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1. | NTRODUCTI ON
1.1 Overview

This report describes the Traffic Impact Assessment (TIA) of DART+ West project. The TIA was developed
based on East Regional Model (ERM) and two Local Area Models for Ashtown (A-LAM i Ashtown Local Area
Model) and Blanchardstown (B-LAM i Blanchardstown Local Area Model) for the DART+ West project. Details

of the Ashtown model devel opment is described in 6Asht
Bl anchardst own model devel opment is descri beldpmenn t he
Reportd.

1.2 DART+ West Project

DART+ West will introduce electrified, high-capacity trains at increased frequency for all stations between
Maynooth / M3 Parkway and Connolly / Spencer Dock stations on the Maynooth and M3 Parkway commuter
rail lines in Dublin. The length of this project is approximately 40 kilometres. For the remainder of this report
DART+ West is referred to the proposed project.

The scope of the proposed project includes the following infrastructural works:

1 Electrification and re-signalling of the Maynooth and M3 Parkway lines (approximately 40km in
length).

1 Capacity enhancements at Connolly Station (to include modifications to junctions and the station) to
facilitate increased train and passenger numbers.

1 Construction of a new Spencer Dock Station, which will better serve the north Docklands area and
improve interchange with the Luas and support sustainability mobility.

9 Closure of six level crossings (Ashtown, Coolmine, Porterstown, Clonsilla, Barberstown and
Blakestown) and provision of replacement access infrastructure (road bridges and / or pedestrian
and cycle bridges, as required). There is no replacement access infrastructure proposed at
Blakestown level crossing.

1 Construction of a new DART depot facility west of Maynooth to facilitate the maintenance and
parking (stabling) of trains.

1 Interventions at existing bridges along the rail line where there is insufficient clearances for the
overhead electrification equipment. (Interventions may include track lowering, bridge modifications
and/ or a combination of both).

9 Construction of substations, electrical buildings, and all other civil and ancillary works as necessary
to accommodate the project.

Figure 1-1 shows the extent of the proposed project.

Delivery of the proposed project will support the existing communities along the railway and support future
sustainable development in the area. The frequency and quality of service will provide a viable transport
alternative to communities along the route.
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Figure 1-1 Proposed Project Extent

EIAR Volume 4 Appendix A6.2 Traffic Impact Assessment Page 5



{&) DART+ [MRODIDOM

We St L o Projects

DART+ is an overall programme of works comprised of five separate projects. DART+ will modernise and
improve the existing rail network in the Dublin area. It will provide a sustainable, electrified, fast, reliable, and
user-friendly rail system, increasing train frequencies and customer carrying capacity. DART+ Programme
scope for years 2018-2027 is included in Figure 1-2.
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Figure 1-2 DART+ Programme Scope 2018-2027

DART+ Programme comprises the following improvement projects across the four main rail corridors:

DART+ West - Maynooth and M3 Parkway to the City Centre (Proposed project).
DART+ South West i Hazelhatch & Celbridge to the City Centre.

DART+ Coastal North i Drogheda to the City Centre.

DART+ Coastal South i Greystones to the City Centre.

DART+ Fleet i purchase of new train fleet to increase train services.

= =4 =4 4 =4

1.3 Transport Modelling Process Overview

This report describes the traffic impacts of the proposed project, and this chapter describes the overall
modelling approach adopted for its assessment.

EIAR Volume 4 Appendix A6.2 Traffic Impact Assessment Page 6
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111 Strategic Modelling
The design team developed a railway operation model in RailSys for DART+ Programme for the base year
reflecting the current railway infrastructure and train service specification and for the Design Year incorporating

enhanced infrastructure and an associated Train Service Specification.

TheNati onal Tr an s(jgTé)rRegiosalMotieting Systgnd (RMS) has also been used by the team
to assess wider impacts of all individual improvement projects and entire DART+ Programme. RMS comprises
the National Demand Forecasting Model, five large scale, complex multi-modal regional transport models and
a suite of appraisal modules covering the entire national transport network of Ireland. East Regional Transport
Model (ERM) was used for this project as it concentrates on Dublin and covers the entire Greater Dublin Area
(GDA).

Outputs from the RailSys modelling were used as inputs into the ERM in the form of Train Service
Specifications (TSS). The RailSys modelling and ERM model runs were undertaken centrally for the entire
DART+ Programme to ensure consistency between the individual DART+ improvements projects. The outputs
of the ERM were used as inputs into the Local Area Model (LAM).

Figure 1-3 shows the process of developing the traffic models for the proposed project and the interactions
between LAM with the NTA ERM and RailSys models.

Strategic Modelling

Agreed
Future Year Demand
+ Infrastructure
Scenarios

RailSys
TSS
Specification

Base Year Model
ERM run

Local Area Modelling

2019
Local Traffic
Surveys

Base Year
Local Area Model
(LAM)

Future Year
ERM run

Future Year
Local Area Model
(LAM)

Scheme
Design for
DART + West

EIAR for
DART + West

Figure 1-3 Overview of the DART+ Modelling Process

1.4 Study Met hodol

ogy

To determine the baseline and future scenarios for the proposed development, thereby allowing an
assessment of its impact to be undertaken, transport modelling was undertaken. The assessment included
the analysis of baseline conditions, potential impacts associated with the construction and operation of the
proposed development, appropriate mitigations, and monitoring, and identifying residual effects.

EIAR Volume 4 Appendix A6.2 Traffic Impact Assessment Page 7
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Due to the travel restrictions posed by Covid-19 lockdowns from March 2020, there was no possibility to
conduct surveys which were not impacted by travel restrictions and disruption. This impacted on traffic levels
and patterns. This assessment is therefore based on 2019 traffic survey information supported by LAMSs,
developed specifically for this projectand NTAd6s . ERM

1.5 Pr-Application Consultation

This TIA has been prepared alongside an ongoing consultation process, to allow mitigation measures to be
incorporated into the project design and to minimise adverse effects.

A pre-application meeting was held with larnréd Eireann, IDOM and Meath County Council (MCC) on the 25™
°of March 2021, outlining the latest design developments for the proposed project. This included the proposed
locations of temporary compounds during the construction of the proposed project, as well as the scope and
methodology. Discussions with all local authorities including Dublin City Council (DCC), Fingal County Council
(FCQ), Kildare County Council (KCC), and MCC was undertaken as the proposed development progressed.

1.6 Structure of Report

The remainder of this TIA is structured as follows:

1 Section 2 provides an overview of relevant national, regional, and local transport policies and
objectives.

9 Section 3 provides details of site location, existing use, and surrounding area.

Section 4 provides details of the proposed project including in terms of the anticipated programme.

Section 5 sets out the detail relating to construction and the assessment of trips relating to this

phase.

Section 6 provides detail on the initial transport impact assessment.

Section 7 sets out the detail transport network assessment.

Section 8 provides detail on the mitigation to be implemented at construction phase.

Section 9 sets out the summary to the report.

= =4

= =4 =4 =4
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2. PLANNI NG AND POLI CY OBJECTI VES

2.1 l ntroducti on

A summary of the key transport policies and guidance relating to the site and development proposal is set out
below.

2.1.1 Background

The DART+ Programme is considered pivotal in the delivery of planning and transportation policy objectives

at national, regional, and local level. The proposed project has been recently rebranded from DART Expansion
Programme. Therefore, where previous policy documents referredt o 0 DART Ethgseaghauld ben 6
interpreted as DART+ Programme as they are one and the same.

2.2 Nati ®halnning Policy
2.2.1 Project I relaatd P0D4BGNi Ngt Foamework (February 2018)

The Project Ireland 2040 report was published in February 2018 and supports the National Planning
Framework (NPF). The NPF is the Government®& high-level strategic plan for shaping the future growth and
development on a national scale up to 2040. Project 2040 is a long-term overarching strategy document which
aligns investment decisions with a clearly defined development strategy and ten National Strategic Outcomes
(NSO) these include:

1 NSO 1: Compact Growth.

1 NSO 2: Enhance Regional Accessibility.

1 NSO 3: Strengthened Rural Economies and Communities.

1 NSO 4: Sustainable Mobility.

1 NSO 5: A Strong Economy supported by Enterprise, Innovation, and Skills.

1 NSO 6: High-quality International Connectivity.

1 NSO 7: Enhanced Amenity and Heritage.

1 NSO 8: Transition to a Low Carbon and Climate Resilient Society.

1 NSO 9: Sustainable Management of Water, Waste, and other Environmental Resources.
1 NSO 10: Access to quality Childcare, Education, and Health Services.

The NPF and the ten NSOs are to provide a blueprint design for the public and investment in order to promote
opportunities and infrastructure across the nation. The document sets out aims/ objectives for each region in
order to promote and enhance opportunities. The key NSOs related to this development proposal include:

1 NSO 1: Compact Growth i The proposed project supports this key policy as it promotes the delivery
of integrated transport network within the wider regeneration of urban areas as part of residential
development in existing bult-up areas.

1 NSO 4: Sustainable Mobility i The proposed project supports this key policy as it promotes
sustainable mobility through improvement to the public transport services and reducing congestion.
The policy highlights the aims in inverting in key infrastructure developments related to transport
such as the DART Expansion.

1 NSO 8: Transition to a Low Carbon and Climate Resilient Society i The proposed project supports
this key policy as it promotes moving away from carbon intensive propulsion systems towards Low
Carbon solutions which includes the electrification of transport fleets.

Within the Dublin City and Metropolitan area, the document highlights the critical importance of sustaining
continued performance in promoting the development of strategic infrastructure and supporting development
in line within the continuous growth of the area. This is highlighted as part of the Metropolitan Area Strategic
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Plan (MASP) which includes reference to the proposed development and how it aims to enhance access and
capacity within the area.

Some of the key future growth enablers related to this scheme include:

91 Delivering the key rail project set out in the Transport Strategy for the GDA including Metro Link,
DART expansion and the Luas green link to Metro Link.

1 Improving access to Dublin Airport, to include improved public transport access, connections from
the road network from the west and north and in the longer-term consideration of heavy rail access
to facilitate direct service from the national rail network in the context of potential future
electrification.

1 Delivery of the metropolitan cycle network set out in the GDA Cycle Network Plan inclusive of key
commuter routes and urban greenways through the provision of better links to existing routes.

2.3 Regi onal Policy
231 Transport Strategy for th203¢TeAldperi | D2BLibNn Area 201

The NTA published the Transport Strategy for the GDA report in April 2016. The Strategy adopted is a
government policy to cater for the future needs of the GDA and in order to enable people to move efficiently
around the Dublin region.

The document sets out short, medium, and long-term plans for rail, bus, cycling, walking and roads. It proposes
transport provisions necessary to 6écontribute to the
providing for the efficient, effective and sustainable movement of peopleandg oo d s 6 .

Within the Transport Strategy for the GDA, it was proposed to expand the urban cycle network in the
Metropolitan Area to over 1,485 kilometres in length and will provide over 1,300 kilometres of new connections
between towns in the rural areas of the GDA. As part of the Strategy, it is intended to implement this network
in full, delivering safe, high quality cycle facilities, which will be designed and constructed in accordance with
the principles set out in the National Cycle Manual. To complement the proposed development there is a
strategy in place to invest in the cycle network. It is intended to provide sufficient on-street public cycle parking
at key destinations such as bus and rail stations, schools, colleges, hospitals, and large workplaces,
particularly in urban areas.

2.3.2 Dr aTfrtansport Strategy20do2, (tBhleB 20DA 2022

The Draft Transport Strategy for the GDA 2022-2042 supersedes the previous NTA strategy, which was
published in 2016. The strategy adopted by NTA must be reviewed every six years. Based on the 2016 plan,
this updated strategy sets out the framework for investment in transport infrastructure and services over the
next two decades up to 2042.

The overall aim of ttdpeovideasustanpbte ratcesShlerarad efieaiye transportsystem
for the GDA which meet s tdysdremenesgserves the nead$ of othah end wtala nge r
communities, and supports economic growth. o

The 2022 document continues to reiterate the importance of setting out short, medium, and long-term plans
for transport based on national policies on sustainability as set out in climate action and low carbon legislation,
and in climate action plans, as well as highlighting the potential impacts of the on-going Covid-19 pandemic,
beyond just the short-term impact. It should be noted, the document acknowledges the Proposed project as
part of its forthcoming schemes.

The document recognises the Climate Action and Low Carbon development (Amendment) Act 2021 which
stresses the need to reduce emissions by 51% by 2030 and setting path towards a zero net-emission scenario
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by 2050. Chapter 3 of the documentstatesi The transport sector is committed
For transport, there are three main actions required, namely:

1 Reducing the demand for travel.
1 Increasing use of public transport, walking, and cycling and reduction in trips by car.
1 Conversion of the transport fleet to zero emission vehicles.

The proposed project will support the three actions highlighted by the Climate Action Act making transport
connections easier, quicker, more efficient, and sustainable through the electrification of the DART line in order
to transition to a low carbon and climate resilient society.

The document supports a number of phases related to the proposed project that will be developed over the
Strategy lifetime. The works to be carried out for the proposed project programme which are mentioned in the
strategy and summarised as follows:

1 The electrification of the line from the city centre to Maynooth.

Enhancements at Connolly station.

Construction of a new DART depot west of Maynooth Station.

Integration of a combined metro link / rail DART station to be developed at Glasnevin.
Closure of level crossings.

Relocation of Docklands Station to integrate with Luas.

New grade-separated pedestrian, cycle and vehicle crossings as required.

= =4 =4 -4 -4 -4

2.3.3 Eastern and Midland Regional Spat2®31 and Economic

The Eastern and Midland Regional Spatial and Economic Strategy (RSES) was designed to implement the
Project Ireland 2040 aims at a regional level. The document considers all aspects highlighted by the NSOs
including transport in the overall wellbeing of the citizens.

As part of the Growth Strategy for the region, the proposed project is set to improve the strategic connections
across the following areas of the region, thus highlighting the importance of provision in enabling infrastructure
for growth across the region.

1 Eastern Corridor: Dublin- Belfast Economic Corridor to Rosslare Europort i The RSES supports a
feasibility study for high-speed rail between Dublin and Belfast and enhanced rail services on the
south-eastern line to include the extension of DART services to Drogheda. Drogheda was identified
through Project Ireland 2040 to benefit from the proposed DART expansion to enhance the existing
heavy rail service. Itis proposed that the existing McBride Rail Station will continue to be the main
transport hub for Drogheda, but access to the station would be improved. Improvements are part of
the Drogheda Joint Urban Area Plan (UAP).

9 Strategic Connection to the Northern and Western Region i Planned upgrades to the M/N4
motorway, enhanced rail services on the Dublin-Sligo line including DART to Maynooth and
increased recreational use of the Royal Canal as part of a Dublin to Westport Greenway, will
improve northwest connectivity.

9 Strategic Connection to the Southern Region i The RSES supports a feasibility study for the
provision of high-speed rail link between Dublin and Limerick/Junction Cork and enhanced rail
services including the extension of DART to Celbridge/ Hazelhatch in North Kildare.
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2.4 Local Pl anning Policy
24.1 Fingal County Devel2dO@ment Pl an 2017

The Fingal Development Plan (FDP) 2017-2023 policy was prepared by FCC in accordance with the
requirements of the Planning and Development Act 2000 and published in February 2017. This document
was designed to serve for a period of six years, concluding in March 2023.

The aim of the FDP is to promote and support sustainable long-term development of Fingal as an integrated
network in supporting and contributing to the economic development of the county and the Dublin City region,
promoting, and improving the wellbeing of its residents, incorporating sustainable development including
climate change mitigation and adaption.

As part of the Strategic Policy main aims, policy 15 promotes the delivery of the proposed project which states
T 6Seek the devel opment of a high quality public
adjoining counties, including the development of the indicative route for New Metro North and Light Rail
Corridor, improvements to railway infrastructure including the DART Expansion Programme, Quality Bus
Corridors (QBCs) and Bus Rapid Transit (BRT) systems, together with enhanced facilities for walking and
cyclingb.

Within the document, the following objectives are highlighted which link to the proposed project:

1 Actively promote and support the early development of the indicative route for new Metro North
linking Swords with Dublin Airport and Dublin City Centre (Objective SWORDS 5).

1 Support National and Regional transport policies as they apply to Fingal. In particular, the Council
support the Governmentdés commitment to the pr
included in Building on Recovery; Infrastructure and Capital Investment 2016-2021. The Council
also supports the implementation of sustainable transport solutions. (Objective MTO1).

f  Support larnrod Eireann and the NTA in implementing the DART Expansion Programme, including
the extension of the DART Line to Balbriggan, the design and planning for the expansion of DART
services to Maynooth, and the redesign of the DART Underground. (Objective MT30).

The general objectives highlighted within the document which link into the transport strategy improvements
include:

1 Facilitate, encourage, and promote high quality interchange facilities at public transport modes
throughout the Country (Objective MT28).

1 Design and implement measures, having regard to potential environmental impacts, to mitigate the
increased congestion on the local road network caused by more frequent closures of the existing
level crossings on the Maynooth Line. Ensure that well in advance of any such measures being
taken, extensive direct consultation is undertaken with local communities and residents who would
be directly impacted by any such measures. (Objective MT31).

2.4.2 Dr aFitngal County DevelROpRmMent Pl an 2023

This is a Draft Development Plan that will follow on from the 2017-2023 FCC Development Plan. The Draft
Plan sets out the spatial framework to guide future development within the County with a focus on the places
we live, the places we work, the places we visit and the places we do business and how we interact and move
between these places while protecting our environment.

The Draft Plan recognises that there is an over reliance on private cars throughout the County and the need
to reduce transport emissions. One of the key strategic objectives of this Plan is to strengthen the integration
of land-use and transport planning with a priority focus on increased provision of walking, cycling and public
transport infrastructure. This Plan promotes an integrated and sustainable transport network that is inclusive
and accessible for all.

t rans

opose
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As part of the Strategic Policy main aims, policy 18 promotes the delivery of the proposed project which states

iTASupport the delivery of key sustainable transport

LUAS expansion programme so as to provide an integrated public transport network with efficient interchange
between transport modes to serve needs of the County and the mid-east region in collaboration with the NTA,
Tl and larnréd Eireann and other relevant stakeholders.

Within the document, the following objectives are highlighted which link to the proposed project:

T Support NTA and other stakeholders in implement:i
BusConnects, DART +, LUAS and the GDA Cycl e Networ

f Ensure that appropriate measures are pstngn pl ace
closures on the Maynooth rail ' ine including
priority for cycling and walking (Objective CMO24)

T Work with the NTA, TI | and ot her relevant nat.i
public transport, increase catchment anhdi graaxli imtiy e
wal king and cycling routes linking to public transt

T Prioritise new road developments It hatfifaicehdcy aafe
transportation network including through the provi
wal king infrastructure (Objective CMP30).

243 Dublin City Devel bpmmz2t Pl an 2016

This document provides an integrated, coherent spatial framework to ensure Dublin city is developed in an
inclusive way which improves the quality of life for its citizens, whilst also being a more attractive place to visit
and work.

It is the core strategy of this development plan to achieve the vision in a manner that is consistent with the
guidance, strategies, and policies at national and regional level. DCC policy on public transport will be
i mpl emented i n col | adranspertStrabegy fonthetGheater Dublin Nréa2016i 20356 The
main aim of this policy for DCC is to support the provision of Metro North and South, and the DART expansion
programme including DART underground Movement and Transport. Other key public transport elements of
this strategy include:

1 To support and facilitate the development of an integrated public transport network with efficient
interchange between transport modes, serving the existing and future needs of the city in association
with relevant transport providers, agencies, and stakeholders.

1 To promote and facilitate the provision of Metro, all heavy elements of the DART Expansion
Programme including DART Underground (rail interconnector), the electrification of existing lines, the
expansion of Luas, and improvements to the bus network in order to achieve strategic transport
objectives.

2.4.4 Draft Dublin City Dev®R&B8pment Plan 2022

The Draft document is a renewed plan which sets out how the city will develop to meet the needs of all
residents, workers, and visitors. The document seeks to promote ease of movement within and around the
city, it also aims to play a key role in:

1 Safeguarding the environment.
1 Adapting to the impacts of climate change.

This promotes the integration of land use and transportation and improves public transport and active travel
infrastructure such as walking and cycling. Furthermore, it focuses on the creation of a more compact city
where development is closely aligned and integrated within the public transport infrastructure. Whilst also,
supporting minimising the need to travel, shifting to sustainable modes and encouraging behavioural change.

Chapter 8, on Sustainable Movement and Transport highlights the challenges faced by Dublin:

prot e
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Addressing climate change i promoting sustainable mobility in cutting its emissions by at least 51%
by 2030 through significant mode shift to active travel and public transport.

Promoting effective integration of land use and transportation - minimising the need to travel and
ensuring that development takes place where active travel can successfully be promoted and there
is access to high quality public transport networks.

Connectivity and mobility i promoting integration and connectivity between travel modes and
facilitating mode shift across the region.

The Scheme proposes to alleviate these challenges by promoting more sustainable mobility, improving access
links to high quality public transport network, and promoting better integration with other modes of transport
within the city. This is further supported by policies:

1

SMT1 1 Modal Shift and Compact Growth - promote modal shift from private car use towards
increased use of more sustainable forms of transport such as active mobility and public transport.
SMT2 i Decarbonising Transport - facilitate the rollout of alternative low emission fuel infrastructure.
SMT3 1 Integrated Transport Network - support and promote the sustainability principles set out in
National and Regional documents to ensure the creation of an integrated transport network that
services the needs of communities and businesses of Dublin City and the region.

SMT20 1 Key Sustainable Transport Projects i support the delivery of key sustainable transport
projects including Metrolink, Bus Connects, DART+ and LUAS expansion programme so as to
provide an integrated public transport network with efficient interchange between transport modes,
serving the existing and future needs of the city and region.

STM21 i The Rail Network and Freight Transport - to work with larnréd Eireann, the NTA, Tl and
other operators to progress a coordinated approach to improving the rail network, integrated with
other public transport modes to ensure maximum public benefit, and promoting sustainable transport
and improved connectivity.

The above policies of DCC fall in line with the objective to transition towards more sustainable travel modes
(SMTO1) and improve the connectivity within the city, which falls in line with the proposed project
improvements.

245

Kildare County Deveil2@®p2®nt Plan 2017

The Core Strategy of this document aims to facilitate a more consolidated compact urban form, maintenance
and improvement of a sustainable economic base, and the creation of sustainable and integrated communities,
together with the balancing of our natural and built environment with sustainable and appropriate development.

The document outlines recognition that Kildare is part of the GDA which provides a framework for the planning
and delivery of transport infrastructure and services. The document supports the proposed DART+ West
development through the following policies:

f
f

2.4.6

6To support the delivery of the NTAs -0 &)t eirn DKiibll d &
6To i nv e s topegaton with larnréd Eteann, the provision of new railway stations in the
county and the upgrading/relocation of existing st

6To promote and support the electrification and up
l ined.

Meat h County Devel @@ent Pl an 2021

The Meath CDP recognises that the Transport Strategy for the GDA provides a framework for the planning
and delivery of transport infrastructure and services.

The document supports the proposed development through the following policies:

il

O6Support the continued dodnatddwiththe deliveryoof strdikgiy noot h, co
infrastructure including pedestrian and cycle linkages within the town and to the Royal Canal
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Greenway, DART expansion and road linkages form part of the Maynooth Outer Orbital Route in a
manner which supports future development and population growth and builds on synergies with

Maynooth University promoting a knowledge-b ased economy 6 (ED Objective

as part of the RSES promoting the delivery of strategic infrastructure).

T 6The RSES supports delivery of the rail projects
appropriate environment al assessment and planning

of the Dunboyne/M3 Parkway line to Navan and the DART expansion provision of services to
Drogheda, Maynooth and M3 Parkway on the Maynooth/ Sligo Line (supported through policy
MOVT7)).

1 To facilitate the provision of a train station at Bettystown (in addition to the existing station at
Laytown) as part of the DART expansion works to Drogheda through the planned electrification of
the Northern rail line by larnréd Eireann (Objective MOV 6).

N
e
\‘

Additional considered policies

Draft Kildare County Development Plan 2023-2039.

North Lotts and Grand Canal Dock SDZ Planning Scheme 2014.
Ashtown-Pelletstown Local Area Plan 2014.

Kellystown Local Area Plan 2021.

Draft Kellystown Local Area Plan 2020-2026.

Barnhill Local Area Plan 2018.

Draft Barnhill Local Area Plan 2019-2025.

Maynooth Local Area Plan 2013-2019.

Kilcock Local Area Plan 2015-2021.

Leixlip Local Area Plan 2020-2023.
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2.5 Desi gpr oopfosed project

The proposed project and the mitigation identified as being required within the impact assessment has been
designed in accordance with the following documents.

25.1 Design Manual for Urban Road and Streets (March

The Design Manual for Urban Roads and Streets (DMURS) was published in March 2013 by the Department
of Transport. The document was produced in order to supplement the following documents:

1 Traffic Management Guidelines (2003).

Smarter Travel (2009).

Guidelines for Planning Authorities on Sustainable Residential development in Urban Areas (2009).
National Cycle Manual (2011).

Draft Planning Guidelines; Local Area Plans (2012).

= =4 =4 =

The aim of this document is to set out well-designed streets at the heart of sustainable communities. The
manual recognises the importance of walking and cycling in improving health and well-being and in providing
better links to wider communities. The document also recognises the importance of alignment of spatial
planning and transport policy to contain suburban sprawl, linking employment to transport and encouraging
modal shift to more sustainable modes of travel.

To support these objectives, street layouts in cities, towns and villages will be interconnected to encourage
walking and cycling and offer easy access to public transport. Compact, denser, more interconnected layouts,
particularly where they are served by good quality bus or rail services, will help to consolidate cities, towns and
villages making them viable for reliable public transport.
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2.5.2 Nati onal Cycle Manual

The National Cycle Manual published by the NTA in 2011 is based on the idea of promoting five principles of
sustainable safety. The aim of the document is to promote more mainstream and standardised designs for
cycle facilities across the nation.

The five principles of Sustainable Safety include:

1 Functionality.
Homogeneity.
Legibility.
Forgiveness.
Self-Awareness.

= =4 =4 =4

Within Chapter 5 of the document cycle parking facilities are highlighted as having heavy influence on the
decision to travel by bicycle. Absence of such facilities has been shown to undermine the investment in the
overall network infrastructure. Cycle parking is considered as an integral part of any cycle network, but it can
also precede any dedicated cycle infrastructure, in order to address the cycle parking needs at the outset.

253 NTA Permeability Best Practice Guide

The NTA aim to encourage and promote the use of more sustainable modes of transport and to ensure that
transport considerations are fully addressed as part of land use planning. Walking and cycling are key
sustainable travel modes. These modes of transport can substantially meet the mobility needs of people in
carrying out their daily activities if they are properly facilitated by land use planning.

The NTA aims to fund transport infrastructure measures which facilitate and promote walking, cycling and
public transport. It also aims to address the existing gaps within the transport network, especially where
demand for walking and cycling in towns and cities is not being met by the transport network.

2.6 Summary

This TIA was prepared in accordance with the above policies and guidance, by identifying any potential traffic
and transport-related impacts as a result of the proposed project and any mitigation which may be necessary
to support the proposed project to prevent any adverse impacts.
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3. RECEI VI NG ENVI RONMENT

3.1 l ntroducti on

In this section, descriptions of both infrastructural provision and usage of that infrastructure by each mode for
the baseline scenarios is presented in detail along the corridor of the proposed project. This report therefore
includes reference to the following modes:

1 General Traffic (cars, taxis, LGVs, HGVS).
1 Pedestrians and Cyclists.
1 Buses.

1 Rail

3.2 Site Location

The proposed project is located across the counties of Dublin, Kildare, and Meath. As illustrated in Figure 3-1
below, the proposed project starts in Dublin city centre and travels along the royal canal to the Blanchardstown
area where it splits with one arm going to Leixlip and Maynooth in Kildare and the other arm going to Dunboyne
in Meath. The scoping stage of the assessment determined this an appropriate study area.

'd )
""" DIRECT STUDY AREA
L1 INDIRECTSTUDY AREA
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Figure 3-1 Study Area

The direct and indirect impacts of the Proposed project have been considered with reference to the following
study area extents:

1 Direct Study Area - immediate vicinity of the alignment of the Proposed project.
1 Indirect Study Area - wider study areas around Blanchardstown and Ashtown due to proposed level
crossing closures.

3.3 Description of Recaeailwinmg® nt Bhpew Breajnenetn t

The rail line subject to electrification as part of the DART+ West Project is approximately 40 kilometres in
length from its start at Dublin City Centre to the M3 Parkway in Co. Meath and to the proposed depot to the

EIAR Volume 4 Appendix A6.2 Traffic Impact Assessment Page 17
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west of Maynooth in Co. Kildare. The highway network follows the rail line in various forms from minor local
roads to national strategic roads such as the M3 and M4. The roads which, for the main part, are in the
immediate vicinity of the proposed development are single carriageway roads providing facilities for
pedestrians, cyclists, and buses.

There are a number of vehicular crossings along the length of the railway line which are generally provided in

the form of bridges. There are also a number of 6 at  gcrossidgs at Ashtown, Coolmine, Porterstown,

Clonsilla, Barberstown, and Blakestown, which are to be closed as part of the proposed project. These closures

will impact on vehicular, pedestrian and cycle flow on the surrounding network. The locationofthe6at gr ade d
crossings which would be impacted upon by the proposed development with the section breakdown are shown

in Figure 3-2 and are described below.
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Figure 3-2 Extent of Development

As shown on Figure 3-2 the existing line links Maynooth and M3 Parkway with Connolly and Docklands stations
in Dublin City Centre. The rail services are currently split between the two stations, trains originating in M3
Parkway terminate at Docklands Station and trains originating along the Maynooth spur terminate at Dublin
Connolly or Bray. The Spencer Dock Luas station is found within short walking distance of the Docklands
Station.

Given the length of the proposed development, it has been divided into six zones to aid in setting out the works
taking place, the time periods when the works will take place and thus aid in identifying the location of impacts.
The six zones are set out below and are considered in detail in the following section.

1 Zone A - Connolly Station to Glasnevin (Glasnevin Junction) on Great Southern and Western
Railway (GSWR) Line i Phoenix Park Tunnel and Cabra Compound.

1 Zone B - Spencer Dock Station to Phibsborough/ Glasnevin (Glasnevin Junction) on Midland Great

Western Railway (MGWR) Line.

Zone C - Phibsborough/ Glasnevin (Glasnevin Junction) to Clonsilla Station (Clonsilla Junction).

Zone D - Clonsilla Station (Clonsilla Junction) to M3 Parkway Station (M3 Parkway Terminus).

Zone E - Clonsilla Station (Clonsilla Junction) to Maynooth Station.

Zone F - Maynooth Station to Maynooth Depot.

= =4 =4 =4
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3.3.1 Zonei Gonnolly Station to Glmtsohnrewvinn GEWRRKEa@rei n Bar k
Tunnel and Cabra Compound

Legend
QO Existing Station
@ Metrolink Interchange
© Relocated Existing Station
e Zone A
~— Zone B
Zone C

Figure 3-3 Zones A and B of the Development

The existing line links Maynooth and M3 Parkway with Connolly and Docklands stations in Dublin City Centre.
The rail services are currently split between the two stations, where trains originating on the M3 Parkway
branch line terminate at Docklands station and trains originating along the Maynooth rail line terminate at
Dublin Connolly or Bray. The proposed Spencer Dock LUAS Station is located within short walking distance
of the existing Docklands Station.

Due to the positioning of Connolly Station, the surrounding area is urban in nature with wide, well-lit footways
provided along with signalised crossings at intermittent locations. Amiens Road (R105) runs in a broad north
to south direction along the western boundary of the station and provides access to several other roads within
the city centre. Access to the M50 motorway (Dublin Tunnel (Toll)) is provided some 1.75 kilometres north-
east of the station and is accessible from the East Wall Road (R131). This provides a vehicular route out of
the city centre to the edge of Dublin avoiding congested areas. Several bus stops are provided along Amiens
Road as well as bus lane to encourage trips by more sustainable modes and connecting with the rail services
available at the station. Several local roads are located around the station however to the north the Seville
Place (R101) connects with the Amiens Road at a signalised crossroads, The Five Lamps junction. Seville
Place is part of the North Circular orbital route around Dublin City and provides a vehicular connection with the
Docklands railway station.

Seville Place between the stations is more residential in nature than Amiens Road, while being a key route for
vehicular traffic within the city. Well-lit footways are provided along with cycle lanes and on-street parking
laybys. Several pedestrian signal crossing facilities are provided along the street.

There are several other local streets (Sherriff Street and Mayor Street) that are closed to through traffic but
are available as cycling and walking routes.

In Zone A the rail line between Connolly and Drumcondra is elevated above street level, and the crossings
with local roads are provided in the form of rail bridges. Zone A also contains the Drumcondra train station.
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This station provides access to bus services which connects with the north of Dublin, including the Dublin
Airport and with the city centre and the south of Dublin. The station offers great opportunities for interchange
with other public transport services, if required. As the route of the line continues west towards Glasnevin
Junction with only limited street crossings, including a footbridge at Claude Road 400m to the west of
Drumcondra Station.

Zone B - Spencer Dock Station to Phibsborough/ Glasnevin (Glasnevin Junction) on MGWR Line.

The proposed Spencer Dock station is located 250 metres southeast of Docklands Station. The area around
the proposed station is currently in the process of being developed and therefore is already busy with
pedestrians and cyclists. The proposed station, as well as the existing Connolly Station, will provide access
to an area of Dublin which is being regenerated to accommodate significant areas of residential, office and
retail spaces. The existing rail line which serves Docklands Station travels north and to the east of Connolly
Station and follows the Royal Canal up to Glasnevin junction, south of Croke Park stadium. Similarly, to Zone
A, through this area the line generally travels between residential areas but in cutting, under the roads,
therefore does not impact on pedestrians, cyclists, and vehicles. There are 5 existing bridges across the rail
line in this zone to provide community connectivity.

The Royal Canal Way is a pedestrian route that follows the towpath of the Royal Canal parallel to the railway

line throughout Zone B. This route is being upgraded and widened for shared use with cyclists, with the aim

of linking from Spencer Dock in the Dublin Docklands to Maynooth where it will join the existing shared
greenway that extends westwards across the country towards Mullingar and Athlone. In Zone B the Royal
Canal Way is on the southern bank of the Royal Canal
Drumcondra Road. It the switches to the north bank from there to Glasnevin Junction.

Zone C1 Phibsborough/ Glasnevin (Glasnevin Junction) to Clonsilla Station (Clonsilla Junction)
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Figure 3-4 Zone C of the Development

In Zone C there are four existing level crossings located at Ashtown, Coolmine, Porterstown and Clonsilla,
Figure 3-4 provides an overview of their existing condition.
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Clonsilla Level Crossing
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Figure 3-5 Existing Conditions of Level Crossings in Zone C

At Glasnevin Junctions the two railway lines GSWR and MGWR join together, and then the rail continues
westwards to the south of Glasnevin cemetery, where it then crosses over the Phoenix Park Tunnel spur rail
line and the Royal Canal to the southern side. From here westwards the railway line remains on the southern
side of the Royal Canal. It reaches the first station in Zone C, at Broombridge which is followed by the new
Pelletstown Station (opened in 2021). There is little impact on the existing road or rail network in the vicinity
of these stations as the roads pass over the railway on bridges.

The Royal Canal Way continues on the northern bank of the canal westwards from Glasnevin Junction to
Castleknock Road Bridge where it switches to the southern side as far as Porterstown Road. The route then
recrosses to the northern side of the canal and continues to Clonsilla. Along this section there are connections
to the existing roads at each of the bridges and level crossings.

Broombridge station offers interchange with LUAS Green Line connecting Broombridge with Bride& Glen on
the south side of Dublin via Dublin City Centre at O86 Conne | | Street [/ phPadeelGre8thry
Dundrum, Sandyford, Carrickmines, and Cherrywood,whe r e it ter mi nates at Brideds

Continuing west, the rail line reaches Ashtown station, where there is the first level crossing on Ashtown Road.
Ashtown Road is a single carriageway which runs in a north to south direction, connecting with River Road
(R102) to the north and Navan Road (R147) to the south. The posted speed limit is 50kph and footways,
which are lit, are provided along the eastern side of the carriageway to the south of the crossing whilst footways
are provided on both sides to the north. Access is provided to a number of residential areas as well as Ashtown
Stables and Ashtown station. The closure of the existing barriers at this crossing requires all modes of
transport to wait for the train to pass and for the barriers to be lifted. The footbridge provided as part of the
station to cross the rail line is only for rail passengers as it requires a valid pass to enter the station.

EIAR Volume 4 Appendix A6.2 Traffic Impact Assessment Page 21
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The rail line continues west and follows the Royal Canal and the alignment of Navan Road parallel to the south.
It crosses under Dunsink Lane, under the N3/M50 Junction 6, over the M50 mainline carriageway and under
Old Navan Road and Castleknock Road.

The road network which follows and crosses the rail line at Navan Road and Castleknock stations is unimpeded
by rail line due to the provision of bridges.

The next interaction with the road network is the next level crossing at Coolmine, which links Coolmine Road
to the north with Carpenterstown Road to the south. The crossing itself is very narrow and provides limited
space for pedestrians and cyclists to cross the rail line on either side of the road. There is no footpath
immediately north of the crossing on the west side of the road, where Coolmine Road crosses over the Royal
Canal. There is a pedestrian bridge provided to cross the Royal Canal on the east side of Coolmine Road,
which is a single carriageway with footpaths provided on both sides. Standard street lighting is provided, and
the speed limit is posted as 50kph. On the northern side of the canal a shared footway / cycleway is provided
westwards from Coolmine Road over a short distance to link into nearby residential areas. Coolmine Road
provides access to residential areas before connecting with Clonsilla Road approximately 630 metres north of
the crossing.

Coolmine Road runs south from the crossing connecting with Diswellstown Road which is the main distributor
road in the area and provides segregated cycle tracks and footpaths on both sides of the road. Two other
roundabouts located between these points provide access to the residential areas. Lit footways are provided
along the carriageway with uncontrolled crossing points provided in the form of dropped kerbs with tactile
paving and central refuges at crossing locations. The posted speed limit is 50kph.

The rail line continues west from Coolmine and crosses under Diswellstown Road, which is the main distributor
road in the area and provides segregated cycle tracks and footways on both sides of the road. The road is lit
and has a posted speed limit of 50kph. The rail line continues 0.2 km westwards where the next level crossing
is provided at Porterstown Road. Unlike the other level crossings which are predominately located within
residential / more urban areas, the crossing on Porterstown Road is located on the urban fringes and therefore
is not subject to the high traffic flows of the other crossings. Although it is not subject to high traffic flows,
Porterstown Road does provide a route for those living in Clonsilla to access the Scoil Choilm Community
Nati onal School and Stherefe cetiutirg bhe ne€ddoatraviel albnty theGnlidar imetwork.

Porterstown Road is a narrow single carriageway with a footway provided along the western side of the
carriageway. The footway is however only lit in the vicinity of the crossing and is, due to land constraints, not
provided in accordance with standards in terms of width. Where Porterstown Road crosses the Royal Canal
immediately north of the 6 a t gerossidge 1o footway is provided and therefore at this point pedestrians
would be required to use the carriageway. To the north of the crossing, footway provision is provided in
accordance with standards, however there are occasions where narrowing occurs due to land constraints. To
the north some 365 metres from the crossing, Porterstown Road links with Clonsilla Road (R121) which
provides connections to the wider road network and is more urban in nature.

From Porterstown the rail line continues 1.2 km westwards where it crosses Clonsilla Road at Clonsilla Station.
Clonsilla Road is a single carriageway road with a posted speed limit of 50kph. A bridge over the Royal Canal,
although just wide enough for two vehicles to pass, is located immediately to the north of the crossing. Due
to the kinked alignment large vehicles utilise the full carriageway width. There is a footbridge over the canal
on the western side of the road bridge. Footways are provided along the western side of the carriageway on
the northern and southern side of the crossing which are lit. There are however locations were utility
infrastructure and signs are placed in the centre of the footway making it difficult for those with pushchairs or
in wheelchairs. Dropped kerbs and tactile paving is provided where pedestrians are required to cross.

Open green space is located to the south of the Clonsilla level crossing with the area to the north predominately
residential.
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Figure 3-6 Zone D of the Development

To the west of Clonsilla station, the rail line splits at Navan Junction with the southern divide continuing
southwest towards Maynooth and the northern divide heading north-west towards the M3 Parkway in Co.
Meath.

The northern spur provides a station at Hansfield and continues northwest where to the west of Ongar where
it moves from County Dublin to County Meath. West of Hansfield Station the area is largely rural. Where the
rail line intercepts with the road network there are bridges provided. The rail line serves the town of Dunboyne
and M3 Parkway station. This is the terminus point on the rail line and for the proposed DART+ West Project.
The M3 Parkway station acts as a Park and Ride station and is situated adjacent to the M3 / R157 grade
separated junction. The site acts to intercept road traffic travelling from the northwest into Dublin. It assists in
reducing vehicular trips into the city centre, by encouraging the use of the train line.
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Zone Ei Clonsilla Station (Clonsilla Junction) to Maynooth Station
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Figure 3-7 Zone E of the Development

The rail line that continues to Maynooth travels through a more rural area crossing from within County Dublin
into County Kildare. An6 at gnossidges@provided at Barberstown Lane which is located some 225 metres
north of the junction with the R121 which itself provides a link to the Clonsilla Road. Barberstown Lane is a
single carriageway however its width is such that it would be difficult for two large vehicles to pass without
utilising the verge. The posted speed limit is 50 kph. No footways are provided nor lighting. To the north,
Barberstown Lane connects with the R149 which connects to the wider road network including the M3 and
N4/M4.

As the line continues southwest from Barberstown and through to the stations at Leixlip Confey and Leixlip
Louisa Bridge, crossings of the line continue. These are in the form of bridges and generally of sufficient size
to cater for all traffic types and other road users (it should be noted, Cope Bridge is served by a single lane
carriageway with signals on either sides of the bridge). No community severance as a result of the rail network
or impact on the rail line itself occurs. It should be noted that there is a significant employment population
located in the immediate vicinity of the Leixlip Louisa Bridge station due to a number of large employers
including Intel.

Barberstown Level Crossing

Figure 3-8 Existing conditions of Level Crossings in Zone E
The rail line that continues to Maynooth travels through a more rural area, crossing from County Dublin into

County Kildare. A level crossing is provided at Barberstown Lane which is located some 225 metres north of
the junction with the R121, which provides a link to the Clonsilla Road. Barberstown Lane is a narrow single
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carriageway such that it would be difficult for two large vehicles to pass without utilising the verge. The posted
speed limit is 50 kph. No footways are provided nor lighting. To the north, Barberstown Lane connects with
the R149 which connects to the wider road network including the M3 and N4/M4.

As the line continues southwest from Barberstown and through to the stations at Leixlip Confey and Leixlip
Louisa Bridge, there are several road crossings of the line with bridges and are generally of sufficient width to
cater for all traffic types and other road users. However, Cope Bridge at Leixlip Confey Station is only wide
enough for a single traffic lane and is controlled by traffic signals on either side of the bridge for shuttle
operation in alternate directions.

The existing level crossing at Barberstown will be closed to ensure efficient operation of the rail line. A second
level crossing in Zone E is provided on a rural lane, south of the Deey Bridge in Blakestown, some 100 metres
south-east of the R148 / L1014 priority junction, midway between Leixlip Louisa Station and Maynooth Station.
The lane which crosses the rai | line is single track, unlit and has no pedestrian facilities. The lane provides
access to a small number of properties.

As the rail line reaches Maynooth, the area surrounding the surrounding area becomes more urban and the
rail line passes under a number of bridges within the town.

Zone Fi Maynooth Station to Maynooth Depot
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Figure 3-9 Zone F of the Development

The proposed new depot will be located to the west of Maynooth on undeveloped land located to the south of
the Royal Canal and the R148 which connects Maynooth with Kilcock. The proposed development ends at
the depot west of Maynooth.

The road network linking Maynooth with the new depot located on land to the west of the town is primarily of
a rural nature. The ralil track is running along the southern side of the Royal Canal, while the Royal Canal
Greenway runs along the northern side of the Royal Canal. Access to the Royal Canal Greenway is provided
off local roads at three locations. Access to Maynooth station is provided from the Straffan Road (R406). This
is provided in the form of two priority junctions with ghost right turn lanes, yellow boxes, and stop lines to aid
vehicles entering and exiting the car park and the station. The Straffan Road is lit with footways and cycle
lanes provided on both sides of the carriageway. To the south, the R406 Straffan Road connects with the M4
Motorway whilst to the north, it provides access to Maynooth town centre and the R148 which runs in a broad
east to west direction through the town connecting with Kilcock in the west and Leixlip in the east.

West of Straffan Road the rail line crosses under the Parson Street (R408) and under the L5041 south of
J a ¢ k s o n 6 sTheB.50#ldcgneects with the R148 at a priority junction to the north of the Royal Canal. A
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footway is provided along the southern side of the R148 and around the radius of the corner of the junction
with the L5041 before discontinuing southwards on the western side of the local road.

3.4 BaselVierha chrafrfi c FI] ows

To understand the level of existing traffic on the road network within the study area during the AM and PM
peak hours of 08:00-09:00 and 17:00-18:00, a review of the baseline data has been undertaken for the year
2019. A combination of survey data and models was used to inform the baseline assessment. The Model
Development Reports are included in Appendix A and B to this TIA.

Figure 3-10 and Figure 3-11 illustrate the modelled AM and PM peak hours baseline 2019 traffic flows in the
Ashtown area, while Figure 3-12 and Figure 3-13 illustrate the modelled AM and PM peak hours baseline 2019
traffic flows.

Castleknock Rd

AM Total Flows (PCU)
50

100

500

1000

Figure 3-10 Ashtown Area 2019 AM Peak Model 1 Total Traffic Flow

PM Total Flows (PCU)
50

— 100
= 500
B 1000

Figure 3-11  Ashtown Area 2019 PM Peak Model i Total Traffic Flow
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Figure 3-12 Blanchardstown Area 2019 AM Peak Model i Total Traffic Flow

.
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Figure 3-13 Blanchardstown Area 2019 PM Peak Model i Total Traffic Flow
The baseline traffic flows at the junctions and links along the proposed project are set out in in Appendix C.

It should be noted that 2019 traffic flows or earlier were utilised where possible due to being the last
representative time for traffic flows prior to the Covid 19 pandemic. During the pandemic car traffic was shown
to reduce by up to 75%, bus journeys by nearly 90% and the used of rail and Luas by more than 96%. The
flows therefore set out in in Appendix C are considered representative of the normal traffic flows at the junctions
within the study area.

It is important to understand the baseline traffic flows along the length of the rail line being developed to ensure
that the impact of changes to the line can be identified and where necessary mitigation implemented.

It should be noted that although traffic is the first mode of transport discussed within this chapter, it is not the
most important with considerable emphasis being placed on the use of more sustainable modes such as
walking, cycling and the public transport network to reduce the reliance on the private vehicle and the impact
on climate change.
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3.5 Exi stWahgi n®Cyaehidng

Access to the proposed development by foot and cycle is an important factor when ensuring that residents
living in the vicinity choose to take the train for the main part of their journey rather than choosing the private
vehicle due to its convenience. Excellent walking and cycling facilities encourage the use of a linked
sustainable mode trip and therefore to identify the level of existing facilities for walking and cycling, a review
has been carried out along the length of the proposed development. This also includes the identification of
the level of pedestrian and cyclist who are currently accessing the stations along the length of the proposed
development.

There are a number of existing pedestrian and cyclist facilities located within the vicinity of the Proposed
Development which links to the wider network and will encourage travel by foot and cycle. Large sections of
the rail line are highly accessible by walking and cycling through an extensive network therefore encouraging
trips to be made by modes other than the private car, therefore increasing patronage of the service. It should
be noted that the rail line for its most part follows closely the Royal Canal and the Royal Canal Greenway. The
towpaths are currently at different stages of completion between Dublin and Maynooth, however west of
Maynooth the Royal Canal extends for 130 km and is linking Maynooth to Cloondara in Co. Longford.

Pedestrian facilities are generally provided alongside the carriageways crossing the rail line and along
carriageways which lead tothe 6 at  gcrossidgs with the exception of those provided at Barberstown and

Blakestown. No pedestrian facilities are provided at Jacks
provided on the approaches to Clonsilla level crossing and no pedestrian facilities are provided at both

Coolmine and Clonsilla crossings, where pedestrians are required to cross alongside of vehicles on a narrow

road. Detail relating to the provision most likely to be impacted by the proposed development, at the level

crossing, is described within the highway section above. Further to this, the path alongside the Royal Canal

can continue to be utilised to access the stations provided along the length of the Maynooth line and parts of

the M3 Parkway line.

Pedestrian and Cyclists counts undertaken between November 2015 and February 2020 are set out in Table
3-1 below.

Table 3-1 Existing Pedestrian and Cycle Counts Along the Proposed Development
Zone Locati o Survey Mode Ty Directio AM Pei PM Pea
West boung 4 4 21
Sherriff 4
A/B Bridge 17/ 117 2 Cycl e East boun 31 41
Overall 75 6 2
Nort hboun 93 402
A/B Newc omen 17/ 117 2 Cycl e Sout hboun 810 68
Overall 903 470
Nort hboun 35 56
Summer hi 4
A/B Parade B 17/ 117 2 Cycl e Sout hboun 1214 17
Overall 159 73
Nort hboun 18 69
A/B Russell § 17/ 11/ 2 Cycl e Sout hboun 95 15
Overall 113 84
Binnés B Nort hboun 95 270
A/B Drumcondr| 06/ 02/ 2 Cycl e Sout hboun 303 114
Lower
Overall 398 384
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‘Zone‘ Locati o Survey Mode Ty Directio AM Pei¢ PM Pea
Nort hbour 118 142
Cross Gu .
A/B Bridge H 26/ 11/ 2 Cycl e Sout hboun 123 30
Overall 241 172
Nort hbourn 4 3
New Br i d 4
C Rat oat h 05/ 02/ 2 Cycl e Sout hboun 6 3
Overall 10 6
Nort hbourn 76 188
Pedest Sout hboun 327 78
Overall 403 266
c ASChtOW'? 05/ 02/ 3
rossin Nort hbourn 30 17
Cycl e Sout hboun 28 25
Overall 58 4 2
Nort hbour 395 255
Pedestrian
Sout hboun 103 81
(dour c
; Overall 498 336
C Eoo'rln'rée 05/ 02/ 4
eve r Nort hbourn 7 3
Cycl e Sout hboun 5 7
Overall 12 10
Nort hbour 34 13
Pedest Sout hboun 117 15
; Overall 151 28
c g's‘ge'B'? 05/ 02/ 3
ca ri Nort hbourn 14 19
Cycl e Sout hboun 45 10
Overall 59 29
Nort hbour 5 149
Pedestrian
Sout hboun 123 24
(dour c
Overall 128 173
c PLortelrs(t:o 2018
eve r Nort hbourn 1 41
Cycle
y Sout hboun 37 13
(dour c
Overall 38 54
Nort hbour 23 441
Pedestrian
Sout hboun 15 15
(dour c
c Clonsill 2018 Overall 38 456
Lev@riossi 05/ 02/ 7 Nort hboun 0 3
Cycl e Sout hboun 3 0
Overall 3 3
Nort hbour 0 0
R149 Bri A
D Hansfie 05/ 02/ % Cycl e Sout hboun 0 0
Overall 0 0
West bound 0 2
L2222 St 4
D Road Bri 05/ 02/ % Cycl e East boun 1 1
Overall 1 3
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Overall

Collins
(B3005)

05/ 02/

p

4

Nort hboun

Cycl e

Sout hboun

Overall

Bl akest ow
Crossin

05/ 02/

Nort hboun

Pedest

Sout hboun

Overall

Nort hboun

Cycl e

Sout hboun

Overall
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The results from counts illustrate that the busiest locations, in terms of cycle activity are bridges in Zones A
and B, which is to be expected given that these Zones are located within more urban areas and therefore have
a greater population surrounding them than those Zones to the west where the surrounding area is more rural
in nature. The level of cyclists at level crossings is highest at Ashtown and drops significantly on all other
locations, west of the M50. There is very low activity at both Barberstown and Blakestown level crossings,
which reflects the rural nature of both these sites and the low density of development in their vicinity. In relation
to pedestrian counts at each of the level crossings, both Barberstown and Blakestown show very low level of
usage, which is to be expected.

The GDA Cycle network plan from the NTA was used to identify existing cycle routes that are in the vicinity of
the DART+ West rail line. The GDA Cycle network plan shows all existing cycle routes across the following

areas:

=A =4 =4 4 -4 A -4

Dublin City Council (DCC).
Fingal County Council (FCC).
Meath County Council (MCC).
Kildare County Council (KCC).

South Dublin County Council (SDCC).
Dun Laoghaire Rathdown County Council (DLRCC).

Wicklow County Council (WCC).
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3.5.1 Dublin City Centre Area
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Figure 3-14 Existing Cycle Facility Provision in Dublin City Centre
Figure 3-14 shows that the Western rail line is crossed by cycle routes at three locations, Newcomen Bridge,

Binnds Bridge and Cheoegiging Gyule setwdk dortheces with three rail stations at
Docklands, Drumcondra, and Connolly.
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Figure 3-15 Existing Cycle Facility Provision in Dublin North West

Figure 3-15 shows that the western rail line is crossed by a cycle route at three locations, the Old Navan Rd
Bridge, the Castleknock Rd Bridge, and the Diswellstown Rd Bridge. The existing cycle network connects with
two rail stations, the Castleknock Station, and the Navan Rd Parkway Station.
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Figure 3-16 Existing Cycle Facility Provision in Kildare

Figure 3-16 shows that the DART+ West line is crossed by a cycle route at four locations, Louisa Bridge,
Collinstown Bridge, Mullen Bridge, and Bond Bridge. The existing cycle network connects with two DART

stations, Leixlip DART Station, and Maynooth DART Station.

There are no cycle routes that will be affected by the closure of the level crossings; however, some routes may

be affected by bridge modification works.

Below in Table 3-2 is a description of greenway and footways which run alongside the Royal Canal and within

the vicinity of the railway line and stations.

Table 3-2 Canal Greenways and Footpaths in the Vicinity of the Rail Line
Zone Stati. Foot ways/ Greenways/ Cycl eway:
Connol/T No greenways are currently located withi
Dockl a Clontarf to Connolly greenway is current
1T The Royal Canal footway commences to the
AB bank of thet € atnfaé rgliplewafyo oltiwiaey. conti nues
under Clarkebés Bridge, Clonliffe Bridge
Drumcolq From Binndéds Bridge the footway runs on b
west of the bridge ueamiwhiColospoiGutn st Be i fdd
continues along the northern bank of the
1T A footway along the northern bank of the
Br oomb station and continues to run west wunder
C Bridge.
Pellet‘ﬂAfootwayfrom Pell etstown station | inks
|l ocated to the south of the railway stat
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Zone‘ Stati: Footways/ Greenways/ Cycl eway:!

i rack runs along the northern extent 0
eastern extarkt § rofm Qrhe chemptoima it co

tinues to run west along the northern

o~
o=
> o~

—

way from Ashtown station |links to
bast aof way station.

o

t
Asht o
| eway commences to the west of the
t

he southern banks and continues t

o

Navan il
Par kwg

| eway runs along theoBowarnChaak W4
wn crossing in the east to Ol d Nava

7]
>

footway runs along the northern and so
Castl eknock Road.

foot way f r osnt aCtaisan elkinmokesk t o Laur el Lodg
k, |l ocated to the south of the rail wa

o |>>|o9> ">
(@]
<

—

Castl e

T >
)

T A footway runs adjacent to the rail way
Cool mi Way to the east and websbnpfc@opbl munegr f
i

I
u
Di swell st own Road up to Porterstown Brid

Clonsi No footways, greenways or cycleways are

Hansfi No footways, greenways or cycleways are

D Dunboy ycleway runs along Station Road near

M3 Par No footways, greenways or cwicdiemwiatyys afr et

= |=a |=a [=a -a
>
9)

oot way commences from the west of the
thern bank of the Royal Canal Way and
ther west towBriddgérist api ¢houi sa

Lei x|
Conf e

c O
- =

cess to the Leixlip (Louisa Bridge) st
i dge

track commences to east of Louisa
ich continues to run further north, t h
d continues to run east along than

E Bridge.

A

. b
Lei x|

Louis|T A

Bridg w

a

1T Footway bridge to the west of the Maynoo
Royal Canal Greenway.
o}

T Mull en f otbridge to the west of R406 Mu

Maynoo 1T A footway along thertbgah bamal connebeées
from Mull en BriThge fiomtwlhhg wesmmences sout
west, passes under Pike Bridge, Deey Bri
continues further eaestCaonnalt hoep pwoessitt eb alneki X
station.

3.6 Public Transport
3.6.1 Bus

There are a vast number of bus services located within reasonable walking distance ofthe 6 at  ¢nossidgs, 6
at the stations, and provided within the study area. These include the 66-service operated by Dublin Bus which
runs between Dublin City Centre and Maynooth and the 39 service which links the city centre with Ongar. Both
services operate on 30-minute frequency seven days a week. These services connect with the DART services
provided along the Maynooth line.

Where the study area covers Dublin city centre and the area surrounding Connolly Railway Station, the number
of services available extends significantly. There are approximately 50 bus stops within a 20-minute walk of
the station served by routes extending across Ireland. Further bus services will be available from the station
at Spencer Dock. Some of the stops located within the vicinity of the stations is shown on Figure 3-17.
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Figure 3-17 Bus stops in the Vicinity of Railway Stations

As the construction of the proposed development will impact on the bridges along the proposed development,
those services which could be impacted upon by the development have been identified and are set out in Table

3-3.
Table 3-3 Existing Bus Services Crossing the Rail Line

Structur Road Bridge Number of Curren
oB0O228 Sheriff Street 20
OoOBD227 Strdg€dnnolly steel 17
OBD226 Newcomen -Rr Sdtgand 17
e OoBD225 Cl ar ke 6 sSuwmnmedrghei | | 1
oBD223 Bi nnds -Brumdgaendr a R 34
o222 Cross Gun-Prbhrsipege 12
OBG5 Adjacent to Br oomt 1
(o} OBG1l1 Adj acent to Cast|l 1
OBG11C Di swell st own Road Br 1
OBCN286 Barnhill -Rd44®8rid 1
° OBCN290A Summer hi {U2 2R08a d 3
OBG114 Cope RaidR1BI9i ddei x| 1
OBG16 Louisa Bridge 4
° OBG16A CollinstowRAdA4Brid 3
OBG19 Mul | en -Btidffkean Rd 10
F oBG21 Bond B+Piadge n (Maryeaetd 1

This illustrates that for the majority of bridges which cross the rail line, only a small number of bus services
could be impacted on during construction or following the opening of the proposed development.
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The highest number of Brldge®n DrumcohdeaRoad Lower,avhere B4 busrdutes are
passing across this bridge over the rail line. Overall, a high number of bus routes are observed within zones
A & B, with much lower numbers in other zones, with the exception of Maynooth, where 10 bus routes are
passing over the rail line on Straffan Road. As seen in Table 3-4 below, there is only one current and one
future bus route that will be affected by the closure of the level crossings, the 239 GoAhead and L52 Bus
Connects respectively, both relating to the proposed closing of Clonsilla level crossing.

Table 3-4 Existing and Future Bus Routes Affected by the Closure of Level Crossings
Zon| Level Crossings Current Af fRoatte Future Affected
C Ashtown | evel No Routes No Routes
C Cool mine | eve No Routes No Routes
C Porterstown | e No Routes No Routes
C Clonsilla |ev 239 GoAhead L52 Bus Conne
E Barberstown | e No Routes No Routes
E Bl akestown | ey No Routes No Routes

A review of the existing and future bus routes affected by the bridge modification works has been identified
and set out in Table 3-5 below.

Table 3-5 Existing and Future Bus Routes Affected by Bridge Modification Works

Number Number
Road Bridges Af Currel Futur Ti me Period Bus

Construction Affect Affecte Af fected
Bus Ro! Rout es

80 weeks Total road closure and
traffic diverted along an alternative

A/B oBO22 Sheri ff Stree 20 19 route during the period of the
construction
Strdg€dnnol ly ste No road related ¢
AlB OBD22 bridge 17 15 (3 weeks bus ro
A/B oBD22 Newcomen -Rr Stdgan 17 15 No road related d
A/B OBD22|Cl ar ke dsSwBmmedrghei | 1 1 No road related d
A/B oBD22 Clonlifflomeas'dg 0 0 No road related d
AB | oBp22| Binnos-Brumdgendr 34 32 No road related (
Lower
A/B OoBD22 Cross Guns Br 12 9 No road related d

15 weeks of tota

C OBG5 Adj acent to Broo 1 2 19 weeks of part
with one open

9 weeksrofadt et @ls |
C OoOBG9 Ol d Navan Road 0 0 weeks of partial
one open | an

15 weeks of tota

C OBG1l1 Adj acent to Cast 1 2 19 weeks of part
with one open

15 weetkost aolf road
E OBG114 Cope RaidR1BIr9i d 1 1 19 weeks of part
with one open

9 weeks of total

E OBG16 Louisa Bridg 4 4 weeks of partial
one open | an
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The future bus routes column in Table 3-6 refers to the Bus Connects plan that is due to replace the current
Dublin Bus network. There are 16 core, high frequency bus routes proposed for Dublin shown in Figure 3-18
below. Many of these routes cross the DART+ West rail line. It can be seen from Table 3-4 above that only
one future bus route, the L25 BusConnects, will be affected by the level crossing closures. However, a number
of routes may be affected by construction works taking place at the bridges listed in Table 3-5 above. A full
list of all current and future bus routes affected by bridge modification works can be found in Appendix D.

BusConnects |TM
mmmm BusConnests Core Bus Corridors m
— Motorw sy
e National Primany

Figure 3-18 Proposed High Frequency Bus Connects Plan
3.6.2 Rai I

The existing rail line within the extents of the proposed development consists of links between Connolly /
Spencer Dock stations in Dublin City centre with Maynooth, in County Kildare and M3 Parkway, in County
Meath. The M3 Parkway station is the branch line terminus, whilst Maynooth is located on the mainline. There
are 16 stations located along the length of the proposed development with connections to the Luas Red line
from Connolly station and Luas Green line from the Broombridge station. This ensures that the proposed
development enables patrons to be able to make journeys to locations outside of the study area without the
use of the private car.

Each of the stations along the line have been reviewed in terms of the facilities which they provide for

passengers along with parking provision for both cars and cycles. The results of the review are set out in
Table 3-6 below.
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Station Review Summary

Facilities

Rail

frequency

(ave.
workday)

Car
Parking
Provision

Cycle
Parking
Provision

14, 15 Located in Dub
j 27TA, 2 Credit card fa
Stop 13 27X, 2 T1oj ]| eFiRefWieshm
Stop 4128": Ticket vending
(circa. 126 1 smart card e
Stop 1 ! ; 337 On St | 120
Connol . 126D26 Ramps and [|ift ) .
circa. Traing Parki space
( 126X, St afMernday toiS .
(St_op 8§ 132, 1 05 1050 3 0
circa. 42 43 ;
) ! S u n diaOy7 G000 3 O
Stop 1] 151, 6 . 0y .
(circal| H2, H3 BooqugM@ﬁﬁaye
33, 41 Saturfi®ég10900
A/B 41C, 4 S u n dia0y8 3109 0 O
Located 10 min
cicgntre
Dockla(Sctiorloca6 151 Ticket vending 12 Ncs)??e Ncs”i”:e
: smart card e
Unmanned
1, 11, Ticket vending
smart card e
St o 16, 33
P St e free acces
(circa. 41B, 4 b None None
Dr umc o 41D, 4 to both plat 97 site site
(f}:’ga 40B, 4 BookingMohtiaye
1103, 1 S u n diady7 6203 3 0
111X 1 public HO® 620100
Stop 4 Ticket vending Non e None
smacdard enabl ed
Broombr(circa. 40E, 1 50 site site
Step free ac
St 4 Ticket vending N
Pel l et OP 120 |smart card enab 48 one | Avail
(circa. site
Step free ac
120, 3 Ticket vending
Stop 2 38A, 3 smart card e
(circa. 39, 3 Step free accsg None .
Ashtoy Stop 1 39X, 1 provided to p 48 site Avail
(circa. 70D, 1 BookingMOhHayge
1098B Fri @ 310600
C 38 3 ¢ Ticket vending
Nav&ma|{ Stop 7 ; ] smart card e 103 ]
i ; 388B, 48 15 spi
Parkwg (circa 39 A Step free acce space
' platfor ms
Ticket vending
smart card e
St.op 1 Step free ac
(circa. None .
Castl el 38, 70| St afMemdday tois$S 48 - Avai l
Stop 1 si te
. 06062330
(circa, ) .
Booki ngMO@hfiage
Fri dag 310300
Stop 4 Ticket vending 196
i smartenabbed F
COOlm'(circa. 37 48 spacelg sp
Step free ac
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Rail
I Facilities T ROCTIE

Service (ave.
workday)

Car Cycle
Parking Parking
Provision Provision

Zone Station Bus Stop

St afMermdday t b ¥
06 310030
Wednesday &i IThai(
1830
Ticket vending
smart card e
|l Stop 1 Step free acces None |
Clons'(circa. 39, 2 lifts 59 site 19 spid
Booki ngMoriday et ¢
i06010400
Ticket vending
smart card e Nosni'?eon
.| Sto 7 St e free acces
Hansf i (cirpca.sg’ 39 P % 21 60 spd 30 spa
. . on
Booki ngMoriday et ¢ roads
06310500
Ticket vending 300
smart card e spaces
Dunboy (SctiorpcaB 185 7; Step free ac 1 20 3k pac
’ StafMemday tb | disabled
D 060104 30 spaces
Located at the
junction
No bus Ticket vending
within smart card e
M3 Parl| wal kil No ser| Step free acces| 21 G200 130 spd
vicinit St afMemdday tb P
stati 06010430
Saturn&a&ww700
S u n dia0y9 3107 0 0
Located to the
adjacent to t
Fr eNgF i
Ticket vending 29 spaces
Leixl| Stop 3 66A, 6 smart card e 37 P 6 sbpa
Confel|(circa. 139 Step free acces 1csjlsg<l:)¢|aed p
Ramp provided
serving city
Booking of f:Momrd
to FiD6A&1H300
. . 309
D . | Iéc():;:_sted.fll(ve mi spaces
ei x , ticket ve .
Loui s (Sctiorpca?’GG, 6 6 and smart car 41 33'2%2'5(1 16 spié
Bridg Ramp and | i ft SEV
pl atfor ms spaces
Stop 17 Located five mi
(circa. 22, 23 centre. 292
Stop 3 706 Fr eeF Wi spaces
Maynoo . ' 58 15 spé¢
Y (circa. 66E, 6 Ticket vending 5 disabled P
Stop 6 67 smart card e spaces
(circa. Step free accesg
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The M3 Parkway station is the branch line terminus, whilst Maynooth is located on the mainline. There are 16
stations located along the length of the proposed development with connections to the Luas Red line from
Connolly station and Luas Green line from the Broombridge station. This ensures that the proposed
development enables patrons to be able to make journeys to locations outside of the study area without the
use of the private car.

Trains operate approximately every 12 minutes between Dublin city centre and Maynooth with journeys taking
approximately 40 minutes from Connolly station. There are some direct trains between Docklands station and
M3 Parkway, where at least two trains per hour operate in the peak periods. In the off-peak there is a shuttle
service between Clonsilla, and M3 Parkway and passengers are required to change to Maynooth-Connolly
services. Journey time for the shuttle service between Clonsilla and M3 Parkway is approximately 13 minutes.
Journey time between Clonsilla and Dublin Connolly is approximately 30 minutes.

There are a number of stations which provide no car or cycle parking for patrons. These are the Docklands,
Drumcondra, Broombridge stations where the passengers using these services are expected to utilise other
modes such as bus / Luas and foot to travel to and from the stations. Larger car parks are provided at stations
located near the western end of the proposed development. These are Navan Road Parkway, Coolmine,
Dunboyne, M3 Parkway, Leixlip Louisa Bridge and Maynooth station which are anticipated to capture those
travelling from outside of the study area and reduce the number of vehicles making the journey into Dublin city
centre.

The train services provide a good level of service between Maynooth and the Dublin city centre encouraging
trips to be made by an alternative mode to the private car.

As the proposed development will result in the closure of the existing 6 at  deaved @tossings reference has
been made to the data available from the larnréd Eireann CCTV Analysis from 22" March 2019. Table 3-7
and Table 3-8 set out number of trains passing the crossings along the route during the AM and PM peak
hours of 08:00-09:00 and 17:00-18:00, the number of closures during the peaks, the total time close and the
average closure.

Table 3-7 AM Railway Stats for the Level Crossings 1 08:001 09:00
Level Crossing ngé;rsrﬁigs Clol\sIcL)J'res Total Closure Time Average Time per Closure
Ashtown 13 6 00:36: 42 00:06:07
Coolmine 12 9 00: 41: 35 00: 04: 37
Porterstown 12 7 00:32: 46 00:04: 41
Clonsilla 12 7 00: 30:58 00: 04: 25
Barberstown 9 6 00: 26: 03 00: 04: 21
Blakestown 7 5 00: 23: 48 00: 04: 46
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Table 3-8 PM Railway Stats for the Level Crossings i 17:007 18:00
. No. Trains No. . .
Level Crossing Passing Closures Total Closure Time Average Time per Closure
Ashtown 11 6 00:36:32 00:06:05
Coolmine 11 7 00:34:14 00:04:53
Porterstown 10 6 00:19:57 00:03:20

Clonsilla 10 4 00:26:30 00:06:38
Barberstown 7 6 00:20:37 00:03:26
Blakestown 7 6 00:21:54 00:03:39

These illustrate that over the course of an hour the crossings are already closed for significant periods of time
with those closest to Dublin City Centre closed for over 30 minutes per hour. This has a significant impact on
travel for all modes at these locations, including increased journey times on the highway network resulting in
localised congestion.

As the proposed project is set to increase the number of trains up to 30 per hour, it is evident that the above
stated level crossings will not be able to work efficiently alongside the proposed changes and therefore operate
as crossing points for pedestrians, cyclists, and motorists.

As part of the proposed project, the above level crossings between the City Centre and Maynooth will be
permanently closed. To sustain a sufficient level of service and access along the road network at the specified
locations various improvements and changes have been proposed, details of those can be found in chapter 4
of this report.

3.6.3 Park and Ride

There are a number of stations which provide no car or cycle parking for patrons. These are at the Docklands,
Drumcondra and Broombridge stations where the passengers using these services are expected to utilise
other modes such as bus / LUAS and foot to travel to and from the stations. At Broombridge LUAS stop there
are limited car and cycle parking facilities that also serve the adjoining railway station. Car parks are provided
at seven of the sixteen stations located near the western end of the proposed development. These are Navan
Road Parkway, Coolmine, Dunboyne, M3 Parkway, Leixlip Louisa Bridge and Maynooth stations Detail relating
to the parking utilisation levels is set out in Section 6.7 which discuss the potential construction impact.

Although all car parks at stations can be defined as Park and Rides, there are two large Park and Ride sites,

which enhance the ability for users of the rail line to travel from wider areas and use the rail line rather drive to

their end location. There are currently two Park and Rides along the length of the line at M3 Parkway and

Navan Road. A total of 1,200 spaces are provided at M3 Parkway and 102 parking spaces at Navan Road.

The NTA 6Park and Ride Strategy: Grsgestetnatthene bould bearAr ea 6 ,
expansion in the number of spaces at Navan Road to provide a total of 400 spaces and this will be provided

in parallel to the Dart+ West Programme.

A further Park and Ride is being considered as part of the DART+ Programme as set out within the NTA Park
and Ride Strategy: Greater Dublin Area document. For the DART+ West line, the locations being considered
are Collinstown and the Maynooth depot. The proposal could see up 1,000 spaces provided, with 500 in the
initial phase. The provision of Park and Ride facilities along the line would enable those travelling from outside
of the Greater Dublin Area to travel by a more sustainable mode of transport upon reaching the outskirts of the
city whilst also reducing the number of vehicles travelling within the Greater Dublin Area and alleviating
congestion.
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3.7 Personal |l njury Accident Data Review

This section provides a review of the accident data obtained from the RSA website. The data provided on the
RSA website is only available between the 2005- and 2016-year period and therefore the five-year period
between 2011 and 2016 has been reviewed. This represents the most recently available five-year data. The
data for the years identified was obtained using the options on the website.

Table3-9bel ow sets out the number of accidents at each of
by classification of their severity, i.e., minor, serious, and fatal. Most of the accidents were minor, and there

were no fatal accidents at any of t he Thegunhctiogsrwithdtieed cr o0 s
hi ghest number of accidents were Prospect Road Bridge

Table 3-9 Road Safety

Accident Severity

Level / Bridge Crossing

SEIVES

~
o
o
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ClonBi f 6 ge

Binnéds Bridg

Broombridge B
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R102 Road
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M50 Roundabout /
Ol d Navan Ro:

Castleknock B

Cool ndrnoes si ng

Porterstown Cin

Barnhil |l Br i

Dunboyne Brig

Bar berstown Cr

Collins Brid

Cope Rail Bri
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Bl akest own CrBorsisdi
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From the data available for the @ t g rcrassiegéand immediate vicinity, no highway safety issues were
identified at these locations.

In addition to the information available from the RSA website, data on incidents has been provided by larnréd

Eireann at level crossings that are proposed to be closed / amended as part of the DART+ West Project. The
data provided is summarised in Table 3-10 below.
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Table 3-10 Level Crossing Safety

Level / Bridge Number of

Zone Crossing TS Type of Incidence Pattern
None.
Cyclist near miss (1) I nci darwvtes had | ittle i mpad
Ashtow . Asht own bet ween T2hOelr5e faonrd
Cc ; 3 Vehicle col : )
Crossi barrier/dri benefit of removidong thbet b
in traffecmesi avéehtd s be mini
using the crossing an
Vehicle collision with
barrier/drivesonline (9) | At t hi's | ocat iionnci gtehnet smeejd
Weather (2) and 2020, involved hvehiec I
_ Pedestrian near miss or_crossing through when
c Cool mi 51 ) This suggests that there
Crossi signals or an issue wit
Trespass (5) Removal of this crossing
Pedestrian interference trains thr ougrhe f®oroel nmienseu,
2 i mproved service.
Ot her (1
A significant number of incidents have occurred at
Porterstown, with the majority involving pedestrians,
with trespass and interference in the operation of the
Cyclist near miss (1) barriers and crossing being the type of incident which
Vehicle collision with occurred the most frequently.
barrier/drives online (5) This route provides a key pedestrian desire line
Pedestrian near miss between the St Mo ¢ h tFeothal Club and the Scoll
c Porters 43 @A) Choim Community National School located to the south
Crossi Trespass (18) of the railway line with the residential areas to the north.
.p. The closures asi mcirdeesmelldy
Pedestrian interference have a significant i mpad
(15) services along this secti
Ot her (1 significant benefit to t
relation to the closure o
it safe butabriddugi fprt tped
the Iine and interfer
None.
Il nci dawtes had | ittle i mpag
Clonsi Clonsilla bet we eTnh e2rOelf5o raf
C : 1 Trespass . .
Crossi P benefit of r emawieng ot hehec
trafhitermsi avéhtls be mini
using the crossing an
At this | ocatiionnci gtehbee smeeje
and 2020, involved vehicl
Vehicle collisionwith | OF ¢rossing through when
E BarSED_w 6 barrier/drives online (5) Thl_s suggests th_at ther_e
Crossi . . signals or an issue wit
Barrier 1S Removal of wbhusdci mpsoneg
trains through Barber st o}
i mproved service.
_ _ None.
Bl akest Cyc!lstnear.r?’uss(.l) Il nci dawtes had | ittle i mpag
E Cross.i 3 Vehicle collision with Bl akest own betweefih@OdfBon
(Deey B barrier/drivesonline (1) [ benef it of r emawieng ot henec
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The number of incidents which has occurred at those locations where the level crossings will be closed and
replaced with an alternative facility will see a minimal to significant beneficial impact on both safety of those
crossing and the trains on the line as well as reducing the impact on delays to services created by incidents.
These closures will also improve the ability for traffic to move around the local highway network, especially at
Porterstown, where the barriers are closed as a result of predominately pedestrian issues.
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4. PROPOSED DEVELOPMENT

4.1 l ntroducti on

This section provides a description of the proposed development including information about scheme need,
design evolution and parameters adopted.

4.2 Scheme PropPpwesrvisew

The proposed development is looking to modernise and optimise the existing railway line between Connolly
and Spencer Dock with Maynooth and M3 Parkway through the electrification and re-signalling of the entire
route along the 13 stations. The proposed improvements are set to increase the capacity of the line from 4,500
passenger per hour (per direction, data 2019) to 13,750 passengers per hour (per each direction) by 2025.

The key infrastructural elements of the DART+ West project includes:

T El ectri fi esdnglolni nmaghdofr et he Maynooth and M3 Par kway |

l engt h)

f Capacity enhancements at Connolly Station (to incl
facilitate increased t.rain and passenger numbers

T Construction of Docrkevwtlpgermme which wildl better ser
i mprove interchange with the Luas and support sust

T Closure of si xAslhevoew@omor ond mieng Pofrterstown, Clonsild]l
Bl akesamdvnpr o¥i siepn acement acrceeassd Hrifdogeds raircd u/r eo r(
and cycl e bridgdlehse,r easi sr enqouirreepd)a.cement access infra
Bl akestown l.evel crossing

T Construction of a new DART depdti tfad @i Itihtey mae sitt emfan
parking (stabling) of trains

T Interventions at existing bridges along the rail I
overhead electrification equi pment. ( Imotde rf vi ecratt ii omss
and/ or a combination of bot h)

f Construction of substations, el ectrical buil dings,
to accommodate the project.

The proposed development of the DART+ West is set to be split over six zones. For the purpose of describing
the project, general linear works, that are applicable to the existing rail network are described with the route
then divided into sections, describing the project in an east west direction in the following sections, as follows:

421 City Centre Enhancements

1 Zone A1 Connolly Station to Glasnevin (Glasnevin Junction) on Great Southern and Western
Railway (GSWR) Line i Phoenix Park Tunnel and Cabra Compound.

1  Zone B Spencer Dock Station to Phibsborough/ Glasnevin (Glasnevin Junction) on Midland Great
Western Railway (MGWR) Line.



[HARODIDOM

€: Projects

Legend

O Existing Station

@ Metrolink Interchange

© Relocated Existing Station
= Zone A
—— Zone B
~——Zone C

Giudils. Esil, HERE, Gami

(€} OpenSireatMap contitulors, amllhe GIS user commusily

Figure 4-1

Zone A and B of the Development

Zone A extends westwards from Dublin City Centre at Connolly Station to Phibsborough / Glasnevin

(Glasnevin Junction) on the GSWR railway line.

Zone B extends westwards along the MGWR line from the proposed Spencer Dock Station to Phibsborough/

Glasnevin (Glasnevin Junction).

Zone C - Phibsborough/ Glasnevin (Glasnevin Junction) to Clonsilla Station (Clonsilla Junction)
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Figure 4-2 Zone C of the Development
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Zone C continues along the MGWR line from Phibsborough/ Glasnevin (Glasnevin Junction) to Clonsilla
Station (Clonsilla Junction).

Zone D - Clonsilla Station (Clonsilla Junction) to M3 Parkway Station (M3 Parkway Terminus)
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—— Zone C
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Figure 4-3 Zone D of the Development
Zone D continues from Clonsilla Station (Clonsilla Junction) to M3 Parkway Station.

4.2.2 Clonsilla JunctDepoto Maynooth

1 Zone Ei Clonsilla Station (Clonsilla Junction) to Maynooth Station.
1 Zone F i Maynooth Station to Maynooth Depot.

N

A

S
S
&
2

V\X

Legend
O Existing Station ~—— Zone C
X Level Crossing (to be closed) ~ Zone D
—— Zone E M4
Zone F - e f iy 3 s ? ‘;km
Figure 4-4 Zone E of the Development

EIAR Volume 4 Appendix A6.2 Traffic Impact Assessment Page 46



DART+
West

< >

[ARODIDOM

€: Projects

N
|
Depot R148
<
S
M4 R408 5\‘9
S
Legend
O Existing Station —— Zone E
B Depot Zone F . 2 _{1 Ji
Figure 4-5 Zone F of the Development

Zone E extends from Clonsilla Station/Junction to Maynooth Station, and Zone F; Maynooth Station including

offline double tracks to the proposed Maynooth depot.

All the zones within the scheme are presented below in Figure 4-6.
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Works in this section will include:

1 Modifications in Connolly station.
1 Parapet heightening in OBO14 footbridge.
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Parapet heightening in OBO12 footbridge.

Track lowering and parapets heightening below OBO11.
Construction of a new traction substation at Glasnevin.
SET installation.

= =a =4 =4

Note no infrastructure works required between the Loop Line Bridge and Connolly Station.
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Figure 4-7 Scheme of the DART+ West interventions in Zone A

Connolly Station is one of the main railway stations in Dublin and the focal point for the larnréd Eireann
network. Due to the number of trains converging on the station the management and movement of trains into
a limited number of platforms is complex. Also, the rail capacity is constrained and requires upgrade to meet
future passenger demands.

This project is seeking to modify and upgrade track layouts at Connolly Station, within the existing railway
viaduct boundary, to improve the efficiency and increase the capacity. The proposed upgrades include:

9 Track reconfiguration immediately to the north of Connolly Station.
1 Platform upgrades and any other station improvement to facilitate increased passenger throughout.

With regards to Connolly Station a new entrance extending to Preston Street will be required to facilitate the
additional passenger capacities. This will include extensive redevelopment and refurbishment of Connolly
Station vaults. An additional 70 cycle parking spaces will be provided at the station in addition to the 138
existing spaces.

In addition, track lowering, and parapet heightening will take place along the length of line in this zone to assist
in accommodating the additional rail capacity provided by the development.

A new substation will be provided at Glasnevin with access provided from the road which bounds the site to
the west.

4.3.2 Zone-Spencer Dock Station to Glasnevin Junction

Works in Zone B around Spencer Dock Area include:

1 New Spencer Dock Station.

OBD228 Sheriff Street Bridge Reconstruction.

Access ramp into Docklandsdé compound
New slab track configuration at Spencer Dock-Docklands-East Wall area.

Track lowering and structural intervention at OBO36 Ossory Road Bridge.
Parapet heightening at OBO36 Ossory Road Bridge.

General track lowering along the MGWR line.

SET installation.
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Figure 4-8 Scheme of the DART+ West interventions in Zone B

In Zone B, a new station at Spencer Dock will be constructed with the station's platforms aligned to the 2014
North Lotts and Grand Canal Dock Planning Scheme gridlines. The platforms need to be pushed south to
ensure that an acceptable track alignment is achieved on the immediate approach to the station.

The only feasible way to move the platforms southwards is by lowering the top of the rail level so the tracks
can pass under Sheriff Street Upper overbridge and t he
Overhead Line Equipment (OHLE) clearance. Changes to the vertical and horizontal existing track alignment
are required to connect Spencer Dock Station platforms and the GSWR & MGWR lines. In addition, 120 cycle

parking spaces will be provided.

Next to the station, an access ramp will be erected in the proposed permanent compound in Docklands, which
will grant access to that compound. This section will also include constructing one power sub-station and
auxiliary electrical, signalling and telecommunication buildings in the vicinity of Spencer Dock and Connolly.
The traction substation will be positioned northeast of the existing Docklands Station and car park, near the

railway junction.

As the line continues west through the zone from the station, lowering will be required along with parapet
heightening.

4.3.3 Zone-GCasnevin Junction to Clonsilla Junction

Works in this section will include:

OBG4A, OBG6B, OBG6C, OBG11A, OBG11C, OBG12 and OBG12C Parapet heightening.
OBG6D, OBG6C and OBG7A track lowering.

OBG5 and OBG11 Arch deck reconstruction.

OBG9 flat deck bridge modification.

Ashtown, Coolmine and Castleknock substations.

Level crossing closures in Porterstown, Clonsilla, Ashtown and Coolmine.

Ashtown and Coolmine stations.

Navan road compound.

Clonsilla siding.
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Figure 4-9 Scheme of the DART+ West interventions in Zone C

In the Ashtown area, the existing Ashtown level crossing will be closed and replaced with a new pedestrian
footbridge, with lifts to provide impaired mobility access between platforms at Ashtown station. Road
replacement infrastructure consisting of an underpass is proposed to provide access to vehicular and non-
vehicular road users. In addition, a traction substation is proposed at Ashtown station. An access route from
the substation will be established to connect to Martin Savage Park.

Ashtown level crossing (grade crossing on Ashtown Road single carriageway, subject to high traffic flows) will
be realigned along the route of Mill Lane. The existing Ashtown Road will become a cul-de-sac on both the
northern and southern side of the rail line.

On the southern side, road users (pedestrians, cyclists, and vehicles) wishing to access Ashtown Station will
be provided with an upgraded roadway via a junction off the realigned access to Martin Savage Park. A mini
roundabout will be provided on the western side of the station to facilitate vehicle turn around. A set down
area will be provided to allow vehicles and coaches to drop passengers without impeding the roadway.

On the northern side, a mini roundabout is to be provided to allow vehicles that entered Rathbourne Village to
safely turn back north and drop passengers at the northern side of the rail line. The residential property on the
northern bank of the canal is to be accessed off the mini roundabout. The mini roundabout and adjacent areas
will be finished in the same material as the existing Rathbourne Village public realm palette of materials.
Additional cycle spaces will be provided at the station with 36 spaces.

After Navan Road Parkway Station, parapet heightening, and track lowering will occur to assist in enabling the
electrification of the railway to occur without impacting on other modes using structures crossing the rail line.

Two new substations, one just opposite of Castleknock Station and another in proximity (to the east) to
Coolmine station are to be constructed.

Coolmine level crossing (grade crossing on Coolmine Road, subject to high traffic flows) on the northern side
of the level crossing, the Coolmine Road will become a cul-de-sac. A mini roundabout will be provided to allow
vehicles to turn back, with an arm off the roundabout providing access to Sheepmoor Lane. A set down area
will be provided immediately north of the mini roundabout to allow vehicles to stop and drop of passengers
without impeding general traffic. The area between the mini roundabout and canal bridge will be paved and
be provided as a pedestrian area with occasional vehicular access required for maintenance of the bridges,
Royal Canal, and rail line.

On the southern side, following completion of the works the Carpenterstown Road will become a cul-de-sac.
The level crossing will be gated to secure the rail line from unauthorised access while allowing maintenance
access to the rail line. The layout of the existing train station car park is to be altered to accommodate the new
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shared pedestrian and cyclist overbridge. It is anticipated that the access and egress to the car park will
operate its existing regime.

Traffic analysis has been undertaken by ROD as part of the design work for these proposals to identify the
junctions that will require upgrading to cater for increased traffic into the future, these include:

1 Diswellstown Road junction - Upgrade existing four-arm signalised Diswellstown junction and the link
road between the junction and the existing roundabout the east Facilities for pedestrians and cyclists
will be provided.

1 Coolmine Road junction - Junction form to change from a roundabout to a four-arm signalised
junction with pedestrian, cyclist and bus facilities provided.

1 Porterstown Road Junction - Upgrade the northern and eastern arms of the existing signalised three
arm junction along with provision for facilities for pedestrians and cyclists.

9 Castleknock Road Junction - Upgrade existing signalised four-armed junction and approach road
with pedestrian and cycle facilities.

Porterstown Road level crossing (grade crossing on Porterstown Road, subject to low traffic flows) On the
northern side of the level crossing, following completion of the works the Porterstown Road will become a cul-
de-sac. A mini roundabout will be provided to allow vehicles to turn back north. On the western side of the
roundabout, an arm will be provided to allow access to the Old Schoolhouse lands which is subject to a ABP
SHD proposal. On the eastern side of the roundabout, the existing access to a private residence will be alter
and new access provided off the roundabout. A new 1.8-metre-wide footway will be provided along the eastern
side of the roadway and uncontrolled crossing provided on the southern side of The Village housing estate.

On the southern side of the level crossing, following completion of the works the Porterstown Road will become
a no through route. The area immediately south of the level crossing, around the entrance to the overbridge
steps and ramp to the overbridge will be paved.

The proposed works at Clonsilla involve the construction of a new cycle/foot bridge over Clonsilla level crossing
to facilitate access over the railway and canal. The provision of the new bridge will facilitate the closure of the
level crossing but would require diversion of traffic to surrounding crossings of the railway. No improvements
to the surrounding road network are proposed. Localised reconfiguration of the carriageway in the vicinity of
the level crossing will be required to facilitate the proposed overbridge and provide adequate turning facilities
for vehicles. On the northern side of the level crossing, the proposed overbridge approach ramps are
positioned over the existing footway along L3015 Hansfield Road at the location of an existing bus stop and to
the south of the Royal Canal Greenway. Off road cycle tracks are currently provided to the east and west of
the bus stop, with cyclist transferred onto the road through the junction and past the bus stop. To provide a
buffer between the overbridge parapet and stopping buses, the off-road segregated cycle track and footpath
will be extended across Clonsilla Road and join the existing cycle track further west. An island bus stop, in
accordance with NTA guidance, will be provided. The existing bus stop on the north side of the road will also
become an island bus stop. The pedestrian crossing will be upgraded to a Toucan Crossing to facilitate cyclist
movements at the junction. The existing tow path is to be realigned and a shared ramp provided from the tow
path to the footpath on the north side of the canal bridge.

On the southern side, a mini roundabout and drop off spaces will be provided to facilitate passenger drop offs
at the station and vehicle turn around. The entrance to Beech Park Allotments will be altered to accommodate
the revised carriageway layout. The proposed layout is illustrated in Figure 4-10.
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Figure 4-10 Clonsilla Level Crossing Proposed Layout
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Works in this section will include:

1 Substations at Hansfield, Dunboyne and M3 Parkway.
1 Track lowering and parapet heightening.
1 Sidings at M3 Parkway.
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Figure 4-11  Scheme of the DART+ West Interventions in Zone D

Zone D will include the construction of a power sub-station in vicinity of Hansfield station. The station will be
modified with the aim of improving the connection between platforms by means of a new pedestrian bridge. It
will be necessary to create a pedestrian and vehicular access route from the substation to Barberstown Lane
North. A new three metre wide and 175-metre-long access road is needed for the substation access and will
connect to an existing road and later into Barberstown Lane North.
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New substations are proposed to be built in the vicinities of both Dunboyne Station and M3 Parkway Station.
The substation at Dunboyne Station will be accessed via the main access to the train station from the L2228.
Two parking spaces will be provided for servicing the substation. The substation at M3 Parkway Station will
be accessed through the existing access in the station and parking area, but a separate connection will be
needed for providing the substation with parking spaces. The only clash in this area is with a bike locker which
could be moved. The existing bus stop has been maintained and bike lockers, but the access quality will not
be as good as it is how, as there is limited space for walkways.

4.3.5 ZoneiCHonsill éCpasumatpi @anMaynooth Station

Works in this section will include:

1 Changes to the level crossings at Barberstown and Blakestown.
1 Track lowering, parapet heightening and bridge reconstruction.
I Substations at Leixlip Confey and Blakestown.

mmmm  EXxisting infrastructure
mmmm DART+ West design

Os'}s:*:z“‘:zzllllli-:1:-;-“::):-";:T::::I[I:Orzmr :’-Ol“lﬁ’szillll:t:*fﬂ.:rf:;:j}ir—
< ~ Mo =) o™ o 5 [« ] — N ) A @ (]
5 3 ® ) S5 @ 2 e @ g @ 39 0
< =~ @ -3 o = 0 = - s @ ~ @ ® o
3 — b ° ) =5 o = — b % 2.
0 o o - =0 o © < » o w = 2 -
0 s o 3 o n B v > 3 a @ o
= b s m O I 0 b > a oa 8 .
; : 5 “ % - 2z . : &
= @®_ v = 5 8 b O < =
=, 5 g_ o =3 8 @ 3 =
= < o < a 5 = s o
o 3 e E : > S <
= | o - = = . o o o

] -3 - ° o 8 @ —_—
o L = 3 S T
x 3 & )
¢ 5 - §
o = o
2 Q 2
& - @

Figure 4-12 Scheme of the DART+ West interventions in Zone E

The existing Barberstown level crossing will be permanently closed. A vehicular and pedestrian bridge is
proposed south of the existing Barberstown level crossing to transit over the railway line and the Royal Canal.
It will connect with the Ongar Road Distributor Road proposed as part of the Barnhill Local Area Plan 2017 -
2023.

Barberstown level crossing is approximately 1.2 kilometres from Clonsilla Station. The Dublin to Maynooth
railway line crosses Milestown Road, which is a local road linking the R121 Kellystown Road and R149 Barnhill
Road. The crossing is immediately adjacent to the Royal Canal, which is spanned by Packenham Bridge, a
protected structure. The crossing, currently under CCTV control, is situated in a rural setting and is lightly
trafficked. Although lightly trafficked, closure of the crossing to vehicular traffic would result in a detour of
approximately eight kilometres.

The proposed works at Barberstown Level Crossing include the construction of a new road bridge with
pedestrian and cycle facilities which crosses the Dublin to Sligo railway and the Royal canal approximately
200 metres west of the existing level crossing. The proposals include for the construction of approach roads
on raised embankment which tie into the proposed Barnhill to Ongar Road scheme to the north and to the
existing road network south of the railway as shown on Figure 4-13.
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Figure 4-13 Barberstown level Crossing Proposed Layout

Parapet heightening, track lowering and changes to two bridge structures will occur along the line to assist in
enabling the electrification of the railway to occur without impacting on other modes using structures crossing
the rail line.

The substation at Leixlip Confey will be provided within the existing parking area with replacement parking, 19
spaces, provided to the west of the substation resulting a in no net loss of spaces.

At Blakestown, it will be necessary to create access to the substation from the existing road. The access road
will be three metres wide in average and will have a length of 22 metres. Besides the substation access road,
four parking spaces will have to be provided inside the substation boundary.

4.3.6 ZoneiMaymo h Station Depdtaynooth

Works in this section include:

==

Modifications to the Maynooth Station.

Construction of the new Maynooth Substation.
Modifications to the existing siding at Maynooth Station.
Track doubling from Maynooth Station to the new Depot.
Construction of the new structures.

Construction of the new Depot Access Road.
Construction of the new Depot.

SET installation.

Railway Fencing installation.

=A =4 =4 4 -4 4 -8 -4
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Figure 4-14  Scheme of the DART+ West interventions in Zone F

The rail line to the west of Maynooth Station will be increased to a twin-track for trains travelling from the station
to the new Depot reducing the impact of these trains on the other passenger services occurring over the course
of the day.

This zone includes the construction of approximately 1,500 m of new alignment offline
from Maynooth (i.e., to the south), avoiding the clearance issue at the bridge and avoiding direct negative

impacts to Jackson's Bridge, a protected structure. Due to the new track alignment, it is proposed that the

L5041 local road is diverted through the new OBG23A that also serves as access to the Depot. The
construction of new structures across Lyreen River (UBG 22C and UBG 22A) are also proposed, which allows

a crossing over a stream and a pedestrian and cycle underpass. Finally, the project requires the construction

of a new maintenance Depot connected to the Maynooth railway line between Kilcock and Maynooth. The

Depot will be used as a stabling location for the trains and for maintenance.

Maynooth Substation is proposed with the car parking area of Maynooth station at the south of the railway,
opposite the canal and near R406. This location clashes with an existing footbridge that compensates for the
unevenness between the road bridge in the R406 and the access road. The access road to the station will
have to be modified entirely at the substation location and the footway.

The existing road access will be displaced towards the south, while the pedestrian ramp will be reconstructed
and diverted behind the substation, granting people with impaired mobility access to the station. 9 parking
areas will be impacted, as 3 of them will be reserved for ESB staff. No disability spot is impacted. The
pedestrian walkway will be rerouted around the substation to maintain access to the existing footbridge.

A new bridge, OBG23A, will be constructed to access the Depot crossing the Royal Canal from the R148
Kilcock Road. This new OBG23A provides separate road access to the Depot and connects to the existing
road network.
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Figure 4-15 General view of OBG23A

The L5041 local road extends from the L5042 local road at its southern end to the R148 Maynooth-Kilcock
road at the north, crossing the existing M4 motorway and bridging over the Royal Canal and rail line at Jackson
Bridge (OBG23) at its northern end. The proposed realignment of the existing tracks south of Jackson Bridge
will sever the L5041 south of Jackson Bridge. Keeping the existing road along its current alignment would
require raising the road on embankment to over ten metres to cross the rail line, which would require

modi fication to Jacksonds Br i dg €he propbsal ach divertsthe 4504 r ot e c t

approximately 850 metres to the west and use the new OBG23A bridge to cross over the tracks and canal and

connecttotheR148Road removes the impact on Jacksonsdé Bridge

the flood plain.
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Figure 4-16 L5041 Diversion (MAY-MDC-HRW-SC07-DR-Z-0001)

The L5041 diversion starts with a ATO0 junction
roundabout with an 8 m section of the carriageway (0.5 m hard shoulder on each side and two 3.5 m lanes)
and 4m wide grass verges on both sides of the road. The severed section of the L5041 north of the junction
will provide local access to lands. This roundabout also provides access to the depot to the west and the new
OBG23A crossing to the north over the tracks and the Royal Canal to connect to the R148 road.

The Depot road access (also 8 m wide cross-section) provides pedestrian and cyclist facilities (2 m wide cycle
track and 2 m wide footpath) on the north lane to facilitate mobility management (VRUs travelling to work) to
the new depot. At the south lane, a 4 m wide grass verge is provided. For the new bridge section, a 2 m wide
cycle track and 2 m wide footpath should be provided at both sides.

At the north side of the bridge, a new roundabout tie in the L5041 with the R148 which must be diverted at
both sides of the roundabout. Pedestrian and cyclist facilities (2 m wide cycle track and 2 m wide footpath)
are provided on both sides of this R148 road diversion.
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In addition, access for pedestrians and cyclists is provided to the Greenway north of the Royal Canal from the
roundabout.

Figure 4-17 Depot location

The Depot track layout configuration is influenced by the internal distribution of the Depot facilities and the
connections to the mainline. The main line design approach currently consists of doubling the existing line on
the current track alignment. The railway track between Kilcock and Maynooth is primarily straight at the Depot
site (2.2 kilometres along the Depot) with curves at both ends. Hence the Depot connections to the mainline
are fitted to the track alignment of the mainline.

The train access to the Depot has been coordinated with the Permanent Way and the Signalling teams to
connect with the mainline properly. From the Permanent Way point of view, the most relevant change is the
doubling track until the west access of the Depot, and for the Signalling, the inclusion of the signalling
infrastructure and the trap points.

Figure 4-18 below provides an overview of the two connections to the mainline and the road access.

RAILWAY WEST RAILWAY
ACCESS EASTERN ACCESS
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Figure 4-18  Connections to mainline and road access

The Depot is accessed only through the approved site entrance to maintain site security. The main road
access to the Depot is from R148 (connecting traffic to Maynooth and Kilcock interchanges). This connection
requires constructing of a new bridge to cross the Royal Canal and the mainline for the Depot access to the
road network located south of the mainline.
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Figure 4-19 Main road access through the new bridge.
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This section provides details on the construction proposals for the development for which significant additional
detail is provided within Chapter 5 of the EIAR.

5.2 Construction Programme

Construction phase and enabling works of the proposed development will take place over approximately 47
months. The construction programme has been developed considering efficiency of works and to reduce the
potential for environmental impacts. The approximate duration of the main activities are as follows:

1 Spencer Dock 39 months.
1 Connolly Station 18 months.
1 Signalling, Electrification, Telecommunications (SET) 32 months.
1 Civil and Building Works 29months.
1 Depot 39 months.

The high-level indicative construction programme is set out in Figure 5-1 below identifying the key construction
phases and likely construction years.

2023 2024 2025 2026 2027 2028 2029

4

Railway
Order
Approval
Achieved
here

™
u

Figure 5-1 Key Construction Phases and Likely Construction Years

Using the indicative construction programme, the construction works to take place in each zone has been
identified. To accommodate the upgrade to the rail line, a number of proposed works are required along the
length of the line which could impact upon pedestrians, cyclists, public transport users, and vehicles during the
construction period as well as the enhancements proposed for the operation period of the development. The
proposed improvements are set out in Table 5-1 below along with the longevity of their construction, when this
would occur, compounds required, and the traffic management proposed.
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Table 5-1 Proposed Construction Summary by Zone

Proposals Time Period = Length of Works ‘ Compounds

Modi fications to Connol

passenger Rrcestsen oSt r 1 week t 6

A _ i 202202 weeks (
Parapet heightening a mont hs)

Substation at Gl as

compou
across t

Spencer Dock Stati
Reconstruction of She i 1 week 't
B 202202 weeks (

Access ramp to Dockl a mont hs)

Track | owering and str

6 compou
across t

Parapet heightening and {
Modi fications to b

Provision of substations
Castl eknock

. 6 weeks 17 compo

c Per manent closur e of t 2021202 weeks across t
Porterstown, Clonsill a,
replacement bridges for |
l'ifts provided to assi
| mprovements to Ashtown

Substations at Hansfield 5 . ;

. " weeks compou

D Track Io_we.rlng and paif 202202 weeks across t
New sidings at M3 H
ClosuBa&r mér st own and BI
crossings with replacem
pedestrian and cyc

E _ 202202 15 weeks 10 campoc

Track | owering, parapet weeks across t
reconstruction
Substations at Leixlip

Modi fications to Mayno

New Depot and acces
F L5041 road divers|202i£202
| mprovements to ra
New bridge struct

1 week t 7 compou
weeks across t

5.3 Const r uGotmpoonu n d s

To enable the proposed development to be constructed a total of 55 compounds would be required along the
length of the line, of which, one would act as a main storage compound from which the remaining compounds
would be served with material, goods, and staff. Of the remaining 54 compounds, 14 are classified as main
compounds and 40 are classified as satellite compounds. The construction compounds are generally located
adjacent to the site of individual elements of infrastructure constructed, for example, at the depot or where
major bridge or station works are required.

Construction compounds will only be in place during the construction phase of the project and only whilst the
work for which they are being used is conducted therefore their need is only for the duration of works in that
area and not the full duration of construction. The function of the construction compounds is related to the
construction works. The location of the proposed compounds is set out in Table 5-2.

Table 5-2 Compound Locations

Function Location

Multi-Disciplinary Dockl ands, Castleknock, Bl akest own, Mi || f
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Function ‘ Location ‘
Stations Connolly, Spencer Dock (2), Ashtown and C
SET Cabra Road, SPReinlcley DOd),k,Navan Road Par,kw
Mi | I,f aBramm ber st own and Depot
Connol |y, Gl asnevin (2), Spencer Dock (2)
Permanent Way Bridge, Barnhill MBrlildomd mDEMPoPar kway,

Broom Bridge, Ol d N&aanmn | Rd&a@ocpRer iBrgied g e2,) ,L ¢
Bridge) (2), Mill

Structures farm and at four new bri

Level Crossings Asht own, Cool mi ne, Porterstown, Clonsill a

Gl asnevi n, Spenc €rns Db ek nCoolokl hntionwen,, Dunboyn g
Lei xBlliagk,est own, Mymd eetyh and Hansfield

Substations

54 Construction Hours

The hours of construction are dependent on the type of work and the location with the works being carried out
in the centre of Dublin taking place during the day whilst construction and improvements of bridges, track
lowering and the closure and reprovision of crossings along the network would be carried out overnight or at
weekends to reduce both the impact on those using the rail network and those using the highway, pedestrian,
cyclist, and bus networks. It is proposed to limit the impact on all users as best as possible to ensure that all
networks continue to operate as best as possible with traffic management in place to assist in directing all trip

types.

The construction hours proposed at each of the locations where works is required are set out in the table
included in Appendix E. This table also highlights the impacts of the proposed works on the road network,
pedestrians, cyclists, and public transport.

The general working hours for each of the periods set out are:

1 Monday to Friday: 12 hours. From 07:00 to 19:00.

1 Saturday: 6 hours. From 07:00 to 13:00.

f Sunday/Bank Holidays: none except where agreed in advance with the local authority and CIE or as
part of a possession/closure.

Night-time & weekend possessions (note hours indicate times when track is physically closed to allow for the
works, but there will be additional time for mobilisation/demobilisation activities outside of the hours listed
below):

1 Night-time track possession (weekdays): 4-hours. From 01:00 to 05:00.

Night-time track possession (Saturday nights): 6-hours. From 01:00 to 07:00.

Full weekend track possession: 52 hours. Saturday 01:00 to Monday 05:00.

Bank holiday weekend track possession: 76 hours. Saturday 01:00 to Tuesday 05:00.
Total closure: 24 hours per day for a specified duration.

= =4 =4 =

55 Construction Trips

In order to identify the number of trips which would be generated by the proposed development during the
construction phase, information provided by IDOM, the designers, has been reviewed to identify the number
of HGV and worker trips which would be generated by each compound at their peak use. It should be noted
that within the assessment taken forward in this report only those trips which would occur in the Weekday AM
and PM peak hours during the peak construction phase for that location have been included. These are set
out in Table 5-3.
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Table 5-3

Construction Vehicle Trips

: Peak Peak Hour Two-Way
Compound Code Compound V\|/_|oorllj|rr;g Duration of Vehicular Trips
Works HGV LGV Total
CGPWS11 0380 [Connolly Per| Day t 1 wee 23 2 25
CGST#A 17 8 OB Connolly S| Day t 1 wee 2 6 8
A CGP WS 333380 G'as\?\,ae;"” Pl weeke 1 wee| 0 0 0
A CCSE®B30008O0 Cabra Road| Ni gthitm 26 wee O 0 0
B CCSTA4402-B0 Spencer Doc Day t 32 wee 25 7 32
B CGPWS220780 spencer D¢ pay (| 26 wee 9 8 17
Per manent
C CCSTHRK535 1480 OBG5 Struc| Weeke 1 wee 0 0 0
CCSE®B5515-B0 Reil ly's Ni gthitm 36 weeg O 0 0
c ccseEBs5 2180 | Rel ! 'SVE'TS COoMN Ni gthitm 36 wee O 0 0
C CGSUB53600 Asht own Subl Day t 2 weel 4 2 6
C CCSTA553680 Asht own St| Ni gthitm 2 week O 0 0
C CCSE®B5547-BO Navan Road| Ni gthitm 36 weeg O 0 0
c CCSTRE5560-80 OBG9 Struc| Day t 4 weel 3 1 4
c CCSTRE5561-B0 OBG9 Struc| Day t 4 weel 2 1 2
C CGSTHRK5564-80 Castl eknock We e k e 1 1 wee 0 0 0
C CCSUB556500f Castl eknock Day t 2 weel 3 2 5
C CCSUB557550 Cool mine Su| Day t 2 weel 5 2 7
C CGSTA5B57980 Cool mine S| Ni gthitm 2 weel O 0 0
C CGPWS5599-B0 [Clonsilla Pel Weeker 2 weell O 0 0
C CGL GS5538-B0 Ashtown Leve Day t 8 weel 36 3 39
C CGLGES5586-B0 |Cool mine Lev| Day t 12 wee 2 3 5
Porterstow
c CCLES5588®0 Crossing Day t 12 weeg 2 3 5
CGLGECS5 01BO ClonsilCraods Day t 12 wee 2 2 4
D CGSUB810107 Hansfield S| Day t 2 weelk 3 2 5
D CGPWS810166 OBCN\fVan Per| bay t| 1 wee| 10| 4 14
D CGPWS 8L 0 4 98 0 D””b\c,’v;’;e Pe| Weekei 1 wee| o0 0 0
D CGSUB810506 Dunboyne Su| Ni gthitm 2 weel O 0 0
D CcPWs81 06950 M3 Pav\;aky""ay i bay t| 4 weel 14| 4 17
D CGSE®B8069B 0 M3 Par kway| Ni gthitm 52 weeg O 0 0
D CGSUB810695| M3 Par kway § Day t 2 weelk 3 2 5
Bar ber st owr . .
E CCGLGCS67 1180 Crossing Ni gthitm 48 weeg O 0 0
E CGSE®B67078B0 Bar ber st ow| Ni gthitm 44 weeg O 0 0
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Peak Hour Two-Way
Vehicular Trips

Peak
Duration of
Works

Working

Compound Code Hours

Compound

HGV LGV Total

E CCPWS6728-B0 | OBG13 Perman Weeke 1 wee 0 0 0
E CGSUB 674680 Lei Subptat Day t 2 weel 4 2 6
E CCSTHR674660 Leixlip St| Weeke 1 wee 0 0 0
E CCSTHR6764-B0 Leixlip (Lo Day t 4 weel 3 2 5
E CCSTHK6E76580 Leixlip (Lo Day t 4 weel 2 0 2
E CGSUB 678180 Bl akest own Day t 2 weel 3 2 5
E CCSE®B678280 Bl akest own| Ni gthitm 44 weeg O 0 0
E CGPWS6799-B0 OBG18 Perman Weeke 1 wee 0 0 0
F CCSUB 682236 Maynoot h Su| Day t 2 weel 5 2 7
F CCSTRKB71880 Mi | | $tamruc t u Ni gthitm 4 weel O 0 0
F CGPWS79238B0 | Mil |Parmanen| Weeke 16 wee O 0 0
F CGSE-B792180 Mi Il l$BT m Ni gthitm 35 wee O 0 0
F CCSTR 72880 OBG23A Stru Day t 12 weeg 3 4 7
F CGSTRE 792980 OBG23A Stru Day t 16 weeg 5 2 52
F CCDERB M 3060 Depot Per ma Day t 36 wee 2 8 10
F CCDER FUR9 3 3-U( Depot SET Day t 36 wee 51 4 55

This illustrates that the level of trips generated by each of the compound would unlikely exceed more than one
additional vehicle per minute on the network. It also shows that for a number of the compound locations, trips
will be generated for a very short time on a weekday or trips occur on a weekend or at night outside of the
peak road network periods, therefore reducing the impact on the road network. Where higher levels of trips
are identified these are sufficiently spaced across the study area such that they should interact and will be
managed such that they are limited to hours outside of the road network peak hours. Furthermore, it should
be noted that not all of the trips identified in the table above would occur at the same time, rather they would
be spread across the construction phase of the development further limiting the impact.

The peak hour trips identified in the table above have been distributed across the network as discussed in the
following section.

5.6 Construction Rout.

ng
To limit the impact of the construction of the proposed development on the highway and sustainable transport
networks, routing to compounds has been identified. Primarily, construction vehicles will make use of the main
highway network with limited use of any residential roads unless there is an absolute requirement to do so.
Where there is a requirement to use a residential road, vehicular trips will be managed to certain periods of
the day and will be managed to ensure that they are occur only when absolutely necessary due to the location
of a station. Vehicles will therefore access using the M50, N3 and N4. A CTMP will be in place to ensure that
monitor and manage construction traffic and act as part of the mitigation to reduce the impact across the entire
area.
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5.7 Construction I mpact

The assessment undertaken assumes that a number of construction impacts would occur at the same time
therefore representing a robust case in terms of impact. It is considered due to the length of programme the
staggering of construction works it would mean that not all works are undertaken at once.

Although this is unlikely to be the case, the works have been assessed as occurring at the same time to identify
the most robust case. The impacts are therefore considered likely to be less than identified in the assessment.
Undertaking a robust assessment where construction is concerned ensures that any mitigation requirements
are not underestimated. On this basis, worst case construction scenarios have been taken forward within the
assessments.

The construction works range from those that are located outside of the railway boundary (thus, having no
impact or minimal impact on train operations) to those that will require a temporary closure of a section normally
during night-time track possession works or full weekend possession works to limit the impact on rail services.

It should be noted that as part of the determining the impact of the construction phase on the road network,
only the closure of Sheriff Street Bridge for an 18-month period has been considered. The closures at
Broombridge, Castleknock, Cope Bridge, Louisa Bridge and Navan Road have not been considered within this
part of the assessment due to the short time period for which they are closed.

The impact on the road network during the weekday AM and PM weekday peak hours in the are set out in
Table 5-4. It should be noted that where there is a 0% change in traffic flows between the Do Nothing (No
Construction) and Do Something (With Construction) scenarios, these have not been included in the table.

Table 5-4 Construction Impact - AM and PM Weekday

AM Peak PM Peak
Junction / Link Approach Do Do % Do Do %
Minimum Something Change Minimum Something Change
Nort hboy 407 420 3% 1148 1169 2%
B N|'eSV\’:Croanr118anF\;a Southbod 1172 1193| 2% 661 674 2 %
Overall 1579 1613 2% 1809 1843 2%
Nort hboy 477 678 42 % 524 706 35%
B Seville PI Sout hbol 509 674 32% 479 443 -8 %
Overall 986 1352 37% 1003 1148 14%
Nort hboy 731 678 -7 % 710 702 -1 %
B Gui de Stre Sout hbol 651 670 3% 481 443 -8 %
Overall 1382 1348 2% 1191 11414 -4 %
East bou 72 85 19% 20 22 8 %
B Mayor Stre West bou 190 199 5 % 193 212 10%
Overall 261 284 9 % 214 234 10%
Nort hboy 790 738 -7 % 648 646 0%
B Gui de Stre Sout hbol 889 888 0% 718 710 -1 %
Overall 1679 1626 -3 % 1366 1355 -1 %
East bou 387 379 2% 645 580 -10%
B No”(hl_;"’i‘" Westbou| 372 332 | -11%| 328 336 2 %
Overall 759 711 -6 % 973 916 -6 %
Samuel Beck| Northbo{ 800 738 -8 % 669 649 -3 %
® (L2s) Sout hbol 775 7609 1% 632 6009 -4 %
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AM Peak PM Peak
Junction / Link Approach Do Do % Do Do %
Minimum Something Change Minimum Something Change
Overall 1575 1507 -4 % 1300 1259 -3 %
East bou 376 383 2 % 633 560 12 %
No”(hl_z\’\ga)" Westbou| 330 307 | 7% | 218 240 | 10%
Overall 706 690 -2 % 851 800 -6 %
0, 0,
Sheriff St East bou 159 172 8 % 75 95 28%
bet ween 21 West bou 55 75 35% 154 165 7%
2314 (L2
Overall 214 247 15% 228 260 14%
0, 0,
Sheriff Sti East bou 99 111 13% 213 233 10%
bet ween 23 West bou 92 112 21% 204 215 6 %
2584 (L2
Overall 191 223 17% 417 449 8 %
E 1 19 % 212 237 12 %
Sheriff St astbou 89 06 9 % 3 (]
bet ween 25 West bou 125 149 19% 232 248 7%
2323 (L2
Overall 214 255 19% 444 485 9 %
Nort hbo 1001 962 -4 % 1288 1233 -4 %
E Wall Rd Southb 958 921 4 % 663 634 4 %
2323 and 22 ou o4 o o
Overall 1959 1883 -4 % 1951 1866 -4 %
Nort hbo 859 820 -5 % 1202 1146 -5 %
E Wall Rd Sout hboy 1123 1087 -3 % 681 653 -4 %
2251 and 23 0 0
Overall 1982 1907 -4 % 1883 1799 -4 %
Nort hboy 786 751 -4 % 1194 1142 -4 %
M50 Port Tu Sout hbol 891 853 -4 % 693 663 -4 %
Overall 1677 1604 -4 % 1886 1805 -4 %
Nort hboy 841 785 -7 % 483 443 -8 %
E Walle tRue ¢ o o
2323 and 23 Sout hbol 920 868 -6 % 1132 1056 -7 %
Overall 1761 1653 -6 % 1616 1499 -7 %
Nort hboy 944 888 -6 % 619 578 -7 %
E Wwal l Rd
2253 and 2 Sout hbol 920 868 -6 % 920 1056 15%
Overall 1864 1756 -6 % 1539 1634 6 %
Nort hboy 969 969 0 % 443 447 1%
E Link Tol/l Sout hbol 641 645 1% 708 708 0 %
Overall 1609 1613 0 % 1151 1155 0 %
. Nort hboy 357 342 -4 % 126 119 -6 %
New Wappi
bet ween 21 Sout hboy 55 54 -1 % 47 38 -19%
2164 (L3¢
Overall 412 397 -4 % 173 157 -10%
East bou 322 258 20% 286 244 -15%
N Wall Quay o o
2164 and 24 West bou 429 371 14 % 657 572 -13%
Overall 750 6209 -16 % 943 815 14 %
Nort hboy 836 840 0 % 541 541 0 %
Sevill bePWa
2233 and 24 Sout hbol 540 540 0 % 758 762 1%
Overall 1376 1380 0 % 1299 1303 0 %
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AM Peak PM Peak
Junction / Link Approach Do Do % Do Do %
Minimum Something Change Minimum Something Change
Asht own 306 452 48 % 536 730 36%
Navan Road 963 976 1% 994 997 0 %
Navan Road Asht own
C Road (31 Road 524 524 0 % 282 282 0 %
Navan Roa 1034 1034| 0% 1134 1134| 0%
Overall 2827 2986| 6% 2946 3143| 7%
ASR,L?\{VE 151 174 15%| 211 234 11%
Ashtown R4 Rathbour , 4 211 42%]| 340 281 17 %
C Rat hbournne Avenue
(J2)
Asgél‘:;"’ﬁ 128 151 | 18%| 609 92 33 %
Overall 428 536 25%| 620 607 2%
Dunsink 77 77 0 % 100 100 0 %
Rloéaft"’e 408 408 0 % 514 514 0 %
Ri ver Road o 0
C Road (33| Ashtown 87 110 26 % 28 51 82 %
Rlovfleth"’e 516 539 4 % 163 186 14 %
Overall 1088 1134| 4% 805 851 6 %
RBRoosadcaNsot 444 446 0 % 1014/ 1016| 0%
R806 Castl|R806 Cast
c |Road / Rose Road sol 837 839 0 % 417 419 0 %
(J4)
Rosel awn 127 127 0 % 224 224 0 %
Overall 1408 1412| 0% 1655 1659| 0%
RBRoosadcaNsot 370 374 1% 925 931 1%
R806 Cast||R806 Cast] ggg4 860 0 % 630 632 0 %
c Road / Park Road Sol
Park Lo 521 523 0 % 235 237 1%
Ooverall 1747 1757| 1% 1790/ 1800| 1%
C'OEZSS't" 412 412 0% 542 542 0%
Clonsill a Cool mi ne 341 343 1% 346 348 1%
C Cool mine R Clonsill
Wo o t 745 747 0 % 535 537 0 %
Overall 1498 1502| 0% 1422 1426| 0%
CO?\I'OT'tr;]e 248 250 1% 373 375 1%
. Cool mine H Dellwood| 194 194 0 % 474 474 0 %
Del |l wood R ;
COOS'O’S't?]e 313 315 1% 91 93 2 %
Overall 755 7509 1% 938 942 0 %
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AM Peak PM Peak
Junction / Link Approach Do Do % Do Do %
Minimum Something Change Minimum Something Change
ngsgnkg 166 172 4 % 326 337 3%
Carpente o o
Carpenterst bk Eal 371 373 1% 442 444 0 %
Carpenterst
Riverwood 0O nggsnggl 461 465 1% 258 2509 0%
Road (J8
Dféyffrfl 301 306 2 % 244 247 1%
Overall 1299 1316| 1% 1270 1287| 1%
nggg"hg 546 547 0 % 501 505 1%
Carg:g:er 384 384 0 % 249 249 0 %
Carpenterst
Di swell st ow DlF'esowaedlls 3921 3925 1% 252 253 0 %
Access R 211 211 0 % 191 191 0 %
Overall 1463 1468| 0% 1193/ 1198| 0%
nggghggl 837 853 2 % 708 714 1%
Clonsill 296 298 1% 679 681 0 %
Bl anchardst East 0 0
Clonsill a .
Diswellsto D';f:é's 912 918 1% 583 599 3 %
(J10)
C'%Zik" 757 759 0 % 238 240 1%
Overall 2802 2828| 1% 2208 2234| 1%
%;Zﬁembs 818 834 2 % 859 865 1%
Di swel | s o o
b cwellstol Road Ea] 515 519 1% 415 424 2 %
School Acce i hamed 611 612 0 % 367 370 1%
School A| 132 133 1% 35 39 11%
Overall 2076 2098| 1% 1676/ 1698| 1%
ngyffffl 244 247 1% 302 307 2 %
Riverwood D %BZﬁeg;ﬁ 228 229 0 % 93 97 4 %
Road / Di s\
Road / Fernl Fernleig 147 147 0 % 131 131 0 %
(J12) . -
QOZ%ENOS 326 335 3% 548 552 1%
Overall 946 959 1% 1074 1087| 1%
Shelerin/ 120 120 0 % 19 19 0 %
Clonsil|l
330 332 1% 289 291 1%
Clonsill a East
Shelerin R ;
C'%gi;" 647 649 0 % 274 276 1%
Overall 1097/ 1101| 0% 582 586 1%
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AM Peak PM Peak
Junction / Link Approach Do Do % Do Do %
Minimum Something Change Minimum Something Change
chonst il 1q 11 0 % 0 0 0%
c C?loonnssi»illllaa C'OE”assit" 284 286 1% 263 265 1%
(SR C"\’Ngzit" 612 614 0 % 267 269 1 %
Overall 907 911 0 % 531 535 1%
Access 0 0 0 % 0 0 0 %
R121 Larc| 242 244 1% 118 120 2 %
c Ris1 lc_?aéor?vsfei Rlééag'o 29 29 0% 126 126 0%
(317)
Unnamed 536 538 0% 239 241 1%
Overall 807 811 0% 484 488 1%
R12North 49 51 4 % 153 157 3%
Portersto 695 6909 1% 181 183 1%
c Rlsolaé (Pjolr Unnamed 7 7 0% 5 5 0 %
R121 We{ 297 297 0 % 5409 5409 0%
Overall| 1048 1054| 1% 888 894 1%
U“”Eaa”;etd 55 57 4 % 35 39 11%
. Unnamed Rr{ _ngamed 27 31 15%| 30 32 7%
(Barbersto

U“”V\‘/"‘ens‘etd 18 18 0 % 72 72 0 %
Overall 100 106 6 % 137 143 4 %
Northbol{ 175 182 4 % 528 532 1%
E R149(|_L1e0i)"" Sout hbod 314 318 1% 4309 446 1%
Overall 489 500 2 % 967 977 1%
Eastbou| 219 221 1% 66 4 666 0 %
E LuiBrai dge West bou 706 708 0 % 174 176 1%
Overall 925 929 0 % 838 842 0 %
Eastbou| 1024/ 1028| 0% 249 253 2 %
E R148 LeixlI| Westbou{ 707 7009 0 % 877 884 1%
Overall 1731 1737| 0% 1126 1136| 1%
Eastbou| 609 611 0 % 220 222 1%
E R148 ERbS] West bou| 308 310 1% 848 850 0 %
Overall 917 921 0 % 1068 1072 0%
Eastbou| 522 524 0 % 287 2809 1%
E R148 West West bou 426 428 0% 7009 711 0%
Overall 948 952 0 % 996 1000| 0%
Eastbou| 382 448 17%| 87 139 60 %
F R148 (L1 Westboul 114 166 46%| 448 514 15%
Overall 496 614 24%| 535 653 22 %
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AM Peak PM Peak
Junction / Link Approach Do Do % Do Do %
Minimum Something Change Minimum Something Change
Nort hbo 223 229 3% 49 51 4%
F Jacksonds Sout hbol 94 96 2% 261 267 2%
Overall 316 324 3% 310 318 3%

The results set out above illustrate that during the construction phase, the Proposed project will result in a
significant adverse change in some locations with others expected to experience a minimal change or a
reduction in flows.

The results of the distribution of construction traffic onto the network assessed shows that the area surrounding
the Spencer Dock station would see several reductions in traffic along links with some increases identified.
Traffic in this area is not only impacted upon by the traffic associated with construction occurring along routes
but by the 18-month closure of the Sherriff Street Bridge. This closure has been assessed within the modelling
undertaken and therefore the redistribution of all traffic has been considered.

The results illustrate that in many places there is a reduction in traffic on the links assessed due to traffic finding
alternative routes, travelling at other times, or travelling by other modes. Some of the locations where a
percentage increase is shown can seem to be significant however when the results are reviewed in terms of
numerical change, results show that this is only, for example, a 20-vehicle change. This is not considered to
be significant in terms of numerical change and therefore where increases in percentage are set out for the
area surrounding Spencer Dock station it is not considered necessary to undertake any mitigation other than
the implementation of the CTMP, a Mobility Management Plan for workers and traffic management procedures.

Furthermore, the construction traffic although assessed to occur on the road network in the AM and PM peaks
would be managed such that it does not occur at this time further reducing the impact of the construction.

Construction traffic at most of the other locations is adverse but minimal and will occur for a relatively short
period of time. There are closures to five of the bridges along the line, Broombridge, Castleknock, Cope, Navan
Road and Louisa Bridge. The maximum length of closure at the first three bridges will occur for a period of 15
weeks with partial reopening for a period of nine weeks. The remaining two bridges are proposed to be closed
for a maximum period of nine weeks with a partial reopening occurring for a maximum 25-week period.
Following these periods, each of the bridges will be fully reopen to all traffic.

The full closure periods are short-term, with the partial reopening limiting the impact of construction at these
points. The closures will also occur such that only one of the five bridges along the route is closed at any one
time ensuring that traffic is able to move freely along the routes utilising alternative crossing points as well as
making use of the wider, alternative routes such as the motorway. Due to the short period of time for which
these bridges are to be closed these have not been considered within the assessment however the
construction traffic associated with the work has been. This illustrates a minimal change in the level of traffic
on the network in the vicinity of each of the compounds. The works in these areas will however be managed
through the implementation of a CTMP, which will include restrictions on routing and travel times including
ensuring that construction traffic avoids the AM and PM peak hours reducing the impact of construction.

Significant changes in traffic flows during construction are expected to occur on the links in the immediate
vicinity of the new Depot in Maynooth and at Ashtown. These are however temporary changes and represent
the greatest change which would occur over the construction of the proposed development, as peak
construction numbers for each location were assumed. It is unlikely that the peak construction at each site
would occur at the same time and therefore the impact across the network would be less than that set out in
the table above.
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The impact of construction vehicles on the network does represent a short-term adverse impact which would
be mitigated and for the duration of construction before returning to normal levels once the construction is

complete.

In order to provide a number of the compounds over the construction period, there will be a temporary loss of
car parking at locations along the length of the line. Furthermore, due to land requirements to cater for new
roads, bridges, and station improvements some spaces will be lost on a permanent basis. Table 5-5 below
sets out the number of spaces lost on a temporary or permanent basis as a result of construction.

Table 5-5

Parking Loss Due to Construction

: Temporary ‘ Permanent e
Location Justification
Public ‘ Private ‘ Public = Private
15+1 (dis
Connolly Station, 0 16 0 0 courtyard Station compou
Station Compound £ireann using the &
Oof fice's
SET compound temporarily
using the area.
The bus parkin
due to close
Docklands Station 8 0 0 0 3 (statior therefore no i
SET Compound 5(coach/lslight impact (
reduction howe
Il ocation in the
by alternatiy
possi bl e.
Pway compound temporarily
Docklands Station using the area.
PW Compound 45 0 0 0 45 (coacl Thebus parking facility is due
to close permanently therefore
no impact.
Structure OBG5 compound
Broombridge temporarily using the area.
Station STR 6 0 0 0 6 (coach| Thebus parking facility is due
Compound to close permanently therefore
no impact.
Construction of new level
135 ( Gowa | crossingand road connections
Mot or s/ B / junctions.
Ashtown Bridge 0 0 53 135 Brother s Discussions are on-going
Level Crossing equi val en separately with Gowan Retail
spaces il Motors / Burke Brothers
ormstr eet| regarding the loss of parking at
their site.
Private |
OBG9-Old Navan relatingh?"
Bridge STR 0 10 0 0 Local Bol{ fémcg”r'z“oifiﬂ Cct’r’]‘;p:r%r;d
Compound Hot el anc¢ P y 9 )
Bistro.
Station compound temporarily
Coolmine Station 20 0 0 0 Par ki ng 1 usingthe area. These spaces
STA Compound st at i or wilbereverted back as soon
as possible.
- Provided
Lelxl[p Confey road whi Construction of new road
Station (road 0 0 15 0 . - ;
; . accesses connections / junctions.
junction) St ation
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Temporary ‘ Permanent
Location Justification
Public ‘ Private ‘ Public  Private
Louisa Bridge :
> Station Structure OBG16 compound

Station STR ! 0 0 0 arkin temporarily using the area
Compound P 9 P y 9 )
Louisa Bridge

Station STR 15 0 0 0 I E Pay an{( Structure OBG16 compound

Compound (West car par temporarily using the area.

of Station)

Maynooth Station . Substation compound
SUB Compound 22 0 0 0 Station temporarily using the area.
Maynooth . Construction of a new

Substation 0 0 10 0 Station substation.
Dunboyne PW . Pway compound temporarily
Compound 160 0 0 0 Station using the area.
Dunboyne Sub . Substation compound
Compound 20 0 0 0 Station temporarily using the area.
Dunboyne . Construction of new
Substation 4 0 0 0 Station substation.
Fisé andar
Dunboyne Station along wi .
Parking 0 0 7 0 disabl ed New route into the car park.
be -preovi d
M3 Parkway PW 134 0 0 0 M3 Par kwa Pwaycompound temporarily
Compound par k using the area.
M3 Parkway SET 174 0 0 0 M3 Par kwa SET compound temporarily
Compound par k using the area.
M3 Parkway SUB 16 0 0 0 M3 Par kwa Substation compound
Compound par k temporarily using the area.
M3 Parkway PSP 0 0 50 0 M3 Par k wa Construction of new technical
and SEB par k buildings.
Source: IDOM

In order to determine if the temporary loss of parking at Coolmine, M3 Parkway and Dunboyne for the use by
compound would impact on the users of the car parks, a survey of the number of spaces used at location was
undertaken during the morning peak in November 2021. The results of the survey are set out in Table 5-6
below. In addition to the survey carried out data for pre-Covid times has been provided by larnréd Eireann for
the car park at Coolmine and this is also included in the table below.

Table 5-6 Station Parking Survey Results
Existing During Construction
Stion  umberof 'Gberof Shaces  Numberof Spaces.  NUmBeOf - wumber of Spaces
Spaces AM Peak Available Lost Remaining Available
Coolmine
(November 196 26 170 20 150
21)
Coolmine
(pre-Covid) 196 136 60 20 40
M3 Parkway 1200 265 935 344 591
Dunboyne 300 70 230 191 39
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The results set out in the table above illustrate that generally the three car parks are underutilised with a
number of spaces remaining available for use. Once the spaces lost is taken in account and assuming the
same levels of use as identified during the survey, the above table illustrates that there is still a significant
number of spaces remaining at each car park.

To ensure that impact on parking does exceed that set out and remains the case throughout the construction
period, larnréd Eireann will continue to monitor the level of parking at all station car parks, as part of its annual
car park surveys, such that should any capacity issues or trends that arise can be identified early. If and when
additional car parking capacity is required, larnréd Eireann, working in collaboration with the National Transport
Aut horityds Park and Ride Off i cspecificwdr park projestp ICar paking
spaces will be lost at M3 Parkway, Coolmine and Dunboyne for a short period during the construction
programme, as construction compounds are proposed in these facilities.

The contractor will minimise the construction compound footprint throughout the construction programme and
return the maximum number of car spaces back to public use.

5.8 Construction Madablemegati on

The impact of the construction phase will need to be monitored and managed across the lifecycle of
construction to ensure that all modes include those using the rail are impacted upon as least as possible. To
assist in this a number of measures can be implemented including routing, hours of work, compound locations
and traffic management, such as diversions and traffic signals to manage the highway network. In addition to
this, a Construction Traffic Management Plan and a Construction Worker Travel Plan can be implemented by
the contractor to ensure that staff and the works have as little an impact on the surrounding area as possible.
Further detail relating to this and the mitigation for the operation period is set out in Chapter 8.
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6. | NI TI AL TRAMPRCRT ASSESSMENT
6.1 I ntroducti on

This chapter of the report presents a transport network assessment considering the impacts of the proposed
project in the opening year and future year forecast scenarios.

The assessment of the proposed project has been undertaken utilisingt he NTA6s ERM and t wo
models developed for this scheme, namely Ashtown LAM (ALAM) and Blanchardstown LAM (BLAM). The
development of the Local Ara Models has been described in the respective Model Development Reports for

Ashtown and Blanchardstown, which are included in Appendix A and B.

The following future forecast years have been developed:

1 2028 Scheme Opening.
2043 Future Forecast Year.

In both the ERM and LAMs the Do Minimum road network contains any planned road improvements that will
be in place by 2028 and 2043 respectively. The Do Minimum model has then been amended appropriately to
reflect the proposed Do Something scenario. The road network has been updated to reflect the proposed
amendments arising from the proposed closing of the level crossings and other proposals such as the depot.
The demand in LAMs has been updated to reflect changes in mode share brought about by the proposed
project, taken from ERM outputs.

This section of the report describes the overall modelling approach adopted in the DART+ West project.

6.2 Strategic Modelling

The design team developed a railway operation model in RailSys for DART+ Programme for the base year
reflecting the current railway infrastructure and train service specification and for the Design year incorporating
enhanced infrastructure and an associated Train Service Specification.

Nati onal Transport Authorityds Regional Model |l ing Syst
wider impacts of all individual improvement projects and entire DART+ Programme. RMS comprises the

National Demand Forecasting Model, five large scale, complex multi-modal regional transport models and a

suite of appraisal modules covering the entire national transport network of Ireland. East Regional Model

(ERM) was used for this project as it concentrates on Dublin and covers the entire GDA.

Outputs from the RailSys modelling were used as inputs into the ERM in the form of Train Service
Specifications (TSS). The RailSys modelling and ERM model runs were undertaken centrally for the entire
DART+ Programme to ensure consistency between the individual DART+ improvements projects. The outputs
of the ERM were used as inputs into the LAMs. Traffic Impact has been assessed using the three models,
ERM and two LAMs. ERM was used to assess traffic impact outside of the LAMs. The LAMs have been
constructed to provide greater accuracy and robustness for areas where level crossings are proposed to be
closed in an urban environment.

Figure 6-1 shows the process of developing the traffic models for the DART+ West project and the interactions
between LAM, the NTA ERM and RailSys models.
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Figure 6-1 Transport Modelling Methodology

Figure 6-2 The Future Year Extent of East Regional Model (ERM)
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