Donal O'Brolchain Presentation
Oral Hearing MertroLink
ABP-314724-22 1/106

Comments

on
Transport Infrastructure Ireland
responses (Tl No. 067 or 064)
to

my submission

on

the TIl application

to

An Bord Pleanala

for a

Railway (MetrolLink — Estuary to Charlemont
via Dublin Airport) Order

ABP-314724-22

Donal O’Brol¢ain

19 March 2024

19 March 2024



Donal O'Brolchain Presentation
Oral Hearing MertroLink
ABP-314724-22 2/106

My name is Donal O’Brolchain. | live in Drumcondra. | am speaking on my own behalf. | will
refer to residents ‘associations in which | have been involved in the past. Nothing | say here
is be taken to indicate what the current views or positions of those associations are on this
application or any other issue.

In this presentation, | will comment on the responses which Tll made to my submissions. |
also raise some points on issues on which TIl has not offered any responses. | have raised
some of these issues in my submissions during various public consultations on this project
and other pubic issues eg. Bus Connects, Dublin City Development Plan 2022-2028

| have grouped my comments on Tll responses to my submissions i

Rail Links between Dublin Airport and Dublin City Centre (Tll rresponse3)
Route Selection (Tll responses 1,2, 8, 9, 10)
Data Deficits (Tll responses 3, 4, 5, 10)
Flawed Project (TIl response 2)
Alternatives not looked at
Eastern Route Variation
NTA/AECOM Fingal/North Dublin Transport Study
What was Drumcondra 2005?
Drumcondra CAT
. Meeting with AECOM 6" Oct2014
. NTA/AECOM Stage One Appraisal report (November 2014)
. After NTA/AECOM Stage One Appraisal report
. Meeting with AECOM Director
. Trees
. Port Tunnel (TIl response 11)
. Drumcondra Station
. Ballymun (Tl response 12)
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Rail Link to Dublin Airport

In Response 3, Tll state that Dublin Airport is the largest Airport by passenger numbers
without a rail connection.

What are these airports?
What is the distance from these airports to the recognised centre of the nearest city?

Tell me about the rail links to each of these five Airports, please

Do Dublin Airport passengers really need this project?

Or is something that would be nice to have, but is not essential?

National Transport Authority (NTA) surveyed Dublin Airport passengers in 2011, 2016 and
2022, Before that, the Dublin Transportation Office(DTO) did a similar survey in 2001.2
There was also 1998 CIE-Aer Rianta (as it then was) Dublin Airport Air-Rail study?3.

There are four parts of these reports that are immediately relevant

Purpose of Trip;

Arrival times for departing passengers;

Journey time to the Airport;

Landside origin/destination of Airport passengers

P wnN PR

1 Airport Survey Reports from 2001 to 2023. There are separate links to each report

https://www.nationaltransport.ie/planning-and-investment/transport-modelling/data/airport-survey-
reports-from-2001-t0-2023/

2 The Dublin Transportation Office (DTO report in also available on the NTA link above.

3 CIE and Aer Rianta (the state body responsible for airports in this country) prepared this report. AFAIK,
it was not published at the time. | got the report using Access to Information on the Environment
Regulations.
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Figure 1 Why do people travel?

Dublin Airport Passengers Trip Purpose
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The 2001 report did not contain any data on this. Asis clear from this summary chart (Figure 2),
the vast majority of airport passengers are travelling either for leisure or visiting family and
friends. Do you think that these travellers are pressed for time?

Why should journey time to the Airport be criterion for assessing various options, when less
than30% of passengers travel for work/business. These might be those who are time pressed.
If they are ,they do have other options eg. taking taxis which can use the bus lanes or the Port
Tunnel. | doubt that Financial Controllers would deem that kind of expense out of the ordinary.

Given that this has scarcely changed over the past 25 years, what do you think will happen
during the next 25 years?

How has your modelling taken this into account?
Did the Business Case assumptions for CBA analysis distinguish between passengers?
If so, in what ways?

How is this reflected in the assumption of the Business Case?
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Arrival Times for Passengers departing Dublin Airport.

The EIAR states that the project will result in morning peak journey time savings of 14
minutes from St. Stephen’s Green to Dublin Airport.

NTA reported on the departure times of departing passengers. The reports for 2001 and
2011 did not report this data aligned with peak hour travel times (see Figure 3). However
the 2016 and 2022 reports did so (see Figure 4)

Figure 2 Time of Arrival at Dublin Airport for Departing Passengers

2001, 2011
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As the 2016 and 2022 results actually give data that are actually useful to transport analysts
and planners, | will focus on those years.
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For 2022, over 70% of departing passengers travelled to Dublin Airport outside the peak
commuting times of 07.00-10.00 and 16.00-19.00. This is up from the 60% reported on for 2016.

Figure 3 Time of Arrival at Dublin Airport for Departing Passengers

2016, 2022
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Note that the 14 minute saving is on a journey that is In the opposite direction to the normal
the city-centre inbound traffic that we hear about in traffic reports covering the 07.00 to
10.00 morning peak;

Does this suggest a compelling basis for assessing the time savings of this MetroLink project
based on the morning peaks of 22% in 2016 and 18% in 2022?.

There is a similar reduction during the evening peaks.

In a response for information on this, Dublin Airport Authority(DAA) told me that in 2019, of
their staff

e 69% live in Dublin North, while 21% live outside Dublin;
e 62% travel to work by car, with another 30% by bus.

DAA did not have any data on meeters/greeters? | recall seeing a figure in some report of
the Dublin Transportation Initiative that put the percentage of such people as high as 40% of
Airport passenger numbers. Does Tll have such data?

If so, what proportion of such people are likely to use any form of public transport?
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Journey time to the Airport.

Over the past 20 years, the surveys found that over 60% of passengers take less than an
hour to get to Dublin Airport, (see Figure 3). As | recall, that data was not available in the
1998 report.

Figure 4 How long does it take to get to Dubin Airport?
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Note that

e Atleast, one third of the passengers take less than 30 minutes
e Almost as many take between 30 minutes and 60 minutes

Why should journey time between the City Centre and Dublin Airport be a key criteria in
assessing options to enhance pub lic transport the north part of capital city and Swords?
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Where are the passengers headed from/to?

In this chart, | only have comparable information for the NTA surveys done in 2001 and
2011. NTA did not publish that data in the 2016 and 2022 reports. | will explain the 1998
data later*

Figure 5 Dublin Airport Landside Origins/Destinations
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From these reports,

1. Less than a quarter of the passengers have city centre origins/destinations;

2. Less than 50% had destinations in Dublin City Centre + Dublin City North + Dublin
City South;

3. The 2011 report noted that the increase in passengers to/from Fingal was probably
due to people overnighting in hotels near the Airport, before catching flights. One
can speculate about the reasons for this change.

Why should journey time between the City Centre and Dublin Airport be a key criteria in
assessing options, when less than 50% of those passengers had a landside destinations in
places other than the city centre?

CIE/Aer Rianta. Dublin Airport Air-Rail Link Study. Final Report. April 1998. (Air-Rail Link Study)
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Let me just turn briefly to the 1998 data shown in the blue bar.>

That report said that about 45% of Dublin passengers were near the DART, with one-third of
those being on the North side and the rest on the south side?

Dublin Passengers Contiguous to DART
1998

m Contiiguous to DART = Northside = Southside

Arising from this, does Tll really considers it to be good transport planning and investment not to
connect to the DART at Howth Junction?

Why force people living along the DART in South Dublin and Greystones in North Wicklow into
the city centre, when they could avoid the city centre by going to say Howth Junction? We need
to thank in network terms.not the hub-and spoke perspective so obvious in the Tll Active
Projects list issued last July

The same question arises for other heavy rail commuter services to the North of the Airport (eg.
Skerries, Balbriggan, Drogheda, Dundalk) which already stop at Howth Junction.

5> CIE/Aer Rianta. Dublin Airport Air-Rail Link Study. Final Report. April 1998. (Air-Rail Link Study) Par 4.3 "A
closer review of the Dublin area airport 'air passenger' traffic highlights that approximately 45 per cent of the
traffic is contiguous to the DART network...Similar information is not available for 'non-Irish' travellers through
the Airport. However, market research indicates that up to 70 per cent of foreign travellers visit Dublin at
some stage of their Irish trip. A review of the 1996 Bord Failte approved hotels and guest houses in Dublin
highlights the very high concentration of bed spaces in the central area and the south east quadrant. The
distribution of beds within these areas is summarised in Table 4.2 below. It is clear from this table that the
south east city centre area (Dublin 2) along with the Ballsbridge and Donnybrook areas (Dublin 4) are the
prime locations in terms of accommodation availability."
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Data deficits?

In the response to my queries about how well this proposed line will serve Dublin Airport
passengers, Tll refer to With regards to the 2011 NTA Study of Dublin Airport, the traffic
modelling has been informed by planning data sheets (supplied by NTA) which utilise data
from the CSO 2016 Census in conjunction with land use and growth priorities identified by
the Regional Assemblies and Local Authorities. Therefore themes may be similar across the
datasets, the traffic modelling undertaken as part of the EIAR utilises the most up to data
data from NTA.

| could not find these data sheets in the man volumes of TII’s railway order application.
Perhaps my search strategy lacked merit? Or has Tll published them in some Appendix to
this application?

| too sought data from NTA specifically relating to landside origin/destination of Dublin
Airport passengers together with the reasons for it being omitted from the 2016 and 2022
reports on the surveys of Airport passengers. While | got a lot of material printed and on a
USB key, | could not compile data to fill out the missing years.

INTA staff are certainly willing to help, but seem under pressure. That is fair enough, but it
does suggest that adequate staff are not being applied to ensuring that data for policy
making is timely and is published.

NTA collection, collation and publication of data from its own surveys leaves a lot to be
desired.

What inference can one draw from what | consider to be the deliberate withholding of
summary information on this critical issue, not once but twice over the past 10 years?

Given that such data is not mentioned in Environmental Impact Assessment Report Volume 5

Appendix A9.6 Data Collection Report , would you please outline the validity and reliability of
your transport modelling?

Flawed Project

In various comments (1, 2, 8, 9, 10) Tll does not concur with my assessment that the NTA
process which is at the origin of this project, was flawed. Tll is very clear that the origin of
this project is robust. In various sections , the base study that is always referred to is the
Fingal/North Dublin Transport Study 2014-2015.

However, not everyone is convinced. In a 2022 report on this project®, the Major Projects
Advisory Group (MPAG)

8 MPAG Review Note. MetroLink. Preliminary Business Case 21June2022
https://www.gov.ie/pdf/?file=https://assets.gov.ie/230682/6a68473b-15¢c6-4170-ad32-
c56d682437b8.pdf#page=null
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59 The Sponsoring Agency and day-to-day Approving Authority must be satisfied that the
options analysis underpinning the preferred modal option for the proposal is
sufficiently robust, up-to-date and is adequately described in the written documents
submitted with the project’s Railway Order application. A number of years have elapsed
since the publication of the Fingal North Dublin Transport Study which underpins the decision
to develop a metro system over alternative modal interventions. A document supporting the
EIAR Alternatives chapter should be prepared which confirms the appropriate basis for
selection of Metrolink over other modal solutions in line with the principles of proper planning
and sustainable development including with reference to the cumulative delivery of the
assaciated BusConnects and Dart+ transport projects.

This consideration is given in EIAR Chapter 7 7

Alternatives not looked at

Would the present and likely demand for public transport in North Dublin be equally well met by
spreading that demand over different corridors instead of trying to putit allin one corridor?

| still regard it as another alternative that has not been looked at. | proposed this at a
presentation to the Dublin Economic Workshop(DEW) in 2015 and in article in the online Irish
Journal of Social, Economic and Environmental Sustainability(IJSEES), published by the then
Dublin Institute of Technology, now Technological University Dublin (now TUD)?

| included these wo papers in my submissions on this application See p 36-53, .111-132. TII
did not respond.

The Fingal/North Dublin Transport Study 2014-2015 did not explicitly consider another well
worked out option , the Eastern Route Variation. As | was consulted on that Study. | will go
into some detail on how that happened.

In my submission on the Tll consultation in May 2018, | explicitly referred to this option and
included the 2006 Transportation and Engineering Review in my submission p.133-197.. TlI
has not responded to this.

| had no involvement whatso ever in the commissioning and preparation of this alternative
proposal .

7 Chapter 7 Consideration of Alternatives
https://downloads.metrolink.ie/documentsro/Chapter%2007%20Consideration%200f%20Alternatives.p
df

8 These papers were originally available on website which has since closed. | have made them available
by posting them on https://independent.academia.edu/DOBrolchain

Does Dublin’s Economic Core need more rail links?. Conference Paper. 2015. Dublin Economic
Workshop (DEW)

https://www.academia.edu/109195956/Does_Dublins_Core_need_more_rail_links

A LUAS Loop for North Dublin’s EconomicCore. IJSEES Vol 1. Issue 2 January 2018 p.62-99
https://www.academia.edu/104908322/A_LUAS_loop_for_North_Dublins_Economic_Core_instead_of
Metro_North
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Eastern Route Variation

Some time around 2006, Michael J Howard called me. | did not know who he was, as | made
clear in my submission (see par. 2.3.4.2 p.14 of my submission). He outlined the work he
and his cousin were funding on an alternative to then MetroNorth project. They owned
land straddling the Dublin City/Fingal boundary and hoped to increase the development
potential. As he said he was not getting any kind of reasonable hearing from Railway
Procurement Agency(RPA) officials, someone had suggested that he contact me about
Drumcondra 2005. | told that this group no longer existed. But we met for a coffee so that
he could fill me on the Eastern Route Variation to then MetroNorth.. He was scathing about
the attitude of some RPA officials. |included the Transportation and Engineering Review
prepared by Roughan & O’Donovan in my submission on this application p.133-197) See
Appendix 2 for other material.

NTA/AECOM Fingal/North Dublin Transport Study 2014-2015

In September 2014, AECOM invited me to brief them on proposals | had made on LUAS. That
was how | first learnt of the Fingal/North Dublin Transport Study. Appendix 3, contains

The letter AECOM sent

The slides | used in a presentation at the meeting;

Arecord of the meeting held in AECOM offices on 6™ October 2014;
Email to AECOM on 8 December 2014 complaining abut the report

Pobd=

Although unspecified, | assumed that the proposal referred to were

1. the Drumcondra CAT, submitted in May 2001 in response to a public notice by the
Strategy Development Office of the Light Rail Project Office then in Heuston Station.

2. Apersonal submission to An Bord Pleanéla in 2009 on the LUAS Cross City link (Line
BXD). | asked that the Red and Green lines be linked for passenger services. As we
know, there are still no through running passenger service, as the O’Connell
Street/Abbey Street link between the Red and Green lines is for engineering
purposes only”.

 Submission on application for Railway Order for Broombridge Railway Order (Line BXD)
Your Reference 29n.NA0004 See Appendix
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What was Drumcondra 2005?

In 2001, Drumcondra 2005 was group of 8 residents associations that had been working
together for at least 10 years to enhance our area. These residents’ association straddled the
Swords Road from Whitehall to Binn’s Bridge — the notable exception being those residents
between Clonliffe Road and the Royal Canal- east of Lower Drumcondra Road and north of
Jones Road.

Figure 6 Drumconda OpenStreetMap

This voluntary group was formed late 1980s to hire a town planner to draw a development plan
for the Drumcondra District. We had asked Dublin Corporation Councillosr and officials to
draw up a development plan for our area, just as they had done for the Rathmines/Rathgar area
some years previously They told us that the resources they had for that kind of work were now
focused on the inner city. They suggested we do ourselves, by taking on a town planner, which
we did.

| want to mention just | will just outline three points

1. Dublin Port Tunnel;
2. Public Transport through Drumcondra;
3. Compact Growth
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AHAA made this submission during the 1990 process of amending the Dublin City
Development Plan.

Note that the submission also referred to

e enhancing public transport;
e cycleways;;

e more public open space;

e preserving trees.

In June 1993, the Drumcondra Group started to campaign for the full Eastern Bypass
with letter to the Irish Times in June 1993

DRUMCONDRA CAT

As were many others, we in Drumcondra 2005 were appalled at the Government decision in
May 1998 to build two separate non-interconnected LRT lines in the middle of our capital city.

As | understood it, the LRT Depot at the Red Cow had been designed, specified and built to
service a fully integrated system, with lines from the City Centre through Drumcondra to
Ballymun, Tallaght and Dundrum.

When the Government made that bizarre decision in 1998, the Red Cow Depot could not even
service the two LUAS line approved. Including the extension to Sandyford.. This meant that the
LRT project team had to find land for a depot. The result was that the only green space near the
Sandyford commercial area was used for the depot. | gather that the total extra cost of that
investment was around IRE10m and would have covered the cost of building the link between
the two lines which had been planned in detail.™

In 2000, | started to prepare what became the DRUMCONDRA CITY
ACCESS TRANSIT (CAT). Drumcondra 2005 submitted this to the Strategic

Development Group of the then Light Rail Project Office in May 2001. Given the
irrationality of the decision to build two non-interconnected lines, | felt that we needed to
appeal to the imagination . An artist who is a neighbour came up with the CAT image.
A computer adept friend formalised it. For fun, | used the Castellar which has two lines
more or less equidistant from each other, just like twin-track railway lines. | wrote the

arguments that | hoped would show that there was a reasoned basis to the CAT. The

textisinthe DRUMCONDRA CAT

0 The Sandyford Industrial was being transformed from an distribution/light manufaaruting area to include
much more offices. Having lost the only publicly accessible green space, Dun Laoghaire Rathdwon CC has
designated brownfield sites for parks. An Bord Pleandla upheld that decision on appeal.....”*° ...The board
upheld the council’s view that the site was zoned for open space under the county development plan to
facilitate a series of pocket parks and urban plazas in Sandyford Business Park... O’Hara’s Brewery loses
appeal for over plans for Dublin visitor centre. Sean McCarthaigh Irish Times 11 March 2021
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The Dublin Transportation Initiative(DTI was finishing. Platform for Change Final Report An
integrated transportation strategy for the Greater Dublin Area 2000 to 2016 Dublin
Transportation Office November 2001, was published in January 2002. | will just show you
what this document proposed.

In the autumn of 2000, | got a new job which involved me being out of Dublin a lot during
the following 10 years. As Drumcondra 2005 Secretary, | simply did not have the time to
follow through. The member associations did not seem to be worried about my reduced
commitment. The Tunnel was being built and the two separate LRT lines were on the South
side.

The member associations did not agree a common position in response to 2005 Transport
21 proposal for a single Metro line from the City Centre to Dublin Airport and Swords. As
committee members changed in the various member associations and some died, interest in
working together faded away, as happens with people acting in voluntary capacities on
policy oriented projects with long time spans.

| tried to keep with developments on the Tunnel by attending some of the
consultative/information meetings that the Tunnel Project group (contractors, Dublin
Corporation) convened about every 6 weeks or so. ,| made submissions to and attended the
Oral Hearing which the National Roads Authority(NRA) held on the Dublin Port Tunnel Draft
Toll Scheme on January 2006.

| continued to take a general interest in the issues that brought Drumcondra 2005 together
eg. development on the institutional lands, LUAS extensions.

Following correspondence with the Railway Procurement Chief Executive (in 2009) and the
then Chair of the Dublin Docklands Development Authority, | published an article for LUAS
Dockland Loop in the Sunday Times (26 September 2010). | simply suggested that the Green
and Red lines be linked for passenger services. (See Appendix ) Without my knowledge, an
economist posted the article on the IrishEconomy.ie web forum, where it attracted some
comments.!?

| included that article in my submission (p. 67-70) Tll did not comment on this.

Meeting with AECOM 6" Oct 2014

| was surprised when | got that letter in September 2014, seeking a meeting to present some
proposal on enhancing public transport in North Dublin. What follows ins my account for what
| believe to have been a flawed process. On this, | differ fundamentally with Tll view that it was a
robust process, as | will explain.

Prior to the meeting on 6™ October 2014, | asked AECOM for the terms of reference of the study

and also if | could bring some other people to the meeting. | also sent the CAT | then got in
touch with Michael Howard to ask him if he wanted to present his Eastern Route Variation.

" LUAS needs joined up thinking. A guest post.
http://www.irisheconomy.ie/index.php/2010/09/28/luas-needs-joined-up-thinking/
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At my invitation, Tom Coffey then recently retired CEO of the Dublin City Centre Business
Association(DCCBA) joined as did two personal friends

Using only PowerPoint slides, | presented the background and my then current stance of the

CAT The last slide was an animation using either the now withdrawn Flash or MS Internet

Explorer. To show you that CAT was based in some realities, | just want to show you those few
slides

At that meeting, Michael Howard outlined the Eastern Route Variation as an alternative to Metro
North in 2006. He gave AECOM the Roughan & O’Donovan report.

NTA/AECOM Stage One Appraisal report (November 2014)

| was shocked at the way in which the Drumcondra CAT was presented in this report and
emailed AECOM to complain about what | now know to be strategic mispresentation..

It is simply not true that DRUMCONDRA CAT was “proposed as an alternative

to the Metro North Scheme. MetroNorth did not exist as a scheme in 2001 when we made
the submission in response to a proposal which was publicly advertised.

The Roughan & O’Donovan report was not mentioned at all

There was one other odd thing about that Stage One Appraisal Report. For each the 25
options considered, the report had Figures. This is an example using the preferred option.
Twenty four of those drawing were dated Sept 2014. Both AECOM and ROD (Roughan &
O’Donovan) were credited with these figures. See Appendix

Only one figure was credited solely to AECOM. It was the figure with the title

DRUMCONDRA CAT, but it was amalgamated with the Eastern Route

Variation It was dated July 2014. This was some months before AECOM sent a letter
inviting me to the meeting. What on earth was going on?

What does this look like

Is it normal for these kinds of figures in these kinds of reports to have such a variation.
Perhaps some of the Tl team would explain to this Oral Hearing what the standard
operating procedure is in producing such drawings.

Assuming that no one in Tll noticed this oddity, | wonder did the NTA and AECOM notice it? |
assume so. It is difficult to believe that those who made, checked and approved the report
did not notice this single exception. How significant is it that it combined on drawing and
assessment a well-worked out alternative Eastern Route Variation to the then preferred
route with a proposal that owed more to imagination than to engineering and planning
expertise.

How much due diligence did TlI staff did some due diligence as they complied the EIAR with
this description of the AECOM’s amalgam of two disparate ideas, developed separately.
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See Appendix

Figure 7 from TIl MetroLink EIAR par 7.3.1 Alternatives Considered

Transport Infrastructure Ireland MetroLink Environmental Impact Assessment Report

Stage 1 Option Stage 1 Analysis
Ref

rolling stock, fewer stations and vertical
alignment changes).

Dublin City Access Transit (CAT). An
option proposed that entailed an
extension of LUAS Cross City to Swords
via Dorset St and Drumcondra Road.

LR& had significant journey time to the airport and would cause
significant traffic disruption as it operates at street level. As a
result, LR8 was eliminated from further consideration.

LR8

| suggest that this odd discrepancy is enough to cast doubt on the validity of this EIAR, based
as it is on a very questionable route selection process. ). Maybe, Tl will withdraw this

application before the next Major Projects Advisory Group review, if An Bord Pleanala grants a
railway order.

After NTA/AECOM Stage One Appraisal report

Following the publication of that NTA/AECOM Stage One Appraisal report dated November
2014, I made a submission asking that the report it be rejected in full. | also included that in my
submission on this application p. 71-91

| was puzzled by the blatant misrepresentation in the Stage One Appraisal Report

As | thought | might have missed something, | commissioned two maps from the All Island
Regional Observatory(AIRO) in Maynooth University, based on this map which | used in the
presentation to AECOM
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Figure 8 Greater Dublin Area Population Density 2011 with rail lines

Dublin Population Density 2011 with existing and proposed rail iransport

Figure 9 Greater Dublin Area Economic Core 2011 with rail lines

Dublin Ecanemis Core Area with existing and propesed fall transport

| asked AIRO to superimpose the then existing and proposed urban railway infrastructure on
maps showing

1. the population density;
2. the core economic area, as indicated by employment per km2.

of the Greater Dublin Area based on the most recent Census ie. 2011.

Looking at those maps, it is clear that the existing LUAS lines are more less aligned with both
the core and population density. But they also reveal a public transport void in North Dublin.l
realise that this EIAR has similar maps for the corridor chosen for MetroLink.

As the Eastern Variation Route reports show, that catchment area had higher numbers than
the then preferred option. Metrolink is further to the West. Perhaps An Bord Pleandla
would commission a similar analysis based on the 2022 Census, just as | did recently when |
asked People&Place to draw these two maps showing MetroLink.
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Figure 10 Greater Dublin Area Economic Core 2022 with MetroLink
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Figure 11reater Dublin Area Population Density 2022 with MetroLink
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Using AIRO Census 2011 maps, | wrote an article for the IrelandafterNAMA web forum?*? |
wanted to test the acceptability of using those new maps in a geography-based policy
oriented forum. Does Dublin’s Core Economic Area need three rail links between the
Docklands and Heuston Station/Inchicore? was published in July 2015 3

Following that article, Colm McCarthy invited me to present my ideas that the annual
conference of the Dublin Economic Workshop(DEW) held in Athlone in October 2015. |
presented a paper at a session on Transport. The session was chaired by the person then the
economic unitin the Department of Transport.

I included that paper in my submission on this application (p.35-52). Tll did not comment. .

Meeting with AECOM Director Nov 2015

Sometime after the final Fingal/North Dublin Transport Appraisal Report was published, |
got in touch with the AECOM Director who signed off on that Report. In November 2015,
we met for coffee in a hotel.. When | showed him the copy of Roughan & O’Donovan Easter
Variation Route Engineering Appraisal, he seemed shocked. | am still not sure what
shocked him -whether it was the fact that | had that report or that it had been presented
to AECOM. during that meeting on 6% October 2014. It was short meeting. | have not been
in touch with him since.

In my submission, | referred to this meeting ( par 2.6 p.5). Tll did not comment on this. ,

After the 2016 Census, Genvest (the Howard family business) employed Roughan &
O’Donovan to update the catchment areas of their Eastern Route Variation with the then
Emerging Preferred Route Catchment for MetroLink. In a letter dated 11" May 201, Genvest
submitted this to TII’s Metrolink Project Manager in response to a public consultation. With

12 Ireland after NAMA was established after a one day symposium held in NUI Maynooth, on November 23,
2009, entitled ‘Geography after NAMA'. The event, attended mostly by geographers from across Ireland,
sought on the one hand to discuss how the financial crisis was playing out at local, regional, national and
international scales, and on the other to consider how Geography and social sciences more broadly should
respond to the crisis in productive ways. Ireland after NAMA uses the establishment of the National Assets
Management Agency as a symbolic, watershed event in the evolution of the crisis. It therefore does not focus
on NAMA per se, though it does provide commentary on the debate, policy and workings of that
organisation. Rather it provides an informed analysis of the crisis — its history and its present unfolding —
drawing on social science theory and empirical research. In particular, it presents a spatial and scalar
reading that acknowledges that how the crisis is playing out is spatially uneven and unequal, affecting parts of
the country in different ways, and its grounding in particular communities is the result of processes operating
at different scales from the local through to the global; how the crisis is playing out in rural Ireland is quite
different to the cities, which is quite different to the commuting belts and the border counties for a variety of
reasons. https://irelandafternama.wordpress.com/about/

13 https://irelandafternama.wordpress.com/2015/07/23/does-dublins-core-economic-area-need-three-rail-

links-between-the-docklands-and-heuston-stationinchicore/
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Genvest permission, | included it in my submission to An Bord Pleanala on this application. (
the last pages TIl did not comment on this.

In my submission to TlI, | included a map of Workplace Location Catchment Ares which the
CSO published after the 2016 Census. Tl not comment on that map in their response.

| maintain that the whole basis of this project is built on what seems to be an effort to
suppress consideration of alternatives, one of which was worked out to an adequate
standard by the kinds of firms that the public authorities use for similar work. A Reality
Distortion Field has been created and maintained on the consideration of options for
enhancing public transport in the North part of our capital city. Dublin Airport and Swords.
Why must there must only be one new rail corridor in the North part of Dublin City which has
a larger population than any other part of the Greater Dublin Area for over 30 years

Figure 12 Greater Dublin Area Population 1991-2022
Dublin Area Population of each local authority 1991-2022
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Trees

Someone s sitting in the shade today because someone planted a tree a long time ago —
Warren Buffet.

introduces the Rationale for advancing MetroLink in Chapter 89 of the Preliminary Business
Case (p. 87)

Summary

CMK Hort & Arb Ltd. undertook an assessment of trees within the assessment boundary between
2019 and 2021. A total of 5,435 trees were assessed. The trees were located within parks,
streetscapes, agricultural lands and roadside screen plantings.

An estimated 3,437 trees will require removal to facilitate the development of the MetroLink. 112
of trees that are shown for removal are located near the city centre (south of the Royal Canal). The
balance to be removed are located within areas between the Royal Canal and Lissenhall. These
totals do not include category ‘U’ trees (i.e., those that have failed or are in a state of late
decline).

The highest concentration of tree loss is within tree populations providing roadside screening
on either side of the Swords Bypass R132 and directly south of the M50, to facilitate Northwood
Station.

This project will remove over 60% percent of the trees in the alignment according to the In
Appendix A27.3 Arboricultural Impact Assessment,

The EIAR recognises the value of trees for carbon capture and storage etc. | imagine that
other chapters refer to other beneficial effects of trees in maintain our biosphere.

| gather that there are now pretty well established methods of assessing the total economic
value of trees, particularly in urban area. Has Tll used such methods in compiling this EIAR?
Has Tll tried to assess the value of the existing nearly 5,500 trees as part of the business
case?

If this project goes ahead, a lot of [people will be left without shade over a swathe of North
Dublin and Fingal, particularly if Bus Connect routes are approved. This sister project of
MetroLink will also remove trees in a 1960s style road widening exercise.

Port Tunnel

In comment 11, Tll states that it has no comment to make what | said about the Port Tunnel.

| note the commitment to proceed in accordance with the statutory planning process and all
necessary legal requirements. | have no reason to believe that similar assurances were given
by those bodies involved in building the Port Tunnel.

However, that did not stop an extra inbound lane being built along the Tunnel between the
northern portal, almost as far as Whitehall Church.

| simply do not believe that this project will be immune from the same kind of thing being
done to deal with some unknown issue that may emerge.
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Adding that extra inbound lane meant more traffic through Drumcondra, with all that
implies in terms of noise, air pollution etc. Coupled with that, the assumptions regarding
traffic volumes assumed an LRT line through Drumcondra.

When will the public service (elected and appointed) mitigate that abuse of process, done
by stealth?

Drumcondra Station

This project opts for Glasnevin instead of Drumcondra for a station. (EIAR Vol 2. Chapter 7
p.42-43)

Both commuter and mainline trains to Maynooth and Sligo already stop at Drumcondra.
This was not something that transport planners had foreseen thirty years ago. The EIAR
does not give any data on the existing interchange at Drumcondra Station.

The Railway Procurement Agency bought a major property to create a transport hub for
Metro North. As the successor of the RPA, would Tll confirm that it is still the registered
owner of that property. Yes, Tl would have to demolish a building it already owns and
permission for which was granted when MetroNorth was granted a Railway Order.

Yes Drumcondra Station (on the Maynooth -Longford —Sligo line) is about 110m from the
Kildare line and at different levels with a heavily trafficked road between them. Travellers
regularly transfer over longer distances eg. in Airport terminals. Tain stations

Given that that part of Drumcondra is already a commercial hub and is near the major trip
attractor/generator that is Croke Park, | remain to be convinced that choosing the site for
Glasnevin is the optimum solution, given admitted potential impacts on hydrology,
biodiversity and Hedigan’s pub.

Ballymun

MetroLink was a unique opportunity to enhance the main street of Ballymun by putting the
route on the surface, thereby moving the road traffic from the 6 lane highway that now runs
through the middle of Ballymun.

Doing do would go some way to redressing what Sean O’Leary termed Ireland’s worst
planning disaster? In his book Sense of Place. A History of Irish Planning.

At present it is public policy to remove cars from the centre of Dublin City. In asking you to
recommend refusal of this application, | am asking you and An Bord Pleandla to to

If removing traffic is good enough for those who visit, live or workin the city centre, itis equally
good for those who live and work in Ballymun. Your recommendation can be reset on how we
make place.

19 March 2024



Donal O'Brolchain Presentation
Oral Hearing MertroLink
ABP-314724-22 25/106

Conclusion

In a recent interview, the NTA CEO spoke about making up for the last 10 years of
underinvestment in public transport. That seems to be a continuation of spoke&hub thinking.

In asking you to recommend refusal of this application, | am asking you to reset public
transport in our capital city. For our common good, option and policy makers must break
from the lack of insight on urban management that resulted in non interconnected railway
lines built in our capital city. This has not yet been corrected.

Adding this project with systems which are not-interoperable with existing LUAS would
reinforce that lack of insight. MetroLink is absorbing time and effort in an all or nothing
effort to look modern — Ireland cannot be modern without an underground in Dublin.
Zurich is one the richest and for some, a most highly desirable place to live, according to
some indices. On-street light rail the predominant public transport.

| am asking you to take your lead from the same NTA/AECOM North Dublin/Fingal Transport
Study on which this project relies. LUAS lines can be added and made operational a few
kilometres at time as in proposed for Finglas LUAS. We can increment our way to enhancing
public transport in North Dublin without putting everything into the black hole that in
MetrolLink. Doing so adds to the know-how of how to do this kind of project which is easily
transferable to other urban areas in Ireland.

Figure 13 Extract from NTA/AECOM Fingal/North Dublin Transport Study First Appraisal
Report November 2014 (p.39)

AECOM National Transport Authority
Fingal / North Dublin Transport Study

Expansion of the current light rail system to serve the Study Area could present significant
benefits as follows:

- Light rail is a high quality product with high capacity that has already been well received
within the City;

- Expansion of the network would present significant integration benefits and maximise the
overall offer presented by the network;

- Light rail integrates well into the urban environment which will be important for areas like the
north inner city and Swords;

- Light rail has a proven ability to drive urban renewal and economic growth which is an
important objective within the current Study Area;

- Light rail, unlike heavy rail, can have shared use sections where space is limited, although
ideally it should be segregated as much as possible;

- Light rail presents a suitable option where the level of demand is between bus and heavy rail
capacities;

- The current light rail network includes a number of Park and Ride facilities that will further
encourage a shift from car mode for commuting trips;

- Light rail is highly legible with a high commuter awareness of routes, catchment areas as
well as facilities to enable ease of utilisation; and

- Emissions from light rail are low and remote from the vehicle.

Despite these advantages, the provision of light rail services presents significantly higher capital
costs than traditional bus or BRT solutions and requires a minimum threshold of demand to
support a business case for development.
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Intelligence

is not to

make no mistakes,
but
quickly
to see

how to

make them

good.

Brecht.
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Appendix 1

1. Donal O’Brolchain
pages 1-14 of my submission (25 November 2022)
to An Bord Pleanala on the application for a
Railway Order (MetroLink-Estuary to Charlemont via Dublin Airport) )Order 2022

2. Tl Responses downloaded from
https://downloads.metrolink.ie/documentsro/MetroLink%20R0%20Statutory%20Consult
ation%205.2%20Pt%201%200f%202%20-
%20T11%20Response%20t0%20Submissions%20001%20t0%20140.pdf

Table 3: Index - Submissions Received in Response to Railway Order Application y Ci Itation (Alphabetical Order)

College and Wainsfort Residents Association 55G Cl
45 Colm and Caitriona Warfield Charlement
50 Commission for Railway Regulation Multiple
51 (Conor and Lorraine Power Charlemont
52 Coras lompair Eireann Multiple
53 Core Capital S5G-Charlemont
54 Cormac McKay and Aeravai Multiple
55 Dan Coulcher and Paula Fyans General
56 DECC Geological Survey Ireland Multiple
57 Declan Ryan 55G-Charlemont
58 Deirdre Byrne and Family Seatown-Swords
59 Deirdre Vaughan Griffith Park-Glasnevin
60 Denis McLoughlin and Teresa Reid Charlemont
B1 Dermat and Doris Healy Tara
62 Desmond and Kathleen Rice Griffith Park-Glasnevin
63 Development Applications Unit Multiple
64 Devonmill Limited Swords-Fosterstown
65 Diarmuid Burke Charlement
66 District 7 Community Alliance Mater
67 Donal O'Brolcain General
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Railway (Metrolink—Estuary to Charlemont via Dublin Airport) Order 2022

Note. In this submission, | refer documents, reports, submissions, letters and a record of a
meeting with associated emails. | have attached these in two sections ie.

Section 1 - A 2019 submission to Transport Infrastructure Ireland (TIl) on Metrolink, which
is paginated, after the first two pages

Section 2. Other relevant material, identified by tabs.

| ask that An Bord Pleanadla refuse to grant a railway order for this project on the following
grounds

1.

It will not enhance public transport options within those parts of the Dublin Area in
which most journeys take place(see Figure 1) It is another stand-alone non
integrated project which will continue to absorb resources better used elsewhere;
The route chosen
a. Does not cater for the Drumcondra corridor which has the greatest demand
for enhanced public transport options in the north part of Dublin city. Note
the north part of our capital city has more people than Fingal, the south part
of Dublin City, South Dublin and Dun Laoghaire Rathdown (see Figure 4) and
has had over the past 30 years see Section 1 p.16-19.
b. Was the outcome of a deeply flawed process run by the National Transport
Authority.
Enhancing public transport options between Dublin City Centre and Dublin Airport
can be done by methods other than this proposal given than a 2011 NTA Study of
Dublin Airport passengers found that
a. Less than one seventh (14%g) of trips were business related;
b. Three quarters of all trips were either for holiday/leisure (nearly half) or
visiting family/relatives (over one quarter);
c. Less than one third of trips originated in Dublin City Centre/South part of
Dublin City;
d. Three quarters (75%) had journey times of less than one hour to Dublin
Airport with almost half (46%) having journey time of less than 30 minutes.
See Section 1 p. 20-22, 48-50

In addition, the peak times for passengers departing and arriving do not correspond
with the AM and PM peak commuting times in the Dublin Area. (Section 1 p. 22).
This suggests that the passenger capacity proposed will not be needed for decades,
if ever, given recent trends in working remotely from centralised offices.

In short, the vast majority of passengers at Dublin Airport are not very time-constrained in
how they access the Airport landside. So travel times between Dublin City Centre and the
Airport should not be a criterion by which this proposal is assessed.
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Furthermore, Dublin Airport attracts lots of meeters/greeters, at all times of the year. Very
few of these people are likely to use public transport to travel to the Airport.

The 2014-2015 NTA/AECOM Fingal/North Dublin Transport Study, to which Transport Infrastructure
Ireland (TII) refers in this application pointed out that

Expansion of the current light rail system to serve the Study Area could present significant
benefits as follows:

- Light rail is a high quality product with high capacity that has already been well received
within the City;

- Expansion of the network would present significant integration benefits and maximise the
overall offer presented by the network;

- Light rail integrates well into the urban environment which will be important for areas like
the north inner city and Swords;

- Light rail has a proven ability to drive urban renewal and economic growth which is an
important objective within the current Study Area;

- Light rail, unlike heavy rail, can have shared use sections where space is limited, although
ideally it should be segregated as much as possible;

- Light rail presents a suitable option where the level of demand is between bus and heavy
rail capacities;

- The current light rail network includes a number of Park and Ride facilities that will further
encourage a shift from car mode for commuting trips;

- Light rail is highly legible with a high commuter awareness of routes, catchment areas as
well as facilities to enable ease of utilisation; and

- Emissions from light rail are low and remote from the vehicle. !

In asking you to reject this project, | suggest that other options (see Section 1 p. 35-70, p.
111-132) would better serve the north part of our capital city region,including Swords and
the Airport. Any option must focus on the most heavily trafficked corridor of that area ie.
through Drumcondra which is primarily a residential and educational district.

Our capital city does not need another stand alone public transport system which will not
enhance our urban environment which is not well tended.

! Source: National Transport Authority. AECOM Fingal/North Dublin Transport Study. Stage One Appraisal Report November 2014 p.39
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1. Transport options in the Greater Dublin Area

The 2016 Census found that the major workplace catchment areas are inside the M50
as shown in Figure 1

Figure 1 Dublin Area workplace location catchment areas Census 2016

Workplace location catchment areas

April 27, 2018 5 s 1288895 s
Major workplace locations Dundalk Limerick <:) 295 415. s'mln

1 Re= Sligo Galway

Athlone Sards Cork © Ordnance Survey Ireland

by Waterford Dublin

Source: Central Statistics Office
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2. Route Chosen

2.1. On 10" May 2018, | asked Transport Infrastructure Ireland (Tll) for access to
papers, documents and records (including emails and sticky notes) under the
European Communities (Access to information on the Environment) Regulations
2007 — 2014, on four topics arising from the MetroLink proposal. (Section 1 p. 1-33)

2.1.1. The misleading statements in the Alignment Options Report on the origins of
a Metro system for the Greater Dublin Area;

2.1.2. The misplaced emphasis on Swords, compared to the North Part of Dublin
City or even the western part of Fingal around Blanchardstown;

2.1.3. The need for fast access between the City Centre and Dublin Airport;

2.1.4. Commitments and assumptions explicitly made in approving and building the
Dublin Port Tunnel. | actively supported that project as one of a mutually
reinforcing set of proposals which would enhance our capital city region .

2.2.Tll responded on 8 June 2018 (see Section 1 second page unpaginated!) pointing
out that

The basis for the criteria to provide a safe, high frequency, fast, efficient and sustainable public
transport light rail service connecting Swords, Dublin Airport and Dublin City Centre arises from the
findings of the Fingal/North Dublin Transport Study, which was commissioned by the National
Transport Authority (NTA) and is available to view/download from the NTA website,
www.nationaltransport.ie

2.3. TIlI's application for this railway order refers to the Fingal/North Dublin Transport
Study 2014-2015

2.3.1. In September 2014, |received a letter from AECOM asking me to contact
them to arrange a meeting in connection with a Fingal/North Dublin Transport
Study which the National Transport Authority had commissioned. | was
surprised to receive this letter, as | was not aware that such a study had been
commissioned.

2.3.2. On 6™ October 2014, the meeting took place in AECOM offices The aim of
the meeting was to present the C[TT ACCESS TRANIIT (CAT) which Drumcondra
2005 had proposed in response to a public consultation in March 2001 (see
Section 1 p. 96-108)

2.3.3. By prior agreement with AECOM, | was accompanied by five people, all of
whom are named in the agreed record of the meeting. . See agreed record of
this meeting Section 1 p. 92-95 and pre/post meeting emails clarifying some
points see Section 1 107-110

2.3.4. Among those that | invited were the Howard brothers, developers based in
North Dublin.

25 November 2022 19 March 2024



Donal O'Brolchain Presentation
Donal O'Brolchain Railway (MetroLink - Estu@rgltbl€zramteMerttolignRublin Airport) Order 2022 5/14
Submission ABP-314724-22 32/106

2.3.4.1. In 2006, they had commissioned a team of consultants to report on
an alternative routing for the then proposed Metro North. As the work
concluded, Michael Howard asked about Drumcondra 2005. By then, the
residents’ association which formed Drumcondra 2005 did not agree on
the then proposed Metro North. Thus there was no common approach to
MetroNorth, following the 2001 proposal for the DRUMCONDRA CITY
ACCESS TRANJIT (CAT. | pointed that out to Michael Howard.

2.3.4.2. 1 had not worked or socialised with the Howards before they
approached me nor have | since. When AECOM approached me in 2014, |
asked Michael Howard if he would like to join me at the proposed meeting
to present his proposal, as there appeared to be an opportunity to have
other options re-evaluated. He accepted my invitation.

2.3.4.3.  During the meeting, Michael J. Howard presented the Metro East
proposal which he had commissioned from Roughan O’Donovan and
others in 2005/2006. He also handed over a copy of that proposal to
AECOM together with a submission made to the Railway Procurement
Agency at the time . See Section1 p. 133 -197.

2.4. The NTA/AECOM Stage One Appraisal Report was dated November 2014.

2.4.1. Itis clear from the text of that NTA/AECOM report that

2.4.2. A casual reader would get the impression that Drumcondra 2005 was
present at a workshop for key stakeholders held on 27" August 2014. This was
not true.

2.4.3. The Roughan O’Donovan Report which the Howard brothers had presented
during the October 2014 meeting was not referred at all;

2.4.4. the DKUMCONDRA AITY ACCESS TRANSIT (CAT) proposal was completely
misrepresented. See Section 2. NTA/AECOM report p.  par 3.12 LR* :City
Access Transit (CAT) p. 59.61

2.5. In a submission (dated 19 January 2019) on that report, | called for the NTA/AECOM
Fingal/North Dublin Transport Study Stage One Appraisal Report November 2014 to
be rejected in full. See Section 1 p. 71-91 also Section 2 for covering letter.

2.6. It would seem that the AECOM Director who signed off on the Final Report of the
NTA/Fingal North Dublin Transport Study Stage 2 Appraisal Report June 2015 was
NOT aware that the Howards had given AECOM the final report of the Roughan
O’Donovan Metro North Transportation and Engineering Review Final Revision June
2006 (known as Metro East) during the meeting on 6 October 2014.
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2.7. This is a case of the public authorities and their consultants suppressing options that
were worked out by respected professionals taken on by private citizens. If the
public authorities were confident that the project proposed lacked merit, they did
not state that, setting out their reasons. This suggests policy-driven evidence
making in pursuit of a project favoured by insiders and incumbents. Such stealthy
behaviour is not necessary and does not inspire trust in government.

3. North LUAS Loop

3.1. Following the outrageously misleading NTA/AECOM Fingal/North Dublin Transport
Study Stage One Appraisal Report November 2014, in April 2016, | sought further
information from NTA. see Section 2

3.2. The key document that emerged was Draft Study of Transport Options for Fingal

Corridors in advance of Metro North April 2012. see Section 2

3.3. 1 was taken aback when | saw that there was no consideration of Drumcondra in the
Sector C1/Balbriggan Sector C2/Swords, Sector C3 Airport. This contrasted very
poorly with explicit treatment of both Finglas and Ballymun, other north city

suburbs. .

Figure 2 Main Fingal transport corridors to/from the City Centre

Sector E
Finglas

Sector F
Blanchardstown

Sector C1
Balbriggan

Sector C2

Swords
Sector D Sector C3
Ballymun Airport

City Centre

Sector B
Malahide

Sector A
Howth

Source ; NTA DRAFT Study of Transport Options for Fingal Corridors in advance of Metro North. April 2012
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3.4. This was very surprising, given a 1996 review (by Oscar Faber for the then
Department of Transport, Energy and Communications, seemingly prompted by the
EU Commission) of the then proposed integrated three line Light Rail system,. This
review identified more trip attractors/generators per km on a line connecting the
City Centre to Ballymun through Drumcondra. see Table 1 Comparison of Trip
Attractors Generators on three LUAS lines 1996 see section 1. 26. also p. 116

3.5. In a 2012 NTA report on Bus Rapid Transit (BRT) Core Network Report, NTA
concluded that passenger demand on a route through Drumcondra exceeded the
capacity of that particular option. No further consideration would be given to using

that particular form of public transport through Drumcondra. See Section 1 p. 37,
122

3.6. As | was puzzled by the complete exclusion of Drumcondra when the public
authorities were considering how to enhance public transport the north part of our
capital city, | commissioned two maps based on the 2011 Census from AIRO.

3.6.1. These superimposed the then existing LUAS lines (including LUAS cross-city
then under construction), heavy rail-commuter lines including DART and the
Phoenix Park Tunnel (then projected to open for commuter services in 2016)
and the then proposed Metro route on maps the Dublin area showing

3.6.2.  the economic core, measured by >= 700 jobs km?

3.6.3. population density;
See Figure 3

3.7. These maps formed the basis for a proposed LUAS Loop around the North City with
spurs to the Airport, Swords and Howth Junction. This built on the proposal to
extend LUAS from Broombridge to Finglas.

3.8. In October 2015, | presented this proposal at a session on transport at the Dublin
Economic Workshop in Athlone. see. Section 1 p. 26-70, and also an article in the
January 2018 issue of the Irish Journal of Social, Economic and Environmental
Sustainability see Section 1p. 111-132

3.9. | first used the maps in an article question the need for DART Interconnector,
published in the webforum irelandafternama published in July 2015
Does Dublin’s Core Economic Area need three rail links between the Docklands and Heuston
Station/Inchicore?
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Figure 3 A North Dublin on-street LUAS Loop with spurs to the Airport, Swords and Howth
Junction

Rail Legend Foputation Density per sq KM, 2011

3
Existing Rl and DART: - - Debsiin Eeenamic Core Area®

LUAS - Ret —_ :

LUAS - Grawr: e IR et RvG -

Phasanie Park Turmnel (in progress: ——
LUS5 - CrossCity (In-progressl; =
Frogesed DART Undergraound:

Source: Consus 2011

3.10. The proposed North Dublin LUAS loop would
3.10.1. serve the northern part of Dublin’s Core Economic Area comprehensively;
3.10.2. be Integrated with what already exists;
3.10.3. offer 3 rail-based ways of getting to/from the City Centre from the Airport;
3.10.4. link with the existing heavy rail commuter services are 4 different points
3.10.4.1. DART at Howth Junction;
3.10.4.2. Northern Commuter services also at Howth Junction;
3.10.4.3. The Maynooth line at both Drumcondra and Broombridge.

3.11. This North Dublin LUAS Loop fitted the urban transport network proposed in
A Platform for Change . This proposed a LUAS line through Drumcondra for the
north part of Dublin. This line would have spurs to the Airport and Howth
Junction,in addition to a spur from a circular Metro system, as part of a set of
mutually re-inforcing measures to make is easier to travel around the Dublin area.
see Section 1 p.13-14
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4. North part of Dublin City is under-served with rail-based transport

4.1. The north part of Dublin City has the highest population of all the local authority
areas in the Greater Dublin area. This has been so over the past 30 years see Figure
4

Figure 4 North Dublin City has the highest population within the Greater Dublin Area
Dublin Area Population of each local authority 1991-2022
400,000
350,000

300,000

250,000
200,000
150,000
100,000

50,000

Persons 1991 Persons 1996 Persons 2002 Persons 2006 Persons 2011 Persons 2016 Persons 2022

o

W Dublin City North  mFingal  m South Dublin Dublin City South ~ m Dun Laoghaire-Rathdown

Source: CSO Census Data. For 2022, preliminary results

4.2. Based on the Metrolink proposed in 2018, | commissioned two more maps of the
same type, to take account of the results of the 2016 Census see Figure 5 and 6. |
realise that the 2022 routing is slightly different to that on which these maps were
based. However, both show that the optimum route has not been chosen to serve
people living and working in the north Dublin .
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Figure 5 Dublin Population Density 2016 with the 2018 proposed Metrolink and other rail
based transport
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Figure 6 Dublin Core Economic Area 2016 with the 2018 proposed Metrolink and other rail
based transport
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4.3. In 2018, the Howards commissioned Roughan O’Donovan to compare the
catchments of the then Emerging Preferred Route (for MetroLink) with the Eastern
Route Variation which they had worked on and presented in 2006. This was
submitted to TIl during the 2018 Metrolink Public Consultation see Section 2
Comparison of the totals within the catchment of each route shows that the overall
population within the catchment area of the ‘Eastern Route Variation’ is higher than
along the current ‘Emerging Preferred Route’ and therefore the Tll should consider
the Eastern Route Variation as a viable option for MetroLink. See Figure 7

Figure 7 2016 CSO Summary Data for Metrolink ‘Emerging Preferred Route’ and Eastern

Route Variation

Route Emerging Preferred Route Eastern Route Variation
Catchment Catchment

Population 73,071 75,890

Employed 33,092 36,176

Education 8,883 8,501

Source: Genvest Submission to the Project Manager MetroLink May2016

If the public authorities are really trying to promote modal shift in transport, they have
chosen the wrong route for this project
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5. Dublin Port Tunnel

5.1. The benefits of the Dublin Port Tunnel project assumed that there would be an
integrated three line LRT network in Dublin. This included a line through
Drumcondra to connect the City Centre to Ballymun see section 1. p. 28

5.2. Government approved the Port Tunnel after a sworn public inquiry. The project
was promoted by the then Dublin Corporation and the National Roads Authority
(NRA)

5.3. After the Minister signed the order to approve the project, significant changes were
made by adding an extra lane to the inbound slip road from the Coolock Lane
Interchange the Shantalla Road Bridge. see section 1 p. 23-24

5.4. This was done by stealth. Apparently, NRA sought approval for this as part of an
extension to the M50 in another part of the Dublin region! It is not at all clear that
the impact of this change was ever assessed in terms of increased traffic through
Drumcondra, with all that implies in terms of air and noise pollution. see section 1
p. 25 | suggest that this way of proceeding negated the environmental impact
assessment which was the subject of the sworn inquiry.

5.5. Building a north city LUAS loop would mitigate some the harm done by this
outrageous abuse of process by the public authorities.

6. Streetscape, Community Severance, Place Making

6.1. If this project goes ahead as proposed, it will be a permanent monument to the
abject failure of urban planning in this state. It will serve as very real evidence of
the double-think which dominates the management of our capital city.

6.1.1. As proposed, MetroLink will be in tunnel under what is Ballymun’s amin
street. This is now a 6 lane roadway for through traffic. It is simply incredible
that our public service imposed such a barrier on a urban area which was being
regenerated having been first built some 40 years previously. Such a roadway
is a recognised major form of community severance.

6.1.2. Given the cost of underground stations, it is much cheaper to put such
through traffic in a tunnel. This would calm Ballymun’s main street with space
for walking, cycling, public transport, supported by a network of sit-around
hand around public parks are developed and maintained, as in Dublin 2.

6.1.3. The local and national public authorities are implementing a policy of
removing traffic from Dublin City Centre. That they are not applying the same
policy to Ballymun is clear evidence of lack of balance and consideration for all
citizens when allocating public resources.

6.2. In determining on this application, An Bord Pleandla has a unique opportunity to
begin the process of restoring public confidence that planning permissions are little
more that very limited forms of building control.
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6.3. In asking An Bord Pleanadla to reject this application, | hope that it will help us all to
re-learn what was known about place-making when Marino and Griffith Avenue
were developed by our new state 100 years ago. | also hope that it will assist us to
reset our way of governing ourselves to apply those lessons consistently and with
equal force in all parts of our capital city’s region.
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: Donal O'Brolcain (100 Griffith Avenue, Drumcondra, Dublin, D09 T6K3)
Submitter

Item No. Section Ref. Page No. Observation Statement

TIl Response

Railway (Metrolink-Estuary to Charlemont via Dublin Airport) Order 2022

TIl does not concur with the view that MetroLink will not enhance pubic transport options or that it is a stand-alone non-integrated project.

EIAR Chapter 3, Background to the MetroLink Project, explains the need for the Project, and how MetroLink will address challenges within
the Greater Dublin Area. The proposed Project will provide significant benefits not only to those who choose to use it, but also to other
transport network users, by reducing the demand for road space and creating the opportunity for the road transport system to achieve
optimum levels of efficiency and effectiveness. Also as outlined in Chapter 3, the proposed Project is part of an integrated transport
network that also includes for BusConnects and DART+ which are all included under Project Ireland 2040. Together, these projects will

| ask that An Bord Pleanala refuse to grant a railway order for this project on the following grounds. result in a reliable, sustainable, affordable, integrated public transport network that will support the economy, help Ireland meet its climate

1 - 1 change targets in line with Climate Action Plan 2023 and make Dublin a more liveable and sustainable city. Whilst MetroLink is a standalone
1. It will not enhance public transport options within those parts of the Dublin Area in which most journeys take place(see Figure 1) It is project that is not dependent on any other projects for its delivery or effective operation, it is nonetheless a critical part of the proposed
another stand-alone non integrated project which will continue to absorb resources better used elsewhere; integrated transport network for the Greater Dublin Area.

The proposed Project will improve the performance of the public transport and road networks in North Dublin, including the critical Dublin-
Belfast trade corridor, and the supporting infrastructure for Dublin Port and Dublin Airport. By creating a new transport mode choice for
passengers, the proposed Project will enhance regional and international connectivity and help optimise the transport network. EIAR
Chapter 9, Traffic and Transport, presents an analysis of the capacity of existing public transport corridors, indicating that the Ballymun bus
corridor, as well as many of the other bus corridors in North Dublin, is currently operating well over its capacity, and therefore an
alternative solution is required to accommodate demand.

With regards to observations (a) and (b) TIl does not agree and would note the following:

a. Response (1) above refers to how the Project will enhance the public transport network. EIAR Chapter 7, Consideration of Alternatives
presents the decision-making process which determined the optimum station location for the Drumcondra area. Stations at either
Drumcondra or Glasnevin were considered in the context of the achievement of the Transport Strategy for the Greater Dublin Area (GDA),
having particular regard to maximising the quality interchange opportunities between different services and to provide fast and convenient
access to major destinations such as Dublin city centre and Dublin Airport. Following careful consideration, it was determined that the
provision of a station at Glasnevin will better meet the requirements of the GDA Transport Strategy for the reasons set out in Chapter 7,
section 7.6.5 Drumcondra v Glasnevin.

2. The route chosen

a. Does not cater for the Drumcondra corridor which has the greatest demand for enhanced public transport options in the north part of
2 Letter 1 Dublin city. Note the north part of our capital city has more people than Fingal, the south part of Dublin City, South Dublin and Dun

b. Til do not that MetroLink is the out f a flawed . The decisi inf d by hensive Route Opti
Laoghaire Rathdown (see Figure 4) and has had over the past 30 years see Section 1 p16-19. o not agree that Metrolink is the outcome of a flawed process. The decision was informed by a comprehensive Route Option

Selecton study which was assessed in accordance with the ‘Common Appraisal Framework for Transport Projects and Programmes’ (CAF).
EIAR Chapter 7 presents the decision-making process that has led to the proposed Project, including the consideration of alternative
alignments, and the identification of the preferred route. The assessment of alternatives to identify a preferred route for the proposed
Project has been undertaken based on an assessment of a number of route sections, route options and station locations. In March 2018,
following a comprehensive assessment of the route options along the corridor, NTA and TIl published the Alignment Options Report
identifying the Emerging Preferred Route (EPR) for the proposed Project. The EPR was subject to non-statutory public consultation in 2018
and the key observations and submissions are referred to in EIAR Chapter 8, Consultation. A review of the submissions arising from the
public consultation and further design development led to the establishment of a Preferred Route for the Project, which was subject to
further non-statutory public consultation inn April 2019 (also presented in EIAR Chapter 8).

b. Was the outcome of a deeply flawed process run by the National Transport Authority.
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3 Letter

3. Enhancing public transport options between Dublin City Centre and Dublin Airport can be done by methods other than this proposal
given that a 2011 NTA Study of Dublin Airport passengers found that

a. Less than one seventh (14%) of trips were business related;

b. Three quarters of all trips were either for holiday/leisure (nearly half) or visiting family/relatives (over one quarter);

c. Less than one third of trips originated in Dublin City Centre/South part of Dublin City;

d. Three quarters (75%) had journey times of less than one hour to Dublin Airport with almost half (46%) having journey time of less than 30
minutes. See Section 1 p. 20-22, 48-50

The overall project objective of MetroLink, as established by TIl and as outlined in the Transport Strategy for Greater Dublin Area (2022-
2042) and National Development Plan 2021-2030 (Government of Ireland, 2021) is 'to provide a sustainable, safe, efficient, integrated and
accessible public transport service between Swords, Dublin Airport and Dublin City Centre'. The decision to service Dublin Airport was
accordingly a strategic decision made at the highest levels of transport and land use planning and as such is fully consistent with proper
planning and sustainable development. If An Bord Pleanala were to refuse the Railway Order on the basis on this submission, it would not
be possible to deliver on the policy objective set out in the Transport Strategy and National Development Plan.

With regards to the 2011 NTA Study of Dublin Airport, the traffic modelling has been informed by planning datasheets (supplied by the NTA)
which utilise data from the CSO 2016 Census, in conjunction with land use and growth priorities identified by the Regional Assemblies and
Local Authorities. Therefore, whilst themes may be similar across the datasets, the traffic modelling undertaken as part of the EIAR utilises
the most up to date data from the NTA.

EIAR Chapter 3, Background to the MetroLink Project identifies the need for the proposed Project to serve Dublin Airport. To achieve the
best economic performance, Irish airports (and ports) need to be served by an efficient and effective transportation network. The proposed
Project will support the efficiency and growth of Dublin Airport by creating an additional passenger access opportunity and allowing for
optimisation of the surrounding road and public transport networks. As detailed in EIAR Chapter 7, Consideration of Alternatives, a range of
alternative route alignments and station options were considered. As a result of the multi-criteria analysis undertaken which considered a
range of environmental, economic, accessibility and social inclusion elements, the preferred route was identified.

Dublin Airport is the largest airport by passenger numbers in Europe without a rail connection, whilst it also has approximately 20,000
people employed within the larger airport campus who require a mode of access. Providing an efficient public transport link from Dublin
Airport into the city centre via the R108 corridor facilitates interchange with the other public transport networks for onward journeys to the
rest of Ireland, such as the heavy rail network via Glasnevin or Tara Street stations. EIAR Chapter 9, Traffic and Transport presents an
analysis of the capacities on existing public transport networks, indicating that the bus corridors around Dublin Airport (on the M1 and
R132) are operating at, or very near to, full capacity, and therefore alternative interventions are required to accommodate this demand.

4 Letter

In addition, the peak times for passengers departing and arriving do not correspond with the AM and PM peak commuting times in the
Dublin Area. (Section 1 p. 22). This suggests that the passenger capacity proposed will not be needed for decades, if ever, given recent
trends in working remotely from centralised offices.

As outlined in EIAR Appendix A9.3, the Traffic Modelling Plan, and EIAR Chapter 9, Traffic and Transport, the Eastern Regional Model (ERM)
used for forecasting and assessing the impact of the Project provides a detailed representation of travel demand across four time periods -
AM (morning peak), LT (lunch time), SR (School run) and PM (evening peak). This has been used to capture the varied demand throughout
the day. As outlined in EIAR Chapter 6, MetroLink Operations and Maintenance, the operational strategy of the proposed Project is driven
by the forecasted passenger demand. Passenger demand modelling has been used to predict the numbers of passengers boarding and
alighting at each station, and the resulting passenger load on the whole Project, for up to 30 years after opening. Passenger modelling
identified that passenger numbers may peak at over 18,000 passengers for the AM peak hour southbound. On the basis of the modelling
prepared for the proposed Project and allowing for future growth in capacity beyond the projection year, the proposed Project is designed
to accommodate 20,000 passengers per hour per direction. As such, it is not relevant that the Dublin Airport arrivals/departures peak
overlaps with the Dublin Area commuting peak, because the modelling confirms that peak travel on this corridor needs a metro scale
solution.

EIAR Chapter 3, Background to the MetroLink Project, details how the effects of COVID-19 have been considered within the assessments. Tl
has observed that the road network has returned to near-normal levels (approximately 80%) very quickly following lockdown events -
meaning that the capacity constraints and challenges identified are likely to persist without interventions such as the MetroLink Project.
While "work from home" trends may be expected to become more prevalent in those industries where it is possible. The business case for
the proposed Project has had regard to potential for lower patronage due to hybrid working and the analysis undertaken still strongly
supports the provision of MetroLink.
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In short, the vast majority of passengers at Dublin Airport are not very time-constrained in how they access the Airport landside. So travel
times between Dublin City Centre and the Airport should not be a criterion by which this proposal is assessed.

EIAR Chapter 3, Background to the MetroLink Project, identifies outbound passengers experience significant impact due to unreliability of
their journey time to the Airport. TIl analysis demonstrates that the M50/M1 Motorway system adjacent to Dublin Airport can at times
experience unstable traffic flow patterns, or a complete breakdown of flow. In response to the consequential journey time uncertainty,
many travellers to the Airport will factor in a significant buffer time to ensure that they arrive at the Airport in time. Of inbound passengers,
over 60% used a car, van or taxi to leave the airport, contributing to road network congestion. Without the proposed Project, the use of
private vehicles will grow as populations grow and more people fly, leading to further congestion on the road network.

Travel time between Dublin City Centre and Dublin Airport is not the only criterion upon which this proposal is assessed. The benefit that
MetroLink delivers are much wider than this. The MetroLink forms part of an integrated public transport network. The system is designed in
an integrated manner so that people travelling from the area south of Dublin to access locations in Dublin City Centre and North Dublin,
such as Mater, Swords etc. will utilise public transport to interchange with the MetroLink or will walk or cycle to access their local station.
EIAR Chapter 9, Traffic and Transport presents the wider impact to journey times and shows that the proposed Project will have far reaching
benefits to journey times to and from a range of locations within the Greater Dublin Area, not just between Dublin Airport and the City
Centre.

Furthermore, Dublin Airport attracts lots of meeters/greeters, at all times of the year. Very few of these people are likely to use public
transport to travel to the Airport.

Please refer to Responses (3) and (5) above in relation to the need for the proposed Project to serve Dublin Airport, and the existing lack of
capacity on bus corridors around Dublin Airport. EIAR Chapter 9, Traffic and Transport presents the baseline modal split for journeys to and
from Dublin Airport. Between 2006 and 2016, car mode share has decreased through the years, with an increase in Bus in 2016 according to
the NTA's Travel Survey. Whilst vehicular modes continue to account for over half of the total mode share, there is an increasing shift
towards public transport modes.

In asking you to reject this project, | suggest that other options (see Section 1 p. 35-70, p. 111-132) would better serve the north part of our
capital city region, including Swords and the Airport. Any option must focus on the most heavily trafficked corridor of that area ie. through
Drumcondra which is primarily a residential and educational district.

Our capital city does not need another stand alone public transport system which will not enhance our urban environment which is not well
tended.

Please refer to Response (1) above regards the decision-making process in relation to an alignment serving the Drumcondra corridor, and
the provision of the Project as part of a wider integrated transport network.

As outlined in EIAR Chapter 3, Background to the MetroLink Project, the proposed Project will by way of modal shift and by taking
significant volumes of passenger movement underground, support the transformation of the surface level urban environment, making it
more attractive for people to engage with. The stations will also attract a wide range of businesses keen to take advantage of the projected
footfall, helping to generate an improvement to the urban public realm. Similarly, the proposed Project stations will support opportunities
to improve the urban environment through the associated reduction in vehicle numbers.

5 Letter

6 Letter

7 N/A

8 2. Route Chosen

2.7 This is a case of the public authorities and their consultants suppressing options that were worked out by respected professionals taken
on by private citizens. If the public authorities were confident that the project proposed lacked merit, they did not state that, setting out
their reasons. This suggests policy-driven evidence making in pursuit of a project favoured by insiders and incumbents. Such stealthy
behaviour is not necessary and does not inspire trust in government.

EIAR Chapter 7, Consideration of Alternatives presents the robust decision-making process that has led to the proposed Project. This
chapter details how route options have been considered and assessed, including the undertaking of non-statutory consultation throughout
this process.

EIAR Chapter 8, Consultation, presents the extensive public consultation and stakeholder engagement that has been undertaken
throughout the entirety of the Project, including with private citizens. Tll has at all times endeavoured to ensure the widest possible access
for the public, stakeholders and landowners to information about the Project at all stages of its pre-planning development. In this regard, it
is intended that the consultation undertaken in respect of the MetroLink project will, when the Railway Order application process is
complete, fully meet the requirements of the Aarhus Convention, Codified EIA Directive, and Irish national legislation.
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Donal O'Brolcain (100 Griffith Avenue, Drumcondra, Dublin, D09 T6K3)

Observation Statement

TIl Response

Railway (Metrolink-Estuary to Charlemont via Dublin Airport) Order 2022
EIAR Chapter 7, Consideration of Alternatives explains the alternative transport options that were considered to serve the Fingal/North
Dublin Corridor. The options assessed included for heavy rail, light rail and Bus Rapid Transit (BRT) options in addition to combination
3.10 The proposed North Dublin LUAS loop would options. Further detail on each opti?n anf:l»the findings ?fthe full assessment undertaken.can be found in the FingaI/Nonh Dublin Transport
- . N Study (NTA, 2015). The assessment identified an Optimised Metro North as the best medium and long-term transport project for the
3.10.1. serve the northern part of Dublin's Core Economic Area comprehensively; .
. . Greater Dublin Area.
3.10.2. be Integrated with what already exists;
9 3. North LUAS Loop 8 " . 2 N
3.10.3. offer 3 rail-based ways of getting to/from the City Centre from the Airport; N . . . N . . . .
N N . " N " N . As previously noted, the proposed Project also offers strong integration with the other public transport networks. Glasnevin Station will
3.10.4. link with the existing heavy rail commuter services are 4 different points 3.10.4.1. DART at Howth Junction; 3.10.4.2. Northern N o y N . . . - )
Commuter services also at Howth Junction; 3.10.4.3. The Maynooth line at both Drumcondra and Broombridge provide quality interchange with both the Maynooth and Kildare heavy rail lines, whilst Tara Station offers quality interchange with the
s V! ge. DART network. The Luas Red and Green Lines are located in close proximity to the O'Connell Street Station and St. Stephen's Green Station,
whilst direct interchange with the Luas Green Line is provided at Charlemont. All stations offer strong integration with the existing Dublin
Bus network as well as the future BusConnects network.
EIAR Chapter 7, Consideration of Alternatives outlines the relevant criteria that was used during the Preliminary Assessment to establish the
merits of the feasible and practicable routes identified, in order to develop the most appropriate feasible options for consideration at the
4. North t of Dubli t stage. Th iteri isted of thi tential for interch: , potential trip d d, key trip attract by, and the i 't on th
" o. i 4.2. Based on the Metrolink proposed in 2018, | commissioned two more maps of the same type, to take account of the results of the 2016 n.ex SELE S ik c.on5|s © _o N ang? o N A[PCITLEL _ey rlp.a e ch ki _on ©
City is under-served N y L n . directness of the route (journey times). Therefore, the surrounding population, and associated trip demand, has been strongly considered,
10 ) ) 9 Census see Figure 5 and 6. | realise that the 2022 routing is slightly different to that on which these maps were based. However, both show N N | - )
with rail-based that the optimum route has not been chosen to serve people living and working in the north Dublin however it was not the sole factor upon which the Preferred Route was ped. The Transport Report (Appendix A9.4)
transport P peop s e : outlines how the NTA's planning datasheets have been used to project the population and job growth both within the GDA, and within a 15
minute walking catchment of the MetroLink alignment, as far as 30 years after opening, demonstrating positive linear growth in both
scenarios around the Project alignment.
After the Minister signed the order to approve the [Dublin Port Tunnel] project, significant changes were made by adding an extra lane to
the inbound slip road from the Coolock Lane Interchange the Shantalla Road Bridge, see section 1 p. 23-24.
Til and the MetroLink Project will d i d ith the statut lanni d all legal i ts. Tl h
5.4. This was done by stealth. Apparently, NRA sought approval for this as part of an extension to the M50 in another part of the Dublin CI O VUL AR5 proc?e in ccor ance-WI ¢ sta 'u Iy AL proces? Gl USRI |5 .requlremen- s' .as =
" . . . . . . N comment to make as regards the Dublin Port Tunnel project observation, and nor should TlI's response be taken to infer any opinion with
11 5. Dublin Port Tunnel 13 region! It is not at all clear that the impact of this change was ever assessed in terms of increased traffic through Drumcondra , with all that . . .
. N B . . . " N . regard to the Dublin Port Tunnel project observation.
implies in terms of air and noise pollution, see section 1 p. 25 | suggest that this way of proceeding negated the environmental impact
assessment which was the subject of the sworn inquiry.
5.5. Building a north city LUAS loop would mitigate some the harm done by this outrageous abuse of process by the public authorities.
As noted by the above responses, MetroLink is designed to address multiple and wider strategic transport challenges rather than just
singular geographic issues as part of a wider integrated transport network.
6.1.2 Given the cost of underground stations, it is much cheaper to put such through traffic in a tunnel. This would calm Ballymun's main Tl do not agree that Ballymun will not benefit from and experience a reduction in traffic. EIAR Chapter 3, Background to the MetroLink
6. Streetscape, street with space for walking, cycling, public transport, supported by a network of sit-around hand around public parks are developed and  [Project, explains how MetroLink will provide a frequent and reliable public transport alternative to the private car, and it is predicted to
12 Community Severance, 13 maintained, as in Dublin 2. 6.1.3. The local and national public authorities are implementing a policy of removing traffic from Dublin City achieve significant modal shift to public transport along this corridor. This in turn will reduce demand for road space, particularly in the
Place Making Centre. That they are not applying the same policy to Ballymun is clear evidence of lack of balance and consideration for all citizens when  [Ballymun area where the bus corridor is currently operating over capacity and cannot sufficiently accommodate the demand at present. The:
allocating public resources. provision of MetroLink along the Ballymun/R108 corridor therefore serves to facilitate a reduction in traffic in this area. In conjunction with
this, the proposed street level layout around the station, as part of the BusConnects Core Bus Corridor proposals, will reduce the R108
Ballymun Road to one vehicular traffic lane in each direction to accommodate a designated bus lane and cycling infrastructure in the vicinity
of Ballymun Station.
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Development Potential within 1 km of alternative routes

Central Route Eastern Route B

Residential Potential Units Units % of Central
DEC 5701 9118 160%
FCIC 823 0 0%

Total 6724 9118 136%

Commercial Potential ‘000 sg m ‘000 sg m
DCC 201 791 394 %
HEG 1780 1047 61%
Total 1931 1838 95%

Source McGill Planning




Ownership of Land with Cevelopment Potential
within 1km of Metro Routes

Land Owner RPA Central Eastern B
E] % ha %
State & Local Councils 72 ) 162 43
Education & Hospitals 46 16 5% 16
Religious Institutions 2 1 18 4
Sporting Clubs 22 3 ) 1

Private Sector 145 91 106 &1
Total 287 339

Source Mc Gill Planning
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Metro North-Multicriteria Analysis of Alternative Routes

RPA Central Eastern Alternative
to to Airport
GSH Airport Underground Elevated

Criterion

Capital Cost 4 1 2 3
Completion Time 4 1 2 3
Catchment Numbers 1 1 2 3
Suitability for Airport Passengers 1 2 2 3
Suitability for Airport Employees 1 2 3 4
Serves Other Major Destinations 1 1 p 2
Connectivity with Orbital Metro 2 2 1 1

Connectivity with Dart 1 1 2 2
Airport Disruption During Construction 3 1 1 2
Airport Constraints Post Construction 2 3 3 1

Development Potential 1 1 2 3
Maximise Value of State Assets 1 1 2 3

Constituency Coverage 1 1 2 2

Total Score 23 18 26 32




Conclusions

Selecting the Eastern Route for Metro North would

* Permit Direct Access to the Airport Terminal

e Provide Access to Beaumont & Clonshaugh Ind Est

« Provide Access to Croke Park

* Increase Metro Ridership Significantly

» Substantially Improve Development Opportunities

« Maximise the Value of State Owned Assets

« Reduce Capital Investment Requirements by €187-317m
« Significantly Reduce the Time to Completion

Provided the Elevated connection to the Airport is Selected




Ownership of Land with Development Potential
within 1km of Metro Routes

Eastern B

RPA Central

150 200 250
Land Area, ha

m State & Local Councils @ Education & Hospitals [ Religious Institutions m Sporting Clubs "#'E#i¢%te Sector
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Metro North Route Selection

Submission to the Railway Procurement Agency
in Response to Public Consultation

June 2006

William Murray and Associases

Planning and Development Consuftas
Roughan and O’Donovan, Consulting Engmee
KHSK, Economic Consaitss

McGill Planning, Chartered Tows 5l
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WILLIAM MURRAY & ASSDODaw
WMA b

arkgane oues
D—-'-.':.. x

s O
5.06.2006

Introduction

This submission has been commissioned on behalf of a grouping of a wide range of
institutions owhlic bodies and private interests located along the catchment of the Eastern
Route Thess include Bezumont Hospital, the GAA, and the owners/developers of hotels
and developed and undeveloped lands along the route. In particular the owners of

Northside Shopping Centre (central to the proposed Cromcastle redevelopment) and

Clonshaugh Indusitial Estate are represented in the group. Dublin City University would
also be sexved by ibe rouie

The RPA are in the process of public consultation in relation to three alternative routes
for the Mesro Mok Line OF the three routes, the Western Route is 30% longer and is
easily rejected for the: reason The decision to be made therefore is between the Central
and the Eastern Routes

The group on whose behalf this submission is made came together as a result of concerns
that the RPA appeared to favour the Central Route on the basis that it has a catchment, in
terms of annnal passenger journeys 20% larger than the Eastern Route and that it would
be easier to consiruc:  Another key issue appeared to be the desire that the Metro should
serve Ballymun, cumently in the course of regeneration.

An expert team was put i place to examine the comparative advantages of the Eastern

e =

and Central Routes in t=rms of key planning, transportation and socio-economic issues.

The team consisied of the following consultancy firms: -

19 March 2024
91 Upper George’s Street, Dun Laoghaire, County Dudlin TO012304372 F012846965 E infcidwmaplanning i . WY

VAT No: 1E3195207Q



Donal O'Brolchain Presentation
Oral Hearing MertroLink
ABP-314724-22 52/106

paghan & O’Donovan

T = Tomms

OESHEISRE FREINCCTS

[l

McGill Planmning

WALl 2

(Chartered Town Planners

KHSK
Economic Consultants

The full reports prepared by each consultant, included herewith, should be read part of
this submission. The submission therefore consists of this summary report together with
the following technical studies

A. Socioeconomic Analysis of Proposed Metro North Routes, prepared by Kevin
Hannigan of KHSC, Economic Consultants

B. Metro-Link Assessment Land Budget and Services/Facilities Survey, prepared by
Colin McGill of McGill Planning, Chartered Town Planners

C. Transport and Engineering Review, prepared by Seamus McGearailt of Roughan
and O’Donovan, Consulting Engineers

2. Structure of Submission
Key Issues have been set out by the RPA as criteria for deciding the preferred route.
These issues are: -

e Transport and Land Use Strategy

e Reducing Congestion and Pollution
Environmental Impacts

Social and Economic Benefits
Transport System Integration

Capital Cost / Availability of Funding
Operational Efficiency

Ease of Construction

-~ -
[ ]

The RPA believes that the Central Route is stronger from a number of points of view,
including fulfilling transportation needs and capital cost. This submission which is
based on extensive technical planning, socio-economic and engineering research
challenges these beliefs. It is presented in summary form under the same ‘key issues’
headings as used by the RPA.

sl % £ A
& )
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course of the research it became obvious that whilst both the Central and Eastern
outes conmverged at the Great Southern Hotel in the Airport, the preferred station
location at the airport would be at the terminal building itself, This is provided for in the
RPA “Options” plan by way of an underground link under the south apron, to the terminal
and under the north apron to emerge at grade at the northem airport boundary.

It should be noted that the Eastern Route can be similarly adjusted to provide for direct
access to the terminal. This can be done by way of an underground link similar to that
proposed by the RPA for the Central Route or by way of an elevated structure. This latter
option, which is outlined in more detail in the Transportation Report by Roughan
O’Donovan, would result in substantial savings on construction costs. The alignment
adjustments necessary to provide the link to the terminal result in the line running
through Clonshaugh Industrial Estate. The proposed provision of a new station within
the estate brings a large residential area into the catchment of the Metro which under the
Eastern alignment proposed by the RPA would not be served. This adjusted alignment is
described as the East Route Variant.

3. Key Issues
3.1 Transport and Land-Use Strategy

Central to the government’s transportation strategy 1s the delivery of the benefit of Metro
to the maximum number of people. The findings of this submission are that a higher
catchment population will be delivered along the East Route Variant corridor of up to
17% because of the greater existing and potential future population in the catchment.

The East Route Variant also delivers an excess of 3.5 million passengers over the Central
Route as proposed by the RPA.

The East Route Variant has 52 Hectares more land available for development than the
Central Route and can deliver an additional 2,400 residential units by development of
zoned lands and redevelopment of underutilized lands. 80% of these lands with potential
for residential development are zoned either Z12 - Institutional Land - Future
Development Potential or Z15 - Long Term Institutional Use (where residential is open
for consideration) in the City Development Plan. The zoning of these lands could be
enhanced in the future to provide for specific higher densities and more sustainable land
use within the corridor.,

Even without adjusting the line to the East Route Variant, an additional 30 Hectares of
land is available for development in the Eastern, over the Central Route.

[VS]

¢ .
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3.2 Reducing Congestion and Pollution

The Eastern Route fills a major gap in the Dublin Transportation Network whilst the

Cent=al Route merely duplicates the already effective Ballymun Quality Bus Corridor.

The East Route Variant can deliver metro service to a substantial area (Clonshaugh /

Xilmore / Beaumont) at present unserved by quality transport. In this area the research
has shown that car usage is higher than in the Central Corridor reflecting the relative
under-development of public transport. If car usage were reduced in the Eastern corndor
:o the level seen on the Central Route then 2,300 journeys each way each day would be

diverted from cars.

Park and Ride at Clonshaugh, accessed from the proposed new N32 parallel road, would
be ideally located to reduce congestion for traffic from North County Dublin and beyond.

3.3 Environmental Impacts

It is considered that the environmental impacts of the Metro would be generally similar
for the two toutes. The exception to this would be in the Ballymun area where there are
significant design issues. The original urban design framework for Ballymun was
predicated on a street running Luas type tram system which could co-exist with
pedestrian and other traffic. The Metro requires to be grade separated so that it must be
placed on an elevated structure or underground. It is understood that the overground
option has been rejected by Ballymun Regeneration as it would have seriously adverse
effects on the amenities and functionality of the new main street.

It is also understood that the environmental impacts are considered to be so negative that
it will be necessary to put the line underground to mitigate them. The substantial
additional cost of the underground option has not, however, been factored into the
comparative cost figures of the alignment options.

3.4 Social and Economic Benefits

The population at present living in the catchments of the Eastern and Central Routes arc
of a similar size. Nevertheless the East Route Variant option provides access to a much
larger population base and one with a significantly lower socio-economic status, making
it a preferable route from the socio-economic perspective.

The East Route Variant facilitates sustainable development of the substantial Dublin City
land banks at Santry and Whitehall and the redevelopment of Northside/Cromcastle. In
addition the development of major IDA and private commercial/industrial lands including
Clonshaugh Industrial Estate (in excess of 220 acres in all) would benefit from the East
Route Variant. It is noted that there is significant benefit to State lands in both the

19 March 2024
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aciern and East Route Variant corridors arising from the presence of a Metro which
does not amse in the Central Route.

)= Eastern Route provides access to key community and national facilities at DCU and
at Beaumont Hospital, Croke Park, St Patrick’s Training College, and Santry Stadium
which otherwise would not have the benefit of quality public transportation. Traffic
congestion and parking difficulties on days of major events would be greatly improved
through the provision of park and ride facilities. Also, the provision of a link between
Beaumont Hospital and both DCU and Swords would ease nursing student travel

difficulties and travel burdens on patients and their families.

Four existing important tourist and business hotels are also served by the Eastern Route —
Regency, Skylon, Bewleys and Croke Park Jury’s. Existing services and facilities on the
Central Route are fewer in number and benefit already from the presence of a Quality
Bus Corridor.

3.5 Transport System Integration

The Central Routs crosses the Maynooth Rail Line at Phibsboro without an
interconnecting station. The Eastern Route by contrast has provision for an interchange
station with the Western Arrow service (Maynooth Line) at Drumcondra leading to a
wider network for flexible journey planning. Three QBC routes pass Drumcondra
Station facilitating transportation integration.

The Central Route only connects to a single QBC - the Finglas service - at Botanic Road.
The Eastern Route is clearly superior under the heading of integrating transport systems.
Construction of the Metro along the Eastern Route will enable the Western Route to be
constructed as a later project, perhaps as a Luas whereas if the Central Route is selected it
is unlikely that the Western Route will also be given a rail based service due to its
proximity.

3.6 Capital Cost / Availability of Funding

There is little difference between the capital cost of the two routes as proposed by the
RPA. Nevertheless substantial savings (10%) could be made in the cost of the Eastern
Route by following the existing road level for much of the route beside the motorway
between Whitehall and Santry.

Significantly lower construction costs would also arise, potentially of up to €100 million,
according to the provision of tunnel or viaduct through Dublin Airport. This saving could
not be made on the Central Route which requires a crossing in tunnel of the runway
apron. The East Route does not require a tunnel to reach the main airport terminal area.
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In relation 1o funding, it has been pointed out above that an additional 2,400 housing

units could be provided along the East Route Variant. This, at a rate of €10,000 per unit
would raise an additional €24 million by way of a levy on the additional dwellings to be
~rovided in the catchment. This additional source of funding would not be available on

LU 298

the Ceniral Route

- -
J-1

Operational Efficiency

There is no significant difference between the two routes in relation to operational
efficiency

3.8 Ease of Construction

The Eastern Route is considered to have advantages over the Central Route in terms of
case of construction and giving rise to less disturbance to local population. This is
because the route generally follows a line through open spaces or industrial lands or
along the M1 motorway corridor and it can utilise the existing construction depots arising
from the construction of the port tunnel.

Tt is considered that difficulties anticipated by the RPA in constructing the Metro close to
the port tunnel are overstated.

Lengthy disruption / disturbance will be caused by the construction of the 3 km elevated
(or indeed underground) stretch at Ballymun which is unlikely to be readily accepted by
the residents who have lived in an on-going construction site for a number of years
already.

4. Conclusions

o There is a compelling case for the selection of the East Route Variant having
regard to most of the key issues set out by the RPA

o In particular the route scores better under the strategically important headings of
fulfilling transportation needs and capital cost

e Tt will serve 17% more people in its catchment than the Central Route

e Tt also delivers an excess of 3.5 million passengers over the Central Route.

e It will facilitate the development/ redevelopment of an additional 52 Hectares of

land

o Additional new residential development can generate levies of the order of €24
million

o There is considerable gain to the State by the uplift in value of State lands along
the route

e Operators of national community related institutions and support facilities aion
this route are fully in support of its selection.

6
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The East Route fills a major gap in the Dublin Transport Network, while the
Central Route duplicates the Ballymun QBC.

The Metro project provides an ideal opportunity to bring a high quality public
tzansport service to the Beaumont/Kilmore/Clonshaugh areas of north Dublin that
would otherwise be difficult to serve appropriately.

The East Route provides access to key facilities including Croke Park, St.
Patrick’s College, Dublin City University, Beaumont Hospital and 3 major hotels;

The East Route would be better integrated with other public transport routes, such
as the Maynooth Rail Line, leading to a wider network for flexible journey
planning;

There would be a lower construction cost for the East Route potentially in the
order of to €100m according to the provision of tunnel or viaduct through Dublin
Airport.

Tt would be easier to construct the East Route with less disruption for the local
population as the route follows the M1 motorway and passes through industrial
lands or open spaces, rather than the Central Route which would bring several
more years of construction disruption through the middle of Ballymun Town
Centre.

For the above reasons, and as elaborated in the technical reports following, the RPA is
asked to re-examine its stated position favouring the Central Route and consider the
points made in the detail of this submission.

The proposers of this submission are convinced that the merits of the case in favour of the
East Route Variant are so strong as to justify its selection for the Metro North Line to
Swords.

Yours sincerely

Willie Murray FRTPI MIPI
Chartered Town Planner
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Appendix 3

Letter from AECOM dated 23" September 2014

My PowerPoint presentation to AECOM at the meeting on 6™ October 2014
Record of meeting held on 6" October 2014

My email to AECOM on 8" December 2014 complaining as strongly about the
Fingal/North Dublin Transport Study November 2014

el S
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23 September 2014

Mr Donal O’Brolchain
Il Griffith Avenue
Drumcondra

Dublin 9

Dear Mr O'Brolchain,

| am writing to you in relation to the Fingal/North Dublin Transport Study which the National
Transport Authority has commissioned AECOM to prepare. The objective of the study is to
identify the optimum medium term / long term public transport solution connecting Dublin City
Centre, Dublin Airport and Swords.

The study is currently underway and we are identifying suitable public transport options for the
study area. | understand that you have previously made proposals to the NTA in this regard and
as such, they have suggested it would be advantageous for us to meet with you to discuss.

As | do not have an email or phone contact for you, | would be grateful if you could contact me in
the coming days to arrange a meeting. We welcome your participation in the study and look
forward to hearing from you in the coming days.

Kind regards,

Elaine Brick
Associate Director

P:
E:

Page: 1 of 1

19 March 2024



Donal O'Brolchain

Oral Hearing MertroLink

Drumcondra 4]
CITT 4CCESS TRANSIT

Donal O’Brolchain

AECOM

6 October 2014

666666



Donal O'Brolchain Presentation
Oral Hearing MertroLink
ABP-314724-22 62/106

Dublin Port Tunnel Volume 1 - General Appraisal Method

Table 4.1: Principal Highway and Public Transport Schemes Within the DTO Forecast Year

Do-Strategy Model 2 006,‘ 2014
Highway Schemes Public Transport
= Northern Cross Route (M50) = Blackhorse Avenue * QBC City Centre to Bray
» Northern Cross Route = Ballybrack = QBC City Centre to Churchtown
extension to Malahide
Road(M50)
« Southern Cross Route (M50} = Ratoath Road = QBC City Centre to Tallaght

inc. Green Route

« South Eastern Motorway = Coombe Relief Road = QBC City Centre to Clondalkin
Southern Section

« Northern Motorway, Airport = Cork Street to Dolphin’s = QBC City Centre to Lucan

to Five Roads (M1) Barn
* Lucan to Kilcock (N4) = Dundrum Relief Route = QBC City Centre to
Blanchardstown
* N7 Interchanges 4 Macken Street Bridge Pl QBC City Centre to Finglas
» Kilmacanogue - Glen = Naas Road — Blessington = QBC City Centre to Swords
O’Downs (N11) Road
« Tallaght By-Pass Extension = Newlands/Fonthill Road = QBC City Centre to Malahide
(N81) )
* Dublin Port Tunnel 1| = Nangor/Fox & Geese = LRT City Centre to Ballymun
fAirport
= North Road Finglas (N2) = Walkinstown — Saggart = LRT City Centre to Tallaght
« White’s Cross - Knocksinna = Grange Road « LRT City Centre to Cabinteely
(N11)
* Ballinclea/Wyatville Road + Kilmahuddrick Road

QBC - Quality Bus Corridor,
LRT - Light Rail Transport

1) YA Nwinse 57 Fridy
vt LR eh ST e
<

%,
L
i
:

Geoconsult-Arup JV 52 July 1998

6 October 2014
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Population Dublin 1991 - 2011
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		04.  Population of each Province, County, City, urban area, rural area and Electoral Division, 2002 and 2006

		Population		Persons 2002		Persons 2006		Actual change 2002-2006		Percentage change 2002-2006

		Geographic Area

		Dublin County and City		1,122,821		1,186,159		63,338		5.6

		Dublin City		495,781		505,739		9,958		2

		Dublin City North		290,521		294,420		3,899		1.3

				Persons 2002		Persons 2006		Actual change 2002-2006		Percentage change 2002-2006

		001  Arran Quay A		1,390		1,496		106		7.6

		002  Arran Quay B		3,089		3,519		430		13.9

		003  Arran Quay C		2,375		3,705		1,330		56

		004  Arran Quay D		3,675		3,597		-78		-2.1

		005  Arran Quay E		2,902		2,892		-10		-0.3

		006  Ashtown A		6,817		7,706		889		13

		007  Ashtown B		2,607		2,550		-57		-2.2

		008  Ayrfield		5,426		5,330		-96		-1.8

		009  Ballybough A		3,368		3,617		249		7.4

		010  Ballybough B		3,009		3,212		203		6.7

		011  Ballygall A		2,843		3,366		523		18.4

		012  Ballygall B		1,747		1,807		60		3.4

		013  Ballygall C		3,787		3,650		-137		-3.6

		014  Ballygall D		2,412		2,492		80		3.3

		015  Ballymun A		1,575		2,089		514		32.6

		016  Ballymun B		4,050		3,975		-75		-1.9

		017  Ballymun C		5,896		5,845		-51		-0.9

		018  Ballymun D		3,712		3,537		-175		-4.7

		019  Ballymun E		1,602		1,564		-38		-2.4

		020  Ballymun F		2,652		2,473		-179		-6.7

		021  Beaumont A		2,667		2,626		-41		-1.5

		022  Beaumont B		5,173		5,054		-119		-2.3

		023  Beaumont C		3,050		3,071		21		0.7

		024  Beaumont D		2,605		2,365		-240		-9.2

		025  Beaumont E		2,289		2,105		-184		-8

		026  Beaumont F		3,748		3,606		-142		-3.8

		027  Botanic A		2,914		3,094		180		6.2

		028  Botanic B		3,449		3,207		-242		-7

		029  Botanic C		2,195		2,100		-95		-4.3

		030  Cabra East A		5,396		5,393		-3		-0.1

		031  Cabra East B		3,661		3,530		-131		-3.6

		032  Cabra East C		3,638		3,332		-306		-8.4

		033  Cabra West A		1,700		1,572		-128		-7.5

		034  Cabra West B		2,645		2,639		-6		-0.2

		035  Cabra West C		2,937		2,869		-68		-2.3

		036  Cabra West D		2,865		2,817		-48		-1.7

		037  Clontarf East A		3,279		3,236		-43		-1.3

		038  Clontarf East B		6,458		6,632		174		2.7

		039  Clontarf East C		3,029		2,998		-31		-1

		040  Clontarf East D		2,772		2,755		-17		-0.6

		041  Clontarf East E		1,643		1,635		-8		-0.5

		042  Clontarf West A		3,487		3,456		-31		-0.9

		043  Clontarf West B		2,602		2,403		-199		-7.6

		044  Clontarf West C		3,372		3,505		133		3.9

		045  Clontarf West D		2,140		2,085		-55		-2.6

		046  Clontarf West E		2,394		2,338		-56		-2.3

		047  Drumcondra South A		3,857		3,937		80		2.1

		048  Drumcondra South B		1,377		1,368		-9		-0.7

		049  Drumcondra South C		3,504		3,320		-184		-5.3

		050  Edenmore		2,890		2,760		-130		-4.5

		051  Finglas North A		3,540		3,469		-71		-2

		052  Finglas North B		2,938		2,954		16		0.5

		053  Finglas North C		3,129		3,053		-76		-2.4

		054  Finglas South A		2,607		2,627		20		0.8

		055  Finglas South B		3,309		3,322		13		0.4

		056  Finglas South C		2,768		2,603		-165		-6

		057  Finglas South D		2,138		2,186		48		2.2

		058  Grace Park		5,986		5,896		-90		-1.5

		059  Grange A		7,301		7,062		-239		-3.3

		060  Grange B		2,138		2,871		733		34.3

		061  Grange C		3,673		3,321		-352		-9.6

		062  Grange D		4,330		4,162		-168		-3.9

		063  Grange E		2,930		2,635		-295		-10.1

		064  Harmonstown A		3,070		2,821		-249		-8.1

		065  Harmonstown B		2,585		2,636		51		2

		066  Inns Quay A		3,373		3,865		492		14.6

		067  Inns Quay B		2,953		3,111		158		5.4

		068  Inns Quay C		2,359		2,670		311		13.2

		069  Kilmore A		2,943		3,532		589		20

		070  Kilmore B		3,006		2,807		-199		-6.6

		071  Kilmore C		1,676		1,453		-223		-13.3

		072  Kilmore D		2,337		2,259		-78		-3.3

		073  Mountjoy A		3,242		3,976		734		22.6

		074  Mountjoy B		2,725		3,456		731		26.8

		075  North City		3,942		3,667		-275		-7

		076  North Dock A		1,287		1,208		-79		-6.1

		077  North Dock B		3,628		3,700		72		2

		078  North Dock C		3,568		4,126		558		15.6

		079  Phoenix Park		1,468		1,578		110		7.5

		080  Priorswood A		1,564		1,581		17		1.1

		081  Priorswood B		3,298		2,882		-416		-12.6

		082  Priorswood C		3,633		3,574		-59		-1.6

		083  Priorswood D		2,846		2,748		-98		-3.4

		084  Priorswood E		2,883		2,714		-169		-5.9

		085  Raheny-Foxfield		2,712		2,442		-270		-10

		086  Raheny-Greendale		2,478		2,297		-181		-7.3

		087  Raheny-St. Assam		3,488		3,293		-195		-5.6

		088  Rotunda A		4,199		4,712		513		12.2

		089  Rotunda B		1,752		2,149		397		22.7

		090  Whitehall A		3,542		3,872		330		9.3

		091  Whitehall B		3,902		4,131		229		5.9

		092  Whitehall C		2,252		2,182		-70		-3.1

		093  Whitehall D		2,353		2,587		234		9.9

		Dublin City South		205,260		211,319		6,059		3

				Persons 2002		Persons 2006		Actual change 2002-2006		Percentage change 2002-2006

		094  Chapelizod		2,351		3,030		679		28.9

		095  Cherry Orchard A		2,161		2,851		690		31.9

		096  Carna		2,918		2,671		-247		-8.5

		097  Cherry Orchard C		3,728		4,084		356		9.5

		098  Crumlin A		3,862		3,808		-54		-1.4

		099  Crumlin B		3,197		3,134		-63		-2

		100  Crumlin C		2,338		2,406		68		2.9

		101  Crumlin D		4,119		3,995		-124		-3

		102  Crumlin E		2,970		2,800		-170		-5.7

		103  Crumlin F		2,982		3,022		40		1.3

		104  Decies		2,933		2,763		-170		-5.8

		105  Drumfinn		3,799		3,512		-287		-7.6

		106  Inchicore A		2,041		1,934		-107		-5.2

		107  Inchicore B		1,849		1,824		-25		-1.4

		108  Kilmainham A		2,355		2,413		58		2.5

		109  Kilmainham B		1,159		1,683		524		45.2

		110  Kilmainham C		3,844		4,147		303		7.9

		111  Kimmage A		2,089		2,023		-66		-3.2

		112  Kimmage B		3,791		3,672		-119		-3.1

		113  Kimmage C		3,013		2,890		-123		-4.1

		114  Kimmage D		2,630		2,599		-31		-1.2

		115  Kimmage E		3,502		3,384		-118		-3.4

		116  Kylemore		2,805		2,733		-72		-2.6

		117  Mansion House A		4,269		4,462		193		4.5

		118  Mansion House B		990		768		-222		-22.4

		119  Merchants Quay A		1,824		2,059		235		12.9

		120  Merchants Quay B		3,449		3,911		462		13.4

		121  Merchants Quay C		2,639		2,854		215		8.1

		122  Merchants Quay D		2,084		2,060		-24		-1.2

		123  Merchants Quay E		1,660		2,357		697		42

		124  Merchants Quay F		2,264		2,447		183		8.1

		125  Pembroke East A		4,304		4,758		454		10.5

		126  Pembroke East B		3,595		3,435		-160		-4.5

		127  Pembroke East C		3,900		3,723		-177		-4.5

		128  Pembroke East D		4,471		4,350		-121		-2.7

		129  Pembroke East E		3,337		3,613		276		8.3

		130  Pembroke West A		3,241		4,276		1,035		31.9

		131  Pembroke West B		3,140		3,315		175		5.6

		132  Pembroke West C		4,188		4,240		52		1.2

		133  Rathfarnham		4,446		4,842		396		8.9

		134  Rathmines East A		4,541		4,204		-337		-7.4

		135  Rathmines East B		5,020		5,343		323		6.4

		136  Rathmines East C		3,695		3,396		-299		-8.1

		137  Rathmines East D		2,962		2,744		-218		-7.4

		138  Rathmines West A		4,749		5,054		305		6.4

		139  Rathmines West B		3,526		3,243		-283		-8

		140  Rathmines West C		2,675		2,631		-44		-1.6

		141  Rathmines West D		3,275		3,227		-48		-1.5

		142  Rathmines West E		3,569		3,270		-299		-8.4

		143  Rathmines West F		2,929		2,833		-96		-3.3

		144  Royal Exchange A		3,569		3,686		117		3.3

		145  Royal Exchange B		1,936		2,050		114		5.9

		146  St. Kevin's		4,601		5,205		604		13.1

		147  South Dock		3,764		5,122		1,358		36.1

		148  Terenure A		3,494		3,374		-120		-3.4

		149  Terenure B		3,445		3,284		-161		-4.7

		150  Terenure C		1,773		1,788		15		0.8

		151  Terenure D		872		807		-65		-7.5

		152  Ushers A		1,679		1,890		211		12.6

		153  Ushers B		1,072		1,260		188		17.5

		154  Ushers C		2,708		3,090		382		14.1

		155  Ushers D		1,752		1,656		-96		-5.5

		156  Ushers E		1,935		1,928		-7		-0.4

		157  Ushers F		3,064		3,267		203		6.6

		158  Walkinstown A		1,893		1,956		63		3.3

		159  Walkinstown B		1,858		1,800		-58		-3.1

		160  Walkinstown C		2,263		2,139		-124		-5.5

		161  Wood Quay A		2,866		2,753		-113		-3.9

		162  Wood Quay B		3,538		3,471		-67		-1.9

		Dún Laoghaire-Rathdown		191,792		193,688		1,896		1

				Persons 2002		Persons 2006		Actual change 2002-2006		Percentage change 2002-2006

		001  Ballinteer-Broadford		3,213		3,145		-68		-2.1

		002  Ballinteer-Ludford		2,355		2,115		-240		-10.2

		003  Ballinteer-Marley		2,602		2,442		-160		-6.1

		004  Ballinteer-Meadowbroads		1,729		1,586		-143		-8.3

		005  Ballinteer-Meadowmount		1,908		1,993		85		4.5

		006  Ballinteer-Woodpark		4,312		4,299		-13		-0.3

		007  Ballybrack		3,433		3,182		-251		-7.3

		008  Blackrock-Booterstown		2,888		2,922		34		1.2

		009  Blackrock-Carysfort		5,555		5,585		30		0.5

		010  Blackrock-Central		3,648		3,616		-32		-0.9

		011  Blackrock-Glenomena		1,839		1,872		33		1.8

		012  Blackrock-Monkstown		3,146		3,052		-94		-3

		013  Blackrock-Newpark		2,272		2,116		-156		-6.9

		014  Blackrock-Seapoint		1,403		1,331		-72		-5.1

		015  Blackrock-Stradbrook		2,383		2,371		-12		-0.5

		016  Blackrock-Templehill		2,700		2,670		-30		-1.1

		017  Blackrock-Williamstown		2,723		2,446		-277		-10.2

		018  Cabinteely-Granitefield		2,407		2,395		-12		-0.5

		019  Cabinteely-Kilbogget		3,258		2,977		-281		-8.6

		020  Cabinteely-Loughlinstown		1,510		2,552		1,042		69

		021  Cabinteely-Pottery		4,946		4,859		-87		-1.8

		022  Churchtown-Castle		1,248		1,235		-13		-1

		023  Churchtown-Landscape		1,224		1,195		-29		-2.4

		024  Churchtown-Nutgrove		3,375		3,099		-276		-8.2

		025  Churchtown-Orwell		1,957		1,879		-78		-4

		026  Churchtown-Woodlawn		1,288		1,340		52		4

		027  Clonskeagh-Belfield		2,138		2,428		290		13.6

		028  Clonskeagh-Farranboley		1,485		1,481		-4		-0.3

		029  Clonskeagh-Milltown		1,845		1,908		63		3.4

		030  Clonskeagh-Roebuck		1,791		1,948		157		8.8

		031  Clonskeagh-Windy Arbour		2,394		2,511		117		4.9

		032  Dalkey-Avondale		1,446		1,410		-36		-2.5

		033  Dalkey-Bullock		1,762		1,693		-69		-3.9

		034  Dalkey-Coliemore		1,445		1,404		-41		-2.8

		035  Dalkey Hill		1,584		1,436		-148		-9.3

		036  Dalkey Upper		2,168		2,133		-35		-1.6

		037  Dundrum-Balally		5,086		4,885		-201		-4

		038  Dundrum-Kilmacud		2,411		2,983		572		23.7

		039  Dundrum-Sandyford		4,862		5,839		977		20.1

		040  Dundrum-Sweetmount		1,993		1,883		-110		-5.5

		041  Dundrum-Taney		2,785		2,589		-196		-7

		042  Dún Laoghaire-East Central		2,144		1,864		-280		-13.1

		043  Dún Laoghaire-Glasthule		2,665		2,641		-24		-0.9

		044  Dún Laoghaire-Glenageary		1,951		1,989		38		1.9

		045  Dún Laoghaire-Monkstown Farm		2,115		1,996		-119		-5.6

		046  Dún Laoghaire-Mount Town		1,619		1,615		-4		-0.2

		047  Dún Laoghaire-Sallynoggin East		3,078		2,915		-163		-5.3

		048  Dún Laoghaire-Sallynoggin South		1,388		1,378		-10		-0.7

		049  Dún Laoghaire-Sallynoggin West		2,130		1,980		-150		-7

		050  Dún Laoghaire-Sandycove		3,761		3,735		-26		-0.7

		051  Dún Laoghaire-Salthill		1,593		1,708		115		7.2

		052  Dún Laoghaire-West Central		2,003		2,036		33		1.6

		053  Foxrock-Beechpark		1,787		1,708		-79		-4.4

		054  Foxrock-Carrickmines		6,050		6,007		-43		-0.7

		055  Foxrock-Deans Grange		2,609		2,469		-140		-5.4

		056  Foxrock-Torquay		1,310		1,382		72		5.5

		057  Glencullen		10,266		13,939		3,673		35.8

		058  Killiney North		3,558		3,232		-326		-9.2

		059  Killiney South		7,042		6,347		-695		-9.9

		060  Shankill-Rathmichael		4,435		4,585		150		3.4

		061  Shankill-Rathsallagh		3,485		3,354		-131		-3.8

		062  Shankill-Shanganagh		5,322		5,284		-38		-0.7

		063  Stillorgan-Deerpark		2,915		2,822		-93		-3.2

		064  Stillorgan-Kilmacud		4,003		3,823		-180		-4.5

		065  Stillorgan-Leopardstown		2,173		1,981		-192		-8.8

		066  Stillorgan-Merville		2,847		2,849		2		0.1

		067  Stillorgan-Mount Merrion		2,446		2,384		-62		-2.5

		068  Stillorgan-Priory		1,869		2,035		166		8.9

		069  Tibradden		711		825		114		16

		Fingal		196,413		239,813		43,400		22.1

				Persons 2002		Persons 2006		Actual change 2002-2006		Percentage change 2002-2006

		001  Airport		441		1,627		1,186		268.9

		002  Balbriggan Rural		4,501		9,651		5,150		114.4

		003  Balbriggan Urban		6,631		6,566		-65		-1

		004  Baldoyle		6,374		5,940		-434		-6.8

		005  Balgriffin		590		911		321		54.4

		006  Ballyboghil		859		956		97		11.3

		007  Balscadden		577		653		76		13.2

		008  Blanchardstown-Abbotstown		2,537		4,045		1,508		59.4

		009  Blanchardstown-Blakestown		24,404		32,305		7,901		32.4

		010  Blanchardstown-Coolmine		9,202		10,758		1,556		16.9

		011  Blanchardstown-Corduff		4,346		4,821		475		10.9

		012  Blanchardstown-Delwood		4,589		4,958		369		8

		013  Blanchardstown-Mulhuddart		1,833		2,783		950		51.8

		014  Blanchardstown-Roselawn		2,043		1,833		-210		-10.3

		015  Blanchardstown-Tyrrelstown		1,653		2,317		664		40.2

		016  Castleknock-Knockmaroon		14,859		17,110		2,251		15.1

		017  Castleknock-Park		4,561		4,394		-167		-3.7

		018  Clonmethan		605		625		20		3.3

		019  Donabate		6,141		7,647		1,506		24.5

		020  Dubber		838		3,721		2,883		344

		021  Garristown		1,162		1,185		23		2

		022  Hollywood		952		999		47		4.9

		023  Holmpatrick		3,328		3,150		-178		-5.3

		024  Howth		8,706		8,186		-520		-6

		025  Kilsallaghan		2,032		2,081		49		2.4

		026  Kinsaley		3,528		5,554		2,026		57.4

		027  Lucan North		338		1,164		826		244.4

		028  Lusk		4,131		7,015		2,884		69.8

		029  Malahide East		5,281		6,255		974		18.4

		030  Malahide West		6,315		6,251		-64		-1

		031  Portmarnock North		5,071		4,643		-428		-8.4

		032  Portmarnock South		3,338		3,330		-8		-0.2

		033  Rush		6,759		8,293		1,534		22.7

		034  Skerries		7,612		8,172		560		7.4

		035  Sutton		6,203		5,905		-298		-4.8

		036  Swords-Forrest		9,797		12,461		2,664		27.2

		037  Swords-Glasmore		7,679		7,802		123		1.6

		038  Swords-Lissenhall		6,081		9,099		3,018		49.6

		039  Swords-Seatown		4,919		5,950		1,031		21

		040  Swords Village		2,572		2,494		-78		-3

		041  The Ward		1,308		4,464		3,156		241.3

		042  Turnapin		1,717		1,739		22		1.3

		South Dublin		238,835		246,919		8,084		3

				Persons 2002		Persons 2006		Actual change 2002-2006		Percentage change 2002-2006

		001  Ballinascorney		657		1,022		365		56

		002  Ballyboden		5,285		5,193		-92		-2

		003  Bohernabreena		3,936		4,294		358		9

		004  Clondalkin-Ballymount		2,011		2,033		22		1

		005  Clondalkin-Cappaghmore		1,609		1,927		318		20

		006  Clondalkin-Dunawley		10,710		10,876		166		2

		007  Clondalkin-Monastery		9,363		10,346		983		11

		008  Clondalkin-Moorfield		6,246		5,853		-393		-6

		009  Clondalkin-Rowlagh		4,504		4,179		-325		-7

		010  Clondalkin Village		8,595		8,715		120		1

		011  Edmondstown		5,846		5,641		-205		-4

		012  Firhouse-Ballycullen		6,594		6,608		14		0

		013  Firhouse-Knocklyon		4,331		4,018		-313		-7

		014  Firhouse Village		9,024		11,010		1,986		22

		015  Lucan-Esker		20,807		25,778		4,971		24

		016  Lucan Heights		5,719		5,260		-459		-8

		017  Lucan-St. Helen's		7,045		6,584		-461		-7

		018  Newcastle		2,355		2,633		278		12

		019  Palmerston Village		3,929		3,762		-167		-4

		020  Palmerston West		8,130		7,715		-415		-5

		021  Rathcoole		3,204		3,618		414		13

		022  Rathfarnham-Ballyroan		2,679		2,471		-208		-8

		023  Rathfarnham-Butterfield		3,222		3,275		53		2

		024  Rathfarnham-Hermitage		4,468		4,612		144		3

		025  Rathfarnham-St. Enda's		4,234		3,937		-297		-7

		026  Rathfarnham Village		3,114		3,038		-76		-2

		027  Saggart		1,588		2,671		1,083		68

		028  Tallaght-Avonbeg		1,645		1,557		-88		-5

		029  Tallaght-Belgard		1,970		1,849		-121		-6

		030  Tallaght-Fettercairn		6,488		6,625		137		2

		031  Tallaght-Glenview		1,496		1,247		-249		-17

		032  Tallaght-Jobstown		9,838		12,586		2,748		28

		033  Tallaght-Killinardan		4,700		4,163		-537		-11

		034  Tallaght-Kilnamanagh		5,323		4,942		-381		-7

		035  Tallaght-Kiltipper		5,333		6,445		1,112		21

		036  Tallaght-Kingswood		4,250		3,959		-291		-7

		037  Tallaght-Millbrook		3,917		3,544		-373		-10

		038  Tallaght-Oldbawn		4,580		4,363		-217		-5

		039  Tallaght-Springfield		7,787		7,867		80		1

		040  Tallaght-Tymon		5,604		5,135		-469		-8

		041  Templeogue-Cypress		3,079		2,944		-135		-4

		042  Templeogue-Kimmage Manor		4,396		4,189		-207		-5

		043  Templeogue-Limekiln		3,874		3,652		-222		-6

		044  Templeogue-Orwell		2,629		2,313		-316		-12

		045  Templeogue-Osprey		2,798		2,561		-237		-9

		046  Templeogue Village		1,607		1,957		350		22

		047  Terenure-Cherryfield		2,228		2,247		19		1

		048  Terenure-Greentrees		2,980		2,879		-101		-3

		049  Terenure-St. James		3,108		2,826		-282		-9

		State		3917203		4234925		317722		8.1
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Dublin City & County 2006 Prel

		04.  Population of each Province, County, City, urban area, rural area and Electoral Division, 2002 and 2006

		Population		Area  (hectares)		Persons 1991		Persons 1996		Persons 2002		Persons 2006		Percentage change 1991-2006		Percentage change 1996-2006								Percentage change 2002-2006		Percentage change 2002-2007

		Geographic Area

		Dublin County and City				1,025,304		1,058,264		1,122,821		1,186,159		15.7%		12.1%								5.6		5.6%

		Dublin City		11,758		478,389		481,854		495,781		505,739		5.7%		5.0%								2		2.0%

		Dublin City North		Area  (hectares)		Persons 1991		Persons 1996		Persons 2002		Persons 2006		Percentage change 1991-2006		Percentage change 1996-2006								Percentage change 2002-2006

				7,474		288,928		287,216		290,521		294,420		1.9%		2.5%								1.3		1.3%

		001  Arran Quay A		15		1,092		1,336		1,390		1,496		37.0%		12.0%								7.6		7.6%

		002  Arran Quay B		76		1,946		1,963		3,089		3,519		80.8%		79.3%								13.9		13.9%

		003  Arran Quay C		38		921		1,914		2,375		3,705		302.3%		93.6%								56		56.0%

		004  Arran Quay D		35		3,196		3,264		3,675		3,597		12.5%		10.2%								-2.1		-2.1%

		005  Arran Quay E		26		2,965		2,957		2,902		2,892		-2.5%		-2.2%								-0.3		-0.3%

		006  Ashtown A		200		4,728		6,393		6,817		7,706		63.0%		20.5%								13		13.0%

		007  Ashtown B		60		2,690		2,487		2,607		2,550		-5.2%		2.5%								-2.2		-2.2%

		008  Ayrfield		92		5,579		5,335		5,426		5,330		-4.5%		-0.1%								-1.8		-1.8%

		009  Ballybough A		35		3,581		3,570		3,368		3,617		1.0%		1.3%								7.4		7.4%

		010  Ballybough B		35		2,466		2,571		3,009		3,212		30.3%		24.9%								6.7		6.7%

		011  Ballygall A		48		2,885		3,064		2,843		3,366		16.7%		9.9%								18.4		18.4%

		012  Ballygall B		56		2,191		1,943		1,747		1,807		-17.5%		-7.0%								3.4		3.4%

		013  Ballygall C		99		4,656		4,098		3,787		3,650		-21.6%		-10.9%								-3.6		-3.6%

		014  Ballygall D		43		2,671		2,563		2,412		2,492		-6.7%		-2.8%								3.3		3.3%

		015  Ballymun A		95		1,950		1,766		1,575		2,089		7.1%		18.3%								32.6		32.6%

		016  Ballymun B		66		4,605		4,431		4,050		3,975		-13.7%		-10.3%								-1.9		-1.9%

		017  Ballymun C		77		6,954		6,575		5,896		5,845		-15.9%		-11.1%								-0.9		-0.9%

		018  Ballymun D		47		3,536		3,794		3,712		3,537		0.0%		-6.8%								-4.7		-4.7%

		019  Ballymun E		35		2,152		1,863		1,602		1,564		-27.3%		-16.0%								-2.4		-2.4%

		020  Ballymun F		44		3,175		2,937		2,652		2,473		-22.1%		-15.8%								-6.7		-6.7%

		021  Beaumont A		51		3,519		3,059		2,667		2,626		-25.4%		-14.2%								-1.5		-1.5%

		022  Beaumont B		85		4,741		4,591		5,173		5,054		6.6%		10.1%								-2.3		-2.3%

		023  Beaumont C		60		3,915		3,487		3,050		3,071		-21.6%		-11.9%								0.7		0.7%

		024  Beaumont D		47		2,550		2,733		2,605		2,365		-7.3%		-13.5%								-9.2		-9.2%

		025  Beaumont E		31		2,865		2,585		2,289		2,105		-26.5%		-18.6%								-8		-8.0%

		026  Beaumont F		54		3,010		3,975		3,748		3,606		19.8%		-9.3%								-3.8		-3.8%

		027  Botanic A		131		2,913		2,800		2,914		3,094		6.2%		10.5%								6.2		6.2%

		028  Botanic B		49		2,997		2,925		3,449		3,207		7.0%		9.6%								-7		-7.0%

		029  Botanic C		30		2,086		2,144		2,195		2,100		0.7%		-2.1%								-4.3		-4.3%

		030  Cabra East A		141		4,601		5,033		5,396		5,393		17.2%		7.2%								-0.1		-0.1%

		031  Cabra East B		47		4,056		3,839		3,661		3,530		-13.0%		-8.0%								-3.6		-3.6%

		032  Cabra East C		46		3,319		3,442		3,638		3,332		0.4%		-3.2%								-8.4		-8.4%

		033  Cabra West A		45		1,872		1,751		1,700		1,572		-16.0%		-10.2%								-7.5		-7.5%

		034  Cabra West B		45		2,912		2,760		2,645		2,639		-9.4%		-4.4%								-0.2		-0.2%

		035  Cabra West C		57		3,322		3,184		2,937		2,869		-13.6%		-9.9%								-2.3		-2.3%

		036  Cabra West D		60		2,706		2,731		2,865		2,817		4.1%		3.1%								-1.7		-1.7%

		037  Clontarf East A		212		3,653		3,399		3,279		3,236		-11.4%		-4.8%								-1.3		-1.3%

		038  Clontarf East B		348		6,207		6,345		6,458		6,632		6.8%		4.5%								2.7		2.7%

		039  Clontarf East C		83		2,986		2,998		3,029		2,998		0.4%		0.0%								-1		-1.0%

		040  Clontarf East D		63		2,762		2,737		2,772		2,755		-0.3%		0.7%								-0.6		-0.6%

		041  Clontarf East E		41		1,579		1,603		1,643		1,635		3.5%		2.0%								-0.5		-0.5%

		042  Clontarf West A		70		3,290		3,347		3,487		3,456		5.0%		3.3%								-0.9		-0.9%

		043  Clontarf West B		40		2,934		2,705		2,602		2,403		-18.1%		-11.2%								-7.6		-7.6%

		044  Clontarf West C		105		2,879		3,102		3,372		3,505		21.7%		13.0%								3.9		3.9%

		045  Clontarf West D		82		1,940		2,022		2,140		2,085		7.5%		3.1%								-2.6		-2.6%

		046  Clontarf West E		33		2,590		2,475		2,394		2,338		-9.7%		-5.5%								-2.3		-2.3%

		047  Drumcondra South A		104		3,627		3,758		3,857		3,937		8.5%		4.8%								2.1		2.1%

		048  Drumcondra South B		34		1,274		1,282		1,377		1,368		7.4%		6.7%								-0.7		-0.7%

		049  Drumcondra South C		75		3,675		3,498		3,504		3,320		-9.7%		-5.1%								-5.3		-5.3%

		050  Edenmore		58		3,447		3,159		2,890		2,760		-19.9%		-12.6%								-4.5		-4.5%

		051  Finglas North A		73		4,189		3,943		3,540		3,469		-17.2%		-12.0%								-2		-2.0%

		052  Finglas North B		65		3,395		3,242		2,938		2,954		-13.0%		-8.9%								0.5		0.5%

		053  Finglas North C		111		3,422		3,174		3,129		3,053		-10.8%		-3.8%								-2.4		-2.4%

		054  Finglas South A		59		3,080		2,792		2,607		2,627		-14.7%		-5.9%								0.8		0.8%

		055  Finglas South B		100		3,613		3,210		3,309		3,322		-8.1%		3.5%								0.4		0.4%

		056  Finglas South C		37		3,824		3,306		2,768		2,603		-31.9%		-21.3%								-6		-6.0%

		057  Finglas South D		44		2,995		2,605		2,138		2,186		-27.0%		-16.1%								2.2		2.2%

		058  Grace Park		124		6,040		6,214		5,986		5,896		-2.4%		-5.1%								-1.5		-1.5%

		059  Grange A		165		4,181		5,322		7,301		7,062		68.9%		32.7%								-3.3		-3.3%

		060  Grange B		116		2,356		2,329		2,138		2,871		21.9%		23.3%								34.3		34.3%

		061  Grange C		47		4,863		4,301		3,673		3,321		-31.7%		-22.8%								-9.6		-9.6%

		062  Grange D		66		5,315		4,918		4,330		4,162		-21.7%		-15.4%								-3.9		-3.9%

		063  Grange E		55		3,655		3,327		2,930		2,635		-27.9%		-20.8%								-10.1		-10.1%

		064  Harmonstown A		61		3,749		3,388		3,070		2,821		-24.8%		-16.7%								-8.1		-8.1%

		065  Harmonstown B		58		3,123		2,776		2,585		2,636		-15.6%		-5.0%								2		2.0%

		066  Inns Quay A		32		3,109		3,235		3,373		3,865		24.3%		19.5%								14.6		14.6%

		067  Inns Quay B		28		2,528		2,680		2,953		3,111		23.1%		16.1%								5.4		5.4%

		068  Inns Quay C		29		1,698		1,748		2,359		2,670		57.2%		52.7%								13.2		13.2%

		069  Kilmore A		77		2,047		2,726		2,943		3,532		72.5%		29.6%								20		20.0%

		070  Kilmore B		48		3,772		3,260		3,006		2,807		-25.6%		-13.9%								-6.6		-6.6%

		071  Kilmore C		53		2,107		1,779		1,676		1,453		-31.0%		-18.3%								-13.3		-13.3%

		072  Kilmore D		52		2,971		2,611		2,337		2,259		-24.0%		-13.5%								-3.3		-3.3%

		073  Mountjoy A		30		2,983		3,108		3,242		3,976		33.3%		27.9%								22.6		22.6%

		074  Mountjoy B		22		1,657		1,994		2,725		3,456		108.6%		73.3%								26.8		26.8%

		075  North City		56		819		2,391		3,942		3,667		347.7%		53.4%								-7		-7.0%

		076  North Dock A		14		1,222		1,188		1,287		1,208		-1.1%		1.7%								-6.1		-6.1%

		077  North Dock B		343		3,503		3,655		3,628		3,700		5.6%		1.2%								2		2.0%

		078  North Dock C		61		2,324		2,411		3,568		4,126		77.5%		71.1%								15.6		15.6%

		079  Phoenix Park		737		844		1,002		1,468		1,578		87.0%		57.5%								7.5		7.5%

		080  Priorswood A		174		1,631		1,615		1,564		1,581		-3.1%		-2.1%								1.1		1.1%

		081  Priorswood B		46		3,554		3,353		3,298		2,882		-18.9%		-14.0%								-12.6		-12.6%

		082  Priorswood C		89		3,646		3,790		3,633		3,574		-2.0%		-5.7%								-1.6		-1.6%

		083  Priorswood D		79		3,437		3,026		2,846		2,748		-20.0%		-9.2%								-3.4		-3.4%

		084  Priorswood E		41		3,325		3,126		2,883		2,714		-18.4%		-13.2%								-5.9		-5.9%

		085  Raheny-Foxfield		58		3,347		3,000		2,712		2,442		-27.0%		-18.6%								-10		-10.0%

		086  Raheny-Greendale		44		2,801		2,497		2,478		2,297		-18.0%		-8.0%								-7.3		-7.3%

		087  Raheny-St. Assam		237		4,131		3,770		3,488		3,293		-20.3%		-12.7%								-5.6		-5.6%

		088  Rotunda A		25		1,837		2,522		4,199		4,712		156.5%		86.8%								12.2		12.2%

		089  Rotunda B		21		896		1,122		1,752		2,149		139.8%		91.5%								22.7		22.7%

		090  Whitehall A		132		3,199		3,143		3,542		3,872		21.0%		23.2%								9.3		9.3%

		091  Whitehall B		75		4,595		4,153		3,902		4,131		-10.1%		-0.5%								5.9		5.9%

		092  Whitehall C		73		2,521		2,378		2,252		2,182		-13.4%		-8.2%								-3.1		-3.1%

		093  Whitehall D		68		2,458		2,793		2,353		2,587		5.2%		-7.4%								9.9		9.9%
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		Dublin City South		Area  (hectares)		Persons 1991		Persons 1996		Persons 2002		Persons 2006		Percentage change 1991-2006		Percentage change 1996-2006								Percentage change 2002-2006

						189,461		194,638		205,260		211,319		11.5%		8.6%								3		3.0%

		094  Chapelizod		117		1,749		1,855		2,351		3,030		73.2%		63.3%								28.9		28.9%

		095  Cherry Orchard A		98		1,283		1,398		2,161		2,851		122.2%		103.9%								31.9		31.9%

		096  Carna		57		3,308		3,049		2,918		2,671		-19.3%		-12.4%								-8.5		-8.5%

		097  Cherry Orchard C		141		4,274		3,941		3,728		4,084		-4.4%		3.6%								9.5		9.5%

		098  Crumlin A		54		4,042		3,952		3,862		3,808		-5.8%		-3.6%								-1.4		-1.4%

		099  Crumlin B		75		3,594		3,330		3,197		3,134		-12.8%		-5.9%								-2		-2.0%

		100  Crumlin C		50		2,519		2,345		2,338		2,406		-4.5%		2.6%								2.9		2.9%

		101  Crumlin D		59		3,928		4,119		4,119		3,995		1.7%		-3.0%								-3		-3.0%

		102  Crumlin E		38		3,147		2,925		2,970		2,800		-11.0%		-4.3%								-5.7		-5.7%

		103  Crumlin F		40		3,165		3,086		2,982		3,022		-4.5%		-2.1%								1.3		1.3%

		104  Decies		32		3,630		3,264		2,933		2,763		-23.9%		-15.3%								-5.8		-5.8%

		105  Drumfinn		82		4,417		3,987		3,799		3,512		-20.5%		-11.9%								-7.6		-7.6%

		106  Inchicore A		100		2,248		2,145		2,041		1,934		-14.0%		-9.8%								-5.2		-5.2%

		107  Inchicore B		82		2,097		1,983		1,849		1,824		-13.0%		-8.0%								-1.4		-1.4%

		108  Kilmainham A		26		2,519		2,445		2,355		2,413		-4.2%		-1.3%								2.5		2.5%

		109  Kilmainham B		81		1,244		1,172		1,159		1,683		35.3%		43.6%								45.2		45.2%

		110  Kilmainham C		59		3,669		3,446		3,844		4,147		13.0%		20.3%								7.9		7.9%

		111  Kimmage A		27		2,374		2,183		2,089		2,023		-14.8%		-7.3%								-3.2		-3.2%

		112  Kimmage B		43		4,375		4,037		3,791		3,672		-16.1%		-9.0%								-3.1		-3.1%

		113  Kimmage C		94		2,519		3,025		3,013		2,890		14.7%		-4.5%								-4.1		-4.1%

		114  Kimmage D		43		2,544		2,375		2,630		2,599		2.2%		9.4%								-1.2		-1.2%

		115  Kimmage E		66		3,374		3,443		3,502		3,384		0.3%		-1.7%								-3.4		-3.4%

		116  Kylemore		58		3,212		3,065		2,805		2,733		-14.9%		-10.8%								-2.6		-2.6%

		117  Mansion House A		67		3,011		3,139		4,269		4,462		48.2%		42.1%								4.5		4.5%

		118  Mansion House B		65		602		770		990		768		27.6%		-0.3%								-22.4		-22.4%

		119  Merchants Quay A		18		1,124		1,513		1,824		2,059		83.2%		36.1%								12.9		12.9%

		120  Merchants Quay B		24		1,621		2,356		3,449		3,911		141.3%		66.0%								13.4		13.4%

		121  Merchants Quay C		33		2,012		2,079		2,639		2,854		41.8%		37.3%								8.1		8.1%

		122  Merchants Quay D		22		2,142		2,060		2,084		2,060		-3.8%		0.0%								-1.2		-1.2%

		123  Merchants Quay E		23		1,221		1,463		1,660		2,357		93.0%		61.1%								42		42.0%

		124  Merchants Quay F		30		2,414		2,296		2,264		2,447		1.4%		6.6%								8.1		8.1%

		125  Pembroke East A		213		4,427		4,349		4,304		4,758		7.5%		9.4%								10.5		10.5%

		126  Pembroke East B		68		3,560		3,524		3,595		3,435		-3.5%		-2.5%								-4.5		-4.5%

		127  Pembroke East C		88		3,861		3,825		3,900		3,723		-3.6%		-2.7%								-4.5		-4.5%

		128  Pembroke East D		185		4,332		4,383		4,471		4,350		0.4%		-0.8%								-2.7		-2.7%

		129  Pembroke East E		120		2,446		2,974		3,337		3,613		47.7%		21.5%								8.3		8.3%

		130  Pembroke West A		64		3,070		3,292		3,241		4,276		39.3%		29.9%								31.9		31.9%

		131  Pembroke West B		74		2,397		2,615		3,140		3,315		38.3%		26.8%								5.6		5.6%

		132  Pembroke West C		67		3,583		4,287		4,188		4,240		18.3%		-1.1%								1.2		1.2%

		133  Rathfarnham		123		4,291		4,520		4,446		4,842		12.8%		7.1%								8.9		8.9%

		134  Rathmines East A		70		4,342		4,609		4,541		4,204		-3.2%		-8.8%								-7.4		-7.4%

		135  Rathmines East B		126		4,273		4,510		5,020		5,343		25.0%		18.5%								6.4		6.4%

		136  Rathmines East C		74		3,605		3,571		3,695		3,396		-5.8%		-4.9%								-8.1		-8.1%

		137  Rathmines East D		36		2,850		2,848		2,962		2,744		-3.7%		-3.7%								-7.4		-7.4%

		138  Rathmines West A		66		3,805		4,099		4,749		5,054		32.8%		23.3%								6.4		6.4%

		139  Rathmines West B		34		2,790		3,338		3,526		3,243		16.2%		-2.8%								-8		-8.0%

		140  Rathmines West C		42		2,719		2,686		2,675		2,631		-3.2%		-2.0%								-1.6		-1.6%

		141  Rathmines West D		37		3,041		3,051		3,275		3,227		6.1%		5.8%								-1.5		-1.5%

		142  Rathmines West E		45		3,197		3,380		3,569		3,270		2.3%		-3.3%								-8.4		-8.4%

		143  Rathmines West F		44		2,938		2,977		2,929		2,833		-3.6%		-4.8%								-3.3		-3.3%

		144  Royal Exchange A		44		1,140		2,267		3,569		3,686		223.3%		62.6%								3.3		3.3%

		145  Royal Exchange B		22		1,183		1,613		1,936		2,050		73.3%		27.1%								5.9		5.9%

		146  St. Kevin's		63		3,047		3,497		4,601		5,205		70.8%		48.8%								13.1		13.1%

		147  South Dock		105		2,589		3,307		3,764		5,122		97.8%		54.9%								36.1		36.1%

		148  Terenure A		54		3,585		3,520		3,494		3,374		-5.9%		-4.1%								-3.4		-3.4%

		149  Terenure B		54		3,620		3,514		3,445		3,284		-9.3%		-6.5%								-4.7		-4.7%

		150  Terenure C		71		1,859		1,833		1,773		1,788		-3.8%		-2.5%								0.8		0.8%

		151  Terenure D		46		925		872		872		807		-12.8%		-7.5%								-7.5		-7.5%

		152  Ushers A		72		654		845		1,679		1,890		189.0%		123.7%								12.6		12.6%

		153  Ushers B		27		565		926		1,072		1,260		123.0%		36.1%								17.5		17.5%

		154  Ushers C		40		2,610		2,571		2,708		3,090		18.4%		20.2%								14.1		14.1%

		155  Ushers D		15		1,875		1,802		1,752		1,656		-11.7%		-8.1%								-5.5		-5.5%

		156  Ushers E		22		1,946		1,894		1,935		1,928		-0.9%		1.8%								-0.4		-0.4%

		157  Ushers F		45		2,648		2,554		3,064		3,267		23.4%		27.9%								6.6		6.6%

		158  Walkinstown A		98		2,201		1,999		1,893		1,956		-11.1%		-2.2%								3.3		3.3%

		159  Walkinstown B		34		2,158		2,009		1,858		1,800		-16.6%		-10.4%								-3.1		-3.1%

		160  Walkinstown C		45		2,540		2,341		2,263		2,139		-15.8%		-8.6%								-5.5		-5.5%

		161  Wood Quay A		17		1,949		2,651		2,866		2,753		41.3%		3.8%								-3.9		-3.9%

		162  Wood Quay B		30		3,462		3,539		3,538		3,471		0.3%		-1.9%								-1.9		-1.9%
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				12,638		185,410		189,999		191,792		193,688		4.5%		1.9%								1		1.0%

		001  Ballinteer-Broadford		58		3,302		3,354		3,213		3,145		-4.8%		-6.2%								-2.1		-2.1%

		002  Ballinteer-Ludford		48		2,995		2,679		2,355		2,115		-29.4%		-21.1%								-10.2		-10.2%

		003  Ballinteer-Marley		125		2,750		2,763		2,602		2,442		-11.2%		-11.6%								-6.1		-6.1%

		004  Ballinteer-Meadowbroads		35		2,025		1,845		1,729		1,586		-21.7%		-14.0%								-8.3		-8.3%

		005  Ballinteer-Meadowmount		40		2,408		2,127		1,908		1,993		-17.2%		-6.3%								4.5		4.5%

		006  Ballinteer-Woodpark		95		4,263		4,230		4,312		4,299		0.8%		1.6%								-0.3		-0.3%

		007  Ballybrack		65		3,946		3,731		3,433		3,182		-19.4%		-14.7%								-7.3		-7.3%

		008  Blackrock-Booterstown		77		1,889		2,283		2,888		2,922		54.7%		28.0%								1.2		1.2%

		009  Blackrock-Carysfort		129		4,689		4,986		5,555		5,585		19.1%		12.0%								0.5		0.5%

		010  Blackrock-Central		105		2,294		3,386		3,648		3,616		57.6%		6.8%								-0.9		-0.9%

		011  Blackrock-Glenomena		41		1,465		1,795		1,839		1,872		27.8%		4.3%								1.8		1.8%

		012  Blackrock-Monkstown		79		3,229		3,283		3,146		3,052		-5.5%		-7.0%								-3		-3.0%

		013  Blackrock-Newpark		46		2,468		2,374		2,272		2,116		-14.3%		-10.9%								-6.9		-6.9%

		014  Blackrock-Seapoint		35		1,492		1,518		1,403		1,331		-10.8%		-12.3%								-5.1		-5.1%

		015  Blackrock-Stradbrook		54		2,416		2,296		2,383		2,371		-1.9%		3.3%								-0.5		-0.5%

		016  Blackrock-Templehill		79		2,678		2,666		2,700		2,670		-0.3%		0.2%								-1.1		-1.1%

		017  Blackrock-Williamstown		111		2,227		2,444		2,723		2,446		9.8%		0.1%								-10.2		-10.2%

		018  Cabinteely-Granitefield		57		2,840		2,666		2,407		2,395		-15.7%		-10.2%								-0.5		-0.5%

		019  Cabinteely-Kilbogget		104		3,651		3,465		3,258		2,977		-18.5%		-14.1%								-8.6		-8.6%

		020  Cabinteely-Loughlinstown		632		820		880		1,510		2,552		211.2%		190.0%								69		69.0%

		021  Cabinteely-Pottery		160		4,941		4,977		4,946		4,859		-1.7%		-2.4%								-1.8		-1.8%

		022  Churchtown-Castle		85		1,149		1,278		1,248		1,235		7.5%		-3.4%								-1		-1.0%

		023  Churchtown-Landscape		42		1,326		1,273		1,224		1,195		-9.9%		-6.1%								-2.4		-2.4%

		024  Churchtown-Nutgrove		75		4,123		3,692		3,375		3,099		-24.8%		-16.1%								-8.2		-8.2%

		025  Churchtown-Orwell		95		2,069		2,004		1,957		1,879		-9.2%		-6.2%								-4		-4.0%

		026  Churchtown-Woodlawn		42		1,336		1,273		1,288		1,340		0.3%		5.3%								4		4.0%

		027  Clonskeagh-Belfield		190		1,670		1,988		2,138		2,428		45.4%		22.1%								13.6		13.6%

		028  Clonskeagh-Farranboley		36		1,750		1,638		1,485		1,481		-15.4%		-9.6%								-0.3		-0.3%

		029  Clonskeagh-Milltown		51		1,158		1,808		1,845		1,908		64.8%		5.5%								3.4		3.4%

		030  Clonskeagh-Roebuck		76		1,844		1,789		1,791		1,948		5.6%		8.9%								8.8		8.8%

		031  Clonskeagh-Windy Arbour		71		2,378		2,353		2,394		2,511		5.6%		6.7%								4.9		4.9%

		032  Dalkey-Avondale		51		1,702		1,534		1,446		1,410		-17.2%		-8.1%								-2.5		-2.5%

		033  Dalkey-Bullock		58		1,788		1,809		1,762		1,693		-5.3%		-6.4%								-3.9		-3.9%

		034  Dalkey-Coliemore		52		1,507		1,463		1,445		1,404		-6.8%		-4.0%								-2.8		-2.8%

		035  Dalkey Hill		121		1,560		1,586		1,584		1,436		-7.9%		-9.5%								-9.3		-9.3%

		036  Dalkey Upper		58		2,297		2,262		2,168		2,133		-7.1%		-5.7%								-1.6		-1.6%

		037  Dundrum-Balally		242		5,391		5,564		5,086		4,885		-9.4%		-12.2%								-4		-4.0%

		038  Dundrum-Kilmacud		91		2,063		2,364		2,411		2,983		44.6%		26.2%								23.7		23.7%

		039  Dundrum-Sandyford		251		4,802		5,203		4,862		5,839		21.6%		12.2%								20.1		20.1%

		040  Dundrum-Sweetmount		56		2,307		2,136		1,993		1,883		-18.4%		-11.8%								-5.5		-5.5%

		041  Dundrum-Taney		57		2,808		2,751		2,785		2,589		-7.8%		-5.9%								-7		-7.0%

		042  Dún Laoghaire-East Central		45		1,878		2,000		2,144		1,864		-0.7%		-6.8%								-13.1		-13.1%

		043  Dún Laoghaire-Glasthule		71		2,786		2,812		2,665		2,641		-5.2%		-6.1%								-0.9		-0.9%

		044  Dún Laoghaire-Glenageary		60		2,064		2,020		1,951		1,989		-3.6%		-1.5%								1.9		1.9%

		045  Dún Laoghaire-Monkstown Farm		35		2,220		2,135		2,115		1,996		-10.1%		-6.5%								-5.6		-5.6%

		046  Dún Laoghaire-Mount Town		34		2,063		1,881		1,619		1,615		-21.7%		-14.1%								-0.2		-0.2%

		047  Dún Laoghaire-Sallynoggin East		77		3,381		3,239		3,078		2,915		-13.8%		-10.0%								-5.3		-5.3%

		048  Dún Laoghaire-Sallynoggin South		40		1,609		1,473		1,388		1,378		-14.4%		-6.4%								-0.7		-0.7%

		049  Dún Laoghaire-Sallynoggin West		62		2,267		2,176		2,130		1,980		-12.7%		-9.0%								-7		-7.0%

		050  Dún Laoghaire-Sandycove		96		3,687		3,624		3,761		3,735		1.3%		3.1%								-0.7		-0.7%

		051  Dún Laoghaire-Salthill		52		1,279		1,428		1,593		1,708		33.5%		19.6%								7.2		7.2%

		052  Dún Laoghaire-West Central		46		2,060		1,988		2,003		2,036		-1.2%		2.4%								1.6		1.6%

		053  Foxrock-Beechpark		55		2,131		1,944		1,787		1,708		-19.8%		-12.1%								-4.4		-4.4%

		054  Foxrock-Carrickmines		289		5,349		5,747		6,050		6,007		12.3%		4.5%								-0.7		-0.7%

		055  Foxrock-Deans Grange		101		2,784		2,658		2,609		2,469		-11.3%		-7.1%								-5.4		-5.4%

		056  Foxrock-Torquay		99		1,361		1,307		1,310		1,382		1.5%		5.7%								5.5		5.5%

		057  Glencullen		3,391		5,258		8,063		10,266		13,939		165.1%		72.9%								35.8		35.8%

		058  Killiney North		219		4,071		3,943		3,558		3,232		-20.6%		-18.0%								-9.2		-9.2%

		059  Killiney South		148		6,823		6,962		7,042		6,347		-7.0%		-8.8%								-9.9		-9.9%

		060  Shankill-Rathmichael		1,495		2,851		3,545		4,435		4,585		60.8%		29.3%								3.4		3.4%

		061  Shankill-Rathsallagh		101		3,466		3,366		3,485		3,354		-3.2%		-0.4%								-3.8		-3.8%

		062  Shankill-Shanganagh		300		4,911		5,399		5,322		5,284		7.6%		-2.1%								-0.7		-0.7%

		063  Stillorgan-Deerpark		101		3,141		3,024		2,915		2,822		-10.2%		-6.7%								-3.2		-3.2%

		064  Stillorgan-Kilmacud		95		4,360		3,894		4,003		3,823		-12.3%		-1.8%								-4.5		-4.5%

		065  Stillorgan-Leopardstown		57		2,443		2,379		2,173		1,981		-18.9%		-16.7%								-8.8		-8.8%

		066  Stillorgan-Merville		115		2,445		2,803		2,847		2,849		16.5%		1.6%								0.1		0.1%

		067  Stillorgan-Mount Merrion		89		2,523		2,418		2,446		2,384		-5.5%		-1.4%								-2.5		-2.5%

		068  Stillorgan-Priory		50		1,721		1,577		1,869		2,035		18.2%		29.0%								8.9		8.9%

		069  Tibradden		1,340		662		678		711		825		24.6%		21.7%								16		16.0%

		Fingal		Area  (hectares)		Persons 1991		Persons 1996		Persons 2002		Persons 2006		Percentage change 1991-2006		Percentage change 1996-2006								Percentage change 2002-2006

				45,467		152,766		167,683		196,413		239,813		57.0%		43.0%								22.1		22.1%

		001  Airport		870		224		308		441		1,627		626.3%		428.2%								268.9		268.9%

		002  Balbriggan Rural		2,559		2,964		3,454		4,501		9,651		225.6%		179.4%								114.4		114.4%

		003  Balbriggan Urban		217		5,414		5,743		6,631		6,566		21.3%		14.3%								-1		-1.0%

		004  Baldoyle		266		6,272		6,739		6,374		5,940		-5.3%		-11.9%								-6.8		-6.8%

		005  Balgriffin		1,033		568		603		590		911		60.4%		51.1%								54.4		54.4%

		006  Ballyboghil		1,952		665		702		859		956		43.8%		36.2%								11.3		11.3%

		007  Balscadden		1,579		423		505		577		653		54.4%		29.3%								13.2		13.2%

		008  Blanchardstown-Abbotstown		711		1,603		1,531		2,537		4,045		152.3%		164.2%								59.4		59.4%

		009  Blanchardstown-Blakestown		784		11,905		15,131		24,404		32,305		171.4%		113.5%								32.4		32.4%

		010  Blanchardstown-Coolmine		271		8,032		7,969		9,202		10,758		33.9%		35.0%								16.9		16.9%

		011  Blanchardstown-Corduff		147		5,112		4,725		4,346		4,821		-5.7%		2.0%								10.9		10.9%

		012  Blanchardstown-Delwood		100		4,510		4,235		4,589		4,958		9.9%		17.1%								8		8.0%

		013  Blanchardstown-Mulhuddart		186		1,323		1,245		1,833		2,783		110.4%		123.5%								51.8		51.8%

		014  Blanchardstown-Roselawn		47		2,434		2,303		2,043		1,833		-24.7%		-20.4%								-10.3		-10.3%

		015  Blanchardstown-Tyrrelstown		391		1,160		1,473		1,653		2,317		99.7%		57.3%								40.2		40.2%

		016  Castleknock-Knockmaroon		719		8,556		11,095		14,859		17,110		100.0%		54.2%								15.1		15.1%

		017  Castleknock-Park		252		4,649		4,840		4,561		4,394		-5.5%		-9.2%								-3.7		-3.7%

		018  Clonmethan		1,689		427		492		605		625		46.4%		27.0%								3.3		3.3%

		019  Donabate		2,208		3,830		4,320		6,141		7,647		99.7%		77.0%								24.5		24.5%

		020  Dubber		1,804		590		577		838		3,721		530.7%		544.9%								344		344.0%

		021  Garristown		3,566		981		1,060		1,162		1,185		20.8%		11.8%								2		2.0%

		022  Hollywood		3,016		874		900		952		999		14.3%		11.0%								4.9		4.9%

		023  Holmpatrick		2,645		3,168		3,248		3,328		3,150		-0.6%		-3.0%								-5.3		-5.3%

		024  Howth		1,029		9,173		9,008		8,706		8,186		-10.8%		-9.1%								-6		-6.0%

		025  Kilsallaghan		2,783		1,904		1,877		2,032		2,081		9.3%		10.9%								2.4		2.4%

		026  Kinsaley		1,127		3,063		3,282		3,528		5,554		81.3%		69.2%								57.4		57.4%

		027  Lucan North		948		317		340		338		1,164		267.2%		242.4%								244.4		244.4%

		028  Lusk		4,271		3,503		3,740		4,131		7,015		100.3%		87.6%								69.8		69.8%

		029  Malahide East		319		4,866		5,246		5,281		6,255		28.5%		19.2%								18.4		18.4%

		030  Malahide West		259		5,964		6,444		6,315		6,251		4.8%		-3.0%								-1		-1.0%

		031  Portmarnock North		109		5,497		5,582		5,071		4,643		-15.5%		-16.8%								-8.4		-8.4%

		032  Portmarnock South		536		3,767		3,706		3,338		3,330		-11.6%		-10.1%								-0.2		-0.2%

		033  Rush		667		4,831		5,433		6,759		8,293		71.7%		52.6%								22.7		22.7%

		034  Skerries		232		5,362		5,704		7,612		8,172		52.4%		43.3%								7.4		7.4%

		035  Sutton		146		6,697		6,510		6,203		5,905		-11.8%		-9.3%								-4.8		-4.8%

		036  Swords-Forrest		666		6,638		7,911		9,797		12,461		87.7%		57.5%								27.2		27.2%

		037  Swords-Glasmore		451		4,846		7,088		7,679		7,802		61.0%		10.1%								1.6		1.6%

		038  Swords-Lissenhall		1,868		2,774		3,222		6,081		9,099		228.0%		182.4%								49.6		49.6%

		039  Swords-Seatown		398		3,265		4,425		4,919		5,950		82.2%		34.5%								21		21.0%

		040  Swords Village		103		2,234		2,300		2,572		2,494		11.6%		8.4%								-3		-3.0%

		041  The Ward		2,457		575		806		1,308		4,464		676.3%		453.8%								241.3		241.3%

		042  Turnapin		86		1,806		1,861		1,717		1,739		-3.7%		-6.6%								1.3		1.3%

		South Dublin		Area  (hectares)		Persons 1991		Persons 1996		Persons 2002		Persons 2006		Percentage change 1991-2006		Percentage change 1996-2006								Percentage change 2002-2006

				22,364		208,739		218,728		238,835		246,919		18.3%		12.9%								3		3.4%

		001  Ballinascorney		2,421		470		514		657		1,022		117.4%		98.8%								56		55.6%

		002  Ballyboden		117		4,876		5,260		5,285		5,193		6.5%		-1.3%								-2		-1.7%

		003  Bohernabreena		4,406		2,592		2,681		3,936		4,294		65.7%		60.2%								9		9.1%

		004  Clondalkin-Ballymount		312		1,613		1,812		2,011		2,033		26.0%		12.2%								1		1.1%

		005  Clondalkin-Cappaghmore		215		1,818		1,825		1,609		1,927		6.0%		5.6%								20		19.8%

		006  Clondalkin-Dunawley		472		8,761		9,289		10,710		10,876		24.1%		17.1%								2		1.5%

		007  Clondalkin-Monastery		394		8,040		8,633		9,363		10,346		28.7%		19.8%								11		10.5%

		008  Clondalkin-Moorfield		216		6,213		6,697		6,246		5,853		-5.8%		-12.6%								-6		-6.3%

		009  Clondalkin-Rowlagh		77		5,577		5,238		4,504		4,179		-25.1%		-20.2%								-7		-7.2%

		010  Clondalkin Village		597		6,730		8,123		8,595		8,715		29.5%		7.3%								1		1.4%

		011  Edmondstown		427		4,568		4,863		5,846		5,641		23.5%		16.0%								-4		-3.5%

		012  Firhouse-Ballycullen		285		2,662		4,603		6,594		6,608		148.2%		43.6%								0		0.2%

		013  Firhouse-Knocklyon		114		4,600		4,629		4,331		4,018		-12.7%		-13.2%								-7		-7.2%

		014  Firhouse Village		243		5,442		6,859		9,024		11,010		102.3%		60.5%								22		22.0%

		015  Lucan-Esker		635		3,099		7,451		20,807		25,778		731.8%		246.0%								24		23.9%

		016  Lucan Heights		368		5,263		5,817		5,719		5,260		-0.1%		-9.6%								-8		-8.0%

		017  Lucan-St. Helen's		989		6,069		6,915		7,045		6,584		8.5%		-4.8%								-7		-6.5%

		018  Newcastle		3,218		2,563		2,374		2,355		2,633		2.7%		10.9%								12		11.8%

		019  Palmerston Village		121		4,436		3,961		3,929		3,762		-15.2%		-5.0%								-4		-4.3%

		020  Palmerston West		391		7,307		8,449		8,130		7,715		5.6%		-8.7%								-5		-5.1%

		021  Rathcoole		1,580		3,575		3,448		3,204		3,618		1.2%		4.9%								13		12.9%

		022  Rathfarnham-Ballyroan		72		3,263		2,903		2,679		2,471		-24.3%		-14.9%								-8		-7.8%

		023  Rathfarnham-Butterfield		75		3,679		3,323		3,222		3,275		-11.0%		-1.4%								2		1.6%

		024  Rathfarnham-Hermitage		80		3,797		4,284		4,468		4,612		21.5%		7.7%								3		3.2%

		025  Rathfarnham-St. Enda's		108		4,713		4,493		4,234		3,937		-16.5%		-12.4%								-7		-7.0%

		026  Rathfarnham Village		76		2,778		2,757		3,114		3,038		9.4%		10.2%								-2		-2.4%

		027  Saggart		1,317		1,493		1,408		1,588		2,671		78.9%		89.7%								68		68.2%

		028  Tallaght-Avonbeg		33		2,212		1,967		1,645		1,557		-29.6%		-20.8%								-5		-5.3%

		029  Tallaght-Belgard		277		2,188		2,067		1,970		1,849		-15.5%		-10.5%								-6		-6.1%

		030  Tallaght-Fettercairn		450		5,334		5,513		6,488		6,625		24.2%		20.2%								2		2.1%

		031  Tallaght-Glenview		48		1,491		1,430		1,496		1,247		-16.4%		-12.8%								-17		-16.6%

		032  Tallaght-Jobstown		272		6,349		7,294		9,838		12,586		98.2%		72.6%								28		27.9%

		033  Tallaght-Killinardan		72		5,103		4,970		4,700		4,163		-18.4%		-16.2%								-11		-11.4%

		034  Tallaght-Kilnamanagh		215		5,717		5,633		5,323		4,942		-13.6%		-12.3%								-7		-7.2%

		035  Tallaght-Kiltipper		170		5,145		5,237		5,333		6,445		25.3%		23.1%								21		20.9%

		036  Tallaght-Kingswood		178		4,381		4,539		4,250		3,959		-9.6%		-12.8%								-7		-6.8%

		037  Tallaght-Millbrook		66		5,037		4,508		3,917		3,544		-29.6%		-21.4%								-10		-9.5%

		038  Tallaght-Oldbawn		146		5,250		5,040		4,580		4,363		-16.9%		-13.4%								-5		-4.7%

		039  Tallaght-Springfield		207		7,986		7,803		7,787		7,867		-1.5%		0.8%								1		1.0%

		040  Tallaght-Tymon		202		6,592		6,289		5,604		5,135		-22.1%		-18.3%								-8		-8.4%

		041  Templeogue-Cypress		69		3,390		3,253		3,079		2,944		-13.2%		-9.5%								-4		-4.4%

		042  Templeogue-Kimmage Manor		111		3,613		3,520		4,396		4,189		15.9%		19.0%								-5		-4.7%

		043  Templeogue-Limekiln		107		4,678		4,261		3,874		3,652		-21.9%		-14.3%								-6		-5.7%

		044  Templeogue-Orwell		47		3,010		2,871		2,629		2,313		-23.2%		-19.4%								-12		-12.0%

		045  Templeogue-Osprey		143		3,025		3,029		2,798		2,561		-15.3%		-15.5%								-9		-8.5%

		046  Templeogue Village		49		1,931		1,728		1,607		1,957		1.3%		13.3%								22		21.8%

		047  Terenure-Cherryfield		45		2,546		2,341		2,228		2,247		-11.7%		-4.0%								1		0.9%

		048  Terenure-Greentrees		66		3,544		3,201		2,980		2,879		-18.8%		-10.1%								-3		-3.4%

		049  Terenure-St. James		65		4,220		3,625		3,108		2,826		-33.0%		-22.0%								-9		-9.1%

		State								3917203		4234925												8.1

						Persons 1991		Persons 1996		Persons 2002		Persons 2006		Persons 2011

				Dublin City North		288,928		287,216		290,521		294,420		306,426

				Fingal		152,766		167,683		196,413		239,813		273,991

				South Dublin		208,739		218,728		238,835		246,919		265,205

				Dublin City South		189,461		194,638		205,260		211,319		221,186												Total		North City		South city

				Dún Laoghaire-Rathdown		185,410		189,999		191,792		193,688		206,261												527612		306426		221186

						Percentage change 1991-2006		Percentage change 1996-2006		Percentage change 2002-2006

				Dublin City North		1.9%		2.5%		1.3%

				South Dublin		18.3%		12.9%		3.4%

				Fingal		57.0%		43.0%		22.1%

				Dublin City South		11.5%		8.6%		3.0%

				Dún Laoghaire-Rathdown		4.5%		1.9%		-1.0%
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North Dublin Demand Analysis

% above % above |% above
Alignment Scenario * Peak 15vpih Zﬂ#p!’l BDupih AM F:e-ak
Lineflow | Capacity Capacity |Capacity|Boardings

(1,800) (2,400) (3,600)

Base Year 3,369 87% 40% -6% 9,482
Blanchardstown to UCD 2030 Curr Inf 3,877 115% 62% 8% 14,577
2030 Strategy Inf 2,564 42% 7% -29% 11,838
Base Year| 3,482 93% 45% -3% 17,224
Swords to Tallaght 2030 Curr Inf 5,845 225% 144% 62% 22,120
2030 Strate;g'p' Inf 3,963 120% 65% 10% 17,828
Base Year 2,754 53% 15% -24% 11,899
Clongriffin to Tallaght 2030 Curr Inf 3,954 120% 65% 10% 14,618
2030 Strategy Inf 3,638 102% 52% 1% 12,792

6 QetebenzA 4ransport Authority: Bus Rapid Transit (BRT) Core Dublin Network. October 2012. Figure 41 p.53
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Source: National Transport Authority: Bus Rapid Transit (BRT) Core Dublin Network. October 2012. Figure 37 p.50
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= Not appropriate for Dublin.
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Dublin Airport - 1992

“Of all the locations in the Study Area, the
Airport is the one site where it can be said with
high levels of confidence that there will continue
to be, year-on-year for a very long period, high
increases in demand”

Source: Dublin Transportation Initiative. Interim Report. December 1992. par.11.47.

6 October 2014 19 March 2024
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Dublin Airport Passengers
(excluding Transit)
1998 - 2013
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Dublin Airport
Passengers Purpose of Trips

Source: National Transport Authority . Survey at Dublin Airport 2011

Purpose of Trips

Not Stated

6 October 2014 19 March 2024
http://www.nationaltransport.ie/wp-content/uploads/2012/04/NTA-Survey-at-Dublin-Airport-20112.pdf
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Dublin”Airport
Passenger Origins — landside

Source: National Transport Authority . Survey at Dublin Airport 2011
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Origin of Passenger Trips

Wicklow I
3%
. Dublin City South

Kildare
4%
8%

Meath
3%

Dun Laoire / Rathdown
7%

South Dublin
6%

6 October 2014

http://www.nationaltransport.ie/wp-content/uploads/2012/04/NTA-Survey-at-Dublin-Airport-20112.pdf
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Drumcondra C4T

NORTH DUBLIN
PUBLIC TRANSPORT OPTIONS
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1994 —Dublin Transport Initiative

Figure 2.3: Light Rail Transit Network
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1996

An Oscar Faber study found that there was
greater potential demand (measured on trip
attractors-generators/km) on a Light Rail
Route from O’Connell Street to Ballymun
than on the then proposed routes from
O’Connell Street to Dundrum and Tallaght.

Source: Department of Transport, Energy & Communications. A Comparative Socio-Economic Evaluation of the Tallaght-Ballymun/Dundrum
Light Rail Lines. Final Report 1996. Oscar Faber. Table 4.3

6 October 2014 19 March 2024
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DTO A Platform for Change

Bus Matwork:

Suburban Ral on Surface

Undarground Interconnector
LUAS

METRD on Surface
Underground METRC

6 October 2014 19 March 2024

DTO A Platform for Change Summary of an integrated transportation strategy for the Greater Dublin Area 2000 to 2016 November 2001. published 1Jan2002 Fig. 6
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DTO A Platform for Change
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but quickly to see
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good

Brecht.
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A ten year project to help shape the future
of Drumcondra and its associated districts

CITY ACCES S TRANSIT
The public authorities have been pussyfooting on public transport for Dublin for years.
Our capital needs a CITT ACCESS TRANSIT (CAT) system with a coherent design.
The CAT proposed here hits the ground running as 20 per cent of it is based on that part of
LUAS which the Government has already approved.
Dublin can purr with this CAT.
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Bring them together <] >
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Bring them together <] >

Red Line Red Line extension

Green Line

Core Tunnel option Green Line extension
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Meeting with AECOM 2pm Monday 6% October 2014
Grand Canal House, Grand Canal Street Upper, Dublin 4

Report
Present: Joe Seymour, AECOM (JS)

Doénal O Brolchain (DOB)

Tom Coffey (TC)

Michael N Howard (MNH)
Michael J Howard (MJH)

Brian MacEochaidhin (BMacE)
John Roden (JR)

The meeting arose from an invitation from Ms. Elaine Brick, Associate Director,
Transportation, AECOM to DOB to present the City Access Transit (CAT) proposal.

99/106

As Ms. Brick was unable to attend, Joe Seymour (JS), Regional Director, AECOM, jook [Deleted: her role was filled by Mr.

the meeting, as he is Project Manager for the study AECOM is currently carrying outinto ™~ {Demed

public transport options for the North Dublin area on behalf of the NTA. [Deleted

rand P

(N D

DOB introduced himself, followed by the others who joined the meeting at Donal’s
invitation, following Elaine’s prior agreement.

JS explained the scope of the current AECOM study, which is focussed on public
transport options between Dublin City Centre, Dublin Airport and Swords. He stated that
all possible options were being considered, across all transport modes, and that so far
his team had identified 24 different options.

These were being developed at a general, conceptual level. By Nov 2015, they hope to - {cOmmented [J1]: 14

have narrowed these down to 5 or 6 routes, with a “Preferred Option” selected by early
2015.

Options included variations to the Metro North proposal, “light metro”, heavy rail, light
rail, bus rapid transit, and indeed a combination of modal options. Many different routes
are also being considered.

JS acknowledged that the Swords — Airport — City Centre BRT route being currently

term solutions in this area.

is only a|short-term solution. AECOM's current work was on developing medium- to long- - W Commented [J2]: In its current form, but a larger scale BRT is

solution.

part of the options being considered for medium to long term

JS indicated that their work assumes the introduction of the DART Underground project.
BMacE asked if their interpretation of this included the proposed heavy rail link to Dublin
Airport, and JS responded that it did not.

DOB then presented the Drumcondra City Access Transit (CAT) proposal. This ) [ Deleted: would not work in
presentation showed how the NTA’s own data indicated that a BRT scheme did not have - {De,eted: o

adequate capacity for the passengers projected on the Swords — Airport — City Centre *//{ Deleted:  and that
corridor. DOB's view is that this calls for fwo new LUAS lines looped around the 2o >
porthside_This loop would confinue from the LUAS CrossGity terminus at Broombridge -~ |Deleted: on he

to take in Finglas, Charlestown, Ballymun, Santry, Clonshaugh, Coolock and back to the ~ ~ {Deletedi c

city centre via Whitghall and Drumcondra. There would be a spur to Dublin Ajrport and { Deleted: a

N

Swords as well as another to link with DART and Commuter services at Howth Junction, . { peleted: ,

a

:, following the CAT routes, was by far the better

N

This would serve people in Dublin's north cjty. as well as Dublin Airport passengers and "+ {Deleted_
staff. The presentation emphasised, using previous DTl and DTO data, how similar N :
LUAS proposals have been in existence for many years, and yet have been repeatedly AN LDrfo'i‘:d
ignored by government. W .
\{ Deleted:
{ Deleted:

C

o 0 O U U U U L
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The presentation highlighted the ongoing transport void in the Dublin north city area,
which has the highest number of people in the Dublin area and has had for the last 20
years. It also showed that because only 14% of Airport trips were business-related, a
dedicated high-speed metro-standard link was not actually required, and that LUAS
would be a far better fit for City Centre — Airport journeys. Other options exist for those
who need fast access to the Central Business District and IFSC.

MJH presented the Metro East proposal, developed in 2005/2006. This proposed a route

from the City Centre through Drumcondra to Whitehall, Santry, Kilmore, Clonshaugh, the

Airport and Swords. This privately funded proposal includes economic, land use and
engineering data they had commissioned at the time, from Roughan O’Donovan and
other consultants. (JS commented they often worked with them). MJH gave JS a copy of
the Proposal, accompanied by a Submission made to the RPA at the time,

Concerned that AECOM may be focussing on a narrow “single corridor” approach,
BMacE commented that the strong message coming through was that both the
Beaumont / Kilmore / Clonshaugh and Ballymun / Finglas areas had to be served by
high-quality public transport and that the standard approach was to consider a core route
with one or more branches, a core route with a loop, or two or more distinct routes,
rather than trying to follow a “one size fits all” approach.

JS asked DOB about disruption in Drumcondra caused by LUAS construction. DOB
pointed out that there will always be objections and outlined his experience of

recently retired) supported on-street LRT from its inception. DCBA looked beyond the
short-term disruption caused by its construction to the great benefits it conferred on
retailers and life in the city centre. He also explained how younger people, especially
today, were becoming more urbanised, preferring to live in cities like Dublin, or
emigrating abroad, and more and more did not need or want access to cars in urban
areas, preferring instead high-quality public transport and taxis.

There was further discussion on additional routes for northside LUAS, such as linking the
proposed line through Drumcondra, Whitehall, Kilmore and Clonshaugh to the Airport
with Howth Junction via Oscar Traynor, Tonlegee and Kilbarrack Roads.

BMackE also circulated an outline map that synthesised the CAT and Metro East
proposals, illustrating how these could be implemented in LUAS form.

100/106
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Donal O'Brolchain
From: Donal O'Brolchain <donalobrol@clubi.ie>
Sent: 08 December 2014 23:35
To: Joseph Seymour
Cc:

‘hugh.creegan@nta.ie’

Subject: Your report has some omissions

Attachments: CAT response to RFSubmissions 31Mar2001.pdf; Meeting with AECOM 2pm
Monday 6th October 2014 JSeymour corrections.doc

Dear Joe,

| have just scanned the AECOM report Fingal North Dublin Transport Study Stage One Appraisal Report issued by
the NTA.

Frankly, | think you owe us an explanation for two things
1. The description of Drumcondra CAT is factually wrong;
2. The complete omission of the Metro East proposal developed independently by the Howards in 2005/2006,
if | remember correctly.

1. CAT

As you know well from the documentation that | sent to your office following our meeting 6™ October last, the
Drumcondra City Access Transit (CAT) was first submitted in May 2001 as response to a request for submissions
issued by the then Light Rail Office (see attached). As | see it, AECOM staff were well aware of the origin and timing
of the proposal for the Drumcondra City Access Transit (CAT).

Please note that the Railway Procurement Agency did not exist then. So the Drumcondra 2005 CAT was not
proposed as alternative to Metro North which was developed later by the RPA, for reasons that still remain
unclear. As you probably know, Metro North was not part of the DTO Platform for Change which was dated
November 2001 when published shortly later.

3.12 LR8. City Access Transit (CAT)

3.12.1 Scheme promoter or developer

This scheme was proposed by Drumcondra 2005, an amalgamation of Residents Associations from the
Drumcondra, Dublin 9 area. It was proposed as an alternative to the Metro North

Scheme which was to run further west of Drumcondra which, in the Residents Association’s view, was too
expensive and was missing a significant catchment area. The route would serve

both the Airport and Swords and is therefore in line with the brief for the project.

2. Metro East
As you know, the Howards developed this proposal completely independently of the Drumcondra CAT. In our
meeting on Monday 6" October last, Michael Howard outlined how Metro East was developed. (see attached
record of that meeting)

I look forward to getting a written explanation of these errors and omissions.

Yours sincerely

Donal O’Brolchain

19 March 2024
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Appendix 4

Extracts from

NTA/AECOM Fingal/North Dublin
Transport Study

First Appraisal Report
November 2014

Figure 3.8: LR7 Optimised Metro North
Figure 3.9: LR8 — City Access Transit (CAT)
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Figure 3.8: LR7 — Optimised Metro North
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3.12 LR8. City Access Transit (CAT)
3.12.1 Scheme promoter or developer

This scheme was proposed by Drumcondra 2005, an amalgamation of Residents Associations
from the Drumcondra, Dublin 9 area. It was proposed as an alternative to the Metro North
Scheme which was to run further west of Drumcondra which, in the Residents Association’s
view, was too expensive and was missing a significant catchment area. The route would serve
both the Airport and Swords and is therefore in line with the brief for the project.

3.12.2 General description of the scheme

The primary corridor is approximately 17km in length and is an extension of the Luas Cross-City
route which is currently under construction. This route follows a similar route as the existing
Swords Quality Bus Corridor, along Dorset Street and Drumcondra Road (R132), as far as
Santry where it would be routed to the east to pick up employment zones in the Clonshaugh
Industrial Area. The route would continue north from Clonshaugh and cross over the M1 to the
Airport, and subsequently terminate to the north of Swords.

The CAT proposal also has a secondary routing in order to link the Finglas and Ballymun areas
to the wider public transport network, through a further extension of the Luas Cross-City at
Broombridge (Liffey Junction). This LRT route would run into Finglas on a similar routing to that
of LRT1, proposed by the RPA. At Ballymun the routing would continue along Santry Avenue,
Coolock Lane and Oscar Traynor Road until it reaches the DART Line at Howth Junction;
although the routing of the last section following Oscar Traynor Road is complex. This extension
would provide interchange options with the Airport/Swords LRT at Santry and also interchange
possibilities with the DART. This scheme runs to a distance of approximately 12km.

The primary corridor, via Drumcondra, meets the brief in that it links the City Centre with the
Airport and Swords. Therefore only the primary route would be considered as part of this
assessment.

3.12.3 Infrastructure considerations

Dorset Street and Drumcondra Road are heavily trafficked routes leading to and from Dublin City
Centre, currently carrying in the region of 35,000 AADT, with congestion evident for much of the
day. The route also accommodates the existing Swords QBC and proposed Swords BRT. The
implementation of a light rail scheme along this route would require the full removal of the
QBC/BRT lanes along Dorset Street and Drumcondra Road, and would also require the removal
of (mainly) right turning facilities at many junctions. While physically possible to provide the LRT
route along this corridor the traffic impact would be significant, particularly for local movements
due to the reduction in the number of turning facilities. In addition, the trees along this section of
the route would be negatively impacted by the overhead cables and the possible widening of the
carriageway.

After the Collins Avenue junction, space is available to provide LRT infrastructure to one side of
the existing carriageway, to the east of the Tunnel Portals. Space is also available along Coolock
Lane (R139) to provide LRT facilities, although existing bus priority facilities may need to be
removed.

Along Clonshaugh Road the cross-section is much narrower with one lane in each direction and
many houses fronting onto the street. As a result significant land expropriation would be required
and some residential units may need to be removed. An alternative route via the IDA Park could
be considered in order to avoid these constraints, although impact on businesses could be
significant.
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After Clonshaugh Road the routing primarily follows agricultural land to the East of the M1, and
would have to cross over the M1 on a bridge before entering the Dublin Airport Long Term Car
Parking Area. The route would then travel at-grade into the proposed Public Transport Hub
between Terminal 1 and 2, although there are significant challenges with the construction of this
route as space is significantly constrained due to the presence of utilities above and below the
ground. As a result some impact on the traffic capacity of the routes within the Airport is
envisaged with this route option.

On leaving the airport the route would turn north towards Swords and would follow the R132
alignment which has sufficient space to accommodate the proposed LRT, although some land
expropriation is envisaged, and traffic impact, particularly around the Airside Park, is likely as a
result of a reduction in capacity of the already congested junction.

3.12.4 Impact during construction

Construction impacts on Dorset Street and Drumcondra Road would be very significant as space
to facility diverted traffic is not available over much of its length. From this initial assessment it is
likely that these roads would have to be closed for a prolonged period to facilitate the
construction of a central running LRT system.

North of Collins Avenue, the constructability of this option improves, although significant localised
impacts can be expected around Clonshaugh Industrial Estate and the Airport.

3.12.5 Environmental issues

Through Drumcondra the route follows existing roads, which would limit environmental impact.
However, there are listed structures along the routes some of which may be impacted by the
proposed infrastructure. To the north, the route passes through agricultural land which may also
generate some negative impacts. Overall, the environmental impact of this option is considered
to be relatively low, although it would need to be reviewed in detail if this project was to proceed
to the next stage.

3.12.6 Considerations for the appraisal process

The following characteristics of the CAT Alignment should be taken into account during scheme
appraisal:

- The routing via Dorset Street and Drumcondra Road would be challenging to deliver, and
would result in a significant loss of capacity for other modes on this important route into the
City Centre;

- The route is relatively circuitous, and would probably need to share some sections with other
services due to aforementioned alignment constraints, leading to journey times in the area of
1 hour from the City Centre to the Airport. This would not provide a competitive service as
journey times are expected to be in the region of 40 minutes by bus and 20 minutes by taxi;

- The scheme does not respond well to the current transport and land use objectives set out
in the Fingal and Dublin City Development plans, particularly in relation to the need for a
north/south economic development corridor as it is located further to the east where
development potential is limited; and

- Based on similar schemes being delivered in Ireland, the estimated cost of the scheme
would be comparable with LR4 and LR5.
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Figure 3.9: LR8 — City Access Transit (CAT)
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