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I. Purpose of Report 

1 .I This report is remitted to the Economic Regeneration Committee from planning Committee 
where it was previously approved. The report sought Committee approval for the corporate 
response, attached in Appendix 1, to the Strategy Options Consultation Report document on 
SPff’s Regional Transport Strategy. 

2. Background 

2.1 All seven of Scotland’s Regional Transport Partnerships (RTPs) are developing their 
Regional Transport Strategies (RTS) which will set out a framework and vision for transport 
in their areas over a 10-15 year time horizon. This process began earlier this year and will 
be concluded by March 2007. Strathclyde Partnership for Transport’s (SPff) strategy aims 
to take full account of the particular transport needs throughout the Strathclyde area. 

2.2 The development of the RTS process has included a number of stages to date. The first 
stage involved the identification of transportation issues, constraints and opportunities, 
following a series of workshops and consultations. That allowed the development and 
synthesis of the issues into an over-arching vision for the RTS, and the development of a 
set of strategic objectives, together with a supporting framework of sub-objectives. 

2.3 The identified three potential strategy options, which SPff aim to condense into a single 
strategy, are:- 

0 

0 

0 

Promoting the development of the regional economy by improving access to key 
economic drivers and improving transport efficiency; 
Protecting the environment by focusing on reducing carbon emissions and reducing 
other environmental impacts; and 
Promoting social inclusion by focusing on the most deprived areas and accessibility and 
affordability. 

However, the intention to model the above options, in pursuit of a single preferred strategy, 
offers little value and has the potential to diminish the views expressed by many. The 
‘strategic options’ being modelled are not mutually exclusive, with social inclusion and 
regional economic development closely correlated. It is felt that the ‘options’ presented 
should be adopted as underlying principles for the Regional Transport Strategy. This will 
ensure that sustainable development (which the three options combined amount to) guides 
transport planning within the Strathclyde Partnership for Transport area. 
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2.4 In addition, a number of supportive Sub Strategies were developed. These are intended to 
enhance the over-arching RTS and to contribute to the development of the strategy 
options, while allowing the principal strategy to remain succinct. These Sub Strategies are: 

Regional Freight Sub Strategy; 
Access to Healthcare Sub Strategy; 
Regional Parking Sub Strategy; 
Land Use and Regional Strategy Integration Sub Strategy; 
Smarter Choices Sub Strategy; 
Public Transport Information Sub Strategy; 
Ports, Ferries and Airports Sub Strategy; 
Subsidised Bus Sub Strategy; 
Park & Ride Sub Strategy; and 
Integrated Ticketing Sub Strategy. 

2.5 The Regional Transport Strategy document will take account of, and feed into, the 
emerging National Transport Strategy document, being prepared by the Scottish Executive. 
It will similarly relate to the council’s emerging Local Transport Strategy. 

3. Comment 

3.1 This RTS consultation document describes the optioneering and sifting approach to identify 
the strategy options, the appraisal of which will then lead on to the Regional Transport 
Strategy itself. The next stages will involve the selection of the preferred strategies for the 
region, which then require to be appraised using the Scottish Transport Appraisal Guidance 
(STAG) and then the preparation of an implementation plan describing how the strategy will 
be delivered. 

3.2 The draft RTS will be the subject of a public consultation exercise between December 2006 
and February 2007; a further report will be submitted to committee at that time, in 
connection with the council’s formal response to that document. On conclusion of that 
consultation process the feedback will be collated and comments considered by SPff. A 
final draft RTS will be prepared for approval by the RTP Board in late March 2007, ready 
for submission to the Scottish Executive by 31 March 2007. 

3.3 The Strategic Options consultation document poses a number of specific questions. The 
document and the questions have been examined by a number of departments within the 
council. The various comments have been included within Appendix 1, attached to this 
report. 

4. Links to Economic Development 

4.1 Improving regional and local transport connections can help stimulate economic growth. 
The positive contribution of an efficient transport system and effective transport 
connections is outlined within a number of national, regional and local strategies. This 
includes at the national level SMART Successful Scotland and the Framework for 
Economic Development. Changing Gear Towards 201 0, Lanarkshire’s Joint Economic 
Strategy also highlights the important contribution that transport can make to the regional 
economy, and underlines the need for a closer alignment between economic development 
and transport domains. At a local level North Lanarkshire Council’s Economic Regeneration 
Framework identifies the provision and facilitation of sustainable transport links as a 
primary objective. 
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. 5. Corporate Considerations 

5.1 The RTS will set the regional transport strategy and will guide transport policy formulation 
over the next 10-15 years. In addition, an Outline Implementation Plan (OIP) will be 
prepared to set out planned SPff investment for the first 5 to 10 years of the RTS. 

6. Sustainability Implications 

6.1 The vision for the strategy has sustainability at its core. 

7. Recommendations 

7.1 It is recommended that Committee: 
(i) 

(ii) 

approve the comments contained in Appendix 1 for submission to Strathclyde 
Partnership for Transport, immediately following the closing date of Monday 13 
November 2006; 
in particular, support the view that the ‘options’ presented should not be refined down to 
one single option, but rather all three options should be adopted as underlying principles 
for the Regional Transport Strategy. 

David M. Porch 
DIRECTOR OF PLANNING AND ENVIRONMENT 
15 November 2006 

Local Government Access to Information Act: for further information about this report, please contact 
David McDove, on 01236 616256. 
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APPENDIX 1 

Reaional Transport Strateav Consultation 
Consultation Questions and North Lanarkshire Council Response 

Question 1 - Do the options identified in this report fairly reflect the outcomes of  the 
Issues & Objectives Report. 

The three Strategic Options outlined are: 

Regional Economic Development, 
0 Carbon Emission Reduction 

Promotion of Social Inclusion 

The use of the term ‘options’ is disappointing. Officers from North Lanarkshire Council and other public 
agencies have contributed to detailed discussions throughout the development of the regional transport 
strategy, in an effort to ensure clear transport issues and objectives are set. The format of the Regional 
Transport Strategy consultations, to date, has encouraged open discussion and a frank exchange of 
views by public partners. Strathclyde Partnership for Transport are to be commended for taking such a 
structured approach throughout the consultation period. However, the intention to model the above 
options, in pursuit of a single preferred strategy, offers little value and has the potential to diminish the 
views expressed by many. The ‘strategic options’ being modelled are not mutually exclusive with social 
inclusion and regional economic development closely correlated. Any modelling results of these as two 
distinct options would therefore be questionable and potentially flawed. 

The Scottish Transport Appraisal Guidance (chapter 3) highlights some reservations with the use 
of transport models as an effective method of anticipating future transport problems and 
solutions. The STAG guidance underlines that ‘planners should not feel that the absence of a 
transport model means that they cannot make assessments of what potential problems may be’. 
It recommends alternative techniques including professional level consultation and opinion 
gathering. SPT have invested significant time and resources to gather opinion to inform the 
content and scope for the Regional Transport Strategy. The Issues & Objectives Report (July 
2006) contained a sound appraisal of regional and more localised transport issues. The three 
‘options’ outlined above encapsulate many of the issues contained within this report. There is 
therefore little to be gained from modelling or weighing-up ‘strategic options’. Instead the ‘options’ 
presented should be adopted as underlying principles for the Regional Transport Strategy. This 
will ensure that sustainable development (which the three options combined amount to) guides 
transport planning within the Strathclyde Partnership for Transport area. 

There does not appear to be any particular mention of rail travel. It would seem appropriate that 
one of the sub strategies would deal with passenger train services. There are a significant 
number of rail infrastructure projects or proposals under consideration that impact on the SPff 
area. Although many of these will primarily be considered by Transport Scotland or through 
Network Rail’s current Route Utilisation Strategy, the RTS should be a focus for highlighting the 
various infrastructure and associated facility improvements that members would wish to have 
delivered within the area. 

Question 2 - What key interventions would best support the Regional Economic 
Development Strategy? 

It is important that the Regional Transport Strategy is not too narrowly focused, in support of national 
flagship projects identified in the Scottish Executive’s recent Regeneration Statement. While the strategy 
should support these projects activity should be balanced and also directed towards commitments 
outlined within relevant structure plans. The Glasgow Clyde Valley Structure Plan identifies a number of 
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Strategic Regeneration Areas. Within North Lanarkshire this includes Motherwell, Ravenscraig, Wishaw 
and Gartcosh. The structure plan also identifies Airdrie/Coatbridge as a key local employment area. 

Within Bellshill the development of Eurocentral as a strategic business location and the extension of 
Strathclyde Business Park requires careful regional transport planning. Within Cumbernauld high 
employment rates, a redeveloped town centre and strong housing growth ha5 the potential to place 
pressure on regional connections unless improvements are carefully planned. 

The text in para 2.1.4 is a bit unclear. The document refers to improved access to Strategic 
Employment Locations but does not really make it clear what these strategic employment 
locations actually are. The Structure Plan identifies a range of economic development related 
priorities within the Plan. These may well have been identified, however, to be sure all of the 
North Lanarkshire components are noted below:- 

(a) Strategic Business Centres - including Cumbernauld and Motherwell 
(b) Strategic Industrial and Business Locations - including Cumbernauld North West, Former Lanarkshire 
EZ sites, Newhouse and Newhouse West (incl. Eurocentral), Ravenscraig, Gartcosh and Righead/ 
Bellshill/ Strathclyde Business Park. 
(c) Core Economic Development Areas - Ravenscraig/ Motherwell/ Wishaw and Airdrie North. 
(d) i) Nationally Safeguarded Single User Sites - Faskine/ Woodhall 

ii) Regionally Important - Gartcosh, Ravenscraig. 
(e) Tourism Development Areas - Campsies (potential regional park), Forth & Clyde Canal 
Corridor, Strathclyde Park and Summerlee, Coatbridge. 
(9 International Transport Facilities - Eurofreight Terminal (Mossend), Gartsherrie Container 
Terminal, including Kilgarth (Coatbridge). 

It would be useful to clarify whether the document is supporting improved access to all of the above in 
addition to those opportunities out with North Lanarkshire. 

The Regional Economic Development Option uses information from the Structure Plan but omits 
Strategic Policy 5 and its associated schedules. This is particularly important as it includes the strategic 
locations for business and industry. Furthermore, the information it does use is from the 2000 Plan. It 
would be more appropriate to use the relevant policies, priorities and schedules from the Third Alteration, 
2006, which has been submitted to the Ministers for approval. 

North Lanarkshire Council has also designated a number of Urban Expansion Areas including: Gartcosh/ 
Glenboig; south Cumbernauld; south Wishaw; north/ west Coatbridge; east Airdrie; east Motherwell 
villages. These 6 locations will meet a significant proportion of North Lanarkshire's need for new housing 
in the medium-term from 201 1 to 2018. Their housing development capacities will be determined through 
masterplanning and will be included in the Finalised North Lanarkshire Local Plan to be published in 
2007. In the meantime, the Consultation Draft North Lanarkshire Local Plan, to be published in 2006, will 
include proposed housing development sites to meet the needs in the short-term, up to 201 1. The 
growth that would take place in these areas would be consistent with the Structure'Plan Strategy. 
Transport improvements to these urban expansion areas should be outlined as key interventions within 
the Regional Transport Strategy. 

The next bullet point (in para 2.1.4) relating to improved access to key economic drivers goes further by 
actually stating what these key drivers actually are - including the airports, Hunterston, Clyde Waterfront/ 
Clyde Gateway, Glasgow City Centre, Freight Hubs and Cross boundary markets. However, The major 
omission from this list is Ravenscraig, which is one of the region's key flagship projects. The 
development of Ravenscraig offers significant regional economic development benefits, providing it is 
well connected to the wider city-regions of Glasgow and Edinburgh. The Regional Transport Strategy 
should support the Ravenscraig development and in particular the creation of a rail-station at 
Ravenscraig. 

It is also unclear what is meant by cross boundary markets; this should perhaps be expanded upon. 
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Connecting peripheral areas to key employment sites and areas of economic opportunity should be a 
key intervention within the Regional Transport Strategy. The aspiration should be for a cohesive city- 
region economy with efficient transport connections from peripheral areas to areas of opportunity. 
Particular emphasis should be placed on the Scottish Index of Multiple Deprivation to guide where 
improved connections are needed most. 

. 
There is a need to ensure that the RTS goes further than singling out Glasgow city centre as a 
priority. Town centres in general should be a key focus of investment. A number of town centres 
are identified as priorities within the Structure Plan, which is useful as a base case. However, 
North Lanarkshire Council's emerging Local Plan identifies a number of additional town centres 
that we would wish to have included as priorities for the implementation of Town Centre 
Transport Action Plans. The RTS document should reflect these wider priorities. 

The interventions suggested include the need to achieve improved connectivity by road, including 
increased connectivity to regional and sub regional centres. Clarification as to which centres are 
being referred to is required. 

Also, the Structure Plan identifies a series of Strategic Transport Corridors where priority should 
be given in Transport Strategies to the management of travel demands. There are 4 corridors 
identified that are particularly relevant to North Lanarkshire. These are:- 

a) Central Corridor: incl. Newhouse to Baillieston. 
b) Links to Central Corridor: incl. Cumbernauld to Glasgow and Motherwell-Ravenscraig-Wishaw- 
Glasgow. 
c) Circumferential Corridors: incl. Cumbernauld-Airdrie-Ravenscraig-M74 and Coatbridge- 
Bellshill-Hamilton-East Kilbride. 
d) External Links: North Lanarkshire-Lothians. 

It is not clear as to how these are being considered within the RTS; the Strategy Options 
Consultation Report only makes very generalised reference to improved road connectivity. 

It is essential that the Regional Transport Strategy does not solely consider how it can improve 
connectivity within the Strathclyde area. Businesses and consumers do not' restrict their 
movements to administrative boundaries. Some areas of North Lanarkshire are as equally close 
to West Lothian and Edinburgh than Glasgow. Improving transport connections to key 
employment areas and key markets out with the SPT corridor should therefore be a key 
intervention within the new Regional Transport Strategy. 

The Structure Plan also sets out a series of Strategic Transport Network Proposals. We would 
wish to ensure that these are reflected in the final RTS, as follows:- 

(i) Strategic Walkways/ Cycleways - National Cycle Network Route 74 Glasgow to Clyde Valley. 
(ii) Public Transport Schemes - Airdrie - Bathgate Line. 
(iii) Rail Stations - Abronhill, Mossend & Ravenscraig. 
(iv) Road Schemes - A8/ M8 Upgrade, M80 Stepps to Haggs 
(v) Committed/ Inherited schemes - Carfin - Holytown Link Road Extension 

The Strategic Regeneration Areas that are shown on the two maps (figures 3.1 and 3.2) don't 
seem to match the large list of economic development related priorities set out in the Structure 
Plan and identified above. The maps only show Airdrie and Coatbridge as Local Employment 
Opportunities; this does not appear to reflect those noted in the Structure Plan. They also show 2 
town centre renewal opportunities, Motherwell/ Wishaw, plus 5 urban renewal areas, that is 
Motherwell/ Ravenscraigl Wishawl Coatbridge South and Gartcosh. 

The maps don't appear to reflect the priorities/ terminology used within the Structure Plan. 
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. One of the variables being considered within the Regional Economic Development option is to 
reduce fares. Although attractive over the short-term, it is unlikely that such a policy would be 
sustainable. This policy also has the potential to impact on future transport investment. 

Many areas suffer from a poor, or non-existent, bus service in the evenings and at weekends. 
Emphasis should therefore be focussed on improving and extending service levels, improving 
quality and on improving journey times. The main goal is to actually have a service out with the 
weekday dayt i mes. 

II . 

It is noted in 2.1.4 that one of the strategic interventions was ‘increased parking provision, no 
tariffs’. This may require further explanation, as it conflicts with recent Planning guidance that 
promotes the limiting of parking provision in certain areas. The purposes for introducing such 
measures, and the type of locations into which they might be introduced, needs to be clarified. 
For instance, the consideration of introducing parking charges within town centres, to induce a 
turnover of spaces, has to be balanced against the economic viability of that town. There needs 
to be sufficient parking provision on the periphery of the town centre to accommodate those who 
work there, and hence require all-day parking, if more central car parks were to have parking 
charges to achieve a turnover. 

The method of enforcement of any such charging regime also requires to be considered, as this varies 
across the SPfT area. Some local authorities have decriminalised parking, whereas the bulk do not, and 
are reliant upon traffic wardens to provide the enforcement. The responsibility for enforcement also 
varies depending on whether the town centre car park is privately owned or is public. 

It is proposed that the Regional Transport Strategy will seek to encourage the use of parking 
management to reduce congestion, and the benefits of reducing peak hour commuter traffic are 
recognised. Parking, however, should also support the local economy by providing turn over of spaces 
to increase foot fall to retail based town centres. The introduction of parking management should be a 
local decision that takes into account the local economy and business confidence/ acceptance of the 
benefits of such a regime. A partnership approach with private owners of car parks will be required, as 
there is no current legislation. 

It is suggested that ‘Demand Management would be of considerable value for the regional 
economy, (measured by impact on jobs)’. It is not clear as to what Demand Management 
measures this refers to: congestion charging; road tolling; parking restraints; reallocation of road 
space; or whatever. Different measures are likely to be appropriate out with Glasgow city centre 
than for Glasgow itself. Consequently, different approaches would be required for the different 
urban areas to avoid adverse impacts on the regional economy and social inclusion. However, 
any proposed measures should not disadvantage local access/ local economies by putting too 
much priority on long-distance journeys. 

Within the Strathclyde area a diverse tourism offer is available, both urban and rural. A clear intervention 
within the Regional Transport Strategy should be to support the development of a vibrant regional 
tourism market. A ‘tourist-ticket‘ should be developed to enable tourists to travel across City Regions 
with a single ticket. The ticket should be transferable across modes and encourage greater use of public 
transport. 

Tourism is a key growth sector within the Scottish Economy which impacts on air, sea, rail, bus, taxi and 
car use. The tourist market is diverse, with a wide range of regional projects. There is a need to consult 
established networks such as Area Tourism Partnerships and Local Authority tourism projects. There is 
a need to improve the links from Glasgow and Edinburgh to the wider tourism market, both urban and 
rural. The Strategy should identify the transport actions that need to be put in place to promote this area 
of economic growth. 

Question 3 - What key interventions would best support the Carbon Emissions Reduction 
Strategy? 
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Although the intervention of targeting excessive use of cars for “school runs” is mentioned, more 
emphasis should be placed on the role of School Travel Plan Co-ordinators in tacking this issue. 
Given that the funding for School Travel Plan Co-ordinators is due to cease in spring 2008, and 
their various achievements to date may well be quickly lost if their role was not to be continued, 
there is a need to stress the importance of their role and to address the future funding of these 
posts. 

, 

As well as the investigation of alternative fuels there should be an emphasis on fuel-cell 
technology. Also, through the Executive, we should seek to promote cleaner vehicles (private 
cars and public transport) through financial incentives and promoting best practice. Increased 
resources for authorities to carry out emissions checks would improve the situation. With the 
improved technology available the Government could be lobbied to introduce engine 
management systems which switch off engines when vehicles are stationary, at junctions or in 
queues. This is especially relevant if we are to increase the number of public service vehicles on 
the road to achieve modal shift. 

It is important that areas that currently experience poor air quality through transport emissions are 
identified and mapped. This will allow resources to be allocated to ensure that reduction measures can 
be properly targeted, rather than applying ‘across the board’ targets to areas where there are no 
concerns. In this way, value for money investment is better achieved. However, managing congestion 
should only be considered when congestion is adversely affecting the economy. 

There is also a need to recognise that growth should not necessarily be restricted in regeneration 
areas, particularly where there may be significant investment specifically targeted as 
regenerating disadvantaged communities. It would be more appropriate, in these cases, to 
consider management measures only when the areas have achieved an equal economic footing. 

There is a need to carefully balance investment between areas of opportunity and areas of need. 
Many areas within the region, defined by the Scottish Index of Multiple Deprivation, are 
characterised by social and economic exclusion. Limiting traffic growth will prevent areas of 
social need being provided with infrastructure equivalent to that possibly already existing in more 
affluent areas and areas of economic prosperity. Transport has an important role to play in 
reconnecting these communities and the people who live within them to ensure that they can play 
a full and active part in a modern Scotland. 

We would support policies that reduce CO2 emissions, however it appears questionable how this 
could be measured. It is similarly not clear as to how the impact of the transport strategy on 
emissions could be measured. 

One of the strategic interventions listed is ‘support for greater walking and cycling’. While we fully 
support efforts to increase the number and length of walking and cycling trips, we would wish to 
ensure that the RTS emphasises the need for both physical infrastructure interventions and soft 
interventions in this regard. Indeed, this should be reflected back into the emerging National 
Transport Strategy (NTS); it is disappointing to note that, despite the NTS also highlighting the 
need to address this issue, major road schemes currently being promoted by the Scottish 
Executive fail to include much needed walking and cycling connections between residential areas 
and major employment areas, despite such a failing having been brought to their attention. 

Question 4 - What key interventions would best support the Social Inclusion Strategy 
Option? 

For many that are out of work, particularly if they live within deprived and remote communities, 
transport can be a barrier to participation within the labour market. A key intervention should be 
to link deprived communities (defined by the SIMD) to areas of economic opportunity. The 
Regional Transport Strategy should also prioritise effective public transport connections to further 
and higher education institutions. The Scottish Executive has created a Community Regeneration 
Fund to Close the Opportunity Gap experienced by many within disadvantaged areas. The 
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Regional Transport Strategy should contribute positively to this agenda and seek to complement 
Social Inclusion projects and services within Community Regeneration Areas (defined by the 
Scottish Index of Multiple Deprivation). The Scottish Index of Multiple Deprivation should be used 

W to guide where increased connectivity would promote social inclusion. 

The correlation between low income and poor health is well established. A key intervention and 
social inclusion priority for the Regional Transport Strategy should be to directly influence the 
establishment of efficient transport options to health services across the SPT area. This is now 
even more pertinent following NHS’s recent rationalisation proposals for health service provision 
within Lanarkshire, in particular the reduction in emergency and admission units from three to two 
acute hospitals within Lanarkshire. The removal of the emergency inpatient services from 
Monklands Hospital, in favour of Wishaw and Hairmyres hospitals, will result in a transport 
logistical barrier for those communities. Public transport travel options are very limited for the 
various communities who use Monklands, which includes areas to the north such as 
Cumbernauld and Kilsyth, who will now have to travel to Wishaw or Hairmyres hospitals. It is 
likely to result in a higher flow of patients to Glasgow. Monklands serves some of the most 
deprived communities in Scotland, with lower then average car ownership levels. This will 
increase demand on a public transport network that currently is very limited between these 
hospital areas. 

A key Social Inclusion intervention should be to influence the structure of the deregulated bus 
market, which is failing many neighbourhoods with services commonly not provided or poorly 
provided out with peak periods. Local government re-organisation, deregulation and privatisation 
of the bus industry have all played a part in the creation of a complex supply of bus routes and 
services. A common factor is that services should be commercially viable. This objective is often 
at odds with national social-inclusion policy with bus routes within many peripheral areas being 
limited. This restricts opportunities for residents of outlying estates and rural areas to participate 
in employment/ learning, and limits the accessibility of health and other public/ sporting/ cultural 
activities. This can create a cumulative effect and lead to areas becoming less attractive places 
within which to invest, live and locate a business. 

It is important that the Regional Transport Strategy considers how it can intervene and address 
market failure in the deregulated bus market. The Regional Transport Strategy should support 
the delegation of powers to local transport authorities to specify routes, timetables and fares. This 
will help ensure that services meet the diverse needs of local communities. 

There should also be consideration of how public bodies can assist the private sector in applying 
for Bus Route Development Grants (BSDG). The strategy should additionally consider: ways to 
encourage the uptake and implementation of Bus Route Development Grants; the option of bus 
franchising; an examination of the level of subsidies; and how to achieve better integration of 
community transport schemes and services and educational transport provision. 

The concentration by commercial bus companies on services within key transport corridors does 
not address the intervention of “improved public transport services”. That intervention cannot be 
met within a deregulated system without huge public subsidy, which is a matter that the RTS 
must address. 

There is a role for Demand Responsive Transport, as highlighted in the list of interventions. 
However, one of the key barriers seems to be the cost in providing a service which meets all 
users needs, e.g. time of day (early morning to late at night), covering journey to work, personnel 
business and leisure needs. The main barrier is therefore financial, however, because of 
restrictions on the areas of operation and the need to avoid competing with commercial services, 
there is possibly a need for legislative changes to remove some of these barriers. Extensive 
publicity is also required to make the service effective. 

The role that taxis can play in transport provision does not appear to have been acknowledged to 
date, and should be addressed within the RTS. In the absence of a reliable bus service, and in 
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particular in the SlMD areas where car ownership levels are typically below average, taxis form 
an important transport service to many facilities. , 

. Community/voluntary groups, particularly in rural communities, should be assisted and 
encouraged to identify gaps in transport services and work with other agencies and organisations 
to resolve the problems. Such groups often suffer from short term funding which limits their 
effectiveness. A long-term funding stream needs to be identified. 

For many that remain out of work, particularly if they live within deprived and remote communities, 
transport can be a barrier to participation within the labour market. An intervention should be identified 
that seeks to link deprived communities to economic opportunities. That would help support the national 
Closing the Opportunity Gap (CtOG) policy. 

Question 5 - Should the Regional Transport Strategy combine two or three of the strategy 
options? If so, what combination and weighting would you suggest? 

No. Some of the arguments against such an approach are detailed in the response to Question 1 
above. 

For such a large and varied geographic area, encompassing widely differing urban and rural 
communities, with a wide and diverse range of transport and travel issues, constraints and 
opportunities, it is not possible to identify one ‘Strategy’. Rather, the Regional Transport Strategy 
document needs to be a document that sets out a range of interventions that combine to deliver a 
number of related strategies. 

Although STAG is appropriate for analysing and testing a range of options in order to determine 
the most appropriate one to take forward, it is most suited to the examination of particular 
schemes or projects. There are limitations as to how far it can be applied to testing strategy 
scenarios. It should be used to test that the final strategy options chosen reflect the original vision 
and goals, rather than a way of somehow identifying and reducing all the options down to only 
one all-encompassing single strategy. 
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