 3 the Government reaffirms its vision
consultation process by the Government on how for sustainability in transport and sets out five

to respond to the above trends. There was very key goals: (i) to reduce overall travel demand,
significant engagement from both the public and (i) to maximise the efficiency of the transport
organisations with over 480 submissions received. network, (i) to reduce reliance on fossil fuels,
There was broad agreement with the Government’s (iv) to reduce transport emissions and

vision to have a sustainable transport system by (v) to improve accessibility to transport. To achieve
2020, including a recognition that fiscal measures these goals and to ensure that we have sustainable
will have to be introduced to discourage people travel and transport by 2020, the Government sets
from using the car unnecessarily. the following key targets:

Future population and employment growth will
predominantly take place in sustainable compact
forms, which reduce the need to travel for
employment and services

500,000 more people will take alternative means to
commute to work to the extent that the total share
of car commuting will drop from 65% to 45%

Alternatives such as walking, cycling and public
transport will be supported and provided to

the extent that these will rise to 55% of total
commuter journeys to work

The total kilometres travelled by the car fleet in
2020 will not increase significantly from current
levels

A reduction will be achieved on the 2005 figure
for greenhouse gas emissions from the transport
sector.



Chapter 4

Chapter 4 outlines the actions to reduce travel
demand. Pivotal is the need to improve the
alignment of spatial and transport planning to stop
urban sprawl and urban-generated one-off housing
in peri-urban areas. Actions are also set out to
align employment and transport policies, with a
particular focus on encouraging e-working. The
Chapter also outlines commitment by Government
to support mobility management programmes,
which encourage people to switch to more
sustainable modes of travel. It signals also the
need to develop solutions to make the movement
of goods more efficient. The Chapter also indicates
the Government’s intention to introduce carefully
targeted fiscal measures to discourage unnecessary
use of the car.

Chapter 5

To ensure that a reduction in travel demand and
reliance on the car can be achieved, there must be
appropriate, reliable and user-friendly alternatives
in place. Chapter 5 sets out the Government’s
ambition to provide such alternatives. Apart from the
very significant investment in Transport 21, which
will provide public transport for around 140,000
additional commuting passengers, there is a need
to make provision for a further 90,000 commuting
passengers. The main commitment is to transform
both rural and urban bus services to meet this
challenge. More dramatically, around 200,000
people will switch to cycling and walking and the
Chapter sets out the Government’s commitment to
radical measures to support these modes so that
citizens can take these healthy options in safety.

Chapter 6

Chapter 6 focuses on the actions that can be taken
to improve the efficiency of motorised transport

to reduce emissions and reliance on fossil fuels.
There is a commitment to making all publicly funded
transport fleets more sustainable. The Government
commits to an ongoing programme to encourage
and demand more efficient driving through training
and adoption of more environmentally appropriate
speed limits and through the use of technology to
tackle road traffic congestion. At international level,
Ireland will support schemes to reduce emissions in
the aviation and maritime sectors and we will meet
our obligation to achieve a target of having 10% of
all transport fuels from renewable sources by 2020.

Chapter 7

Chapter 7 outlines the steps needed to ensure
integrated delivery of the Policy. The issues cut right
across all areas of Government and co-ordination
arrangements are proposed to ensure that policies
are aligned. The Department of Transport will drive
delivery of individual actions. Existing transport
agencies have an important role to play in delivering
the targets in the Policy. Their roles will be reviewed
in the light of the Government’s new strategy. Local
authorities will be required to prepare transport
plans in keeping with this strategy and ensure that
local development plans are aligned to them. The
potential for all-island initiatives are outlined and
the chapter also sets out support schemes for
sustainable travel projects, including the concept of
sustainable demonstration towns.
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Chapter 8

The final chapter, Chapter 8, highlights the funding
needed to implement the Policy by 2020, which is
estimated to total some €4.5 billion over the lifetime
of the Policy. The funding of the Plan will be a
matter for decisions by the Government in the light
of prevailing economic and Budgetary parameters.
In the first instance, however, the Department of
Transport will use the opportunity of the forthcoming
review of Transport 21 to examine its existing
substantial investment programme to ensure that

it fully complements the broader objectives of the
Policy. Transport 21 provides for total investment

of €34 billion up to 2015 and there are clearly
opportunities to make important steps toward
achieving the aims set out in this Policy within this
timeframe. The mechanisms for reporting progress
on delivery are also set out.

Key Actions

Achieving sustainable transport will require a suite
of actions that will have complementary impacts in
terms of travel demand and emissions. Although the
Policy contains 49 actions, they can be grouped into
essentially four overarching ones:

* Actions to reduce distance travelled by private car
and encourage smarter travel, including focusing
population growth in areas of employment and
to encourage people to live in close proximity
to places of employment and the use of pricing
mechanisms or fiscal measures to encourage
behavioural change,




Executive Summary

¢ Actions aimed at ensuring that alternatives to the
car are more widely available, mainly through a
radically improved public transport service and
through investment in cycling and walking,

* Actions aimed at improving the fuel efficiency
of motorised transport through improved fleet
structure, energy efficient driving and alternative
technologies, and

* Actions aimed at strengthening institutional
arrangements to deliver the targets.

It is important to underline that the targets and
actions are relevant to both urban and rural living.
The Government is committed to rural regeneration
and throughout the Plan there are individual actions,
such as improved bus services in rural areas, which
reinforce this ambition.
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In presenting Smarter Travel - A Sustainable
Transport Future, the Government affirms the trends
as set out in the public consultation document
published in February 2008'. Between 1996

and 2006, there was:

Unprecedented economic growth, which saw
Ireland’s Gross Domestic Product (GDP) double

An increase in population of 17% from
3,630,000 to 4,240,000

An even more dramatic increase of 40% in
the numbers at work (there are now 2,100,000
people in employment)

A doubling of the volume of roll-on/roll-off port
traffic from 6 million tonnes to 12 million tonnes

An increase of 115% in total road freight vehicle-
kilometres and 250% in total tonnes carried

An increase of 38% in the number of private cars
per 1,000 adults, from 382 to 528, which is still
below the EU average of 558 for 2003

An increase of 72% in the total number of
vehicles licensed from 1,338,616 in 1996
to 2,296,393 in 2006

An increase of 100% in Total Final Consumption
(TFC) of energy from the transport sector from 2.7
megatonnes oil equivalent (MTOE) in 1996 to 5.4
MTOE in 2006

An increase of 88% in transport sector GHG
emissions, from 7.3Mt CO,-equivalents
to 13.7Mt CO,-equivalents

www.sustainabletravel.ie
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The Government reaffirms its view that current
transport trends are unsustainable, bearing in mind
recent projections that our population is predicted
to grow to around 5.1 million by 2020. However, in
view of current economic difficulties, the projected
growth could be substantially less, leading to a
population of about 4.8 million by 2020. Nonetheless
if we continue with current policies, even with the
lower population growth projection:

Car ownership could increase to beyond EU
average levels with the total number of private
cars licensed possibly increasing from 1,800,000
to 2,470,000




Car use will continue to increase and commuter
walking and cycling modal share will continue
to decline

Average speed in urban areas in morning peak
period will continue to fall with more time spent
on commuting

Increased dependence on car travel will
contribute to obesity

Localised traffic pollution will cause increasing
damage to public health and contribute to acute
and chronic diseases

Increased traffic congestion will lead to a decline
in competitiveness

Energy security of supply will be fragile as a result
of continued dependence on imported fossil fuels
in the transport sector

Greenhouse gas emissions from transport
could increase to between 18 and 20Mt CO,-
equivalents, which is an increase of between
31% and 46% on 2006 levels.

Another emerging trend relates to fuel prices. In
spite of recent price volatility, the long-term trend
is likely to be upward. On this basis, if we continue
to rely entirely on the private car, there will be a
significant impact on individual disposable income,
which will adversely affect economic performance.

Chapter 1

The above trends must be borne in mind,
notwithstanding the current difficulties in the

Irish economy. The medium to long-term growth
predictions challenge us to act now to put in place
the strategies, which will lead to the incremental
change necessary to deliver a sustainable travel and
transport system.

In February 2008, the Government set out a vision
for such a system and the subsequent public
consultation process highlighted the issues to

be addressed to ensure its delivery. Chapter 2
summarises the responses received from the public.



Chapter 2

Chapter 2:
Outcome

of Public
Consultation
°roCess

20:20 Vision — Sustainable Travel

and Transport: Public Consultation
Document was launched on 25 February
2008 with a call for submissions from
interested parties by 18 April 2008.

The deadline for receipt of submissions
was subsequently extended to 13 May
2008 to allow for further consultation.
484 responses were received from a
wide range of stakeholders, including
individual members of the public,
organisations in the business community,
the voluntary/NGO sector and State-
sponsored organisations.







Chapter 2

These submissions can be viewed on the website
www.sustainabletravel.ie. The vast majority of

responses not only engaged with the process in

a very positive manner, but also, almost without
exception, accepted both the underlying analysis of
the challenges facing Ireland’s travel and transport
sector and the need to introduce radical changes to
the status quo if the challenges are to be overcome.

The summary of responses is set in the sequence of
the chapters in the public consultation document.

2.1. Integrating Spatial Planning and Transport

A number of responses tackled the question of

how to improve the interface between the physical
planning process and transport requirements. There
was a general feeling that current arrangements for
co-ordination are inadequate - leading, in particular,
to the completion of housing estates that often force
residents into exclusive reliance on the private car to
meet their travel requirements. Notable exceptions,

20

however, were developments carried forward in
areas designated as Strategic Development Zones.
The key message was that development and
transport must be planned in an integrated fashion,
with public transport infrastructure being provided
for either in advance of, or in conjunction with, the
occupation/use of the development.

2.2. Moving People

The topic of moving people captured the attention
of virtually all respondents. The absence of
reference to both motorcycles and taxis, both

of which claim to represent economical and
environmentally friendly alternatives to private car
usage, was criticised. For walkers, the need to
ensure safe and well-lit walking routes attracted
most attention. There was significant interest in
making cycling a more popular travel option and
the need for investment, including safe cycleways,
secure parking facilities and public bike rental
schemes, to support this mode was a recurring
theme. Furthermore, the need for appropriate
training for cyclists and motorists alike in relation to
cycle safety issues was a key concern. The inability
to store bicycles on public transport, both to
facilitate mixed mode travel and cycle tourism,

was mentioned regularly.

A strong message that the public demands better
availability and quality of public transport services,
whether provided by State or private companies,
both in urban and rural areas, came from the
consultation process. Particular issues with the
current services were highlighted repeatedly,
including a lack of integration between travel
modes, the need for integrated ticketing and better
travel information, a lack of required capacity,
overcrowding and poor availability and design

of routes. Notwithstanding this, there is a clear
appetite to abandon the car for much commuter
travel - if only this were feasible.



The issue of school travel raised a considerable

number of comments, particularly from parents of
schoolchildren attending schools in rural areas.
Principal among the issues raised was the restrictive
nature of the school transport system - this was
claimed to directly contribute to congestion in the
immediate vicinity of schools as ineligible pupils
were brought to school by car to avoid walking on
dangerous routes to school. The possibility of an
urban school bus service was also raised. There
was also considerable support for the promotion
of walking and cycling to schools, subject to
ensuring pupil safety.

The movement of people by air did not attract as
much attention as other travel modes. However,

a key view from a sustainable travel viewpoint

was that national aviation attracts considerable
subsidies, which are higher, on a passenger or

“per kilometre travelled” basis, than for either buses
or mainline rail, and these subsidies contribute

to making air travel between major urban centres

in Ireland a cheaper, yet less environmentally
acceptable, option than land-based public transport.
There was also an underlying recognition of the
importance of regional airports from the point of
view of promoting balanced regional development.

Throughout the responses, there is a clear welcome
for the planned investment under Transport 21 and
the National Development Plan (NDP). Different
views came from different stakeholders about
priorities, however. Some wished to see cycling
infrastructure or public transport (including buses
and rail infrastructure) being prioritised ahead of
investment in roads, while others prioritised tackling
congestion through road investment.

2.3. Moving Goods

The issue of moving goods brought a variety of
responses. Many maintained that the status quo,
i.e. almost exclusive reliance on road vehicles

for goods movements, was unavoidable due to

the short distances from port to final destination
and a lack of necessary infrastructure. Others
questioned this assumption, particularly in the
longer term, citing stubbornly high fuel prices and
potential for both emissions savings and removal
of congestion from a lowering of the numbers of
HGVs on the roads. These respondents called for
the subsidisation of rail freight, carried either by
larnréd Eireann or private operators. The possibility
of utilising light rail systems at off-peak hours

for goods movements was also raised. Another
view was that the movement of goods, including
the potential of rail freight, port access, short sea
and coastal shipping and the potential of inland
waterways, deserves examination and more focused
attention by the Department of Transport.

2.4. Additional Measures to Achieve the Vision

The area of mobility management drew comments
from a range of respondents. On the issues of
flexible working hours, home working, workplace
travel plans, personalised and school travel
planning, and car sharing and clubs, there was a
general acknowledgment that progress would be
worthwhile. A number of respondents, however,
pointed out the overheads for business from the
adoption of home and flexible working practices
and that, for some people, self-management may
not be a realistic option. Car sharing and pooling
found significant support.

21



The question of fiscal measures raised less

controversy than one might have expected.

On congestion charging, most respondents who
referred to the matter accepted the idea, at least in
principle, but felt it was necessary to ensure that
adequate alternative travel options would be in
place before introduction of any such arrangement.
In relation to road pricing, a charging regime based
on use/congestion was seen as an equitable
approach. However, concerns were raised in relation
to the privacy of data about personal movement
and the possible undue impact on rural dwellers,
who must rely on the private car to meet their
travel needs. The rebalancing of the suite of motor
taxation instruments (including Vehicle Registration
Tax, Motor Tax, VAT etc.) to reflect use rather

than ownership and to take into account vehicle
emissions was seen as a potentially positive step.
The introduction of “cap and share” arrangements,
which would involve an equitable allocation

and trading of carbon allowances among

individual citizens, was also supported in

a number of responses.
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The need to restrict or eliminate free workplace
parking, particularly for public servants, was raised
in a number of submissions. In relation to city centre
parking generally, some favoured a reduction in
spaces to discourage car use. Others, particularly
the business community, stressed the need to retain
such parking to facilitate shoppers’ needs and avoid
a flight of the retail community to the suburbs. In this
context, the need to value and charge for city centre
and out of town parking at identical rates was also
raised. There was a general acceptance

of the need for education, information and
awareness programmes around the issue of
sustainable transport.

Biofuels received some attention and the use of
waste oils to produce biodiesel and the use of
biogas in transport fleets found support. Caution
was expressed in a number of responses about the
need to balance food production with the cultivation
of first-generation biofuel crops. Environmental
issues in relation to imported biofuels were also
highlighted. The possibility of encouraging the

use of electric vehicles featured in a number of
submissions and the need to provide recharging
infrastructure in appropriate public locations was
also noted.



2.5. Effective Delivery of A New
Approach and Timelines

A number of suggestions to facilitate the delivery
of action were put forward. A large number of
respondents considered that a model akin to the
proposed Dublin Transport Authority (DTA) would be
necessary either on a regional or local basis (under
direction of regional or local authorities). A more
radical suggestion was the institution of a National
Transport Authority to subsume transport delivery
agencies including the National Roads Authority
(NRA), the Railway Procurement Agency (RPA),

the infrastructure division of larnréd Eireann, the
Irish Aviation Authority (IAA).

On timelines, some respondents felt that 2020 was
overambitious. However, the majority held the view
that it was necessary to set demanding targets
given the importance of delivering a sustainable
travel and transport system in the shortest possible
time-span. The need for political leadership in the
setting and achievement of sustainable transport
goals was underlined.

Chapter 2

Impact of the Submissions

The Government acknowledges and welcomes

the level of public engagement. The submissions
were analysed and considered in the deliberations
of the interdepartmental working group advising on
the preparation of this Policy. They have been taken
into account in the framing of the actions proposed
in this Plan.

The next Chapter reiterates the Government’s vision
relating to sustainable transport but it also proposes
national targets as recommended in many of the

public submissions.

23



Chapter 3

Chapter 3:

Government
Vision ana
High Leve
lTargets

Transport is vital for our economy.

As an island nation we need good transport
connections with our trading partners;

we also need to ensure efficient movement
on the island. Safe and comfortable travel
is also a key element of a good quality of
life. The issue is not to restrict travel and
transport but to facilitate smarter ways

of meeting these needs.

24






The Government’s vision of achieving a sustainable
transport system by 2020 was set out clearly in the
public consultation document and was affirmed in
many of the responses received:

* There will be a considerable shift to public
transport and other sustainable forms of travel

* The present levels of traffic congestion and travel
times will be significantly reduced

» Ease of access to public transport and other
sustainable forms of travel will be improved
for all citizens, irrespective of location and
mobility needs

* The transport system will enhance Ireland’s
economic competitiveness

¢ A reduction in greenhouse gas emissions and
increased efficiency in the transport sector will
contribute to Ireland’s international commitments
regarding climate change

* Emissions of other atmospheric pollutants from
transport will continue to be reduced

* Land use planning and the provision of transport
infrastructure and services will be better integrated

¢ Individual and collective quality of life will
be enhanced

» Health risks and the incidence of accidents
and fatalities will be reduced

* Individual awareness will be heightened to
understand and accept the changes in behavior
necessary and level of responsibility required
to achieve the vision.

26

In summary, the Government believes that,

to achieve the vision of a sustainable transport
system, individual lifestyles will have to change
and collectively we will have to work progressively
on a range of solutions which deal with apparently
conflicting goals: economic growth, reduced
emissions, less use of motorised transport and
better accessibility.

Achieving the vision will lead to a better quality of
life, not just in terms of economic competitiveness,
greater social inclusion and a healthier population,
but also through an improved urban landscape,
which will be enhanced through traffic calming and
other measures.

Having regard to the scale of the challenge and the
overwhelming desire from the public responses,

it is important that a measure of that vision is
established to guide the Policy.




Key Goals

The broad vision presented in the consultation
document can be summarised in five key goals,
which form the basis of the Policy. We aim to:

* Improve quality of life and accessibility to transport
for all and, in particular, for people with reduced
mobility and those who may experience isolation
due to lack of transport

* Improve economic competitiveness through
maximising the efficiency of the transport
system and alleviating congestion and
infrastructural bottlenecks

* Minimise the negative impacts of transport
on the local and global environment through
reducing localised air pollutants and greenhouse
gas emissions

* Reduce overall travel demand and commuting
distances travelled by the private car

* Improve security of energy supply by reducing
dependency on imported fossil fuels.

Chapter 3

Key Targets

The key targets to achieve the above goals have
regard to the economic growth projections from
the ERSI Medium Term Review, which predicted
an annual average growth rate to 2020 of 3% and
a forecast population of around 5.1 million by
2020. However, an adjusted scenario based on the
current economic downturn is also considered. This
adjusted scenario assumes a decline in economic
activity in 2008 and 2009 with a gradual return

to average growth rates of 3.5% by 2012 and a
projected population of around 4.8 million in 2020.
Given the clear level of uncertainty about both
economic and population growth, the targets will
be subject to adjustments as future population and
economic growth figures become available and as
the resultant projections are further refined.

27



Chapter 3

Our aim is that by 2020:

* To support sustainable travel, future population
and employment growth will have to
predominantly take place in sustainable compact
urban areas or rural areas, which discourage
dispersed development and long commuting

28

* Work-related commuting by car will be reduced

from a current modal share of 65% to 45%,
which will mean that between 500,000 and
600,000 commuters will be encouraged to take
means of transport other than car driver (of these
200,000 would be existing car drivers). Change
in personal behaviour will also be necessary for
other travel purposes as most travel relates

to non-commuting

Car drivers will be accommodated on other modes
such as walking, cycling, public transport and car
sharing (to the extent that commuting by these
modes will rise to 55% by 2020) or through other
measures such as e-working

The total kilometres travelled by the car fleet in
2020 will not increase significantly from current
total car kilometres

The road freight sector will become more
energy efficient, with a subsequent reduction

in emissions. Further research will be necessary
to establish a target (see Chapter 4)

Transport will make a meaningful contribution to
Ireland’s commitment under the proposed EU
effort-sharing arrangement in relation to climate
change and real reductions on current levels of
emissions will be achieved. The full extent of this
target cannot be determined until the broader
national targets under a revised National Climate
Change Strategy are determined in response to
any agreement on Ireland’s target for emissions
at EU level. Depending on a number of factors,
including any final decisions by Government on
fiscal measures, carbon related emissions could
fall by between 4Mts to 8Mts of CO, equivalents.




Setting targets for the sector is difficult and complex
in that existing transport data are inadequate (one
of the proposed actions in this Policy is to improve
the data on travel and transport) and because
individual travel behaviour is dynamic. Nevertheless,
the Government believes that the ambition to meet
the challenge we face should be set out, although
the targets may have to be adjusted in the light

of economic realities, improving knowledge and
changing trends.

These key targets are ambitious. However, they
are necessary to improve the quality of life of
our citizens, to secure future energy supply, and
to ensure that the transport sector substantially
reduces greenhouse gas emissions, in line with
the need for all developed nations to do so. These
targets represent a complete turnaround in the
current trends (presented in Chapter One). They
mean that we as individuals must radically alter
how we travel, and that Government priorities in
the transport sector must move towards more
sustainable modes.

Key Actions

Achieving sustainable transport will require a suite
of actions that will have complementary impacts in
terms of travel demand and emissions. Although the

Policy contains 49 actions, they can be grouped into

essentially four overarching goals:

¢ Actions to reduce distance travelled by private car
and encourage smarter travel, including focusing
population and employment growth predominantly
in larger urban areas and the use of pricing
mechanisms or fiscal measures to encourage
behavioural change

* Actions aimed at ensuring that alternatives to the
car are more widely available, mainly through a
radically improved public transport service and
through investment in cycling and walking

¢ Actions aimed at improving the fuel efficiency
of motorised transport through improved fleet
structure, energy efficient driving, and alternative
technologies

¢ Actions aimed at strengthening institutional
arrangements to deliver the targets.

It is important to emphasise that the targets and
actions are relevant to both urban and rural living.
We are also committed to rural regeneration and
throughout the Plan there are individual actions,
such as improved bus services in rural areas, which
reinforce this ambition.

The remaining Chapters in this document detail

the various actions to achieve the vision, goals
and targets.
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Chapter 4

Whatever the reasons, it is clear that the projected
“business as usual” growth in car-based travel
confronts us with costs and demands that are
unsustainable in terms of the burdens on the
environment, energy supplies, the economy and
society in general.

This chapter also deals with the movement of goods
- smarter travel doesn’t just affect the movement of
people but also the transport of goods.

Ireland has been making progress in aligning
transport and spatial planning through the National
Spatial Strategy (NSS), Regional Planning Guidelines
and the National Development Plan (NDP). The
National Spatial Strategy promotes sustainable
patterns and forms of development through the
creation of more compact, walkable cities and
towns that are more amenable to the provision

of good quality public transport. Through this

Policy, Government recognises that the considerable
and necessary investment under the NDP and
Transport 21 must be augmented by measures

to ensure that the travel patterns in the future

will be more sustainable.

The challenge is to structure the major elements

of population growth into the future around the
spatial policy framework outlined in the National
Spatial Strategy. Furthermore, the encouragement
of small scale retail, industrial, residential and other
developments in small towns and villages, which
have experienced population decline, can contribute
to the reduction in emissions by eliminating long
commutes for some rural dwellers.

Good progress is also being made in providing
better guidance on planning development
and includes:

“The Sustainable Rural Housing Guidelines for
Planning Authorities” (2005), which aim to facilitate
rural communities to meet their housing needs
while avoiding suburbanisation of the countryside

“Retail Planning Guidelines for Planning
Authorities” (2005), which promote a sequential
and town-centred approach to retail development

“Quality Housing for Sustainable Communities”
(2007), which specifies accessibility via transport
networks and meeting the needs of the pedestrian
and cyclist in its urban design objectives for the
provision of housing

“Delivering Homes - Sustaining Communities”
(2007), promotes compact, mixed use
neighbourhoods where a good range of
amenities and facilities are within easy
walking distances of homes

“Sustainable Residential Development in Urban
Areas” (consultation draft issued in February
2008), which promotes compact urban form,
higher densities in urban areas generally and
facilitation of sustainable travel modes

National and Strategic Roads and the Planning
System (draft in preparation for public consultation
in early 2009), which will discourage development
patterns that promote rising car usage

and dependency

A “Design Manual for Streets”, which will
outline practical design measures to support
and encourage more sustainable travel patterns
in urban areas

A revised edition of “Site Development Works
for Housing Areas (drafting work underway),
which will, in the context of creating sustainable
communities, have a focus on public transport,
cycleways and pedestrian priority areas.
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There is however, strong evidence of over zoning
for development at local level (at present, existing
lands zoned for residential development far exceed
the population projections to 2020) and much more
needs to be done if the vision of sustainable travel
is to be achieved.

We will, therefore, implement the following actions:

Action 1

We will continue to enhance existing legislative
provisions to deliver deeper integration of travel
and spatial planning and to support the full
integration and alignment of transport plans with
the development plan process and local area
planning (see also Action 42). We will also ensure
that Government investment in new public facilities
such as schools, community/health centres and
sports/amenity facilities as far as is practicable
takes account, within the framework of relevant
policy objectives, of the need to give priority to
walking, cycling and public transport as the primary
means of accessing these facilities.

Action 2

We will ensure better integration of land use
planning and transport policies in the relevant
planning guidelines as part of their ongoing review
and we will avail of policy directives to give effect
to specific measures needed to meet the vision for
sustainable travel.

The following will also be included in future
planning guidelines:

* A general requirement that significant housing
development in all cities and towns must have
good public transport connections and safe
routes for walking and cycling to access such
connections and local amenities

Integration of cycling and public transport

Promotion of targets requiring a minimum
percentage of new residential and mixed-use
development to take place on brownfield/existing
sites to consolidate urban growth and enable
organic development of urban areas from the
centre out

Ensuring a general minimum housing density
of between 35 and 50 dwellings per hectare in
urban areas of suitable size and population and
requiring substantially higher densities where
local circumstances warrant, particularly in high
capacity public transport corridors

Specification of a maximum permitted level of car
parking for commercial sites, which have suitable
public transport facilities and are within walking/
cycling distance to amenities

A requirement that developments above a certain
scale have viable travel plans in place

A requirement that development in urban rail
corridors be high density and appropriate for
public transport use (e.g. not warehousing or other
activities with low employment intensity)

Guidance on the incorporation of cycling and
walking policies in development plans

A general restriction of the future development

of out-of-town retail centres except in exceptional
circumstances and consideration of a similar
requirement that parking charges be introduced
for most existing centres

Encouragement of the use of local area plans

and strategic development zones (SDZs) within
major urban areas as a way of improving the land
use-transport interface, particularly to ensure that
employment and residential centres are co-located.
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Action 3

Many of the Gateways and Hubs in the National
Spatial Strategy comprise two or more local authority
areas. Regional Planning Guidelines are in place

to coordinate overall development in the regional
authority areas. Land Use and Transportation
Strategies (LUTS) also play a vital role in supporting
better coordination and integration of development
planning between local authorities across Gateways
and Hubs. The Cork Area Strategic Plan (CASP)
provides a good example of a LUTS approach and
similar strategies are in place or are planned for
Galway, Limerick and Waterford.

We will promote a wider rollout of LUTS-type
strategies, supported through a technical assistance
programme at national level. The emphasis in the
first place will be on the Gateways followed by
LUTS-type studies for the Hub locations in the
National Spatial Strategy.

Action 4

The delivery of public transport, cycling and
promotion of more sustainable travel patterns
generally in many existing urban centres can only
be achieved through retrofitting. We will require
local authorities to prepare plans to retrofit areas
towards creating sustainable neighbourhoods so
that walking and cycling can be the best options for
local trips, for example to reach local facilities such
as shops and schools.

34

The provision of a high quality and sustainable
travel and transport infrastructure, that supports

the movement of both people and goods, is a vital
requirement to secure knowledge-intensive business
investment and to grow indigenous companies

of scale that can compete globally. The nature of
industrial employment has changed. Ireland is now
competing for premium mobile investment against
the most advanced locations in the world. National
and international connectivity is critically important.

Increasingly, the location of centres of employment
is chosen in the context of the strategies framed
around the National Spatial Strategy. The integration
of existing and future business parks with public
transport and their location within walking and
cycling distance of residential areas is an important
element in the Government’s industrial property
strategy. It can also contribute to wider access to
the labour market by people with reduced mobility.

There is also an opportunity to reduce the necessity
to travel through the adoption of flexible working
policies. The Government has provided leadership in
promoting such flexible policies in the public sector
and is committed to a two-pronged approach by:

The provision of statutory entitlements through
legislative measures (e.g. maternity leave, adoptive
leave, carer’s leave and parental leave) and

The voluntary approach at the level of the
enterprise, mainly through the National Framework
Committee on Worklife Balance.



The Government will continue this approach. This
Policy focuses on one aspect of flexible working,
the concept of e-working. Currently, if even 10% of
the working population of 2.1 million were to work
from home for 1 day a week, it would result in a
reduction of around 10 million car journeys to work
per annum.

Action 5

We will ensure that the public sector is an exemplar
in the area of e-working and will require all
organisations in the public sector to set targets to
encourage e-working where appropriate. We will
encourage similar ambition in the private sector

and we will support e-working through, for example,
better broadband provision.

Action 6

We will carry out research to determine if e-working
centres can be established on a regional basis to
provide opportunities for people in rural areas and
satellite towns to work from a location closer to
home. We will examine the potential for partnership
with the private sector so that such centres can be
available to a large proportion of employees availing
of e-working.

Chapter 4

Mobility Management

The public consultation highlighted the potential

of mobility management to encourage people to
change their travel behaviour. A variety of schemes
and plans implemented in other countries have
achieved success and there is potential to replicate
them in Ireland. They are set out below and, like

all measures in this Policy, will require ongoing
monitoring and updating to ensure targets are
being achieved.

Action 7

In 2006 around 55,000 students were driven or
drove less than 2km to their place of education.

A further 150,000 were driven or drove 2-4 km

to their place of education. The Government has
already committed to a Green Schools Travel
Programme, which will reach over 1,000 schools
and 265,000 pupils by 2012. Based on pilot studies,
it could result in a 16% decrease in car use for
school use.

We will ensure that every school and college in
Ireland has a school travel plan to encourage
students to take alternatives to the car. As part of
the programme we will ensure that local authorities
identify and implement safe walking and cycling
routes to and from schools and other educational
institutions as well as providing better access for
people with disabilities. We will establish an advisory
group of the relevant stakeholders to achieve better
cooperation in delivering these. Where safe routes
cannot be provided, we will consider an extension
of the existing school transport scheme

(see also Action 14).
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Chapter 4

Action 8

Workplace Travel Plans encourage employers and
employees to take steps to reduce dependency on
the car and to take alternative transport options. The
Minister for Transport has already provided initial
funding for a pilot scheme managed by the Dublin
Transportation Office (DTO) and the Department

of Transport was the first Department to introduce
such a Plan. The Government has also introduced a
parking levy on employee car parking in key urban
areas in the region of €200 per annum to dissuade
use of the private car for commuting purposes. We
will now focus on encouraging alternative ways of
travelling to work. We will, therefore:

* Work towards a requirement on organisations
with over 100 staff to develop and implement
workplace travel plans

* Provide support and guidelines for the
development and implementation of workplace
travel plans

» Seek a plan from the Office of Public Works to
reduce car-parking spaces at Government offices
where alternative travel options are possible and
require other public sector organisations to do
likewise as part of their workplace travel plans

Action 9

Personalised Travel Plans aim to encourage
individuals to take alternatives to car travel where
these are available. International experience

shows that such Plans must be accompanied by
good targeted marketing and involve incentives to
encourage people to use alternatives to the private
car. We will implement a programme to promote
Personalised Travel Plans aimed at citizens in areas
served by public transport.
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Movement of Goods

The efficient movement of goods is vital to our
competitiveness and economic welfare. 65% of our
GDP is based on the export of goods and services
whereas the EU-25 average is 30%. At present 95%
of all goods are moved by road and over 30% of
transport greenhouse gas emissions are from the
freight sector. As stated in Chapter 3, a specific
target to reduce energy and emissions from the
freight sector is needed while at the same time
enhancing our economic competitiveness.

A number of submissions to the consultation
process dealt with the movement of freight in some
detail. Specific proposals were made but not all
agreed on the steps needed to make the movement
of goods more sustainable. There was a fair degree
of consensus, however, that more research needs to
be done on the freight sector before deciding on the
best approach.




Action 10
We will:

Ensure that the Department of Transport deals
with freight policy issues in a more integrated
manner and prepares a specific strategy for
the freight sector. We will set a target aimed at
reducing the environmental impact of freight
while at the same time improving efficiency

in the movement of goods and promoting
economic competitiveness

Organise a forum to bring all interested parties
together, including industrial development
agencies and industry representative bodies,
to explore in greater depth the issues relating
to the movement of goods, including:

— The realistic potential for rail freight

— Priority freight routes allowing access to vehicles
with greater load factors and capacity

— Developing key logistics centres to transfer
goods to more sustainable forms of transport
for final delivery in urban areas

- Scheduling of deliveries from the ports and in
urban areas to avoid peak use of networks as
far as possible

— The incentives and disincentives needed to
move to more fuel-efficient vehicles

— The need to have more rigorous testing of
goods vehicles to reduce emissions

— The potential of Intelligent Transport Systems
and Services to improve efficiency.

The main focus of this Chapter of the Policy

has been on regulatory measures to align our
spatial planning and transport and on incentives
to encourage alternative ways to travel. These
measures alone will not meet the ambitious targets
set out in Chapter 3.

The public consultation document proposed that
fiscal measures would also be needed to act as

a disincentive to unnecessary car travel and seven
different possible measures were suggested
ranging from higher fuel taxes to a national

road pricing scheme.

The Government has already introduced appropriate
fiscal policies by ensuring that the VRT and Motor
Tax systems, from July 2008, are entirely based

on CO, emissions with rates considerably varying
between models on the basis of their emissions.
Some reductions in CO, emissions are likely to
emerge even in the short-term from this change

but not at a scale sufficient to contribute
significantly to our international obligations

relating to climate change.

The response to the public consultation process
resulted in considerable agreement that a fiscal
measure or measures will be needed but there
was no unanimity on what type would be

most appropriate.

Action 11

In the context of the Commission on Taxation Report
due in 2009 we will consider the application of fiscal
measures aimed at reducing car use and achieving
a shift to alternative modes of transport, which will
ease congestion, reduce further transport emissions
and take into account economic competitiveness
and social inclusion. Where necessary, we will carry
out research to ensure effectiveness of this action.

This Chapter has examined the actions needed to
reduce travel demand. Chapter 5 deals with the
provision of alternative ways of travelling.



Chapter 5

Chapter b:
Actions to Deliver
Alternative Ways
of Travelling

A key driver to encouraging more people to
use public transport is to offer a frequent,
reliable, comfortable and safe service,

which is affordable. Safety is a key concern
in relation to cycling and walking and
integration of these different modes is very
important to reach a large number of people.
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Chapter 5

The Government is already making an
unprecedented investment in alternatives to private
transport. Under Transport 21, €15.8 billion will
be invested in public transport up to 2016, which
will result in a radical improvement in the level,
accessibility and quality of rail and bus services
throughout the country and in urban transport
services both by bus, light rail, suburban rail and
metro. In all, this investment will accommodate up
to 175 million additional passengers per annum
by public transport. In terms of travel to work, this
equates to meeting the transport needs of about
10,000 extra commuters by 2020.

As set out in Chapter 3, the challenge is to
accommodate, by 2020, around 500,000 people
on modes other than the car and it is clear that
additional measures need to be taken to meet this
target. This Chapter, therefore, addresses the short-
term need to radically enhance bus services and
to bring in imaginative proposals relating to cycling
and walking and other initiatives involving better
use of cars. A key issue to be addressed is a new
approach to the allocation of road space, giving
priority to more sustainable forms of transport.

Public transport makes a significant contribution

to the mobility of people for both travel to work/
education and other travel purposes. The mode
share for bus as a means for travel to work stood at
6.1% in 2006, while rail mode share stood at 2.9%.
Passenger numbers have increased and there are
many examples where quality bus services have
challenged the dominance of the car. While total
numbers using public transport have grown over
the last 20 years, the percentage of total journeys
undertaken by public transport has declined and
public transport also accounts for a declining share
of overall transport.

We estimate that by 2020 we will need to provide
public transport to meet the needs of an additional
90,000 commuters on top of the 140,000 likely to be
catered for by Transport 21. The bus will be at the
heart of moving these additional people.

Commuters will only begin to consider a shift from
car to bus transport when the advantages of the bus
are greater than those of the car. To date, much of
the emphasis on improving bus services has been
on better bus priority compared with other traffic but
this, on its own, is not sufficient to deliver additional
patronage. Bus services must also be convenient,
reliable, frequent, comfortable, have journey times
favourably comparable to the car and be supported
by first class customer information and service.

The application of modern technology can underpin
many of these requirements.

CIE services are supported through the annual
subvention paid for the operation of public service
obligation (PSO) services and the operating
companies will receive approximately €308m in
2008, including Bus Eireann (€36.9m), Dublin Bus
(€80.8m) and Irish Rail (€191.5m). The annual
subvention has increased by 128% since 1998.
Good progress has been made in improving bus
services over the past ten years through:

New and replacement buses including a total
of €270m in capital Exchequer funding

Investment in bus priority measures and

Greater private sector participation in
the provision of services.

Bus use is particularly important for those without
access to a car, the young, older people and people
with mobility issues. If we are to encourage the use
of public transport in Ireland, the availability of a
safe, accessible, integrated and reliable service for



18+ hours of the day is essential in any attempts
to increase patronage and gain more users.

This featured strongly in feedback in the public
consultation process.

Action 12
We will:

Implement more radical bus priority and traffic

management measures to improve the punctuality
and reliability of bus services and to support more
efficient use of bus fleets. This may involve making

some urban streets car-free, creating tram-like
priorities in others and making greater use of
roads/hard shoulders by buses

Ensure bus services are redesigned to provide for:

— Optimum use of the bus fleet

— Bus networks that better meet demand and
better respond to the needs of people with
reduced mobility

— Greater use of feeder buses to/from
Luas/Metro/Rail stations

— Extension of Rural/School Transport type
schemes in more rural areas

— More orbital bus services in urban areas

— Good public transport interchange facilities
for multi-operators

— Carriage of bicycles on buses

Provide better bus parking facilities in smaller
towns and villages and bus shelters in rural areas

Complete studies into the feasibility of Bus Rapid
Transit systems and/or Light Rail Transit systems
in Cork, Galway, Limerick and Waterford and act

on the results

Implement Real Time Passenger Information on
bus services in Dublin first and on a phased basis
in other cities and rural areas. This will allow for
mobile phone and Internet access of up to the
minute information, allowing customers to time
their walk to the bus stop more efficiently. We

will also ensure the provision of good map and
schedule information at shelters

Complete migration to smart card technology

for public transport ticketing in the Greater

Dublin Area and nationwide. To support greater
integration, make integrated ticket products more
widely available on the smart card and significantly
reduce the use of cash based tickets

Implement integrated network planning and
delivery function in the Greater Dublin Area
through the Dublin Transport Authority and ensure
that mechanisms are in place to ensure such
integration outside the Greater Dublin Area

Introduce competitive tendering for PSO services
over and above these currently provided by Dublin
Bus and Bus Eireann

Link increased PSO subvention to growth in
patronage

Develop, in conjunction with agencies and key
stakeholders, an Intelligent Transport Systems and
Services Action Plan which will lay the groundwork
for improved efficiency and effectiveness of bus
fleet management and service punctuality.
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Action 13

We will offer a reliable urban bus service in
significant urban areas, which provides the
following standard, taking into account particular
local factors:

A bus route/stop within 800 metres of a house
in an urban area

A schedule which commences at 6 a.m. and
finishes at 1 a.m., 7 days a week depending
on demand

A frequency of at least 10 minutes at peak
hours and 20 minutes at non-peak hours

A pre-pay cashless transaction, to minimise
delays at stops

A defined level of comfort and cleanliness
on vehicles.

The service proposal will require a major overhaul

of existing bus routes in urban areas, a transparent
contract system for allocating public service subsidy
and the provision of additional buses once the use
of the existing fleet has been optimised.

Action 14

For other areas we will:

Offer a regular 7-day a week transport service
for rural communities and those in smaller urban
areas

Examine the potential for the expanded use of
school and other publicly funded buses as a

“local transport bus” to bring people to a range of
services, with (in the case of the school buses) the
primary emphasis continuing to be on transporting
children to and from school at the necessary times

Build on the good work at local level in developing
the Rural Transport Programme to expand

the network in other ways, such as demand
responsive services
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Examine, as part of the current review of the
school transport service, the current distance
eligibility criteria, where it is not feasible to provide
safe walkways and/or cycle paths

Provide park and ride facilities at the edge of
major and intermediate urban centres and at
important public transport nodes, with efficient
transport connections to the urban centre.

Of all travel modes, cycling and walking have

the lowest environmental impact. If we are to
successfully promote cycling and walking as
realistic alternatives to the private car we need to
ensure that they are, as far as possible, a safe and
pleasant experience. Pedestrian and cycle facilities
will be most successful where they form a coherent
network, place an emphasis on safety, directly

serve the main areas where people wish to travel,
provide priority over vehicular traffic at junctions,

are free from obstructions and have adequate public
lighting. In addition, support facilities such as secure
parking and changing/showering facilities at places
of employment are a key determinant in encouraging
people to cycle.

Furthermore, cycling and walking will be pivotal

to achieving some of the goals in national health
policies to promote physical activity. In the Irish
context the numbers at risk of chronic diseases
such as obesity, heart disease and mental ill-health
are increasing rapidly both for adults and children.

The importance of halting this trend towards
inactivity and taking measures to prevent chronic
disease cannot be underestimated in terms of health
system and social, family and community costs.
Already 11% of the adult population report living
with a long-term illness, health problem or disability



that limited their daily activity. The National Health
Strategy, the Report of the Task Force on Obesity
and the National Recreation Policy all call for a
greater emphasis on promoting physical activity

as the basis for improving and maintaining health.
Embracing cycling and walking in one’s daily routine
offers one of the best ways of arresting this trend.

In 2006, around 45,000 people drove less than 2km
to work, with a further 160,000 people driving 2-4km
to work. These people could potentially switch to
walking or cycling. For various reasons not all will.
Nevertheless, it should be possible to encourage a
significant number to make the change.

If the vision and ambition for future land use and
planning set out in this Policy is achieved, there will
be further scope for growth in these two modes.

To reach a sustainable transport system, we would
envisage around 450,000 people walking and
cycling to work/education each day in 2020,

up from 240,000 in 2006.

Action 15

Recently the Government has announced a benefit-
in-kind tax incentive to encourage cycle commuting
as well as investment in cycle route maintenance
and the proposed Sutton to Sandycove cycle route.
The Government have also carried out research

on best practice for cycling and has published a
strategy for developing cycle tourism.

Our vision is to create a strong cycling culture in
Ireland and ensure that all cities, towns, villages and
rural areas will be cycling-friendly. Cycling will be a
normal way to get about, especially for short trips.
Next to walking, cycling will be the most popular
means of getting to school, both for primary and
secondary school. Our universities and colleges will
be bursting with bicycles. Businesspeople will see
the bicycle as the best way to travel for part or all

Chapter b5

of their daily commute. Shopping by bike will be as
normal as it is in many of the Northern European
cycling-friendly countries. The bicycle will be the
transport mode of choice for all ages and will both
improve the health, and reduce obesity levels, of
the general population and build social capital. We

will gain economically as cycling helps in easing
congestion and providing us with a fitter and
more alert workforce. The cycling culture will also
enhance our tourism industry by attracting many
visitors to cycle in Ireland.

A culture of cycling will be developed to the extent
that, by 2020, we envisage around 160,000 people
cycling for their daily commute, up from 35,000 in
2006. Cycling will be encouraged as a mode for
other purposes so that by 2020 10% of all our trips
will be by bike.

We will publish and implement a National Cycle
Policy Framework to give effect to this vision.
Among the issues it will address will be:

* The creation of traffic-free urban centres
to facilitate cycling

¢ Investment in a national cycle network
with urban networks given priority



Chapter b5

* Cycle training for schoolchildren

 Integration of cycling with other transport modes,
e.g. carriage of bicycles on public transport.

Action 16

The Government is committed to creating a culture
of walking in Ireland. In that context, there is
strong convergence between walking as a tourism
asset and walking as recreational activity for local
residents. This in turn complements a culture

of walking as a mode of everyday transport, by
encouraging people to walk as a matter of routine.

We will ensure that urban walking networks are
strengthened by increasing opportunities for walking
and removing constraints as part of planning for
more attractive public realms, including:

* Providing safe pedestrian routes

* Providing routes, which serve employment and
education trips and that link with public transport

* Reprioritising traffic signals to favour pedestrians
instead of vehicles, reducing waiting times and
crossing distances at junctions

» Creating level grade crossings for pedestrians
across junctions

* Creating larger traffic-free areas in urban centres

¢ Unless it is inappropriate, ensuring that 30 km/h
zones are designated in central urban areas which
will continue to accommodate motorised traffic

* Widening footpaths where there are high
pedestrian flows, particularly close to public
transport nodes

» Clearing footpaths of unnecessary street furniture,
e.g. rationalisation of signage poles etc.

* Improving the surface quality of footpaths
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* Providing appropriately designed safe, well-lit,
direct, continuous facilities

¢ Signposting pedestrian routes to important intra-
urban destinations such as public buildings and
public transport nodes

¢ Enforcing the law relating to encroachment on
pedestrian spaces by motor vehicles, cyclists,
skips and other obstructions.

We will publish a National Walking Policy, which

will draw on the lessons and principles already
developed in the context of tourism and recreational
trails development. We will ensure that the policy
combines the development of the national trails
system with local recreational trails and include links
to urban centres. As in the case of cycling, we will
carry out research on international best practice for
walking. This will enable a target to be established
for the modal share of walking.




Action 17

Many State properties are used for recreation and
leisure. We will ensure that, where feasible, areas of
State-owned lands such as canal towpaths, former
rail lines, Coillte estates, etc. are made available for
the development of walking and cycling trails.

The car will remain an important mode of transport
in Ireland. As stated previously, the aim of this Policy
is not to prevent use of the car but to encourage
smarter ways to travel of which car use is but

one method. There are a number of international
examples of rationalisation of car ownership and
use, which could have the effect of eliminating the
need for more than one car in a household. These
include car sharing or lift sharing and car clubs.

Car sharing involves people agreeing to share car
journeys particularly in their daily commute whereas
car clubs offer access to a car when it is needed
rather than requiring the purchase of a car. The
Department of Transport has already supported

a number of pilot projects relating to car sharing,
including one cross-border initiative in the Derry/
Donegal area. Some private operators have studied
the potential of car clubs and, while there has been
limited use of this concept in Ireland so far, a pilot
scheme was established by Cork City Council in
July 2008.

Action 18

We will establish a car-sharing website which will
help employers to encourage such initiatives in the
workforce. We will also work with our counterparts
in Northern Ireland to develop a website applicable
to the whole island.

Action 19

We will support private and public sector initiatives
to establish car club schemes in Ireland. We will
also legislate to enable on-road parking spaces

to be designated for car clubs through

appropriate signage.

The public consultation process highlighted
concerns that the motorcycle was being overlooked
as a more sustainable form of transport than the car
and pointed to the existence of novel methods of
personal transport such as segways.

The modal share for motorcycles has been

falling and stood at 0.7% in 2006. It is difficult to
foresee how use of this mode will change with
time, although growth in smaller motorcycles with
low emissions per passenger kilometre could be
encouraged, due both to emission savings and
congestion relief.

Action 20

We will look at ways of affording traffic priority to
motorised transport such as mopeds and segways
in congested areas.

Chapter 4 emphasised the fundamental need

to align transport and spatial planning. There is
also an urgent need for greater integration of the
different transport modes. This is being addressed
in the Transport 21 programme which sees planned
public transport networks. However, more needs
to be done.
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Action 21

There are already integrated ticket arrangements

in place for some transport services throughout the
country based on magnetic strip technology. These
need to be transformed to stored value smart cards.
Indeed, greater use of smart card ticketing for public
transport services is a high priority. There is already
a smartcard scheme in place for Luas services and
some ticket products on Dublin Bus services have
migrated to smart card technology. Irish Rail will
introduce smart cards in mid-2009 in advance of
the commencement of the rollout of the integrated
ticketing system in the Greater Dublin Area later
that year.

The Dublin integrated ticketing scheme will

be extended to Irish Rail DART and commuter

rail services within a further 12 months and by
Bus Eireann on a pilot basis on a number of its
commuter routes. It is also envisaged that other
private bus operators will join the scheme over this
timeframe. We will rollout integrated ticketing so
that it will be national in scope and support all-
island travel. An all-island travel ticket would also
complement the work of Tourism Ireland, which
promotes the island of Ireland to overseas visitors.
We will also examine the potential for

using the smartcard to pay for other transport
related activities, for example, taxis and other
options such as web-based arrangements and
mobile phones for ticketing.
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Action 22

We will prepare a plan to fast track the
establishment of park and ride facilities along major
public transport nodes, at the periphery of major
urban areas and at key public transport locations
and nodes. We will also broaden the scope of park
and ride to include facilities for other modes such as
taxis and bicycles (including cycle hire and repairs)
so that these options are available to commuters.

Action 23

We will ensure improved road priority for
walking and cycling access to key public
transport interchanges and ports and, in the
case of airports, for cycling.

Action 24

We will create a national travel information portal
offering an on-line integrated journey planner
involving passenger information in real time, as
appropriate, for all public transport services. We will
also work through the Dublin Transport Authority
and local authorities outside the GDA to achieve
better integration of public transport timetables.



Successor to the
Transport 21 Programme

The Programme for Government proposes
preparation of a successor to Transport 21.

Action 25

We will commence the planning of the successor to
Transport 21 so as to complete the drafting of a new
programme. This will ensure that the new investment
programme will fully reflect the policy framework in
this Policy whereby investment is prioritised for:

* Walking

* Cycling

* Public transport

 Efficient freight movements

* Soft measures such as mobility management
* Integration measures

* Roads schemes which provide environmental,
social and economic benefits

* Aviation and maritime transport facilities focused
on better access to and from the island.

In assessing this new programme we will ensure
that external factors, such as the environmental
and social impacts, are included in any cost
benefit analysis and that, where there are
competing modes on a route corridor, a greater
weighting is given to the more sustainable mode
of travel. The Department of Finance’s impending
recommendations on internalisation of GHG
emissions in cost-benefit analysis will be used in the
revision of the Department of Transport’s Common
Appraisal Framework Guidelines.

Chapter b5

New approaches are being taken to infrastructural
maintenance having regard to environmental
impacts. For example, the National Roads Authority
(NRA) is using a new method in evaluating
maintenance to deal with life cycle impacts. We will
also consider the concept of energy costing future
projects to determine what emissions will be saved
over the life cycle of a particular project.

This Chapter and the previous one aim to change
travel behaviour and to provide alternative ways

of travelling. The next Chapter is mainly concerned
with measures to offer technological solutions

to reduce energy use and emissions from the
transport sector.
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Chapter 6

Many of the public submissions and international
evidence demonstrate that considerable savings
can be achieved through technological
improvement. In most cases Ireland is a
technology taker and relies, for example, on vehicle
manufacturing nations to deliver technological
improvements. Ireland’s most effective approach
is through engagement in shaping EU policy

so that the necessary international momentum
for technological innovation can be achieved.
Nevertheless, the Government believes that it

is important that individual actions at national
level demonstrate commitment to the type of
change required, including the deployment of
modern technology on road and public transport
infrastructure.

As an island nation with an open economy, aviation
provides a key transport link for us. Connectivity and
access through international and regional airports
are vital for our tourism industry, which generated
€4.9 billion revenue in 2007 from foreign visitors
and employs some 322,000 people in the tourism
and hospitality sector. Only 1% of our goods are
exported by air but the value of these represents
17% of the national total of exports. Furthermore,
the Government has supported the development
of a network of regional airports to assist balanced
regional development. We have also made
significant investment to improve accessibility

to our offshore islands.

Action 26

In affirming the importance of aviation to Ireland,
we also recognise the need to reduce aviation
emissions and we will work positively with our EU
partners to strengthen the treatment of aviation in
the emissions trading system. We will also continue

to work within the EU to progress the Single
European Sky initiative, which seeks to restructure
the air navigation system in Europe in order to
enhance capacity and promote efficiency.

A Functional Airspace Block (FAB) is a term that
has been developed in the Single European Sky
legislation dealing with air traffic management to
describe the integration of the existing fragmented
arrangements for the provision of air navigation
services. The existing arrangements in Europe
are established according to national boundaries
whereas a FAB is built around traffic flows.

A central objective of the initiative is to provide
for the optimal routing and profiling of flights in
order to minimise fuel use and the associated
negative environmental impacts.

Ireland entered into an agreement with the UK in
June 2008 to establish a FAB, the first of its kind
in Europe. The arrangements focus on improving
the capacity of the air traffic management system
and on providing for optimal flight paths for
airlines. For the airline customer this will help to
avoid undesirable delays due to air traffic control
restrictions and sub-optimal routings. For airlines,
there will be efficiency gains.

Action 27

We will review the public service obligation (PSO)
subsidies for regional air services which are due

for renewal in 2011 having regard to progress being
made on expanding bus and rail services so as

to ensure that the most sustainable travel option
receives priority support. By 2011, the Transport 21
intercity rail programme will be complete and we
will ensure good connectivity between airports

and public transport services.



Maritime

Our ports are also vital to our national interest.

They handle 99% of our exports, by volume, and
provide valuable access passenger services to the
island. They are also a critical means of access and
connectivity for offshore islands and their resident
communities. The potential benefits of international
engagement in this arena are recognised - for
example, in seeking to assist short sea shipping,
Ireland, supported by the Netherlands and others,
has proposed at EU level that a European Area

of Navigation be established consisting of the

Near Coastal Areas of Member States, as well

as Iceland and Norway, in which member states’
vessels may operate under the provisions contained
in the Standards of Training, Certification and
Watchkeeping Convention for near coastal voyages.

Action 28

We will engage positively at international level to
ensure that less polluting fuels, such as low-sulphur
distillates, are used in maritime transport and we will
work positively in the development of instruments or
mechanisms to reduce emissions from the maritime
transport sector.

Action 29

We will also review ports policy and the 2005
Ports Policy Statement with a view to maximising
efficiency in the movement of goods and in the
light of the review of the freight sector referred

to in Action 10, Chapter 4.

Roads

The €18 billion investment in roads as part

of Transport 21 will remove bottlenecks, ease
congestion and pressure in towns and villages and
provide the necessary infrastructural links to support
the National Spatial Strategy.

Action 30

We will address the twin objectives of road
safety and emission reductions through the
enhanced enforcement of appropriate speed
limits on our roads.

We will also invest in modern technology for the
road system aimed at improving information for
road users, prioritising road space for public
transport, reducing fuel consumption and emissions
and optimising capacity for goods transport

and business travel. This is likely to include the
deployment of incident management technologies
on key road arteries with a view to limiting the
development of traffic jams with their associated
negative consequences for fuel consumption

and emissions. The development of an Intelligent
Transport Systems and Services Action Plan will
lay the foundation for progress on this item

(see also Action 12).

51



Renewable Energy in Transport
and Fuel Economy

The Government is committed to ensuring that 10%
of energy used in transport by 2020 is sourced from
renewable resources, which are sustainable, reduce
fossil fuel dependency and significantly reduce
greenhouse gas emissions over the full life cycle.

Action 31

The Minister for Communications, Energy and
Natural Resources has recently launched a public
consultation paper on his proposals to introduce a
Biofuels Obligation in 2010. This will require that a
certain percentage of the road transport fuel sold
in Ireland in 2010 will be biofuel and will allow this
target to be changed in the medium term to ensure
that Ireland meets its renewable energy target for
the transport sector by 2020.

In meeting the 10% target for renewable energy in
transport by 2020, we will maximise the contribution
from second-generation biofuels, and will ensure
that both imported and indigenous biofuels meet
EU sustainability criteria. Opportunities exist for
producing biofuels from waste products, which do
not compete with food production, such as tallow,
whey, waste vegetable oil and even municipal
waste, many of which are currently being supported
by the Mineral Oil Tax Relief (MOTR) Il Scheme.

The Department of Agriculture, Fisheries and Food
is supporting research projects that relate directly
to biofuels through the Department’s Research
Stimulus Fund Programme. This research is

being carried out both by Teagasc and UCD in
co-operation with other research institutes. Since
2005, some €7 million has been made available
for research covering a broad range of topics.

The Department of Communications, Energy and
National Resources supports a number of projects,
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particularly in the area of second-generation biofuels,
through the Charles Parsons Research Programme.

We will continue to support efforts to develop
indigenous energy crop and biofuel production.

Action 32

There are other potential alternative technologies for
motor vehicles, which are likely to have a significant
impact beyond 2020 as technology is developed.
These include plug-in electric and hydrogen fueled
vehicles. The Government signals its commitment
to these alternatives and will promote such
technologies as they become commercially feasible
and develop market penetration.

We will provide further incentives to encourage a
switch to electric vehicle technology with the aim
of achieving 10% market penetration by 2020.

Action 33

The Government will provide leadership through
the use of alternative technologies in the public
vehicle fleets. We will require every public sector
organisation and public transport provider to
prepare a plan for fleet replacement based on
the most sustainable vehicle and fuel type.

We will encourage the conversion of the taxi fleet
and private bus/coach fleets to alternative vehicles/
fuels. We will also change existing corporate tax
schemes to discourage the purchase of less
fuel-efficient vehicles and to encourage a change
to more sustainable fleets.

Action 34

A key element of the initiative to rebalance the
VRT and motor tax regimes on the basis of CO,
emissions is the introduction of a new labelling
system designed to reflect the seven emission/tax



bands. The new labelling system came into effect
on 1st July 2008 to coincide with the introduction
of the new CO,-based tax structure for cars. We will
keep the labelling system and the VRT and Motor
Tax systems under review to ensure that they meet
their twin objectives of encouraging a move to lower
emission vehicles while protecting central and local
government revenues. We will also consider the
likely impact of the labelling system on flexi-fuel
vehicles, which can operate on bioethanol, and the
possibility of extending emissions based taxation

to vehicles not currently covered in the system e.g.
buses and goods vehicles etc.

We will support the EU proposals to reduce average
CO, emissions for cars to 120g/km for all new
vehicles by 2012 through an integrated approach

of improved engine technology/fuel economy

and other technological improvements, e.g. more
efficient air conditioning, gear shift indicators, etc.
Other elements of this strategy include a separate
target for vans, support for research aimed at further
reductions in emissions from new cars to an average

of 95g/km and measures to support the purchase of
fuel-efficient vehicles.

Chapter 6

Action 35

The Government has supported the role of
Sustainable Energy Ireland (SEI) in relation to the
development of a world-class research programme
in strategic areas and this has recently been
extended to include sustainable energy and energy
efficient technologies in the transport sector. We will
require SEI and the Department of Communications,
Energy and Natural Resources to bring forward
specific proposals, arising from their extended remit,
in respect of the transport sector.

Driver Behaviour

Evidence shows that driver behaviour (“eco-driving”)
can significantly affect the amount of energy and
emissions from a vehicle and more efficient driving
can reduce emissions by up to 10%, with lower
savings in the long-term, through driving more
moderately, using on-board fuel monitors and
avoiding rapid acceleration and excessive braking.

Action 36

We will include a module on efficient driving as part
of the rules of the road and national driver test. We
will also require that all public authorities ensure that
their drivers are trained in efficient driving and that
this is part of their job specification. We will ensure
that, as part of the Climate Change Awareness
Campaign, there is a sustained focus on the issue
of driver behaviour. We will commission research

to determine the on-board technology that can be
introduced in public vehicles to reinforce eco-driving
behaviour and promote efficient driving in the
haulage industry.
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The implementation of this Policy requires action
across all areas of Government and will necessitate

closer working at national, regional and local level

to ensure that the actions are delivered successfully.

For the Greater Dublin Area, the Government has

already taken steps to better organise the delivery
of transportation solutions and to better integrate

these with spatial planning with the enactment of

the Dublin Transport Authority Act 2008.

Many of the submissions from the public
consultation process welcomed the then proposed
establishment of the Dublin Transport Authority but
there was no consensus on how integrated services
could be delivered locally outside the Greater
Dublin Area. Some submissions recommended the
establishment of a National Transport Authority,

by consolidating existing agencies to undertake
functions for the rest of the country similar to those
of the Dublin Transport Authority, while others
favoured local authorities to deliver integrated
transport solutions, perhaps organised on a
regional basis.
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In the Programme for Government there is a
commitment to examine the need for a National
Transport Regulator to deliver integrated services
outside the Greater Dublin Area. This Chapter sets
out our proposals on institutional change having
regard to the public responses and the current
reform process in the public service.

Overarching Legislation

In dealing with institutional issues there is

also a need to enact overarching legislation to
support the Government’s sustainable travel and
transport vision.

Action 37

We will introduce a Sustainable Travel and Transport
Bill. This will consider a possible legal basis for a
hierarchy of travel modes based on sustainability;
deal with legal anomalies in relation to provision

for walking, cycling, accommodate new concepts
such as car-clubs and provide the new institutional
responsibilities necessary. It will complement the
proposed Public Transport Regulation Bill, which
will establish a modern regulatory regime for public
transport services.

Co-ordination at Government Level

Action 38

We will retain the interdepartmental working group,
which assisted in the preparation of this Policy. Its
task will be to advise Government on the progress
in implementing the Policy and to propose any
changes in the overall strategy if the targets are
not being achieved.




Action 39

We will establish a National Sustainable Travel Office
as a Division within the Department of Transport

to oversee the delivery of many of the initiatives in
this Policy, in consultation, as necessary, with the
Dublin Transportation Agency and other bodies.
Specifically, the Department of Transport will:

* Advise on sustainable travel issues in relation
to development planning guidelines

 Draft national guidance on local travel plans and
provide expert advice to the Minister for Transport
on such plans prepared by local authorities

* Provide funding and monitor the implementation
of mobility management plans

* Develop national policies for cycling and walking
and oversee their implementation

* Set up national schemes for car-sharing
and car clubs

* Administer demonstration schemes such
as the Sustainable Travel Towns project

* Support appropriate transport-related training in
local authorities and networking arrangements

* Advise on the development of a National
Transport Model

* Provide support to the Interdepartmental Working
Group monitoring the this Policy.

Other Arrangements at National Level

Action 40

We have already announced that we will establish
the Dublin Transportation Authority to incorporate
the Dublin Transportation Office, the Commission for
Taxi Regulation and the public transport licensing
functions of the Department of Transport. This will

also encompass functions relating to a National
Transport Regulator in respect of public transport
services. We will also require other public sector
transport agencies to identify the need to recast
their mission to align to the new policy framework
set out in this Policy.

Action 41

The Dublin Transport Authority Act creates a
framework to ensure consistency between the
regional planning guidelines, Development Plans
and Local Area Plans on the one hand and the
Greater Dublin Area transport strategy on the other.
The Dublin Transport Authority will become the key
delivery agency for this Policy in the GDA.

Delivery at Regional and Local Level

In the above, enhanced role, the Department of
Transport will work closely with local authorities to
ensure better integration between sustainable land
use and transport planning.

Action 42

Building on the LUTS approach (see Action 3),

we will empower local authorities to prepare
transport plans to complement their development
plans. The transport plans will set targets for
achieving sustainable travel and transport services
in their areas. The Minister for Transport will be
given powers in relation to these plans similar to
the powers of the Minister for the Environment,
Heritage and Local Government in relation to
development plans.

We will require regional authorities to incorporate
targets for shifts to sustainable travel modes

in the next statutory review of the Regional
Planning Guidelines.
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All-Island Arrangements

The main mechanism for cross-border co-operation
is the North South Ministerial Council (NSMC).

In the transport area of the NSMC, there has

been good progress made on a range of matters
including cross-border roads and rail projects,

joint recognition of road penalties and in new pilot
projects such as a car-sharing scheme proposal for
the Derry/Donegal area and rural transport. In the
border area it is highly desirable that we align local
sustainable transport strategies and ensure data
related to the impact of new measures is compatible
on a cross-border basis.

Action 43

We will continue to work with our colleagues in the
Northern Ireland Executive to develop practical
solutions aimed at making travel on the island more
sustainable and, in particular, to co-ordinate and
integrate sustainable transport initiatives in both
jurisdictions. In previous chapters we mentioned
possible all-island initiatives such as a car-sharing
website. Co-operation could also extend to other
demonstration initiatives such as sustainable
travel towns and branding and awareness (see the
following actions).
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Demonstration Sustainable
Travel Towns and Areas

In other European countries, a variety of initiatives
have been taken to support best practice at local
level. These range from demonstration travel towns
to cycle towns. Another idea being explored is
healthy travel towns. In this Policy it is important
that any regulatory onus placed on local authorities
is complemented by support measures, not just

in the way of guidance and support from the
Department of Transport, but also in identifying
and implementing examples of transport
sustainability best practice at local level.

Action 44

We will establish and support a national competition
to deliver outstanding examples of sustainable
travel towns and rural areas. At national level we
envisage a partnership between the Departments of
Transport, Health and Children (through the Health
Service Executive (HSE)) and Environment, Heritage
and Local Government to support this initiative.
Funding will be routed through local authorities,
which will co-ordinate proposals. As part of this
initiative we will explore, through the North South
Ministerial Council, the possibility of linkages to any
proposed scheme for Northern Ireland.



Other Related Actions

Education, training and awareness will be very
important in assisting in the delivery of the Policy.
The Government has already provided €15 million
for a national Climate Change Awareness Campaign
and we envisage that awareness relating to driver
behaviour will form one element of that campaign.

Action 45

We will ensure that all relevant staff in local
authorities and State agencies are trained in best
practice so that the principles of sustainable travel
are embedded in these organisations. We will also
engage with third level institutions to ensure that
sustainable travel is a core component in relevant
courses leading to qualifications in areas such as
civil engineering, regional and urban planning and
public administration.

Action 46

We will require the Department of Transport to
develop a branding to support the concept of
smarter travel and to liaise with their counterparts
in Northern Ireland to explore the potential of using
a brand similar to the known Travelwise identity

on an all-island basis. We will also ensure that

the “Power of One” Energy Awareness Campaign
is broadened to address the changes needed in
personal behaviour to underpin this Policy. We will
endeavour to use the brand to co-ordinate cross

border awareness initiatives such as a national cycle

week or European Mobility Week.

Chapter 7

Action 47

We will establish a fund to support innovative
sustainable travel projects, which can help

in changing travel behaviour or reduce
environmental impacts.

Action 48

In the public consultation document we advised
on the current data gaps for transport in Ireland.

We will establish a National Travel, Transport and
Mobility Household Survey to support the goals
and targets of this Policy. The preferred option for
developing this would be through co-operation with
the Central Statistics Office (CSO). The outputs of
this survey will allow us to monitor progress and
implementation of the Policy. We will also establish
a National Transport Model. This will make use of
existing data and data gathered from the National
Survey. The development of a comprehensive
national model will require data, inputs and
assistance from transport providers and agencies.
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We estimate that the cost of implementing this
Policy to be some €4.5 billion. The funding of

the Policy will be a matter for decisions by the
Government in the light of prevailing economic
and Budgetary parameters. In the first instance,
however, the Department of Transport will use the
opportunity of the forthcoming review of Transport
21 to examine its existing substantial investment
programme to ensure that it fully complements
the broader objectives of the Policy. Transport 21
provides for total investment of €34 billion up to
2015 and there are clearly opportunities to make
important steps toward achieving the aims set out in
this Policy within this timeframe.

62

The first phase of implementing the Policy will

be mostly concerned with the setting up of new
institutional arrangements and legal changes and
guidelines relating to both transport and planning.

A major challenge in the initial phase will be to
commence the transformation of the bus services
supported by the improved park and ride facilities.
Research on fiscal measures to promote sustainable
travel will be progressed.

In addition, we will progress cycling and walking
policies. Demonstration projects will also be started
and existing schemes relating to school

and workplace mobility will be progressed.

Action 49

The interdepartmental working group will report on
the progress of this Policy. We will require a biennial
report on progress with the first report submitted to
Government in 2010.
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Glossary

CASP: Cork Area Strategic Plan

CO,-Equivalents: Greenhouse gas emissions,
including CO,, nitrous oxide (N,O) and methane
(CH,), adjusted for global warming potential

CSO0: Central Statistics Office

DTA: Dublin Transport Authority, which is
responsible for the planning, funding and
implementation of public transport infrastructure,
services and management within the Greater
Dublin Area (GDA), following the Dublin Transport
Authority (DTA) Act 2008.

DTO: Dublin Transportation Office, which was
established by the Dublin Transportation Office
(Establishment Order), 1995 (S.1. No. 289 of 1995)

FAB: Functional Airspace Block

Gateways: Settlements, identified in the National
Spatial Strategy, which have a strategic location,
nationally and relative to their surrounding areas,
and provide national scale social, economic
infrastructure and support services. They include
Letterkenny, Sligo, Limerick/Shannon, Cork,
Waterford, Athlone/Mullingar/Tullamore, Dublin
and Dundalk
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GDA: Greater Dublin Area, including Dublin City
Council, South Dublin, Fingal, Dun Laoghaire-
Rathdown, Kildare, Meath and Wicklow

GDP: Gross Domestic Product

Hubs: These are settlements, designated in the
National Spatial Strategy, which support the national
and international role of the Gateways and, in turn,
energise smaller towns and rural areas within their
sphere of influence. They include Castlebar/Ballina,
Tuam, Ennis, Tralee/Killarney, Mallow, Kilkenny,
Wexford, Cavan and Monaghan

ITS: Intelligent Transport Systems

LUTS: Land Use and Transportation Studies

Modal Share/Split: Ratio of travel by a
particular mode to overall travel

Mobility Management: This is a transport demand
management mechanism that seeks to provide

for the transportation needs of people and goods
and encourage more efficient use of the transport
network. It can be applied as a strategic demand
management tool or as a site-specific measure



MOTR: Mineral Oil Tax Relief

Mt: Megatonnes/million tonnes

NDP: National Development Plan, which is a public
infrastructure and services investment programme
of €184bn over the period 2007-2013 and aims to
achieve sustainable economic growth, greater social
inclusion and balanced regional development

NRA: National Roads Authority, as established by
the National Roads Authority (Establishment) Order
1993 (S.1. No. 407)

NSMC: North South Ministerial Council

NSS: National Spatial Strategy, which is a planning
framework for Ireland over the period 2002-2020
that aims to achieve balanced regional development
and promote areas of critical mass through a
network of Gateways and Hubs

PSO: Public Service Obligation

SDZ: Strategic Development Zone, which is a

planning designation under the Planning and
Development Act 2000 to allow for the expeditious
approval of planning permission for public and
private developments

SEIl: Sustainable Energy Ireland

TFC: Total Final Consumption

Transport 21: State investment programme

of €34bn in transport infrastructure over the
period 2006-2015

VAT: Value-Added Tax

VRT: Vehicle Registration Tax
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