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Observation on a
Planning Appeal: Form.

Your details

1. Observer’s details (person making the observation)

If you are making the observation, write your full name and address.

If you are an agent completing the observation for someone else, write the
observer’s details:

Your full details:

(a) Name Stephen Smyth

Newpark, The Ward, Co. Dublin, D11EF2R(b) Address

Agent’s details
2 Agent’s details

If you are an agent and are acting for someone else on this observation, please

also write your details below.

If you are not using an agent, please write “Not applicable” below.

(a) Agent’s name Not applicable

Not applicable(b) Agent’s address

Observation on a Planning Appeal:
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Postal address for letters

3. During the appeal process we will post information and items to you or to

your agent. For this observation, who should we write to? (Please tick v

one box only.)

You (the observer) at the 7
address in Part 1 i

The agent at the address
in Part 2

n

Details about the proposed development

4. Please provide details about the appeal you wish to make an observation

on. If you want, you can include a copy of the planning authority’s decision

as the observation details.

(a) Planning authority

(for example: Ballytown City Council)

Fingal County Council

(b) An Bord Pleanala appeal case number (if available)

(for example: ABP-300000-19)

PL06F.314485

(c) Planning authority register reference number

(for example: 18/0123)

F20A/0668

(d) Location of proposed development

(for example: 1 Main Street, Baile Fearainn, Co Abhaile)

Dublin Airport, Co Dublin

Observation on a Planning Appeal:
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Observation details

5. Please describe the grounds of your observation (planning reasons and

arguments). You can type or write them in the space below or you can

attach them separately.

We support the current appeals lodged with An Bord Pleanala and wish

to add the following comments listed below

Observation on a Planning Appeal:
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1.0 HEALTH IMPACTS OF THE PROPOSAL ARE NOT ADEQUATELY
ADDRESSED

When the North Runway was assessed by An Bord Pleanala in 2007 it
concluded that the noise and associated health impact of night-time flights was
too significant to allow unrestricted airport operations at night. In the intervening
years further evidence of the health impacts of night-time noise exposure has
been developed. Not least the 2009 WHO Night Noise Guidelines for Europe
https://www.euro.who.int/ data/assets/pdf file/0017/43316/E92845.pdf and the
2018 WHO European Noise Guidelines for the European Region
https://www.who.int/europe/publications/i/item/9789289053563 .

Additional research by Basner et al and others 1 has also developed strong links
between aircraft noise and health.

These and other studies have shown clear exposure response relationships
between the maximum level of individual noise events and impacts during
sleep. Therefore, when assessing the impact of noise on sleep it is necessary
to consider the noise from individual events such as LAFm„ and SEL, as well as
the overall average noise level such as L„ight.

The EIAR fails to fully assess the severe health impacts the proposed
development will have on dwellings nearby and in particular does not assess
impacts on sleep as a result of the individual noise events as discussed above.
Instead, Chapters 7 and 13 of the EIAR only use average noise descriptors
such as Ld,. and L„ight to assess population exposure response to noise. This
approach is inadequate and fails to consider the impact as a result of maximum
noise levels experienced by dwellings nearby.

The LA,q,T metric which Ld,. and L„ight are based on is an average which
aggregates the number of noise events and their duration over a time period. It
is insensitive to changes in these factors, for example flight numbers need to
double for a 3dB increase in average noise levels to be determined. However,
people do not hear noise as an average and instead the perception of noise
impact is more related to the intensity of the noise and the duration of the event.
Further evidence of the maximum noise levels experienced by dwellings since
the opening of the North Runway is presented in Section 5.0 of this document.

Basner M, MClller U, Elmenhorst EM. Single and combined effects of air, road, and rail traffic noise on
sleep and recuperation. Sleep 2011; 34: 11–23;
Basner M, M Oller U, Griefahn B. Practical guidance for risk assessment of traffic noise effects on sleep.
Appl Acoust 2010; 71 : 518–22;
Basner M. Nocturn aI aircraft noise increases objectively assessed daytime sleepiness. Somnologie
2008: 12: 110–17;
Imenhorst EM, El menhorst D, Wenzel J, et al. Effects of nocturnal aircraft noise on cognitive
performance in the following morning: dose- Jarup L, Babisch W, Houthuijs D, et al, and the HYENA
study team.
Hypertension and exposure to noise near airports: the HYENA study. Environ Health Perspect 2008;
116: 329–33. Response relationships in laboratory and field. Int Arch Occup Environ Health 2010; 83:
743–51
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I would direct An Bord Pleanala to recent UK developments such as the HS2
rail project and the expansion of Bristol Airport. The HS2 project adopted the
following criteria for Lowest Observable Adverse Effect Level (LOAEL) and
Significant Observed Adverse Effect Level (SOAEL).

Table I . Noise efFect levels for permanent residential buildings

Lowest Observed

Adverse Effect Level

(dB)

Significant Observed
Adverse EFfect Level

(dB)

Day (o7oo - 23oo)

Night (23oo - o7ao)

Night (z3oo - o700) 60 LpHwb,

(at the fHade, from any

nightly noise event)

80 LWMn

(at the fHade, from more

than 20 nightly train

passbys), or

85 LWua
(at the fagade, from 20 or

fewer nightly train

passbys)

Table 2 . Noise impact levels for noise sensitive non.residential buildings and external amenity spaces

Night

23ooo7oo

Large and small auditoria; concert halls; sound

recording & broadcast studios; and theatres

60 dB LpAFU„ or

so dB LM,q ah,

60 dB Lp,m„ or

so dB LpA,q 81,

Places of meeting for religious worship; courts;
cinemas; lecture theatres; museums; and small
auditoria or halls

so dB LM,q ,6h,

Schools; colleges; hospitals; hotels; and libraries SO dB LpAeqt6hr

55 dB Lp,qa,Offices and external amenity spaces

https://assets.publishinq .service.gov. uk/government/uploads/system/uploads/
attachment data/file/672395/E20 - Control of Airborne Noise v1.5.pdf

The planning decision to grant permission for HS2 specifies in the register of
undertakings and assurances that the developer is to take all reasonable steps
to ensure that the LOAEL values listed above are not exceeded.

https://view.officeapps. live.com/op/view.aspx?src=httPs%3A'7,2F%2Fassets.p
ublishinq.service.gov. uk%2Fqovernment%2Fuploads%2Fsystem%2Fuploads
%2Fattachment data%2Ffile%2F1076072%2FPhase 1 Register of Underta
kings and Assurances v.1.8.15.xlsx&wdOriqin=BROWSELINK

Observation on a Planning Appeal:
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For the Bristol Airport expansion project the following criteria were adopted in
the appeal decision to grant permission.

https://qat04-live-1 517c8azk186c41 609369c68f30c8-aa81074.divio-
media.org/filer public/b2/09/b20947a3-b2e9-467a-b3fd-
90a7e438c112/appeal decision 3259234.pdf

I
16h

I

La„bah

55dB (S:©!AEL'

ma

l+Smax

md
8QdB
md

SEL

mm(ImRI
S

69dB (UAEL

It is perhaps worth noting that the noise consultant for Bristol Airport is also
Bikerdale AIIen Partners who are the consultants for DAA. However, they do
not propose the same criteria at Dublin Airport.

For both projects it was found that the Environmental Statements initially
submitted to the planning authorities were inadequate as they did not assess
the potential health impacts of individual noise events using LAFm,* or SEL
parameters.

I ask An Bord Plean61a to investigate if the EIAR submitted by DAA is in fact
adequate in terms of the assessment it has conducted on the negative health
impacts of the North Runway. I can attest from direct experience since the
runway was opened that the noise levels from individual flights are excessively
loud and the thought of having such high noise levels during the night at my
house is frankly appalling. I invite any inspectors from An Bord Pleanala or any
technical experts they may consult with to visit my house and experience for
themselves the noise levels being generated.

It will not need any expertise in noise or medical training to understand how the
operation of the North Runway at night will have significant health impacts on
my family.

2.0 FLIGHT PATHS

The flight paths taken by aircraft arriving and departing Dublin Airport are clearly
a major input into the impact assessments. However, as you will see in the
following sections there are very significant differences between the flight paths
assessed in the original North Runway application that was granted permission
in 2007, what the DAA ask for in the current application and what they are
actually doing since the North Runway opened. In summary the following table
describes the basic flight paths for westerly departures from the North Runway
in each of these cases.

Observation on a Planning Appeal:
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North Runway 2007 Granted Permission
Fljght Path Description
Category A & B (i.e. propellor and small jets)
departures fly straight out until 750ft is reached before
turning.

Category C & D (i.e. jets) departures fly straight out for
5nm or until 3000ft is reached before tum
Category A & B (i.e. propellor and small jets)
departures fly straight out until 750ft is reached before
turning

Relevant Action El AR – Current Application

Category C & D (i.e. jets) departures fly straight out for
1.18nm before diverging north by 30-degrees or 75-
dea
Aircraft of any category turn immediately on takeoff
once 650ft altitude is reached diverging north by 30

es or 75-degrees

Actual Operations since North Runway
Opened in August 2022

The following sections discuss in more detail the flight paths for each scenario
in this table.

2.1 2007 North Runway Flight Paths

In 2007 the North Runway application presented all impacts on the basis of
flights that were straight out from the runway for at least 5 nautical miles or until
the aircraft reached 3,000ft.

This is what was granted permission by An Bord Pleanala and is also what
formed the basis of the noise insulation contours produced by DAA in
compliance submissions to Fingal Co Co.

2.2 EIAR Flight Paths

In the current application the DAA are changing the flight paths for departures.
This change of flight path cannot be underestimated for the people living under
the proposed flight path. The DAA’s application does not appropriately assess
the environmental or health impacts of changing the flight path in isolation.

The issue of divergent flight paths is only briefly discussed in the EIAR. In
summary DAA describe the proposed flight paths for the North Runway as
follows:

Observation on a Planning Appeal:
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/

AcyalpbdNF#thrNcxft Tty8+#tr8w•y Bene F4•lnudrd FUn (HIs) uEnwuvnu4d Curdrm (ECU ud Tnak M - Halts b a
RIgIWW n+lbtus8by mIng &eraRnaV&anbtrRopKeu. w+wepa8slhbe UirrucHrxlnfe#lUFwn• by IAb

AIM.alnuaRUlgc#tcm tXA#n4hrta8MbtrR=ncacNf#t8Torrvuru•lmtndH#tsn©
b8wIHmBBHcfbunO#8u.r#taBpars&ie AnNPRl8•Baerecur+k#(18bkxtrebUddB
wghdpaHnt)8rdaieraR Uw &xmUR#utlbrdi8drHDy in ANSPa#)BW Bhull=b3acm4u
qplcrrBy d3.(XX)hHlaH4txhaxMltrnnseakn A#a3RenDbngbBuH#ta#tkbraeBpnoa++act TIle

onlur•d drHtn WIt luBh NPR b s&#li ad ul fte S<xiII Rr#way anI pdFs d X}4elgran ul

dH

Doartb©n{C&BuAQaBan OwI G©rBrd

AEcau
+10

ErlvRunb•r&dblOHA•B•8Banf4Real
W 4 &nlreuHndABnrunu

R8gulaIM Souu
HI
As+es•mmI
U:nun X)

H&nun O•+alplim nene III U+nun h Pbc+ New
Han h tn 20as7• SUBurB h
20187

R•+•vaN
Aathn

ndelgmnkXheNt#6 Runaytwwn&rdyRnzwIMWotXar#uSa4h Rumgay aUaclwggaHfr cflS

IBelIBOSaw

This very brief entry states that westerly departures for the North Runway will
operate divergent flight paths of 30-degrees and 75-degrees while easterly
departures will diverge 15-degrees.

This is a very significant difference to what was originally granted permission
and the DAA’s application documents do not make clear statements of this
change. Therefore, many families will be unaware of the fact that the flight paths
are different to what they may have expected based on all information provided
in 2007 and subsequently in noise insulation contour information. Figure 1
taken from the compliance submission from DAA to Fingal for Condition 7
demonstrates that the flight paths used for the generation of the noise insulation
contours are based on departures flying straight out. Divergence does not occur
until flights cross the R135 regional road approximately 3.6km from the end of
the North Runway following a similar approach to how the South Runway has
historically operated .
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became operational. A reasonable argument could be made that the current
Northern Runway operations are not in compliance with the intent of Conditions
6 and 7 of the original grant of permission.

Furthermore, the Do Nothing scenario presented in the EIAR is inaccurate as it
is not representative of the permitted situation as assessed with straight out
flight paths in 2007. In addition to this the DAA have failed to assess the noise
impact of changing the flight path both during daytime operations and night-
time operations. In fact, DAA have failed to assess the real flight paths they are
operating since the North Runway became operational. Noise impact
assessments are not accurate as they are based on a fictional flight path that
does not exist in practice.

The DAA have claimed that their application is only to change Conditions 3(d)
and 5 and nothing else. However, changing the flight paths changes the
impacts across the entire day and this has not been assessed on its own. An
Bord Pleanala should refuse the current application on the basis that the
environmental assessment is incomplete.

2.2.1 EIAR Noise Assessment Flight Paths

To determine the noise impact of North Runway operations a model was
developed, and a key input are the flight paths being taken. Appendix 13B
details the assumptions used as follows,

138.3.42 A set d departure routes from the Nuth Runway was thul developed that repIIcated the alnent routes
as closely as p©s9kie, while allowing for thwe inItial turns. The result is rwtu with an ewly tum to ttn
north. When heading east aH at the routes tum 15' at 1.06nm from the end of the runway. When he8dblg
to the west the routes to DEXEN, INKUFt, NEPOD. PELIG arxJ SUROX tum 30'. while those to ABBEY
and ROTEV turn 75'. aU at 1.1&Im from the end of the runway_

These flight paths are illustrated in Figure 13B-3 of the EIAR appendix 13B is
reproduced here in Figure 2. 1 also refer An Bord Plean61a to Section 2.3 of this
report which discusses the difference between what the EIAFR proposes and the
actual flight paths being flown.

Observation on a Planning Appeal:
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Figure 2 EIAR Noise Model Flight Paths

2.2.2 EIAR Crash Risk Assessment Flight Paths

Chapter 8 of the EIAR deals with Major Accidents and Disasters, essentially
presenting risk contours of unacceptable risks to individuals or society as a
result of an accident. In the case of an airport operation the risk of aircraft
crashes is one of the items examined. In order to assess this risk the authors
prepared a model which is described in detail in Appendix 8A. Inputs to the
model include the flight paths to be taken and Section A8.2.6 states,

A8.2.12 in order toensue an 8deqtnte lateral sepn8hm betwnn 8iraaft using the Southern Runway and those
using tIn North Runway. proposed future NuOem Runway departure twIn fu lner 8iruaft within
PANSOPS Categans C and D include a oouse divetgenm of at least 15' to the ncxth, gladly after

A84

ClassIfIcatIon. Ctass 1 - General

takeoff at 1.06 and 1.18 ruutlc81 miles for easterly and westerly take{fIs. respective+y. Owing
departures fran tIe Nathern Runway. Cdegay A and B aiuaft are ex;ndad to execrRe an earIIer hIm

and leave the extended runway anbelhe to the ncxth shortly after the end of the runway

Observation on a Planning Appeal:
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This description is clearly at odds to the flight paths described in other areas of
the DAA submission. It would therefore appear that the Crash Risk Assessment
is incorrect and incomplete. I ask An Bord Pleanala to consider this in their
assessment.

2.2 Actual Flight Paths

Since the North Runway became operational on 24th August 2022 it is apparent
that the flight paths being used are very different to any of the flight paths
presented to date by DAA in their public consultation or planning
documentation.

The actual operation of the North Runway since opening on 24th August 2022
has westerly departures diverging once a height of 650ft above sea level has
been reached. This information is from the IAA Standard Instrument Departure
charts, for example the one presented in Figure 3 for Category C & D jets. This
chart is directing all departures from the North Runway to turn onto headings of
308' or 339' once a height above sea level of 650ft is reached. It should be
noted that Dublin Airport is 217ft above sea level so aircraft are only 4338 above
the ground when making this turn. For some of the larger aircraft, wingtips are
less than 1.5 wingspans above the ground when turning. Pilots have
commented that they are pointing their wings directly at houses the turns are
SO severe

To summarise the following table describes the flight paths for westerly
departures from the North Runway for what was granted permission in 2007
versus what is happening today.

Source

North Runway 2007
Permission

Fljght Path Description
Category A & B (i.e. propellor and
small jets) departures fly straight out
until 750ft is reached before turning

Granted

Category C & D (i.e. jets) departures
fly straight out for 5nm or until 3000ft
is reached before turning
Aircraft of any catm turn
immediately on takeoff once 650ft
altitude is reached diverging north by
30-degrees or 75-degrees

Operations since NorthActual
Runway Opened in August 2022

Observation on a Planning Appeal:
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Figure 3 SID For North Runway Westerly Departures

Figure 4 presents the actual departure flight tracks from the North Runway
since opening on the 2z}th August, in green, overlaid onto the flight paths
proposed by the DAA in this EIAR. Each green line represents a flight, and it is
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very clear that the departures from the North Runway are diverging much earlier
than the flight paths used by the DAA in all noise contour production. This earlier
turn places the flight path directly above properties, including my own, never
identified as being impacted by the night paths in the submitted planning
documents. Therefore, no impact assessment has been completed for the
manner in which the North Runway has been operated since opening on 24
August 2022.

This can only mean that DAA made significant errors in the inputs to their
assumed flight paths, or the IAA have made an error in how the runway should
operate. An Bord Plean61a should declare the current planning application
invalid as it is clearly not representative of how the DAA are operating or how
they propose to operate the North Runway.

The centreline of the actual departure flight paths are in some cases well over
3km away from the centreline of the flight paths in the DAA documentation. This
has very significant implications for the noise impacts in particular. It is no
different to An Bord Plean61a granting permission for the M50 motorway and
the roads authority deciding to build it 3km from where they said they would.

u-xinSeT:ii

I:N
'i,;;:FX$ 1'm=‘
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Actual Flight Paths

DAA Category A&B Flight Paths

;.;;:..-;:\;;=I DAA Category C&D Flight Paths

Figure 4 Actual Flight Paths For Westerly Departures from North Runway vs DAA Flight Paths

Figure 5 illustrates the actual flight paths above my house since the North Runway
became operational versus the flight paths being proposed by the DAA in this
application. The dispersion and wide area that is now under a flight path is shocking
and wildly different to the information put forward by DAA. An Bord Pleanala need look
no further than this to understand that the current application is invalid and not
representative of what the DAA intend to do. Permission should be refused for night
flight and the DAA should be made to close the North Runway or operate it within the
planning permission they were granted in 2007.

Observation on a Planning Appeal:
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Figure 5 Actual Flight Paths versus DAA EIAR Flight Paths at My House

3.0 QUOTA SYSTEM

The noise quota system proposed by the DAA in place of a movement cap is
fundamentally in favour of the airport operator only and does not limit the
environmental impact in any way on the surrounding communities.

The quota system assigns a Quota Count (QC) value to each aircraft type
depending on the certified noise levels of each aircraft. However, while an
aircraft may only be marginally less noisy than one in an adjacent quota band
the QC count is halved.

As an example, the table below produces the Quota Count set by ANCA in their
decision for aircraft of various Noise Classification Levels.

Observation on a Planning Appeal:
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Noise Classification Level Quota Count (QC)

Greater than 101.9 EPNdB 16.0

99-101 .9 EPNdB 8.0

4.096-98.9 EPNdB

93-95.9 EPNdB

90-92.9 EPNdB

2.0

1.0

87-89.9 EPNdB 0.5

0.25

0.125

0

84-86.9 EPNdB

81-83.9 EPNdB

Less than 81 EPNdB

If two specific aircraft are considered as follows:

• QC/1.0 aircraft with a noise classification of 92.9dB
• QC/2.0 aircraft with a noise classification of 93dB

According to the quota system it is acceptable to have twice as many of the
QC/1.0 aircraft movements within the quota system than the QC/2.0 aircraft
while in fact there is only 0.ldB of a difference between them. That noise
difference is imperceptible to the human ear. Despite each plant being
marginally less noisy when the number of flights doubles this will increase the
noise impact on the ground by 3dB.

Ultimately the quota system without any movement cap is a method that will
only allow increased flights in future as aircraft make marginal reductions in
their noise emissions to drop down a QC category. This approach cannot be
considered a noise mitigation measure as the DAA would promote it. It is simply
another way to describe the DAA getting exactly what they want which is
unrestricted night-time flight numbers.

An Bord Plean61a should refuse the quota system as proposed and instead
review the systems in use in other airports where the quota count is lower than
that proposed by DAA and there is a movement limit in place also. Note the
following from the Heathrow website describing how a movement limit and
quota can work together.

Observation on a Planning Appeal:
Form - April 201 9 Page 16 of 36



+

How the quota count and movement limit work together

The movement limIt and quota count restrictions work together to make sure the overall number of night flights are limital and that the quIetest planes are used:

• if newer quieter p+arIes are used their night quota scores will be low but the total number will be restricted by the movement IIma

• if noisier aIrcraft are used their night quota scores WIll be high and their number WIll be restrIcted by the quota count limit

The quota count combined with the movement limit ensure the total number of night flights are restricted at Heathrow and the use of the quietest planes is encouraged

The following table summarises the differences in Quota Count and Movement
Limit across several London airports and what DAA want for Dublin.

Table 1: Summary of Noise Quota Scheme for London Airports and that proposed for Dublin

2.550

3.250

3.250

1 1.200

S.(,oo

8.100

in
None

Ban on QC4
rated aIrcraft

Xu
2.4 IS

2.735

1.785

5.150

3.31 o

4,560

23:30 – 06:00

23:30 - 06:N)

23:00 – 07:00] 6,260

It is clear that the DAA approach is effectively unrestricted movements. This
cannot be allowed as it would have huge negative impacts on the surrounding
communities.

Furthermore, there is evidence from the CAA in the UK in their document
Review of the Quota Count (QC) System:Re-analysis of the Differences
between Arrivals and Departures
https://publicapps,caa.co.uk/docs/33/ERCD0204.PDF that the actual noise
levels measured from arrivals and departures to London airports can in many
cases be high enough for the QC count to be doubled for certain aircraft. This
calls the merits of the quota system in significant doubt and provides no
certainty to the local communities affected that there will be any restriction on
operations.

Finally, simply put DAA cannot be trusted to operate within the quota system
which can only be calculated at the end of the years operation. Will DAA shut
down the airport when they have reached their quota early? This is clearly not
going to happen so if that is the case what restriction does the quota system
actually apply?

I ask An Bord Pleanala to refuse permission for the Quota Count system and
instead replace it with a simplified movement limit for each night. This would be
easy to police and would provide certainty to the local communities that aircraft
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movements at night will not increase over time which is precisely what the
Quota Count system allows.

4.0 NOISE INSULATION SCHEME

The proposed noise insulation scheme for night-time flights is a lesser scheme
when compared to the daytime insulation scheme currently in place. The
proposed €20,000 grant will not be sufficient to adequately insulate affected
houses. In all other infrastructure developments in Ireland , be they roads or rail,
the developer pays for the mitigation required . In this instance DAA and ANCA
are proposing a scheme where the affected homeowner must pay towards the
mitigation. This flies in the face of the polluter pays principal that is well
established in Ireland.

A cursory search online found that 50dB L„ight or 55dB L„ight are both used as a
threshold for insulation depending on the airport. Vienna Airport uses 65dB day
and 57dB night as relocation thresholds. 60dB day is used as a threshold for
insulation in Gatwick. The following table summarises some of the thresholds
in place in other locations.

Airport

Dublin

Vienna

Insulation Thresholds Relocation/Voluntary
Purchase
69dB LAeq,16hr63dB LAeq,16hr

55dB L„iqhtm
45dB Lnight

60dB LAeq,16hr

55-60dB Lday

50dB L„ight & 6 x 68dB(A)

65dB Ld,y
57dB Lnjqht

m6 16hrGatwick
Germany
(New/Expanding
Airfield

Almost all schemes cover the full cost of insulation. Interestingly the aircraft
noise exposure document published by the European Commission in 2007
https://transport.ec.europa.eu/system/files/2016-
09/2007 10 aircraft noise exposure en.pdf has several quotes from Dublin
Airport in it, including that the average cost of insulating houses was €20,000
in 2007. If insulation cost €20,000 in 2007 it must be multiples of that now in
terms of costs to account for inflation and increased building regulation
requirements?

As the newest runway in the EU, Dublin Airport should be aiming for the highest
standards of insulation schemes. They have had decades of land use planning
to restrict new housing in the noise zones so the numbers of properties they
need to insulate is already controlled from what it could have been. Also,
insulation is a once off, pay for it fully and it is done.
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An Bord Pleanala should review the noise insulation scheme against other
jurisdictions and apply the highest standards internationally to Dublin Airport. It
is also important that An Bord Pleanala insist that the DAA assess the
qualification for insulation on the basis of the Single Mode noise contours.
These would represent the noise levels when the airport is operating in a
specific mode depending on the prevailing winds. For example the single mode
noise contours for westerly winds would represent a typical noise exposure on
a day when takes offs from the North Runway are in a westerly direction. What
the DAA currently present is actually a composite average scenario where
noise levels are reduced by a percentage to compensate for the ratio of
westerly to easterly winds normally experienced at Dublin Airport over the
modelling period of 92 days in the Summer. That is to say that the wind blows
westerly 70% of the time and easterly 30% of the time. So noise contours
presented by the DAA for properties to the west of the airport are only 70% of
the actual noise level that would be experienced in this area when westerly
departures occur. An Bord Plean61a should note that Fingal Co Co demanded
Single Mode contours from the DAA to create the Dublin Airport Noise Zones
that were introduced in Variation No. 1 to the Fingal County Development Plan
2017 – 2023. A report verifying this approach is included at the rear of this
observation. Fingal Co Co demanded this to ensure that all new development
around Dublin Airport considered the worst-case noise levels that may occur
on a given day.

5.0 MEASURED NOISE LEVELS AT MY DWELLING

Since the North Runway became operational flight paths used are dramatically
different to those presented in the DAA documents and EIAFt predicted
contours. This has resulted in my house being directly under the flight path for
westerly departures on the North Runway. The noise impacts were immediately
noticeable both in our garden and inside the house the first morning that the
runway came into operation.

To quantify the noise levels at my house I carried out a noise survey. I am a
qualified acoustician and member of the Institute of Acoustics with over 20
years of experience in the field of acoustics both as an academic and a
consultant.

Measurements were taken in accordance with ISOI 996-2:2017 AcoustIcs -
Description, Measurement and Assessment of Environmental Noise –
Determination of Environmental Noise Levels using a fully calibrated Class 1
sound level meter. The measurements were taken externally in my garden at a
height of approximately 1.5m above ground in free field conditions. Figure 6
shows the microphone with windshield and bird spikes attached to the garden
fence
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Figure 6 Noise Monitor Location

Figure 7 identifies the approximate location of my house relative to Dublin
Airport. It is located 3km from the end of the North Runway.

X:I*Tg

Figure 7 Measurement Location Relative to North Runway

Measurements were logged at both 1 second and 1 hour intervals by the sound
level meter for a period between 17th September and 22nd September. During
this time the North Runway was operating westerly departures between 9am
and 1 pm each day except for the 21 st September when the North Runway was
not used.
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Figure 8 plots the average hourly LA,q,1h, values measured across the survey
period as well as plotting the average overall LA,q,T value for the period between
00:00hrs and 09:00hrs before the runway is operational, the period between
09:00hrs and 13:00hrs when the runway is operational, and the period between
13:00hrs and 23:59hrs after the runway is operational.

LA,q, T is the equivalent sound pressure level that is an average of all sound
measured over a particular reference period, T.
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Figure 8 LA,q Noise Levels Measured

Figure 8 shows that when the North Runway is operational the average noise
level at my house is of the order of 63dB LA,q,4h,. Without the North Runway in
operation the average noise level is of the order of 52dB LA,q,4h,. This 11dB
increase would be classified as a very high change according to the EIAR
produced by the DAA. The EPA Guidelines on Information to be Contained an
EIAR would require this to be described as a permanent, negative, significant
and irreversible effect.

The EIAFR produced by the DAA does not comment on the very significant
increase in daytime noise I experience at my house due to the flight paths being
used at the North Runway for westerly departures. This is also a very significant
impact. In the Future Years Noise Forecast Report submitted to ANCA
https://northrunway.exhibition.app/assets/pdf/documents/9 Future Years Noi
se Forecast Report.pdf noise contours for the expected Ld,y, L,„,.i„g and
LA,q,16h, are presented for a variety of assessment years and scenarios.
Perhaps the most appropriate contours to compare to the measurements taken
at my house are the L,„,.i.g contours as these are also for a 4hour period . Using
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the opening year of 2022 contours for Scenario 01 which represents the Do
Nothing and Scenario 02 which represents the proposed operation, my house
is located at approximately 55dB L,„,.i.g. This is considerably lower than the
63dB LA,q,4h, I measured at my property.
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Figure 9 Scenario 01 L,„,.i„g Contours
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Figure 10 Scenario 02 L,„,.i„g Contours

Furthermore, an average daytime noise level of 63dB LA,q,4h, would qualify for
whole dwelling noise insulation under the scheme offered by DAA to comply
with Condition 7 of the planning permission for the North Runway. My property
is not within this scheme according to compliance information submitted by
DAA, yet I am exposed to this level of noise. Again, this would support the
contention that the compliance documentation submitted to Fingal County
Council in relation to Condition 7 is deficient and that the DAA are not in
compliance with the requirements of this condition (i.e. all properties within a
certain contour are to be sound insulation before the runway becomes
operational).

ANCA have signed off on this mitigation measure as being compliant, yet it is
clearly incorrect based on how the runway is being operated.

The survey I carried out also measured maximum noise levels at my property
from individual aircraft movements. I was able to correlate each event with flight
track information available to assign an aircraft type to each event. Figures 1 1
to 12 present the LAM„ levels for the most popular aircraft types of Airbus A320,
Boeing 737-800 and Airbus A330.
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LAFMax for A320 Aircraft
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Figure 1 1 A320 LAM„ Levels Measured
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LAFMax for 737-800 Aircraft

80

960
i
E

gsK)

30

Hg $ gg BB RgB ! ; ! Ogg ?! $ 8 OR gg ;! BIB ! ! gP ; gHB 98 gg I ; gBa RPgSSSiS = = g g 888 SS 9 assays 88 SS sagE as ssa age :: 88 g SSSI gig
88888 gg 88888 EggS gIggS BgS BgS 88 gB gIggS gg giBB gIggS

g Big Big Big gig 8888 gg 8888 gg giggSg gig gg
Date & Tme

gg g g ! ! ! ! !g
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LAFMax for A330 Aircraft

Figure 13 A3:30 LAM,, Levels Measured

For comparison purposes DAA’s noise consultants prepared the following LAM„
contours for westerly departures from the North Runway in the document
entitled

Dublin Airport North Runway
Relevant Action Application
Draft - Inttlal Response to ANCA Request for Further
InformatIon
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Based on these charts the approximate LAFm„ level expected at my house for
each aircraft type is,

• A320 - <70dB LAFmax

• 737-800 - 70dB LAFM„

• A330 - 70dB LAFmax

The measured LAm„ levels at my house for each aircraft type are,

• A320 – 73 tO 83dB LAFmax

• 737-800 – 75 tO 85dB LAFM,,

• A330 – 75 tO 91dB LAFmax

Figure 17 presents a dB scale to put these values into context while the table
below summarises the difference in noise level between measured values and
EIAF: predictions.

Aircraft Difference between
Measurement and EIAR
>13dB
5 to 15dB
5 to 21dB

Comment on Subjective
ImDact
Twice as loud
Up to twice as loud
Up to four times as loud

A320
737-800
A330
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It is clear that the DAA modelled values are inaccurate. This inaccuracy could
be due to a number of issues, however, most likely it is down to inaccurate input
data. Inaccurate input data with respect to the flight paths as discussed earlier
and also inaccurate input data with respect to the noise emission value from
the aircraft.

An Bord Pleanala should declare the application invalid on the basis that the
noise models presented by DAA are clearly based on different flight paths and
it is also questionable if the emission values used for the models are accurate.
Perhaps the very aggressive and early divergence from the North Runway
during westerly departures is requiring the aircraft to operate at higher thrust
and therefore higher noise output than the assumptions made by DAA?

Given that the North Runway is open and operational An Bord Pleanala should
direct DAA to resubmit the entire application with more realistic data from the
runway operations.

I invite the An Bord Pleanala inspector and any technical experts they will use
to visit my house and experience for themselves what LAFM„ levels regularly
above 80dB and sometimes above 90dB sounds like. I can tell you that it will
be plainly evident that noise levels of this magnitude will disturb our sleep
significantly. The fact that the DAA application does not discuss the severe
impacts on sleep that individual noisy aircraft movements have, is a clear
omission from their assessment.

The only mitigation for dwellings exposed to LAFM,, levels of this magnitude is
to have no night-time fights or for the DAA to provide relocation to a house of
the same specification and dimensions at another location away from aircraft
noise. This would be a small number of properties and a small cost in the
context of the turnover at Dublin Airport.
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6.0 DAA LONGITUDINAL STUDY

In 2018 responding to a request from St Margaret’s Concerned Residents
Group DAA’s aviation noise consultants Bickerdale AIIen Partners (BAP)
produced a Longitudinal Analysis of LAm„ and SEL noise levels. BAP predicted
the noise from six key aircraft types departing and arriving at Dublin Airports
North Runway at eight points ranging from 0.5km to 4 km in 0.5 km steps. The
report is included in this observation.

Figure 18 shows the calculation points used.
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Figure 18 Longitudinal Analysis Assessment Points

The methodology used by BAP is described in their report and they state that noise
levels are modelled using the Federal Aviation Administration (FAA) Integrated Noise
Model (INM) version 7.Od.

For this assessment straight flight paths were modelled, again noting that in 2018 when
this report was prepared DAA had already openly stated that divergence would be
required for departures on the North Runway.

Figure 19 presents the results of this assessment in terms of LAm,* levels from each
aircraft type considered at each assessment point.
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Some interesting points to note here,

• The results presented in Figure 19 indicates that for 737-800 aircraft LA„,*
levels of 80dB are expected on departures for up to 3km from the runway and
they only reduce by ldB to 79dB at 4km from the runway.
Comparing this to the LAm„ contours also produced by BAP for the Relevant
Action EIAR as discussed earlier in Section 5.0 it would appear that the noise
model results for the Relevant Action EIAR are considerably quieter with the
80dB LAm,* level not extending more than 2.4km from the North Runway.
LAM,* levels measured at my house as shown in Figure 10 are regularly above
80dB LAM,* with an average value of 79dB LAm„. My house is 3km from the end
of the runway.
Similar trends are noted for the other aircraft types.
A difference that is perhaps worth noting is that BAP changed the noise model
software used between the 2018 longitudinal study and the Relevant Action
EIAR. In 2018 it was the INM version 7.0d. For the EIAR it is the 'Federal
Aviation Authority Aviation Environmental Design Tool (AEDT) version 2d SP2’.

•

•

An Bord Pleanala should question why there are such different LAm,, levels predicted
for the same aircraft type by the same consultants from the same runway but only 4
years apart using different software packages. Is it possible that the EIAR model inputs
using the new software are simply incorrect and the older INM model was more
accurate? The accurate prediction of LAm„ and SEL levels underpins the entire noise
assessment as the SEL values are used to determine the average noise metrics used
for the DAA assessment, despite their inadequacies at assessing night noise impacts.
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7.0 CONCLUSION

I request that An Bord Pleanala provide their findings to the following questions as part of
their assessment of the application,

1. Compare the applicant’s proposal for additional night flights and quota system to other
European and UK airports where movement limits apply in addition to quota systems.
This is the newest runway in the world, and it should be operated to the highest
standards of noise mitigation within the Balanced Approach.

2 Examine how the applicant derived the Noise Quota System proposed. It would appear
that the quota count provided was simply selected to allow DAA unrestricted
movements. DAA propose a quota of 1 6,230 without any movement cap which is many
multiples of Heathrow airport which also includes a movement limit. Heathrow is
currently limited to 5,800 night-flights per year which equates to -15 flights per night.
DAA are asking for 31 ,885 night-flights per year which equates to -87 flights per night.
Heathrow one of the largest airports in the world can operate with a limit on night flights
and Dublin Airport cannot? This makes no sense. An Bord Pleanala should refuse
permission on the basis of the application being unnecessary.

3. The adverse health impacts of additional night-time noise should be thoroughly
investigated. The applicant’s EIAR has a very limited view of health impacts and fails
to consider the impact of awakenings from noise events at night.

4. Divergent flight paths are proposed but these are dramatically different to the flight
paths being implemented at Dublin Airport since the North Runway opened. How can
any of the applicant’s forecasts be trusted if they cannot in this case determine the
flight paths to use on their own runway? An Bord Pleanala should investigate the
impact of changing the flight paths on the environment.

5. Is it plausible that an airport can simply change the flight paths and therefore impact
on an entirely different area without requiring the environmental impacts to be
reassessed for those areas in advance? The IAA’s website suggests that changes to
airspace will commonly require consultation as well as environmental assessments

https://www.iaa.ie/commercial-aviation/airspace/airspace---pbn-ta-acp-fua

This has not occurred for the changes to the Dublin Airport airspace being operated
now

6. The night-time noise insulation scheme proposed by the applicant is not a fully
compensated noise insulation scheme and instead is a grant. This is a lesser scheme
when compared to the daytime insulation scheme already agreed with Fingal. There
are no other examples of developers describing that mitigation is needed but then
expecting the sensitive location to pay for the mitigation. An Bord Pleanala should
provide a detailed critical assessment of this proposal as it is contrary to the polluter
pays principal.

7. The qualification criteria for night noise insulation should be compared to progressive
European Airports. No mention has been made in the document of how the proposed
scheme ranks compared to other locations. This is the newest runway in the world,
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and it should be operated to the highest standards of noise mitigation within the
Balanced Approach. Noise insulation is a key element of the Balanced Approach that
should be maximised if an airport wishes to avoid restrictions of operations as DAA do
in this case.

In conclusion I request that permission is refused for this relevant action application on the
basis that it will seriously impact on the health of communities closest to the airport and
adequate mitigation has not been provided by the applicant.

I also support the request for an Oral Hearing.
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Departure Route Figures

Figure 01: Modelled Departure Routes – Segregated Mode

Figure 02: Modelled Departure Routes – Mixed Mode

Figure 03: Modelled Departure Routes – South Runway Only

Annual Noise Contour Figures

Figures 04-06: Westerly Segregated Mode – Arrivals South Runway, Departures North Runway

(Lden, LAeq,16h/ Lnight)

Figures 07-09: Westerly Segregated Mode – Arrivals North Runway, Departures South Runway

(Lden, LAeq,16h, Lnight)

Figures 10-12: Easterly Segregated Mode - Arrivals South Runway, Departures North Runway

(Lden, LAeq,16h, Lnight)

Figures 13-15: Easterly Segregated Mode – Arrivals North Runway, Departures South Runway

(Lden, LAeq,16h/ Lnight)

Figures 16-18: Westerly Mixed Mode

(Lden, LAeq,16h, Lnight)

Figures 19-21: Easterly Mixed Mode

(Lden, LAeq,16h, Lnight)

Figure 22: Daytime Westerly Operations – Current Runway Operating Restrictions

(LAeq,16h)

Figure 23: Daytime Easterly Operations – Current Runway Operating Restrictions

(LAeq,16h)

Figure 24: Night-time Westerly Operations – Current Runway Operating Restrictions

(Lnlght)

Figure 25: Night-time Easterly Operations – Current Runway Operating Restrictions

( L.night)
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1.0 iNTRODUcrioN

To support the development of the upcoming Dublin Airport Local Area Plan, Fingal County
Council (FCC) have requested noise information for future activity. Noise contours and noise

level grids have been prepared, based on the 2037 proposed operations forecasts, prepared as

part of the North Runway Project, with various modes of runway operation. The modelling

software used is the same as for the North Runway Project, and the associated modelling

assumptions have been retained as far as possible.

daa have retained Bickerdike AIIen Partners LLP (BAP) to produce these noise contours and

grids. This report sets out the methodology used in their production and includes figures of

the resulting noise contours.

Section 2.0 of this report gives details of the various requested scenarios and highlights areas

where the methodology differs from that used for the North Runway Project, due to the
different modes of runway operation. Section 3.0 gives details of the forecast movements
used for all of the scenarios.

Section 4.0 includes details of the methodology used in the production of the noise contours

and grids. This section also describes, and where possible quantifies, the additional

uncertainties due to the modelling being down to low values, and so extending to locations

distant from the airport. This issue was noted by the UK Civil Aviation Authority in their

guidance relating to airspace changes1 where they state that:

Contours should not be produced at levels below 54 dBA Leq, 16 hours because this

corresponds to generally low disturbance to most people, and indeed aircraft noise modelling

at such levels is unlikely to generate accurate and reliable results.

Whilst a check on the accuracy of the modelling process has been undertaken utilising

measured noise levels at fixed terminals, these are located around 3.8 km from the ends of

the existing main runway. The check does not therefore ensure the accuracy of predictions at

must greater distances from the airport.

Section 5.0 introduces the resulting noise contours and noise level grids.

1 CAA Guidance on the Application of the Airspace Change Process CAP 725
https://publicapps.caa.co.uk/docs/33/CAP%20725%20update%20March%202016%20amend.pdf
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2.0 SCENARIOS

FCC have requested noise information for three modes of runway operation, related to the
existing main (South) runway and the future North Runway. These comprise segregated mode,

where one runway is used by arriving aircraft and the other by departing aircraft; mixed mode,

where each runway is used by arriving aircraft and departing aircraft; and current operating

restrictions, where a set of preferences drive how the movements are distributed.

For each mode of runway operations there are scenarios to allow for wind direction. Westerly

Operations occur when the wind is predominantly from the west and Easterly Operations

occur when the wind is predominantly from the east.

FCC have requested specific noise parameters and minimum values of them, including 50 dB

Ld,. and 40 dB L,„gh,. These low noise levels extend to areas outside those modelled for the

North Runway Project. Consequently aspects of that modelling, which is utilised here, may

introduce some additional uncertainties for locations distant from the airport. The key areas

where this is the case are the arrival and departure routes, flight profiles and terrain. These

issues are discussed in more detail in the relevant methodology sections; 4.3, 4.4 and 4.5
respectively.

Except where otherwise stated three noise metrics have been calculated for each of the

scenarios, these are Ld„„ LA,q,16h and L„igh,.

2.1 Segregated Mode

Four segregated mode scenarios have been modelled, these are listed below:

• Westerly Operations, arrivals on the North Runway, departures on the South Runway.

• Westerly Operations, arrivals on the South Runway, departures on the North Runway.

• Easterly Operations, arrivals on the North Runway, departures on the South Runway.

• Easterly Operations, arrivals on the South Runway, departures on the North Runway.

Based on the airport’s existing runway and taxiway layout and the planned design of the North

Runway and associated infrastructure, future Airbus A380 activity is forecast as limited to the

North Runway. However for these scenarios, which represent a fully segregated mode of

operation, the A380 has been modelled in the same way as all other aircraft and so some

movements by it have been modelled as using the South Runway. Given the A380 is forecast

as undertaking less than 1% of the movements, this is not considered to have a significant

effect on the predictions.
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Capacity constraints mean that a single runway cannot accommodate more than 35 arrivals or

44 departures in one hour. In the 2037 forecast there are five hours where mixed mode

operation is required due to these capacity constraints. However for these scenarios which

represent a fully segregated mode of operation the hourly runway capacity constraints have

not been allowed for in the modelling. Overall the runways have sufficient capacity for the
forecast movements, so the modelling relates to a situation where they occur but some not at

their forecast times within each of the day, evening and night periods.

2.2 Mixed Mode

Two mixed mode scenarios have been modelled, these are listed below.

• Westerly Operations, equal arrivals and departures on the North and South Runways.

• Easterly Operations, equal arrivals and departures on the North and South Runways.

To accommodate the A380 only operating from the North Runway as forecast, movements by

all other aircraft have been modelled with a slightly higher proportion of movements on the

South Runway to ensure an overall equal split.

When the runways are operated in mixed mode the IAA have said that departure runway

would be selected based on the compass based departure principle. This means the runway

used by a departure is based on the route it is going to fly, however this does not result in an

equal split of departures between the North and South Runways and so has not been allowed

for in the modelling of these scenarios. While this does not alter the total amount of noise

predicted it will alter the distribution, as under the compass based departure principle
approximately 60% of departures would use the North Runway. Not allowing for this results in

noise levels being approximately 1 dB higher where noise is primarily due to departures on the

South Runway and conversely is approximately 1 dB lower from North Runway departures.

2.3 Current Operating Restrictions

2.3.1 Daytime

Two daytime current operation restrictions scenarios have been modelled, as listed below.

These scenarios relate to the daytime period, so only the LA„;,16h metric has been calculated.

• Westerly Operations, departures on the South and North Runways, arrivals on the South

Runway, limited arrivals on the North Runway.

• Easterly Operations, arrivals on the South and North Runways, departures on the South

Runway, limited departures on the North Runway.
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For these scenarios the runways are operated in segregated mode whenever possible. For

westerly operations, departures mainly use the North Runway and arrivals mainly use the

South Runway. For easterly operations the reverse mainly occurs, with departures using the

South Runway and arrivals using the North Runway. All Airbus A380 movements have been

modelled as using the North Runway.

When mixed mode operations are required due to capacity constraints, the departure runway
is selected based on the compass based departure principle. Arrivals on westerly operations

use the South Runway as much as possible. Arrivals on easterly operations are assigned based

on the number of departures on each runway, to result in as even a use of the two runways as

possible.

The IAA have said that once a period of mixed mode operations begins, it will continue for a
minimum of 2 hours. Based on this IAA advice and restriction discussed above, Table 1 and

Table 2 below set out the hourly usage of each runway for westerly and easterly operations

respectively.

Start of Hour
Mixed
Mode

South Runway

Departures

North Runway

Arrivals Arrivals Departures

247:00 Y 15 30 5

8:00 Y 31 9 0 14

9:00 Y 35 10 8 21

10:00 N 29 0 0 35

11:00 N 32 0 1 37

12:00 Y 29 16 17 28

13:00 Y 26 19 21

14:00 N 28 29

15:00 N 25 25

16:00 N 33 37

17:00 N 32 0 0 39

18:00 N 29 0 0 33

19:00 N 26 0 0 32

20:00 N 18 0 1 23

21:00 N 23 0 0 7

22:00 N 29 0 0 9

Total 440 84 34 414

Table 1: Westerly Operations Runway Usage by Hour for 2037 Proposed Operations Scenario
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Start of Hour
Mixed
Mode

South Runway
Arrivals

North Runway

Arrivals I DeparturesDepartures

307 :00 Y 10 10 24

8:00 Y 15 9 16 14

9:00 Y 21 10 22 21

10:00 N 0 35 29 0

11:00 N 0 37 33 0

12:00 Y 29 16 17 28

13:00 Y 14 19 14 21

14:00 N 28 28

15:00 N 25 25

16:00 N 37 33

17:00 N 0 39 32 0

18:00 N 0 33 29 0

19:00 N 0 32 26 0

20:00 N 0 23 19 0

21:00 N 0 7 23 0

22:00 N 0 8 29 1

Total 1 89 1 388 1 385 1 110

Table 2: Easterly Operations Runway Usage by Hour for 2037 Proposed Operations Scenario

2.3.2 Night-time

Two night-time current operating restrictions scenarios have been modelled, as listed below.

These scenarios relate to the night-time period, so only the L„igh, metric has been calculated.

• Westerly Operations, all movements on the South Runway.

• Easterly Operations, all movements on the South Runway.

The A380 has been modelled as using the South Runway as required under these scenarios,

although the planned airport layout will not permit this.

There are two night-time hours where the 2037 forecast movements exceed the single runway

capacity limit. However for these scenarios which require only the South Runway to be used,

the capacity constraints have not been allowed for in the modelling. Overall the South Runway

has sufficient capacity for the forecast night movements, so the modelling relates to a

situation where they occur but some not at their forecast times.
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3.0 AIRCRAFT OPERATIONS

A detailed forecast provided for 2037 has been provided which includes an annual movement

total and the breakdown for a typical busy day. Combining these gives the set of annual

movements which have been used for the modelling.

A summary of the daytime and night-time annual movements by the key aircraft types in 2037

is given below in Table 3.

Aircraft Type

Airbus A306

Evening

298

Night-time

596

Airbus A319neo 4, 172

50,953

8,045

4,470

11,621

894

1,192

10,131

596

0

Airbus A320neo

Airbus A321neo

9,237

3,278

596Airbus A330 1,490

2,384

596

Airbus A350

Airbus A380

3,278

298

ATR 72 19,666

0

4,470

596

894

Boeing 737-400

Boeing 737 MAX 8

Boeing 767

Boeing 777

Boeing 787

Bombardier Dash 8

596

21,752

596

596 0 1,192

2,384298

596 0

Dornier 328

Embraer E190-E2

0 596

10,131 1 1,788

Other 1 17,878 1 3,278

Total (excluding helicopters) 1 239,567 1 50,059

Table 3: Summary of 2037 Forecast Annual Movements by Key Aircraft Types

298

596

44,695

Helicopters have been excluded from this assessment as they have historically been excluded

from noise contours at Dublin. As they make up only 0.5% of movements in the 2037 forecasts

their exclusion is not considered significant.
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4.0 IVIETHODOLOGY

The noise contours and grids have been predicted using the Integrated Noise Model (INM)

version 7.0d software, which evaluates aircraft noise in the vicinity of airports using flight track

information, aircraft fleet mix, standard defined aircraft profiles, user-defined aircraft profiles
and terrain.

This worldwide recognised software is produced by the Federal Aviation Administration, and is

compliant with ECAC.CEAC Doc 29 3rd Edition Report on Standard Method of Computing Noise

Contours around Civil Airports. The software has been used with the assumptions set out
below

4.1 Airport Layout

The North Runway (10L/28R) will be 3,110m long and located approximately 1.7 km north of
and parallel to the existing main (South) runway (28/10).

4.2 Runway Usage

The scenarios each set out the split of movements between the North and South Runway.
Once the North Runway is built the cross runway (16/34) will continue to be used when winds

are strongly from the north or south, however to a lesser degree than currently. As all of the

scenarios modelled are for exclusively westerly or easterly operations, no activity has been
modelled on the cross runway.

4.3 Flight Routes

4.3.1 Arrival Routes

Due to the size of the contours they reach beyond the point at which all aircraft will be aligned

with the extended runway centreline, this has not been allowed for in the modelling. All

approach routes have been modelled as straight and in line with the runway, with aircraft

approaching along a glide slope of 3 degrees.

The effect of this in areas where arrival noise is dominant, such as the eastern end of the

contours for westerly operations (e.g. Figures 04-06), will be to shorten but widen the end of

the contours as aircraft are dispersed. For westerly operations this occurs over the sea so if of

no consequence, but for easterly operations the effect is over land.
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4.3.2 Departure Routes

Figure 01 shows the modelled departure routes for segregated mode operations. Figure 02

shows the modelled departure routes for mixed mode operations. Figure 03 shows the

modelled departure routes for South Runway only operations, which match those used

currently with early turns allowed to the north and south.

Category A & B Aircraft – Departures

Category A & B aircraft, which are predominantly turboprops such as the ATR 72, are not

required to remain within the environmental corridors to the same extent as the larger jet

aircraft types. They therefore turn off the extended runway centreline shortly after the end of

the runway, however they will not be allowed to turn early across the other runway. Where
they do need to turn across the other runway they will use the corresponding Category C & D

aircraft departure route.

The Category A & B aircraft departure routes from the South Runway are based on a review of

radar tracks. Similar tracks have been modelled from the North Runway.

Category C & D Aircraft – Departures

Category C & D aircraft comprise almost all the jet aircraft. Their departure routes from the

South Runway are based on the existing SIDs, with equivalent routes modelled from the North

Runway. In order to achieve a safe minimum separation between flights from the two main
runways, when both are in operation, departure routes have been used which include a

course divergence of at least 15'. A set of departure routes from the North Runway was
developed with an initial turn to the north, at around I.Inm from the end of the runway.
When heading east all of the routes turn 15', whereas when heading to the west those to

INKUR, NEPOD and DEXEN turn 15', while those to LIFFY and ROTEV turn 75'.

The departure routes to the west are supplemented by routes with an early turn, although not

as early as Category A & B aircraft routes. The early turns routes from the South Runway are

based on a study of radar data, similar early turns have also been modelled on the North

Runway. As with the Category A & B aircraft routes, these early turns are not permitted to

cross the other runway.
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4.3.3 Dispersion

Aircraft on departure are allocated a departure route to follow. In practice, this route is not

followed precisely by all aircraft allocated to this route. The actual pattern of departing aircraft

is dispersed about the route’s centreline. The degree of dispersion is normally a function of

the distance travelled by an aircraft along the route after take-off and also on the form of the
route

When considering many departures, it is commonly found that the spread of aircraft

approximates to a "normal distribution" pattern, the shape or spread of which will vary with

distance along the route. A simplified mathematical model can be adopted to represent a

normal distribution of events, based on standard deviations. Five "dispersed" tracks have been

modelled for each departure route, these comprise the Centreline of each route and the two
Sub Tracks either side.

The allocation of movements adopted in this case to each track is as follows: -

• 38.6% of departures along the Centreline;

• 24.4% of departures along each of the two inner Sub Tracks either side of the Centreline
and offset by a distance of 1 standard deviation;

• 6.3% of departures along each of the two outer Sub Tracks either side of the Centreline
and offset by a distance of 2 standard deviations.

This dispersion model has been applied with a departure offset profile, which comprises the

standard deviations of the magnitude of the dispersion for lengths of straight and curved

track. These have been determined from radar tracks for operations in 2015 at Dublin. The

resulting Sub Tracks are shown in Figures 01-03.

4.4 Flight Profiles

For departure movements the INM software offers a number of standard flight profiles for
most aircraft types, and in particular for the larger aircraft types. These relate to different

departure weights which are greatly affected by the length of the flight, and consequently the

fuel load. In the INM software this is referred to as the stage length and is in increments of 500

nm up to 1,50C)nm and then in increments of 1,000nm. The INM software assumes all aircraft

take off with a full passenger load irrespective of stage length. As the stage length increases

the aircraft has to depart with greater fuel and so its flight profile is slightly lower than when a

shorter stage length is flown.
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For some of the aircraft types, their small size results in only one stage length being available.

For the remainder, including the larger jet aircraft that carry the majority of the passengers,
the stage length was chosen based on the destination.

Based on information provided by the airlines and daa and noise data from the noise

monitoring system at the airport, the most common aircraft have had custom departure
profiles created that more closely replicates the procedure used by aircraft departing from

Dublin airport.

The arrival and departure profiles are reasonably accurate in the vicinity of the airport,

however at greater distances they can differ substantially from what occurs in practice, in
particular the standard INM profiles often include level sections that do not occur at every
airport. For example the Airbus A320 arrival profile includes a level section at 3,000ft for

approximately 7 km. This does not occur at Dublin airport and results in the A320 being

modelled at a substantially lower height than occurs in practice. This level section occurs

inside the area of the contours and grids due to their large size.

4.5 Terrain data

Terrain data has been included for an area extending from 5 km south of the airport to 10 km

north and from 40 km west of the airport to 18 km east. This was provided by emapsite in the

form of a 90m Digital Terrain Model dataset and has been incorporated within the noise

model to allow predictions to reflect actual noise levels on the ground accurately.

This terrain data is however not as large as the contours and grids reported here. They cover

an area approximately extending from 10 km south of the airport to 12 km north and
from 42 km west of the airport to 42 km east. To the east this will not have a significant effect
as the terrain data reaches the coast and the default terrain height outside of the terrain area

is sea level. Everywhere else that the contours and grids exceed the terrain area, there will be

a sudden small drop in noise level as the modelled ground height will reduce from the correct

height to sea level, increasing the effective distance between the aircraft and the ground.

The effect of the missing terrain data can be seen on Figure 12 at the western end on the

contours, where the outermost contour suddenly narrows. At this location the effect causes a

drop in predicted noise level of around 0.5 dB.
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4.6 Modernisation

By 2037 many of the passenger jet aircraft types currently operating at Dublin airport are

expected to have been replaced by new quieter types. The A320neo is currently being

delivered to customers and the Boeing 737-8 Max is expected to begin being delivered to

Ryanair, the largest operator of Boeing 737-800s at Dublin, in 2019. By 2037 it is expected that

almost all Airbus A319s, A320s, A321s, Boeing 737-7/8/9005 and Embraer E170s, E190s and

E195s will have been replaced by these modernised types or other quieter aircraft.

The degree of expected improvement in noise levels for arrivals and departures from these

modernised types is shown in Table 4 below.

Current Aircraft
Type

Modernised
Aircraft Type

Expected Change in Noise Levels between
Current and Modernised Aircraft Types (dB)

Arrival I Departure

1.9 2.6Airbus A319 Airbus A319neo

Airbus A320 Airbus A320neo -2.2 -2.6

Airbus A321 Airbus A321neo -1.0 -2.7

Boeing 737-700

Boeing 737-800

Boeing 737-900

Embraer E170

Boeing 737 Max 7

Boeing 737 Max 8

Boeing 737 Max 9

-1.0 -3.5

-0.4 -2.5

-0.1 -1.2

Embraer E175-E2 -2.7 -6.0

Embraer E190 Embraer E190-E2 -1.5 -6.8

Embraer E195 Embraer E195-E2 -0.9 -6.3

Table 4: Expected Change in Noise Levels between Current and Modernised Aircraft Types

5.0 RESULTS

The noise contours are presented in Figures 04 to 25 and are attached below. The noise level

grids have been produced using the same method as that used to produce the 2016
Environmental Noise Directive mapping grids. They are provided in ESRI Shapefile format, on

Irish Transverse Mercator projection IRENET95. The grid shapefiles have been issued

separately.

for Bickerdike AIIen Partners LLP Associate Partner
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Sound

This is a physical vibration in the air, propagating away from a source, whether heard or not.

The Decibel, dB

The unit used to describe the magnitude of sound is the decibel (dB) and the quantity

measured is the sound pressure level. The decibel scale is logarithmic and it ascribes equal

values to proportional changes in sound pressure, which is a characteristic of the ear. Use of a

logarithmic scale has the added advantage that it compresses the very wide range of sound

pressures to which the ear may typically be exposed to a more manageable range of numbers.

The threshold of hearing occurs at approximately 0 dB (which corresponds to a reference

sound pressure of 2 x 10-5 Pascals) and the threshold of pain is around 120 dB.

The sound energy radiated by a source can also be expressed in decibels. The sound power is a

measure of the total sound energy radiated by a source per second, in Watts. The sound

power level, Lw is expressed in decibels, referenced to 10-12 Watts.

Frequency, Hz

Frequency is analogous to musical pitch. It depends upon the rate of vibration of the air

molecules which transmit the sound and is measure as the number of cycles per second or

Hertz (Hz). The human ear is sensitive to sound in the range 20 Hz to 20,000 Hz (20 kHz). For

acoustic engineering purposes, the frequency range is normally divided up into discrete bands.

The most commonly used bands are octave bands, in which the upper limiting frequency for

any band is twice the lower limiting frequency, and one-third octave bands, in which each

octave band is divided into three. The bands are described by their centre frequency value and

the ranges which are typically used for building acoustics purposes are 63 Hz to 4 kHz (octave

bands) and 100 Hz to 3150 Hz (one-third octave bands).

A-Weighting

The sensitivity of the ear is frequency dependent. Sound level meters are fitted with a

weighting network which approximates to this response and allows sound levels to be
expressed as an overall single figure value, in dB(A).

Al1219-ROI-DR
November 2018 17
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Environmental noise descriptors

Where noise levels vary with time, it is necessary to express the results of a measurement

over a period of time in statistical terms. Some commonly used descriptors follow.

LA,q,T The most widely applicable unit is the equivalent continuous A-weighted sound

pressure level (LA,q,T). It is an energy average and is defined as the level of a notional

sound which (over a defined period of time, T) would deliver the same A-weighted
sound energy as the actual fluctuating sound.

Ld,. The day-evening-night noised indicator in decibels (dB) defined by the following
formula:

Lnk hl

+8><10 10Ed., =10 lg
012>< 10 10 +4><10

24

Ld,y The A-weighted long-term average sound level for the daytime period (07:00 to 19:00)

L,„,.i.g The A-weighted long-term average sound for the daytime period (19:00 to 23:00)

Lnight The A-weighted long-term average sound level for the night time period (23:00 to

07:00)

SEL The total noise energy produced from a single noise event, normalised to a 1-second

duration. This is equal to LA,q + 101og(T).

Ambient noise

Usually expressed using LA,q,T unit, commonly understood to include all sound sources present

at any particular site, regardless of whether they are actually defined as noise.

Background noise

This is the steady noise attributable to less prominent and mostly distant sound sources above

which identifiable specific noise sources intrude.

Sound transmission in the open air

Most sources of sound can be characterised as a single point in space. The sound energy

radiated is proportional to the surface area of a sphere centred on the point. The area of a

sphere is proportional to the square of the radius, so the sound energy is inversely

proportional to the square of the radius. This is the inverse square law. In decibel terms, every

time the distance from a point source is doubled, the sound pressure level is reduced by 6 dB.

Al1219-ROI-DR
November 2018 18
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Road traffic noise is a notable exception to this rule, as it approximates to a line source, which

is represented by the line of the road. The sound energy radiated is inversely proportional to

the area of a cylinder centred on the line. In decibel terms, every time the distance from a line

source is doubled, the sound pressure level is reduced by 3 dB.

Factors affecting sound transmission in the open air

Reflection

When sound waves encounter a hard surface, such as concrete, brickwork, glass, timber or

plasterboard, it is reflected from it. As a result, the sound pressure level measured
immediately in front of a building fagade is approximately 3 dB higher than it would be in the

absence of the fagade.

Screening and diffraction

If a solid screen is introduced between a source and receiver, interrupting the sound path, a

reduction in sound level is experienced. This reduction is limited, however, by diffraction of

the sound energy at the edges of the screen. Screens can provide valuable noise attenuation,
however. For example, a timber boarded fence built next to a motorway can reduce noise

levels on the land beyond, typically by around 10 dB(A). The best results are obtained when a
screen is situated close to the source or close to the receiver.

Meteorological effects

Temperature and wind gradients affect noise transmission, especially over large distances. The

wind effects range from increasing the level by typically 2 dB downwind, to reducing it by

typically 10 dB upwind – or even more in extreme conditions. Temperature and wind gradients

are variable and difficult to predict.

Aviation terms

Air Transport Movements

Air transport movements are landings or take-offs of aircraft engaged on the transport of
passengers, cargo or mail on commercial terms. All scheduled movements, including those

operated empty, loaded charter and air taxi movements are included.

NPR

Noise preferential route – departure flight ground tracks to be followed by aircraft to minimise

noise disturbance on the surrounding population.

Al1219-ROI-DR
November 2018 19
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Dispersion

Due to the effect of the wind, aircraft speed, and pilot choice differing aircraft tracks about the

nominal track are flown; this is known as dispersion around a nominal track.

Start of Roll

The position on a runway where aircraft commence their take-off runs.

Threshold

The beginning of that portion of the runway usable for landing.

Radar Vectoring

Aircraft are provided by Air Traffic Control (ATC) with various instructions which result in

changes of heading, altitude and speed. The controller affects safe separation from other

traffic by use of radar.

Nominal Tracks

Using recognised international design techniques, tracks across the ground can be delineated

for departing and arriving aircraft. These tracks are nominal because they can be influenced by

the wind, ATC instructions, the accuracy of navigational systems and the flight characteristics

of individual aircraft. In UK it is usual to permit a 1500m swathe to be established about the

nominal track for the purposes of assessing whether an aircraft has stayed on track.

AAL

Height of aircraft above aerodrome level.

Altitude

Height of aircraft above sea level.

Night Period

The period from 23:00 to 07:00 hours.

Noise Footprint

A noise contour which joins points on the ground which receive the same maximum noise

level from the nearby airborne aircraft; often for night studies 90 dB(A) SEL is the level used.

Al1219-ROI-DR
November 2018 20
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Bicken$ke Allen Pannen LIP {BAP) haw been ntain8d tv d8ato$wdkt the iweb at aidronte

aircraft rio& fran indMdt©f mwemeIIts cRIse to the alana That is &urn aparthe aiiuafl
shortly after takeoff and from ardving aircraft g+ortly before landin§+ This infornn6on has
been provided in awaRlanee viidl a n£west from the St. R4ar©ra's CanalIIed ResklenB

community ©xwp.

BAP have predicted the robe for sh key ainxaft types that either arrruttly OImate, have
operated, or are forecast to operate in the future at Dublin AiqnR. The wise lewIs have been

ondicted for both ard%Is and departures a eUIt points nrBirw from OS to 4 km, in as km
steps, front the viest avi of tIn $ntinitted North $tunww ahrB the exterded runt\ny
centre$ne. The points are sha#It in the atSacInd drawing Az12abMn qH. Thb nate reports

these predicted Inise levels and dat:its tIe tnethado+©gy wed in their okutation,

2.0 MFr}HOotDay

Bloke levels have been aladatui laNg the Federal Aviation AdrninisRation (FAN lateBraet!
B&Hse Model BNhl) wMn TIkI The nine wflwawww wed fu tIe M>bem+fri@ of IXtiBia

Airpanwxbtakm for the EwkomwrtalPrwte£!RBI Agemv WA) in a317.

Noise kyels Iweb@nala£htnd&rtHrtBaf&dtI IAw,aRiSat#KIEXWn#elewi {SHE). law
btt+em®n#nirt5tarlru38Bw5u&lrxlpngsure lwdafanaMrzft mwwrwrtSELi$ammrn
afttte$Drbllu@fmnala&wait llnuwtM&TlleS£LlnbbVd &xanaiRlafknwlwlt b
the gain afaH tIntwin enuw&vdtewuaape©ed® an awa© IIaM kvd hx 1 ncxind.

Ibis is shawl hI dIe ftgwe bd£rw. By adIE@the SEts c#ait ofthewerzUau at the akport mr
either 16how5@8tuun fw tIe chytbm arwln©ethnepericxb eeutiv@arHIttwI
wenging IBW Battle luTawra8e rMwntnw&

Al121%Nal-BR
29-Au6wt aBta
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IIte prediction uurn the purnRtedlkxthRrxrww bbl operation Anivatshavetnen

machtIed a usirBRww# !tXandqhlmtrR% kaufman mtxkBecfu WhIg Runway Wi, Mr
at 6rue overtly tIle aru tottre nxthwest of the aWIt Antvab aIXI dep8rtwu hae ben
mtxieBed usingstrahtntxu,that b 3lottgttn eaarded antre6rvPoftte North Runny.

Noise levels have been akutaedfwatheyairuadIMes

The Boeing 737-8KX) and tIn Mann A3& wtddt are tIe anna most nmnwt akaaft

types at Dublin Airport and in 2016 they performed amurxi 37% and 23% of the total

movements nspecdwty;

The Boeing 737 MAX8, which b forecast to be the most marina type in the future, but
doesn't yet operate in significant numbers;

The Airbus A33(>3CX), which is the current most common wide+xxiV aircraft and in 20 16

perfarTrnd anutId =2% af tIe total mawmentB

The Airbus A38t>, which is the largest aircraft for8ast to operate at Dublin, but doesn’t
currently operate at Dublin;

The Boeing 737-2fX>, which is an older aircraft type that used to operate in large numbers,

but no longer operates at Dublin. Noise leveis have been provided for the Rning 737-2tXI

to illustrate how aircraft technology bnprows over time and that each generation of
aircraft is quieter than de ptwio w.
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i
The IUM IIase rwx3e#irB u>ftware hcfade$ 8 11at3tra9e of 3itua& fun aId a=Hated aHn

petfwwnrw data it b pa®ibk to uRna tIIb def&dt data by a u&dalkm poceaxe b bater
predict aitaaft tae naga al airlnR based at a££rml noise gunitr#irB data where this is

available. At Dutlin, the penlnrnnt noise maNlnrirB and WIt track ReBBlusHBIll prwiths

thb OWoRrnRV.

BAP haw validated tIe deldutt INB+ make tnedkltxrs for tIn and atruInn &uaft at But#8r

by oompaHrlg prulie&d mbe buds wah tIn nan &vels maasand at de drpat’s tM
llnl$torirIBtennRul5 WITs). Band on the validation uwise madifBat$aw Jrave heee IInde
to the default fHM nAe pegSdials far ate &>etag 7371KICL dIe ABbas A320 arId tIn JWbIS

A33G3(X). An ain:raft tw for the Boeing 737 M#U8 hInt bEgIlded in the WW, dtenfore the

noise levels tIave tnen predided tar tfe8Mng737aBwiaar dkwmce ma&fm dIe &wu

noise levels <xftte&AAXB. ThIs allawan@ hu been band on tIn 25srnrt;Xiors und by ECgD in

their work Rx the AirpoRseln8ninhn &I ate UKi.

[klnrtures by the single aisle druaft have been modelkt! as ug@ interncbon t3kurff8

whereas departues by the wilk!-body auaft have been nv£xblk3d as wing tIn full rwway

lawIIb as is WInded tobemeerta the ammy b operational.

1 Baseline and Local Awessnwnt hAethodalow /Wtkndwr+, December 2C>14:

9579/ndsq nHIKxkicmy algal+hFptWtf
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38 RESULTS

The h,w and SEL not= levels rounded to the nearest decibel are given in Tables 2 and 3
below.

H&Blnld,dBLA...
AhadRWpe

Airb\nA320

Airbus A33Cb300

Airbus A380

86

91

a3 78

09

m8
84 [ 81
87 1 83
94 1 93
90 1 87

93 1 90
91 1 89

90 1 87
90 [87
90 [ 88

II>cations

78

88

86

79

81

92

85

87

87

85

85

86

11

87

85

78

80

90

83

86

85

83

83

84

77

83

84

77

80

87

81

84

83

81

81

82

76

82

83

77

79

86

80

83

82

80

80

81

76

81

83

76

79

85

79

82

81

79

79

80

Departure
89

Boeing 737 Max8

Boeing 737400

Boeing 737-200

87

90

96

Airbus A320 94

Airbus A33Cb3CX> 97

Arrival
AIrbus A380

Boeing 737 Max8

Boeing 737400

BoeIng 737-200

95

94

94

94

Table 2: la,M Noise levels at Assessment
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Airbus A320

Airbus A33Cb300

94 92

98

96

93

95

103

96

99

98

94

95

95

89

97

95

89

92

IOt

94

97

96

92

93

94

87

95

93

87

89

97

90

94

93

90

SO

91

86

91

92

85

88

94

89

92

91

88

90

86

90

91

85

87

93

88

91

91

87

88

89

99 96

94

88

90

100

92

95

94

St

91

93

Departure
Airbus A380 g7

Boeing 737 K4ax8

Boeing 737-BID

Boeing 737-2CD

Airbus A320

Airbus A33tb300

Airbus A380

95

97

86

88

95

89

93

92

89

89

90

104

99

101

Arrival
100

Boeing 737 Max8 96

Boeing 737-8CX3

Boeing 737-200

97

97

Table 3: SELNoIse Lwels atAsw$smentLocal
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The noise lewis for ardvals and departures by six key aircraft types have been predicted for

openti@35 on the permitted North Runway.
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Supporting materials

6. If you wish, you can include supporting materials with your observation.

Supporting materials include:

•

•

•

•

•

•

photographs,

plans,

surveys,

drawings,

digital videos or DVDs,

technical guidance, or

other supporting materials.

Fee

7. You must make sure that the correct fee is included with your

observation. You can find out the correct fee to include in our Fees and

Charges Guide on our website.
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