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%Erd Observation on a

Pleandla  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 Thomas & Angela Smyth

(b) Address Broughan, The Ward, Co. Dublin, D11HY09

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

(b) Agent's address | Not applicable
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Postal address for letters

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 | v The agent at the address O
address in Part 1 in Part 2

Details about the proposed development

4.

(a)

(b)

(c)

(d)

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.

Planning authority
(for example: Ballytown City Council)

Fingal County Council

An Bord Pleanala appeal case number (if available)
(for example: ABP-300000-19)

PLO6F.314485

Planning authority register reference number
(for example: 18/0123)

F20A/0668

Location of proposed development
(for example: 1 Main Street, Baile Fearainn, Co Abhaile)

Dublin Airport, Co Dublin
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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.
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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 ' 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 Larmax and SEL, as well as
the overall average noise level such as Lnight.

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 Lden and Lnignt 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. 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.

| 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).

Basner M, Miiller 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 Uller U, Griefahn B. Practical guidance for risk assessment of traffic noise effects on sleep.
Appl Acoust 2010; 71: 518-22;

Basner M. Nocturn al 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.

Observation on a Planning Appeal:
Form - April 2019 Page 4 of 20



Table 1 - Noise effect levels for permanent residential buildings

Time of day Lowest Observed Significant Observed
Adverse Effect Level Adverse Effect Level
{dB) {ds)
Day (o700 — 2300) 50 Lpaeq 160 65 Loseq 6t
Night (2300 - 0700) 40 Lpheg, o 55 LpAeq, v
Night (2300 - 0700) 60 Loarax 80 Loarax
(at the fagade, from any | {at the facade, from more
nightly noise event) than 20 nightly train
passbys), or
85 Lplﬂdn
{at the fagade, from 20 or
fewer nightly train
passhbys)

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

Examples Day Night
0700-2300 2300-0700

Large and small auditoria; concert halls; sound 60 dB Lpasmax OF 60 dB Lparmax or

recording & broadcast studios; and theatres 50 dB Lpasq, s6he 50 dB Lpasq ahr

Places of meeting for religious worship; courts; 50 dB Lpasq, 160w nfa

cinemas; lecture theatres; museumns; and small

auditoria or halls

Schools; colleges; hospitals; hotels; and libraries 50 dB Lpaeq 16m 45 dB Loaeqanr

Offices and external amenity spaces 55 dB Lpasq,chr nfa

https://assets.publishing.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%2F %2F assets.p

ublishing.service.gov.uk%2F government%2Fuploads%2F system%2Fuploads

%2Fattachment data%2Ffile%2F1076072%2FPhase 1 Register of Underta

kings and Assurances Vv.1.8.15.xlsx&wdOrigin=BROWSELINK

For the Bristol Airport expansion project the following LOAEL and SOAEL

values were adopted in the appeal decision to grant permission.

Observation on a Planning Appeal:
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2.0

https://gat04-live-1517c8a4486c41609369c68f30c8-aa81074.divio-
media.org/filer public/b2/09/b20947a3-b2e9-467a-b3fd-

90a7e438c112/appeal decision 3259234.pdf

Daytime Criteria Night-time Criteria
Laeq,16h
Lacq,sn Lasmax SEL
51dB (LOAEL) 45dB (LOAEL) 60dB 70dB(A)
63dB (SOAEL) 55dB (SOAEL) 80dB 90dB(A)
69dB (UAEL) 63dB (UAEL) 90dB 100dB(A)

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

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 LArFmax or SEL
parameters.

| ask An Bord Pleanala 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. | 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. | invite any inspectors from An Bord Pleandla 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.

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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2.1

2.2

Source Flight Path Description

North Runway 2007 Granted Permission 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 turning.

Relevant Action EIAR -~ Current Application | 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
1.18nm before diverging north by 30-degrees or 75-

degrees
Actual Operations since North Runway | Aircraft of any category turn immediately on takeoff
Opened in August 2022 once 650ft altitude is reached diverging north by 30-

degrees or 75-degrees

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

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.

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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NA-I0 Accepled NPR for North  Three-Runway Noiss Preferentisl Routes (NPRx) or Emaronmental Cormidors (ECs) snd Treck Keeping - Infent s i = v
Runway minimise disruption by routing arcraft sy from built-up areas, ible. Uniess diracted by tAA-
ANSP, alt srcraft taking off from Dublin Airpont are required to follow specific NPRs To minemise impact, NPRs are
designed o avold overfight of buit-up areas. where possible An NPR is a path or coridor (1.8 leiometres st its
widest poind) that aircrat follow from take-off until biting directed by [AA- ANSP oni their man &7 traffic routes.
typically at 3,000 feet allitude above mean sea level. Arcraft fying inside the RPR coridor are fipng ondrack The
prefersd departure Mght path NPR is straight out on the South Runway ang divergence paths of 30-degress and

AECOM
418

Dubin Awpert North Rumsey Ralevant Action Envronmantal inpact Assessment Regon
Chagter 4 Esamnabon of Altermatrves

Frgz
o}

T5-degrees for the North Rumway for wasterly flow and siraight cut on the South Runway and a divergent path of 15-
degreesd for easterly fow

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 sound
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.

Observation on a Planning Appeal:
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Figure 1 DAA Compliance Submission Flight Paths

The current application does not assess the change in impacts that would occur
on the ground as a result of these new divergent flight paths. Instead the DAA
application presents its impacts as if the straight out flight paths used in 2007
no longer exist.

| argue that because the flight paths are so fundamental to the impact
assessment it is necessary for the new flight paths to be assessed in terms of
their environmental impact before any conclusions can be made. This has not
been done by the DAA and they are assuming acceptance of the new divergent
flight paths in their assessment. This is inadequate and no impact assessment
is presented of the new flight paths across both daytime and night-time.

My question for An Bord Pleanala is should the new divergent flight paths not
be assessed from first principals also as part of the current application. Flight
paths taken are fundamental to the noise and health impacts experienced on
the ground. If DAA are changing the flight path from what was assessed in 2007
and also changing the flight path from what they used in compliance documents
submitted to Fingal then the compliance documentation is incorrect. The
impacts discussed in 2007 are clearly no longer valid. The clear intent of
Conditions 6 and 7 of the original grant of permission is that qualifying dwellings
and schools are insulated from noise before the North Runway is operational.
Based on the divergent flight path numerous additional residences and
potentially schools would most likely now qualify for noise insulation as per
Conditions 6 and 7 of the original grant for permission. Therefore, at a minimum
these properties should also be noise insulated before the North Runway

Observation on a Planning Appeal:
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2.21

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.

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,
13B.3.42 Aset of departure routes from the North Runway was then developed that replicated the current routes
as closely as possible, while allowing for these initial tums. The result is routes with an early turn to the
north. When heading east all of the routes tum 15° at 1.06nm from the end of the runway. When heading

to the west the routes to DEXEN, INKUR, NEPQD, PELIG and SURQOX turn 30°, while those to ABBEY
and ROTEV tum 75°, all at 1.18nm 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. | also refer An Bord Pleanala to Section 2.3 of this
report which discusses the difference between what the EIAR 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,

AB212 Inorder to ensure an adequate lateral separation between aircraft using the Southern Runway and those
using the North Runway, proposed future Morthern Runway departure routes for larger aircraft within
PANS-OPS Categories C and D include a course divergence of at least 15° to the north, shortly after

AB 4

take-off at 1.06 and 1.18 nautical miles for easterly and westerly take-offs, respectively. Dunng
departures from the Northern Runway, Category A and B aircraft are expected to execute an earier turmn
ard leave the extended runwsy centreline to the north shortly after the end of the runway.
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2.2

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. | ask An Bord Pleanala to consider this in their
assessment.

Actual Flight Paths

Since the North Runway became operational on 24 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 433ft 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 Flight Path Description
North Runway 2007 Granted | Category A & B (i.e. propellor and
Permission 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 30001t
is reached before turning.

Actual Operations since North | Aircraft of any category turn
Runway Opened in August 2022 immediately on takeoff once 650ft
altitude is reached diverging north by
30-degrees or 75-degrees

Observation on a Planning Appeal:
Form - April 2019 Page 12 of 20



AIP IRELAND EIDW AD 2.24-13.1

RNAV STANDARD DEPARTURE CHART  TRANS ALT 5000f 2 i E DUBLIN RWY 28R, CAT C, D
INSTRUMENT (SID) - ICAO TRANS LEVEL by ATC ACC Lower North 132580|  DEXEM 1., LIFFY 1, PESIT 11, BEPAN 1L OLONO 14 FELIG 11
120.755) MR 12, SUROX 14, NEYR 1), ROTEV 14, BOFUM 1, ENDEQ ¥,

AREELENLEE LN L]

.<. :oh&i'llllll[llltT'TlllIllllllli 5”1”{‘_

, ,T,,,,
gl
-
8

i A T T U2 i A 0 T W U e | v b

5 Az0 |
% .
; <13 ENDEQ” 56
- o [ voroue | e T B

T % | 11121CH4RX | [ us gse29 1 i .

y 7| oap "=-| ! -

3008 —1 =]

DEXEN 1y

1 "
L 0 |
i | :
- |00 A
o -
- ]
L 7 - 00
@ _/ ]
poA A
LT g
T J
de =
oLoNe .| e
EN [ﬁf_ﬁ.ﬂ;ﬂ?. 3
SCALE 1750.000
0 3 10 1
o =
2 ™0 s w8 w3 o»
£

o il 07700 ) T ool e R PR “?ﬁr?"!‘w— i \
1 Ll | Ll L Ly Li) Lypd e e iy ! 44 L i I
NOTES: 1. Climb gradient 5.1 % (550 fYNM) (3.3% for obstacie clearancs). 2. Tu above 850 ft ONH (No tums before DER). 3. Infegrity check fix available frofy RADAR. 4. For BOFUM,
LIFFY, ENDEQ and DEXEN MAX IAS: 290kis above FL100. §. Climb ko FL90 expect higher from ATC. 6. On passing 20001 contact ACC Lower North or ACC Lower Scuth as appropriala.
7. DME/DME or GNSS navigation required.

UHANGE New cnat.

AERONAUTICAL INFORMATION 11 AUG 2022

Figure 3 SID For North Runway Westerly Departures

Figures 4 presents the actual departure flight tracks from the North Runway
since opening on the 24" 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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3.0

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 flight 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 Pleanala 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.

- - - R et Foas' -

Actual Flight Paths

DAA Category A&B Flight Paths

\“_ _ LGN LT DAA Category C&D Flight Paths

2d R Ty ] g
Figure 4 Actual Flight Paths For Westerly Departures from North Runway vs DAA Flight Paths

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

96-98.9 EPNdB 4.0

93-95.9 EPNdB 2.0

90-92.9 EPNdB 1.0

87-89.9 EPNdB 0.5

84-86.9 EPNdB 0.25

81-83.9 EPNdB 0.125

Less than 81 EPNdB 0

If two specific aircraft are considered as follows:

e QC/1.0 aircraft with a noise classification of 92.9dB
e 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 0.1dB 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 Pleanala 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:
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How the quota count and movement limit work together

The movement hmit and quota count restnctions wark together to make sure the overall number of night flights are [imited and that the quietest planes are used

o If newer quieter planes are used their night quota scares will be low  but the total number will be restricted by the movement limit
« If naisier aircraft are used their night quota scores witl be high ard their number will be restricted by the quota count limit

The quota count combined wrth 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 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

Movement Noise Quota Ban on QC4 - .
Limit Limit rated aircraft Fisis Ferled
S ' ‘inte 2,5 2,
Heathrow Winter 50 415 Yes 23:30 - 06:00
Summer 3,250 2,735
iatwick 'inte: 3.250 I8
Gamick o Winter DS Yes 23:30 — 06:00
Summer 11,200 5.150
Stansted Winter 5.600 3310 Yes 23:30  06:00
Summer 8.100 4,560
Dublin 1 Winter None 16,260 Yes 23:00 - 07:00
Summer

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?

| 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
movements at night will not increase over time which is precisely what the
Quota Count system allows.
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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 Lnight or 55dB Lnignt 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 Insulation Thresholds Relocation/Voluntary
Purchase
Dublin 63dB Laeq,16hr 69dB Laeq,16hr
55dB Lnight
Vienna 54dB Lday 65dB Lday
45dB Lnight 57dB Lnight
Gatwick 60dB Laeq,16nr 66dB Laeq,16hr
Germany 55-60dB Lday
(New/Expanding 50dB Lnight & 6 x 68dB(A)
Airﬁeld) Lamax

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.

An Bord Pleanala should review the noise insulation scheme against other
jurisdictions and apply the highest standards internationally to Dublin Airport.
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5.0 CONCLUSION

| 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 16,230 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 Pleandla 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. lIs 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 |AA’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 before a decision has been made on the Relevant Action application.

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 | 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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Supporting materials

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

e photographs,

e plans,

e surveys,

e drawings,

e digital videos or DVDs,
e technical guidance, or

e 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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