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1 INTRODUCTION

O’Connor Sutton Cronin & Associates (OCSC) have been commissioned to
undertake this Traffic Impact Assessment Report with respect to the proposed
SHD development on the lands at Fosterstown North, Dublin Road / R132,

Swords, Co. Dublin. The exact site location can be seen in Figure 1 below.

Site Location

=)

Figure 1: Site Location Map

The proposed development comprises a Strategic Housing Development of 645
no. residential units (comprising 208 no. 1 bedroom units, 410 no. 2 bedroom
units, and 27 no. 3 bedroom units), in 10 no. apartment buildings, with heights
ranging from 4 no. storeys to 10 no. storeys, including undercroft / basement
levels (for 6 no. of the buildings). The proposals include 1 no. community facility
in Block 1, 1 no. childcare facility in Block 3, and 5 no. commercial units (for Class
1-Shop, or Class 2- Office / Professional Services or Class 11- Gym or Restaurant
/ Café use, including ancillary takeaway use) in Blocks 4 and 8. The proposal
includes all associated and ancillary development. Please refer to the public notices
for a detailed description of the proposed development. The aspects of key

relevance to this report are discussed in preceding sections.
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In addition, this assessment report includes the permitted development under
ABP Ref. 308366-20 for 278 no. residential units, a childcare facility, a retail unit,

a section of the Fosterstown Link Road and associated site works, on the adjoining
lands to the north. Also, the potential future build out on the adjoining lands to
the north and the improvements works (part of R132 Connectivity Project) on the
R132 immediately North of the Pinnockhill Roundabout are included as part of this

assessment to ensure a conservative and comprehensive assessment.

The purpose of this report is to provide a detailed and conservative assessment of

the development proposals as follows:

« The potential traffic impact on the operation of the local road network;

e A rationale for the parking proposals for the site.

In carrying out the above, this assessment has given due consideration to the

relevant guidelines including:

« Traffic & Transport Assessment Guidelines (2014) as published by the former
National Roads Authority (NRA) now Transport Infrastructure Ireland (TII);

» Guidelines for Traffic Impact Assessment (1997) as published by the Chartered
Institute of Highways & Transportation;

e Fingal Development Plan 2017-2023

» Swords Masterplans Part C: Fosterstown (May 2019).
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2 STUDY METHODOLOGY
In order to inform this assessment, Tracsis were contracted to carry out traffic
surveys at the following locations:

Dublin Road/Forest Road/Main Street;

R132/R125/R132/R836;
R132/L2305 Nevinstown Lane/L2300;
Forest Road/L2300/Rathingle Road;
Forest Road/Hawthorn Road;

Forest Road/River Valley Road.

- Junction 1:
- Junction 2:
- Junction 3:
- Junction 4:
- Junction 5:
- Junction 6:

The exact locations of these junctions can be seen in Figure 2.
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The surveys took the form of 15 minute interval junction turning counts and were
carried out on Thursday 27 February 2020 between the hours of 07:00 - 19:00.

A seven-fold classification system was used as follows:

e Bicycle;

* Motorcycle;

e Car;

» Light Goods Vehicle;

« Heavy Goods Vehicle (Class OGV 1);
+ Heavy Goods Vehicle (Class OGV 2);
« Bus (PSV).

In addition to the above, the following were also recorded:

» Pedestrian crossing counts at each arm of each junction over 15 minute
intervals;
* Queue length surveys recording the maximum queue lengths observed on a

per lane basis at each approach of each junction over 5 minute intervals.

A full copy of the results of all traffic surveys can be found in Appendix A, to the

rear of this report.

The short term traffic counts were expanded to Annual Average Daily Traffic
(AADT) using expansion factors! from TII. The base year flows were then adjusted
to the predicted Year of Opening for the development (2024) and the Design Year
(2039) using medium range NRA growth factors?.

It is recognised that Section 4 of the Fosterstown Masterplan (2019) includes the
Key Transport and Movement Objectives which require that the main vehicular

access to the Masterplan lands will be via the new Fosterstown Link Road from the

1 Unit 16.1 Expansion Factors for Short Period Traffic Counts, Project Appraisal Guidelines; TII,
October 2016
2 Unit 5.3 Link Based Growth Rates, Project Appraisal Guidelines; TII, January 2016
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R132 to the Forest Road. Section 8 of the Fosterstown Masterplan also sets out
the Key Phasing and Implementation Objectives including that the Fosterstown
Link Road should form Phase 1 of development. It is also acknowledged that the
Fosterstown Link Road is an objective of the Development Plan (Objective
SWORDS 6). However, the access and the location of the Fosterstown Link Road,
as outlined in the Fosterstown Masterplan, are located on the adjoining lands to
the north, and not in lands in the ownership of the applicant. This TIA
demonstrates that the proposed development, with a proposed temporary
vehicular access to the R132, does not require the Fosterstown Link Road to
facilitate the proposed development for any traffic or transportation related
reasons. However, noting that the link road could come forward in the future,
consideration was given as part of the TIA to the impact of the proposed
Fosterstown Link Road with respect to existing traffic flows and the potential
change in travel patterns locally due to the new road creating shorter travel

routes.

The traffic generation potential of this SHD development was then assessed using
the Trics? planning database. This database contains information on thousands of
sites in Ireland and the U.K. and can be used to predict the traffic that will be
generated by numerous types of development. Consideration has also been given
to the adjacent zoned lands to the north of the development site which are
expected to be developed in the near future, subject to a separate planning
application. The associated trip generation potential has been assessed and

allowed for accordingly.

The estimated additional traffic was assigned to the local road network and its
impact on the operation of the local links and junctions was assessed using
guidance from the NRA, CIHT, the Design Manual for Roads and Bridges (DMRB)
and a number of task specific traffic software (TRANSYT 15 and Junction 9). The

assessment considered the following scenarios:

3 Trip Rate Information Computer System
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Do Nothing - no development taking place in the local area and only allowance
for natural background traffic growth;

Do Something - natural background traffic growth, the additional traffic
estimated to be generated by the proposed development and phase 1
development of the zoned lanes to the north (278 no. units);

Do Maximum - natural background traffic growth, the additional traffic
estimated to be generated by the proposed development and the zoned lands
to the north as well as the changes to travel patterns and infrastructure as a

result of the Fosterstown Link Road.

SC

yyyyyyyyyyyyyyyyy



3 THE RECEIVING ENVIRONMENT

The receiving environment is urban in nature. The main transportation artery in
the study area is the R132. The proposed development will access the site via a

new junction entrance located on the R132.

Outside of the study area, development generated traffic will dissipate and so is
expected to have a negligible impact on the operation of the wider network. While
there is expected to be substantial variation in the type of traffic travelling on the
links locally, during the peak travel hours they would be expected to mainly carry

commuter traffic based on the nature of the local area.

As noted earlier, base traffic levels have been surveyed on the local network in
2020. By combining these base flows with the traffic generation estimates for the

proposed development, the following peaks were identified:

« A.M. Peak Hour: 08:00 - 09:00;
e P.M. Peak Hour: 17:15 - 18:15.

The recorded flows during the above peak hours and across the course of an

average day are shown in the following:

-Diagram 1: 2020 A.M. Peak Hour Base Flows (08:00 - 09:00);
-Diagram 2: 2020 A.M. Peak Hour Base Flows (17:15 - 18:15);
-Diagram 3: 2020 Annual Average Daily Traffic Base Flows.

The aforementioned diagrams and all others referenced in this text can be found
in Appendix B, to the rear of this report. Any apparent discrepancy in flows
between sites may be attributed to vehicles accessing developments and minor

roads between surveyed junctions.

TA 79/99 “Traffic Capacity of Urban Roads” from the DMRB provides information

on the capacity of urban roads based on classification and width. Table 1 following
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shows the capacities of various road types based on this manual and using a 60:40

split in flow.

2 Way Single Carriageway - Busiest Direction of Flow (60/40 split)

Total Number of lanes

Carriageway 2 2-3 3 3-4 4 4+
Width (m) | 6.10 6.75 7.30 9.0 10.0 12.3 13.5 18.0
UM Not Applicable
UAP1 | 1020 1320 1590 1860 2010 2550 2800 3050 3300
':_;ZZ UAP2 | 1020 1260 1470 1550 1650 1700 1900 2100 2700
UAP3 | 900 1110 1300 1530 1620 * * * *
UAP4 | 750 900 1140 1320 1410 * * * *

Table 1: Urban Road Capacities

The local links have been classified based on the associated definitions in the
DMRB. Using the previous table, link capacities have been calculated and current
Ratio of Flow to Capacity (RFC) values have been assessed for the key links

bordering the site. These are shown for the base year peak hours in Table 2.

It should be noted that given the variation in width across the links in question,
an average figure for each has been used which is rounded down to the nearest
value shown in the above table, thus ensuring a conservative assessment of link
capacity. Where bus lanes are present, a reduced width has been allowed for to

account for their reduced usage, thereby ensuring a conservative assessment.
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Link A.M. P.M.

Link Width Capacity Peak RFC Peak RFC
(m) (veh/hr) (veh/hr) (%) (veh/hr) (%)
R132 12.3 1,900 1,105 58 1,125 59
L2300 7.5 1,300 857 66 656 50
Forest Road 6.75 900 449 50 359 40

Table 2: Base Year Link RFC Values for Local Network

As can be seen, all major links are shown to be operating well within capacity in

the base case.

In order to accurately assess the impact of the proposed development in the

future, the base traffic flows for the local network have been expanded to the Year

of Opening and the Design Year using the medium range TII growth factors

detailed in Table 3 following.

Growth Rates
Year
Light Vehicles Heavy vehicles
2024 6.64% 9.11%
2039 22.93% 51.03%

Table 3: Background Traffic Growth Factors

In order to fully assess the future year traffic flow. The future year traffic flows

without development can be seen in the following:

- Diagram 4:
- Diagram 5:

- Diagram 6:

- Diagram 7:

- Diagram 8:

- Diagram 9:
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2024 A.M. Peak Hour Flows - Do Nothing;
2024 P.M. Peak Hour Flows - Do Nothing;
2024 AADT - Do Nothing;

2039 A.M. Peak Hour Flows — Do Nothing;
2039 P.M. Peak Hour Flows - Do Nothing;
2039 AADT - Do Nothing.
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In the Do Maximum Scenario, the impact of the proposed Fosterstown Link Road
was analysed by diverting traffic to its most likely destination in the network
analysed. If the introduction of the Fosterstown Link Road made this journey faster
or shorter it was assumed the vehicle would instead use the new Fosterstown Link
Road.

An example of the above is the number of vehicles exiting River valley Road and
turning left on to the Forest Road is known from the traffic counts. The percentage
of the vehicle that then turn right on to the Dublin Road at the junction of the
Forest Road and Main Street (percentage that turn right as a percentage of the
total vehicles exiting the Forest Road on to Main Street) is also known. It can then
be assumed that this same percentage of vehicles that turn right onto the Dublin
Road at the junction of the Forest Road and Main Street will instead divert on to
the new Forest Road as the shortest route to their destination i.e. instead of
turning left onto the Forest Road will turn right to access the new Fosterstown Link
Road. This diverted traffic was then assigned to the study area based on existing

traffic flows in the area combined with an assessment of the local network layout.

The reassigned background traffic flows mentioned above are shown in the

following diagrams:

- Diagram 10: 2024 A.M. Peak Hour - Reassigned Background Traffic with Link
Road;

- Diagram 11: 2024 P.M. Peak Hour - Reassigned Background Traffic with Link
Road;

- Diagram 12: 2024 AADT - Reassigned Background Traffic with Link Road.

- Diagram 13: 2039 A.M. Peak Hour - Reassigned Background Traffic with Link
Road;

- Diagram 14: 2039 P.M. Peak Hour - Reassigned Background Traffic with Link
Road;

- Diagram 15: 2039 AADT - Reassigned Background Traffic with Link Road.
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4 CHARACTERISTICS OF THE DEVELOPMENT

EXISTING SITE OVERVIEW

The development site is currently a green field site as set out below.

Forest Road

3 Party
Development
Site

Proposed
Development
Site

R132

Figure 3: Existing Site Layout & Access

PROPOSED DEVELOPMENT OVERVIEW

The proposed development comprises a Strategic Housing Development of 645
no. residential units (comprising 208 no. 1 bedroom units, 410 no. 2 bedroom
units, and 27 no. 3 bedroom units), in 10 no. apartment buildings, with heights
ranging from 4 no. storeys to 10 no. storeys, including undercroft / basement
levels (for 6 no. of the buildings). The proposals include 1 no. community facility
in Block 1, 1 no. childcare facility in Block 3, and 5 no. commercial units (for Class
1-Shop, or Class 2- Office / Professional Services or Class 11- Gym or Restaurant
/ Café use, including ancillary takeaway use) in Blocks 4 and 8. The proposal

includes all associated and ancillary development. Please refer to the public notices
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for a detailed description of the proposed development. The aspects of key

relevance to this report are as follows:

The development includes a total of 363 no. car parking spaces (63 at surface
level and 300 at undercroft / basement level). 1,519 no. bicycle parking spaces
are provided at surface level, undercroft / basement level, and at ground floor
level within the blocks. Bin stores and plant rooms are located at ground floor level
of the blocks and at undercroft / basement level. The proposal includes private
amenity space in the form of balconies / terraces for all apartments. The proposal
includes hard and soft landscaping, lighting, boundary treatments, the provision
of public and communal open space including 2 no. playing pitches, children’s play

areas, and an ancillary play area for the childcare facility.

The proposed development includes road upgrades, alterations and improvements
to the Dublin Road / R132, including construction of a new temporary vehicular
access, with provision of a new left in, left out junction to the Dublin Road / R132,
and construction of a new signalised pedestrian crossing point, and associated
works to facilitate same. The proposed temporary vehicular access will be closed
upon the provision of permanent vehicular access as part of development on the
lands to the north of the Gaybrook Stream. The proposal includes internal roads,
cycle paths, footpaths, vehicular access to the undercroft / basement car park,
with proposed infrastructure provided up to the application site boundary to

facilitate potential future connections to adjoining lands.

The proposed layout is shown in Figure 4 overleaf.
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R132

Proposed
Access to
Adjoining
Lands

Temporary Site
Entrance

Figure 4: Site Layout

As can be seen in the above figure, the proposed temporary site entrance is
proposed to be a left in / left out junction, connecting to the existing R132 on the
eastern boundary. The temporary entrance includes the provision of footpath and

cycle lane facilities, as shown in figure 5 following.
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Figure 5: Proposed Temporary Access Layout / Future Residential Cul De Sac

As can be seen Figure 5, the proposed temporary entrance will connect to Dublin
Road / R132 with the provision of dedicated pedestrian crossing facilities and will
be closed upon the provision of permanent vehicular access as part of

development on the lands to the north of the Gaybrook Stream.

COMMITTED DEVELOPMENT

In addition to allowing for natural background traffic growth, consideration has
also been given to the lands directly north of the proposed development site as
outlined following, which granted the permission under ABP Ref: 308366-20 .

14

ZREAT
PLACE
10

CSC

O’'CONNOR | SUTTON | CRONIN

E;TJ

N
o

WORE"

wd ()
m IJll'L'l

yyyyyyyyyyyyyyyyy



Fosterstown Link
Road

3 Party Lands
Allowed for in
Assessment

Proposed
Development
Site

Figure 6: 3™ Party Lands Allowed for in Assessment

As mentioned earlier, the permitted development is understood to consist of
approximately 278 no. apartment units and will include the Phase 1 of the
Fosterstown Link Road, as highlighted in the indicative layout overleaf. Please note
the Fosterstown Link Road will not be fully constructed under this committed

development.
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ey N EHLMYH

Phase 1
Proposed

/

» PROPOSED SIGNALBED
JUNCTION

Fosterstown Link
Road

0617.0C2C- XX XX-DR.C-0003
SHEET 20F 2

I Proposed Site
Entrance for

———
Phase 1
Development
°1 R132

I
&

M Forrest Road

+

Figure 7: Committed Development Site Layout

Under the third party development application, the Fosterstown Link Road will
connect the existing R132/R125/R836 junction to the east and Forest

Road/Hawthorn Park junction to the west. Both existing junctions are expected to

be upgraded to signalised junctions to cater for the addition of the Fosterstown

Link Road. The upgrading of two junctions mentioned previously will also improve

cycle and pedestrian facilities at the junction.
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The expected revised configuration for the Pinnockhill Junction is expected to be

as shown in Figure 8 below.

Figure 8: Proposed Pinnockhill Signalised Junction Layout

As can be seen, the revised configuration on the R132 will see the provision of a
4 arm signalised junction with dedicated pedestrian crossing facilities on all arms.
The existing R132, R836 and R125 arms to this junction are to be maintained with
multi-lane approaches for each while the western arm will be formed by the
proposed Link Road. Dedicated bus priority lanes are to be provided on the R132

and R836. Dedicated cycle lanes will be provided on all arms of this junction.

Fingal County Council in conjunction with the National Transport Authority are
bringing forward plans to upgrade the Pinnock Hill Roundabout on the R132 to a
signalised junction as part of the future Bus Connects and Metro Link projects. As
part of R132 Connectivity project, FCC/NTA propose to carry out improvement
works between the north of Pinnockhill Roundabout and north of Estuary
Roundabout, to facilitate the new protected cycle and pedestrian facilities and
reduction of the traffic speed limit. However, it is considered that the improvement

works on the R132 immediately North of the Pinnockhill Roundabout will have a
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minor or negligible impact to the local traffic network once it is in operation based

on the improvement works proposals on the geometry of R132 junction.

It is currently proposed as part of the FCC/NTA proposal that the future phases of
the Fosterstown Link Road will tie into the R836 just north of the new Pinnock Hill
signalised junction. This new connection will be signalised and provide for

additional pedestrian crossing facilities.

The Forest Road/Hawthorn Park junction is expected to be upgraded to a
signalised crossroads with single lane approaches on each arm but only when the

Fosterstown Link road is introduced.
The extent of any potential impact of the third party development lands and the

Fosterstown Link Road on the local road network are assessed in the Do-Maximum

Scenario, described later in this report.
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TRIP GENERATION

The apartments at the proposed development are expected to be the primary trip
generator and form the basis of the development trip generation estimates. The
ancillary créche and commercial elements are not expected to generate a
significant amount of trips for the local traffic network as these ancillary elements
are expected to serve the residents at the proposed development. As a result,

they have not been included in this assessment from a trip generation perspective.

The traffic generation potential of the proposed development has been estimated
using the Trics software modelling database which is an industry standard tool.
When developing traffic generation estimates for any development, a number of
surveys are selected from the database based on a range of factors including
development type, size, location, public transport etc. The results are then used
to establish trip rates for the development in question which are ultimately used
to derive estimates for traffic generation. The Trics output files relative to this

assessment can be found in Appendix C of this report.

The trip generation estimates have been produced for both the proposed
development as part of this application and the third party lands to the north site

as shown in Table 4, 5 and 6 respectively.

19
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Time Range Apartments
Arrivals Departures
00:00-01:00 0 0
01:00-02:00 0 0
02:00-03:00 0 0
03:00-04:00 0 0
04:00-05:00 0 0
05:00-06:00 0 0
06:00-07:00 0 0
07:00-08:00 28 115
08:00-09:00 25 114
09:00-10:00 45 63
10:00-11:00 35 38
11:00-12:00 32 28
12:00-13:00 38 42
13:00-14:00 41 36
14:00-15:00 28 37
15:00-16:00 61 35
16:00-17:00 81 39
17:00-18:00 114 41
18:00-19:00 88 39
19:00-20:00 0 0
20:00-21:00 0 0
21:00-22:00 0 0
22:00-23:00 0 0
23:00-24:00 0 0
Daily Trips: 615 626

Table 4: Proposed Development Estimated Trip Generation

Based on the above, the proposed development is expected to generate
approximately 1,241 additional trips per day. Of these, approximately 25 arrivals
and 114 departures are expected during the A.M. peak hour (08:00-09:00) while
approximately 107 arrivals and 40 departures are expected in the P.M. peak hour
(17:15-18:15).
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Time Range Arrivals Departures
00:00-01:00 0 0
01:00-02:00 0 0
02:00-03:00 0 0
03:00-04:00 0 0
04:00-05:00 0 0
05:00-06:00 0 0
06:00-07:00 0 0
07:00-08:00 13 54
08:00-09:00 12 53
09:00-10:00 21 29
10:00-11:00 17 18
11:00-12:00 15 13
12:00-13:00 18 20
13:00-14:00 19 17
14:00-15:00 13 17
15:00-16:00 28 17
16:00-17:00 38 18
17:00-18:00 53 19
18:00-19:00 41 18
19:00-20:00 0 0
20:00-21:00 0 0
21:00-22:00 0 0
22:00-23:00 0 0
23:00-24:00 0 0
Daily Trips: 286 291

Table 5: Third Party Phase 1 Development Estimated Trip Generation

Based on the above, the third party phase 1 development is expected to generate
approximately 578 additional trips per day. Of these, approximately 12 arrivals
and 53 departures are expected during the A.M. peak hour (08:00-09:00) while
approximately 50 arrivals and 19 departures are expected in the P.M. peak hour
(17:15-18:15).
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Time Range Arrivals Departures
00:00-01:00 0 0
01:00-02:00 0 0
02:00-03:00 0 0
03:00-04:00 0 0
04:00-05:00 0 0
05:00-06:00 0 0
06:00-07:00 0 0
07:00-08:00 44 179
08:00-09:00 39 177
09:00-10:00 70 97
10:00-11:00 55 59
11:00-12:00 49 43
12:00-13:00 59 65
13:00-14:00 63 56
14:00-15:00 45 57
15:00-16:00 95 56
16:00-17:00 126 61
17:00-18:00 176 63
18:00-19:00 136 61
19:00-20:00 0 0
20:00-21:00 0 0
21:00-22:00 0 0
22:00-23:00 0 0
23:00-24:00 0 0
Daily Trips: 957 975

Table 6: Third Party Full Development Estimated Trip Generation

Based on the above, the full third party development is expected to generate
approximately 1,932 additional trips per day. Of these, approximately 39 arrivals
and 177 departures are expected during the A.M. peak hour (08:00-09:00) while
approximately 166 arrivals and 63 departures are expected in the P.M. peak hour
(17:15-18:15).
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The additional traffic outlined in Table 4, Table 5 and Table 6 was assigned to the
study area based on existing traffic flows in the area combined with an assessment
of the local network layout. In particular, this process gave due consideration to
the main commuting routes in the areas based on realistic travel routes to key
roads infrastructure and employment areas. Thus, traffic was assigned based on
the existing volumes travelling via the R132 (Dublin Road), Forest Road, L2300
and the R836 (Main Street) during the respective times periods assessed.

The assigned flows mentioned above are shown in the following diagrams:

- Diagram 16: A.M. Peak Hour Trip Generation & Assignment — Do Something;
- Diagram 17: P.M. Peak Hour Trip Generation & Assignment — Do Something;
- Diagram 18: AADT Trip Generation & Assignment — Do Something.

- Diagram 19: A.M. Peak Hour Trip Generation & Assignment Masterplan — Do
Maximum;

- Diagram 20: P.M. Peak Hour Trip Generation & Assignment Masterplan — Do
Maximum;

- Diagram 21: AADT Trip Generation & Assignment Masterplan — Do Maximum.
SITE ACCESSIBILITY

The site is located in close proximity to a number of public transport services

including both rail and bus as discussed following.
Bus

There are 7 no. Dublin Bus routes and 1 no. Go Ahead route serving stops on the
R132 and on Forest Road, directly adjacent the development site with the nearest
stops located an approximate 100m (1 minute) walking distance of the

development site.

There are also private operators that provide bus routes between Swords and

Dublin City Centre, specifically the Swords Express which offers a peak hour
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service with frequencies of 5-15 minutes. Routes 500, 501, 502, 503 & 505 all
serve stops on Airside Road, approximately 400m (5 minutes) walking distance

from the proposed development site.

The Swords QBC is routed along the R132, adjacent the development site.

Further improvements to the Dublin Bus network are proposed as part of Bus
Connects. Relative to the development site, the most relevant aspect of this is the
proposed A4 route that runs from Swords to Dundrum that will run adjacent to
the development site on the R132 and include stopes in Santry, Drumcondra, City
Centre, O’Connell Street, Georges Street, Rathmines, Rathgar and Terenure.
Additional routes that will be within walking distance of the development site are

set out following in Table 7.

Route From To Frequency

A4 Swords Dundrum 10-15 mins
""" 189 |  Airside  Fingas  60mins
""" 181 |  Sutton  Airport 20 mins
""" 183 |  Airport ~ Portrane = 30mins
""" L85 |  Airport  Balbriggan 30 mins
X79 | Glen Ellan Road uco Peak Only

Table 7: Future Bus Connects Routes within Walking Distance of the Proposed

Development

The additional trips proposed as part of the BusConnects plan can be seen in Figure

9 following, with the development site indicatively circled in red.
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Figure 9: Proposed BusConnects Services

The site is located approximately 5.2km drive (c. 9 minutes) from Malahide Rail

Station which includes both on-site

car parking (77 no. spaces) and cycle facilities

(70 no. sheltered spaces and 13 rentable bike lockers) making it a viable option

for commuters. This station provides access to the Dublin Connolly / Drogheda /

Dundalk services as well as the DART. This forms part of the wider rail network

throughout the Greater Dublin Area and links the site directly to Dublin City Centre

as set out following.
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Figure 10: Irish Rail Network Map

Future improvements to rail infrastructure locally include the introduction of the
MetroLink that currently proposes a station directly opposite the proposed

development site. The route of the MetroLink as it indicatively relates to the
proposed development site can be seen in the below Figure 11
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This new MetroLink station within a short walking distance of the proposed
development site will enable travel from Swords to the City Centre in less than 25
minutes. Key stops along the this line will include Dublin Airport, Ballymun, the
Mater Hospital, the Rotunda Hospital, Dublin City University and Trinity College
Dublin. As outlined earlier, a signalised pedestrian crossings will be included as

part of the development proposals. Hence, it is expected that the future residents
can utilise this crossing to the new Metrolink Station.

Cycle

The local cycle facilities are shown in Figure 12 following, with the development
site indicatively circled in red for context.
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As can be seen there are a number of existing cycle facilities available at present
in the local area that will result in a positive modal share for cycling from the

proposed development.

The proposed future network under this plan is shown following with the

development site indicatively circled in red.
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Figure 13: Proposed Future Cycle Infrastructure

As can be seen in the above image there are a number of primary and secondary

routes proposed in close proximity to the proposed development site.
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Taking the above into consideration, the site is accessible by a wide variety of
transportation options with significant improvements proposed in the near future
which will facilitate a modal shift away from private car travel.

OPERATIONAL IMPACT ON FUTURE PUBLIC INFRASTRUCTURE

Pedestrian Infrastructure

As can be seen in the figure below, there are no existing crossing facilities to

enable the existing pedestrian cross over the Dublin Road / R132. It may arise

pedestrian safety when crossing the road in future.

Figure 14: Dublin Road / R132 Without Crossing Facilities

As shown in Figure 5 earlier, a provision of signalised pedestrian crossing facilities
will be included as part of the development proposals. Due to the Fosterstown
Metro Station will be proposed on the opposite of the development site, it is
expected that it will significantly increase the level of local pedestrian activities
along the R132 in future. Hence, the proposed signalised crossing facilities on the
Dublin Road / R132 can facilitate the future additional pedestrian to cross the road
in a safe and convenience environment. In terms of pedestrian safety, it is
considered that these additional facilities will not have any negative impact on the

local traffic network.
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Cycle Infrastructure

According to Bus Connects Proposals, the dedicated cycle lane will be proposed to
provide on the each side of R132 as part of improvement works on R132, outlined

in the figure below.

INDICATIVE FOSTERSTOWN
METROLINK STATION

BUS LANE
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I(""H {POSSIBLE LAND ACOUISITION}

Figure 15: Extract From Bus Connects Proposals

As described in the introduction section previously, it is proposed to provide a
dedicated cycle lane in the development site, which will connect to the dedicated
cycle lane on the R132 as part of the new primary cycle Route 2A. It is noted that
the proposed cycle lane in the development site still connects with the new cycle
lane on R132 when the temporary is closed. Hence, it is expected that these
additional cycle facilities enable the future cyclists can travel safely further afield

and improve the local cycle network connectivity.

Vehicular Movement

In terms of vehicular movement in the vicinity of the R132, the proposed

temporary entrance has been assessed in order to understand the true impact of
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the entrance access on the local road network. The analysis results indicate the
temporary entrance is able to facilitate the additional traffic generated by the
proposed development with extremely low queue length on all arms during both
peak hour. In addition, the temporary entrance is proposed to operate as left in /
left out junction, which means the vehicular movement from the temporary site
access will not be allowed to do the right turning movement to R132. The safety
of vehicular movement from the R132 can be expected to be significantly

improved.

Hence, it is considered that the additional traffic movements generated by the
proposed development will have no major impact in the vicinity of the R132 once
the development site is in operation. The detailed analysis of the temporary

entrance are covered in later section of this report.

Bus Infrastructure

As outlined previously, the temporary entrance access is proposed to operate as
left in / left out junction on R132, shown in Figure 5. In order to facilitate the
proposed temporary entrance access, it requires a short break in the bus lane to
allow the vehicles to enter / exit the development. The detailed analysis results
indicate the proposed temporary entrance is able to operate with a low estimated
queue length on all arms during both peak hours, despite the traffic level is

increased.

As part of Bus Connects proposals, the proposed A4 route (high-frequency service
route) that runs from Swords to Dundrum that will run adjacent to the
development site on the R132 with every 5 minutes and include stopes in Santry,
Drumcondra, City Centre, O’Connell Street, Georges Street, Rathmines, Rathgar
and Terenure. These additional infrastructure facilities will promote sustainable
modes of transport over private vehicles, this will ultimately increase modal share
of public transport and potentially subsequently then help to remove private

vehicles from the network.
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It is therefore expected that the level of traffic volumes from the development site
will be reduced in future while the number of public transport users will be
increased. It is further demonstrated that the temporary entrance will have no

negative traffic impact to the future bus network.
Metro Link

In 2018 / 2019, the National Transport Authority and Transport Infrastructure
Ireland published the Emerging Preferred Route (EPR) for a north-south, high-
frequency metro line linking Swords, Dublin Airport, Irish Rail, DART, Dublin Bus
and Luas services, creating fully integrated public transport in the Greater Dublin
area. The Fosterstown Metro Station will be proposed on the opposite of the
development site and the level of local pedestrian movements is expected to be
significantly increased once it is operated. Hence, it is considered that the
provision of the signalised pedestrian crossing facilities (refer to Figure 5) on the
R132 will be beneficial to facilitate the potential additional pedestrian movements

to the Fosterstown Metro Station in a safe and convenience environment.

It is noted that the further analysis indicates the proposed temporary access is
able to operate below the normal capacity with a low queue length when the
development is completed, and the pedestrian phase is included in the analysis as

part of proposed signal phasing plan.

Based on the statement above, it is clearly demonstrated that the proposed
temporary site entrance is able to operate well on R132 and will have no negative
impact on the future public infrastructure in the short and long term. Also, the
temporary site entrance will be closed when vehicular access to the lands is made

available from the lands to the north.
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5 CAR PARKING STRATEGY

The proposed car parking strategy at the site has been developed taking into
consideration a variety of factors to ensure the appropriate number of spaces are
provided which is in line with current sustainable travel and development

objectives. These are set out following.
CAR PARKING STANDARDS

Chapter 12 of the Fingal Development Plan 2017 - 2023 sets out objectives and
requirements in relation to transportation. In particular, Table 12.8 sets out the
parking requirements for various types of developments with the relevant

standards recreated below.

e Apartment, townhouse 1 bedroom - 1 space
« Apartment, townhouse 2 bedroom - 1.5 space

e Apartment, townhouse 3+ bedroom - 2+ space

However, the car parking standards in the development plan are split into Zone
1, which allows fewer car parking spaces, and Zone 2 which allows a higher

number of car parking spaces. The definitions of car parking zones are as follows.
Zone 1 applies to areas which are:

¢ Within 1600m of DART, Metro, Luas or BRT, (existing or proposed);
e Within 800m of a Quality Bus Corridor;
e Zoned MC Major Town Centre;

e Subject to a Section 49 Scheme.
Zone 2 applies to all other areas.

As the proposed development is within 1600m of the proposed Metro station and
within 800m of the existing Swords QBC, it is therefore classed as Zone 1, allowing

for a reduction in the car parking spaces provided.
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Thus, taking the above into consideration, combined with the highly accessible
location of the development site as outlined in the previous section, there is scope

to reduce the quantum of car parking in line with the Development Plan standards.

It is also noted that the updated Sustainable Urban Housing, Design Standards for
New Apartments (December 2020) from the Department of Housing, Planning and
Local Government are also applicable in this instance with respect to the
residential car parking provision. Section 4 of these guidelines sets out guidance

and defines Central and/or Accessible Urban Locations, stating:

“In larger scale and higher density developments, comprising wholly of
apartments in more central locations that are well served by public transport, the
default policy is for car parking provision to be minimised, substantially reduced
or wholly eliminated in certain circumstances. The policies above would be
particularly applicable in highly accessible areas such as in or adjoining city cores
or at a confluence of public transport systems such rail and bus stations located

in close proximity.

These locations are most likely to be in cites, especially in or adjacent to (i.e.
within 15 minutes walking distance of) city centres or centrally located
employment locations. This includes 10 minutes walking distance of DART,
commuter rail or Luas stops or within 5 minutes walking distance of high frequency

(min 10 minute peak hour frequency) bus services”

Based on the above proximity of the development site to existing and proposed
public transport hubs along with the location of the proposed development within
walking distance of employment locations (Swords town centre and Airside Retail
Park), it is clear that the development falls into this category meaning it is wholly
appropriate to provide a reduced quantum of car parking at the proposed

development.
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PLANNING PRECEDENT

Precedent with respect to parking provision at SHD schemes has been set through

a number of approvals to date. These include the following:

No. of Units/ .
Car Parking
Reference Mo. Name of Scheme No. of Car Rati
io
Parking Spaces
Roselawn, Stillorgan Road, Foxrock,
ABP-304068-19 i 142/91 0.64
Dublin 18
ABP-303306-18 Belgard Gardens, Tallaght, Dublin 24 438/129 0.25
ABP-303358-18 Swiss Cottage, Santry, Dublin 9 112/34 0.3
Dullux Facotry Site, Davitt Road,
ABP-303435-19 265,109 0.4

Dublin 12

Cookstown Second Avenue,
ABP-303803-19 Cookstown Industrial Estate, 196,67 0.3
Tallaght, Dublin 24

Phase 1 lands, Townlands of
ABP-308366-20 Fosterstown MNorth and Cremona, 278/206 0.74
Swords, Co. Dublin.

As can be seen from the above, there are a number of schemes in similarly
accessible locations with similar access to local amenities which have been granted
permission by ABP for a rate of car parking in line with or below what is now

proposed.
RESIDENTIAL CAR OWNERSHIP & USAGE

The provision of residential car parking is considered to be a balance between
meeting an appropriate level of demand while also encouraging travel by more
sustainable means and preventing overspill parking. While it is acknowledged that
parking provision at destination, e.g. at work, is a critical factor, it cannot be
denied that easier access to a private vehicle will make driving on a regular basis

a more attractive option and must play a role in private car usage.
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As a result, the parking provision at residential developments must also be given
due consideration as per current national guidance. This is a critical consideration
as part of the overall strategy proposed for this development which seeks to

facilitate a cultural shift to more sustainable modes of travel.

As a starting point, and in order to establish the actual demand for residential car
parking likely to be experienced by residents at the development, data from the
2016 Census has been interrogated. In this instance, the car ownership statistics
have been obtained for the people currently living in areas highlighted in Figure
14 following. These areas have been selected primarily for their proximity to the
development site which would give the most accurate representation of local travel
patterns which are likely to be experienced at the development site. Due to the
nature of the Census data and how it is made publicly available, it is not possible
to isolate specific developments and obtain the associated data meaning an
apartment only development in this or a similar location cannot be selected. As a
result, the smallest geographical areas available, known as “small areas” have

been used.
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Figure 16: CSO Census 2016 Electoral Division Map (www.census.cso.ie)

The areas considered are defined as follows:

Small Area Sa2017_267132037;
Small Area Sa2017_267099015;
Small Area Sa2017_267132035;
Small Area Sa2017_267132031;
Small Area Sa2017_267132032;
Small Area Sa2017_267132033;
Small Area Sa2017_267132034.

N o v s W=

The data for households who do not own a car in each of these areas is presented
in Table 7 below.
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No. : : No- v
Area Apartments No. Houses Households Households
| i with No Car | with No Car
1 61 | 63 | 22 | 17.7%
2 74 41 11 9.6%
3 1 82 | 7 . 8.4%
4 30 ¢ 61 7 7.7%
5 19 113 i 17 i 12.9%
6 1 120 | 7 . 5.8%
7 12 75 7 8.1%

Table 7: CSO Census 2016 Car Ownership Data

As can be seen, the data shows that range of 6% - 18% of the local area do not
require a car parking space, the above show that the majority of the existing local
area is mainly houses and generally as the TRICS database shows houses have a
greater trip generation potential than apartments. However, it is also worth
considering that, while many residents own a car or multiple cars, there is still a
question as to how necessary that is. In other words, how many residents own a
car that is used relatively infrequently. To gauge this, the Census data has again
been interrogated, this time from a car usage point of view, specifically to identify
the number of residents who drive for their daily commute, which is considered to
represent the majority of people’s day to day travel. The results are presented in

Table 8 following for workers.

Area | No. Workers % Households No. Workers that % Workers
i with No Car | Drive i that Drive
1 209 17.7% 110 T 52.6%
2 319 9.6% 102  32.0%
3 147 8.4% 76 . 51.7%
4 172 | 7.7% 86 . 50.0%
5 187 12.9% 115 . 61.5%
6 179 | 5.8% 96 . 53.6%
7 135 8.1% 75 . 55.6%

Table 8: CSO Census 2016 Car Usage Data — Workers
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The data shows that despite the higher levels of car ownership, only between 32
- 62% of workers at the site use their car for their daily commute. On that basis,
a significant portion of car parking is used for car storage. In other words, many
residents commuting in the local area do so by more sustainable means other than
private car travel and, for the majority of the time, their vehicles remain at home,
unused but are still available for more infrequent, one off trips, such as bulky
shopping trips which could not be facilitated through public transport or weekend,

off peak recreational trips.

Overall, the data implies that there is not a direct impact on traffic generation as
a result of parking provision in this location but there is scope for reduced car
ownership at the development site relative to the existing levels locally.
Particularly the surrounding area comprises almost exclusively housing
development while the proposed development consists solely of apartments,

which traditionally have a lower associated demand for car parking.
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PARKING MANAGEMENT

A key aspect of the strategy will be the ongoing management of parking at the
site. The parking strategy will come into effect from initial contact with prospective
residents. It will be made very clear at the initial stage of communication as to
what the parking availability is at the site and the lack of long term alternatives in
the surrounding area. This is in line with Section 4.24 of the Design Standards for

New Apartments.

Measures to prevent unauthorised car parking will be investigated should the need

arise and may include:

« A clamping system whereby any cars parked in an unapproved location will be
clamped and the owner required to pay a fine for release;

« Ongoing monitoring of visitor and creche parking to ensure appropriate use.

All residents will be advised of any such measures as part of the initial/ongoing

consultation with appropriate signage also provided.
CAR & CYCLE PARKING PROVISION

Taking the above into consideration, car parking provision at the site needs to

strike a considerate balance between a number of factors including:

« The promotion of sustainable modes of travel, which are within a reasonable
walking distance of the development site;

« Facilitating an appropriate level of car storage in line with expected car
ownership at the development;

« Giving due consideration to the prevention of potential overspill parking into
the local area;

e Giving due consideration to the cost implications with respect to the provision
of car parking, particularly at basement level;

e The topography of the site and the desire to integrate the proposed
development into the existing landscape, particularly with respect to the
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retention of the existing trees which limits the potential for both underground

and surface car parking provision.

As a result, provision in line with Section 4.22 of the Sustainable Urban Housing,
Design Standards for New Apartments is considered appropriate. As a result it is
proposed to provide 300 no. car parking spaces in basement level and 30 no. car
parking spaces on ground level. There are 330 no. car parking spaces in total to

serve the proposed apartment units.

1519 no. bicycle parking spaces in total will be provided to serve the proposed
development. 828 no. cycle spaces are proposed to locate in the basement, an
additional 691 no. cycle spaces will be located in designated storage at ground
level.
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6 POTENTIAL IMPACT OF DEVELOPMENT CONSTRUCTION

Construction vehicles will fall into 2 categories, heavy and light vehicles. Heavy
vehicles will include vehicles for removing excavated material from the site as well
as deliveries of concrete and other larger construction elements such as
prefabricated structure. Light vehicles will include cars and small delivery vehicles

such as vans.

Based on discussions with a tier 1 contractor, the following estimates for weekday
traffic have been made with respect to construction traffic based on experience at

similar projects in similar locations.

« 60 no. private vehicles per day from staff and site visitors i.e. 120 no. vehicle
movements;

« 40 no. light goods vehicles per day from subcontractor staff i.e. 80 no. vehicle
movements;

« 100 no. heavy goods vehicles per day during peak excavation process i.e. 200
no. vehicle movements;

« 40 no. heavy goods vehicles per day outside of the peak excavation periods

i.e. 80 no. vehicle movements.

To estimate the peak hour input as result of construction activity, a number of

factors have been considered as follows:

« Based on the traffic surveys carried out as part of the Traffic Impact
Assessment for this project, the peak traffic hours are defined as 08:15 - 09:15
and 16:45 - 17:45;

« The peak excavation period is assumed to be during the basement excavation;

« Site workers travelling by private vehicle will access the site just before the
permitted working hours start and leave just after they end i.e. before 08:00
and after 19:00. This means they will be entering and leaving the site outside
of peak traffic hours;

« Heavy goods vehicles will be spread across the course of the day and, where

possible, scheduled to avoid concurrence with the peak traffic hours, however
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for the purposes of this assessment this element of construction has been
spread evenly across the course of the day including the peak hours;

« The number of excavation heavy goods vehicles is based on a predicted
maximum 10 vehicles per hour based on a realistic availability and assignment
of resources. This equates to an average of just 1 additional vehicle every 6
minutes;

» Sub-contractor vehicles will be spread throughout the course of the da but for

the purposes of this assessment will arrive within the peak hours.

Taking the above in consideration and assuming a worst case scenario of sub
contract staff all arriving during the peak hours (noting that this is unlikely as the
site will already be open) and as deliveries are expected to arrive to the site
throughout the day assuming 10% arrive during the peak hour (again unlikely
given that deliveries will be scheduled outside of the peak hours) the below worst

case scenario is assumed for the construction stage.

Vehicle Type AM Peak PM Peak Daily Trips
Private
0 0 60 120
Vehicles
Subcontract
40 40 40 80
Staff
Excavation
10 10 100 200
Vehicles
Delivery 4 4 40 80
Total 54 54 240 480

Table 9: Construction Stage Traffic Estimates

Given the above, the construction period traffic is estimated as 54 arrivals and 14
departures during the AM Peak and 14 arrivals and 54 departures during the PM

Peak. On a daily basis the construction traffic is estimated at 480 vehicle trips.
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This compares with 25 arrivals and 114 departures during the AM Peak and 107
arrivals and 40 departures during the PM Peak of the operational phase of the
proposed development. The daily trip generation estimates for the development

operation phase is estimated as 1242 trips.

As can be seen from the above the construction period traffic volumes are
considerably lower than the operational phase traffic volumes. This is particularly
evident in the daily traffic volumes that shows the construction traffic volumes at

only 29% of the operational phase of the development.

It is therefore considered, given the above, that the construction stage traffic does
not require further analysis as it has considerably less impact on the local road

network then the operational stage traffic volumes.

It should be noted that the above estimates for construction volumes are an
absolute worst case scenario for AM and PM Peaks, it is more likely that measures
will be used to ensure construction traffic does not significantly negatively impact

on these peaks such as scheduling deliveries outside of the peak hours.
The following points are also noted with regard to construction traffic:

« Taking into consideration the need to balance the promotion of sustainable
travel against the risk of over spill parking, appropriate and limited on-site
provision will be made for car parking by site construction personnel;

 Adequate on-site compounding will be provided to prevent any potential
overflow onto the local transport network;

« The potential for construction staff to be brought to the site in vans/minibuses
will be investigated. This would serve to reduce the overall trip generation
potential of the construction period;

» Delivery vehicles travelling to and from the site will be spread across the course
of the working day meaning the number of HGV’s travelling during the peak

hours will be relatively low.
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7 POTENTIAL IMPACT OF DEVELOPMENT OPERATION

In order to assess the actual impact of the operational development on the local

road network, a number of different scenarios have been analysed as follows:

» Base Year (2020) - The current performance of the local road network was

initially assessed along with the impact of the proposed development to
establish which junctions require more detailed analysis;

* Year of Opening (2024) - The performance of the local road network was then

assessed for Year of Opening. In order to show the true impact of the proposed
development, both the Do Nothing, Do Something and Do Maximum scenarios
were analysed;

« Design Year (2039) - The local road network was analysed for Design Year

considering the Do Nothing, Do Something and the Do Maximum scenario.
As outlined previously, the assessment considered the following scenarios.

« Do Nothing - no development taking place in the local area and only allowance
for natural background traffic growth;

« Do Something - natural background traffic growth and the additional traffic
estimated to be generated by the proposed development and phase 1
development of zoned lands to the north ;

« Do Maximum - natural background traffic growth, the additional traffic
estimated to be generated by the proposed development and the zoned lands
to the north as well as the changes to travel patterns and infrastructure as a

result of the Fosterstown Link Road.

The junction analysis was carried out using TRANSYT 15, Junctions 9 while the
link capacities for the year of opening and the design year were assessed based

on the same methodology outlined earlier in the report.
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BASE YEAR

In order to establish which junctions require more detailed analysis, the impact of
the proposed development relative to the existing traffic flows has been assessed.
The criteria used for this scoping exercise is based on the guidance set out in the
TII Traffic & Transport Assessment Guidelines (2014) which states that an

assessment is required when:

“Traffic to and from the development exceeds 10% of the traffic flow on the

adjoining road”
or

“Traffic to and from the Development exceeds 5% of the traffic flow on the

adjoining road where congestion exists or the location is sensitive”
With regard to the scope of the assessment, the guidelines state:

“In general, the study area should include all road links and associated junctions
where traffic to and from the development may be expected to exceed 10% of the
existing traffic movements, or 5 % in congested or other sensitive locations,
including junctions with national roads. Where two or more of the supplementary
criteria as indicated in Table 2.3 apply in relation to any of the adjoining links or
junctions, then those links and junctions should also be considered for inclusion in

the study area”

It is noted that Fingal County Council apply a reduced standard of 5% of existing

movements, or 2.5 % in congested or other sensitive locations.

The referenced Table 2.3 contains a series of sub-thresholds for when a Traffic &
Transport Assessment should take place. These are summarised as follows:
« The character and total number of trips in / out combined per day are such

that as to cause concern;
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« The site is not consistent with national guidance or local plan policy or
accessibility criteria contained in the Development Plan;

« The development is part of incremental development that will have
significant transport implications;

+ The development may generate traffic at peak times in a heavily trafficked/
congested area or near a junction with a main traffic route;

« The development may generate traffic, particularly heavy vehicles in a
residential area;

« There are concerns over the development’s potential effects on road safety;

« The development is in a tourist area with potential to cause congestion;

« The planning authority considers that the proposal will result in a material

change in trips patterns or raises other significant transport implications.

Given the nature and estimated traffic generation potential of the proposed

development, it is felt that it does not meet any of the above thresholds.

As a result, the percentage increase in traffic has been used as the scoping basis

for this assessment, as shown in the following:

- Diagram 22: % Impact of Development on A.M. Peak Traffic;
- Diagram 23: % Impact of Development on P.M. Peak Traffic;

The above figures show that the increase in traffic as a result of the proposed
development is above 2.5% at the majority of junctions within the study area, it

was considered that all junctions required further consideration.

In order to ensure an accurate assessment, the models for each junction has first
been calibrated by comparing its output results for queues against those recorded
on-site during the traffic surveys. This allows the model to be adjusted accordingly
as part of an iterative process until an acceptable level of correlation is achieved.
A summary of this process can be found in Appendix D of this report which shows
the modelled queues are a good match for the on-site survey results meaning they

are considered a good representation of the junctions and are fit for purpose.
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YEAR OF OPENING

As noted previously, the assessment considers the Do Nothing, Do Something and
Do Maximum scenarios. The Do Something scenarios are established by adding
the traffic estimated to be generated by the proposed development to the local
network. The Do Maximum Scenarios are established by additional lands to the

North and Fosterstown Link Road, as shown in the following:

- Diagram 24: 2024 A.M. Peak Hour Flows Do Something;
- Diagram 25: 2024 P.M. Peak Hour Flows Do Something;
- Diagram 26: 2024 AADT Do Something;

- Diagram 27: 2024 A.M. Peak Hour Flows Do Maximum;
- Diagram 28: 2024 P.M. Peak Hour Flows Do Maximum;
- Diagram 29: 2024 AADT Do Maximum.

Prior to the analysis of the individual junctions, the main routes have been

assessed for the year of opening Do-Something scenario, with the results shown

in Table 10.
L | width  copmeity  Pesk  RFC pemk  RFC
(m) (veh/hr) (veh/hr) (%) (veh/hr) (%)
R132 12.3 1900 1215 64 1216 64
L2300 7.5 1,300 954 73 738 57
Forest Road 6.75 900 486 54 394 44

Table 10: 2024 Do Something Link RFC Values

As can be seen, the local links continue to operate with reserve capacity with RFC

values remaining below 73% in each instance despite the increased traffic levels.
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. Link A.M.

. Width . RFC P.M.Peak RFC

Link Capacity Peak

(m) (%) (veh/hr) (%)
(veh/hr) (veh/hr)

R132 12.3 1,900 1241 65.3 1221 64.3
Fosterstown Link Road 6.5 1,260 924 73.4 1087 86.3
L2300 7.5 1,300 789 60.7 455 35.0

Forest Road 6.75 900 391 43.5 335 37.3

Table 11: 2024 Do Maximum Link RFC Values

As can be seen, the local links continue to operate with reserve capacity with RFC

values remaining below 87% in each instance despite the increased traffic levels.

In regards to RFC values of the local links are varying from Do-Something Scenario
to the Do-Maximum Scenario, it is considered as having potential additional trips
generate from 3™ party development and local area to the proposed site entrance
on the R132.

Tables 12 - 31 following show the results of the Do Nothing, Do Something and
Do Maximum analysis for the Year of Opening, thereby allowing for a direct
comparison of both scenarios to highlight the true impact of the proposed

development.
When considering the below results, the following should be taken into account:

« The models for existing signalised junctions have used the signal plan currently
in place;

e For Junction 2 in Do Maximum scenario, an all red pedestrian phase has not
been included given the scale of the junction and associated crossings
distances. Instead pedestrian links will run with alternate traffic arms.

e Junction 5 for the Do Maximum scenario considers a simple three stage signal

plan, one of which is a dedicated pedestrian all red stage as part of each cycle;
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« Do Maximum Scenario do not include the assessment of proposed temporary
entrance access as it will be closed when vehicular access to the lands is made
available from the lands to the north as outlined previously;

« Degree of Saturation (DOS) and RFC are interchangeable and values are shown
as a percentage. The difference in terminology is due to the different output of
the Junctions 9 and Transyt Models.

¢ Queue lengths are shown in PCUs;

« All values shown represent the maximum experienced by the respective arm;

« All modelling output files can be found in Appendix E of this report.

Junction 1

A.M. Peak Hour | P.M. Peak Hour

Approach |
DOS Queue ! DOS Queue
Main Street (N) 76 1145 .+ 71 10.24
Forest Road 85 19.15 | 74 12.26
Main Street (S) 84 18.62 1 72 18.01

Table 12: Junction 1 — 2024 Peak Hour Do Nothing Analysis Results

A.M. Peak Hour | P.M. Peak Hour

Approach |
DOS Queue ! DOS Queue
Main Street (N) 77 11.71 « 74 10.65
Forest Road 88 20.35 76 12.85
Main Street (S) 86 19.68 E 73 18.59

Table 13: Junction 1 — 2024 Peak Hour Do Something Analysis Results

A.M. Peak Hour | P.M. Peak Hour

Approach |
DOS Queue ! DOS Queue
Main Street (N) 64 10.46 64 10.02
Forest Road 69 13.07 | 65 10.08
Main Street (S) 69 1426 1 60 14.25

Table 14: Junction 1 — 2024 Peak Hour Do Maximum Analysis Results
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The results clearly show that the impact of the Fosterstown Link Road will result
in a significant reduction in DOS and Queue length on Forest Road and Main Street
(S). Vehicles who were in the Do Nothing Scenario and Do Something Scenario
travelling through Main Street to get to and from Forest Road and the R132 can
in the Do Maximum Scenarios take the Fosterstown Link Road.

Junction 2
A.M. Peak Hour ' P.M. Peak Hour
Approach :
RFC Queue ! RFC Queue
R125 67 2.2 79 4.0
R132 - (S) 40 0.7 | 43 0.8
R836 50 1.1 42 0.8
R132 - (N) 76 3.5 | 75 3.3

Table 15: Junction 2 — 2024 Peak Hour Do Nothing Analysis Results

A.M. Peak Hour : P.M. Peak Hour
Approach !
DOS Queue |, DOS Queue
R125 68 2.3 ! 79 4.2
R132 - (S) 45 0.9 1 44 0.9
R836 53 1.2 : 44 0.9
R132 - (N) 79 4.1 ! 75 3.3

Table 16: Junction 2 — 2024 Peak Hour Do Something Analysis Results

A.M. Peak Hour | P.M. Peak Hour
Approach |

DOS Queue | DOS Queue
R132 Dublin Road (N) 112 3.79 : 127 172.62
R125 111 0 . 119 81.12
R132 Dublin Road (S) 86 8.33 ! 132 142.73
Fosterstown Link Road 75 7.15 61 3.56
Main Street 92 3 : 87 6.19

Table 17: Junction 2 — 2024 Peak Hour Do Maximum Analysis Results
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The results show that the junction continues operates within normal capacity limits
during both peak hours even within the Do Something scenario. The Do Nothing
scenario and Do Something scenario show the roundabout is approaching capacity
(85% generally accepted as maximum capacity for uncontrolled junction). The
redistribution of the priority because of the introduction of the signalised junction
in the Do Maximum will result in the minor arm receiving more priority so the

change in DOS is as expected in the Do Maximum Scenarios.

Junction 3
A.M. Peak Hour ' P.M. Peak Hour
Approach |
DOS Queue ! DOS Queue
R132 (N) 109 106.7 . 91 20.08
Nevinstown Lane 98 22.96 | 59 9.46
R132 (S) 68 12.46 1 119 111.95
L2300 83 21.74 | 84 12.77
Table 18: Junction 3 — 2024 Peak Hour Do Nothing Analysis Results
A.M. Peak Hour | P.M. Peak Hour
Approach !
DOS Queue |, DOS Queue
R132 (N) 111 110.38 | 93 20.47
Nevinstown Lane 98 27.16 59 9.6
R132 (S) 69 13.63 121 119.7
L2300 85 22.49 86 13.46

Table 19: Junction 3 — 2024 Peak Hour Do Something Analysis Results

A.M. Peak Hour | P.M. Peak Hour
Approach |
DOS Queue | DOS Queue
R132 (N) 114 61.23 ! 83 16.78
Nevinstown Lane 87 11.34 68 9.48
R132 (S) 63 11.05 ! 109 84.09
L2300 85 21.58 . 86 12.56

Table 20: Junction 3 — 2024 Peak Hour Do Maximum Analysis Results
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During both peak hours, the junction is shown to operate above the normal
capacity limit of 90% for the Do Nothing scenario, with a maximum RFC value of
119% in the PM Peak. The proposed development has a relatively minor impact in

this regard, the maximum of RFC value still remains at 121%.

Junction 4
A.M. Peak Hour 1 P.M. Peak Hour
Approach |
DOS Queue ! DOS Queue
Forest Road (N) 78 10.54 . 73 6.78
L2300 69 13.03 ! 71 14.5
Forest Road (S) 72 1023 1 81 14.54
Rathingle Road 79 13.78 |, 48 5.34
Table 21: Junction 4 — 2024 Peak Hour Do Nothing Analysis Results
A.M. Peak Hour . P.M. Peak Hour
Approach :
DOS Queue |, DOS Queue
Forest Road (N) 78 10.6 | 74 6.95
L2300 72 13.97 1 72 14.72
Forest Road (S) 72 10.27 82 15
Rathingle Road 79 13.85 ! 48 5.73

Table 22: Junction 4 — 2024 Peak Hour Do Something Analysis Results

A.M. Peak Hour | P.M. Peak Hour
Approach |
DOS Queue | DOS Queue
Forest Road (N) 86 15.85 : 71 9.93
L2300 55 8.64 | 67 10.77
Forest Road (S) 88 13.8 | 80 15.96
Rathingle Road 81 1498 . 78 6.47

Table 23: Junction 4 — 2024 Peak Hour Do Maximum Analysis Results

S BEST 53
1 2018 OCSC

yyyyyyyyyyyyyyyyy




The results show that the impact of the proposed development is low in both peak
hours, with low impacts to DOS values and queue lengths, and in some arms the

DOS and queue length reduces due to the introduction of the Fosterstown Link

Road.
Junction 5
A.M. Peak Hour ! P.M. Peak Hour
Approach |
RFC Queue ! RFC Queue
Forest Road (N) 3 0.0 | 3 0.1
Forest Road (S) - - | - -
Hawthorn Park 4 0.1 E 2 0.0
Table 24: Junction 5 — 2024 Peak Hour Do Nothing Analysis Results
A.M. Peak Hour ' P.M. Peak Hour
Approach |
DOS Queue ! DOS Queue
Forest Road (N) 31 496 35 5.02
Fosterstown Link Road 11 1.06 | 3 0.29
Forest Road (S) 23 3.59 1 46 6.81
Hawthorn Park 7 0.82 2 0.24
Table 25: Junction 5- 2024 Peak Hour Do Something Analysis Results
A.M. Peak Hour . P.M. Peak Hour
Approach !
DOS Queue |, DOS Queue
Forest Road (N) 40 6.35 | 41 5.61
Fosterstown Link Road 62 7.57 E 55 8.25
Forest Road (S) 38 5.63 52 8.92
Hawthorn Park 7 1.04 : 2 0.32

Table 26: Junction 5 Signalised Junction — 2024 Peak Hour Do Maximum

Analysis Results

The results show increases in DOS and queue lengths on all arms in Do Something
and Do-maximum Scenario, this is due to the introduction of an additional arm on

the junction, the Fosterstown Link Road and the change from a priority 3 arm
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junction to a signalised 4 arm junction. The junction is however shown to continue

to operate well within capacity with relatively minor queue lengths on all arms.

Junction 6
A.M. Peak Hour | P.M. Peak Hour
Approach |
DOS Queue ! DOS Queue
Forest Road (N) 67 9.33 | 50 7.43
River Valley Road 75 12.18 | 47 5.03
Forest Road (S) 47 477 1+ 42 5.43
Table 27: Junction 6 — 2024 Peak Hour Do Nothing Analysis Results
A.M. Peak Hour | P.M. Peak Hour
Approach |
DOS Queue ! DOS Queue
Forest Road (N) 64 9.09 . 51 7.63
River Valley Road 79 12.99 | 48 5.19
Forest Road (S) 50 5 143 5.52

Table 28: Junction 6 — 2024 Peak Hour Do Something Analysis Results

A.M. Peak Hour | P.M. Peak Hour
Approach |
DOS Queue ! DOS Queue
Forest Road (N) 61 8.43 | 43 6.11
River Valley Road 86 15.72 | 46 4.99
Forest Road (S) 63 7.15 E 53 6.97

Table 29: Junction 6 — 2024 Peak Hour Do Maximum Analysis Results

The results show that the impact of the proposed development is low in both peak
hours, with the junction continuing to operate within capacity in the Do Something
Scenario. The variation from the Do Something to the Do Maximum here are
attributed to the introduction of the Fosterstown Link Road and the subsequent

redistribution of flows.
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Temporary Site Entrance — Left in / Left Out Junction

A.M. Peak Hour ! P.M. Peak Hour
Approach !
DOS Queue ! DOS Queue
R132 (N) 32 8.53 ! 35 9.67
R132 (S) 68 1461 1 69 15.39
Entrance Access 38 0.12 E 16 0.01

Table 30: Development Site Entrance — 2024 Peak Hour Do Something Analysis

Results
The results show that the junction operates well within normal capacity limits with

extremely low DOS values and queue lengths on all arms during both peak hours

in Do-Something scenario.
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DESIGN YEAR

As before, the Do Something and Do Maximum traffic flows are established by

adding the traffic estimated to be generated by the proposed developments to the

local network at the design year, as shown in the following,:

- Diagram 30:
- Diagram 31:
- Diagram 32:

- Diagram 33:
- Diagram 34:
- Diagram 35:

2039 A.M. Peak Hour Flows Do Something;
2039 P.M. Peak Hour Flows Do Something;
2039 AADT Do Something;

2039 A.M. Peak Hour Flows Do Maximum;
2039 P.M. Peak Hour Flows Do Maximum;
2039 AADT Do Maximum.

Prior to the analysis of the individual junctions, the main links in the network have

been assessed for the year of opening Do Something and Do Maximum scenarios,

with the results shown following.

ink | With  capacity  peak  RFC  pemk  RFC
(m) (veh/hr) (veh/hr) (%) (veh/hr) (%)
R132 12.3 1900 1404 74 1408 74
L2300 7.5 1,300 1099 85 848 65
Forest Road 6.75 900 562 62 455 51

Table 31: 2039 Do Something Scenario Link RFC Values
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Link A.M.

Width RFC P.M. Peak RFC

Link Capacity Peak
(m) (%) (veh/hr) (%)

(veh/hr) (veh/hr)
R132 12.3 1,900 1392 73.3 1374 72.3
Fosterstown Link
6.5 1,260 1020 80.9 1197 95.0
Road

L2300 7.5 1,300 888 68.3 510 39.2
Forest Road 6.75 900 494 54.9 375 41.6

Table 32: 2039 Do Maximum Scenario Link RFC Values

As can be seen, the local links continue to operate capacity limits for the Do
Something Scenario. The capacity limit of relative links to the both developments
are taken into account in the Do-Maximum Scenario, due to additional Fosterstown

Link Road will have highly potential to affect the traffic patterns in the local areas.

Tables 33 - 51 following show the results of the Do Nothing, Do Something and
Do Maximum analysis for the Design Year, thereby allowing for a direct
comparison of all scenarios to highlight the true impact of the proposed