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Introduction
The Transport Strategy for the Greater Dublin Area (GDA) 2016-2035 was adopted by Government
in 2016 which covers Dublin, Meath, Kildare, and Wicklow. The National Transport Authority (NTA)
has now commenced a review of the strategy. This review has been called to assess how the
current plan is being implemented and will help guide a strategy update that will set out a transport
infrastructure and service investment framework for Dublin, Meath, Kildare, and Wicklow until
2042. The Coach Tourism & Transport Council of Ireland (CTTC), who are the representative body
for Ireland's coach touring companies, and commercial bus operators, make this submission after
consulting with the membership of the organisation. All proposals contained within it are provided
with the ambition of having the industry-led voice heard during the review process.
Major projects provided for in the strategy include:
•
•
•
•
•
•

Luas Cross City
The reopening of the Phoenix Park Tunnel Rail Line
BusConnects
The on-going roll out of cycle tracks and greenways
Metrolink
DART Expansion

The CTTC is pleased to be given this opportunity to have its say on the future transport strategy for
the GDA. Our members are the leading commercial bus and coach operators which encompasses all
types of bus and coach hire and transport solutions including scheduled services, school transport,
airport transfers, and private hire to include day tours, extended touring, incentive travel, and golf
tours.
The benefits of encouraging more people from their cars and onto buses are huge for those living
and commuting in the GDA. Better provision of bus services enables increases in employment and
productivity that will benefit not just city residents and businesses but help drive the regional
economies in the counties of Meath, Kildare and Wicklow and beyond to include Wexford, Carlow,
Kilkenny, Louth, Westmeath, and Laois. Buses compliant with Euro VI supports lower transport
emissions to help counteract negative air pollution while ensuring that every member of the
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community has equal access to public services. More critically, capital outlay for buses is minimal
compared to other transport models such as trains and light rail systems.
It is undoubted that the commercial bus and coach sector are a vital part of Ireland’s transport,
tourist, and environmental management system. The sector has grown by 90% in the past 15 years,
and there are now over10,000 private buses and coaches in the country, carrying 70 million
passengers per annum. The industry employs 11,500 full-time staff across the country and invests
€80m per year in fleet renewal. The sector also generates a yearly turnover of €617m and pays over
€160m in tax each year.1

A successful public transport strategy based on partnership
In seeking to reduce the congestion of our roads over the lifetime of this strategy, the role of public
transport becomes increasingly important. Providing a feasible and real alternative to private car
travel in the Greater Dublin Area through a policy of reducing congestion, improving air quality, and
greater mobility should underpin the policy objectives of the statutory review of the Greater Dublin
Area Transport Strategy (2016-2035). The provision of successful public transport is essential for
any transport sector emission reduction strategy. It is a public good, delivering benefits for
transport efficiency, pollution reduction, the local economy and social inclusiveness. Equality of
access to employment opportunities and services, increased community cohesion and decreased
isolation for those without their own means of private transportation are significant social benefits
that public transport investment in buses can provide.
Ireland continues to have an over-reliance on private car transport and the Greater Dublin Area
continues to see congestion on a daily basis as a result of this transport bias. This situation is further
exacerbated by the fact that Dublin remains one of worst cities in world for traffic congestion - only
drivers in Bogota and Rome spent more time stuck in cars.2 Figures from Eurostat for 2016 shows
that Ireland is reliant on private vehicles as the dominant mode of transport for inland passenger
kilometres. The data shows 79.9% of all inland passenger km travelled in Ireland were by private
car. On average, some 112,512 people travel into Dublin city centre on public transport every day,
according to the National Transport Authority and Dublin City Council. Notwithstanding this, on
average some 46,388 cars cross the “Canal Cordon” between 7am and 10am every day but this
figure is not reflective of the overall car mobility in the county given the tens of thousands of others
commuting to office parks located in North and South County Dublin. While this was certainly the
case pre-pandemic, and arguably at present the trend continues with all the indicators pointing to
people reverting to their cars as a primary mode of transport because of public health concerns.
This position is corroborated by the fact that a May 2020 report of the TII demonstrated a
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For more details of our organisation, please see https://www.cttc.ie/
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continuing uptick in car transportation post the first lockdown. What is of acute concern to the
CTTC is the possibility of this continued return to increased private car use as the public adjusts to
our new normal. A recent policy report has expressed such fears (Mike Hynes and Patrick Malone,
The Utility of Public Transport in Ireland: Post COVID-19 Lockdown and Beyond, July 1, 2020).
The authors point out: “Faced with the impacts and consequences of the COVID-19 pandemic, public
transport in Ireland now faces new challenges in the immediate future in terms of reduced capacity,
social distancing rules, and a significant economic downturn. It is imperative that policy and
decision-makers take a long-term view of the utility of public transport and endeavour to safeguard
and, indeed, increase expenditure to protect a transport system that will be needed on the
resumption of full economic activity in the near future.”3
This momentum towards public transport must continue to be encouraged, and this is particularly
the case over the short-term given the current Government-backed public advice to avoid public
transport during the Covid-19 pandemic. Public transport is the way forward, and there may well be
a case to be put to Government post Covid-19 to initiate a campaign to encourage a return to bus
transport use.
Furthermore, in the aforementioned report the authors have noted that recently, car companies
have begun pitching their sales offers at commuters uncomfortable with using public transport in
the wake of the pandemic while consumers who have cancelled holidays and saved money during
the crisis are now thinking of using that money to buy a new car, according to one car
manufacturer. An online car trader’s report of 1,432 surveyed motorists suggest over 50% of those
who currently do not own a car are considering purchasing one due to the ongoing concerns over
COVID-19 (Carzone, 2020).4
To continue to make public transport such as buses an attractive and practical choice for
commuters in the Greater Dublin Area, authorities must design the service well, and overcome any
physical or other social barriers or impediments. High quality public transport services are reliable,
frequent, fast, comfortable, accessible, convenient, affordable, safe and bring essential connectivity
while helping to reduce emissions. A shift from car to bus maintains mobility of the community but
it also quickly cuts the number of vehicle journeys and harmful emissions that cars produce. Using a
crude rule of thumb that removing 10,000 people from cars onto a bus service for a 7km commute
removes 5million tonnes of carbon emissions means that travellers from the GDA and the counties
beyond that represent the key satellite commuter belts would remove over 35m tonnes of carbon
emissions in a year (based on an average 50km commute).
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Quoted from Abstract of Policy Report, Mike Hynes and Patrick Malone, The Utility of Public Transport in Ireland: Post
COVID-19 Lockdown and Beyond, July 1, 2020 available at <https://publicpolicy.ie/papers/the-utility-of-public-transportin-ireland-post-covid-19-lockdown-and-beyond/#endnote_a>
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It is also worth noting that the introduction of bus lanes and improved road share should be
prioritised over the notion of financial measures such as congestion charges, parking fees or
taxation measures for employers providing parking. Making public transport more efficient rather
than much cheaper is a fairer and more equitable approach to wider society’s approach to
transport. Increased charges gentrify commuting by car, those better off can best afford to pay
fees while others are forced to use public transport. There are many examples of failures of such
measures. A good one is where Athens attempted to reduce the number of private cars by only
allowing cars with odd and even numbers access to the city every second day. The logic being that
half of all cars could only enter the city on any given day. What happened is that the better off
purchased a second car so that they could still drive every day, while the less well off were forced to
use public transport. An attempt to accelerate the greater use of public transport, cycle lanes and
walking, authorities greatly reduced lanes for motorists. However, with no restrictions enforced by
local police, regular traffic squeezed into far fewer lanes than before, resulting in chaos. After a
public outcry, the city backtracked and began to reopen some lanes to cars on July 27th last.5 The
lack of proper consultation and deliberation with the various actors should act as a suitable warning
to those over-eager in implementing transport strategies not fully thought through and where
thorough planning, transparency and alliance-building with stakeholders was overlooked for
expediency.
Some 1,904,806 people live in the Greater Dublin Area, a region comprising Dublin and the counties
of Meath, Kildare and Wicklow. This figure is set to grow to 2.2 million by 2031. The Greater Dublin
Area accounts for 40% of the population of the State. It is very clear from the anticipated
population increases that a viable and expanded bus transport system in partnership with the
commercial bus sector is needed to address the needs of those living and working in the region.
Increased passenger numbers will only be sustainable through an expansion of bus routes, an
increase in the frequency of services and strategic investment in the bus fleet.
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See Yannis Orestis Papadimitriou, ‘Did Athens’ ‘Great Walk’ Stumble?’ October 14th 2020 available at
<https://www.bloomberg.com/news/articles/2020-10-14/athens-tried-to-go-car-free-but-traffic-returned>
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Building Attractive Bus Routes
By clearly laying out a programme of intended future transit investments, the CTTC believes that
the NTA can build the necessary transport coalitions behind projects, coordinate with the multiple
parties involved in planning and delivering them, and make it easier to secure financing from both
government and or private sources.
The CTTC believes the expansions and improvement of existing Core Regional Bus Networks and
regional bus corridors forming part of the Core Bus Network in the GDA can be enhanced by:
•

Optimising bus routes and developing a series of dedicated quality bus corridors (QBC) to
confine lanes for the exclusive use of bus transport providers which should be extended to
the main arterial routes. Such developments would represent a significant step in ensuring
appropriate public transport infrastructure across the GDA with an eye to the future
demographic changes expected in satellite towns and therefore would be appropriate
future planning for potential demand;

•

The CTTC believes that providing high frequency, reliable bus services is key to capturing an
increased commuter share over the lifetime of the transport strategy. To facilitate this, the
CTTC recommends the development of an extensive network of QBC’s along with the Core
and Regional Bus routes in order to increase the attractiveness of this form of
transportation to commuters. This would be of particular benefit to communities living in
the counties of Meath, Kildare and Wicklow and beyond to include counties such as
Wexford, Kilkenny, Laois, Carlow, Louth, and Westmeath given the sizeable commuting
population and the expected demographic growth in the coming years. While, the CTTC
acknowledges that planning, consultation and development is required for the purposes of
pursuing QBC objectives we respectfully submit that interim measures should be explored in
consultation with our operators at readily identifiable pinch-points already identified.

•

Passenger Experience: Building regular bus stops for easy access is also key to commuter
take-up. In Barcelona, for example, the maximum distance between transit stops in the new
bus network is 350m. In Seattle, the bus network upgrade plan will increase the percentage
of households within 800m of frequent transit routes from 43% in 2015, to 73% by 2040.
Furthermore, the digitisation of bus routes and timetables is crucial to the success of an
effective strategy and represents the increasing connectedness of our passengers who
demand information in a timely manner. Therefore it is the CTTC’s contention that the
development of an mobile application in consultation with key stakeholders would
represent a giant step forward in the encouragement of public transport usage.
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Quality Bus Corridor Network
Research by the data company Inrix suggests that, in 2019, Dublin was the 14th most
congested city worldwide. It was third out of 200 in terms of the most time commuters spent
in their cars, with the average Dublin commuter spending 250 hours per year in their car.
When road traffic volumes rise the level of congestion increases, as does the level of
harmful emissions and journey times. Drivers in the capital travelled at an average speed of just 9.6
kilometres per hour at peak times.6 While the adverse impacts are obvious from a transportation
and environmental perspective there are the hidden impingements on a macro-level such as the
associated cost to the Exchequer which was estimated in previous studies to be €650m (2018).
There are also considerations around lost productivity which has a corresponding, knock-on impact
in national competitiveness – one of the key cornerstones dictating foreign direct investment.
The corollary of this is that if actions are taken to reduce car traffic, then there will be a decrease in
emissions, journey time and congestion. Such actions could include express lanes for buses on
motorways, QBCs stretching to arterial routes of the GDA, increased inner-city bus lanes, bus
prioritisation facilities, or other measures which would cause a shift from car to bus.
The Development of Quality Bus Corridor networks between satellite towns and Dublin is a key
strategic objective of CTTC, as such corridors ensure reduced travel time, reduced congestion by
removing cars and reduced emissions because of a modal shift over time in commuter behaviour.
This model shift must be maintained.
In that regard, the CTTC supports the current Transport Strategy for the Greater Dublin Area 2016 –
2035 in its support of developing and maintaining Core Bus and Regional Networks giving “as far as
practicable, continuous priority for bus movement on the portions of the Core Bus Network within
the Metropolitan Area.” (Report, Page 72). The strategy acknowledges faster bus journeys means
that more people can be moved with the same level of vehicle and driver resources.
Reallocating road space to public transport infrastructure, such as dedicated bus lanes, to ensure a
frequent and reliable service (arriving at least every 15 minutes on main routes) must remain at the
heart of the GDA transport strategy. The CTTC also believes there is a need for the expansion of
routes in and out of Dublin to include, once the pandemic is over, an examination of expanding 24
hour services already provided by commercial operators from Meath, Kildare and Wicklow but also
understanding the existing demand in Wexford, Laois, Kilkenny, Carlow, Westmeath, and Louth.
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See Irish Times Report here of the study - < https://www.irishtimes.com/news/ireland/irish-news/dublin-one-of-worstcities-in-world-for-traffic-congestion-1.3791651>
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One of the key advantages of constructing and increasing dedicated bus lanes for the Greater
Dublin Area is that they can usually be implemented relatively quickly and cheaply, compared to
other forms of taxpayer investment in mass transportation such as light rail networks. Reallocating
road space for bus lanes means frequent and reliable servicing of such routes, and any increased
demand can be met with increased capacity without impacting on service times. Most cities’ streets
are designed for private vehicles first. This spatial bias towards private vehicles must continue to be
rebalanced towards public transport and dedicated bus corridors which are able to deliver reliable,
high frequency services that are necessary to create a viable alternative.
Reclaiming road space for public transport can be quick, low-cost and incrementally implemented,
but must be part of a long-term, holistic process. The Bus Connects policy of the National Transport
Authority (NTA) seeks to create 230km of dedicated bus lanes along 16 bus corridors in and out of
Dublin city. The investment is only a fraction of what is being put into other major transport
initiatives such as the Luas and Metrolink projects.7 The CTTC is of the view that an incremental
increase in bus lanes in line with best practice internationally is required. If designed well,
dedicated lanes can be successful on roads of all shapes and sizes, from regional/national routes to
city streets.8
As part of any strategy towards reclaiming road space for public transport, any review of the
current transport strategy must also look towards improving bus shelters where warranted so as to
improve the overall customer experience. For commuters, an ideal shelter is one that allows
visibility and easy access to the bus, is comfortable and convenient, provides clear information, and
is safe from a public health and crime perspective.9 Continued, real-time route information is also
key and as previously mentioned enhanced communication of service availability through
digitisation of timetables and routes to passengers is key.
However, in relation to facilities, it must be stated that the NTA needs to address, as a matter of
some priority, private operator access to national bus stations. Bus Éireann stations were all
upgraded over the years under the NDP, using state aid. The fact that these are still not available to
all bus operators on a fair and equal basis is a clear breach of EU Competition & State Aid rules
(EU/Competition/article 87 of the EC treaty - Ex article 92) and cannot be justified reasons of
general economic development. In this regard, a full review by the NTA of Irish public transport
rules is required.
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David O’Connor, Assistant Head of School in Environment and Planning at TU Dublin has noted the positive benefits of
bus corridors here - 'Not just for commuters, for everybody': Should Ireland start over with its public transport system?
August 28th, 2019, the Journal.ie < https://www.thejournal.ie/public-transport-ireland-3-4783748-Aug2019/>
8
See, for example, Best Practices in Rapid Transit System Design, A Rapid Transit System design guide for residents,
advocates, and policymakers in Montgomery County, MD, USA, available here < https://www.smartergrowth.net/wpcontent/uploads/2015/08/2015-BRT-best-practices-guide.pdf>
9
For an excellent account on best practice for creating bus shelters see, for example, this account by Projects for Public
Spaces exploration of the topic available at < https://www.pps.org/article/busshelters>
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Expansion of Public Transport
It is clear from the above points made, that a coherent policy of expanding public transport in the
Greater Dublin Area is needed that will meet the needs of commuters in the coming decades. The
NTA needs to work closer with the CTTC and other service providers in the development and
expansion of public transport.
Other cities have set out ambitious strategies for greater public transport use. As mentioned earlier
in this submission, the percentage of daily commuters going into Dublin City currently using public
transport needs to increase. In London, for example, some 27 million trips are made every day, and
the figure is expected to grow to 33 million by 2041. Currently just over half of those trips are made
by public transport, cycling or on foot. A new long-term strategy for London’s transport aims to
increase that number to 80% by 2041.10
The bus network consists of hundreds of bus routes covering the Greater Dublin Area. The CTTC
believes that the network should be doubled over the lifetime of this plan in order to increase the
public’s use of buses and increase the number of commuters using public transport to at least 60
per cent by 2035.

Accessible Vehicles
Due to the ageing population in developed countries, including Ireland, the use of buses and
coaches is constantly gaining in importance. However, recognising the nuances of the commercial
bus sector in a market of the scale of Ireland is crucial especially given the need for the interchangeability of buses to facilitate the diversity of service offering. This being particularly true in
rural areas.
The CTTC fully supports the NTA strategy that all commercial bus services operating regional-to-city
routes and commuters services will be fully wheelchair accessible by 2032. The focus of the CTTC is
to ensure that a higher quality of service is offered to the public but it urges the NTA to recognise
the innate challenges confronting the commercial bus sector in ensuring alignment with the
agency’s objectives. For instance, the suitability of low-floor buses and wheelchair lifts on interurban and long haul bus routes is questionable. This is particularly the case wherein some of our
operators provide long-haul services of which the carrying of luggage is an essential part of the
service they offer. Acknowledging and reflecting these realities with any such accessibility plans is
key.
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The Mayor's Transport Strategy available at < https://tfl.gov.uk/corporate/about-tfl/the-mayors-transportstrategy#:~:text=The%20MaWORKS IN AN
yor's%20Transport%20Strategy%20sets,cycle%20and%20use%20public%20transport.>
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In the absence of any legislative requirement to provide low-floor buses, the industry remains
amenable to any proposals forthcoming from the NTA as to how these challenges can be overcome.
As the leading industry representative body, the CTTC welcomes further collaboration in reaching a
consensus. Meanwhile all our operators remain committed to ensuring that all disabled passengers
can be accommodated on our services. However, the following points need to be considered
further;
•

•
•

•

Information on bus routes which are served by a mixture of low-floor buses and non-lowfloor buses should be made available at bus stops, online, in service centres, etc., by
indicating the schedules for low-floor buses. This is an objective that has worked very well
for other transport providers such as Irish Rail and in Hamilton, Ontario, Canada, for
example, where the city council publishes bus schedules for all its routes, indicating whether
a low-floor bus serves the route at a certain departure time.11 Such simple moves allows
people with reduced mobility to make their travel arrangements efficiently, in advance.
The maintenance costs and the potential for the industry to be exposed to litigation as a
result of wheel-chair accessible lifts needs to be fully considered.
Replicating the tax refund provided to taxi operators for the purposes of making their cars
accessible for usage by relevant passengers is an objective worth exploring further in
conjunction with the CTTC. The CTTC believes that the type of accessible vehicles needs to
be agreed with operators and financial supports given to acquire same in the form of
subsidies from the NTA.
Should the NTA move to seek early implementation of their strategy to include wheel-chair
lifts then the exploration of other income streams must be developed particularly in light of
the fact the industry’s fares represent the lowest across the EU.

The CTTC would also encourage the NTA not to view solutions to accessibility as a ‘one size fits all’
target. Consideration must be given for the need for buses to be interchangeable in the commercial
sector – be it coaches for tourism, private hire, school transport, scheduled services etc – low floor
buses do not allow operators pick up tours. There is a particular need to have this flexibility because
of the size of the market and the CTTC calls on the NTA to reflect this in its future policy decisions in
this area. Accordingly the CTTC suggests an agreed time-frame is adopted in collaboration with the
representative body for the purposes of satisfying any accessibility policy objectives. Furthermore,
careful consideration must be given to how such implementation would impact upon the value of
our members’ existing fleets. It must also be acknowledged that this would pile even more
downward pressure on operators pm top of the effects of Covid and the NTA must take cognisance
of this.
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For a more in-depth discussion on the topic see best practice guidelines by Smart Move and how they are implemented
here < http://www.busandcoach.travel/en/about_the_campaign/>
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Low Emission Strategy
It must be acknowledged that well before the sustainability agenda became a national imperative
efforts to reduce emissions were well under way. Ever since the introduction of Euro III buses, the
industry has seen a steady increase in emission reductions with Euro VI buses now demonstrating
positive environmental credentials as they emit carbon on the same level as the average car.
Transitioning to a full electric bus fleet is an ambitious plan that requires a rethink of the bus
system. The following represent some observations of same;
•
•

•

•
•
•

•

•

The lack of electric-focused infrastructure is a concern and makes the prospect of a
widespread shift to electric buses implausible in the short to medium term.
For such a plan to be successful it must be commercially sensible for CTTC members to
invest in as a concept which would include consideration of some of the most fundamental
aspects of bus operations from range, fleet, charging stations etc.
Any investment expected of CTTC members would lead to a correlating increase in
passenger fees to reflect the cost of capital outlay for electric buses which currently stands
at approximately twice the level of regular Euro VI buses.
While electric buses are an attractive option for the Greater Dublin Area the reality is interurban services are not viable based on the available technology.
Manufacturers are still unable to produce supply at scale.
Successive report have demonstrated that the difference in emissions from Euro VI buses
and electric buses are negligible. Therefore, the CTTC proposes that as technology continues
to evolve that further exploration of the viability of fleet conversion is considered in the
medium term.
The future role of hydrogen buses in transitioning to net-zero transportation. Hydrogenfueled buses are typically lighter, making this technology especially well-suited for the GDA
transport strategy needs but again the CTTC reiterates the emission reduction made
possible by Euro VI buses before any such moves are made.
With a view to looking at international best practice it is worth exploring further the
possibilities of designating areas, zero emission zones. This was successfully trialed and
implemented in London and some knowledge and lived experience sharing between us and
our British compatriots would be a worthwhile endeavour.

Notwithstanding the foregoing, with over half of the current private bus fleet of CTTC members less
than 5 years old, it is clear that the organisation is demonstrating its support of the ‘greening’ of
transport but the NTA needs to thoroughly plan the shift and pilot such programmes in a way that
ensures success. On the whole, the CTTC welcomes continued discussion and investigation of new
modes of ‘greener’ bus transport. The CTTC is of the view that our low emissions strategy of our
members also reflects national policies on sustainability as set out in climate action and low carbon
legislation, and in climate action plans.
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Street Parking
Street parking needs to be enhanced but particularly to facilitate the growth and development of
tourism in Dublin. Complimentary bus parking facilities on the streets of towns and cities can help
generate income indirectly for local authorities (commercial rates) as passenger footfall bring huge
benefits to private businesses in the GDA region. The revival of the city centre and town centres in
the GDA will be essential to the fiscal well-being of the country post-Covid19. Therefore, it is the
view of the CTTC that there is further potential to provide street parking in the GDA and this should
be explored in the transport strategy review. An off-street parking policy should recognise the role
that CTTC members create through economic, tourism and recreational benefits accruing to the
GDA from such developments.

Separation of Cycle and Bus Lanes
It is the strong view of the CTTC that separation of cycle and bus lanes needs to be extended to
improve safety. Buses and cyclists cannot safely co-exist and the attempt to do so creates safety
hazards. Therefore, it is preferable for both modes of transport to have separate lanes. Bus and
Luas routes, as well as walking and cycling infrastructure, can be planned to intersect each other at
journey-end point, so that passengers can easily move from one mode to another to complete their
journeys. However, bus and cycle lanes should be separated to improve and maintain safety of their
respective journeys. In the Netherlands, for example, the use of joint bus and cycle lanes are
discouraged as authorities believe they would violate the principle of homogeneity and put road
users of very different masses and speed behaviour into the same lane.12
Across many Brazilian cities, only 2-4% of the road network gives priority to buses. This forces buses
to share road space with other traffic, resulting in slow, unreliable, and uncomfortable services. In
2018, the city of Fortaleza tackled this imbalance by investing in 108km of dedicated bus lanes that
allow buses to bypass congestion, improving bus terminals and introducing an integrated fare for
the entire transit system. Alongside investment in the bus system, Fortaleza delivered 225km of
cycle lanes, integrated cycle-share systems with public transport, reduced the speed limit,
narrowed roads for cars, raised pedestrian crossings and redesigned intersections in favour of
cyclists and pedestrians.13 In 2018, Fortaleza reached a goal of 108 km of dedicated bus lanes,
which include refurbished bus terminals and a fare-integrated transport system.
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See Sustainable Safety policy outline here - https://bicycledutch.wordpress.com/2012/01/02/sustainable-safety/
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New technologies and apps
As mentioned already in this report, the CTTC supports the greater and widespread use of new
technologies, such as smartphone applications, to make their services easier to use and the CTTC
encourages the NTA to continue exploring their vast potential. Smartphone apps improve access to
information pertaining to timetables, accessibility services for passengers while data collection,
user perception of the service and the reduction of operational costs is a key benefit for other
stakeholders.
Furthermore, parking for buses along the streets of the GDA could be booked through the
utilisation of a smartphone application and could help identify free spaces for drivers on their
journeys. This georeferenced data can then be used by the city to design and prioritise
interventions to improve the bus services system.14 The NTA can partner with commercial bus
operators and other interested parties to develop these services across the GDA.
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Transformative Urban Mobility Initiative (no date) Innovative mobility ideas can win up to 200k for realization at
<https://www.transformative-mobility.org/campaigns/2nd-global-urban-mobility-challenge#inspiration>
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Conclusion
Amid concerns of a drift towards private transport alternatives post Covid-19 pandemic, it is
imperative that the thrust towards greater use of public transport is maintained as part of the GDA
transport strategy to 2035. With our members continuing to invest circa €80 million in fleet and
technology on an annual basis, national investment in the sector must equally be maintained and
increased in the coming decades as society seeks to reduce our dependence on cars in our cities
and towns. A recent study noted that it is crucial that public transport in Ireland is protected and
supported from the economic after-effects of the COVID-19 pandemic and that we view the value
and utility of such a service as positively contributing to the long-term sustainability goals of the
country.15 Continued capital investment in public transport is required to facilitate a modal shift
towards environmentally sustainable and reliable forms of transport post the Covid 19 era and, this
regard, the CTTC is ready to meet the challenges with Government support in the decades to come.
Prioritising bus services over private cars impacts and ultimately benefits all on an equal and
sustainable basis. Capital outlay is minimal and the benefits to society are many. A study done by
the city of Copenhagen linked a healthier lifestyle with a lower mortality rate, a happier disposition,
and more productivity at work with an increase in public transport. Younger generations prefer
walkable communities over sprawl, and aim to live around a range of shops, restaurants, libraries,
parks, and a mix of housing styles such as apartments and houses. In addition, tens of thousands of
non-drivers, such as children and young adults, remain stuck in motor car dominated suburban
locations where they must depend on others for lifts. The GDA transport strategy must continue to
expand its orbital routes, reaching out into the suburbs and establishing new routes in the
commuter counties of Meath, Kildare and Wicklow. Better bus services also ease the congestion
that slows down commutes and shrinks labour markets, hurting the poor most.
CTTC is committed to working with the NTA and other Government bodies to channel the public's
sense of urgency that public transit is a national priority into a range of positive actions over the
lifetime of this transport strategy.
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