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6.0	 Environmental Assessment of Preliminary 
Options 

6.1	 Introduction 

The Preliminary Options are subject to a Stage 1 Scheme Assessment, as defined in the 
DMRB TD 37/93. This Stage 1 Environmental Assessment has been prepared in 
accordance with the requirements of and guidance in DMRB 11.3. It identifies the relevant 
baseline conditions of the area which could be significantly affected by any of the six 
Preliminary Options, giving a broad indication of likely environmental effects. An overall 
assessment of the importance of impacts on the baseline environment is provided, 
highlighting any major problems or benefits. Although mitigation cannot be considered in 
detail at this stage, a broad indication of potential mitigation measures aimed at preventing, 
reducing or offsetting adverse environmental effects have also been described. This 
concludes in the selection of a number of Preliminary Options. 

A number of environmental topics are assessed in relation to the proposed Scheme, 
namely: 

• Air Quality; 

• Cultural Heritage; 

• Disruption due to Construction; 

• Ecology and Nature Conservation; 

• Landscape and Visual; 

• Land Use; 

• Traffic Noise and Vibration; 

• Pedestrian, Cyclist, Equestrian and Community Effects; 

• Vehicle Travellers; 

• Road Drainage and the Water Environment; 

• Geology and Soils; and 

• Policies and Plans. 

To standardise the approach in reporting, each topic section is structured as follows: 

• Introduction; 

• Objectives; 

• Methodology; 

• Baseline Conditions; 

• Assessment of Environmental Effects; 

• Mitigation; and 

• Presentation of Key Issues. 
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6.2 Air Quality 

6.2.1 Introduction 

Compounds released to the air by motor vehicles, both Light Duty Vehicles (LDV), including 
cars and small vans and Heavy Duty Vehicles (HDVs) including buses and articulated 
lorries, result in a variety of environmental effects. The pollutants can travel various 
distances through the air and can be greater at certain times of the day depending on traffic 
volume, wind direction and wind speed. Over time, repeated exposure to vehicle fumes can 
cause soiling of buildings and materials in the vicinity, as well as having a detrimental affect 
on peoples’ health. 

Road transport sources account for a large proportion of the emissions of several air 
pollutants, although most of the pollutants emitted by road vehicles are also produced by a 
wide range of industrial, commercial and domestic processes. The pollutants of most 
concern near roads are Nitrogen Dioxide (NO2) and Particulates (PM10) in relation to human 
health, and Oxides of Nitrogen (NOx) in relation to vegetation and ecosystems. 

A road improvement scheme such as the proposed interchange at York Street may change 
traffic flows in a locality in terms of vehicle numbers and speed, and may have a 
corresponding impact on air quality. Road projects are usually perceived as having only 
negative effects. However in some cases the overall effect will be beneficial. A new junction 
arrangement can relieve the existing bottleneck, by keeping traffic flowing steadily, thus 
producing lower emissions and subsequently reducing overall pollutant levels. 

The existing at-grade junction at York Street provides connections between the Westlink, 
M2, M3 and the docks. A relatively high proportion of HDV is present along this route, 
particularly Belfast docks traffic, and is a major contributor to air pollution. 

6.2.2 Objectives 

DMRB 11.1.1 sets out the aims and objectives of environmental assessment. The overall 
objective is to define the depth of assessment necessary to enable informed decision-
making at as early a stage of the project as possible. The principal objective of the Air 
Quality assessment at this preliminary stage will therefore be to indicate whether there are 
likely to be significant air quality impacts associated with each of the six Preliminary Options 
under consideration. 

6.2.3 Methodology 

6.2.3.1 Assessment Levels 

DMRB 11.3.1.3 (Procedure for Assessing Impacts) necessitates a fit-for-purpose 
assessment method and relies on four Assessment Levels: 

• scoping; 

• simple; 

• detailed; and 

• mitigation/enhancement and monitoring. 
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For air quality, each assessment level has two components. The first is for local air quality, 
that is, estimation of pollutant concentrations that could change as a result of the proposals 
at specific locations. These concentrations are compared with the air quality criteria set to 
protect human health or vegetation, as appropriate. Both construction and operational 
effects are considered for local air quality. 

The second component is for the regional impact assessment and examines the change in 
emissions of a range of pollutants as a result of operation of the proposed Scheme, as 
these pollutants can have impacts on the regional, national and international scale. The two 
components may require different assessment levels, as detailed in the following sub
sections. As this is a DMRB Stage 1 Scheme Assessment of Preliminary Options, it was 
considered appropriate to undertake an initial scoping assessment. 

6.2.3.2 Local Air Quality Assessment 

The objective of the local air quality scoping assessment is to indicate whether there are 
likely to be significant impacts associated with each Preliminary Option, which subsequently 
determines the level of assessment required; either a simple or detailed assessment. This 
requires the identification of affected roads, junction locations, properties which may be in 
exceedence of the Air Quality Strategy objectives or limit values, sensitive facilities, Air 
Quality Management Areas (AQMAs) and designated ecological sites, e.g. Special 
Protection Areas (SPAs), Special Areas of Conservation (SACs) or Areas of Special 
Scientific Interest (ASSIs). Predicted traffic data, Annual Average Daily Traffic (AADT) flows, 
% HDVs and vehicle speeds, are used to assess the Do-Minimum (2015) and Do-
Something (2015) scenarios for the assumed year of Scheme opening. 

As discussed in DMRB 11.3.1 the above variables will determine the level of assessment 
required, either a brief for a simple or detailed assessment and the steps taken to achieve 
this are as follows: 

•	 identify on an appropriate map, all existing and planned properties where people might 
experience a change in local air quality, near the affected roads. Particular attention is 
paid to locations/facilities which may be sensitive to changes in air quality (e.g. schools, 
nursing homes etc.) and areas which are likely to experience higher-than-average 
pollution concentrations (e.g. junctions); 

•	 available monitoring data and Local Air Quality Monitoring (LAQM) Reports should be 
reviewed for the area likely to be affected by the preliminary options; 

•	 possible locations where there may be exceedences of the Air Quality Strategy 
objectives or limit values as a result of a Preliminary Option should be identified. If such 
locations are identified, a number of calculations are made using the local application of 
the DMRB Air Quality Screening Method spreadsheet for the worst affected properties 
and identification of extent of any mitigation required; and 

•	 whether there is sufficient monitoring data already available or whether further 
monitoring should be undertaken should be determined. 

If there are relevant properties or designated ecological sites near the affected roads, but 
exceedences are not predicted then a brief for a simple assessment should be prepared as 
part of the assessment. However, if monitoring data indicates there is potential for 
exceedences, then a brief for a detailed assessment should be prepared. 
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Typically the type of assessment required at the secondary stage would involve estimating 
the number of properties in 50m bands to 200m from the road centre thus quantifying 
resident’s exposure to local pollutants with a Preliminary Option. Hence no attempt has 
been made to quantify the number of properties within 200m at this scoping stage. The 
estimation of pollutants at a wide range of properties, typically those predicted to experience 
the greatest change, would also be required using the local application of the DMRB 
Screening Method. This information would be used in the Transport Analysis Guidance 
(TAG) appraisal for local air quality, thus resulting in a very useful indication of the overall 
change in air quality with a Preliminary Option. This method provides a generalised 
appraisal method that is a supplement to the estimation of concentrations at those 
properties expected to be worst affected. The assessment focuses on Nitrogen Dioxide 
(NO2) and Particulate Matter (PM10), considered to be the two pollutants of particular 
concern when it comes to complying with air quality strategy objectives. 

6.2.3.3 Selection of Representative Receptor Sites 

As previously mentioned, for the purposes of assessment, it is necessary to identify 
representative locations in the vicinity of the existing route and Preliminary Options that are 
likely to be most affected by the proposed Scheme. Hence the location of properties and 
sensitive community facilities were examined and representative receptor sites carefully 
chosen. Each receptor site was selected to illustrate the impact that the various Preliminary 
Options would have on local air quality, in order to reflect the level of change that a receptor 
would experience and whether these key properties would be close to or in breach of the 
Relevant Air Quality Standards (RAQS) set out in DMRB 11.3.1. 

In order to establish Base Year (2008), Do-Minimum (2015) and Do-Something (2015) local 
air quality pollutant concentrations, a mix of five sensitive residential and community 
receptor sites were selected in the study area, as shown in Figure 6.2.2, to represent 
locations that may experience significant changes or be particularly sensitive to changes in 
air quality. In order to compare the respective impacts of the various scenarios, the location 
of the five receptor sites remains unchanged throughout the assessment. 

Receptor Site 1: 2 Thomas Street (Grid Ref: J3393 7511) 

This residential property is located on the corner of Thomas Street with Great George’s 
Street, close to the Westlink. It is currently exposed to a high volume of traffic movement, as 
traffic accessing the Westlink from all directions passes close to this property. This receptor 
is located within the M1/Westlink Corridor AQMA. With implementation of any of the 
Preliminary Options, this receptor is likely to benefit as a significant amount of traffic would 
be diverted away from it, although to varying extents. 

Receptor Site 2: Stella Maris Hostel, Garmoyle Street (Grid Ref: J3437 7538) 

This property on the corner of Garmoyle Street with Dock Street, is a sensitive community 
facility, currently exposed to traffic mainly accessing the docks. This receptor may be 
adversely affected by several of the Preliminary Options, in particular Preliminary Options 2 
and 4. Traffic from the M2 would be brought closer than with the existing situation, 
potentially affecting air quality at the hostel. The Stella Maris is located within the 
M1/Westlink Corridor AQMA. 
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Receptor Site 3: Sinclair Seamen’s Presbyterian Church (Grid Ref: J3427 7501) 

This sensitive community facility is situated on Corporation Street, close to the M3 east
bound on-slip on the existing route. The Preliminary Options may cause a reduction in air 
quality at this receptor as links would be brought closer than currently. This facility is located 
outwith the M1/Westlink Corridor AQMA. 

Receptor Site 4: 13 Little George’s Street (Grid Ref: J3386 7523) 

This residential property is located close to the existing Westlink, with its garden being 
adjacent to the road. It is most likely to be affected by Preliminary Options 5 and 6, as traffic 
would be brought closer than currently, causing a potential deterioration in air quality. This 
property is located within the M1/Westlink Corridor AQMA, and as such, currently 
experiences high levels of pollutants. 

Receptor Site 5: 47 Little George’s Street (Grid Ref: J3400 7523) 

This residential property is located close to the existing Westlink, with its garden being 
adjacent to the road. All Preliminary Options would impact upon this site to a degree, 
(particularly Preliminary Option 6) as traffic flows would be altered from the existing 
situation, causing a potential deterioration in air quality. This property is located within the 
M1/Westlink Corridor AQMA and as such, currently experiences high levels of pollutants. 

6.2.3.4 Regional Air Quality Assessment 

For the scoping stage of the regional assessment, it is necessary to identify roads that are 
likely to be affected by the proposed Scheme. Affected roads are those expected to have: 

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

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

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

If no roads meet these criteria, then it is not necessary to undertake any calculations. If any 
roads are likely to be affected by the proposed Scheme, as is the case, then the Scoping 
Assessment should recommend that a simple assessment is carried out. An estimate 
should be made of the change in distance travelled with the Scheme in the assumed year of 
opening and the design year, as this will be linked to the change in emissions. 

6.2.4 Baseline Conditions 

With use of the five receptor site locations and Base Year (2008) traffic flow data, local air 
quality pollutant concentrations have been calculated and summarised in Table 6.2.1: 
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Table 6.2.1: Localised air quality assessment for Base Year (2008) 

POLLUTANT CONCENTRATIONS AT RECEPTOR 

Receptor Number and 
Name 

CO Benzene 
1,3 

butadiene 
NO2 PM10 

Annual 
mean 

mg/m
3 

Annual 
mean 

µg/m
3 

Annual 
mean 

µg/m
3 

Annual 
mean 

µg/m
3 

Annual 
mean 

µg/m
3 

Days 

>50µg/m
3 

1 2 Thomas Street 0.49 1.18 0.46 35.58 30.76 30.41 

2 Stella Maris Hostel 0.53 1.21 0.48 38.32 32.15 36.11 

3 
Sinclair Seamen’s 

Presbyterian Church 
0.42 1.06 0.33 33.52 29.26 24.85 

4 
13 Little George’s 

Street 
0.45 1.18 0.45 35.72 30.22 28.33 

5 
47 Little George’s 

Street 
0.58 1.36 0.67 37.82 32.42 37.28 

UK 
National Air 

Quality 
Objectives 

Target Value 3.25 2.25 40.0 40.0 35 

Compliance 
Year 

2010 2003 2005 2004 2004 

Under Base Year (2008) conditions, all contaminants screened at the various receptor 
locations fall within current UK National Air Quality annual mean target values. However at 
Receptors 2 (Stella Maris Hostel) and 5 (47 Little George’s Street), the number of days in 
which PM10 would exceed 50µg/m

3 
would be just above the objective value of 35 days. 

Although the current annual mean air quality objectives would be complied with, all 
receptors would fail to achieve the future target annual mean concentration of 20µg/m

3 
for 

PM10, to be complied with by 2010. PM10 is one of the main reasons for the declaration of 
the M1/Westlink AQMA in this area, as detailed below. Under the objectives of the UK Air 
Quality Strategy for the protection of human health, a PM10 value of 20µg/m

3 
or below must 

be achieved by 2010. The number of days in which PM10 would exceed 50µg/m
3 

would be 
significantly above the 2010 objective value of 7 days at all receptor locations. 

Of the receptor sites selected, as would be expected, the highest airborne pollutant 
concentrations are at those located not only closest to the strategic links which converge on 
this junction but also closest to the junction itself, namely Receptors 2 (Stella Maris Hostel) 
and 5 (47 Little George’s Street). In the vicinity of these receptors, speeds are lower and 
exposure to a variety of proximal passing road links is maximised, typical of junction 
conditions, where concentrations are higher than average. The higher number of proximal 
links to receptors (particularly those with high volumes of traffic) increases the potential for 
exposure to higher concentrations of airborne contaminants attributable to vehicular 
movements, as reflected in the results above. Again, as would be expected, the lowest 
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airborne pollutant concentrations are at those receptors furthest from the junction, namely 
Receptor 3 (Sinclair Seamen’s Presbyterian Church). 

The screening model predicts pollution concentrations based on annual average vehicle 
speeds. However in the case of the York Street junction area, traffic is often queuing and 
stationary at peak periods due to excessive traffic congestion caused by a bottleneck effect. 
In turn, this is likely to significantly contribute to pollution levels. Hence, in reality current 
pollution concentrations are likely to be higher than those estimated in Table 6.2.1 above. 

6.2.4.1 Sensitive Facilities 

In terms of facilities that may be sensitive to changes in air quality, there are approximately 
twenty-seven located within 200m of the existing route, nine of which are located within 
50m. These include New Lodge Playground, Clifton House, Clifton Street Graveyard, 
Clifton Street Surgery, Frederick Street Nursery School/community garden, Belfast Orange 
Hall, Indian Community Centre, Bunscoil Mhic Reachtain (Irish Language School) and 
Sinclair Seamen’s Presbyterian Church. 

6.2.4.2 Designated Sites 

As part of the scoping assessment, it is necessary to establish whether there are designated 
nature conservation sites within 200m of the study area, for which the designated features 
are sensitive to air pollutants, either directly or indirectly, and which could be adversely 
affected by the effect of local air quality on vegetation. Such sites include: 

• SACs; 

• Sites of Community Importance (SCIs); or 

• candidate SACs (cSACs); 

• SPAs, 

• potential Special Protection Areas (pSPAs); 

• ASSIs; or 

• Ramsar sites. 

As shown in Figure 6.5.1, the closest designated site is Belfast Inner Lough ASSI, which is 
approximately 2km east of the study area. 

6.2.4.3 Local Air Quality Management Areas 

The study area is entirely located within the boundary of BCC’s district. The BCC has a 
statutory duty under the Environment (NI) Order 2002 to periodically review and assess 
local air quality within its area. This involves consideration of present and likely future air 
quality against National Air Quality Standards (NAQS) and objectives. 

As a consequence of this review process, BCC identified and declared four areas where air 
quality would fail to meet the relevant standards, Belfast City Air Quality Action Plan 
Progress Report

21
. These areas were designated AQMAs in August 2004 and are defined 

as: 

21 
“Belfast City Air Quality Action Plan Progress Report, 2007”, Belfast City Council. April 2007. 

March 2009 147 



   

   

    
 

   

       

     

     
 

              
                

                
               

             
               

   
 

             
             
             

            
             
      

 
              

         
             

              
               

             
             

             
                

DRD Roads Service 

York Street Interchange 

• M1/Westlink AQMA; 

• Cromac Street and Albertbridge Road AQMA; 

• Ormeau Road AQMA; and 

• Upper Newtownards Road AQMA. 

One of these falls within the current study area, namely the M1/Westlink corridor AQMA. 
This AQMA extends from the Belfast City boundary at Sir Thomas and Lady Dixon Park, to 
the end of the Westlink, at the junction with Great George’s Street and York Street, including 
Stockman’s Lane and Kennedy Way as shown in Figure 6.2.1. This area was declared for 
predicted exceedences of both NO2 and PM10 annual mean air quality strategy objectives, 
as well as exceedences of the PM10 24-hour mean objective and the NO2 1-hour mean 
objective. 

Poor air quality is predominantly associated with heavily trafficked routes into the city. 
BCC’s 2006 Action Plan identified that within the M1/Westlink corridor, 82% of Nitrogen 
Dioxide pollution and 54% of Particulate Matter was associated with transport, with the 
remaining 18% and 46% respectively being from domestic sources (BCC Progress Report, 
2007). Monitoring pollutant concentrations within the AQMA over the past five years has 
shown a general downward trend. 

Pollutant data is collected within the Council area using a combination of real time 
chemiluminescent analysers, Tapered Element Microbalance, and diffusion tubes. The 
Westlink roadside continuous analyser used to be situated at the Grosvenor Road junction, 
and collected Nitrogen Dioxide and Particulate Matter data from 2002 until 2005. During this 
period, the mean annual NO2 level reduced from 57 to 40 µgm

-3
; an approximate 30% 

reduction. In 2006, due to construction of the M1/Westlink Scheme, the Westlink monitoring 
site was closed and relocated to Stockman’s Lane. The monitoring locations at Great 
George’s Street, Milner Street and Blacks Road have shown an approximate reduction in 
annual mean NO2 of 10% over the 2002 to 2006 period as shown in Diagram 6.2.1: 
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Diagram 6.2.1: Monitored Annual Mean NO2 levels in the M1/Westlink AQMA, 2002-2007 

(Source: Air Quality Action Plan Progress Report, BCC 2007) 

Throughout the AQMA, continuous and diffusion tube monitoring along the M1/Westlink 
corridor would suggest that exceedences of the annual mean would continue after 2010. 
The best estimate for the area around the location of the old Westlink Air Quality Monitoring 
Station at Grosvenor Road would indicate that annual mean levels of NO2 would fall below 
the objective after 2012. However, based on the current situation and trends, the 
Stockman’s Lane area is unlikely to fall beneath the objective before 2020. Continuing 
monitoring by BCC should confirm whether these downward trends continue across the 
entire area and whether they are sufficient to bring annual mean NO2 concentrations below 
the Air Quality Strategy objective. 

The diffusion tube recordings from Great George’s Street (the closest monitored location to 
the study area) show that annual mean NO2 concentrations fell from approximately 55 µgm

-3 

in 2003 to approximately 40 µgm
-3 

by early 2007, as shown in Table 6.2.2, bringing levels to 
the 2005 Air Quality Standard objective of 40 µgm

-3 
. 
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Table 6.2.2: Nitrogen Dioxide diffusion tube data for Great George’s Street (Kerbside) 

YEAR DATA CAPTURE 

% 

UNADJUSTED 

ANNUAL MEAN 

(µgm 
3
) 

BIAS 

ADJUSTED 

MEAN (µgm 
3
) 

RAQS BY 2005 

(µgm 
3
) 

2003 100 47 55 40 

2004 100 40 51 40 

2005 100 38 40 40 

2006 92 42 49 40 

2007 92 40 40 40 

(Source: Appendix 2, Table 12 of Air Quality Progress Report, BCC 2008) 

Ongoing monitoring data from this site will confirm whether this downward trend is 
significant. 

The Westlink monitoring station also recorded PM10 from April 2002. Monitoring data for 
PM10 during the 2002 to 2004 period showed exceedences of the Air Quality Strategy 2004 
objective, for both the hourly and 24-hour mean, with a distinct upward trend in annual mean 
levels being observed. Similarly, during the short period of time that the Stockman’s Lane 
monitoring station has been operational, an upward trend in PM10 is also apparent. The 

-3 -3 
annual mean at this site rose from 42 µgm (Grav Eq) in 2006 to 64 µgm (Grav Eq) by mid 
2007. Insufficient data sets exist for accurate trend analysis, though it appears that PM10 

within the M1/Westlink AQMA remains well above the current Air Quality Standard objective 
-3 -3 

of 40 µgm (set to reduce to 20 µgm by December 2010). A potential partial cause of the 
high PM10 concentrations could be attributable to the construction phase of the recently 
completed M1/Westlink Scheme. Whilst no very recent data is available, it is anticipated that 
a considerable reduction in PM10 concentrations should occur on completion of the works. 

In an attempt to address the various specific areas of poor air quality within the BCC’s 
district, and to improve air quality throughout the entire city, BCC in partnership with eleven 
other organisations (including Roads Service) launched an Air Quality Action Plan (AQAP) 
in May 2006, drawing up a list of 164 separate actions. Of these, there are 26 highway 
improvement initiatives, with the lead authority being Roads Service. In April 2008, BCC 
published their Belfast City Air Quality Progress Report, which provided a progress update 
on implementation of the various actions. 

Consultation with BCC (Environmental Protection) confirmed that the proposed Scheme lies 
within the M1/Westlink Corridor AQMA, as shown in Figure 6.2.1. As part of the National Air 
Quality Strategy (NAQS), the BCC carries out reviews and assessments of air quality within 
Belfast, identifying areas where the prescribed National Air Quality Objectives are or likely to 
be exceeded. The AQMA was declared for predicted exceedences of both the NO2 and 
PM10 annual mean objectives as well as exceedences of the Particulate Matter 24-hour 
mean objective and the NO2 1-hour mean objective. 

The BCC is concerned about the proposed Scheme’s impact on air quality, requesting that 
the proposal is accompanied by a detailed air quality assessment. It is suggested that this 
assessment should employ a suitably robust atmospheric dispersion model, having regard 
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to recent, up-to-date guidance and best practise for air quality dispersion studies and 
specifically include: 

•	 a detailed description of the proposed Scheme including traffic flow predictions before 
and after construction (to include AADT, AM Peak and PM Peak), predicted traffic 
emissions (vehicle composition, speed, etc.), nearby current receptors and any future 
potential receptors; 

•	 a detailed atmospheric model of the existing air quality surrounding the proposed 
Scheme, which takes into account: 

• existing and surrounding sources of air pollution; 

• background air quality concentrations; 

• meteorological data; 

• the surrounding topography; and 

• the surrounding surface features that may effect dispersal; 

•	 in order to determine the robustness of this modelled baseline prediction, verification 
against monitored data that has been derived following Government Technical 
Guidance Document LAQM TG (03) is required; 

•	 a modelled prediction of the air quality surrounding the proposed Scheme for the Do-
Nothing (2015) and Do-Something (2015) scenarios in the assured year of Scheme 
opening; and 

•	 a comparison of the impacts on air quality as a result of this proposed Scheme is 
required and compared against current and proposed EU Limit Values and UK Air 
Quality Strategy Objectives. The assessment must take into account all relevant 
exposure and potential impacts on the declared AQMA. 

Further consultation with BCC has confirmed that this detailed air quality assessment need 
only be undertaken once a preferred Scheme has been selected and does not need to be 
undertaken as part of this DMRB Stage 1 Scheme Assessment. 

6.2.5 Assessment of Environmental Effects 

6.2.5.1 Local Air Quality Assessment (Do-Minimum (2015) Scenario) 

With the use of projected traffic data to the assumed year of Scheme opening (2015), Table 
6.2.3 represents forecasted pollutant concentrations at the various receptor site locations for 
the Do-Minimum (2015) scenario: 
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Table 6.2.3: Localised air quality assessment under Do-Minimum (2015) scenario 

POLLUTANT CONCENTRATIONS AT RECEPTOR 

Receptor Number and 
Name 

CO Benzene 
1,3 

butadiene 
NO2 PM10 

Annual 
mean 

mg/m
3 

Annual 
mean 

µg/m
3 

Annual 
mean 

µg/m
3 

Annual 
mean 

µg/m
3 

Annual 
mean 

µg/m
3 

Days 

>50µg/m
3 

1 2 Thomas Street 0.42 1.20 0.42 29.81 27.07 17.87 

2 Stella Maris Hostel 0.47 1.24 0.45 32.26 28.11 21.05 

3 
Sinclair Seamen’s 

Presbyterian Church 
0.36 0.65 0.30 28.47 26.24 15.56 

4 
13 Little George’s 

Street 
0.39 1.20 0.42 29.95 26.77 20.39 

5 
47 Little George’s 

Street 
0.50 1.38 0.61 31.26 27.91 20.39 

UK 
National Air 

Quality 
Objectives 

Target Value 3.25 2.25 40.0 20.0 7 

Compliance 
Year 

2010 2003 2005 2010 2010 

Several observations can be made regarding the Do-Minimum (2015) scenario (i.e. 
assuming the proposed Scheme is not constructed and only minimal improvements are 
made to the existing junction). With the forecasted traffic growth, it would naturally be 
anticipated that pollutant concentrations would increase accordingly. However, with 
reference to Table 6.2.3, pollutant concentrations are actually forecasted to reduce slightly 
from current levels at all receptor sites. This reduction in pollutant concentrations is 
attributable to the fact that with modern technology and subsequent design of more efficient 
engines and cleaner fuels, traffic emissions are actually forecasted to fall in future years, 
accounting for the marginal reduction between the Base Year (2008) and the Do-Minimum 
(2015) scenario. 

Under the Do-Minimum (2015) scenario, all airborne pollutants screened at the various 
receptor sites comply with the UK National Air Quality target values, except for PM10. Annual 
mean PM10 levels are typically 25-30% above the target value set for 2010. The number of 
days when PM10 is greater than 50 µg/m

3 
is much higher than the target value of 7 days at 

all receptor locations. As with the existing situation, pollutant levels are forecasted to be 
highest at those sites closest to the junction, namely Receptors 2 and 5 (Stella Maris Hostel 
and 47 Little George’s Street), and lowest at those sites furthest from the junction, namely 
Receptor 3 (Sinclair Seamen’s Presbyterian Church). 
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6.2.5.2 Local Air Quality Assessment (Do-Something (2015) Scenario) 

Similarly, with the use of projected traffic data to the assumed year of Scheme opening 
(2015), Table 6.2.4 represents forecasted pollutant concentrations at the same receptor 
locations under the Do-Something (2015) scenario, i.e. the proposed new interchange 
Scheme is implemented. 

Table 6.2.4: Localised air quality assessment under Do-Something (2015) scenario 

POLLUTANT CONCENTRATIONS AT RECEPTOR 

Receptor Number and 
Name 

CO Benzene 
1,3 

butadiene 
NO2 PM10 

Annual 
mean 

mg/m
3 

Annual 
mean 

µg/m
3 

Annual 
mean 

µg/m
3 

Annual 
mean 

µg/m
3 

Annual 
mean 

µg/m
3 

Days 

>50µg/m
3 

1 
2 Thomas Street 
(Prelim. Opt 1) 

0.42 1.16 0.38 29.74 26.96 17.56 

2 
Stella Maris Hostel 

(Prelim. Opt 2) 
0.53 1.27 0.48 34.43 29.05 24.15 

3 
Sinclair Seamen’s 

Presbyterian Church 
(Prelim. Opt 3) 

0.40 1.16 0.37 30.01 26.98 17.60 

4 
Stella Maris Hostel 

(Prelim. Opt 4) 
0.53 1.27 0.48 34.67 29.08 24.23 

5 
13 Little George’s 

Street (Prelim. Opt 5) 
0.45 1.23 0.44 31.99 27.86 20.24 

6 
47 Little George’s 

Street (Prelim. Opt 6) 
0.47 1.24 0.45 33.05 28.19 21.28 

UK 
National Air 

Quality 
Objectives 

Target Value 3.25 2.25 40.0 20.0 7 

Compliance 
Year 

2010 2003 2005 2010 2010 

Under the Do-Something (2015) scenario, again several observations can be made. Firstly 
and most importantly, all receptors would fail to achieve the 2010 target annual mean 
concentration of 20µg/m

3 
for PM10, when assessed against the respective Preliminary 

Options. The number of days in which PM10 would exceed 50µg/m
3 

would also be 
significantly above the 2010 objective value of 7 days for each receptor. All other airborne 
pollutants screened at the various receptor site locations are forecasted to be within the 
target UK NAQS. As the screening calculations have indicated that an exceedence of an UK 
National Air Quality Objective is likely, then it would be necessary to undertake a DMRB 
Detailed Assessment at the next design stage. 

The objective of the scoping assessment was to identify possible locations alongside 
affected roads and new roads where there may be exceedences of the Air Quality Strategy 
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objectives or limit values, effectively identifying the worst affected properties. Although these 
receptors are representative of the worst affected properties, several observations can be 
made at this stage when compared to the Do-Minimum (2015) scenario. Of particular 
significance would be the deterioration in local air quality at the Stella Maris Hostel and 
Sinclair Seamen’s Presbyterian Church with Scheme implementation when compared to the 
Do-Minimum (2015) scenario. This deterioration would be due to traffic reassignment with 
the proposed interchange, thus increasing the volume of passing traffic in proximity to these 
receptors, particularly on Corporation Street. As would be expected, Receptor 1 (2 Thomas 
Street) would experience a marginal improvement in local air quality over the Do-Minimum 
(2015) scenario due the reassignment of strategic traffic slightly further away from this 
receptor site. 

It must be stressed however that the screening assessment does not take into consideration 
the surrounding built environment and any subsequent canyon effects, created by either 
existing buildings or the fact that some Preliminary Options would have depressed road 
links with vertical retaining walls. 

In terms of pollutant dispersal, Preliminary Options 2 and 6 would be preferred, as the 
majority of grade separated links would be flyovers, thus crossing the interchange at height. 
This increased height maximises the opportunity for pollutant dispersion due to having an 
open aspect and higher wind velocities, and increases the distance between pollutant 
source and receptors. Preliminary Options 1, 3 and 4, with some links passing below 
existing ground level, in depressed cuttings would be less desirable from an air quality 
perspective. The use of underpasses would result in a canyon effect, potentially limiting the 
opportunity for dispersion within a confined area, thus potentially contributing greatly to the 
build up of transport related airborne pollutants, in concentrations which can be much 
greater than on the open ground. 

In terms of facilities that may be particularly sensitive to changes in air quality, there would 
be approximately thirty-two within 200m of the Preliminary Options, ten of which are located 
within 50m. These include New Lodge Playground, Clifton House, Clifton Street Graveyard, 
Clifton Street Surgery, Frederick Street Nursery School/community garden, Belfast Orange 
Hall, Indian Community Centre, Bunscoil Mhic Reachtain (Irish Language School), Stella 
Maris Hostel and Sinclair Seamen’s Presbyterian Church.. 

6.2.5.3 Designated Sites 

As the closest designated ecological site (Inner Belfast Lough ASSI) is approximately 2km 
east of the immediate study area (i.e. beyond the 200m zone of influence), then no adverse 
affect on their local air quality is anticipated and no further consideration is given to this 
aspect. 

6.2.5.4 Local Air Quality Management Areas 

The existing York Street junction is located entirely within the M1/Westlink AQMA, as 
declared by BCC. 

As the proposed Scheme would grade separate the York Street area, traffic congestion and 
associated stop-start driving should be relieved significantly, with freer flowing traffic at 
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moderate speeds. This should improve overall air quality at the northern end of the 
M1/Westlink Corridor AQMA and surrounding area. 

6.2.5.5 Regional Air Quality Assessment 

A review of the traffic model and network diagram for this stage of the proposed Scheme 
has confirmed that there would be affected roads, in that some would experience: 

• a change of more than 10% in AADT; 

• a change of more than 10% to the number of HDVs; and 

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

On this basis, it is recommended that a simple assessment of regional air quality should be 
undertaken at the next design stage (i.e. DMRB Stage 2 Scheme Assessment) when a 
smaller range of Preliminary Options are being considered. Nevertheless, at this stage a 
broad estimate of likely greenhouse gas contributions was made based on link length. In 
this regard the Preliminary Option with the shortest link length would contribute least to 
greenhouse gas emissions and vice-versa. 

In comparison to the length of the existing M2 to Westlink link, all Preliminary Options would 
be marginally shorter. The proposed M2 to Westlink (Link A) in Preliminary Option 4 would 
be the longest of the Preliminary Options, Preliminary Options 1, 3 and 5 would be the 
shortest. Similarly, with regard to the existing M3 to Westlink link, Preliminary Option 1 
would be approximately 1m shorter and Preliminary Option 4 would be 10m longer. 
Preliminary Options 2 and 3 would both be approximately 128m longer than the existing 
Westlink to M3 link. In terms of the Westlink to M2 (Link E), all Preliminary Options would 
result in a longer link than the existing route, with Preliminary Options 3 and 4 both being 
the longest. The Westlink to M3 (Link F) would increase in length with Preliminary Options 
1-5, with Preliminary Options 2 and 3 being the longest. Preliminary Option 6 would be the 
shortest, remaining approximately the same length as the existing link. 

As differences between the existing route links and Preliminary Options are minimal, 
changes in regional air quality due solely to link length are also likely to be marginal. 

6.2.6 Mitigation 

Until further air quality assessment has been undertaken, it is difficult to speculate as to 
whether any specific mitigation measures would be required. However, the very fact that a 
new interchange arrangement should significantly relieve congestion and create freer 
flowing traffic through the area, then this in itself can be regarded as a form of mitigation, 
and a positive action for inclusion in the Air Quality Action Plan for the area. 

Nevertheless, based on the available diffusion tube data from the nearby Great George’s 
Street area, and the initial set of DMRB screening calculations, it appears that there is still 
likely to be an exceedence of the Air Quality Strategy objective for PM10 in the assumed 
year of opening. On this basis, it is recommended that a detailed assessment of local air 
quality be undertaken, in accordance with DMRB guidelines. Consultation with BCC has 
confirmed that this need only be undertaken for the preferred Scheme, when an 
Environmental Statement is being prepared. 
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6.2.7 Presentation of Key Issues 

•	 BCC’s declared AQMA (M1/Westlink Corridor) should benefit from decreased 
congestion at the interchange. 

•	 There are approximately 27 sensitive facilities within 200m of all Preliminary Options, 
the closest of these being New Lodge Playground. 

•	 Generally, the Preliminary Options which are more elevated and pass over the Dargan 
Bridge (Preliminary Options 2 and 6) would be preferred from an air quality perspective, 
as there is greater opportunity for contaminant dispersion. Those Preliminary Options 
which require extensive underpasses (Preliminary Options 1, 3 and 4) would be least 
preferred, as there would be a resultant canyon effect with a concentration of 
contaminants at the ends of depressed sections. 

6.3 Cultural Heritage 

6.3.1 Introduction 

The Council of Europe, in the Framework Convention on the Value of Cultural Heritage for 
Society (Faro 2005), has defined cultural heritage as: 

‘…a group of resources inherited from the past which people identify, independently of 
ownership, as a reflection and expression of their constantly evolving values, beliefs, 
knowledge and traditions. It includes all aspects of the environment resulting from the 
interaction between people and places through time.’ 

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

The assessment of Cultural Heritage within the study area reviews the three subtopics of 
Archaeological Remains, Historic Buildings, and Historic Landscapes. Archaeological 
Remains (Raths, Cashels, Souterrains etc.) are the materials created or modified by past 
human activities that contribute to the study and understanding of past human societies and 
behaviour. Archaeology can include the study of a wide range of artefacts, field 
monuments, structures and landscape features, both visible and buried. 

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

Historic Landscapes are defined by perceptions that emphasise the evidence of the past 
and its significance in shaping the present landscape. It encompasses all landscapes, 
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including the countryside, townscapes and industrial landscapes as well as designed 
landscapes, such as Historic Parks, Gardens and Demesnes. 

6.3.2 Objectives 

The objective at this preliminary stage is to ensure that the Cultural Heritage assessment is 
tailored to the characteristics of the proposed Scheme and carried out to the appropriate 
level of detail. It is also necessary to identify, describe and assess the environmental 
advantages, disadvantages and constraints associated with the six Preliminary Options. 

6.3.3 Methodology 

In accordance with DMRB 11.3.2.3 (The Assessment Process) there are three levels of 
assessment; scoping, simple and detailed. The detail of the assessment depends on the 
stage in Scheme delivery, and the nature of information required at a particular stage in the 
design process. It is important to note that these levels of assessment are not sequential, in 
that one must follow another, but they should be regarded as consequential, in that the 
results of one determines what further work, if any, is required. A scoping assessment was 
deemed appropriate at this preliminary stage. The objective of scoping is to determine 
whether any further study is required, beyond the desk-based collection and analysis of 
readily available information and if it is required, then at what level of detail. scoping 
typically relies on readily available data sources. The results may indicate that: no further 
cultural heritage studies are necessary; that a simple assessment is needed; or alternatively 
that a detailed assessment is needed. 

Information gathering for scoping consists of a desk-based study of readily available 
information, held by NIEA – Monuments & Buildings Record. It is aimed at identifying major 
constraints, such as the presence of statutorily designated Archaeological Sites, Listed 
buildings, Historic Parks, Gardens and Demesnes, Battlefield Sites, Defence Heritage Sites, 
Conservation Areas, World Heritage Sites, National Trust inalienable land, and any other 
relevant designations, important assets and important historic landscapes that may be 
affected by the Scheme and may require further study, or which can be discounted at this 
point in the process. As part of the scoping process, consultation has also been undertaken 
with relevant bodies, including NIEA – Built Heritage (Historic Monuments and Historic 
Buildings), The National Trust, Historic Monuments Council and Historic Buildings Council. 

This culminated in the preparation of a constraints map showing all known/recorded 
Archaeological Remains, Historic Buildings and Historic Landscapes within the study area 
as shown in Figure 6.3.1. A statement describing the constraints associated with the 
various site types, with an indication of impact significance of each Preliminary Option is 
also given. 

6.3.4 Baseline Conditions 

6.3.4.1 Archaeological Remains 

Consultation with NIEA – Historic Monuments, and reference to the Northern Ireland Sites 
and Monuments Record (NISMR) has indicated that the study area is located on the 
northern fringe of an Area of Archaeological Potential, covering a significant portion of the 
city centre as shown in Figure 6.3.1. This area has been designated as such due to an 
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increased potential for the survival of archaeological remains and is referred to in the text of 
the BMAP. 

6.3.4.2 Historic Buildings 

Historic buildings may be of interest for many reasons. Their design or aesthetic character 
may be significant, their fabric may contain physical evidence of earlier phases or 
technologies, or the land beneath them may contain archaeological deposits. Alternatively, 
they may be of historic significance by virtue of their role in historic events or processes. 
They comprise a wide range of buildings and structures, including dwellings, defences, 
industrial buildings, places of worship and individual items ranging from tombs and railings 
to pavings and milestones. With reference to the Northern Ireland Buildings Database, 
Industrial Heritage Records (IHR) and Defence Heritage Project (DHP) database of NIEA – 
Built Heritage Figure 6.3.1, there are a number of Historic Buildings within the general study 
area. 

6.3.5 Assessment of Environmental Effects 

6.3.5.1 Archaeological Remains 

Several archaeological sites are located within the locale of York Street, but unlikely to be 
affected by any of the Preliminary Options. The closest of these is a Rath (ANT 061:013) at 
Denmark Street, approximately 200m from the western extremity of the Preliminary Options 
at Clifton Street. Also within the vicinity is a 17th Century Ditch (ANT 061:018), located 
opposite St. Anne’s Cathedral, approximately 280m south of Preliminary Options 1-5. An 
Urban Excavation-Post Medieval Settlement Site (ANT 061:019) is located at Gordon 
Street, approximately 260m from the southern end of Nelson Street. 

No other known sites would be in the vicinity of the proposed Scheme. Nevertheless, with 
reference to NIEA – Monuments and Building Record and Figure 6.3.1, the area south of 
Dock Street/Great George’s Street and east of the Westlink, is within a classified Area of 
Archaeological Potential. Therefore, the potential remains for yet unknown archaeology to 
be discovered during construction. 

6.3.5.2 Historic Buildings 

In terms of impact on listed buildings/structures, the Preliminary Options are unlikely to 
directly affect any, although there are several in the locale, particularly around the docks 
area. Sinclair Seamen’s Presbyterian Church, including gates and railings, (HB 26/50/093) 
is the closest listed building, within approximately 45m of the Westlink to M3 (Link F) 
associated with Preliminary Option 5. The church dates from 1853 and has been designed 
with a maritime theme. Situated east of the Church is the listed building of the Harbour 
Commissioners Office (HB 26/50/094) in Corporation Square. The first section of the 
Harbour Commissioners Office opened in 1854, with a subsequent extension being 
completed in 1895. The building is constructed in an Italian palazzo style. The Harbour 
Commissioners Office is located approximately 80m from the Westlink to M3 (Link F) 
associated with Preliminary Option 5. Also within the docks area are the listed Clarendon 
Dock buildings (HB 26/50/090); the closest of these being approximately 100m east of the 
Dock Street to Westlink (Link D) associated with Preliminary Option 4. The listed St. 
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Joseph’s Roman Catholic Church (HB 26/50/095 A) is located approximately 150m east of 
the Westlink to Dock Street (Link G) associated with Preliminary Option 5. 

6.3.5.3 Industrial Heritage Sites 

The York Street area has a rich industrial history, reflected in the number of Industrial 
Heritage sites located within the general study area such as Mechanical Engineering, Food 
Preparation and Processing, and Linen Factories. Approximately fifty of these Industrial 
Heritage sites are located within 300m of a change in road structure or alignment brought 
about by the Preliminary Options. 

As the extent of a site footprint is unknown, it is difficult to access whether sites would 
actually be encroached upon, or merely in close proximity. Several Industrial Sites are in 
very close proximity to the Preliminary Options, particularly around the Great George’s 
Street/Corporation Street area, including a Bonded Store (IHR 10177:000:00), between the 
Lagan Bridge and the M3 to Westlink (Link C), approximately 5m from the M3 to Westlink 
(Link C) in Preliminary Options 1-5 and the M3 to Westlink (Link B) in Preliminary Option 6. 
A Foundry (IHR 10192:000:00) is located between the Dargan Bridge and Nelson Street, 
approximately 40m from the M3. This site is not likely to be directly affected by any of the 
Preliminary Options. A Bonded Store (IHR 10178:000:00) is located at Little Patrick Street, 
beside Dargan Bridge. Similarly, the site is not likely to be directly affected. An Oatmeal Mill 
(IHR 10061:000:00) is located between Corporation Street and the M3 on-slip, 
approximately 60m from the proposed Westlink to M3 (Link F), associated with Preliminary 
Option 5. Indeed, this site may also be affected by Preliminary Options 1, 3 and 4 as the M2 
to Westlink (Link A) would pass through this area. 

Towards the centre of the Scheme, between Great George’s Street and Shipbuoy Street, is 
an Engineering Works site (IHR 10176:000:00) which would be directly affected by 
Preliminary Option 4 as the M3 to Westlink (Link C) would traverse through the site. All 
other Preliminary Options would pass close to this site located off Great George’s Street, 
but may not necessarily directly impact upon it. 

Within the curtilage of the current Cityside Retail Park are two Industrial Heritage sites, 
located close to the Westlink to York Street (Link G), provided with Preliminary Options 1-5. 
These include a former Linen Factory Site (IHR 10067) and Saw Mill (IHR 10066). Other 
former Industrial Heritage sites are also located within the curtilage of the retail park though 
further from the Preliminary Options. 

Closest to the Westlink to Dock Street (Link G) associated with Preliminary Option 5 is a 
Bonded Store (IHR 10175) at Short Street, located approximately 50m away. The Dock 
Street to Westlink (Link D), associated with Preliminary Option 4 is approximately 35m from 
a former Felt Works/Saw Mill (IHR 10063). 

6.3.5.4 Defence Heritage Sites 

No Defence Heritage sites are located within the study area, the closest being an 
Emergency Water Supply (destroyed), south of the junction, at Waring Street. This site is 
approximately 430m from the southern end of Nelson Street, and unlikely to be affected by 
any of the Preliminary Options, due to its outlying position. 
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6.3.5.5 Historic Landscapes 

With reference to the Register of Historic Parks, Gardens and Demesnes, and the Heritage 
Gardens Inventory of NIEA – Built Heritage, there are two historic landscapes in proximity to 
York Street. Neither area would be affected by the proposed Scheme. 

Alexandra Park (BT081) is located over 1km north of the Scheme and contains parkland 
with mature trees, playgrounds, river walkways and a bowling green. It has been a public 
park since 1887, with the land being purchased by the Belfast Corporation. The listed 
buildings of the lodge and gateway were added in 1888, with additional areas being added 
in 1904 and 1906. Sports facilities were also added in the 1920s with more facilities being 
added in 1979. The park is now maintained by BCC. 

Clifton House (CC 107) is located west of York Street, at the junction of North Queen Street 
with Clifton Street. The current grounds were once part of larger gardens associated with 
Clifton House. The building was originally Belfast’s Poor House and incorporated productive 
areas within its gardens to support inmates from the institution itself. Both the main house 
(HB26/49/001) and its gate lodge (HB26/49/007) are listed buildings. Clifton House would 
not be affected by any of the Preliminary Options. 

Consultation with the National Trust has confirmed that no National Trust property would be 
directly affected. The closest National Trust property is that of the Crown Liquor Saloon, 
located on Great Victoria Street, south of the study area. 

6.3.6 Mitigation 

The entire site of the proposed Scheme has been heavily disturbed over the years, most 
notably with remains of industrial heritage. On this basis, it is likely that some form of 
advance archaeology would be necessary, due to the heightened chance of uncovering 
remains. This issue will be given further consideration at the next design stage. 

6.3.7 Presentation of Key Issues 

•	 No known archaeological sites would be directly affected by any of the Preliminary 
Options, however all Preliminary Options would be partially within an Area of 
Archaeological Potential. 

•	 No listed buildings/structures would be directly affected by the proposed Scheme, 
however up to eighteen listed buildings/structures would be within 300m of the 
Preliminary Options. 

•	 No Historic Parks, Gardens or Demesnes would be directly affected. The closest is 
Clifton House, approximately 80m south of the Westlink. 

•	 No Defence Heritage or National Trust Properties would be affected or in proximity to 
the proposed Scheme. 

•	 The area has a rich industrial heritage. At least one industrial heritage site is likely to be 
directly affected, most significantly by Preliminary Option 4. It is a site of a former 
engineering works (IHR 10176) between Great George’s Street and Shipbuoy Street. In 
this respect, advance archaeology is recommended to investigate any such sites prior to 
construction. 
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6.4 Disruption due to Construction 

6.4.1 Introduction 

An assessment of disruption or impacts due to construction covers the effects on people 
and the natural environment, which occur between the pre-construction works and end of 
the contract maintenance period. Construction impacts are not confined to construction of 
the road itself, but can also arise from advance works by service authorities for example. 
Impacts may also occur outside the area directly affected by the Scheme such as diversions 
due to road works, which may take traffic along alternative roads, causing associated air 
quality, and traffic and noise impacts. Although construction effects are generally transient, 
they can be significant. To this end, it is important that nuisance and disturbance to the 
local community and vehicle travellers using the strategic routes and surrounding local 
network are kept to a minimum. 

6.4.2 Objectives 

The objective at this preliminary stage is to undertake sufficient assessment to identify the 
possible disruption due to construction associated with the six Preliminary Options under 
consideration. 

6.4.3 Methodology 

In accordance with the requirements of DMRB 11.3.3.3 (Stages in the Assessment of 
Disruption due to Construction), only a broad assessment is possible at this stage. Hence, 
the Preliminary Options which could involve significant disruption due to their proximity to 
population centres, or the need for bridgeworks or other intrusive construction processes 
are identified. This disruption can take various forms ranging from the obvious noise, 
vibration and dust through to impacts on pedestrians and cyclists. 

6.4.4 Assessment of Environmental Effects 

York Street and the area in the vicinity of the junction currently experience considerable 
background traffic noise, due to the substantial traffic flows through the area. Nevertheless, 
disruption from noise, dust and vibration due to the presence of heavy construction traffic, 
as well as the construction itself, could have significant effects on residents, in particular 
those in close proximity to the existing route. Of particular note is the significant amount of 
housing to the western side of the Scheme, which may be affected. The construction of the 
overbridges in the vicinity of York Street with all Preliminary Options, are likely to involve 
piling, creating significant noise, dust and vibration effects, again affecting residents, 
particularly those close to the Scheme. Also to be taken into account are the construction 
impacts of the widening of both the North Queen Street bridge and the Dock Street bridge. 
This would be required to some extent with each Preliminary Option. The DMRB states that 
studies have shown at least half the people living within 50m of a construction site boundary 
are seriously bothered by construction nuisance in one form or another, but beyond 100m, 
less than 20% of the people are seriously bothered. Vibrations, caused by construction, and 
piling in particular can become perceptible in dwellings and cause nuisance. All Preliminary 
Options would introduce disturbance from noise and vibration due to construction activities 
within this urban area. Also of particular note are the Preliminary Options which require the 
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construction of underpasses, or Scheme elements which drop below existing ground levels, 
in particular Preliminary Options 1, 3 and 4. Problems with dust may be caused by the 
excavation, movement and placing of materials. Significant effects from airborne dust are 
more likely to occur during summer months when dust is dry and likely to be transported 
over longer distances. This issue may be significant with all Preliminary Options, as several 
sensitive facilities are located within 50m of them. Outdoor facilities, such as New Lodge 
Playground would be particularly sensitive to any dust associated with construction 
activities. 

Each Preliminary Option would create severe disruption to vehicle travellers during the 
construction period, particularly movements between M2, M3 and Westlink. Traffic 
diversions and delays, particularly on local routes around York Street itself, would have 
implications on driver stress and travel costs due to possible temporary closures, diversions 
and increased journey times. Diversions from York Street into the adjacent road network 
would increase noise and pollution levels within these residential areas. Even with 
mitigation measures, disruption to the volume of traffic that flows through the York Street 
junction on a daily basis would have a knock-on effect throughout the wider urban network 
as traffic may divert away from the area. This may cause traffic flows to slow and build up in 
other areas around the city, particularly around Antrim Road, North Queen Street and York 
Road. Diversions in and around residential areas close to York Street would cause a 
degree of transient community severance. 

Disruption to cyclist and pedestrian movements would largely be restricted to urban streets 
affected by each Preliminary Option, as there is no pedestrian or cyclist provision on the 
Westlink or motorway network. However, York Street and the surrounding streets are 
frequently used by pedestrians and cyclists who would require access during the 
construction period, although this access may be restricted by traffic management mitigation 
measures. The existing pedestrian thoroughfares allow access along York Street, York 
Link, Dock Street, Corporation Street and Great George’s Street, with a number of 
controlled pedestrian crossings facilitating safer movement around the junction. It is 
currently assumed that no equestrians use the road network in the vicinity of York Street, 
due to the urban nature of the area. 

Undesirable impacts on air quality may arise from the creation of dust (as previously 
discussed), and other operations such as jack-hammering. Site fires are a potential 
nuisance and should be avoided where possible. Other construction impacts include site-
wide elements such as the location of storage areas and site huts. Stores of raw material: 
borrow and fill; and site offices, for example, should be placed in areas where no loss of 
amenity is perceived. Site traffic entering and exiting the works have the potential to carry 
dust and dirt along the surrounding roads. 

The existing York Street junction is located approximately 350m west of the River Lagan. 
However, certain elements of Preliminary Options 1-5 are located closer to the river, which 
is tidal at this point. In particular the Dock Street to Westlink (Link D) associated with 
Preliminary Option 4 would bring a section of road within approximately 300m of the Lagan. 
It is important that the river must be protected from construction related pollution incidents, 
particularly as Belfast Lough has a number of national and international designations. 
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6.4.5 Mitigation 

The construction contract for the Scheme should include measures and controls to minimise 
adverse effects on the local area during construction such as: 

•	 noise and vibration monitoring should be carried out, particularly at residential areas and 
sensitive facilities to ensure that permitted levels are not exceeded. These levels 
should be agreed prior to construction, with BCC Environmental Health Department; 

•	 areas of the site can be dampened with water during dry periods to help reduce the 
amount of dust produced; 

•	 extensive traffic management measures to ensure safety to drivers, pedestrians, cyclists 
and construction workers and to reduce congestion where practicable. These may 
include: speed restrictions; diversions; lane closures and restrictions; temporary 
realignments; reductions in lane widths; night time closures; clear advance signing and 
advance publicity outlining traffic management proposals; 

•	 temporary accesses for pedestrians and cyclists to York Street and surrounding areas 
during the construction period; 

•	 possible provision of wheel-washing facilities at site accesses to keep construction site 
dirt and dust off public roads; and 

•	 stores of raw materials, borrow and fill, and site offices for example, should not be 
placed in areas of ecological value or where loss of amenity is perceived. 

6.4.6 Presentation of Key Issues 

•	 Disruption from noise, vibration, dust and pollution to housing and businesses in the 
vicinity of the construction works. 

•	 Significant disruption to local and strategic traffic, with implications on driver stress, 
travel costs, diversions and journey times. 

•	 Disruption to pedestrian and cyclist access due to diversions and construction works. 

•	 Transient community severance caused by diversions and construction works. 

•	 Risk of accidental spillage/pollution incidents affecting the River Lagan. 

6.5 Ecology and Nature Conservation 

6.5.1 Introduction 

Ecology can be defined as “the scientific study of living organisms and their relationship with 
each other and their environment”, whilst nature conservation is concerned with 
“maintaining a viable population of the country’s characteristic fauna and flora and the 
communities which they comprise”. 

This section of the report examines: the ecological and nature conservation aspects 
associated with each of the Preliminary Options; the environmental protection which exists 
within the area; and the potential impact of the proposed Scheme on ecology and nature 
conservation interests. 
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6.5.2 Objectives 

The principal objective of the Ecological Assessment at this preliminary stage is to identify 
whether there are any nature conservation constraints associated with the various 
Preliminary Options. 

6.5.3 Methodology 

In accordance with the requirements of DMRB 11.3.4.7 (Stages of Ecological Assessment), 
the steps taken include: 

•	 consultation with NIEA – Natural Heritage to obtain details on the location and nature of 
any designated sites within or close to the Preliminary Options; 

•	 review of the BMAP for the study area to obtain details on local areas of ecological and 
nature conservation interest; 

•	 review of the Belfast Local Biodiversity Action Plan (LBAP) to obtain information on any 
important biodiversity-rich sites in the locality; and 

•	 collation of information on existing surveys of the area, including any Phase 1 Habitat 
Surveys. 

This culminated in the preparation of two constraints maps showing the various designated 
sites (Figure 6.5.1) and other areas of local ecological and nature conservation interest 
(Figure 6.5.2). A statement is also provided, setting out the nature conservation interest of 
the area including sites regarded as being a constraint. An indication is also given as to 
what types of surveys may be required. 

6.5.4 Baseline Conditions 

6.5.4.1 Sites of National and International Nature Conservation Interest 

With reference to NIEA - Natural Heritage digital data sets of designated ecological sites, it 
is evident that there are no national or international sites within the immediate study area, 
however, several are located within the wider area. 

Belfast Lough, located approximately 2km northeast of the study area is designated at both 
national and international level. The shoreline of mudflats, sandy bays and rocky shores are 
designated as an ASSI, a Ramsar site, and a Special Protection Area (SPA). The open 
water portion of the lough is designated separately as a pSPA. The ASSI designations 
consist of two separate sites: Inner Belfast Lough ASSI; and Outer Belfast Lough ASSI. 

Inner Belfast Lough ASSI is designated for the internationally important number of wintering 
Redshank it holds. The site encompasses the southern part of Belfast Lough and contains 
important feeding and roosting sites for overwintering waders and wildfowl, particularly 
Redshank (Tringa totanus), Oystercatcher (Haematopus ostralegus), Goldeneye 
(Bucephala clangula) and Scaup (Aythya marila). Victoria Park Lake (also included within 
this designation) is an example of a brackish lagoon. Inner Belfast Lough ASSI also 
contains several sites of national geological interest in the form of Ordovician, Carboniferous 
and Permian features. 
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Outer Belfast Lough ASSI is important geologically, due to the Ordovician series of spilitic 
lavas, black shales and greywackes, amongst other series located here. The area consists 
of a varied habitat including boulder and rock shore, open mud flats, extensive mussel beds 
and a narrow shoreline strip of semi-natural vegetation including small, isolated pockets of 
beach-head saltmarsh. This outer lough area supports important populations of Great 
Crested Grebe (Podiceps cristatus) and nationally important wintering populations of 
Oystercatcher (Haematopus ostralegus), Ringed Plover (Charadrius hiaticula), 
Redshank(Tringa totanus) and Turnstone (Arenaria interpres), as well as providing feeding 
areas for birds from the nearby Inner Belfast Lough ASSI. 

The Ramsar site is designated as it is a wetland of international importance. It provides a 
habitat for the significant numbers of Redshank (Tringa totanus), it supports during the 
winter. Nationally important numbers of Shelduck (Tadorna tadorna), Oystercatcher 
(Haematopus ostralegus), Dunlin (Calidris alpine) and Purple Sandpiper (Calidris maritime) 
are also supported, amongst others. The Ramsar boundary in Belfast Lough is entirely 
coincident with the SPA, covering a total area of 432.14 ha, and is coincident with all of 
Outer Belfast Lough ASSI and most of Inner Belfast Lough ASSI. An area adjacent to 
Airport Road West and Victoria Park are designated as ASSI but not as Ramsar, as is an 
area at Dargan Drive, and between Edgewater Road and Westbank Road. 

Belfast Lough SPA designation is attributed to the area being an internationally important 
site for breeding, overwintering and migrating birds. These birds are the same population 
sustained by the Ramsar site. Belfast Lough Open Water pSPA is designated for the 
internationally important numbers of Great Crested Grebe (Podiceps cristatus) that it 
supports. 

The pSPA is known as Belfast Lough Open Water and takes in the portion of open sea 
lough surrounded by the other designations. It continues out into the lough to its eastern 
boundary, passing between Kilroot and Horse Rock. 

Within the designated Ramsar, SPA and ASSI sites, is an area of land, just under 14ha 
maintained as a nature reserve by the RSPB. This area includes mudflats, grassland and a 
pool and ditch complex as well as a lagoon with a hide and viewpoints. The RSPB provide 
an educational programme for schools, including use of an observation room to view the 
birds. 

6.5.4.2 Sites of Local Nature Conservation Importance 

With reference to the Countryside Assessment (Volume 2) Technical Supplement of the 
BMAP and Figure 6.5.1, there are a number of designated Sites of Local Nature 
Conservation Importance (SLNCIs) in the vicinity of the study area. All the sites are located 
over 2km away from the study area with the exception of Alexandra Park which is situated 
approximately 1km north of the study area. It is also classified as a Local Landscape Policy 
Area (LLPA) and Historic Park, Garden and Demesne. It contains a pond, semi-natural 
scrub complex, and a wooded glen. An area to the east of the Park is designed to 
encourage wildlife. The Park has been owned and managed by BCC since 1888 and has 
public access. 
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6.5.4.3 Non-Designated Ecological Sites 

There are several small non-designated areas of amenity planting in the vicinity of the 
junction, which are of greater ecological value than the surrounding urban environment 
(Figure 6.5.2). 

The first is an area of land, approximately 1.4 ha, bounded by the M2 north-bound on-slip, 
York Street and Dock Street. It consists of an office block/retail unit (Galway House), a car 
park and an area of waste ground. The elevated Dargan Bridge passes through the site 
with several of its supporting columns located in the area. The site is surrounded by a band 
of planted trees and shrubs on an earthen bank, approximately 2m high. Dominant species 
include Sycamore (Acer pseudoplatanus), Oak (Quercus petraea), Rowan (Sorbus 
aucuparia), Alder (Alnus sp.), Dogwood (Cornus alba), Silver Birch (Betula pendula), 
Buddlea (Buddleja davidii), and Elder (Sambucus nigra). Ground flora in these areas 
includes Ivy (Hedera helix), Bramble (Rubus fruticosus agg.) and Stinging Nettle (Urtica 
dioica). Ornamental planting has also been carried out surrounding parts of the office car 
park. Common wasteland species have colonised most of the site, including Common 
Couch (Elytrigia repens), Yorkshire Fog (Holcus lanatus), Creeping Thistle (Cirsium 
arvense), Rosebay Willowherb (Chamerion angustifolium), Mugwort (Artemisia vulgaris), 
Stinging Nettle and Creeping Buttercup (Ranunculus repens). This site currently provides 
limited opportunities for nesting and roosting birds and rodents. 

Other earth bank slopes exist in thin strips between the M2 south-bound off-slip and the M3, 
the M2 and Nelson Street and the M3 on-slip. The banks have been planted up with trees 
which at present are approximately 13 years old, planted during the construction of the M3 
around 1995. Dominant species are Alder (Alnus sp.), Privet (Ligustrum sp.), Silver Birch 
Dog Rose (Rosa canina agg.) and Lombardy Poplars (Populus nigra Italica). 

An area of ornamental planting exists surrounding Yorkgate Railway station. Consisting of 
mainly shrubs and hedging including Cotoneaster (Cotoneaster sp), Privet (Ligustrum 
vulgare) and Laurel (Prunus sp.), this is located on the earth slopes leading to the station. 
Tree species of Rowan (Sorbus acuparia) and Silver Birch (Betula pendula) are present. 

Additional small strips of amenity planting exist in the vicinity of the Westlink and M2 on-
slips. These consist mainly of tree and shrub planting including Alder, Privet, Hazel 
(Corylus avellana) and Cherry (Prunus sp.) Ground cover is dominated by mainly Bramble 
and Ivy. Whilst these areas provide pockets of slightly improved habitat compared to the 
surrounding urban landscape, accessing them through heavy traffic makes them highly 
dangerous for most mammal species to utilise. 

Several areas of waste ground exist within the study area. These are areas of bare ground, 
where buildings or sites have been cleared. Limited vegetation exists within these areas 
and they are of limited potential to wildlife. Rosebay Willowherb and Buddleia were the 
most prevalent species of vegetation. 

6.5.4.4 Woodland Areas 

There are no woodland areas in proximity of the area of interest. 
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6.5.4.5 Rivers 

There is one significant watercourse within the study area, the River Lagan. It drains a 
catchment of approximately 576km

2 
in the southeast of the Province. The Lagan flows into 

Belfast Lough, to the east of the M2. The river is tidal at this point, and as such is not 
monitored for its biological or chemical quality. The river contains various ecologically 
significant habitats over its length, although all are upstream and none are in proximity to 
this Scheme. 

6.5.5 Assessment of Environmental Effects 

6.5.5.1 Sites of National and International Nature Conservation Interest 

With reference to Figure 6.5.1, no designated ecological sites would be directly affected by 
any of the Preliminary Options. The closest is Inner Belfast Lough ASSI, approximately 2km 
east of the study area. 

Consultation with NIEA – Natural Heritage indicated that an Article 6 Assessment under the 
terms of the Habitats Directive (Council Directive 92/43/EEC on the Conservation of natural 
habitats and of wild fauna and flora) should be undertaken to test the likely significance of 
the Preliminary Options on Belfast Lough SPA and Belfast Lough Open Water pSPA. This 
assessment was carried out to establish if any specific mitigation measures are necessary 
to protect the Natura 2000 sites from adverse impacts associated with the proposed 
Scheme. 

The Article 6 Assessment confirmed that the proposed Scheme would have no effects on 
the integrity of Belfast Lough SPA or Belfast Lough Open Water pSPA. The assessment 
demonstrated that any adverse effects of the Scheme would be too far away from the 
selection features within the designated sites to cause disturbance. Noise or vibrations from 
the works would naturally attenuate to levels lower than the surrounding environment, and 
potential runoff discharge into the River Lagan would contain sufficiently low and acceptable 
levels of contaminants. The selection features of wintering Redshank and Great Crested 
Grebe would be maintained in favourable condition and no adverse impacts from the 
proposed Scheme. The assessment was concluded after the first Screening Stage (Test of 
Likely Significance). Subsequent consultation with NIEA and RSPB concurred with the 
conclusions of the assessment. 

6.5.5.2 Sites of Local Nature Conservation Importance 

As no SLNCIs exist in the vicinity of the study area, there would be no impact on these 
locally designated sites. The closest is Alexandra Park SLNCI, approximately 1km north of 
the study area. 

6.5.5.3 Non-Designated Ecological Sites 

All areas of amenity planting, (with the exception of those areas at Yorkgate station), would 
be directly affected by at least one of the Preliminary Options. However, neither these 
areas nor the areas of bare ground are considered ecologically valuable. 
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6.5.5.4 Woodland Areas 

No areas of woodland are present within the study area, thus no direct impact can be 
expected. 

6.5.5.5 Rivers 

The River Lagan/Belfast Lough intertidal zone would not be directly affected by any of the 
six Preliminary Options. Preliminary Option 4 would bring newly constructed links closest to 
the river, albeit at a distance of approximately 300m. No known culverted watercourses flow 
under the existing York Street junction area so no impact is anticipated. Due to the nature 
of the proposed Scheme at York Street, it is anticipated that pollution impacts from the large 
volume of traffic at the interchange (>60,000 AADT) could be significant. Some pollutant 
loading may occur from road drainage, but this aspect would be given further consideration 
at the next design stage when drainage design and traffic projections are more clearly 
defined. 

6.5.6 Mitigation 

Even though the area has only limited possibilities for wildlife, it is recommended that a 
walkover survey of the amenity planted areas be undertaken by an experienced ecologist, 
checking for the presence or otherwise of protected species. Any construction clearance 
works should be carried out outside of the bird nesting season. To avoid potential 
disturbance to nesting birds, this period would run from mid March to September. 

6.5.7 Presentation of Key Issues 

•	 There are no designated sites of national/international ecological importance within the 
immediate study area, although there are several in the locality. Belfast Lough is 
designated an ASSI, SPA, potential SPA and Ramsar site. 

•	 Several SLNCIs exist in the wider surroundings, although there is only one SLNCI within 
2km of the study area (Alexandra Park). This would not be affected by any of the 
Preliminary Options. 

•	 With the exception of the planting surrounding Yorkgate Station, all other areas of 
amenity planting are affected by at least one of the Preliminary Options. Although all 
areas are not considered ecologically valuable, any works to them should be carried out 
outside of the bird breeding season to avoid potential disturbance. 

•	 An Article 6 assessment has concluded that the Scheme would have no significant 
effect on the integrity of the Natura 2000 sites or its selection features. 

•	 Whilst there is very limited ecological potential in the area, an ecological walkover 
survey of the amenity planted areas is recommended. 

6.6 Landscape and Visual Impacts 

6.6.1 Introduction 

The DMRB recognises that Landscape is an important national resource and that while it is 
subject to evolution and change, the landscape is a resource of value to future generations. 
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This section of the report examines the proposed Scheme’s likely impact, not just on the 
views that people experience now and in the immediate future, but on the landscape as an 
entity in its own right and as a resource for future generations. For this report, as the 
Scheme is an urban one, the term cityscape will be used instead of landscape to reflect the 
Scheme’s setting. 

6.6.2 Objectives 

The principal objective of the Landscape and Visual Impact Assessment at this preliminary 
stage is to undertake sufficient assessment to identify the landscape constraints associated 
with the Preliminary Options under consideration. 

6.6.3 Methodology 

In accordance with the requirements of DMRB 11.3.5.9 (Stages in Landscape and Visual 
Impact Assessment) and the Guidelines for Landscape and Visual Assessment: Second 
Edition

22 
, the steps taken include: 

•	 consultation with the relevant statutory bodies, planning authorities and the Northern 
Ireland Landscape Character Assessment, to obtain information on the location and 
nature of all designated areas of landscape or cityscape importance; 

•	 desktop studies of the cityscape node
23 

by the Landscape Architect; 

•	 collation of information on existing surveys of the area, including any personal 
knowledge and initial judgements about the existing cityscape character quality, 
highlighting any sensitive areas which may act as constraints; and 

•	 site surveys. 

The magnitude of impacts and their significance is described in Table 6.6.1 and will be used 
in this report: 

22 
“Guidelines for Landscape and Visual Impact Assessment (Second Edition)”, Spon Press. ISBN 0 41523185-X.
 

2002.
 
23 

The site is defined as a ‘cityscape node’ rather than a corridor, as it is an interchange. Movement is concentrated
 
in many directions and not entirely linear.
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Table 6.6.1: Magnitude of Visual Impacts and Level of Significance 

LEVEL OF 
SIGNIFICANCE 

DESCRIPTION OF IMPACT 

None No part of the development, or work or activity associated with it, is 
discernable. 

Negligible Only a very small part of the proposal is discernible and/or they are at 
such a distance that they are scarcely appreciated. Consequently 
they have very little effect on the scene. 

Slight The proposals constitute only a minor component of the wider view, 
which might be missed by the casual observer or receptor. 
Awareness of the proposals would not have a marked effect on the 
overall quality of the scene. 

Moderate The proposals may form a visible and recognisable new element 
within the overall scene and may be readily noticed by the observer or 
receptor. 

Substantial The proposals form a significant and immediately apparent part of the 
scene that affects and changes its overall character. 

Severe The proposals become the dominant feature of the scene to which 
other elements become subordinate and they significantly affect and 
change its character. 

6.6.4 Baseline Conditions 

6.6.4.1 Designated Areas of Landscape Value 

Designated areas of relevance to the study area have been identified from the relevant 
statutory Development Plans (BMAP) and the Northern Ireland Landscape Character 
Assessment

24 
. 

The study area is contained within the boundaries of Belfast City, as defined by the Northern 
Ireland Landscape Character Assessment LCA 97 – Belfast/Lisburn. Designations relating 
to the landscape are covered, for this area, by BMAP. 

The general description of Belfast in this LCA is that the city is formed by a series of 
escarpments and ridges which enclose Belfast Lough and the city centre in the base of a 
lowland basin. The built character is of long red brick terrace housing, large red brick 
warehouses and industrial buildings of various ages and uses. The York Street area is 
enclosed by red brick residential areas, the commercial edge of the high rise centre of the 
city, commercial retail development, the existing M3, and the buildings and yards adjacent 

24 
“Northern Ireland Landscape Character Assessment: 2000”, DOE. ISBN 978 1 841 23301 7. April 2001. 
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to and part of the western docks. The quality of the environment within the urban districts is 
increasingly degraded by traffic congestion, pollution, waste management problems and a 
lack of accessible public open spaces. Belfast has a relatively high proportion of derelict 
land. 

Under BMAP, the southern half of the development area is contained within one of the nine 
Belfast City Centre Character Areas. The character area is Designation CC018 (Lagan side 
North and Docks Character Area), as identified in Figure 6.6.1. The BMAP describes it 
thus: 

‘the Laganside North and the Docks Character Area is disparate in character, yet represents 
one of the major areas of opportunity in Belfast City Centre, including The Waterfront, the 
Odyssey and the Clarendon Docks. This area runs from East Bridge Street, in the south of 
the area, to Dock Street, in the north, including the Abercorn Basin which lies beyond the 
BMAP proposed City Centre boundary. The area runs from Short Strand, in the east, to 
Carrick Hill/Great Patrick Street/Dunbar Link/Victoria Street, to the west. A high accessibility 
zone at Gamble Street and part of an accessibility zone at Central Street Station form part 
of this Character Area. 

Large scale physical features dominate this area, from the sweep of the River Lagan as it 
enters the docks, and the docks themselves, to the motorway and railway infrastructure. A 
diverse range of buildings and uses are found within the Laganside North and the Docks 
area including the Waterfront apartments and the Waterfront Hall. 

The historic use of the area for industry and dock related activities is reflected in the general 
coarse grain of Laganside North and the Docks….. 

In the area bounded by York Street, the M3 bridge, Queens Square and Dunbar Link, the 
Dunbar Link was originally built to ease the flow of traffic around the northern periphery of 
the City Centre. Along with the M2 and elevated M3 it has disconnected the docks and ferry 
terminals from the City Centre and the cathedral quarter in particular. It has also contributed 
to the widespread blight leaving many sites either vacant or under-used.’ 

Within BMAP Designation CC018 (Laganside North and Docks Character Area) are a 
number of designations: 

• Development Opportunity Sites; 

• Protected City Centre Housing; 

• City Centre Gateway; 

• Area of Townscape Character; and 

• Land zoned for housing. 

The study area is immediately adjacent to five of the above designations: Development 
Opportunity Sites CC073 (Westlink/York Street): CC076 (Little York/Shipbuoy Street); 
CC080 (Corporation Street/Trafalgar Street); Cityside Retail Park a District Centre for retail 
under BMAP; and the CC110 (Clifton 1 LLPA). 

6.6.4.2 Development Node Baseline Description 

With reference to Figure 6.6.2, the development node for the Preliminary Options for the 
Scheme is bounded by: 
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•	 York Street, from the intersection with Great Patrick Street; 

•	 the existing M2/M3, from the intersection with Corporation Street and Little Patrick 
Street as far north as Dock Street; 

•	 Nelson Street; 

•	 the Cityside Retail Park; 

•	 Clifton Street; and 

•	 Corporation Street. 

The location of the Preliminary Options is the urban city centre edge, between mixed areas 
of housing, commercial use, and the western side of the docks in the vicinity of Clarendon 
Dock. The study area is physically and visually confined and enclosed by these land uses, 
with the result that effects from the development would be relatively localised. 

The built character of the study area is generally of red brick terrace housing, pockets of 
newer housing in between motorway extensions, commercial retail use, a complex tangle of 
motorway extensions, and derelict land between roads and under motorway flyovers where 
it is not being used for car parking. The derelict land is a mixture of grass, scattered 
rubbish, cracked asphalt and weed vegetation taking advantage of small amounts of water 
runoff and light from the gaps between the motorway decks above. Its condition indicates it 
is of little use to the city or local community in its current state, apart from its use for car 
parking. However, the derelict land is currently in a number of large parcels which gives 
maximum opportunity for development and improvement. 

There is little relief from the structures and roads in the form of trees or open green space. 
What little vegetation is present is located: 

• on the edge of the triangle created by the Westlink north and east, and York Street; 

• on the north and south side of the Westlink at the junction with York Street; 

•	 between the current M3 and docklands; and 

•	 between the M3 and York Link and on the Yorkgate Business Park site. 

The vegetation appears to not be maintained and a catch point for rubbish. 

The character of the housing areas has been affected by the development of motorway 
extensions, which has resulted in isolating contiguous built areas, with community hearts 
such as local pubs, schools and shops being separated from their surrounding communities 
by motorway structures. Extensions of the motorway structures over the years have also 
created vertical barriers to views and privacy, by being located very close or on the 
boundaries of properties, such as along the backyards of Little George’s Street. There is a 
disjointed urban character with pockets of housing in amongst commercial retail and office 
sites. All are separated from the city centre by the line of the Westlink and M3. The only 
visual and physical link from this area to the city that is not broken by the Lagan and Dargan 
Bridges is York Street, which connects the existing city centre to the intersection of Dock 
Street and Brougham Street. 

The vertical scale of the study area is also mixed and varies from 2-storey residential to the 
multi-story Cityside Retail Park and Galway House. The docklands buildings also vary from 
single to multiple storeys, although tend to be no more than approximately 12m high 
(excluding church steeples). The existing Dargan Bridge and Lagan Bridge are the highest 
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linear structures in the site, but are still considerably lower than both the Cityside Retail Park 
and Galway House. They are the current vertical limit of transport structures within the site. 

Important local buildings in the area, while not protected under BMAP in any form, have 
value in that they are memorable, have local history, or are of a scale to integrate the area 
into the cityscape: 

•	 Cityside Retail Park - this red brick building is on the site of the former the Gallagher’s 
Tobacco factory; 

•	 the Sinclair Seamen’s Presbyterian Church on Corporation Street; 

•	 Clarendon Dock building and the Harbour Office; 

•	 Belfast Head Post Office building. While not necessarily of great architectural merit, its 
design makes it distinctive; and 

•	 Clifton House Nursing Home (CC110 Clifton 1 LLPA). 

The quality of the cityscape as described is very poor, due to the mixed land use and 
building use, differing scales of built fabric and the inclusion of the Lagan and Dargan 
Bridges. Extensive detracting features are the Lagan and Dargan Bridges, derelict land, 
and inconsistency in architectural styles and scale. 

6.6.5 Assessment of Environmental Effects 

6.6.5.1 Landscape and Visual Impacts 

The visual and landscape effects would generally be from all aspects of the Scheme: the 
roadway structures; the supports for the roadway decks; signage gantries; parapets and 
safety barriers; and lighting columns. These would create a complicated mass of mixed 
visual patterns which would potentially fragment the node even more and could prevent 
future development and potential improvement of the site. Due to the confined nature of the 
site, visual and landscape effects would tend to be limited to the immediate area. The site 
setting of buildings and roads would generally screen the proposed Scheme from wider 
views and medium to long distances. 

Significance of impacts has been evaluated according to the magnitude of change in, and 
the sensitivity of, that cityscape character or view. Sensitivity relates to the importance of a 
cityscape feature or view (or the visibility of that view) within the site, or of the cityscape of 
the site within its wider context. Indicators of significance and sensitivity included protective 
designations, areas of nature or heritage conservation interest, scenic quality or the 
presence of detracting features. 

Within its wider context, the study area is generally not sensitive as it contains only one 
protective designation - the CC110 LLPA of Clifton House Nursing Home. The local 
cityscape is neither protected nor valued under BMAP; it is not of city wide or local 
importance. The existing scenic quality is negatively affected by existing motorway 
structures, fragmentations of communities and occurrence of derelict land. 

Potentially sensitive views that could be affected would generally be from areas and places 
close to or adjacent to the site, and they may include permitted, but as yet unbuilt high rise 
developments: 
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•	 residential area bordered by current Westlink as defined by Henry Street and North 
Queen Street; 

•	 the Lancaster (CC 097/13) Protected City Centre Housing Residential area, bordered by 
Great George’s Street, York Street and North Queen Street; 

•	 Galway House; 

•	 Yorkgate Business Park (unbuilt); 

•	 Clarendon Dock public space and associated buildings; 

•	 travellers on the train and current M3; 

•	 Cityside Retail Park; 

•	 Lagan Weir; 

•	 Odyssey Arena; 

•	 Sinclair Seamen’s Presbyterian Church; 

•	 views down York Street to and from the city centre; 

•	 the Obel tower – 28 storeys of apartments, office space and commercial use (under 
construction); 

•	 35-37 Corporation Street and 18-24 Tomb Street – office space (unbuilt); and 

•	 101-107 York Street – 12 storeys of apartments, office space and a fitness suite 
(unbuilt). 

There are six Preliminary Options in total, all are variations within the study area and would 
have lesser or greater visual and cityscape impacts and effects on sensitive views. It should 
be noted that the final visual and cityscape effects would include the impacts of details such 
as the number and location of lighting columns, sign gantries, additional slip roads and 
connector roads, parapets and barriers, and treatment of existing roads that are no longer 
required. Although these impacts cannot be assessed accurately at this preliminary stage, 
as they are yet to be detailed, the preferred option would need to consider the future effect 
of these structures. Initial assessment and assumption may be that depressed roadways 
(cut down below ground level) have less impact than elevated structures because they are 
below eye line and do not interrupt a view. However, safety requirements would dictate that 
any roadways that are depressed require parapets and high fences in order to prevent 
people falling onto the roadway or throwing objects onto vehicles. The resulting impact of 
this option may be as adverse as the effect of raised roadway structures with supporting 
columns, thus increasing the level of severance. 

In assessing the visual and cityscape effects of the proposed interchange, the impacts have 
been assessed with the future development of the city in mind, as well as the immediate 
impacts on the current situation. The Preliminary Option with the least cityscape impact now 
may not necessarily be the one which allows the potential for the interchange to be married 
into the city fabric through future developments in and around the site. What is deemed to 
have a significant visual impact now, in twenty years time may have little visual impact due 
to the screening and visual containment offered by new high rise buildings. The visual 
assessment would not necessarily yield the same magnitude of effect for the impact on the 
cityscape. 

In general, all Preliminary Options would have a neutral or negative cityscape effect, due to 
the addition of roadway structures in an already reasonably fragmented cityscape. Some 
Preliminary Options would also have negative or neutral impact on the currently derelict land 
and development sites, depending on whether they fragment these spaces more to create 
unusable spaces, or maintain the spaces as development potential parcels of land. Potential 
future use of spaces would need to be considered, as the city grows and changes and 
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development sites are taken up. Preliminary Options that would allow for future 
development would mitigate the impact of the interchange as it would become part of a 
cityscape and of an appropriate scale when surrounded by buildings. 

Odyssey, Lagan Weir and Belfast Head Post Office 

Views to the site from the Odyssey, Lagan Weir and to a degree the Belfast Head Post 
Office building are largely screened by existing buildings and the existing Lagan Bridge. 
Therefore the visual impacts of any of the Preliminary Options would be neutral and slight. 

Obel Tower 

Views towards the study area from the Obel Tower would be neutral and moderate. Views 
from the lower floors would be screened by intervening buildings, particularly the Belfast 
Head Post Office. Views above this level would not be radically altered as the Scheme 
would form part of the existing complex urban fabric of this part of the city, and the 
roadways and structures when viewed from this distance and height would not dominate the 
view. They would also be no higher than the existing Cityside Retail Park or Galway House 
and would not cut across views to the Belfast hills or sky. 

101–107 York Street development 

Views from 101 – 107 York Street would experience a neutral and slight adverse effect from 
Preliminary Options 1, 3 and 4, as there would be little change to the view from this site. The 
roadway structures are not at an elevation above that of the current Lagan Bridge or Dargan 
Bridge. Preliminary Options 2, 5 and 6 would have a greater impact as they all cut across 
the views of Cityside Retail Park and Galway House. This impact is from the flyover 
structures. The flyover in Preliminary Option 2 creates an opposing, but similarly vertically 
angled line as the current Lagan Bridge. Visually these two elements are balanced, and 
therefore the impact is negative and moderate. The Preliminary Option 5 flyover creates a 
balanced curve across the view and partially screens views towards the docklands. This 
structure crosses Galway House at the midlevel height of this building, and Cityside Retail 
Park at a lower level. The curved flyover is harmonious with the curved line of the M3 as 
viewed from this site. Therefore the impact is negative and moderate. Preliminary Option 6 
also cuts across Cityside Retail Park and Galway House at a similar height to Preliminary 
Option 5. As the flyover structure in this option curves away to the north in this view, it does 
not screen views to the docklands and is also harmonious in its curved line. The effect is 
negative and moderate. 

35-37 Corporation Street and 18-24 Tomb Street development 

Preliminary Options 1, 3 and 4 would have little impact on the views from this site, as most 
of the roadways would be depressed and none rise above the height of the existing Lagan 
Bridge or Dargan Bridge. Therefore the impact would be neutral and slight. Preliminary 
Options 2, 5 and 6 would have a greater visual impact due to the flyover structures. All three 
Preliminary Options cut across views of the Cityside Retail Park and Galway House 
approximately midway up the façade of these buildings, but do not cut across skyline views. 
The impact of Preliminary Option 2 is negative and moderate. Preliminary Option 5 is 
slightly higher as viewed from this point as it branches into the Clarendon Dock area. The 
impact is negative and moderate. Preliminary Option 6 has a similar visual effect in that it is 
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linear and cuts across the Cityside Retail Park and Galway House, but does not affect 
skyline views or screen views to the docklands. The effect is negative and moderate. 

North Queen Street/Henry Street housing area 

Preliminary Options 1 to 6 would all have a negative impact on the housing areas bordered 
by North Queen Street and Henry Street, due to the additional roadways, especially where 
they are elevated and therefore affect views of the sky and distant hills. Preliminary Option 1 
requires the north-bound section of Westlink to be raised to approximately the upper storey 
windows of the houses backing onto this road, for approximately half of its length along this 
shared boundary. This structure would reduce light available into these buildings, and 
reduce privacy. The impact would be negative and moderate. 

Preliminary Option 2 would have the same effect as Preliminary Option 1 with regards to the 
north-bound carriageway of Westlink. The M2 to Westlink (Link A) flyover would additionally 
cut across views of the sky, views of the Holywood hills and the city centre. The effect would 
be negative and severe as it would be detrimental to privacy and views of the larger 
landscape. 

Preliminary Option 3 would have the same effect as Preliminary Option 1 with regards to the 
north-bound carriageway of Westlink. The M3 to Westlink (Link C) cuts across views of the 
city centre and there is also the additional negative effect of the support columns on this 
structure. The curve of the structure itself is harmonious, however the effect of fragmenting 
the views is negative and substantial. 

The effects of Preliminary Option 4 are very similar to those of Preliminary Option 1 and the 
impact would be negative and moderate. 

The effects of Preliminary Option 5 are generally similar to those of Preliminary Option 2, 
however the proposed flyover for the Westlink to M3 (Link F) and Westlink to Dock Street 
(Link G) adds another linear structure to break the sky view, cluttering this already 
complicated view of structures and fragmenting the view of the city centre. The impact 
would be negative and severe. 

Preliminary Option 6 is also similar to Preliminary Option 2 in terms of effects in that both 
the Westlink to M2 (Link E) and M2 to Westlink (Link A) flyover structures cut across views 
of the city centre, sky and Holywood hills. It differs from Preliminary Option 2 and the 
remaining Preliminary Options in that the Westlink to York Street (Link F) remains at its 
current level. Therefore the impact is negative and severe. 

Lancaster Street Housing 

All six Preliminary Options would have a negative and substantial effect on the Lancaster 
housing area, due to the increase in the number of roadways, and the resulting support 
structures, parapets and fences that would be viewed from the houses. There is some 
degree of benefit however for the Lancaster housing in that the M3 to Westlink link would be 
relocated further away from the houses in all but Preliminary Option 3. 

Preliminary Option 1 would have little effect on this area, as the proposed York Street 
Bridge is relatively low. There would be a visual effect from the potential need for safety 
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fencing along the depressed M2 to Westlink (Link A) which would add to the visual 
confusion of the site, therefore the impact would be negative and slight to moderate. 

The visual effects of Preliminary Option 2 are predominantly from the flyover, and the M2 to 
Westlink (Link A) being elevated. These structures cut across the views to the Cityside 
Retail Park, Galway House and sky. The support columns add additional confusion to the 
view, therefore the impact is negative and severe. 

Preliminary Option 3 has effects similar to that of Preliminary Option 2 in terms of the 
elevated M3 to Westlink (Link C), view of support columns, and the York Street (South) to 
York Street (North) (Link I) overbridge. There are, however, no proposed elevated structures 
above the level of the Lagan and Dargan Bridges. The impact is negative and substantial. 

The effects of Preliminary Option 4 are from the potential safety fences and/or parapets on 
the depressed roads – M3 to Westlink (Link C), M2 to Westlink (Link A), and Westlink to M2 
(Link E). The effects of the fences would partially screen views to the North Queen 
Street/Henry Street housing area, but this option would maintain views to Cityside Retail 
Park, Galway House and the sky, as all structures would be below the level of the current 
Lagan Bridge and Dargan Bridge. The impact would be negative and moderate. 

The depressed M2 to Westlink (Link A) would have a potential effect on the Lancaster 
Housing Area in Preliminary Option 5 from the high parapets and security fencing. The 
effect of the proposed Westlink to M3 (Link F) flyover, which is at a greater elevation than 
the Lagan Bridge and Dargan Bridge is to cut across views of the sky, Cityside Retail Park 
and Galway House. The effect on the sky view is significant in that it extends across the 
view shaft created between the Cityside Retail Park and the northern end of Nelson Street. 
The impact is negative and severe. 

The effects of Preliminary Option 6 are from the M2 to Westlink (Link A) and Westlink to M2 
(Link E) which cut across views to the North Queen Street/Henry Street housing area, 
Cityside Retail Park and Galway House. Both flyovers for M2 to Westlink (Link A) and 
Westlink to M2 (Link E) cut across sky views because they are at an elevation above that of 
the Lagan and Dargan Bridges. The additional support columns also further complicate and 
fragment the view. The impact is therefore negative and severe. 

CC110 Clifton 1 LLPA Clifton House Nursing Home 

The impacts on the LLPA of Clifton House Nursing Home would be neutral and slight for all 
Preliminary Options with the exception of Preliminary Option 3, as there is little change 
proposed to the Westlink where it passes the LLPA. Preliminary Option 3 may have some 
benefit in that it requires the closure of the existing off-slip at Clifton Street. It is likely that 
views from Clifton House to the study area are screened by intervening buildings. Views of 
the elevated roadways of Preliminary Options 2, 5, and 6 where they rise above the level of 
the existing Lagan and Dargan Bridges would be negative and slight to moderate from 
Clifton House. These would be the only parts of Preliminary Options 2, 5 and 6 that are 
visible. Preliminary Option 5 would have the greater effect of the three, as it cuts across the 
skyline view between the Cityside Retail Park and Belfast Head Post Office. 
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Galway House and Cityside Retail Park 

From Galway House and Cityside Retail Park, Preliminary Options 1, 3, and 4 would have a 
neutral and substantial impact as all three Preliminary Options require the elevation of York 
Street, but do not require any roadways to be elevated above the existing Lagan and 
Dargan Bridges. Preliminary Options 2, 5 and 6 would have a negative and substantial 
impact due to the elevated roadways which would partially screen views of the sky and 
possibly harbour and hills from the upper levels of both buildings. Preliminary Option 6 may 
have an increased impact to severe magnitude, due to the reasonably close proximity of the 
Westlink to M2 (Link E) and M2 to Westlink (Link A) to Galway House and the loss of 
privacy, and views and the effects of the roadway and traffic at such high levels. 

Yorkgate Business Park 

Yorkgate Business Park consists of the parcel of land between the M2 foreshore section, 
Cityside Retail Park, and Brougham Street. It currently contains Galway House. Three 
additional buildings, of the same height as Galway House have obtained planning 
permission, and as yet are unbuilt. Preliminary Options 1, 3, and 4 would have a neutral and 
substantial impact, as all three Preliminary Options require the elevation of York Street, but 
do not require any roadways to be elevated above the existing Lagan and Dargan Bridges. 
Preliminary Options 2, 5 and 6 would have an adverse and substantial impact due to the 
elevated roadways which would partially screen views of the sky and possibly harbour and 
hills from the upper levels of the existing Galway House and future buildings on this site. 
Preliminary Option 6 may have an increased impact to severe magnitude, due to its 
reasonably close proximity to Galway House and the future buildings of the Yorkgate 
Business Park and the loss of privacy, and views and the effects of the roadway and traffic 
at such high levels. 

Docklands 

The impact on the docklands of Preliminary Options 1, 3, 4 and 5 would be negative and 
severe, due to the elevated and depressed roadways bisecting the area. Although a large 
part of this area is currently derelict and used for vehicle storage/parking, it does have 
development potential with the opportunity to create a dual frontage to Corporation Street 
and extension of the docklands redevelopment. Preliminary Option 5 would have the most 
severe impact, as the combination of several roads through this area creates a number of 
disjointed parcels of land, and visual confusion due to the number of support structures, and 
potential safety fences and parapets. Preliminary Option 6 would be negative and 
substantial, in that it would add additional vertical and horizontal structures, however it 
would not fragment the docklands. 

Impacts on views from the Clarendon Dock public space, historic Harbour Office and 
Sinclair Seamen’s Church would be negative and substantial to severe for Preliminary 
Options 2, 5 and 6 as all three Preliminary Options cut across the view of the Belfast hills, 
sky, Cityside Retail Park and Galway House. As viewed from Clarendon Dock, Preliminary 
Options 2 and 5 are below the top of the Cityside Retail Park and Galway House, while 
Preliminary Option 5 is at the top of these buildings and would have the greatest effect, due 
to the two roadways and a forest of support columns. From the proximity of the Sinclair 
Seamen’s Church, the views are similar as from Clarendon Dock, with the exception that 
Preliminary Option 5 further cuts across views of the Belfast hills. 
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Development Opportunity Sites 

Preliminary Options 1, 3, 4 and 5 would have a negative and substantial effect on the 
Development Opportunity Sites CC073 (Westlink/York Street), CC076 (Little York/Shipbuoy 
Street) and CC080 (Corporation Street/Trafalgar Street), as they would split all of the 
development sites into smaller parcels of land, of which some may be too small to develop. 
This would have a further negative impact on the cityscape by reducing the opportunity to 
develop the sites with large scale buildings, which will assist in integrating the motorway into 
the urban fabric. 

York Street 

All Preliminary Options would have a negative and substantial effect on views up and down 
York Street and on the cityscape by introducing raised structures that introduce a further 
barrier separating this area from the city centre. Preliminary Option 6, while not requiring an 
overbridge on York Street would still have a negative and substantial effect as the elevated 
M3 to Westlink (Link B), and flyovers for M2 to Westlink (Link A) and Westlink to M2 (Link E) 
cut across this visual corridor. 

6.6.6 Mitigation 

The choice of Preliminary Option would be the most effective way to mitigate the proposed 
Scheme from a cityscape perspective. The fewest number of roadways and associated 
structures to prevent dead space would reduce the interchange’s impact on the cityscape 
and views. Additional mitigation to be considered includes: 

•	 lighting poles down the centre of all the roadways to minimise vertical structures and 
visual clutter; 

•	 poles and lights of a slim profile; 

•	 minimum number of sign gantries and their location off elevated structures; 

•	 depressed roads to be roofed over to allow continuous views at ground level and to 
facilitate redevelopment; and 

•	 integration of parapets into the structure of the flyovers and other elevated structures to 
create the impression of one simple structure. 

6.6.7 Presentation of Key Issues 

The impacts of all the Preliminary Options would negatively affect both visual and cityscape 
aspects as the Scheme would become a dominant feature of the scene at this node. The 
visual and cityscape aspects, however, are not one and the same. When assessing the 
Preliminary Options from purely the visual impacts, it is evident that those Preliminary 
Options that do not have elevated structures higher than the Lagan and Dargan Bridges are 
preferable as they have the least visual impact and affect on views. This situation could be 
further improved if the depressed roadways are roofed over to remove the visual impacts of 
high security fencing and parapets. From this point of view, Preliminary Options 1, 3 and 4 
are preferable with Preliminary Options 1 and 3 the better of the three. 

The Preliminary Options with the least effect on the cityscape now and in the future are 
those that allow the largest intact parcels of land for future consolidation of the area and 
connection to the city centre. This is at odds with the Preliminary Options that have the least 
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visual impact, and the preferable options are those that tend to include elevated, flyover 
structures. Solely assessed on cityscape impacts, Preliminary Options 2, 5 and 6 are 
preferable with Preliminary Option 6 having the most potential for future development of a 
scale that absorbs the Scheme into the urban fabric. 

6.7 Land Use 

6.7.1 Introduction 

The assessment of land take for a proposed road scheme can cover a wide range of land 
values and primary uses. Under guidelines laid down in the DMRB, the principal issues to 
be considered when assessing the effects of a proposed new interchange arrangement on 
land use are as follows: 

• potential demolition of property; 

• loss of development land; 

• loss of agricultural land; 

• potential severance of agricultural land; and 

• effects on restoration proposals for abandoned waterways. 

Land containing archaeological remains, historic buildings or gardens is dealt with in Section 
6.3. Land of ecological importance is dealt with in Section 6.5. In addition, Section 6.6 
considers the contribution of all land affected by the Scheme to the landscape or townscape 
and identifies designated areas, such as Areas of Outstanding Natural Beauty (AONBs) and 
LLPAs. 

6.7.2 Objectives 

The principal objective at this preliminary stage is to undertake sufficient assessment to give 
an indication as to the potential land type losses and demolition required with each of the six 
Preliminary Options. 

6.7.3 Methodology 

At this preliminary stage, it is necessary to undertake sufficient assessment to allow for a 
broad estimate of the possible number of properties at risk of demolition for each 
Preliminary Option under consideration. Hence, a schedule has been produced showing 
the range of properties which might need to be demolished, or from which land might need 
to be taken, for each Preliminary Option (Table 6.7.1). For the effects of the proposed 
Scheme on development land, the BMAP was inspected. For each Preliminary Option, 
potential land take from areas, which the local planning authority has designated for future 
or restricted development, was identified and a broad assessment and statement of how 
each Preliminary Option might affect local planning development designations was also 
made. 

There are four main areas addressed in the assessment of effects on agricultural land, 
including land take, type of husbandry, severance and major accommodation works. 
However at this preliminary stage, the main requirement is to identify potential severance of 
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agricultural land and obtain information on land quality and statutory areas designated for 
their agricultural importance. 

In terms of Waterway Restoration Projects, it is essential to consider any waterways, 
formerly navigable watercourses or dry watercourses for which there are currently 
restoration proposals. 

All of the aforementioned information culminated in the preparation of land use constraints 
drawing, Figures 6.7.1 through 6.7.3, showing the various existing and proposed land uses 
and classifications. 

6.7.4 Baseline Conditions 

6.7.4.1 Planning Applications 

Research via the Planning On-Line website
25

, has confirmed that there are many extant 
planning applications for various forms of development within the study area. These include 
both outline and full planning applications, some of which have been approved, some are 
still pending a decision, and some refused, Figure 6.7.2. 

6.7.4.2 Development Land 

For this aspect, reference was made to BMAP, the area plan of relevance to the study area. 

The area plan zonations relate to either zoned development land or zonations restricting the 
development of land. Typical zonations of significance include areas for Development 
Opportunity Sites (e.g. housing/industry), Community Greenways and Land Zoned for 
Housing as shown in Figure 6.7.3. York Street junction is located in the immediate vicinity 
of several designated Development Opportunity Sites. Two of these sites are currently in 
use as car parks, with one being located south of York Link (CC 076), and the other located 
west of this, between York Street and the Westlink (CC 073). Another large area, between 
Corporation Street/Trafalgar Street and the M2/M3 motorways is also classified as a 
Development Opportunity Site (CC 080). The Cityside Retail Park, located at York Street is 
classified as a District Centre (BT 017/6), as it provides retail facilities to customers outside 
the city centre. An area of Proposed Social Housing (CC 06/04) is also located in the 
vicinity of the junction, south of Great George’s Street, on the fringe of another Development 
Opportunity Site located on this block (CC 077). 

6.7.4.3 Community Land 

As the York Street study area is located within Belfast, on the northern periphery of the city 
centre, it is generally accepted that the principal facilities which the community would be 
travelling to on a regular basis are not only located within their immediate environs, but also 
spread throughout the wider metropolitan area, though the majority are located within the 
city centre. Typically these facilities include: 

• health facilities; 

• schools; 

25 
www.planning.co.uk/pol/, last accessed February 2009. 
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• libraries; 

• shops; 

• recreational facilities; 

• religious facilities; and 

• public transport facilities. 

With reference to Figure 6.9.1, it is evident that a variety of community facilities are located 
close to the existing York Street junction, these include (though this list is not exhaustive): 

• Cityside Retail Park; 

• Sinclair Seamen’s Presbyterian Church; 

• Stella Maris Hostel; 

• Bunscoil Mhic Reachtain (Irish Language School) in Lancaster Street; 

• Frederick Street Nursery School; and 

• Yorkgate train station. 

There are no major areas of existing open space in the vicinity, although with reference to 
Figure 6.9.1, two community greenways (Carr’s Glen/Waterworks and North Belfast/South 
Belfast/Lagan Valley Regional Park) are proposed for the study area. Community 
Greenways are green space networks, which enhance the existing open space provision by 
linking areas together. Greenways have recreational, ecological and aesthetic roles and 
offer pedestrians the opportunity to walk from one area to another via pleasant green 
surroundings. Currently it is proposed that the Carr’s Glen/Waterworks community 
greenway would approach the study area from the north, along York Road until its junction 
with Dock Street and connect into National Cycle Network (NCN) Route 9. North 
Belfast/South Belfast/Lagan Valley Regional Park community greenway would traverse the 
eastern side of the study area, in a north/south direction. From Duncrue Street, it would turn 
left onto Whitla Street, then right onto Garmoyle Street, continuing south along Corporation 
Street then left onto Corporation Square. 

6.7.4.4 Agricultural Land 

There is no agricultural land present within the study area. 

Environmentally Sensitive Areas (ESAs) are designated by DARD and comprise areas of 
special landscape, wildlife or historic interest which can be protected or enhanced by 
supporting and grant aiding specific agricultural practices. There are currently no ESAs 
within the study area. 

6.7.4.5 Woodland Areas 

The assessment of potential woodland loss throughout the study area is dealt with in detail 
in Section 6.5, however brief comment as to the extent of woodland loss (as a land use 
cover) is made here. The impact of the proposed Scheme on Tree Preservation Orders 
(TPOs) is also considered. From a planning perspective, TPOs may be used to protect 
trees, groups of trees or woodlands, which add to the character and appearance of an area. 
A TPO provides protection for those trees specified in the Order and makes it an offence to 
cut down, top, lop, uproot, wilfully damage or destroy a tree, or permit these actions, without 
first seeking the consent of Planning Service to do so. 
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There is currently no mature woodland cover within the study area, although some trees are 
present within areas of amenity planting. No comment was received from Planning Service 
in regards to TPOs, so at this stage it is assumed that none are present, however at the 
next design stage this issue would be examined further. 

6.7.4.6 Waterway Restoration Schemes 

With reference to the Inland Waterways Association of Ireland
26 

website, the Lagan Canal 
connects from Kings Bridge at Stranmillis to Lough Neagh. Proposals for restoration are 
currently being considered, after the establishment of the Lagan Canal Restoration Trust 
and the Lagan River Project, following a report commissioned by various agencies, 
including Belfast, Castlereagh, Craigavon and Lisburn Councils, the Department of Culture, 
Arts and Leisure, the Inland Waterways Association of Ireland and the Ulster Waterways 
Group. In the long term, plans are being considered to open the Lagan Corridor as far as 
Lough Neagh, where it would link up with the Shannon and Erne Waterway, through the 
development of the Ulster Canal, allowing the possibility of connecting Belfast, Dublin and 
Limerick by canal (Source: BCC website, 2009

27
). 

6.7.5 Assessment of Environmental Effects 

6.7.5.1 Potential demolition of private property and associated land take 

There will inevitably be cases where properties in proximity to a Preliminary Option would be 
affected, in terms of demolition to accommodate the proposed Scheme. A summary of the 
current total estimate of properties at risk of demolition with each Preliminary Option is given 
in Table 6.7.1 and illustrated on Figure 6.7.1. 

Table 6.7.1: Potential demolition/partial removal of properties for each Preliminary Option 

PRELIMINARY 
OPTION 

RESIDENTIAL COMMUNITY COMMERCIAL/ 
GOVERNMENT 

TOTAL 

1 -
-

1- Roads Service Section 
Office 

1 

2 - - - 0 

3 -
-

1- Roads Service Section 
Office 

1 

4 -

-

4- Roads Service Section 
Office 

- Driver & Vehicle Agency 
- Kirk Auto Engineer 
- Focus Security Solutions 

4 

5 - 1-Stella Maris 2- Roads Service Section 
Office 

- Driver & Vehicle Agency 

3 

6 - - - 0 

26 
www.iwai.ie/#contents, last accessed February 2009. 

27 
“Belfast City Council – Lagan Corridor Project”, www.belfastcity.gov.uk/lagan/index.asp?menuitem=lagan, last 

accessed February 2009. 
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Four Preliminary Options are likely to result in the demolition of property. Preliminary 
Options 1, 3, 4 and 5 would all affect the same property at the junction of Corporation Street 
with Trafalgar Street; the Roads Service Eastern Division Section Office. 

Preliminary Option 4 would affect several commercial/government properties, including that 
of the Focus Security Solutions building at 130-132 Garmoyle Street. This property would 
be affected by the M2 to Westlink (Link A) and Dock Street to Westlink (Link D), passing 
directly through this two-storey property. Also at risk is a property owned by Roads Service 
at 148-158 Corporation Street, associated with the Driver and Vehicle Agency (DVA). This 
large property incorporates three individual units, all of which would be directly affected. 
This building and the Roads Service Eastern Division Section Office would be affected by 
both the M2 to Westlink (Link A) and the Dock Street to Westlink (Link D). Also likely to be 
affected by the M3 to Westlink (Link C) with Preliminary Option 4 is Jack Kirk-Automobile 
Engineer (mechanics) on Shipbuoy Street. 

At potential risk of demolition with Preliminary Option 5 is the Stella Maris Hostel, located at 
the junction of Dock Street with Garmoyle Street. The Hostel is classified as a Community 
building and would be affected by the Westlink to Dock Street (Link G). However, the 
infringement on this building is marginal, and as such, the risk of demolition may be 
removed or reduced with further design. This Preliminary Option would also affect the 
property owned by Roads Service at 148-158 Corporation Street, associated with the DVA. 
The three individual units would all be directly affected by the link from Westlink to Dock 
Street (Link G), which would also directly affect the Roads Service Eastern Division Section 
Office. The Roads Service Eastern Division Section Office at the junction of Corporation 
Street with Trafalgar Street, would also be affected by the M2 to Westlink (Link A) and Dock 
Street to Westlink (Link D). 

At this stage in the design process, Preliminary Options 2 and 6 would not result in any 
property demolition and Preliminary Options 1 and 3 would only require demolition of one 
property, that of the Roads Service Eastern Division Section Office. 

6.7.5.2 Potential loss of private land 

There is the potential for cases where properties or areas in proximity to a Preliminary 
Option would be affected, in terms of partial land loss (e.g. amenity planting/open space, 
hardstanding or brownfield), to accommodate the new road layout. A summary of the 
current total estimate of properties/areas at risk of losing land with each Preliminary Option 
is given in Table 6.7.2 and illustrated on Figure 6.7.1. 
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Table 6.7.2: Potential private land loss from properties for each Preliminary Option 

PRELIMINARY 
OPTION 

AMENITY 
PLANTING/ 

OPEN SPACE 

HARD 
STANDING 

BROWNFIELD CAR 
PARKING 

SPACE 

OTHER TOTAL 

1 9 1 1 2 2 15 

2 10 2 - 2 2 14 

3 9 1 1 2 2 15 

4 10 1 2 2 2 16 

5 11 1 2 3 2 19 

6 10 - - 1 2 13 

Collectively, all Preliminary Options may result in the loss of up to eight parcels of amenity 
planting/open space which includes an area north of York Link, two areas between the M2 
motorway and the railway line and two areas between the M2 and Nelson Street. Two 
areas of amenity planting surrounding the car park between Westlink and York Street would 
also be affected, as well as an area between Great George’s Street and the Westlink. In 
addition to these eight parcels, a small area at the corner of Molyneaux Street may be 
encroached upon by the Westlink to York Street (Link G) in all Preliminary Options, with the 
exception of Preliminary Option 5. Preliminary Option 5 would affect some amenity planting 
bounding the north side of the Westlink. It would also likely affect a small area between 
Corporation Street and Nelson Street with the link from the Westlink to M3 (Link F). 
Preliminary Option 6 would also likely affect some areas of amenity planting along the north 
side of the Westlink, as well as an area between Nelson Street and the M3, to the north of 
Dock Street. This area would also be affected by Preliminary Options 2 and 4. 

In terms of areas of hardstanding, an area associated with the Roads Service Eastern 
Division Section Office would be affected between Nelson Street and Corporation Street, by 
Preliminary Options 1-5, although to varying extents. Preliminary Option 2 would not affect 
a large portion of this site, only affecting the western boundary adjacent to Nelson Street, 
causing no severance. Preliminary Options 1, 3, 4 and 5 however would result in significant 
land loss within this site, whilst also causing a significant degree of severance. 

Preliminary Option 2 would affect an additional area of hardstanding north of Dock Street, 
associated with Roads Service and the DVA. 

With regard to brownfield sites, Preliminary Options 1, 3, 4 and 5 would sever a brownfield 
site bounded by Corporation Street and Trafalgar Street, adjacent to Focus Security 
Solutions. Each of these Preliminary Options would result in significant loss and severance, 
with Preliminary Option 5 having the greatest impact causing multiple severance of the site. 

Preliminary Option 4 would also traverse through a brownfield site at Little York 
Street/Shipbuoy Street. This site is adjacent to the Roads Service Northside Park and Ride 
at Little York Street and would be severed with the M3 to Westlink (Link C) of this option. 
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Preliminary Options 1-5 would affect the Northside Park and Ride car park at Little York 
Street. Preliminary Option 2 would affect a minimal area of this site, while Preliminary 
Option 4 would affect the largest area, causing multiple severance. Preliminary Option 5 
would also likely affect a Roads Service car park at Corporation Street with the link from 
Dock Street to M3 (Link B). 

All Preliminary Options would affect the Roads Service car park to the west of York Street 
(York Street No. 2 Car Park). Preliminary Option 6 would affect this site the least, causing 
no severance, all other Preliminary Options would result in significant severance of the site. 

Two areas of land, classified as ‘Other’ would be affected with each Preliminary Option, 
these being parcels of land associated with an area at Galway House, part of Yorkgate 
Business Park, located on York Street. Preliminary Options 1-5 are likely to create similar 
impacts, as the footprint of the Scheme is broadly similar at this location. Preliminary Option 
6 would affect this area to a lesser extent than the other Preliminary Options, as the link 
from York Street to M2 is maintained in its existing form. The parcel would still be affected 
by the link from Westlink to M2 (Link E). 

6.7.5.3 Potential effect on Planning Applications 

Approved or pending planning applications directly affected by the Preliminary Options are 
summarised in Table 6.7.3 and shown in Figure 6.7.2, however specific footprint and site 
layouts of planning applications will not been known until a later design stage. 
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Table 6.7.3: Potential effect on planning applications for each Preliminary Option 

PRELIMINARY 
OPTION 

NO OF PLANNING 
APPLICATIONS 

AFFECTED 

PLANNING APPLICATIONS 

FULL OUTLINE ADVERTISEMENT 

APPROVED PENDING APPROVED PENDING APPROVED REFUSED 

1 4 2 - - - 2 -

2 3 1 - - - 2 -

3 4 2 - - - 2 -

4 7 4 - 1 - 2 -

5 6 2 1 - - 2 1 

6 0 - - - - - -

(Note: Based on planning trawl undertaken in January 2009) 
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With reference to Figure 6.7.2, Preliminary Options 1-5 may affect three applications; one for 
a 48-sheet advertisement panel within the Park and Ride car park at Little York Street 
(Advertisement/Approved), and another for conversion of an existing vehicle workshop into 
an office and interview room at DVA, 148-158 Corporation Street (Full/Approved). The third 
application affected would be a 96-sheet advertisement panel located at the junction of 
Nelson Street and York Link (Advertisement/Approved). Preliminary Options 1, 3, 4 and 5 
would affect a Full/Approved application for an office development at 102-106 Corporation 
Street. However, it is understood that the land is now currently owned by Roads Service 
and therefore the development is unlikely to proceed. Preliminary Option 4 would affect a 
further three applications; two of which are for the installation of solar panels on the roof of 
the DVA Building at 148-158 Corporation Street (Full/Approved, Outline/Approved). The 
final application affected solely by Preliminary Option 4 is the refurbishment of an existing 
building, at 130-132 Corporation Street (Full/Approved). Preliminary Option 5 would also 
affect one other application, for erection of apartment blocks with underground parking at 
land adjacent to Corporation Street (Full/Pending). 

6.7.5.4 Potential Loss of Development Land 

With reference to the BMAP and Figure 6.7.3, all Preliminary Options would infringe on an 
Area of Existing Employment/Industry at the docks. Preliminary Options 1, 3, 4 and 5, pass 
through the western fringe of this designation, causing a degree of severance. Preliminary 
Option 2 passes close to the western edge of this area, and also causes severance 
although to a lesser extent. Preliminary Option 6 would not cause severance, as it traverses 
the edge of this designated area. 

Preliminary Options 1, 3, 4 and 5 would all traverse three separate Development 
Opportunity Sites before tying in with the Westlink. Of these Development Opportunity 
Sites, the largest, located at Corporation Street/Trafalgar Street (CC 080), currently has a 
planning application for an apartment block on the site, as noted above. It is likely that this 
application would be particularly affected by Preliminary Option 5. The other Development 
Opportunity Sites are currently in use as car parks, including Northside Park and Ride (CC 
076) located at Little York Street (currently a section of this site is in use as car park, with 
the southeastern area being recently cleared of an Engineering Works) and another located 
west of York Street (CC 073). All Preliminary Options affect the CC073 Development 
Opportunity site. The CC 076 Development Opportunity Site, however, is also affected by 
Preliminary Options 1,3,4 and 5. Preliminary Options 2 and 6 would not affect the CC 076 
Development Opportunity Site. Consultation with Belfast Improved Housing (BIH) has 
indicated it currently has proposals to develop the site for housing at Little York Street (CC 
076), although it is understood a formal application is yet to be submitted to Planning 
Service. 

With any of the Preliminary Options it is unlikely that any land zoned for Housing, Social 
Housing or District Centre Areas would be directly affected. 

6.7.5.5 Potential Loss of Community Land 

As detailed above, it is unlikely that any existing community facilities would either be directly 
affected or lose portions of land to accommodate the majority of the Preliminary Options 
under consideration. Preliminary Option 5 however, may affect the Stella Maris Hostel at 
the junction of Garmoyle Street with Dock Street by encroaching upon it with the Westlink to 
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Dock Street (Link G). There are no major areas of existing open space in the vicinity. No 
areas of existing community land are likely to be affected by any of the Preliminary Options. 

With regard to proposed community land, Preliminary Options 1, 3 and 5 would not directly 
affect the proposed community greenways, however there may be an indirect impact from 
noise disturbance for example. Preliminary Options 2, 4 and 6 would traverse the proposed 
Carr’s Glen/Waterworks community greenway (BT 162/01) and may have an indirect impact 
on North Belfast/South Belfast/Lagan Valley Regional Park community greenway 
(BT162/08). 

6.7.5.6 Potential Loss of Agricultural Land 

Due to the urban nature of the study area no agricultural land would be lost due to any of 
the Preliminary Options. 

6.7.5.7 Potential Severance of Agricultural Land 

Due to the urban nature of the study area no agricultural land would be severed due to any 
of the Preliminary Options. 

6.7.5.8 Potential Loss of Woodland Areas 

Whilst some areas of amenity planting would be affected, no mature woodland areas or 
TPOs would be lost due to any of the Preliminary Options. 

6.7.5.9 Waterway Restoration Scheme 

As there are no canals within the study area, no impact on restoration proposals would 
occur. 

6.7.6 Mitigation 

In terms of properties at risk of either demolition or partial land loss, further design at a later 
stage would aim to reduce potential impact and subsequent loss of property (where highway 
design standards allow). However, due to the nature of the Scheme, it is inevitable that 
property would be affected and thus various mitigation measures would be implemented 
where feasible. Where demolition of third party property is required, compensation would 
be made in accordance with the statutory requirements for land acquired by compulsory 
purchase (vesting). 

With respect to loss of development and community land, landtake would again be reduced 
where possible. However where loss is unavoidable, mitigation measures would be 
implemented so that residual development or community land remains viable (if possible) 
and where necessary, compensation is made in accordance with the statutory requirements 
for land acquired by compulsory purchase (vesting). 

Agricultural land and woodland loss would not be an issue with any of the Preliminary 
Options, as none is present within this urban area. 
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6.7.7 Presentation of Key Issues 

•	 Property demolition belonging to third parties would be very low, considering it is such 
an urban and constrained area. However, several properties are at risk of demolition, 
including several buildings owned by the Roads Service, located at Corporation Street. 
Preliminary Options 1, 3, 4 and 5 would all affect one of these buildings. Preliminary 
Option 4 and 5 would affect an additional three of these Roads Service buildings. 
Preliminary Options 2 and 6 are unlikely to result in any property demolition. 

•	 Preliminary Options 1-5 would affect the same three applications. Preliminary Option 4 
is likely to affect the most planning applications with a total of seven. Preliminary Option 
6 is unlikely to directly affect any applications. 

•	 Several parcels of land would be affected with all Preliminary Options, although 
Preliminary Options 5 and 6 are likely to affect the most. 

•	 Two LLPAs are located within the wider area, but would not be directly affected by the 
Scheme. 

•	 Preliminary Option 5 is most likely to affect the Stella Maris hostel at Garmoyle Street, 
due to the Westlink Dock Street (Link G). 

•	 All Preliminary Options would infringe on a designated ‘Area of Existing 
Employment/Industry’ at the docks area. 

•	 All Preliminary Options would affect a Development Opportunity Site west of York Street 
(CC 073), currently in use as a Roads Service car park. 

•	 No agricultural land exists within the study area. 

•	 No mature woodland exists within the study area. 

•	 There would be no impact on abandoned waterway restoration proposals with any of the 
Preliminary Options. 

6.8 Traffic Noise and Vibration 

6.8.1 Introduction 

The sources of noise from traffic can be separated into two components. The first is 
generated by the engine exhaust system and transmission and is the dominant source when 
traffic is not freely flowing, particularly from heavy vehicles which contribute a significant 
proportion of low frequency noise. Noise levels will vary primarily according to engine 
speed rather than vehicle speed. The second noise source component is generated from 
the interaction of tyres with the road surface and is the dominant noise source under free 
flow traffic conditions at moderate to high road speeds and contributes a significant 
proportion of high frequency noise. Noise levels will vary depending on vehicle speed, the 
road surface and whether the surface is wet or dry. 

The noise from a stream of traffic at a reception point at any one instant is an aggregation of 
noise from each of many vehicles at various distances. Among factors which influence a 
basic traffic noise level are traffic flow, speed, composition (percentage HDVs), road 
gradient and road surface characteristics. With a significant proportion of the strategic traffic 
consisting of HDVs, then noise levels around the existing York Street junction are high, 
particularly due to uneven vehicle speed. 

March 2009 190 



   

   

    
 

              
              

                 
               

             
                  

                  
                 

             
      

 
                

                  
            

              
 

             
                 

     
 

              
               

         
 

            

           

  

              
             

    

  

            
             
              

     
 

                 
           

               
 

             
  

             
  

                                                      
            

DRD Roads Service 

York Street Interchange 

Noise annoyance is described by the World Health Organisation (WHO)
28 

as “a feeling of 
displeasure associated with any agent or condition, known or believed by an individual or 
group to adversely affect them”. It can affect people in houses, the street or even during 
recreational activities. People are now known to be more sensitive to abrupt changes in 
traffic noise than research had previously suggested. New information suggests that human 
hearing is sensitive at the 1dB(A) level. This is equivalent to a 25% increase or a 20% 
decrease in traffic flow. This sensitivity to new schemes is an effect that can last for a 
number of years and will vary according to the sensitivity of hearing of the individual. There 
are also reported correlations between noise exposure and sleep disturbance, which can be 
significant, even at low noise levels. 

To forecast a change in the noise level, the ambient noise must be measured. Ambient 
noise can be put into one of three categories. The first being dominated by traffic noise, the 
second being dominated by undefined sources such as rural areas (watercourses, livestock, 
tree swaying, etc.) and the third being non-traffic sources such as railways or aircraft. 

Vibration is a low frequency disturbance producing physical movement in buildings and their 
occupants. It is the rolling of wheels on the road surface when passing over irregularities in 
the road that causes vibration. 

Vibration is usually measured in terms of Peak Particle Velocities (PPVs) and is the 
maximum speed of movement (measured in mm/s) of a point in the ground during passage 
of vibration. Vibration can be problematic because of: 

•	 its ability to affect precision tasks (for example in hospitals); and 

•	 possible architectural damage, which affects the building and the occupants. 

6.8.2 Objectives 

The objective at this preliminary stage is to undertake sufficient assessment to provide an 
appreciation of the likely noise and vibration consequences from traffic associated with the 
Preliminary Options under consideration. 

6.8.3 Methodology 

The adopted methodology is outlined in DMRB 11.3.7.3 (Procedure for Assessing Impacts). 
The assessment methodology is intended to apply to various phases of planning, design 
and execution of projects associated with the construction and maintenance of roads. This 
process has four discrete phases: 

•	 screening - to determine whether the project has the potential to cause a change to the 
receiving environment which could result in noise and vibration impacts; 

•	 scoping - to determine the likely extent of any assessment and to identify sensitive 
receptors; 

•	 simple assessment of noise and vibration impact at dwellings and other sensitive 
receptors; and 

•	 detailed assessment of noise and vibration impact at dwellings and other sensitive 
receptors. 

28 
“World Health Organisation Guidelines for Community Noise”, World Health Organisation. 1999. 
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These phases are generally followed in sequence, although progression may depend on the 
scale of proposed Scheme, the site and local circumstances. At this Preliminary Option 
stage, a screening and scoping assessment was deemed most appropriate. 

6.8.3.1 Screening Assessment 

This is predominately a desk-based exercise to determine the need for a noise and vibration 
impact assessment for any of the Preliminary Options being considered. The process 
includes identifying sensitive receptors and considering any other relevant local information. 
It also allows stakeholders to register concerns or particular requirements during the period 
of data collection for this assessment. 

The objective of assessment at this level is to gather sufficient data to provide an 
appreciation of the likely noise and vibration consequences associated with the project. Any 
Preliminary Option that could involve significant disruption due to the proximity to population 
centres, or the possible need for tunnelling, bridgeworks or other intrusive construction 
processes, should be identified. It normally entails a site visit. It is also necessary to 
identify whether any of the following conditions are met: 

•	 the Scheme alters the alignment of any existing carriageways. This would include new 
sections of road, additional junctions and slip roads, and hence could result in the 
introduction of a new noise and vibration source, or a change to noise or vibration levels 
from an existing road source; 

•	 traffic volumes on the existing roads or new routes will increase by at least 25% or 
decrease by 20% either during construction or when the Scheme is completed. This 
change in traffic volume is equivalent to a 1dB(A) change in noise level, which is the 
minimum change that can be detected by the human ear in the short term (e.g. on 
opening of a Scheme); 

•	 changes in traffic speed or proportion of heavy vehicles on the existing roads or new 
routes will cause a change in noise level of more than 1dB(A) either during construction 
or when the Scheme is completed. Changes in these factors could result in a change in 
the level of noise or vibration; and 

•	 any changes to the infrastructure surrounding the road that could, when the Scheme is 
completed, cause a change in noise level of more than 1dB(A). This could include such 
works as resurfacing, bridge building and barrier installation. 

If none of the above criteria indicate that there will be a change in the noise or vibration 
level, further assessment will not normally be required unless stakeholders put forward a 
reasoned justification for considering particular local impacts. 

If the assessment continues to scoping, then the areas likely to be affected are considered. 

6.8.3.2 Scoping Assessment 

For the purposes of the scoping assessment, it is necessary to: 

•	 identify whether there are any dwellings within 2km of any part of the project boundary 
that would be subject to an adverse or beneficial change in noise or vibration. Other 
sensitive receptors (e.g. community facilities, public rights of ways) or designated areas 
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(e.g. AONB, National Park, SAC, SPA, ASSI) within the study area also need to be 
identified; and 

•	 consult with the local Environmental Health Officer about the existing noise climate. 
This consultation should include any known sources of complaint, either from traffic or 
other sources. Any noise constraints arising from Local or National Plans should be 
identified. 

In reporting the findings of the scoping assessment the likelihood of noise and vibration 
impacts occurring should be identified, supported by the reasons leading to this conclusion. 
The outcome from any necessary consultations should also be reported, together with any 
particularly sensitive receptors that could be affected by the project. 

The decision whether to move to a simple assessment is based on whether there are any 
sensitive receptors within 2km of any part of the project boundary that would be subject to 
an adverse or beneficial change in noise or vibration. 

6.8.4 Baseline Conditions 

A significant volume of strategic and local traffic passes through the Scheme study area 
which includes a relatively high proportion of HDVs. As a result, noise levels are relatively 
high, particularly during weekdays. Whilst vehicle speeds are relatively low in proximity to 
the existing York Street junction, noise is still generated by stop/start driving, lorry airbrakes, 
and general engine noise for example. Noise is also generated by high speed traffic using 
the nearby M2 and M3 motorways, where the dominant noise source is from road/tyre 
interaction. Within 300m of the current layout are approximately 36 particularly sensitive 
properties (Figure 6.8.1). Within 50m of the road is the New Lodge Playground, Clifton 
House; Clifton Street Graveyard; Frederick Street Nursery School; Belfast Orange Hall; the 
Indian Community Centre; and Sinclair Seamen’s Presbyterian Church. There are 
approximately 1900 properties within 300m of the existing junction arrangement, of which 
approximately 225 are within 50m. 

6.8.5 Assessment of Environmental Effects 

6.8.5.1 Screening Assessment 

As part of the screening assessment, it was confirmed that the proposed Scheme would 
alter the alignment of some of the existing carriageways in the area, in terms of both their 
vertical and horizontal geometry. Moreover, additional links would be constructed with all 
Preliminary Options which would result in the introduction of new noise sources, or change 
the noise level from existing road sources. 

Based on a preliminary review of the traffic models produced for the Scheme, it has also 
been confirmed that traffic volumes on some of the existing roads or new links would 
increase by at least 25%, giving rise to potential increases in noise levels in the locale. In 
other cases, some of the existing roads would experience a minimum 20% decrease in 
traffic flows, again altering the noise regime in the York Street area. 

The traffic models produced for this stage also indicate that there would be changes in 
traffic speed through the junction area and associated links, likely to cause a change in 
noise level of more that 1dB(A). 
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It is inevitable with a proposed Scheme of this nature, that there would be changes to 
infrastructure surrounding the road that could, when the Scheme is completed, cause a 
change in noise level of more than 1dB(A). On this basis, it was considered best practice to 
undertake a scoping assessment at this preliminary stage. 

6.8.5.2 Scoping Assessment 

For the purposes of the scoping assessment, it is necessary to identify any dwellings within 
2km of the proposed Scheme subject to an adverse or beneficial charge in noise and 
vibration. As York Street is in an urban area (mixed residential and industrial), there are a 
high number of dwellings within 2km. However, it is only those close to the Preliminary 
Options that may experience any changes in noise levels as a result of changes in the 
horizontal or vertical geometry of the road, or introduction of new road links, associated with 
the proposed Scheme. 

Other sensitive receptors have been identified (Figure 6.8.1) including local community 
facilities, and the designated area of Belfast Lough SPA and Inner Belfast Lough ASSI 
(Figure 6.5.1). 

Consultation was also undertaken with the local Environmental Health Officer of BCC 
(Environmental Protection) about the existing noise climate. 

No noise constraints have been identified in the area, from Local or National Plans. The 
proposed Scheme would relieve some of the congestion associated with the existing York 
Street junction, as some signal controlled junctions would be removed. The existing 
footprint of the York Street junction and its associated roads has a relatively high number of 
properties within 300m, especially within the first 50m where noise levels would be greatest. 
The 300m footprint of each Preliminary Option is broadly similar, meaning that the number 
of sensitive facilities within this 300m boundary would also be broadly similar. 

Preliminary Option 1 

In terms of particularly sensitive facilities, the New Lodge Playground would be located 
within 50m of this option. Also partially located within 50m are Clifton House, Clifton Street 
Graveyard, Frederick Street Nursery School, Belfast Orange Hall, the Indian Community 
Centre, Sinclair Seamen’s Presbyterian Church and the Stella Maris Hostel. In total, 
approximately thirty-eight particularly sensitive facilities are within 300m of Preliminary 
Option 1, including St. Anne’s Cathedral, Clifton Nursing Home and St. Paul’s Church of 
Ireland. Preliminary Option 1 may provide a marginal improvement in noise levels, 
particularly for housing in the Little George’s Street and Great George’s Street areas. 

Preliminary Option 2 

In terms of particularly sensitive facilities, Preliminary Option 2 would affect the same 
facilities located within 50m as Preliminary Option 1. Similarly Preliminary Option 2 would 
be within 300m of approximately thirty-eight particularly sensitive facilities, including the 
University of Ulster and Salvation Army Centenary House. Preliminary Option 2 may 
provide a marginal improvement in noise levels, particularly for housing in the Great 
George’s Street area. Housing at Little George’s Street may experience a slight detrimental 
effect, with noise levels increasing as the Westlink to York Street (Link G) would be brought 

March 2009 194 



   

   

    
 

               
       

 
                 

                 
                
                

                 
      

 
   

 
             

               
               

              
              
  

 
   

 
             

                
              

              
               

                
              
              

               
               
                 

                
                
                

           
 

   
 

             
               

            
             

               
              

                
                

                
                
              

                   

DRD Roads Service 

York Street Interchange 

slightly closer to these houses. This traffic would include traffic bound for the docks, 
including a high proportion of HDVs. 

Traffic bound for the M2 and M3 would now use the newly constructed Westlink to M2 (Link 
E) and Westlink to M3 (Link F), removing some traffic from close proximity to the houses. 
However, the M2 to Westlink (Link A) would be realigned closer to this area than currently, 
increasing traffic flows close to Little George’s Street. This link would be at height, altering 
the effect of noise from this traffic to housing areas, as traffic would be passing above some 
properties and not adjacent to them. 

Preliminary Option 3 

In terms of particularly sensitive facilities, Preliminary Option 3 would affect the same 
facilities located within 50m as Preliminary Options 1 and 2. The same thirty-eight sensitive 
facilities that are affected by both Preliminary Options 1 and 2 would be affected by 
Preliminary Option 3 also. Preliminary Option 3 may provide a marginal improvement in 
noise levels, particularly for housing in the Little George’s Street and Great George’s Street 
areas. 

Preliminary Option 4 

In terms of particularly sensitive facilities, Preliminary Option 4 would affect the same 
facilities located within 50m as Preliminary Options 1, 2 and 3, with the exception of the 
Stella Maris hostel, which would be located entirely within 50m. The same thirty-eight 
particularly sensitive facilities affected by Preliminary Options 1, 2 and 3 would be affected 
by Preliminary Option 4 also. Preliminary Option 4 may provide a marginal improvement in 
noise levels, particularly for housing in the Great George’s Street area. In this area the 
Westlink would be realigned north of its existing alignment. Frederick Street Nursery School 
(sensitive facility) may also benefit from this realignment. Housing at Little George’s Street 
may experience a slight detrimental effect, with a potential increase in noise levels. Traffic 
exiting the Westlink towards York Street would be brought slightly closer to these houses. 
Traffic bound for the M2 and M3 would now use the newly constructed Westlink to M2 (Link 
E) and Westlink to M3 (Link F), south of the existing Westlink, removing some traffic from 
close proximity to the houses at Little George’s Street. Traffic bound for the Westlink would 
pass closer to the Little George’s Street area from both the M2 and M3 than currently, 
increasing traffic flows and associated noise close to Little George’s Street. 

Preliminary Option 5 

In terms of particularly sensitive facilities, the New Lodge Playground and Stella Maris 
Hostel would be located within 50m with this Preliminary Option. Also located within 50m 
are the same particularly sensitive facilities affected with Preliminary Options 1-4, except 
Clifton Street Graveyard. Preliminary Option 5 would also affect the same thirty-eight 
sensitive facilities located within 300m as Preliminary Options 1 to 4. Preliminary Option 5 
may provide a marginal improvement in noise levels for housing in the Great George’s 
Street area. Here the Westlink would be realigned north of its existing alignment, with traffic 
on the M2 to Westlink (Link A) passing between the current on and off-slips, through an 
area currently in use as car parking. Housing at Little George’s Street may be similarly 
affected, with a potential improvement in noise levels. Traffic bound for York Street from the 
Westlink would be brought slightly closer to the houses at Little George’s Street, although 
traffic bound for the M2 and M3 would now the Westlink to M2 (Link E) and Westlink to M3 
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(Link F), south of the existing Westlink, removing a large proportion of traffic from close 
proximity to these houses. 

Preliminary Option 6 

In terms of sensitive facilities, the New Lodge Playground would be located within 50m. 
Also located within 50m are all of the particularly sensitive facilities affected by Preliminary 
Option 5, with the exception of the Stella Maris Hostel, which would be located over 50m 
from this option. Preliminary Option 6 would also affect the same thirty-eight sensitive 
facilities located within 300m, as with all other Preliminary Options. Preliminary Option 6 
may provide a marginal improvement in noise levels for housing in the Great George’s 
Street area. In this area the Westlink would be realigned north of its existing alignment, with 
traffic on the M2 to Westlink (Link A) passing closer to Little George’s Street, essentially 
removing a high proportion of traffic from the area. Frederick Street Nursery School 
(sensitive facility) may benefit from this realignment, with a potential decrease in noise 
levels. Housing at Little George’s Street may experience a slight detrimental effect, with 
noise levels increasing. The Westlink to York Street (Link F) would be brought slightly 
closer to the houses, with the M2 to Westlink (Link A) being brought closer to this area than 
currently, increasing traffic flows close to Little George’s Street. 

6.8.6 Mitigation 

With implementation of any of the Preliminary Options, it is anticipated that traffic levels 
would not change significantly, rather they would be displaced around a relatively small 
interchange area. It is therefore anticipated that the noise levels in and around the proposed 
Scheme are unlikely to change to a significant degree from the current situation. 
Nevertheless, as there are sensitive receptors within 2km of all six Preliminary Options, 
likely to experience both adverse or beneficial changes in noise level, it is recommended 
that a simple assessment be undertaken at the next stage in the design process to 
determine more accurately the extent of any such changes. Consultation with BCC 
(Environmental Protection) has given an initial opinion about the proposed Scheme. Given 
the proximity of the Scheme to adjacent residential accommodation, BCC are concerned 
that residents adjacent to the new road layout may suffer intermittent noise disturbance, 
both during the construction works and noise from traffic flow on completion. In view of this, 
BCC has requested that a suitable road traffic noise assessment be carried out detailing: 

•	 traffic impact during the construction phase and appropriate mitigating measures; 

•	 the existing and predicted noise levels at the site of the proposed Scheme; and 

•	 comparison of the levels with appropriate criteria and standards including British 
Standard (BS) 8233. 

Elements of this request would be undertaken as part of the next stage simple assessment, 
with the remainder being undertaken as part of the assessment and inclusion in the 
Environmental Statement for the proposed Scheme. 

If deemed necessary, through further assessment, typical mitigating measures to reduce 
noise impacts from the proposed Scheme may include low noise road surfacing for 
example. 
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6.8.7 Presentation of Key Issues 

•	 It is anticipated that relatively few properties would experience a significant change in 
noise levels, with construction of the proposed Scheme, irrespective of Preliminary 
Option. 

6.9 Pedestrian, Cyclists, Equestrian and Community Effects 

6.9.1 Introduction 

This section of the report addresses the impact of the proposed Scheme on the local 
journeys which people make. The guidelines set out in DMRB advise that the potential 
impact on journeys made by people as pedestrians and cyclists are considered, in addition 
to the impact of the proposal on local vehicle traffic where relevant. 

6.9.2 Objectives 

The objective at this preliminary stage is to undertake sufficient assessment to provide an 
appreciation of the likely effects on pedestrians, cyclists and equestrians and for public’s 
ability to move around their local community and to identify the relevant constraints 
associated with the Preliminary Options under consideration. 

6.9.3 Methodology 

In accordance with the requirements of DMRB 11.3.8.9 (Stages in the Assessment of 
Impacts on Pedestrians, Other Travellers and Communities), the steps taken include: 

•	 identification of important community facilities used by pedestrians and others which 
may be affected by the Preliminary Options; and 

•	 a broad assessment of whether pedestrians’ and others’ journeys would be lengthened 
or reduced by the various options, whether the amenity value of such journeys would 
increase or diminish and whether some people would be deterred from making journeys 
which they currently make. 

6.9.4 Baseline Conditions 

6.9.4.1 Existing Road Network 

The BMA occupies a strategic position on several Key Transport Corridors, including 
Eastern Seaboard Corridor, North Western Corridor, Northern Corridor and the South 
Western Corridor. As such, the city acts as a central hub on the traffic network, with a 
series of motorway and A-class roads radiating from the city including: 

•	 M1 to Dungannon; 

•	 M2/M22 to Randalstown; 

•	 M3 to Sydenham; 

•	 Westlink (A12) to Broadway/M1; 

•	 A2 to Carrickfergus; 
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• A2 to Bangor; 

• A20 to Newtownards; 

• A24 to Ballynahinch/Newcastle; and 

• A52 to Crumlin. 

These motorways and A-class roads are interconnected by numerous B-class and C-class 
roads serving not only the urban and suburban areas of Belfast, but connecting much of 
Northern Ireland to its capital city. 

The existing junction arrangement at York Street provides access to the Westlink, M2 and 
M3, as well as the city centre and York Street itself. Access to the Westlink provides links 
towards Lisburn, Craigavon, Newry and cross-border to Dublin. The M2 provides links to 
the north and west of the Province, including Larne, Belfast International Airport, Coleraine 
and Londonderry. The M3 provides links to East Belfast, the Sydenham Bypass, George 
Best Belfast City Airport, Holywood and Bangor. Traffic bound for the docks area, in 
particular HDV traffic, also utilises the existing junction. The current links between the 
Westlink and M2 and M3 at York Street are signal controlled, slowing traffic, and leading to 
congestion in and around the area, especially at peak times. Currently the M2 to M3 link on 
the Lagan Bridge is the only strategic link providing a smooth transition between these two 
motorways, thus allowing for free flowing traffic movements. 

In the general vicinity of the study area, the majority of land to the west is residential, with a 
major commercial area to the north, namely Cityside Retail Park. South of York Street is the 
city centre, with the western docklands to the east. 

6.9.4.2 Community Facilities 

As the York Street study area is located within Belfast, on the northern periphery of the city 
centre, it is generally accepted that the principal facilities which the community would be 
travelling to on a regular basis are not only located within their immediate environs, but also 
spread throughout the wider metropolitan area, though the majority are located within the 
city centre. Typically these facilities include: 

• health facilities; 

• schools; 

• libraries; 

• shops; 

• recreational facilities; 

• religious facilities; and 

• public transport facilities. 

With reference to Figure 6.9.1, it is evident that a variety of community facilities are located 
close to the existing York Street junction, including (though this list is not exhaustive): 

• Cityside Retail Park; 

• Sinclair Seamen’s Presbyterian Church; 

• Stella Maris Hostel; 

• Bunscoil Mhic Reachtain (Irish Language School) in Lancaster Street; 

• Frederick Street Nursery School; and 

• Yorkgate train station. 
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6.9.4.3 Pedestrian Facilities 

The existing network of footways and footpaths around the York Street area allows for 
pedestrian movement to and from the city centre, residential areas, local businesses, car 
parks and local community facilities. Dedicated pedestrian crossings facilitate movement 
around the junction. 

Based on initial survey work, it is evident that pedestrian movements in the vicinity of the 
junction are significant. So much so that at this preliminary stage, a simple survey to 
examine existing movements was undertaken in and around the study area and how these 
movements are achieved. 

A pedestrian survey was carried out at two stations and involved observing pedestrians 
traversing the main routes within the area and taking note of where they were going. 
Station A was located within the Northside Park and Ride car park, and Station B was 
located in Galway House car park. Overall a total of 3,694 people were observed, with 
2,003 people observed at Station A and 1,691 observed at Station B. The most popular 
route for pedestrians, observed from Station A, was York Street to York Street in both 
directions, with a total of 1,640 people using the footpath connecting York Street (North) to 
the city centre. At Station B the most popular route was from York Street into and out of 
Cityside Retail Park, with 983 people using the route. 

Also from observations during the survey, many of the pedestrians counted used one of the 
three car parks located in the immediate vicinity of the existing junction. 

With reference to Figure 6.9.1, two community greenways (Carr’s Glen/Waterworks and 
North Belfast/South Belfast/Lagan Valley Regional Park) are proposed for the study area. 
Community Greenways are green space networks, which enhance the existing open space 
provision by linking areas together. Greenways have recreational, ecological and aesthetic 
roles and offer pedestrians the opportunity to walk from one area to another via pleasant 
green surroundings. Currently it is proposed that the Carr’s Glen/Waterworks community 
greenway would approach the study area from the north, along York Road until its junction 
with Dock Street and connect into NCN 9. North Belfast/South Belfast/Lagan Valley 
Regional Park community greenway would traverse the eastern side of the study area, in a 
north/south direction. From Duncrue Street, it would turn left onto Whitla Street, then right 
onto Garmoyle Street, continuing south along Corporation Street then left onto Corporation 
Square. 

Consultation with BCC (Development Department) has confirmed that they currently 
propose to locate a Skate Park on land below the M3 (Lagan Bridge) off-slip to Great 
George’s Street, to the rear of properties on Nelson Street and Little Patrick Street as shown 
in Figure 6.9.1. 

6.9.4.4 Cycling Facilities 

As identified in the BMAP, there are several local routes within the study area, designed to 
tie in with NCN Route 9, also located close to the existing junction. Within the study area, 
NCN Route 9 passes along (from north to south) Garmoyle Street, Dock Street, Princes 
Dock Street, Clarendon Road and Donegall Quay as shown in Figure 6.9.1. In addition to 
that detailed in the previous sub-section, community greenways may also act as a cycle 
network, allowing cyclists to have a safer journey with less noise and pollution. 
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6.9.4.5 Equestrian Facilities 

There are no known equestrian facilities within the general York Street area. Moreover, no 
equestrians have been observed on the local non-motorway road network. 

6.9.5 Assessment of Environmental Effects 

6.9.5.1 Proposed Interchange Arrangement 

Where possible, the proposed interchange arrangement at York Street would provide grade-
separation of the strategic links between the Westlink, M2 and M3, whilst continuing to allow 
traffic to merge and diverge at this point and maintaining local traffic flow through the 
interchange. This would be of significant benefit to the strategic vehicle user travelling 
through the interchange in terms of journey length, ambience and amenity. However due to 
the confined nature of the proposed Scheme area, and the requirement to meet certain 
design standard criteria, the intersection of some links may remain at-grade and some 
roads/junctions may be realigned, diverted or permanently closed. As the interchange forms 
a northern gateway to the city, significant volumes of traffic merge and diverge at this point, 
from a variety of links. Consequently the potential for impact on vehicle travellers (both 
strategic and local) is a significant issue, even though through movements on strategic links 
would be greatly improved. 

At this preliminary stage, there are certain proposals associated with the Preliminary 
Options, which would clearly have a significant impact. With regards to the strategic vehicle 
traveller, Preliminary Options 1 and 5 would provide the least benefit as the M3 to Westlink 
(Link C) would remain as existing, thus York Street junction would remain at-grade, 
hindering the through flow of strategic traffic. Similarly with Preliminary Option 6, the 
Westlink to M3 (Link B) would remain as existing, thus York Street and Nelson Street 
junctions would remain at-grade, hindering the through flow of strategic traffic. 

As the interchange is a regional hub, traffic movements on and off the strategic links are 
significant, however with implementation of any of the Preliminary Options, the vehicle 
traveller would potentially experience diversions, realignment and/or permanent closures. In 
terms of permanent closures the most significant impact would be associated with the 
closure of the diverge to York Street from the Westlink with Preliminary Option 5. This is 
also a particular issue at Clifton Street, with Preliminary Option 3 resulting in the closure of 
the Westlink (south-bound) off-slip, and Preliminary Options 5 and 6 resulting in the closure 
of the Westlink (north-bound) on-slip. The left turning movement from M3 to Nelson Street 
would also be closed with Preliminary Options 2, 3, 4 and 6, however for all Preliminary 
Options, York Street (South) would be changed to accommodate two-way traffic; one lane 
city-bound and four lanes country-bound. With the closure of Westlink (north-bound) on-slip 
at Clifton Street and closure of the diverge to York Street from the Westlink, both with 
Preliminary Option 5, it would significantly limit entry/exit opportunities for north-bound 
Westlink traffic. 

In terms of diversions/realignments, the most significant issue would be the closure of the 
current M2 off-slip to Nelson Street with all Preliminary Options. Combining this impact with 
the closure of the Clifton Street off-slip with Preliminary Option 3, the opportunity for 
accessing the city from the M2 to Westlink link (Link A) becomes significantly restricted, 
particularly limiting route choice during congested periods. 
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Due to the complex and intricate nature of traffic movements in and around the York Street 
area, a greater understanding of these movements and potential impacts on journey length, 
ambience, and amenity would be developed at the next design stage. 

6.9.5.2 Community Facilities 

In terms of direct impacts on community facilities, it is likely that Preliminary Options 1-5 
would have a direct impact on Northside Park and Ride facility. Preliminary Options 1-4 
would result in the loss of the bus lay-by and Preliminary Options 1-5 would directly affect 
the Northside Park and Ride car park, with Preliminary Option 4 having the greatest impact 
in this regard. Preliminary Option 6 would not have a direct impact upon this community 
facility. 

With regards to direct impacts upon other bus facilities in the vicinity of the proposed 
interchange, the Westlink to Dock Street (Link G) associated with Preliminary Option 5 
would result in the closure of the north-bound bus lane on Corporation Street/Garmoyle 
Street to through movements. No other Preliminary Option would directly affect this bus 
lane. 

With reference to Figure 6.9.1, Preliminary Option 4 would result in the loss of Jack Kirk – 
Automobile Engineer (Mechanics), no other Preliminary Option would have a direct impact 
upon this facility. 

Although a number of community facilities within the study area mainly serve the community 
within their immediate environs, there would still be a range of indirect impacts on 
community facilities associated with any of the Preliminary Options. As the current junction 
arrangement has already caused significant severance of the communities which bound the 
area, the grade separation of York Street is likely to result in a reduction in severance, 
greatly improving movements along York Street between the city centre and the District 
Centre to the north (Cityside Retail Park). However Preliminary Options 5 and 6 would be 
least preferred in this regard as they would still have at-grade junctions with York Street, 
particularly as Preliminary Option 5 also limits access from Westlink to York Street. 

In contrast, the docklands (which is already extensively severed from the wider urban area) 
would be severed further, particularly from the city centre, with any of the Preliminary 
Options. This is due to the closure of through movements along Nelson Street to Great 
George’s Street, limiting route choice to the city for the community within this area. 

In terms of other indirect impacts, the south-bound off-slip from the Westlink to Clifton Street 
would be closed with Preliminary Option 3, thus adversely affecting access to facilities in 
this area from the Westlink, such as the Mater Hospital, Clifton Street Surgery, Indian 
Community Centre and Belfast Orange Hall. The closure of this off-slip would not only 
create new community severance, but also impact on other areas, perhaps increasing traffic 
volume on Divis Street and beyond. With Preliminary Options 5 and 6, the north-bound on-
slip to the Westlink from Clifton Street would also be closed. It is considered that this 
closure would create new community severance, as well as impacting on traffic flows in the 
vicinity. 
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6.9.5.3 Pedestrian Facilities 

Based on the findings of the pedestrian survey, there are two main areas which would be 
significantly affected by the proposed Scheme, York Street and Nelson Street. Irrespective 
of Preliminary Option choice, pedestrian movements would be accommodated along York 
Street, between the city centre and Cityside Retail Park, however the degree of impact 
would vary between Preliminary Options. Although Preliminary Option 6 would minimise 
alteration to the existing footway along York Street, it would be of least benefit to 
pedestrians, particularly with regards to safety, as it would still have at-grade pedestrian 
crossings of the Westlink to M3 link (including the York Street diverge) and Great George’s 
Street. Preliminary Option 1 would significantly alter the existing footway arrangement 
along York Street, as this through route would be accommodated by way of an overbridge 
and would also be partially realigned. It would also still require an at-grade crossing of the 
M3 to Westlink link (Link B) and Great George’s Street. Preliminary Option 5 would also still 
require an at-grade crossing of the M3 to Westlink link (Link B) and Great George’s Street, 
however as the York Street diverge from the Westlink would be closed with this Preliminary 
Option, there would be no conflict with pedestrian movements in this area. Preliminary 
Options 2, 3 and 4, would also significantly alter the existing pedestrian arrangement, 
however it would be of great benefit as there would be no at-grade pedestrian crossings 
with any strategic links. However these Preliminary Options would still have at-grade 
crossings with the York Street diverge from Westlink and Great George’s Street. 

Due to design constraints associated with the York Street overbridge, the entrance to 
Cityside Retail Park may have to be relocated slightly further north, which ultimately may 
have further knock-on effects, for example a bus stop may have to be moved. This effect is 
common to Preliminary Options 1-5. 

Preliminary Options 2 and 6 would result in the possible closure of the Nelson Street 
pedestrian underpass which would impact on movements to and from Yorkgate Train 
Station. 

Preliminary Options 1, 3 and 5 would not directly affect the community greenways, however 
there may be an indirect impact due to possible noise increases in the area. Preliminary 
Options 2, 4 and 6 would traverse the Carr’s Glen/Waterworks community greenway and 
may have an indirect impact on North Belfast/South Belfast/Lagan Valley Regional Park 
community greenway through possible noise increases. 

With reference to Figure 6.9.1, there is unlikely to be a direct impact upon the proposed 
Skate Park with any of the Preliminary Options. 

6.9.5.4 Cycling Facilities 

NCN Route 9 would not be directly affected by any of the Preliminary Options, however 
there may be an indirect impact on the route through possible noise increases. 

6.9.5.5 Equestrian Facilities 

As no equestrian facilities are located within the study area, none would be affected by the 
proposed Scheme. 
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6.9.5.6 Local Vehicle Movements 

The proposed new interchange at York Street would result in traffic flowing through the area 
more easily, providing easier access onto and across the existing road network, potentially 
resulting in shorter journey times. Strategic traffic should potentially benefit from shorter 
journey times with the removal of some, or all signal controlled junctions within the 
interchange. The removal of traffic from areas with pedestrian access would improve the 
safety of the highway environment for both pedestrians and vehicles. 

6.9.6 Mitigation 

The potential removal of Northside Park and Ride from York Street is likely to be mitigated 
with the provision of two new Park and Ride facilities located at Sydenham and Fortwilliam. 

With reference to NCN Route 9, it is possible that layout design at Dock Street may not 
affect the cycle route, or that an alternative arrangement could be provided in this area. 

6.9.7 Presentation of Key Issues 

•	 Vehicle movements through the area should improve with implementation of any of the 
Preliminary Options, due to the removal of signalised traffic movements and a smoother 
transition between Westlink, M2, M3 and York Street area. 

•	 In terms of Community Facilities, Preliminary Options 1-5 would directly impact on 
Northside Park and Ride facility; Preliminary Option 6 may also affect this facility. 

•	 Community severance may be increased with Preliminary Options 3, 5 and 6, due to 
closure of either Clifton Street south-bound off-slip or north-bound on-slip. 

•	 In terms of pedestrian facilities, access around York Street should be maintained, with 
pedestrian footway provision along the York Street overbridge. 

•	 The layout arrangement at Dock Street may directly impact on NCN Route 9. 

•	 No equestrian facilities are located close to or within the study area, so no impact is 
expected. 

6.10 Vehicle Travellers 

6.10.1 Introduction 

This section of the report addresses the impact of the proposed Scheme on vehicle 
travellers in a two-fold manner. Firstly, the section addresses their views from the road as 
they travel along it and secondly, it addresses the predicted increase or decrease in driver 
stress levels, as a result of the proposed change to the current junction arrangement. 

6.10.2 Objectives 

The objective at this preliminary stage is to undertake a broad assessment, identifying the 
variations in views from the road, landscape character and quality between Preliminary 
Options. The objective is also to establish the extent of stress drivers would experience due 
to frustration, fear of potential accidents, and uncertainty relating to a particular Preliminary 
Option. 
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6.10.3 Methodology 

Generally at this stage, assessment of views from the road would not be a significant factor, 
thus only a broad assessment of the potential views associated with the Preliminary Options 
has been made. Driver stress is assessed in accordance with the requirements of DMRB 
11.3.4.7 (Assessing Driver Stress) where the Preliminary Options are assessed against a 
three point descriptive scale of driver stress (Low, Moderate and High). 

6.10.4 Baseline Conditions 

6.10.4.1 Views from the Road 

Views from the current roads around York Street vary from constrained, enclosed views on 
the existing ground level roads, to more open views out to the Belfast hills and Belfast 
Lough on the current elevated M3 Lagan Bridge. 

Travelling along the current M3 allows views between the buildings to the Belfast hills, 
elevated views of church spires amongst the high rise buildings, the general built fabric of 
this part of the city, and views over the western docks. The experience to the vehicle 
traveller is one of a complex, urban landscape with, in this area, little development or 
structure of architectural merit. There is possible merit with the current M3 in that the 
vehicle traveller is elevated and views are open to the sky. 

Views from ground level roads around the existing junction are confined to visual corridors, 
bordered by the high rise and residential buildings adjacent to the roads, and the general 
built up nature of the city centre. The support structures and elevated bridge deck of the 
existing Dargan Bridge and Lagan Bridge also add to the enclosure. The visual effect of all 
these elements is somewhat confusing, as there is complexity in the arrangement of roads 
and structures. 

6.10.4.2 Driver Stress Levels 

Driver stress is defined for the purposes of an environmental assessment as the adverse 
mental and psychological effects experienced by a driver traversing a road network. Driver 
stress can be categorised into three levels, Low, Moderate and High. They are caused by a 
number of categories - discomfort, annoyance, frustration or fear, culminating in physical 
and emotional tension that detracts from the value and safety of a journey. The extent of 
the stress experienced depends on the driver’s ability to cope with such situations. A 
commuter will find busy rush hour traffic less stressful than a less experienced driver who 
may not know the route as well. Driver stress is caused by the three main factors: 

•	 Frustration – caused by a driver’s inability to drive at a speed consistent with his or her 
wishes in relation to the general standard of the road; 

•	 Fear – caused by the presence of other vehicles, inadequate sight distances and the 
likelihood of pedestrians, especially children, stepping on to the road; and 

•	 Route Uncertainty – caused primarily by inadequate signage. 

Frustration is caused by the driver’s inability to drive at their desired speed in comparison to 
the standard of road. The primary causes of these conditions are congestion (heavy traffic 
levels such as rush hour), road works causing delays, poor road standards and diversions 
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and intersections. The quality of an intersection will affect the driver’s stress levels, a poor 
intersection because of bad visibility is more likely to increase driver stress levels. 

Fear is caused by a driver’s lack of control in their surroundings. The presence of other 
drivers, inadequate sight distance and the potential for pedestrians (particularly children) to 
step onto the road all serve to increase driver stress levels. Bad weather, poor narrow 
roads, inadequate road surfacing and a high proportion of HDVs on the road all contribute to 
the increasing stress levels. Poor road lighting, roadworks and inadequate road signs for 
the driver’s purposes increase the potential for confusion and increase levels of fear. 

Available research suggests that a finely graded assessment of driver stress is not justified. 
As a result, levels of driver stress attributable to different sections of road are classed as 
High, Moderate or Low, in accordance with the guidance outlined in the DMRB. Given the 
preliminary stage of this Scheme and the degree of similarity between Preliminary Options 
under consideration, a curtailed assessment is considered appropriate for this stage. 

As the current junction arrangement at York Street accommodates the convergence of three 
strategic routes (M2, M3 and Westlink), whilst also facilitating the through movement of local 
traffic, there are many factors which currently contribute to heightened driver stress levels, 
most notably during peak hour periods. 

In terms of frustration, the existing junction contributes to high driver stress levels through 
the driver’s inability to achieve desired speeds. This is largely a consequence of the 
junction’s current design as a signalised gyratory system and the high volumes of traffic 
which pass through it. As such, road users currently experience delays and congestion at 
peak periods travelling through this arrangement. Even at off-peak times, drivers still 
experience heightened stress levels due to the signalised junctions, the number of which 
negotiated depending upon route choice. In this regard, stress levels are also influenced by 
route choice depending on time of day, even though traffic build up is an issue on most 
routes into the junction during peak periods, it is particularly severe on the M2 (south-bound) 
during the morning peak period, and the Westlink (north-bound) during the evening peak 
hour period. 

The complexity of the current junction layout also contributes significantly to heightened 
driver stress levels. The movement of traffic between the M2, M3 and Westlink combined 
with local through movements, results in high driver stress through the number and timing of 
decisions and manoeuvres required. In this regard, stress levels are exacerbated further by 
traffic speed and frequency of manoeuvres, such as weaving over short distances. 

Although there are aspects of the current junction arrangement which reduce the levels of 
fear experienced, particularly as a consequence of low speeds due to the signalised 
junctions and heavy congestion, the presence of other vehicles (especially HDVs) and the 
potential for pedestrians (particularly children) to step onto the road, all contribute to 
heightened stress levels in the vicinity of the junction. York Street is a main pedestrian 
thoroughfare, connecting the city centre to north Belfast, with dedicated pedestrian crossing 
points at the Westlink/York Street junctions. As mentioned in Section 6.9, pedestrian 
movements are significant along this part of the junction, and although controlled by 
signalised junctions, the risk of pedestrians stepping onto the road out of turn contributes to 
heightened levels of fear. 
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In terms of route uncertainty, the existing junction arrangement again contributes to 
heightened driver stress levels, particularly as a consequence of the wide-ranging route 
choices available when approaching it. This is a significant issue for the unfamiliar driver, 
uncertain of the manoeuvres required to attain the route/correct lane to their destination. 

With the recent upgrading of Westlink, the York Street junction will become the last major 
bottleneck between the M1 and M2 and therefore the perceived levels of driver stress at this 
particular junction will only get higher. Drivers are no longer be severely delayed at 
junctions such as Broadway or Grosvenor Road and thus are quickly delivered to the 
signalised York Street junction. 

6.10.5 Assessment of Environmental Effects 

6.10.5.1 Views from the Road 

The visual effects on travellers of changes to the York Street junction would be an 
increasingly complicated and confusing visual pattern, due to the addition of elevated and 
depressed roads. In general, the depressed roads would confine views to the immediate 
road corridor, while the elevated structures would allow open views across this part of the 
city to the Belfast hills and docklands. 

All Preliminary Options, except Preliminary Option 6, propose depressed roads with 
Preliminary Option 4 having the greatest number. The effect would be negative for a driver, 
due to the lack of views out and therefore the ability to orientate oneself. The addition of 
vehicle containment parapets along the edges of the underpass structures would add to the 
experience of being visually confined. 

Preliminary Options 2, 5 and 6 all incorporate elevated structures above the level of the 
current Dargan Bridge and Lagan Bridge. This aspect of these Preliminary Options would 
likely be beneficial in that vehicle travellers would gain a more elevated view than currently 
experienced, and which are likely to offer greater views of the Belfast hills and harbour. 

Preliminary Options 1, 3 and 4 are likely to be negative for a traveller in that views would be 
confined to the immediate road corridor while travelling through the depressed lanes. The 
elevation of York Street in all but Preliminary Option 6, and the elevation of the M3 to 
Westlink in Preliminary Options 2, 3 and 6 (Links B, B and C respectively), are not of a 
significant enough height to benefit a vehicle traveller in terms of views. 

6.10.5.2 Driver Stress Levels 

It is likely that all of the Preliminary Options would result in a reduction in driver stress over 
existing conditions. However, irrespective of Preliminary Option choice, the interchange 
would remain heavily trafficked and complex and thus driver stress is likely to be moderate 
to high. 

Grade separation of the key strategic links is likely to significantly reduce congestion. This 
would also result in reduced driver stress for both the urban/local and strategic road user by 
removing the difficulties which arise from the existing mixing of these traffic flows. 
Depending on forecasted traffic flows, the new interchange would potentially reduce 
congestion and delays. In this regard Preliminary Options 1 and 5 would have the least 
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potential to reduce driver stress as they do not provide for full grade-separation of the 
strategic links, thus the M3 to Westlink (Link C) would remain as existing, with York Street 
junction remaining at-grade, hindering the through flow of strategic traffic. Similarly with 
Preliminary Option 6, the M3 to Westlink (Link B) would remain as existing, thus York Street 
and Nelson Street junctions would remain at-grade, hindering the through flow of strategic 
traffic. 

Due to the nature of the proposed Scheme, there may be the possibility that improvements 
in driver stress due to reduced congestion and the partial segregation of local and strategic 
traffic may be offset by the complexity of the proposed interchange. On approach to any of 
the Preliminary Options, route uncertainty may remain an issue, particularly for the vehicle 
traveller unfamiliar with the new road layout, although this should be minimised with 
appropriate advance directional signage on link approaches. In general, the most desirable 
interchange layout would be a Preliminary Option which has the minimum number of 
decisions and manoeuvres and that where these decisions and manoeuvres occur, they can 
be readily made with the least degree of turbulence and congestion. 

In this regard the closure of the Westlink (south-bound) off-slip at Clifton Street with 
Preliminary Option 3 and closure of the Westlink (north-bound) on-slip with Preliminary 
Options 5 and 6, and closure of diverge to York Street from the Westlink with Preliminary 
Option 5 may reduce complexity, and thus potentially contribute to reduced driver stress 
levels for vehicle travellers passing along Westlink. The closure of on-slips and off-slips 
would increase the distance between decisions and manoeuvres, providing more time for 
drivers to select their route and/or carry out the desired manoeuvre. Nevertheless, for those 
wishing to access to/from the Clifton Street area, there would be longer journeys and 
associated higher driver frustration. 

A number of factors which would also affect driver stress, other than decisions and 
manoeuvres at merges and diverges, need to be considered in assessing the operational 
characteristics of a major interchange. Based on DMRB 6.2.4.5, these include: 

• weaving; 

• geometric effects; 

• gradient; 

• degree of curvature; 

• type and configuration of the merge and diverge; 

• the number of lanes on the mainline, on merges and on diverges; 

• visibility, including at night; 

• network consistency; and 

• the proportion of HDVs. 

All of these would be assessed in detail as part of the engineering assessment at the next 
design stage. 

From a disruption due to construction perspective, transient increases in driver stress are 
likely to be a significant issue due to road closures, diversions, speed restrictions and 
impedance of traffic flows, as discussed in Section 6.4. 
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6.10.6 Mitigation 

As the proposed Scheme should relieve congestion and allow traffic to flow more freely 
through the interchange, it is anticipated that driver stress would be lower than currently. 
This in itself is a form of mitigation. However, closures and diversions around the 
interchange will be a necessity, particularly during construction of overbridges. These 
measures should ensure that high safety standards are applied at these temporary works 
and that traffic flows are not unnecessarily impeded. As these measures are transient, any 
stress resulting would be temporary. 

6.10.7 Presentation of Key Issues 

•	 Construction phase of the Scheme would lead to an increase in driver stress. However, 
as this is transient, stress levels would reduce upon completion. 

•	 Currently, driver stress levels through the affected part of Belfast are considered to be 
High, and though a perceived reduction in stress levels is expected upon completion of 
the proposed Scheme, it is likely to remain Moderate to High irrespective of Preliminary 
Option choice. 

•	 All Preliminary Options would improve road safety by removing strategic traffic from 
areas where there is provision for pedestrians, reducing the risk of vehicular/pedestrian 
conflict. 

•	 Beneficial impacts would generally be experienced when the new interchange is 
completed, due to smoother movement of traffic between road links, leading to 
potentially shorter journey times and reduced frustration for drivers. 

•	 Preliminary Options 2, 5 and 6 are likely to result in new and interesting views being 
opened up to the vehicle traveller as they incorporate elevated structures about the M3. 
Views from Preliminary Options 1, 3 and 4 are likely to be very restrictive and confined 
to the immediate road corridor while travelling along the depressed lanes. 

6.11 Road Drainage and the Water Environment 

6.11.1 Introduction 

Historically, roads have not been regarded as a major source of pollution and surface water 
runoff has been allowed to discharge, often rapidly, with no or minimal treatment. More 
recently, measures to control and treat runoff have been commonly included as part of the 
drainage design where necessary. Pollution from road drainage can arise from a variety of 
sources, including accidents, general vehicle and road degradation, incomplete fuel 
combustion, small oil or fuel leaks and atmospheric deposition. Research suggests that 
pollution impacts from routine runoff on receiving waters appear to be restricted primarily to 
roads carrying more than 30,000 AADT. 

Roads are designed to drain freely to prevent build-up of standing water on the carriageway. 
Therefore contaminants deposited on the road surface are quickly washed off during rainfall. 
Where traffic levels are high, such as at the existing York Street junction, the level of 
contamination and hence the potential for unacceptable harm being caused to the receiving 
waters, increases. 
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The Water Framework Directive (WFD) (2000/60/EC) established a framework for 
management of water resources throughout the European Union (EU). The Directive came 
into force in December 2000, and was transposed in Northern Ireland via The Water 
Environment (WFD) (Northern Ireland) Regulations 2003. It has included an overall 
objective to achieve ‘good status’ in all natural surface waters and groundwater by 2015, 
unless there are grounds for derogation. The WFD will be fully effective by 2015. 

With reference to the NIEA – Water Management Unit publication, Water Framework 
Directive: Article 5 Characterisation Summary Report (2005)

29
; waterbodies (which may be 

a river, lake or stretch of coastline) have certain ecological, chemical and quality standards 
to meet. In general terms, good status means that water only shows slight change from 
what would normally be expected under undisturbed conditions, with a general no 
deterioration provision to prevent deterioration in status. The purpose of the Directive is to 
protect all waters, to: 

•	 prevent further deterioration and enhance the status of aquatic ecosystems and 
associated wetlands; 

•	 promote sustainable water use; 

•	 protect and improve the aquatic environment; 

•	 ensure the progressive reduction of pollution of groundwater and prevent its further 
pollution; and 

•	 help reduce the effects of floods and droughts. 

Bearing in mind the aforementioned factors, the aim is to ensure that the need for avoidance 
and reduction of impacts on the water environment is taken fully into account in the 
environmental evaluation of the Preliminary Options under consideration. 

6.11.2 Objectives 

The objective at this preliminary stage is to scope the project to ensure that the road 
drainage and water environment assessment is tailored to the characteristics of the 
proposed Scheme and carried out to the appropriate level of detail. It is also necessary to 
identify, describe and assess the environmental advantages, disadvantages and constraints 
associated with the six Preliminary Options under consideration. 

6.11.3 Methodology 

With reference to the requirements of DMRB 11.3.10.6 (Levels of Assessment of Impacts), 
there are four levels of assessment: screening; scoping; simple assessment; and detailed 
assessment. The detail partially depends on the stage in scheme delivery, and nature of 
information required at a particular stage in the design process. It is important to note that 
the levels are not sequential, in that one must follow another, but they should be regarded 
as consequential, in that the results of one determines what further work, if any, is required. 
Progression is dependent on the type of proposed Scheme, location of the site and local 
circumstances, as well as the nature of potential impact. Consequently, a scoping 
assessment was deemed appropriate at this preliminary stage to establish the feasibility of 
the Preliminary Options under consideration. Scoping is a desk-based exercise to 

29 
“Water Framework Directive Summary Report of the Characterisation and Impact Analyses Required by Article 5 

Northern Ireland”, NIEA. March 2005. 
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determine if there is need for any assessment of the impact of the Scheme on the water 
environment. It is also a liaison and data collection exercise, giving opportunity for relevant 
bodies to register concerns or particular requirements during the assessment process. It 
requires a full appreciation of the proposed works and some knowledge of the landscape, 
hydrogeology and drainage pattern and process in which the Scheme is taking place. 

Consideration is therefore given to the potential to: 

•	 affect an existing watercourse or floodplain; 

•	 change either the road drainage or natural land drainage catchments; 

•	 increase traffic flow in an area by more than 20%; 

•	 change the number or type of junctions; 

•	 impact on an indicative floodplain or Source Protection Zone (SPZ); and 

•	 result in earthwork sediments being carried to watercourses or allow drainage 
discharges to the ground. 

Where these scenarios definitely are not the case, no further assessment will normally be 
required (after consultation with the relevant statutory bodies). 

Consultation with Rivers Agency was undertaken to determine: 

•	 the location of floodplains and areas particularly at risk of flooding; and 

•	 the location of major and minor watercourses. 

Consultation with Rivers Agency and other bodies that have an interest in water quality 
issues e.g. NIEA – Water Management Unit, Ulster Angling Federation and DCAL was 
undertaken to determine location of sensitive receptors (protected areas) – potable water 
sources, fisheries and shellfish areas, amenity areas, nutrient sensitive areas and areas 
designated for the protection of habitats or species. 

A review of available data on affected protected areas and identify additional data 
requirements needed to assess the direct and indirect impacts of each element of the 
proposed Scheme. 

This culminated in the preparation of a map showing surface waterbodies and floodplain 
extent as shown in Figure 6.11.1. 

6.11.4 Baseline Conditions 

6.11.4.1 River Systems 

The York Street study area is located southwest of Belfast Lough and west of the River 
Lagan as shown in Figure 6.11.1. The River Lagan drains approximately 609 km

2 
of 

agricultural land and flows over 70km from the Mourne Mountains to the Stranmillis Weir, 
which downstream from this point is estuarine, the transitional zone where the River Lagan 
meets Belfast Lough, from Agri-Food and Biosciences Institute (AFBI) 2009

30 
. 

30 
“River Lagan Impoundment” www.afbini.gov.uk/index/services/specialist-advice/costal-monitoring/monitored

sites/lagan.htm, last accessed February 2009. 
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Upstream of the immediate study area is the Lagan Weir, constructed in 1993 by the 
Laganside Corporation to improve the aesthetic and environmental quality of the estuarine 
section of this waterbody, thus impounding part of the Lagan Estuary. The weir was 
Laganside’s first project, and became the catalyst for the urban regeneration of the 
surrounding area. The 4.8km stretch of water from Stranmillis Weir to the Lagan Weir is 
used for a variety of water activities, including jet ski races, waterskiing, dragon boat races 
and a variety of rowing events, including the first ever boat race between Queens University 
and Trinity College and the annual Head of the River race. 

Downstream of Lagan Bridge, the watercourse is at closest to the immediate study area. 
The waterbody within this reach is radically different to the reach upstream of the weir, as it 
forms the beginning of the busy docklands area of Belfast and is fully tidal with a spring tidal 
range of 3.1m (Laganside, 2009

31
). Located within this reach of the Lagan is Abercorn 

Basin and Clarendon Dock, opening up into the Victoria Channel before flowing into the 
wider body of water associated with Belfast Lough. 

Belfast Lough is a shallow semi-enclosed marine bay situated at the mouth of the River 
Lagan. It is approximately 130 km

2 
hectares in size with a catchment of approximately 900 

km
2 
(AFBI 2009). The Inner Lough comprises a series of mudflats and lagoons whilst the 

Outer Lough is composed of mainly rocky shores with some small sandy bays. It is also 
designated as a SPA, a Ramsar site and an ASSI. The ASSI designation is split between 
Outer Belfast Lough and Inner Belfast Lough and is given primarily for the fauna (particularly 
wildfowl) present in the inner lough, and geological features in the outer lough (NIEA, 
2009

32
). The lough has a history of industry, although this is now much lighter than 

previously. It is home to a major commercial port, dealing with both passenger and freight 
traffic. Amongst other activities, Belfast Lough is used for recreational sailing as well as 
commercial fishing. 

With regards to minor watercourses in the vicinity of the study area, the River Farset, 
culverted and designated under the Drainage Order, flows into the city from the northwest, 
following the line of High Street under the city, before discharging into the Lagan, close to 
the Lagan Weir. The Farset is located approximately 230m south of the immediate study 
area as shown in Figure 6.11.1. 

Currently drainage from the existing road network around York Street is discharged to the 
sewer network, not to a watercourse, and is treated at Duncrue Waste Water Treatment 
Works, before being discharged into Belfast Lough. 

Information received from Rivers Agency in connection with rivers and culverts and from NI 
Water regarding the current drainage regime, suggests that the potential flood risk from 
sources within the study area is minimal. However the recently published DARD Rivers 
Agency Strategic Flood Map (NI) Rivers and Sea, 2008, which sets out those areas that 
may potentially experience flooding as a result of their proximity to rivers or the sea, 
suggests that the study area falls within the zone at risk of potential flooding if the existing 
flood defences were breached or overtopped. Figure 6.11.1 illustrates the existing 

31 
“Bringing New Life to the River – On the River”, www.laganside.com/ontheriver.asp, last accessed February
 

2009.
 
32 

“Area of Special Scientific Interest – Inner Belfast Lough”,
 
www.nienvironment.gov.uk/assisitedetails?id=ASSI029, last accessed February 2009.
 

“Area of Special Scientific Interest – Outer Belfast Lough”, 
www.ni-environment.gov.uk/assisitedetails?id=ASSI104, last accessed February 2009. 
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information for the present day floodplain published by Rivers Agency with respect to the 
study area. 

6.11.4.2 Protected Areas 

The WFD requires that a register of protected areas be identified to help ensure that the 
management of relevant waterbodies is geared towards achieving protected area 
objectives. Protected areas are identified as those requiring special protection under 
existing National or European legislation, either to protect their surface water or 
groundwater, or to conserve habitats or species that directly depend on those waters. The 
purpose of the protected area register is to bring all European Commission (EC) water-
related legislation under one umbrella, as detailed in the Water Framework Directive: Article 
5 Characterisation Summary Report. The River Lagan is noted within this register several 
times, in relation to various reaches and various protected area types. The Lagan Estuary 
is noted as being Nutrient Sensitive under the Urban Wastewater Treatment Directive 
(91/271/EEC), as is Inner Belfast Lough. 

Designated Salmonid and Cyprinid Waterbodies 

With reference to the digital database of information provided by NIEA - Water Management 
Unit on surface waters and associated designations, no waterbodies within the study area 
are designated under the EC Freshwater Fish Directive. Outside of the study area, the 
River Lagan is designated as a Salmonid watercourse, suitable for sustaining and 
supporting Salmonid species (i.e. mainly salmon and trout), upstream of the tidal limit at 
Stranmillis Weir. Though it is not designated, the estuarine section of the river is used by 
salmonids, namely sea trout and Atlantic salmon, to seasonally migrate between marine and 
freshwater environments. Even though the River Lagan is designated upstream of 
Stranmillis Weir, geographically it is not the closest designated Salmonid watercourse to 
York Street. The Forth River, which flows into the Blackstaff River, before flowing into the 
Lagan, is approximately 2km from the immediate study area at York Street and is 
designated as Salmonid. 

Marine Fisheries and Shellfisheries 

Mariculture is an important developing industry within Belfast Lough, with a total of twelve 
licensed aquaculture sites within the lough, covering an approximate area of 7.5km

2
. 

According to the Sustainable Mariculture in Northern Irish Lough Ecosystems (SMILE) 
website, the area is dominated by mussel farming, particularly that of the Blue Mussel 
(Mytlus edulis). 

The twelve sites are located towards the western side of the Lough, between 
Newtownabbey (Greencastle) and Carrickfergus, though they are not designated as 
shellfish waters under the EC Shellfish Waters Directive (SWD). However according to 
NIEA, it is proposed to introduce the Belfast Lough SWD to protect and where necessary 
improve the quality of waters where these shellfish live and grow and to contribute to the 
high quality of shellfish products for human consumption. 

Areas designated for the protection of habitats or species 

As detailed in Section 6.5, Belfast Lough SPA and Inner Belfast Lough ASSI are the closest 
designated areas in proximity to the study area. 
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6.11.4.3 Water Quality 

Upstream of the Lagan Weir, the impounded body of water has undergone significant 
changes, particularly in terms of water quality. The quality of water is monitored regularly by 
AFBI, with regards to water temperature, fluorescence, salt content and dissolved oxygen 
levels. Generally the quality is either Excellent or Good, based on the following grading 
system: 

• A (Excellent); 

• B (Good); 

• C (Unsatisfactory); and 

• D (Polluted). 

Other recent changes which have affected water quality within the Lagan impoundment 
include the dredging of sediments which is ongoing, the installation of the river bed aeration 
system (which mixes and oxygenates saline and fresh water) and the installation of low-
level withdrawal pipes into the weir, which take away the poor quality water on the river bed 
back through the weir to the seaward side, reducing salt content in the river. 

In terms of future changes, The BSP aims to improve water quality within the River Lagan 
and its tributaries, whilst reducing the risk of flooding within the inner city. As many of 
Belfast’s existing sewers date back to the Victorian era, the modernisation of the sewerage 
system would enable it to cope with increasing demands placed upon it by building 
developments. Over time, the sewers have become more and more overloaded during 
heavy rain which has resulted in flooding and the pollution of urban streams and rivers. 

AFBI also regularly monitor coastal water quality within Belfast Lough through a network of 
remotely moored monitoring stations that telemeter data to a base station at AFBI, Belfast. 
Based on their survey results, the Inner area of the lough has been identified as being 
hypernutrified (as a result of anthropogenic impacts), and is subject to eutrophication. The 
harbour is home to two large sewage treatment works (STWs), discharging into the Inner 
Lough as well as a fertiliser plant and other substantial port facilities. Industrial sources 
have been the main contributors of Dissolved Inorganic Nitrogen (DIN) to the waterbody, 
with the STWs contributing approximately 30% of the DIN load. The large mixing capacity 
of the Inner Lough allows effluent to be dispersed quickly between the Inner and Middle 
Loughs. 

The NIEA - Water Management Unit monitors biological and chemical river quality in 
Northern Ireland, through a series of monitoring stations on various stretches of river. All 
monitored rivers are subsequently classified on this basis, under what is termed the General 
Quality Assessment (GQA) where chemical and biological water quality is classified each 
year using the GQA scheme. As the River Lagan is tidal at its closest point to York Street, it 
is not monitored by NIEA for its chemical or biological quality. Although further up river, the 
Lagan is monitored at Stranmillis in regard to chemical quality and classified as Fairly Good 
for 2007. In regard to biological quality, the Lagan is monitored at Shaws Bridge and was 
classified as Good for 2007. 
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6.11.5 Assessment of Environmental Effects 

6.11.5.1 River Systems 

The River Lagan/Belfast Lough intertidal zone would not be directly affected by any of the 
six Preliminary Options. Preliminary Option 4 would bring newly constructed links closest to 
the river, albeit at a distance of approximately 300m. No known culverted watercourses flow 
under the existing York Street junction area so no impact is expected. Due to the nature of 
the proposed Scheme at York Street, it is anticipated that pollution impacts from the large 
volume of traffic at the interchange (>60,000 AADT) may be significant. Some pollutant 
loading may occur from road drainage, but this aspect would be given further consideration 
at the next design stage when drainage design and traffic projections are more refined. 

Preliminary Options 1 to 6, comprise both elevated and depressed vertical alignment 
options which traverse the study area above and below the existing road and rail 
infrastructure. In terms of floodplain impacts, each Preliminary Option has a significant area, 
east of York Street, located within the present day River Lagan/Belfast Lough floodplain as 
shown in Figure 6.11.1. Although it is unlikely that the proposed Scheme would significantly 
contribute to flooding risk within this area, the design of the Preliminary Options may 
increase the risk of the Scheme being affected during flooding incidents. This is particularly 
the case with the Preliminary Options that incorporate depressed links, either below ground 
level or more significantly below sea level. Therefore even without assessing actual flood 
risk, Preliminary Options 1, 3 and 4 would be at the greatest risk of flooding due to the 
incorporation of a depressed M2 to Westlink (Link A) as part of the interchange layout. With 
Preliminary Options 1 and 3, this depressed link would be approximately 6m below sea level 
at its lowest point and with Preliminary Option 4, would be approximately 5.3m below sea 
level. Preliminary Options 2, 5 and 6, through the incorporation of elevated links, would 
reduce the potential for the proposed Scheme to be affected during a flooding event. 

In recognising the nature of the site and the Preliminary Options, it is essential that the 
assessment process should explore possible protection measures which minimise the risk 
of flooding within future possible depressed road infrastructure. In addition the impact of the 
Preliminary Options will need to be assessed in a future Flood Risk Assessment, as 
required by Rivers Agency for development within floodplains and potential flood risk areas. 

As the Scheme options and assessment process progresses, the evolving design options 
will be subjected to a Flood Risk Assessment, the scope of which will be agreed with Rivers 
Agency. The continued development of the Preliminary Options will assess the scope for 
incorporating appropriate vertical alignments, flood protection walls and adequate storm 
water discharge capacity and outfall location availability during all flood and hydraulic 
situations. 

6.11.5.2 Protected Areas 

Marine Fisheries and Shellfisheries 

There are approximately twelve shellfishery beds within Belfast Lough, however these are 
not currently designated under the EC SWD or close to the proposed Scheme. Therefore 
no impact is anticipated. 
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Areas designated for the protection of habitats or species 

As detailed in Section 6.5, Belfast Lough SPA and Inner Belfast Lough ASSI are the closest 
designated areas to the study area, but would not be directly affected by the proposed 
Scheme. 

6.11.6 Mitigation 

In terms of pollution mitigation measures, only the assessment of risk would determine the 
degree of mitigation required, which should take place at a later design stage as part of a 
simple assessment. With a junction arrangement such as this, spillage risk could be high. 
Changes in volume of runoff are unlikely to be significantly different from existing, as the 
additional impermeable area associated with the Scheme would be comparatively minimal. 
However suitable methods preventing contaminated water from road drainage entering the 
watercourses in the area will have to be considered as part of the drainage design, 
particularly as the tidal reach of the River Lagan is a migratory route for salmon and sea 
trout and must be protected from pollution either during construction or long-term operation 
and maintenance of the road. Conventional road drainage normally entails discharging 
untreated surface water from carriageways directly into adjacent watercourses, with no form 
of filtration or attenuation. However modern sustainable drainage features help treat and 
attenuate discharges into watercourses, and such features will be considered as part of the 
drainage design for this Scheme. As space is limited and at a premium, it is accepted that 
within the area of York Street, there is likely to be insufficient land available to incorporate 
extensive Sustainable Urban Drainage Systems (SUDS). Nevertheless the drainage design 
and any specific mitigation measures required would be considered further at the next stage 
in the design process. 

It is likely that with those Preliminary Options which include depressed links as part of the 
Scheme design, a pumped drainage system would be required to service the depressed 
links as their minimum level would be below sea level. 

6.11.7 Presentation of Key Issues 

•	 No known watercourses (culverted or otherwise) would be directly affected by the 
Preliminary Options. The closest is the River Lagan estuary into Belfast Lough, east of 
the proposed Scheme. 

•	 There are no designated or known shellfishery beds within the immediate study area. 
The closest shellfish beds are in Belfast Lough, however these are not designated 
under the EC SWD. 

•	 No designated Salmonid or Cyprinid waterbodies would be directly affected by the 
Preliminary Options. 

•	 If runoff cannot be discharged into the sewerage system, it is likely to require some 
treatment before runoff is discharged to the Lagan. 

•	 A significant portion of the study area is located within the Q100 floodplain for Belfast 
Lough and River Lagan. Therefore each Preliminary Option has the potential to be 
directly affected during a flooding event. However the degree of impact would depend 
on the depths at which scheme elements would pass below existing ground levels. 
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6.12 Geology and Soils 

6.12.1 Introduction 

Soils and geology play an important part in determining the environmental character of an 
area. The nature and alignment of rocks has a major influence on landform and subsequent 
road development. Northern Ireland has approximately ninety-seven soil parent materials, 
making it the most geologically diverse area of its size in the British Isles. The nature of the 
geology as a parent material will influence the character of the soil of a region. Soil 
chemistry and physical structure will influence the type of vegetation native to that area. Soil 
type is a major determining influence on the agricultural worth of an area of land. Road 
schemes can have an impact on both the geology and soils of an area, and it is therefore 
important that the potential impacts of development on these environmental factors are 
considered fully. 

Geological or geomorphological features which are considered to be of significant national 
importance are designated as ASSIs, meaning that they have a certain degree of statutory 
protection against operations which might cause damage and consideration should be given 
to the impact of the proposals on ASSIs. In Northern Ireland, other sites of geological 
importance are classified by NIEA – Natural Heritage as being Geologically Important Sites 
(GISs). 

Assessment of the Preliminary Options will investigate the potential for problems to arise in 
the following areas: 

•	 impact on important geological mineral deposits; 

•	 impact on agricultural soil; 

•	 alteration of the hydrogeology or prevention of aquifer recharge; 

•	 impact on any sites that have educational or scientific interest due to their rarity; and 

•	 the possibility of hazardous materials being exposed. 

6.12.2 Objectives 

The objective at this preliminary stage is to undertake sufficient assessment to identify the 
possible geological/soil constraints associated with each of the six Preliminary Options 
under consideration. 

6.12.3 Methodology 

In accordance with the requirements of DMRB 11.3.11.7 (Stages of Assessment), the steps 
taken include: 

•	 consultation with NIEA – Natural Heritage to obtain details on the location and nature of 
any geologically designated sites within the area of interest; 

• obtaining information on the Solid and Drift geology, and nature of soils in the area; and 

•	 consultation with BCC and NIEA – Land & Resource Management Unit to obtain 
information on any known or potential areas of contaminated land within the study area. 
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6.12.4 Baseline Conditions 

6.12.4.1 Solid Geology 

Based on the GSNI 1:63,360 Solid Geology map (Sheet 36), the study area is generally 
underlain by Sherwood Sandstone and Marls of Triassic age as shown in Figure 6.12.1. A 
small region to the north of the study area (west of North Queen Street) contains Keuper 
Marl, again of Triassic age. This region also contains several igneous intrusions of Basalt 
and Dolerite of Tertiary age, with an approximate northwest to southeast orientation. 

6.12.4.2 Drift Geology 

Based on the GSNI 1:63,360 Drift Geology map (Sheet 36), the study area is generally 
masked by boulder clay, glacial sand and gravels, and marine alluvium deposits as shown 
in Figure 6.12.1, with the interchange area being exclusively underlain by marine alluvium. 

6.12.4.3 Soils 

With reference to the 1:50,000 Soils Map for Belfast (Sheet 15), the study area is entirely 
classified as urban. 

6.12.4.4 Agricultural Land 

No agricultural land is located within the study area. Consultation with DARD has confirmed 
that there are no areas infested with Potato Cyst Nematode or Potato Wart Disease within 
the study area. This negates the need for restriction on the movement of soil or other 
material from these areas during construction from this perspective. 

6.12.4.5 Hydrogeology and Groundwater Vulnerability 

The assessment of the hydrogeology of the area is based on the 1:250,000 Hydrogeological 
Map of Northern Ireland (1994), which indicates aquifer potential in generalised terms, 
within a threefold division of geological formations: 

•	 those in which interangular flow in the saturated zone is dominant; 

•	 those in which fissures control groundwater movement; and 

•	 less permeable formations including aquifers concealed at depth beneath covering 
layers 

In conjunction with this, it is also necessary to undertake an assessment of Groundwater 
Vulnerability. The 1:250,000 Groundwater Vulnerability Map of Northern Ireland (1994) 
identifies the vulnerability of groundwater to contamination. To assess vulnerability, 
consideration is given to the distribution of aquifers, to the characteristics of the strata in the 
unsaturated zone, and to the physiochemical characteristics of overlying soils. Geological 
divisions, based on lithological type and permeability characteristics are combined with the 
soil groupings to produce seven groundwater vulnerability classes. Typically, groundwater 
is of high quality and often requires little treatment prior to use. However, it may be 
vulnerable to contamination from both diffuse and point source pollutants, from both direct 
discharges into groundwater and indirect discharges into or onto land. Groundwater 
decontamination is difficult, prolonged, and expensive and therefore the prevention of 
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pollution is important. Due to the scale (1:250,000) of the mapping available, the 
classification used is, of necessity, generalised. As the Scheme becomes more clearly 
defined, individual sites and circumstances will require further and more detailed 
assessment to determine the likely impact on groundwater resources. 

With reference to the Hydrogeological Map of Northern Ireland (1994), the area is generally 
underlain by Sherwood sandstone, and as such is a highly important aquifer in which 
interangular flow is significant. With reference to the Groundwater Vulnerability Map of 
Northern Ireland (1994) the geological classification of these rocks are Type A (Highly 
Permeable). These are formations with high permeability that generally have significant 
fracturing and may be able to support large abstractions for public supply. 

6.12.4.6 Contaminated Land 

Where land has been contaminated by waste and residues from former or current industrial 
processes, the presence of toxic or other hazardous material may pose threats to human 
health or impose other constraints, should it require excavation or avoidance. Consultation 
with BCC (Environmental Health) and NIEA – Land & Resource Management Unit, has 
confirmed that there are a plethora of areas of potentially contaminated land within the study 
area (Figure 6.12.2), due to past and present industrial usage of this land. In addition, the 
lands to the east of the M2/M3 have been known to be subjected to land raising activities 
that could also result in land contamination. 

6.12.4.7 Designated and Non-Designated Sites 

With reference to NIEA – Natural Heritage records, and the Countryside Assessment (Vol. 
2) Technical Supplement of the Belfast Metropolitan Area Plan 2015 (Draft Plan), there are 
no designated or non designated sites, in relation to geology located within the immediate 
study area. However, Belfast Lough ASSI, located approximately 2km northeast of the 
junction contains some geological features of interest. 

Inner Belfast Lough ASSI is primarily designated for the internationally important number of 
wintering Redshank it holds. However, it also contains several sites of national geological 
interest in the form of Ordovician, Carboniferous and Permian features. 

Outer Belfast Lough ASSI is important geologically, due to the Ordovician series of spilitic 
lavas, black shales and greywackes, amongst other series located here. The area consists 
of a varied habitat including boulder and rock shore, open mud flats, extensive mussel beds 
and a narrow shoreline strip of semi-natural vegetation including small, isolated pockets of 
beach-head saltmarsh. 

6.12.4.8 Minerals 

With reference to the BMAP, the study area is not within an Area of Constraint on Mineral 
Development. Planning Service (Minerals Unit) has indicated that they hold no information 
to assist the study. There are no quarries or areas licensed for mineral extraction within the 
general study area. 
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6.12.5 Assessment of Environmental Effects 

6.12.5.1 Solid Geology 

As the study area is within very much of an urban area with heavily disturbed ground 
conditions, it is considered that the Preliminary Options will have no effect on the solid 
geology. 

6.12.5.2 Drift Geology 

As the study area is within very much of an urban area with heavily disturbed ground 
conditions, it is considered that the Preliminary Options would have no effect on the drift 
geology. 

6.12.5.3 Soils 

The area’s classification as urban means that there would be no impact on soil profiles, 
particularly as the area is heavily disturbed with Made Ground. 

6.12.5.4 Agricultural Land 

No agricultural land would be affected within the study area. 

6.12.5.5 Hydrogeology and Groundwater Vulnerability 

The proposed Scheme is likely to have only localised impacts on hydrogeology and 
groundwater vulnerability. Impacts would be greatest where extensive cuttings are involved, 
such as with Preliminary Options 1, 3, 4 and 5, impacts would be reduced where the 
majority of the Scheme is on elevated structure, i.e. Preliminary Options 2 and 6. 

Consultation with the GSNI has advised that when the eventual Environmental Statement is 
being assessed/reviewed by them, they will seek to ensure that the geological context of the 
site and surrounding area has been described in appropriate detail. This geological 
information is required primarily to ensure that any potential geological instability has been 
considered and so that GSNI, in conjunction with NIEA –Water Management Unit can 
consider potential impacts on local groundwater. 

6.12.5.6 Minerals 

No licensed mineral extraction areas would be affected within the study area. 

6.12.5.7 Contaminated Land 

Within the footprint of Cityside Retail Park are two potentially contaminated areas, 
associated with a former Tobacco Works (BT 130/070) and Petrol Station/Fuel Storage (BT 
130/069). The Petrol Station/Fuel Storage area is only approximately 10m from York Street. 
As Preliminary Options 1-5 affect York Street alignment close to this area, there is a 
possibility for impact on the potentially contaminated site. The former Tobacco Works is 
located further from York Street itself, and thus less likely to be affected by the Preliminary 
Options. 
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An area at Corporation Street, close to the DVA offices, is likely to be directly affected by 
four of the Preliminary Options (Preliminary Options 1, 3, 4 and 5). This area is classified as 
being potentially contaminated by Petrol Stations/Fuel Storage (BT 130/241). South of this 
site, although still on Corporation Street, is an area potentially contaminated by Food 
Preparation and Storage (BT 130/066), which is likely to be affected by Preliminary Options 
1, 3, 4 and 5. 

A mechanical Engineering Workshop (BT 130/147), located between Great George’s Street 
and Shipbuoy Street, in the middle of the current junction is likely to be directly affected by 
Preliminary Option 4, although as the full extent of the area of potentially contaminated land 
is unknown, there is the possibility for any of the six Preliminary Options to impact upon this 
site. 

6.12.5.8 Designated and Non-Designated Sites 

No designated or non-designated geological sites would be affected within the study area. 
The closest site is Inner Belfast Lough ASSI to the northeast. 

6.12.6 Mitigation 

From a solid and drift geology perspective, no mitigation is proposed as the study area is 
already highly disturbed. 

As there would be no impact on licensed areas of mineral extraction, no mitigation is 
proposed. 

From a soils perspective, there would be no significant impact, so no mitigation is proposed. 

In terms of hydrogeology and groundwater vulnerability, once a preferred option has been 
selected, further consideration would be given to whether any specific mitigation is required. 

BCC has advised that records of potentially contaminated land are by no means complete 
and the only means in which land can be determined as contaminated is to conduct a 
contaminated land risk assessment, in line with current government guidance (Model 
Procedures for the Management of Land Contamination (CLR11)

33
). Hence, potentially 

contaminated land would be investigated further, possibly as part of the geotechnical 
investigation at a later design stage. Remediation measures, if necessary, would be 
determined by this ground investigation. 

6.12.7 Presentation of Key Issues 

•	 The area is generally underlain with Sherwood Sandstone and Marls of Triassic age. 

•	 There is no dominant soil type within the study area, as the area is classified as urban. 

•	 Up to four sites of potentially contaminated land may be affected by the Preliminary 
Options, with Preliminary Option 4 likely to affect the most. 

33 
“Model Procedures for the Management of Land Contamination – Contamination Land Report 11” 

http://publications.environment-agency.gov.uk/pdf/SCHO0804BIBR-e-e.pdf, last accessed February 2009 
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•	 No mineral extraction areas are present within the study area, so no impact can be 
expected. 

•	 No designated geological sites are present within the study area, so no impact can be 
expected. 

6.13 Policies and Plans 

6.13.1 Introduction 

The planning policy context is material to the eventual decision on any planning application 
for proposed development. This section of the report reviews the key planning policies, 
which are pertinent in consideration of the Preliminary Options for the Scheme, cascading 
down from the strategic regional framework to more detailed local plans. 

These policies have been extracted from the following documents: 

•	 RDS; 

•	 RTS; 

•	 RSTN-TP; 

•	 BMTP; 

•	 Expanding the Strategic Road Improvement Programme 2015 – Consultation 
Document; 

•	 IDP for Roads (April 2008); 

•	 Planning Policy Statements (PPSs); and 

•	 Development Plans. 

6.13.2 Baseline Conditions 

6.13.2.1 Regional Development Strategy 

In September 2001, the DRD published the final version of a Strategy to guide the future 
development of Northern Ireland to 2025. Advice within the RDS relevant to the current 
proposal is set out below. 

A substantial part of the document is devoted to SPGs and a Spatial Development Strategy 
(SDS) that recognises a need to encourage sustainable patterns of development of the 
region. Some of the key relevant SPGs are outlined as follows: 

Chapter 4 – Strengthening Regional Cohesion in a Global Context 

The Strategy seeks to strengthen economic and social cohesion by enhancing linkages. 
Strengthening the external transport linkages and improving Northern Ireland’s image in the 
world are vital in helping local industry to exploit world-wide markets. Fast and efficient 
accessibility from Northern Ireland to the continental core of Europe’s transport network is 
identified as vital to assist future economic growth. Improved inter-modality, particularly on 
transport corridors providing alternatives to traffic bottlenecks will help Northern Ireland 
maintain competitiveness. 
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Chapter 5 – Spatial Development Strategy (SDS) for Northern Ireland 

This recognises that existing infrastructure needs to be improved: 

“It is essential that the existing engines of growth are not impeded by deficiencies in 
infrastructure if the Regional Development Strategy is to be successful. The need will be to 
continue the ‘hard’ physical infrastructure incorporating the roads, rail, water and sewerage 
systems, and energy and telecommunications serving the ‘soft’ infrastructure of social and 
community facilities which enhance the quality of life…while safeguarding environmental 
assets.” 

Chapter 6 – The Belfast Metropolitan Area (BMA) 

A specific chapter set aside for the BMA notes that the area has a high potential for future 
growth and development, based on its many functions as the heart of the Region, as well as 
being the largest hub of the transport system and a regional gateway. 

Chapter 10 – Supporting economic development 

“A strategic objective is to support a sustainable economic drive which will provide jobs and 
wealth across the region and help reduce socio-economic differentials.” 

Key drivers to meet this objective include the upgrade of infrastructure and services as well 
as promoting improved accessibility to major employment locations. 

Chapter 11 – Developing a Regional Transportation Strategy 

The RSTN has a fundamental role to play in contributing to the achievement of sustainable 
progress on social, economic and development goals in Northern Ireland. The 
Transportation Vision of Shaping Our Future includes: 

“promote accessibility for all to jobs, services and facilities through improvements to 
transportation infrastructure and public transport services”. 

Chapter 12 – Caring for the Environment 

This chapter aims to balance sustainable development between the environment and 
development growth. 

6.13.2.2 Regional Transportation Strategy 

The RTS identifies strategic transportation investment priorities and considers potential 
funding sources and affordability of planned initiatives over a 2002 to 2012 period. The RTS 
is a supporting document of the RDS which sets out the spatial development framework for 
Northern Ireland up to 2025. The purpose of the RTS is to support the RDS and to make a 
significant contribution over the ten years towards achieving the longer-term vision for 
transportation contained within the RDS: 

“to have a modern, sustainable, safe transportation system which benefits society, the 
economy, and the environment and which actively contributes to social inclusion and 
everyone’s quality of life”. 
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6.13.2.3	 Regional Strategic Transport Network Transport Plan 

The RSTN-TP has been prepared by the DRD and is based on the guidance set out in the 
RDS and the RTS. The RSTN comprises the complete rail network, five Key Transport 
Corridors, four link corridors, the Belfast Metropolitan Transport Corridors and the remainder 
of the Trunk Road network. The Plan consists of proposals for the maintenance, 
management and development of this transport network up to the end of 2015. 

6.13.2.4	 Belfast Metropolitan Transport Plan 

The BMTP was prepared by the DRD. It takes forward the strategic initiatives of the RTS, 
setting out detailed transport proposals for the BMA in a form that will enable them to move 
towards implementation. 

It is noted that one of the key transport problems of the BMA is the multi-functional role of 
the road networks and links in this area. In other words, the number of linkages means that 
problems on route inevitably have an effect on others. The York Street area is a prime 
example of this problem, where congestion at this location has a knock-on effect on a 
number of other routes into and out of Belfast. 

Paragraph 6.19 of the plan discusses the issue of the junctions around the M1/M2. It notes 
that M1/Westlink improvements will require further consideration to be given to improving 
the capacity and operation of the signalised junctions at York Street/Westlink. 

6.13.2.5	 Expanding the Strategic Road Improvement Programme 2015 – Consultation 
Document 

Expanding the Strategic Road Improvement Programme 2015 – Consultation Document 
was prepared by Roads Service in 2006 to consult with key stakeholders on the make up of 
an Expanded SRI Programme. This was made possible by the ISNI developed by the 
Strategic Investment Board and announced in December 2005. Annex B of this document 
includes the Westlink/York Street flyover as part of Eastern Seaboard Corridor 
improvements. The Scheme would provide a grade separated junction at the last remaining 
part of Westlink which has a traffic signalised junction. 

6.13.2.6	 Investment Strategy Northern Ireland – Investment Delivery Plan for Roads (April 
2008) 

The Programme for Government and the Investment Strategy proposals provide 
opportunities for further improving both the inter-urban and local road networks in the 
context of the Government’s investment pillars, the RDS and the RTS. 

Transport is a key driver of economic development and provides the means for all citizens to 
access social and educational services as well as leisure activities. For the period of the 
Investment Strategy, Roads Service’s indicative budget has risen to £3.1 billion over the 10 
year period. Of this amount Roads Service proposes to invest just under £2.5 billion on 
SRIs. 

The Westlink/York Street grade separated junction is noted in the plan under the SRI 
section (Annex 1). It is stated that the anticipated procurement route will be design and build 
and the date of advertisement-completion dates will be between 2013/14-2017/18. 
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6.13.2.7 Planning Policy Statements 

PPSs contain policies on land-use and other planning matters, for example 
telecommunications or the built heritage, and apply to the whole of Northern Ireland. They 
set out the main planning considerations that the Department takes into account in 
assessing proposals for various forms of development and are also often relevant to the 
preparation of development plans. Some of the key PPSs for consideration are as follows: 

•	 PPS 1: General Principles (March 1998); 

•	 PPS 2: Planning and Nature Conservation (June 1997); 

•	 PPS 3: (Revised) - Access, Movement and Parking (February 2005); 

•	 PPS 4: (Revised) Draft Industry, Business and Distribution (January 2003); 

•	 PPS 6: Planning Archaeology and the Built Heritage (March 1999); 

•	 PPS 13: Transportation and Land Use (February 2005); and 

•	 PPS 15: Planning and Flood Risk (June 2006). 

PPS 1: General Principles (March 1998) 

This PPS was published in March 1998 and sets out the principles that the Planning Service 
observes in formulating planning policies, making development plans and exercising control 
of development. These principles set out the key themes that underlie the Department of 
Environment’s overall approach to planning across the whole range of land use topics, and 
provide strategic guidance on issues such as sustainability, the status of various planning 
documents, and environmental assessment. 

The former Regional Development Minister, John Spellar MP and Angela Smith MP, 
Minister for the Environment issued a statement on 31 January 2005 regarding the 
importance of emerging Development Plans in deciding planning applications. It was felt 
that elements of the RDS are being compromised by development decisions, based on 
provisions within extant Development Plans, drawn up prior to the publication of the RDS. 

The statement confirms that where a Development Plan is under preparation or review and 
is being drawn up within the context of the RDS framework, there are circumstances where 
planning permission could be refused on the grounds of prematurity. For example, where 
the Department can demonstrate that proposals: 

•	 would prejudice the ability of the emerging new or replacement plan to achieve or retain 
conformity with the RDS; or 

•	 would prejudice the outcome of the plan process by predetermining decisions that ought 
to be taken in the context of a Public Inquiry. 

Planning applications will continue to be considered in the light of both current policies and 
policies in emerging Development Plans that are going through the Statutory Procedures. 
However, greater weight will be given to the provisions of the emerging new or replacement 
Development Plan, where the proposed development accords with the provisions of the 
extant Development Plan but prejudices the ability of the emerging plan to achieve or retain 
general conformity with the RDS, or prejudices the outcome of the plan process. 
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In all other circumstances the weight to be attached to policies in emerging plans will 
depend upon the stage of plan preparation or reviews, increasing as successive stages are 
reached. 

PPS 2: Planning and Nature Conservation (June 1997) 

PPS 2 sets policy that helps to protect designated areas and outlines the criteria which the 
Planning Service will employ when processing planning applications which might affect 
nature conservation interests and to which developers should have regard when preparing 
proposals. 

PPS 3: Access, Movement and Parking (Revised) (February 2005) 

This PPS sets out the Department’s planning policies for vehicular and pedestrian access, 
transport assessment, the protection of transport routes and parking. It forms an important 
element in the integration of transport and land use planning. It sets out a number of policies 

in relation to the provision of new accesses onto public roads. 

PPS 4: (Revised) Draft Industry, Business and Distribution (January 2003) 

This statement sets out the Department’s planning policies for industrial development and 
other defined business uses and indicates how economic and employment growth 
associated with such uses can be accommodated and promoted in development plans. It 
seeks to facilitate and accommodate economic growth in ways compatible with social and 
environmental objectives and sustainable development. 

PPS 6: Planning, Archaeology and the Built Heritage (March 1999) 

This PPS sets out the Department’s planning policies for the protection and conservation of 
archaeological remains and features of the built heritage. A number of policies are pertinent 
in relation to roads schemes given their scale and the subsequent possibility of 
encountering archaeological remains. 

PPS 6 notes that the work of scheduling is ongoing and the fact that a site has not yet 
received statutory protection does not necessarily diminish its archaeological importance or 
its significance as an element in the historic landscape. 

PPS 13: Transportation and Land Use (February 2005) 

This statement has been prepared to assist in the implementation of the RDS. It will guide 
the integration of transportation and land use, particularly through the preparation of 
development plans and transport plans, prepared respectively by DoE Planning Service and 
Roads Service. It will also be a material consideration in dealing with individual planning 
applications and appeals. 

PPS 15: Planning and Flood Risk (June 2006) 

This PPS, sets out the Department’s planning policies to minimise flood risk to people, 
property and the environment. It adopts a precautionary approach to development and the 
use of land that takes account of climate change and is supportive to the wellbeing and 
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safety of people by operating a presumption against development in, or affecting, 
floodplains. This policy has relevance in relation to this development given the coverage of 
much of the city centre by floodplain. 

6.13.2.8 Development Plans 

BMAP (Belfast District Proposals) 

The BMAP is at an advanced stage of preparation, having undergone full Public Inquiry. The 
plan sets out the site specific zonings, designations and policies for Belfast City. These will 
be an important consideration for the detailed stage of option selection. The broader Plan 
policy implications for the proposed Scheme will be considered for this DMRB Stage 1 
Scheme Assessment. 

“The strategic vision for Belfast City is to promote it as the Regional Capital and major focus 
for regional administration, commerce, specialised services, cultural amenities and 
employment opportunities.” 

Belfast Urban Area Plan (BUAP) 2001 

Notwithstanding the advanced stage of BMAP, the BUAP 2001 remains the extant plan until 
final adoption of BMAP. It discusses general measures for the growth and expansion of 
Belfast. It notes that priority will be given to investment in strategic infrastructure. In 
particular, linkages to the city centre and the M2 are specifically mentioned. 

6.13.3 Assessment of Environmental Effects 

Table 6.13.1 refers: 
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Table 6.13.1: Assessment of Environmental Effects 

RDS Northern Ireland 2002 2012 

SPG-SRC 1: To strengthen and extend European and world-wide linkages 

SPG-SRC 1.3: Strengthen external 
transport linkages. 

The proposed Scheme would improve the 
movement of traffic along the Eastern 
Seaboard Key Transport Corridor. 

SPG-SRC 2: To increase links with neighbouring regions and capitalise on trans-
regional development opportunities 

SPG-SRC 2.1: Encourage cross-border The junction improvements would enable 
networks of economic co-operation and easier connectivity between and along the 
enterprise. Eastern Seaboard Key Transport Corridor, 

which would help to develop this co
operation. 

The Spatial Development Strategy for Northern Ireland 

Development of the key and link transport 
corridors and associated trunk roads and 
the primary links to the regional gateways 
of ports and airports. 

The proposed Scheme would strengthen 
the links particularly with regard to the Port 
of Belfast and Belfast International and 
George Best City Airports, improving 
efficiency and reducing congestion. 

The Belfast Metropolitan Area 

SPG-BMA 1: To create a thriving Metropolitan Area centred on a revitalised city of 
Belfast 

SPG-BMA 1.1: Enhance the role of the city The improvements at this junction would 
of Belfast. have wide ranging benefits in relation to 

reducing congestion throughout the whole 
City and beyond. 

SPG-BMA 3: To develop and enhance the Metropolitan Transport Corridor Network 

SPG-BMA 3.4: Assess the need for further 
strategic road improvements in the BMA in 
the context of: 

• facilitating efficient movement of 
freight, especially managing 
access to the motorway system, 
the Westlink as a regional priority. 

The implementation of the Scheme would 
help to facilitate this kind of movement, in 
particular, access to and between the M1, 
M2, M3 and M5 motorways and Westlink. 

SPG-ECON 3: To promote the regional gateways as economic development 
opportunities 

ECON 3.1: Capitalise on the dynamic 
potential provided by the concentration of 
people and goods at the regional 
gateways by facilitating the expansion of 
their transport role, exploiting their 
development assets and improving 
accessibility, subject to local 
environmental considerations. 

The Scheme would improve the quality of 
connections into and out of the internal 
transport network, particularly for the 
gateway of Belfast Port and City Airport. 
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RDS Northern Ireland 2002 2012 (continued) 

SPG-TRAN 1: To develop a Regional Strategic Transport Network based on key 
transport corridors, to enhance accessibility to regional facilities and services 

TRAN 1.1: “The RDS identifies a core The BMA represents a key element of 4 
transport network of important regional out of the 5 designated Key Transport 
and metropolitan routes (road and public Corridors at a regional level. This scheme 
transport infrastructure) known as the will help the Regional Strategic Transport 
Regional Strategic Transport Network”. Network meet its objectives of enhancing 

accessibility and providing sustainable and 
efficient transport solutions. 

TRAN 1.2: “Develop and maintain the 
identified RSTN to enhance accessibility 
on an integrated basis for all users, 
including freight”. 

This improvement would remove a major 
bottleneck/congestion point in Belfast and 
would allow free movement of traffic 
between North and South generally 
improving transport efficiency. 

SPG-ENV 3: To conserve the built environment 

SPG-ENV 3.2: “Safeguard buildings of 
special architectural or historic interest”. 

The proposed Scheme should take into 
account impacts on any historic or listed 
buildings. 

SPG-ENV 3.3: “Conserve the character of 
cities, towns and villages”. 

Provision of a new interchange layout 
would be in keeping with this area, as a 
major transport hub. 

Regional Transportation Strategy for Northern Ireland 2002 2012 

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

The proposed Scheme would help to meet 
this strategic vision. 

Regional Strategic Transport Network Transport Plan 2015 

“Improvements to the Westlink and M1 are This Scheme represents a key part of 
noted as key priorities in relation to the delivering the objectives of the plan. The 
provision and eventual completion of a Scheme will help the RSTN-TP meet its 
sustainable Regional Transport Network”. objective of supporting the spatial 

development strategy in the RDS, based 
on hubs, corridors and gateways. 

Belfast Metropolitan Transport Plan 2015 

“The delivery of this strategy will comprise The strategy notes that M1/Westlink 
major capacity enhancements at key improvements will require further 
locations in the form of junction consideration to be given to improving the 
improvements to address ‘bottlenecks’ and capacity and operation of the signalised 
provide a consistent and safe standard of junctions at York Street/Westlink. The 
road”. proposed improvements at York Street will 

remove a major bottleneck on the strategic 
road network. 
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Planning Policy Statements (PPS) 

PPS 3 – Access, Movement and Parking 

Policy AMP 3 sets out provision for the The presence of protected routes in this 
control and restriction of new accesses area already means that new development 
onto protected routes. Planning would already be restricted in terms of 
permission will only be granted for a new access. 
development proposal involving direct 
access or the intensification of the use of 
an existing access in exceptional 
circumstances or where the proposal is of 
regional significance. 

Policy AMP 4 notes that planning The presence of the York Street/Westlink 
permission will not be granted for improvements in the development plan 
development that would prejudice the (BMAP) means that any new major 
implementation of a transport scheme developments affecting access to the 
identified in a development plan. motorway/Westlink would be considered in 

this context. 

PPS 4 - Draft Industry, Business and Distribution 

Policy IBD 3 - Retention of Industrial, There is a large area of zoned industry at 
Business and Distribution Uses within the docks area which would need to be 
Settlements: considered when selecting a final layout 

option. 
The policy states that “It is important that 
industrial and business land and buildings 
which are well-located and suited to such 
purposes are retained and only 
exceptionally will the Department consider 
the loss of such land and buildings to other 
uses. The Department is keen to support 
the diversity of the local economy and the 
retention of existing sites for industry and 
business is often necessary to achieve this 
aim.” 

PPS 6 – Planning, Archaeology and The Built Heritage 

Policy BH 1 – The Preservation of 
Archaeological Remains of Regional 
importance and their Settings 

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

Some of the area where the proposed 
Scheme may be placed is designated as 
an Area of Archaeological Potential. A 
detailed archaeological mitigation and 
method statement will be required at the 
detailed final option selection stage. 
However the regionally strategic nature of 
this Scheme means the general principle 
of development would not be under threat. 
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Planning Policy Statements (PPS) (continued) 

Policy BH 2 – The Protection of 
Archaeological Remains of Local 
Importance and their Settings 
“Development proposals which would 
adversely affect archaeological sites or 
monuments which are of local importance 
or their settings will only be permitted 
where the Department considers the 
importance of the proposed development 
or other material considerations outweigh 
the value of the remains in question”. 

A similar principle will apply to locally 
important archaeological finds as above. 

Policy BH 3 – Archaeological A detailed assessment should be 
Assessment and Evaluation expected for any proposed scheme at 
“Where the impact of a development York Street. 
proposal on important archaeological 
remains is unclear, or the relative 
importance of such remains is uncertain, 
the Department will normally require 
developers to provide further information 
in the form of an archaeological 
assessment or an archaeological 
evaluation. Where such information is 
requested but not made available the 
Department will normally refuse planning 
permission”. 

Policy BH 11 – Development affecting The design process will take into account 
the Setting of a Listed Building the presence of listed buildings and 
“The Department will not normally permit structures in the area. 
development which would adversely affect 
the setting of a listed building”. 

PPS 13 – Transportation and Land Use 

General Principle 8 – “Land required to 
facilitate improvements in the transport 
network should be afforded protection”. 

Any major developments in the area would 
need to be considered in the context of 
this proposed junction improvement. 

PPS 15 – Planning and Flood Risk 

Policy FLD 1 – Development in 
Floodplains – “Within floodplains the 
Department will not permit development 
unless it falls within one of the following 
exceptions or it is demonstrated that the 
proposal is of overriding regional 
importance”. 

The development of the Scheme is of 
strategic importance and as such meets 
the criteria for exceptional cases: 
‘development where location within a flood 
plain is essential for operational reasons 
for example, navigation and water based 
recreation uses or transport and utilities 
infrastructure which has to be there.’ An 
assessment of flood risk will be 
undertaken in consultation with Rivers 
Agency. 
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Development Plans 

Draft Belfast Metropolitan Area Plan 2015 

“The strategic vision for Belfast City is to 
promote it as the Regional Capital and 
major focus for regional administration, 
commerce, specialised services, cultural 
amenities and employment opportunities”. 

The infrastructure improvements at York 
Street would ensure improved accessibility 
to the City and help to develop the 
regional focus. 

Belfast Urban Area Plan 2001 

Policy TR7 – “Priority in investment in 
strategic highway infrastructure will be 
given to schemes catering for travel need 
by road ...in and around the central areas 
of Belfast”. 

The proposed Scheme would ensure that 
traffic accessibility improves considerably 
in and around the centre of Belfast. 

6.13.4 Presentation of Key Issues 

The following summarises the policy impacts of the proposed Scheme: 

RDS and RTS 

•	 All Preliminary Options conform to policies in the RDS and RTS by providing a linkage 
which improves the efficiency of the Eastern Seaboard Corridor and thus supporting 
economic development along this corridor. Good transport links will be key to the 
successful economic growth as well as improving the function of Belfast City. 

Planning Policy Statements 

•	 PPS 2 – although there are coastal designations further North of the development area 
including Ramsar and SPA, these would not be affected by the proposed Scheme. 

•	 PPS 3 – any future developments involving access to the Scheme would be considered 
under this policy. 

•	 PPS 4 – large areas of industrial land will need to be considered to reduce any loss of 
useful land. 

•	 PPS 6 – Archaeological Assessment and mitigation will be required. 

•	 PPS 13 – land designated for the interchange will be given priority in terms of retention. 

•	 PPS 15 – a Flood Risk Assessment and detailed mitigation proposals will be required. 

Area Plan 

•	 The proposed development will help to meet the objective of BMAP and the BUAP by 
improving accessibility to the city and developing Regional focus. 

It will be necessary to take archaeological, industrial and flood issues into consideration, but 
there is no other strong planning policy or land use zoning that is likely to affect the Scheme. 
The policies at the strategic level recognise that road transport will remain the predominant 
means of transport for the foreseeable future and that the Scheme has strategic importance 
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in developing the accessibility of the key gateway of Belfast city and also encouraging 
economic growth. 
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