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1.0 INTRODUCTION 

1.1 BACKGROUND  

1.1.1 DBFL Consulting Engineers (DBFL) has been commissioned by Davey Smith 

Architects, on behalf of Arnub Ltd. & Aspect Homes (ADC) Ltd., to prepare a Traffic 

and Transport Assessment (TTA) for a proposed residential development at Cherry 

Lane, Ashbourne, Co. Meath. 

1.1.2 Arnub Ltd. & Aspect Homes (ADC) Ltd. seek permission for a strategic housing 

development, located in the townlands of Baltrasna and Milltown, Ashbourne, Co. 

Meath.   The proposed development site is located to the west of the R135 Dublin 

Road, south of existing housing at Alderbrook Rise, Alderbrook Downs & 

Alderbrook Heath, east of existing housing at Tara Close & Tara Court, south of 

Cherry Lane and west of Hickey’s Lane.  

1.1.3 The development will consist of 702 no. dwellings, comprised of 420 no. 2 & 3 

storey, 2, 3, 4 & 5 bed houses, 39 no. 2 & 3 bed duplex units in 19 no. blocks, and 

243 no. 1, 2 & 3 bed apartments in 20 no. buildings, which range in height from 

3, 3-4, 4-5, & 4-6 storeys.  The proposed development also provides for the 

following uses: (i) 2 no. creches (c.288.56m² & 383.68m²) accommodated in 

Blocks A and A1 respectively, (ii) 4 no. retail/commercial units (c. 105.58 m²  & 

173.83m² in Block A, c.190.6m² in Block A1 & c.469m² in Block B1) and (iii) GP 

practice / medical use unit (c.186m²) in Block A1. 

1.1.4 Access to the development will by via (i) Cherry Lane to the north-east, off the 

R135 Dublin Road, via a new proposed internal access road and (ii) via Hickey’s 

Lane to the east, off the R135 Dublin Road, including pedestrian and cycle paths.  

1.1.5 The proposed development provides for (i) all ancillary / associated site 

development works above and below ground, (ii) public open spaces, including 

hard & soft landscaping, play equipment & boundary treatments, (iii) communal 

open spaces, (iv) undercroft, basement & surface car parking (v) bicycle parking 

(vi) bin storage, (vii) public lighting, (viii) plant (M&E), utility services & ESB sub-

stations, all on an overall application site area of 20.04Ha. 

1.1.6 The proposed development also includes for an area of c. 1Ha reserved for a school 

site and playing pitch in the western part of the site. Permission is also sought to 

demolish all existing structures on site, i.e. 3 no. single storey dwellings & 

associated out-buildings (659m² in total).  
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1.1.7 The report has been produced to address any potential concerns that the planning 

authority, An Bord Pleanála, may have pertaining to the level of influence of the 

proposed development upon the local transportation system. 

1.2 SCOPE  

1.2.1 The purpose of this TTA is to quantify the existing transport environment and to 

detail the results of the assessment work undertaken to identify the potential level 

of transport impact generated as a result of the proposed residential development. 

1.2.2 The scope of the assessment covers transport and sustainability issues including 

access, pedestrian, cyclist, and public transport connections. Recommendations 

contained within this report are based on existing and proposed road layout plans, 

site visits, on site traffic observations and junction survey data. 

1.3 METHODOLOGY 

1.3.1 Our approach to the study accords with policy and guidance both at a national and 

local level.  The adopted approach has also been influenced by direction received 

during preplanning meetings with the local planning authority. 

1.3.2 Accordingly, the adopted methodology responds to best practices, current and 

emerging guidance, exemplified by a series of publications, all of which advocate 

this method of analysis.  Key publications consulted include: 

• ‘Traffic and Transport Assessment Guidelines’ (May 2014) National Road 

Authority; 

• ‘Traffic Management Guidelines’ Dublin Transportation Office & 

Department of the Environment and Local Government (May 2003); 

• ‘Guidelines for Traffic Impact Assessments’ The Institution of Highways 

and Transportation (1994); 

• ‘Sustainable Urban Housing: Design Standards for New Apartments 

Guidelines for Planning Authorities’ Department of Housing, Planning and 

Local Government (2020); and 

• ‘Meath County Council Development Plan 2021 - 2027’. 
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1.3.3 The process has also included a review of the most relevant policy documentation 

with the objective of establishing the sites transportation planning framework as 

activity influenced by the following: 

• Smarter Travel – A Sustainable Transport Future (2009) 

• Design Manual for Urban Roads and Streets (DMURS) (2019) 

• Transport Strategy for the Greater Dublin Area 2016-2035  

• Draft Transport Strategy for the Greater Dublin Area 2022-2042 

• Greater Dublin Area (GDA) Cycle Network Plan (2013) 

• Draft Greater Dublin Area Cycle Network Plan (2021) 

1.3.4 Our methodology incorporated a number of key inter-related stages, including; 

• Development Policy Context: Review of the most relevant policy 

documentation with the objective of establishing local development 

management standards and the Ashbourne SHD sites existing and 

emerging transportation planning framework.  

• Existing Infrastructures Context: Review of the current pedestrian 

and cycle facilities serving the subject site, as well as the existing public 

transport infrastructure.  

• Proposed Infrastructures Context:  Review of proposed pedestrian 

and cycle facilities and public transport enhancements that will serve the 

subject site. 

• Traffic Counts review: Traffic data was extracted from previous traffic 

counts and adapted to the assessed scenarios in order to analyse the 

impact of the proposed development on the traffic network performance. 

• Trip Generation: A trip generation exercise has been carried out to 

establish the potential level of vehicle trips generated by the proposed 

residential development. 

• Trip Distribution: Based upon both the existing traffic characteristics 

and the network layout in addition to the spatial / land use configuration 

and density of the urban structure across the catchments area of the 
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development, a distribution exercise has been undertaken to assign site 

generated vehicle trips across the local road network. 

• Network Analysis: Further to quantifying the predicted impact of 

vehicle movements across the local road network for the adopted site 

access strategy, more detailed computer simulations have been 

undertaken to assess the operational performance of key junctions in the 

post development 2023, 2028 and 2038 development scenarios. 

1.4 REPORT STRUCTURE 

1.4.1 Section 2 of this report describes the existing conditions at the proposed 

development location and surrounding area. The relevant transportation policies 

that influence the design and appraisal of the subject development proposals are 

highlighted within Section 3. 

1.4.2 Section 4 provides a summary of the proposed development itself. 

1.4.3 Section 5 outlines the trip generation exercise carried out and the adopted 

methodology for applying growth factors to establish a baseline for the design year 

network traffic flows. 

1.4.4 The potential traffic impact of the proposals assessed for the 2023 Opening Year 

and the 2028 and 2038 Horizon Years are summarised within Section 6.  

1.4.5 The main conclusions and recommendations derived from the analysis are 

summarised in Section 7. 
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2.0 RECEIVING ENVIRONMENT 

2.1 LOCATION 

2.1.1 The general location of the subject site in relation to the surrounding road network 

is illustrated in Figure 2.1 below whilst Figure 2.2 shows the extent of the subject 

site lands and adjoining properties. The subject site is on the suburban edge of 

Ashbourne town off the Dublin Road. It is currently in use as agriculture land. 

2.1.2 The subject site is approx. 1.3km from Ashbourne Town Centre (15 mins walk or 

5 minute cycle) and 22km from Dublin City Centre. The subject will be connected 

to the current road network through Cherry Lane and Hickey’s Lane to Dublin Rd 

(R135).  

 

Figure 2.1: Site Location 
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Figure 2.2: Subject Site Indicative Boundary  

 

2.2 LAND USE 

2.2.1 The proposed development site currently comprises agricultural land.  

2.2.2 The Meath County Development Plan 2021-2027 allocates this land as being zoned 

“A2 – New Residential”, which objective is “To provide for new residential 

communities with ancillary community facilities, neighbourhood facilities and 

employment uses as considered appropriate for the status of the centre in the 

Settlement Hierarchy”. It includes a small area zoned “G1 – Community 

Infrastructure”, which objective is “To Provide for necessary community, social, 

and educational facilities”. 

2.2.3 The immediate surrounding areas are mainly dedicated to residential use to the 

north and east, with a zoning objective “To protect and enhance the amenity and 

character of existing residential communities”. There are lands east of the site 

dedicated to “To provide for necessary community, social, and educational 

facilities”. The site borders to the southwest with rural lands.  
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Figure 2.3: Land Zoning (source: Meath County Development Plan 2021-2027) 

2.2.4 The subject site lands are currently in use as agriculture land, as shown in Figure 

2.4 below. 
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Figure 2.4: Subject Site Indicative Boundary 

 

2.3 EXISTING TRANSPORTATION INFRASTRUCTURE 

Road Network 

2.3.1 The subject development site is located west of the Dublin Road (R135) which is 

aligned north-south though Ashbourne with onwards connections to the M2 (to the 

south) and the N2 (to the north). Figure 2.5 below illustrates the general location 

of the subject site within the context of the existing road network. 
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Figure 2.5: Road Network 

2.3.2 The Dublin Road (R135) is a two-way single carriageway regional road. It connects 

Ashbourne to Dublin City Centre in addition to providing links to N2/M2 motorway 

northbound and southbound respectively. The speed limit is 60kph from Nine Mile 

Roundabout, and it reduces to 50kph on approach to Hickey’s Lane and the subject 

development.  

 

Figure 2.6: R135 Dublin Rd 
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2.3.3 The primary access to the subject site will be via Cherry Lane, which is currently a 

local road that caters for less than 10 houses (cul-de-sac), as shown in Figure 2.7 

below. This road will be upgraded and act as the primary access to the proposed 

development, with pedestrian and cycle facilities on either side of the carriageway.  

 

Figure 2.7: Cherry Lane/Dublin Road R135 Junction 

2.3.4 The proposed secondary access to the development will be via Hickey’s Lane. This  

is rural local road which provides access to residential properties and farms, there 

are currently no pedestrian or cycle facilities along Hickey’s Lane (60kph), as shown 

in Figure 2.8. Hickey’s Lane provides access to the Dublin Road R135 to the east 

and  Ratoath Road R125 to the south.  

 

Figure 2.8: Hickey’s Lane/Dublin Road R135 Junction 
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2.3.5 Ratoath Road (R125) is located approximately 500m south of the subject site. 

Ratoath Road is a busy two-way single carriageway regional road (60kph), see 

Figure 2.9. Travelling westbound along Ratoath Road will connect the subject site 

to Ratoath, Dunshaughlin and other destinations along the route. Whereas 

travelling eastbound from Nine Mile Stone roundabout, it will connect the site to 

The Sycamor, Swords and other destinations along the route. 

 

 

 

 

 

 

 

 

 

Figure 2.9:  R125 Ratoath Rd 

2.3.6 The R135 and R125 roads described above converge at the Nine Mile Stone 

roundabout, which provides access to the M2 Motorway towards Dublin.  

2.3.7 The M2 motorway is located approximately 1.5km west of the subject site and can 

be accessed via interchange 3 from the Nine Mile Stone roundabout. Travelling 

southbound, the N2/M2 motorway provides connection to the M50 motorway, 

Dublin Airport and Dublin City Centre.  Whereas travelling northbound, Slane, 

Ardee and several other destinations along the route. The M2 motorway becomes 

N2 south of the Tyrellstown. 
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Existing Cycling and Pedestrian Facilities 

2.3.8 Dublin Road (R135) offers pedestrian footpaths on both sides of the carriageway 

from Nine Mile Stone Roundabout to Asbourne Town Centre, although there is a 

limited number of pedestrian crossing facilities available, particularly controlled 

pedestrian crossings. 

 

Figure 2.10: Pedestrian facilities on R135 Dublin Road 

2.3.9 Cherry Lane is a local road providing access to less than 10 houses (cul-de-sac), a 

pedestrian footpath is provided on the northern side of the carriageway for a 

section of the road. While Hickey’s Lane is rural local road which provides access 

to residential properties and farms, there are no pedestrian facilities along Hickey’s 

Lane (60kph).  

2.3.10 The scheme proposals for the subject site will ensure pedestrians are given priority 

within the internal site layout to ensure desire lines within the site are 

accommodated, providing a good level of service, ensuring the risk of pedestrian 

conflict with vehicles is minimised and providing attractive convenient connections 

to external key walking desire lines.   

2.3.11 The proposed new access arrangements to the site will include the provision of 

dedicated pedestrian crossing facilities along key desire lines. 

2.3.12 In terms of cycle infrastructure, the subject site is located within the GDA Cycle 

Network sector designated as the “Dunshaughlin, Ratoath & Ashbourne”. Figure 

2.11 below illustrates the existing cycle network in the vicinity of the subject site.  

Pedestrian Facilities 
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2.3.13 There are existing cycle lanes along the following roads within proximity of the 

subject site: 

• Dublin Rd – Frederick St (R135). Off road cycle tracks immediately adjacent to 

each traffic lane in a North-South direction, starting at Dublin Rd/Alderbrook 

Rd/Deerpark junction up to Dunnes Stores, through Ashbourne Town.  

• Broadmeadow Greenway – Castle St – Killegland. Cycle lanes in a East-West 

direction from Broadmeadow Greenway up to Ashbourne Education Campus in 

Killegland.  

• Churchfields – Castle St – Killegland St. off road cycle tracks  linking the 

Churchfields to Ashbourne Town Centre. 

 

Figure 2.11: Existing Cycle Facilities  
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2.3.14 A separate Drawing No. 200059-DBFL-TR-SP-DR-C-1101  is submitted with 

the Application Package which illustrates existing transportation linkages. 

 

 

Public Transport - Bus 

2.3.15 The subject site is well served in terms of public transport provision. Several bus 

routes connect the area with Dublin City Centre, Dublin Airport, Blanchardstown, 

Ratoath, Swords or Balbriggan. These routes are outlined below.  

• 103 (Dublin – Ashbourne – Ratoath – Tayto Park). Operated by Bus 

Eireann, it is the service offering the highest frequency, with over 50 services 

per direction on a weekday and 40 on weekend days. It links Dublin with 

Ashbourne in 40 minutes, with a frequency of 20 minutes at peak hour.  

• 103x (Dublin – Ashbourne – Navan). Operated by Bus Eireann, this route 

is similar to the 103, with a more direct itinerary non-stop from Ashbourne to 

Dublin City Centre. There are only 3 services per direction at peak hour. 

• 105 (Drogheda – Ashbourne – Ratoath – Blanchardstown). Operated 

by Bus Eireann, it offers a link with Blanchardstown Shopping Centre, as well 

as other services to Dublin City Centre and Dunboyne Train Station. In the 

other direction, users can access to Drogheda and its Train Station. The route 

offers 30 service from Monday to Saturday in each direction. 

• 109a (Kells – Navan – Dunshaughlin – Ratoath – Ashbourne – Dublin 

City Centre). Operated by Bus Eireann, it offers a link to Dublin Airport in 30 

min, with some services to City Centre and DCU. There are 26-27 services 

running every day in each direction. 

• 193/194 (Ashbourne/Ratoath – Dublin). Operated by Ashbourne 

Connect, it is a express Ashbourne-Dublin service running only at peak times. 

There are 5 services on weekdays only, at AM peak towards Dublin, and at PM 

Peak towards Ashbourne/Ratoath.  

• 197 (Swords – Ashbourne). Operated by Go Ahead Ireland, it links 

Ashbourne with Swords, Pavilions Shopping Centre, Airside, and services to 

other areas in Fingal. 
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• Local Link 195 (Ashbourne – Balbriggan). This is a TFI Local Link service 

running from Monday to Saturday linking Ashbourne with Balbriggan Train 

Station and small towns in between.  

2.3.16 Figure 2.12 below shows the connectivity offered by these routes from Ashbourne 

with the wider area. Figure 2.13 illustrate the bus services in the Ashbourne area. 

Most routes go through Dublin Rd R135. 

  

Figure 2.12: Bus Routes serving Ashbourne 



Ashbourne SHD 
Traffic & Transport Assessment     

 

   
DBFL Consulting Engineers  200059 

16 16 

 

Figure 2.13: Bus Routes serving Ashbourne 

2.3.17 It can be seen in Figure 2.14 below 4no. bus stops are highly accessible from the 

subject site. These are served by bus routes no. 103, 103x, 105, 109a, 193 & 194. 

Most routes link with Dublin City Centre, except for most services of 109a heading 

to Dublin Airport, and services of 105 heading to Blanchardstown. All bus stops are 

located within 300-400m from the subject site. 
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Figure 2.14: Bus Routes serving the subject site 

2.3.18 All the above introduced bus services operate mostly on a daily basis and offer 

relatively frequent schedules as summarised in Table 2.1 below.  
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Route Route 
Mon – 

Fri 
Sat Sun 

103 From Dublin to Ashbourne, Ratoath & Tayto Park 52 41 24 

103 From Tayto Park, Ratoath & Ashbourne to Dublin 53 42 24 

103x From Dublin to Ashbourne & Navan 3 - - 

103x From Navan & Ashbourne to Dublin 3 - - 

105 From Drogheda to Ashbourne, Ratoath & Blanchardstown 30 30 12 

105 From Blanchardstown, Ratoath & Ashbourne to Drogheda 30 30 12 

109a 
From Dublin Airport/City Centre to Ashbourne, Ratoath, 

Dunshaughlin, Navan & Kells 
27 27 27 

109a 
From Kells, Navan, Dunshaughlin, Ratoath & Ashbourne to 

Dublin Airport/City Centre 
27 26 26 

193/194 From Ashbourne/Ratoath to Dublin City Centre 5 0 0 

193/194 From Dublin City Centre to Ashbourne/Ratoath 5 0 0 

197 From Swords to Ashbourne 18 18 15 

197 From Ashbourne to Swords 17 17 15 

LL195 From Ashbourne to Balbriggan 6 6 0 

LL195 From Balbriggan to Ashbourne 5 6 0 

Table 2.1: Bus Services – (source: Bus Eireann, Ashbourne Connect, Go Ahead Ireland, TFI Local Link) 

2.3.19 Detailed transport linkages for the existing scenarios detailing distances to 

surrounding Public Transport is presented in a separate Drawing No. 200059-

DBFL-TR-SP-DR-C-1101  submitted with the pre-planning application package. 

2.3.20 In conclusion, the site is already strategically located to avail of excellent 

sustainable travel options in the form of public transport as well as walking links. 

A number of current schemes being developed by the National Transport Authority 

will see further improvements to infrastructure and services thereby increasing the 

attractiveness of the use of sustainable modes as means for accessing the 

development. 

 

Transport Sharing Schemes – Car sharing 

2.3.21 GoCar is car sharing membership-based scheme founded in May 2008. it is 

headquartered in Dublin and has expanded its services to Galway, Cork, Dundalk, 

Limerick, Wexford, Waterford and many other areas. After joining the scheme, a 

member can rent a car or van from €8/hour for a time period of as little as half an 
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hour or 24/7, 365 days a year. The cost of insurance, fuel and parking are covered 

by the scheme as part of the GoCar membership. 

2.3.22 GoCar is a successful on demand mobility initiative and reducing the need for 

owning private cars, therefore residential developments are now seeking car 

sharing facilities as part of their development to offset the need for dedicated car 

parking.   

2.3.23 The subject development proposes to provide car club (2 no. GoCar) to be used 

by the future residents of the development.  Additional GoCar bases are  also 

available in the vicinity of the subject site with the closest GoCar base being at the 

car park of Tesco in Ashbourne Town Centre. This is located within approximately 

1.1Km or 13 minutes walking distance of the subject site as illustrated in Figure 

2.15 below.  

 

Figure 2.15: GoCar Bases (Source: GoCar) 
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2.4 EXISTING PUBLIC TRANSPORT CAPACITY 

2.4.1 It is widely accepted in the industry that the periods of maximum demand 

generated upon the public transport networks on a typical weekday are focused 

upon the AM (06:00-10:00) and PM (16:00-20:00) periods as predominantly 

influenced by travel to work, school, and college patterns at any given location.  

2.4.2 The existing capacity on the local public transport network has been determined 

based on (i) frequency of services (i.e. timetabled services) and (ii) type / size of 

vehicle. The existing public transport services accessible from the Proposed 

Development are outlined in Section 2.3 above. The site is located within a 5 

minutes walking distance to the Bus Eireann routes no. 103, 103x, 105 & 109a, 

and Ashbourne Connect routes no. 193/194.  

2.4.3 Table 2.3 below provides a summary of the bus capacity during the peak public 

transport patronage times (i.e. AM 06:00-10:00 & PM 16:00-20:00 in the PM). It 

assumes that the capacity for routes no. 103 & 103x equals to 66 passengers, with 

double decker buses, whilst routes no. 105 & 109a would have a lower capacity of 

46 passengers, corresponding to single decker buses. Ashbourne Connect Routes 

no. 193/194 has been assumed to have a capacity of 56 passenger on each service.    

2.4.4 The existing bus capacity analysis reveals, during peak travel periods, the existing 

bus services have the capacity to accommodate up to 3,166 passengers in the AM 

peak period (06:00-10:00) and 3,268 passengers in the PM period (1600-20:00). 

Bus Service Route No. Route  
AM (06:00-10:00) PM (1600-20:00) 

Services Capacity Services Capacity 

Bus Eireann 

103 
From Dublin 12 792 12 792 

To Dublin 12 792 13 858 

103x 
From Dublin 0 0 3 198 

To Dublin 3 198 0 0 

105 
To Blanchardstown 8 368 8 368 

From Blanchardstown 6 276 8 368 

109a 
To Dublin/Airport 5 230 4 184 

From Dublin/Airport 5 230 6 276 

Ashbourne Connect 193/194 
To Dublin 5 280 0 0 

From Dublin 0 0 4 224 

Total Bus Capacity 56 3,166 58 3,268 

Table 2.2: Existing Bus Capacity 
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2.5 LOCAL AMENITIES 

2.5.1 The proposed development site is well placed in terms of amenities. There are a 

comprehensive number of schools located within 2km of the subject site including 

Ashbourne Community School, Gaelscoil na Cille, St Mary’s NS, Ashbourne Educate 

Together NS, St Declan’s National Catholic School, Colaiste de Lacy, and Bumble 

Bee Daycare. 

2.5.2 Furthermore, the subject site benefits from good access to leisure facilities such 

as Sports centres, playgrounds, and GAA clubs, as well as health centres. In 

addition, the site is located in close proximity to Ashbourne Town Centre, where 

there are several supermarkets and retail centres, such as Aldi, Tesco or Dunnes 

Stores. Figure 2.16 shows indicatively the proximity of the subject site’s location 

in relation to the aforementioned local amenities. 

 

Figure 2.16: Local Amenities and Proximity to Proposed Development 
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2.6 SITE ACCESSIBILITY 

Walking 

2.6.1 The pedestrian catchments accessible from the subject site are shown in Figure 

2.17 below for different walking times, from 10 minutes to 30 minutes.  In 10-

minutes walking time, several nearby bus interchanges are reachable, with access 

to all routes bound for Dublin City Centre; educational facilities Ashbourne 

Community School and Gaelscoil na Cille, Deerpark Medical Centre, and Ashbourne 

Cricket Club.  In 20-minutes walking time, Ashbourne Town Centre and several 

amenities can be accessed, including Tesco, Aldi, St Declan’s NCS, Ashbourne 

United pitches, and Ashbourne Golf Club.  In 30-minutes walking time, more 

amenities can be reached, including Ashbourne Educate Together, St Mary’s 

National School, and Ashbourne Health Centre. 

Figure 2.17: Pedestrian Accessibility (Walking Time from Site) (Source: 

TravelTime platform) 
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Cycling 

2.6.2 Figure 2.18 below illustrates cycle travel time catchment areas from the subject 

site. 

2.6.3 In 10 minutes of cycling, Ashbourne Town Centre is accessible, as well as most 

amenities of Ashbourne, including several schools, leisure centres, health centres 

and retail. In 20 minutes of cycling, areas such as Ashbourne Industrial Estate, 

Ashbourne Retail Park, and Ratoath are accessible. In 30 minutes of cycling, 

Curragha, Rolestown, and Kilbridge are reachable, as well as Tayto Park. 

 

Figure 2.18: Bicycle Accessibility (Cycle Time from Site) (Source: TravelTime 

platform) 
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Public Transport & Walking 

2.6.4 In terms of public transport accessibility, the subject site currently benefits from a 

significant range of bus routes bound for Dublin City Centre and Dublin Airport, as 

well as frequent services to other parts in the surrounding area, including Ratoath, 

Tayto Park, Rolestown and Swords. 

2.6.5 Ratoath, Tayto Park, Money Hill and other settlements along the N2 route can be 

reached in 30 minutes using public transport. The accessibility of 45 minutes 

increases to Swords, Dunboyne, M3 Parkway Train Station, Finglas and 

neighbourhoods of Dublin City Centre including Phibsborough and Cabra. In 1h 

using public transport, users can reach Blanchardstown, Dublin Airport, 

Dunshaughlin, several suburbs in North Dublin City, and Dublin City Centre. 

 

Figure 2.19: Public Transport & Walking Accessibility (Source: TravelTime 

platform) 
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2.7 ROAD SAFETY REVIEW 

2.7.1 With the objective of ascertaining the road safety record of the immediate routes 

leading to/from the subject site, the collision statistics as detailed on the Road 

Safety Authority’s (RSA) website (www.rsa.ie) have been examined.  The RSA 

website includes basic information relating to reported collisions over the most 

recent twelve-year period from 2005 to 2016 inclusive.  The RSA database records 

detail where collision events have been officially recorded such as when the Garda 

being present to formally record details of the incident.   

2.7.2 Table 2.3 and Figure 2.20 below outline the recorded collisions which have 

occurred in the immediate vicinity of the site on Dublin Rd (R135) during the study 

period (2005-2016 inclusive).  A cluster of 4no. minor accidents can be noticed at 

the Dublin Rd/Alderbrook Rd/Deerpark junction. All collisions in the area are minor, 

and mostly affecting cars.  

Road 

Collision 
Location 

No. Year Severity 
Vehicle / 

Pedestrian 
Circumstances 

Day of 

Week 
Time 

Speed 

Limit 

No. 

Casualties 

Dublin 

Rd 
(R135) 

1 2005 Minor 
Goods 

Vehicles 
Rear end, 
straight 

Wed 1600-1900 40 KPH   

2 2013 Minor Car 
Single vehicle 

only 
Sat 2300-0300 50 KPH 1 

3 2010 Minor Car 
Rear end, 
straight 

Sun 1900-2300 50 KPH 1 

4 2009 Minor Car Angle, right turn Sat 0700-1000 50 KPH 1 

5 2015 Minor Car Head-on conflict Sun 1600-1900 60 KPH 3 

6 2015 Minor Car 
Rear end, 

straight 
Thu 1600-1900 80 KPH 3 

Table 2.3: Road Collisions in the vicinity of the subject site (Source: RSA) 

http://www.rsa.ie/
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Figure 2.20: Road Collisions in the vicinity of the subject site (Source: RSA) 

 

2.7.3 The review of the RSA data reveals that the local road network exhibits a low 

number of incidents in the surroundings of the subject site.  
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2.8 PROPOSED TRANSPORT INFRASTRUCTURE  

Cycle infrastructure proposals 

2.8.1 The subject site lies within the Greater Dublin Area Cycle Network Plan Zone 15 

under “Dunshaughlin, Ratoath & Ashbourne” as outlined within the Greater Dublin 

Area Cycle Network Plan (2013).   

2.8.2 Figure 2.21 below indicates the proposed cycle routes in the vicinity of the site 

in accordance with the National Transport Authority’s “Greater Dublin Area Cycle 

Network Plan”. The subject site will benefit from the following cycle routes. 

• Primary Route AS1 follows Dublin Rd/Frederick St R135 Regional Road 

through Ashbourne. 

• Primary Route AS2 is the Ballybin Loop on west side of Ashbourne to 

business park. 

• Inter-urban Route M15 goes from Dunshaughlin to Ashbourne via 

Ratoath along quiet back roads, avoiding the busy R125. 

• Inter-urban Route M17 is the Ashbourne to Dublin route along the R125 

(old N2) on hard shoulders.  

2.8.3 Additionally, other feeder routes are projected within Ashbourne, to complement 

the main ones outlined above.  

2.8.4 These proposals have remained for the “Draft 2021 Greater Dublin Area Cycle 

Network Plan”. 
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Figure 2.21: Proposed Cycle Facilities (Source: GDA Cycle Network Plan (2013)) 

 

2.8.5 The Draft Cycle Network Plan for the Greater Dublin Area (2021) has also been 

reviewed. In this version, the “Dunshaughlin, Ratoath & Ashbourne” sheet shows 

similar routes across Ashbourne. In this document, these are classified as 

secondary routes, as shown in Figure 2.22. 
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Figure 2.21: Proposed Cycle Facilities (Source: Draft GDA Cycle Network Plan (2021)) 

2.8.6 Some of these proposals are already in place, such as the cycle lanes along the 

R135 between Dunnes Stores and Alderbrook Rd as part of the Primary Route AS1, 

or the cycle lanes along Castle St and Killegland as part of the Primary Route AS2. 

Moreover, Meath County Council are carrying out “Ashbourne Main Street 

Refurbishment Scheme Phase 2”, which includes road safety improvements on the 

R135. The works will commence and tie into Phase I of the Scheme, to the north 

of Dunnes Stores and extend northwards to the Pillo Hotel roundabout on the N2 

and to the south of the Castle Street and Bridge Street junction extending 

southwards to the Nine Mile Stone roundabout on the R125. Other items part of 

Phase 2 of this project are outlined below. 
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• Provision of new cycle track/lanes on both sides of the R135 from the 

Ratoath roundabout on the N2 to the Nine Mile Stone roundabout at the 

Ratoath Road (R125). 

• Enhanced pedestrian and cyclist facilities will be provided at each junction 

along the route, including additional traffic signals and pedestrian crossings 

to allow integration with the wider network. 

• The construction of new footpaths. 

• The reduction in width of the existing road carriageway in order to facilitate 

the new cycle tracks. 

• The provision of improved signage, road markings, surfacing and public 

lighting necessary to provide the above. 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

Figure 2.22: Ashbourne Main Street Refurbishment Scheme (Source: Meath County Council 
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Public Transport - Bus 

2.8.7 In 2021 the National Transport Authority (NTA) developed Connecting Ireland 

Rural Mobility Plan. This is a major initiative designed with the aim of increasing 

connectivity, particularly for people living outside major cities and towns. Currently 

this project is under public consultation. 

2.8.8 The proposed bus network for the wider site area is shown below in Figure 2.22.   

 

Figure 2.23: Proposed Public Transport Routes in the Vicinity of the Subject Site 

(Source: Extract of Meath County Map Connecting Ireland Plan) 

 

2.8.9 The bus routes and numbering will mostly remain the same. The main 

enhancements affecting the area are summarised below.  

• Regional Corridor Proposal no. 31: From Donegal Town to Dublin. It is 

proposed to increase services between Navan and Dublin, so the minimum 

frequency is 30 minutes. This could also serve the site as routes no. 105 and 

190A will link to this corridor.  
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• Route 195 (Local Link): From Ashbourne to Balbriggan. It is proposed to 

alter the route to also serve Ballymadun. The proposed minimum service is 6 

return trips from Monday to Saturday and 3 return trips on Sunday.  

2.8.10 BusConnects Scheme includes enhancing route 197 from Swords to Ashbourne, 

with a bus every hour.  

Ashbourne Park and Ride  

2.8.11 The Transport Strategy for the Greater Dublin Area 2022 – 2042 includes a Park 

and Ride Strategy. This is an analysis of each corridor in Dublin which considers 

the existing facilities and proposes new Park and Ride sites. These are illustrated 

in Figure 2.24.  

 

Figure 2.24: Proposed Park and Ride Facilities (Source: Park and Ride Strategy Map) 
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2.8.12 For the N2/M2 corridor, two sites are proposed: Ashbourne Park and Ride and 

Finglas Park and Ride. 

2.8.13 Ashbourne Park and Ride (P& R no. 2 from Figure 2.24) is a bus-based facility 

with capacity of 350no. spaces. It is located just off Junction 3 of the M2, 1.2km 

from the Subject Site, or 2 minutes driving. This will be mainly served by Bus 

Eireann route no. 103.  

2.8.14 Finglas Park and Ride (P& R no. 3 from Figure 2.24) is a Luas-based facility of 

600no. space and is part of the Luas Finglas Extension Plan. The Finglas Park and 

will will be approx. 14km from the Subject Site, which could be driven in 10-14 

minutes. Additionally, a new bus terminus is planned is the vicinity as part of the 

implementation of BusConnects. Further details of this project are outlined below. 

      

Luas extension to Finglas 

2.8.15 Luas Finglas is the proposed extension of the Luas Green Line from its terminus in 

Broombridge to the north of Finglas in Charlestown, beside the M50/N2 junction. 

This is a proposal from the Transport Strategy for the Greater Dublin Area 2022 – 

2042.  

2.8.16 Since work was completed on the Luas Green Line connection to Broombridge in 

2017, the potential to extend the line to Finglas has been explored by Transport 

Infrastructure Ireland (TII) and the National Transport Authority (NTA). The 

process to identify potential routes to extend the Green Line to Finglas began in 

2018, and an Emerging Preferred Route was published in 2021 for public 

consultation. 

2.8.17 The proposed route will include four new stops along its 3.9-kilometre length. 

These are at St Helena’s, Finglas Village, Mellowes Park and Charlestown, as 

illustrated in Figure 2.25.  

2.8.18 Near the Luas stop St Margaret’s Road, and close to the M50, a 600-vehicle park 

and ride facility is proposed. It is proposed a multi-storey Park and Ride and 

extended supermarket at a currently commercial site, subject to further design and 

traffic analysis. This will help reduce traffic driving through the area and adjacent 

villages of Cabra and Phibsborough.  
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Figure 2.25: Luas Finglas Emerging Preferred Route (Source: Luas Finglas) 

 

2.8.19 Residents from the subject site will benefit from a Park and Ride facility of 600 

spaces 14km from the Subject Site, which could be driven in 10-14 minutes. Luas 

services would take 30 minutes from this point up to Trinity College, in Dublin City 

Centre, and also, passengers can change to rail services at Broombridge. 

Moreover, as part of the BusConnects rollout, users of the Park and Ride can 

continue their journey on several bus routes with the public transport terminus at 

this point.  Furthermore, once BusConnects has been implemented, several high-

frequency bus routes will serve the area.  
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Figure 2.26: Subject site with Luas Finglas.  

 

2.8.20 Detailed transport linkages for the proposed scenarios detailing distances to 

surrounding Public Transport is presented in a separate Drawing No. 200059-

DBFL-TR-SP-DR-C-1102  submitted with the pre-planning application package. 
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3.0 POLICY FRAMEWORK 

3.1 DEVELOPMENT POLICY 

3.1.1 In the context of transportation, the subject site policy framework is influenced by 

the following key documentations. A common theme through each of these key 

documents is the emphasis placed upon the importance of travel demand 

management, with many identifying the need to implement mobility management 

plans with the objective of promoting sustainable travel patterns. 

• Sustainable Urban Housing: Design Standards for New Apartments (December 

2020) 

• Smarter Travel – A Sustainable Transport Future (2009) 

• Design Manual for Urban Roads and Streets (DMURS) (2019) 

• Transport Strategy for the Greater Dublin Area 2016-2035  

• Draft Transport Strategy for the Greater Dublin Area 2022-2042 

• Greater Dublin Area (GDA) Cycle Network Plan (2013) 

• Draft Greater Dublin Area Cycle Network Plan (2021) 

• Meath County Development Plan 2021 – 2027 

 

Sustainable Urban Housing: Design Standards for New Apartments, 

Guidelines for Planning Authorities, December 2020 

3.1.2 This guideline document was produced by the 

Department of Housing, Planning and Local Government 

and was recently updated in December 2020. The 

purpose of this document is to set out standards for 

apartment development, mainly in response to 

circumstances that had arisen whereby some local 

authority standards were at odds with national 

guidance.  

3.1.3 With the demand for housing increasing, this means 

that there is a need for an absolute minimum of 275,000 new 

homes in Ireland’s cities by 2040. It is therefore critical to ensure that apartment 
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living is an increasingly attractive and desirable housing option for a range of 

household types and tenures.  

3.1.4 These Guidelines apply to all housing developments that include apartments that 

may be made available for sale, whether for owner occupation or for individual 

lease. They also apply to housing developments that include apartments that are 

built specifically for rental purposes, whether as ‘Build To Rent’ or as ‘shared 

accommodation’. 

3.1.5 Cycling provides a flexible, efficient and attractive transport option for urban living 

and these guidelines require that this transport mode is fully integrated into the 

design and operation of all new apartment development schemes.  

3.1.6 The quantum of car parking or the requirement for any such provision for 

apartment developments will vary, having regard to the types of location in cities 

and towns that may be suitable for apartment development, broadly based on 

proximity and accessibility criteria.  

 

Smarter Travel – A Sustainable Transport Future 

3.1.7 Smarter Travel was published in 2009 by the 

Department of Transport which represents the 

national policy documentation outlining a broad 

vision for the future and establishes objectives and 

targets for transport.  The document examines past 

trends in population and economic growth and 

transport concluding that these trends are 

unsustainable into the future. 

3.1.8 In order to address the unsustainable nature of 

current travel behaviour, Smarter Travel sets down 

a number of key goals and targets for 2020 - including: 

• Total vehicle km travelled by car will not significantly increase; 

• Work-related commuting by car will be reduced from 65% to 45%; 

• 10% of all trips will be by cycling; 

• The efficiency of the transport system will be significantly improved. 
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3.1.9 The document recognises that these are ambitious targets, and outlines a suite of 

49 actions required to achieve these targets – summarised under the following 

four main headings: 

• Actions aimed at reducing distances travelled by car and the use of fiscal 

measures to discourage use of the car; 

• Actions aimed at ensuring that alternatives to the car are more widely 

available; 

• Actions aimed at improving fuel efficiency of motorised travel; and 

• Actions aimed at strengthening institutional arrangements to deliver the 

targets. 

Design Manual for Urban Roads and Streets (DMURS) - 2019 

3.1.10 DMURS guidance document was produced by the 

Department of Transport, Tourism and Sports and 

the Department of Environment, Community and 

Local Government in March 2013 and updated in 

May 2019.  It provides guidance relating to the 

design of urban roads and streets. It presents a 

series of principles, approaches and standards that 

are necessary to achieve balanced, best practice 

design outcomes with regard to street networks and 

individual streets.  

3.1.11 The manual places a significant emphasis on car dominance in Ireland and the 

implications this has had regarding the pedestrian and cycle environment. The 

document encourages more sustainable travel patterns and safer streets by 

proposing a hierarchy for user priorities. This hierarchy places pedestrians at the 

top, indicating that walking is the most sustainable form of transport and that by 

prioritizing pedestrians first, the number of short car journeys can be reduced, and 

public transport made more accessible.  

3.1.12 Second in the hierarchy are cyclists with public transport third in the hierarchy and 

private motor vehicles at the bottom. By placing private vehicles at the bottom of 

the hierarchy, the document indicates that there should be a balance on street 

networks and cars should no longer take priority over the needs of other users. 
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3.1.13 The manual emphasizes that narrow carriageways are one of the most effective 

design measures that calm traffic. Standard width of an arterial and link street is 

3.25m, however, this may be reduced to 3m where lower design speeds are being 

applied. Desirable footpath widths are between 2m – 4m. The 2m width should be 

implemented to allow for low to moderate pedestrian activity. A 3m – 4m footpath 

should be implemented to allow for moderate to high pedestrian activity.    

3.1.14 The focus of the manual is to create a place – based sustainable street network 

that balances the pedestrian and vehicle movements. The manual references the 

different types of street networks, including arterial streets, link streets, local 

streets, and highlights the importance of movement. 

 

Transport Strategy for the Greater Dublin Area 2016-2035 

3.1.15 The Transport Strategy for the Greater 

Dublin Area 2016-2035 is a document 

compiled by the National Transport 

Authority (NTA) which sets out the 

Strategic Transport Plan for the 

Greater Dublin Area for the period up 

to 2035. 

3.1.16 This document will influence transport 

planning across the region until 2035 

and replaces ‘A Platform for Change – 

An Integrated Transportation Strategy 

for the Greater Dublin Area 2000 to 

2016’. It thereby underpins all 

transportation strategies, traffic 

management schemes and development plans prepared by Dublin City Council 

during this timeframe. 

3.1.17 The Strategy sets out a clear hierarchy of transport users, commencing with the 

sustainable modes of travel such as walking, cycling and public transport users at 

the very top of the hierarchy. The Strategy adopts the general principle that these 

users should have their safety and convenience needs considered first and that the 
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hierarchy is applied where a large share of travel is (or could be) made by walking, 

cycling and public transport. 

3.1.18 In addition to guiding the development of specific Strategy measures, the NTA 

encourages that the “transport user hierarchy should guide engineers, planners 

and urban designers on the order in which the needs of transport users should be 

considered in designing new developments or traffic schemes in the Greater Dublin 

Area.”  

Draft Transport Strategy for the Greater Dublin Area 2022-2042 

3.1.19 The Draft Greater Dublin Area Transport 

Strategy 2022-2028 has arisen from a 

review of the original 2016 strategy. The 

updated document “sets out the 

framework for investment in transport 

infrastructure and services over the next 

two years”. 

3.1.20 The overall aim of the Transport Strategy is “To provide a sustainable, accessible 

and effective transport system for the Greater Dublin Area which meets the 

region’s climate change requirements, serves the needs of urban and rural 

communities, and supports economic growth”. 

3.1.21 Four primary objectives have been identified as part of the Draft Greater Dublin 

Area Transport Strategy 2022-2028. These are: 

• An Enhanced Natural and Built Environment - To Create a better 

environment and meet our environmental obligations by transitioning to 

a clean, low emission transport system, reducing car dependency, and 

increasing walking, cycling and public transport use. 

• Connected Communities and a Better Quality of Life – To enhance 

the health and quality of life of our society by improving connectivity 

between people and places, delivering safe and integrated transport 

options, and increasing opportunities for walking and cycling. 

• A Strong Sustainable Economy – To support economic activity and 

growth by improving the opportunity for people to travel for work or 
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business where and when they need to, and facilitating the efficient 

movement of goods. 

• An Inclusive Transport System – To deliver a high quality, equitable 

and accessible transport system, which caters for the needs of all 

members of society. 

3.1.22 The current draft of the Transport Strategy is currently out for public consultation 

until 17th December 2021. 

Greater Dublin Area (GDA) Cycle Network Plan (2013) 

3.1.23 Based upon the National Cycle Policy 

Framework (NCPF), the GDA Cycle 

Network Plan outlines the present 

situation of the existing cycle route 

network and its relatively low usage in 

parts. In Fingal, the report documents 

how the cycling provision within the 

country is poor, with limited cycling 

facilities in urban and rural areas.  

3.1.24 As part of a planned 2,340km expansion of cycle routes in the GDA, some of the 

proposed routes in Ashbourne include: 

• Primary Route AS1 follows Dublin Rd/Frederick St R135 Regional Road 

through Ashbourne. 

• Primary Route AS2 is the Ballybin Loop on west side of Ashbourne to 

business park. 

• Inter-urban Route M15 goes from Dunshaughlin to Ashbourne via 

Ratoath along quiet back roads, avoiding the busy R125. 

• Inter-urban Route M17 is the Ashbourne to Dublin route along the R125 

(old N2) on hard shoulders.  

3.1.25 These proposals are further described in Chapter 2. 
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Draft Greater Dublin Area Cycle Network Plan (2021) 

3.1.26 The Draft Greater Dublin Area Cycle Network Plan 

2021 has arisen as an update to the original 2013 

plan, with input from local authorities within the 

GDA.  

3.1.27 While the original 2013 GDA Cycle Network Plan 

focuses on identifying the routes required to 

provide an adequate network for cyclists, the 

updated 2021 plan seeks to enhance and 

strengthen local accessibility and permeability.  

3.1.28 The proposals from the plan relating to the subject 

site are shown in Chapter 2. 

 

Meath County Development Plan 2021 – 2027  

3.1.29 The Meath County 

Development Plan 

2021-2027 sets out the 

policies for sustainable 

development within the 

council area up to 2027. 

3.1.30 The Meath County Development Plan 2021 – 2027 intends to promote and facilitate 

the provision of the necessary infrastructure to fully accommodate the demand for 

development and future population increases in an environmentally sustainable 

manner. The following policies are considered relevant to the proposed 

development. 

Integration of Land Use and Transportation Planning 

3.1.31 MOV POL 1. To support and facilitate the integration of land use with transportation 

infrastructure, through the development of sustainable compact settlements which 

are well served by public transport, in line with the guiding principles outlined in 

RPO 8.1 of the EMRA RSES 2019-2031. 
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3.1.32 MOV POL 2. To carry out strategic studies to identify and set out the delivery 

mechanisms for the necessary transport infrastructure to implement the Economic 

Development Strategy for County Meath. 

3.1.33 MOV POL 3. To carry out strategic studies to identify and set out the delivery 

mechanisms for the necessary transport infrastructure to implement the Economic 

Development Strategy for County Meath. 

3.1.34 MOV POL 4. To promote higher residential development densities in settlement 

centres along public transport corridors, subject to compliance with normal 

planning criteria. 

3.1.35 MOV OBJ 1. To prepare and commence implementation of Local Transport Plans 

(LTP), in conjunction with the NTA and relevant stakeholders, for Drogheda (in 

conjunction with Louth County Council as part of the Joint Urban Plan), Ashbourne, 

Navan, Ratoath, and other settlements where Local Area Plans are undertaken, 

having regard to the Area Based Transport Assessment Guidance Notes (2019). 

3.1.36 MOV OBJ 2. To seek regular engagement between Transport Infrastructure Ireland 

(TII) and the relevant Municipal District regarding road safety issues communities 

located on Meath’s national roads. 

Sustainable Transport 

3.1.37 MOV OBJ 3. To ensure that design for cycle infrastructure for all relevant 

developments shall be carried out in accordance with the Greater Dublin Area Cycle 

Network Plan, other relevant design standards or any successors to these 

documents. 

Cycling & Walking 

3.1.38 MOV POL 5. To promote higher residential development densities in settlement 

centres along public transport corridors, subject to compliance with normal 

planning criteria. 

Bus 

3.1.39 MOV POL 8. To cooperate with the NTA and other relevant agencies to have 

ongoing reviews of the network of bus routes in Meath, and to support and 

encourage public transport operators to provide improved bus services in, and 

through the County. 
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3.1.40 MOV POL 9. To ensure that the design and planning of transport infrastructure and 

services accords with the principles of sustainable safety, in order that the widest 

spectrum of needs, including pedestrians, cyclists, the ageing population and those 

with mobility impairments are taken into account. 

3.1.41 MOV POL 10. To ensure that new developments in Regional Growth Centres, Key 

Towns, Self-Sustaining Growth Towns and Self-Sustaining Towns are laid out so 

as to facilitate the provision of local bus services and the provision of Park and 

Ride facilitates as appropriate. 

3.1.42 MOV POL 11. To facilitate in conjunction with relevant statutory agencies 

alternative transport modes to the private car, including enhanced delivery of 

public transport services along regional corridors (as defined in the NTA’s Transport 

Strategy for the Greater Dublin Area 2016-2035); frequent local bus services 

linking residential areas to District Centres and Town Centres, and which also serve 

shopping areas, employment areas and other activity centres, and connecting to 

key transport interchange points.  

3.1.43 MOV POL 12. To support the implementation of recommendations presented in the 

NTA’s Transport Strategy for the Greater Dublin Area 2016-2035 and any 

subsequent reviews thereof. To ensure that design for cycle infrastructure for all 

relevant developments shall be carried out in accordance with the Greater Dublin 

Area Cycle Network Plan, other relevant design standards or any successors to 

these documents. 

3.1.44 MOV OBJ 11. To provide bus priority measures on existing and planned road 

infrastructure, where appropriate, in collaboration with the NTA, Bus Éireann and 

TII (where relevant). 

3.1.45 MOV OBJ 12. To identify deficits in bus infrastructure and develop a priority list as 

a basis to secure funding for improvement works, including the provision of bus 

shelters, bus stops and travel information at stops. 

3.1.46 MOV OBJ 15. To work with the NTA and all transport operators to make all existing 

public transport services throughout the county accessible for people with 

disabilities, reduced mobility and older people and require that proposals for new 

transport infrastructure are subject to an Accessibility Audit. 
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Park and Ride Facilities 

3.1.47 MOV POL 13. To promote and support the provision of Park-and-Ride facilities 

which improve public transport accessibility without exacerbating road congestion 

at appropriate locations within the County. NTA funded Park & Ride Schemes will 

be carried in accordance with the recommendations of the Park & Ride 

Development Office of the NTA. 

3.1.48 MOV OBJ 17. To assess and determine the potential for bus-based Park and Ride 

facilities, in particular, close to high quality road corridors leading from settlements 

in the Core Area, with good bus priority to commuter destinations in the Dublin 

Metropolitan area. 

3.1.49 MOV OBJ 18. To identify and develop suitable lands to provide for Park and Ride 

facilities at appropriate locations in the County. 

Electric Vehicles (EV) Charging Points 

3.1.50 The Climate Action Plan, 2019 acknowledges that the pricing structure for EV 

vehicles is a major factor in consumers decision making. However, the Plan also 

acknowledges the importance of ‘ensuring the EV Charging network underpins 

public confidence.’ The Council will encourage the provision of EV charging points 

in all developments for future proofing.  

DM OBJ 94: All car parks shall include the provision of necessary wiring and ducting 

to be capable of accommodating future Electric Vehicle charging points, at a rate 

of 20% of total space numbers.  

DM OBJ 95: In any car park in excess of 20 spaces where public access is available, 

four fully functional charging points for Electric Vehicles shall be provided in 

accordance with IEC 61851 Standard for Electric Vehicle Conductive Charging 

Systems.  
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3.2 DEVELOPMENT STANDARDS  

Car Parking 

3.2.1 Two documents were reviewed for the car parking standards: Meath County 

Development Plan 2021-2027 and Sustainable Urban Housing: Design Standards 

for New Apartments, Guidelines for Planning Authorities, December 2020. 

3.2.2 Reference has been made to Table 11.2 of the Meath County Council Development 

Plan (2021-2027) which outlines the car parking standards for the county. 

3.2.3 Furthermore, reference is made to Chapter 4 of Sustainable Urban Housing: Design 

Standards for New Apartments Guidelines for Planning Authorities, as published by 

the Department of Housing, Planning and Local Government (DHPLG), March 

2018. The development site can be classified as a Peripheral and/or Less Accessible 

Urban Location.   

3.2.4 In relation to car parking, within ‘Peripheral and/or Less Accessible Urban 

Locations’, the DHPLG document states: 

‘As a benchmark guideline for apartments in relatively peripheral or less accessible 

urban locations, one car parking space per unit, together with an element of visitor 

parking, such as one space for every 3-4 apartments, should generally be required.’  

3.2.5 With regard to the proposed development schedule and the location of the subject 

site, the associated car parking requirements are outlined in Table 3.1 below. 
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Unit Type 
No. Units / 

sqm 

MCC Development Plan 
Requirements 

DHPLG Parking 
Requirement 

Resident Visitor Resident Visitor 

Residential 

House 
2-4 

Beds 
420 

2 spaces / 
unit 

- - - 

Apartment/Duplex 
1-3 

Beds 
282 

2 spaces / 
unit 

1 space / 4 units 
1 space / 

unit 
1 space / 
3-4 units 

Non Residential 

Block A             

Creche 288.56 m2 - 
1 spaces / employee + 
set down area & 1 / 4 

children + set down area 
- - 

Retail 105.58 m2 - 
1 space per 20sqm (if 

greater than 1000sqm, 1 
space per 14sqm) 

- - 

Retail 
173.83 m2 

(dining area 96 
m2) 

- 
1 space per 5 sqm dining 

area 
- - 

Block A1 

Creche 383.68 m2 - 
1 spaces / employee + 
set down area & 1 / 4 

children + set down area 
- - 

Retail 190.6 m2 - 
1 space per 20sqm (if 

greater than 1000sqm, 1 
space per 14sqm) 

- - 

GP Surgery 
185.95 m2 (3 
consultancy 

rooms) 
- 

2 spaces / consulting 
room 

- - 

Block B1 

Retail 468.92 m2 - 
1 space per 20sqm (if 

greater than 1000sqm, 1 
space per 14sqm) 

- - 

 Table 3.1: Car parking requirements 

Accessible Car Parking 

3.2.6 Table 11.2 of the Meath County Council Development Plan (2021-2027) specifies 

that “Accessible car parking spaces shall be provided at a minimum rate of 5% of 

the total number of spaces, for developments requiring more than 10 car parking 

spaces, with the minimum provision being one space”.  

Electrical Vehicle Parking 

3.2.7 The Meath Development Plan state that “All car parks shall include the provision 

of necessary wiring and ducting to be capable of accommodating future Electric 

Vehicle charging points, at a rate of 20% of total space numbers”. Also, “In any 

car park in excess of 20 spaces where public access is available, four fully functional 

charging points for Electric Vehicles shall be provided in accordance with IEC 61851 

Standard for Electric Vehicle Conductive Charging Systems”. 

 

 



Ashbourne SHD 
Traffic & Transport Assessment     

 

   
DBFL Consulting Engineers  200059 

48 48 

Cycle Parking 

3.2.8 Reference has been made to Table 11.4 of the Meath County Development Plan 

2021-2027 which outlines the cycle parking provision sought for new developments 

within the area governed by MCC. The DHPLG guidelines have also been illustrated 

in Table 3.2. 

Unit Type 
No. Units 

/ sqm 

MCC Development Plan 
Requirements 

DHPLG Parking 
Requirement 

Resident Visitor Resident Visitor 

Residential 

House 
2-4 

Beds 
420 - - - - 

Apartment/Duplex 
1-3 

Beds 
282 

1 space / bed 
(minimum 2 

spaces / unit) 
1 space / 2 units 

1 cycle 
storage / 

bed 

1 space / 
2 units 

Non Residential 

Block A             

Creche 288.56  m2 - 
1 space / car space 
& 10% employee 

numbers 
- - 

Retail 105.58 m2 - 
1 space per 10 car 
spaces or 1 space 

per till 
- - 

Retail 173.83 m2 - 

1 bike space per car 
space, or 10% of 

employee 
numbers in general 

- - 

Block A1 

Creche 383.68m2 - 
1 space / car space 
& 10% employee 

numbers 
- - 

Retail 190.6 m2 - 
1 space per 10 car 
spaces or 1 space 

per till 
- - 

GP Surgery 185.95 m2 - 

1 bike space per car 
space, or 10% of 

employee 
numbers in general 

- - 

Block B1 

Retail 468.92 m2 - 
1 space per 10 car 
spaces or 1 space 

per till 
- - 

Table 3.2: Cycle Parking requirements 
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4.0 CHARACTERISTICS OF PROPOSALS 

4.1 OVERVIEW 

4.1.1 Arnub Ltd. & Aspect Homes (ADC) Ltd. intend to apply to An Bord Pleanála for 

permission for a strategic housing development on a site at Baltrasna and Milltown, 

Ashbourne, Co. Meath. The proposed development site is to the west of the R135 

Dublin Road, south of existing housing at Alderbrook Rise, Alderbrook Downs & 

Alderbrook Heath, east of existing housing at  Tara Close and Tara Court, south-

west of Cherry Lane and west of Hickey’s Lane.  

4.1.2 The development will consist of 702 no. dwellings, comprised of 420 no. 2 & 3 

storey, 2, 3, 4 & 5 bed houses, 39 no. 2 & 3 bed duplex units in 19 no. blocks, and 

243 no. 1, 2 & 3 bed apartments in 20 no. buildings, which range in height from 

3, 3-4, 4-5, & 4-6 storeys.  The proposed development also provides for the 

following uses: (i) 2 no. creches (c.288.56m² & 383.68m²) accommodated in 

Blocks A and A1 respectively, (ii) 4 no. retail/commercial units (c. 105.58 m²  & 

173.83m² in Block A, c.190.6m² in Block A1 & c.469m² in Block B1) and (iii) GP 

practice / medical use unit (c.186m²) in Block A1.  

4.1.3 Access to the development will by via (i) Cherry Lane to the north-east, off the 

R135 Dublin Road, via a new proposed internal access road and (ii) via Hickey’s 

Lane to the east, off the R135 Dublin Road, including pedestrian and cycle paths.  
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 Figure 4.1: Proposed Development Site Layout 

4.1.4 With reference to the scheme drawings, the proposed development schedule is 

summarised in Table 4.1 below. A total of 702 no. residential units are proposed. 

Additionally, there are two commercial aspects of the development, as illustrated 

in Table 4.2: 2no. creches, 4no. retail units, and 1no. GP Surgery. 

Unit Type Units 

Residential 

Houses 420 

Duplex 39  

Apartments 

1 Bed Apt. 47 

243 

 

2 Bed Apt. 169  

3 Bed Apt. 27  

Total 702  

Table 4.1: Development Schedule. Residential use summary 
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Unit Type Units GFA (m2) 

Commercial 

Creche 2 
288.56 

383.68 

Retail 4 

105.58 

173.83 

190.60 

468.92 

GP Surgery 1 185.95 

Total 7 1797.12 

Table 4.2: Development Schedule. Non-Residential use summary 

4.1.5 Further details of the scheme proposals can be found within the Architects’ 

drawings and also in DBFL Drawings 200059-DBFL-RD-SP-DR-C-1201 to 

200059-DBFL-RD-SP-DR-C-1205.  
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4.2   SITE ACCESS ARRANGEMENTS  

Pedestrians and Cyclists  

4.2.1 The Design Manual for Urban Roads and Streets (DMURS) identifies the importance 

of connectivity for pedestrians within residential areas. The document states ‘The 

creation of vibrant and active places requires pedestrian activity. This in turn 

requires walkable street networks that can be easily navigated and are well 

connected.’  

4.2.2 DMURS references that ‘Sustainable neighbourhoods are areas where an efficient 

use of land, high quality urban design and effective integration in the provision of 

physical and social infrastructure such as public transport, schools, amenities and 

other facilities combine to create places people want to live in’.  

4.2.3 The document highlights that residential locations that have been constructed in 

accordance with the principles of segregation, and that increased walking and 

cycling distances for residents, have a significant influence on mode choice as a 

lack of connectivity is one of the key factors that discourage people from walking.  

4.2.4 The proposed development site will have excellent connectivity for pedestrians and 

cyclists to access the residential units, with a number of connecting paths that 

route through the scheme, in particular the proposed greenway route, providing 

safe segregated access to the potential future school. This aforementioned 

infrastructure would enable pedestrians and cyclists to route easily through the 

site with no barriers or segregated area to hinder movement. 

4.2.5 In addition to the demarcated routes through the development site, pedestrian 

and cycle priority will be emphasized through different material finishes on shared 

surface streets to lower vehicle speeds throughout the development.  

4.2.6 Pedestrians and cyclists will be able to access or egress the site from a number of 

proposed/future pedestrian/cyclist access locations (Figure 4.2): - 

4.2.7 The development will provide cycle facilities along either side of the main Link 

Street which will be segregated from vehicular traffic by a 1.5m verge. Wide 

footpaths of 2.5m will also be provided along the main Link Street. A 4m wide 

shared greenway will also be provided through the site, providing an additional 

safe pedestrian/cycle access through the site. Pedestrians and cyclists can access 

the site from three location along the R135. Potential pedestrian/cycle connections 
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could be provided into the existing Alderbrook and Tara Close housing 

developments to the North and West respectively, if required in the future to 

connect to neighbouring lands. The pedestrian and cyclist access points are shown 

in Figure 4.2 below. 

 

 

Figure 4.2: Pedestrian & Cycle access points 

 

4.2.8 The internal road layout has been designed with pedestrians and cyclists as a 

priority; many courtesy crossings are provided following pedestrian desire lines in 

addition to the low vehicle speeds throughout the development indicated through 

different surface finishes. 

4.2.9 Accordingly, the subject site will be highly accessible to both pedestrians and 

cyclists with permeable connections provided to the neighbouring lands via these 

access / egress junctions.  
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Vehicular Access 

4.2.10 The subject site will benefit from one principal vehicle access via (i) Cherry Lane 

to the north-east, off the R135 Dublin Road, via a new proposed Link Street and a 

secondary access via (ii) Hickey’s Lane to the south-east, off the R135 Dublin Road. 

4.2.11 The two site access junctions have been designed in accordance with DMURS as 

well as the TII DN-GEO-03060 ‘Geometric Design of Junctions’ 2017. These 

guidelines and standards, in particular DMURS, were reviewed in order to provide 

a junction design for this development that adequately caters for the residents 

within the development. DMURS promotes a more permeable road network 

approach with more frequent minor junctions. Therefore, considering the large 

scale of this residential development, it was considered appropriate to provide two 

vehicular access junctions. These two access junctions will increase permeability 

for pedestrians and cyclists as well as reducing traffic issues of queuing and delay 

within the development.  

Cherry Lane Site Access 

4.2.12 The Cherry Lane access (Figure 4.3) will act as the primary vehicular access to 

the proposed development. This site access will accommodate general vehicular 

traffic, cyclists and pedestrian accessing and egressing from the subject site.  

 Figure 4.3: Primary Site Access via Cherry Lane 
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4.2.13 The existing priority junction at Cherry Lane will be upgraded to a 3-arm signailsed 

junction with cycle protected lanes, as shown in Figure 4.3 Signalised pedestrian 

crossing are proposed on all the junction arms. The junction design will tie in with 

the proposed upgrades to the R135, as part of the “Ashbourne Main Street 

Refurbishment Scheme”.  

 

Hickeys Lane Site Access 

4.2.14 The Hickeys Lane access is a secondary access in terms of vehicular movements. 

The junction will remain a priority junction, however, protected cycle facilities will 

be provided through the junction to tie the proposed upgrades to the R135, as 

part of the “Ashbourne Main Street Refurbishment Scheme”. 

4.2.15 Pedestrian footpaths will be provided on hickeys lane along with traffic calming 

measures, such as narrowing of the street carriageway width, to reduce vehicle 

speed and discourage vehicular overuse of the secondary access, see Figure 4.4 

below. 

  

Figure 4.4: Secondary Vehicular Access (Hickey’s Lane) 

 

4.2.16 Detailed site access junction drawings for both site accesses are presented within 

this planning application package within the proposed roads layout. Refer to DBFL 

drawings nos. 200059-DBFL-RD-SP-DR-C-1201 to 200059-DBFL-RD-SP-

DR-C-1204. 
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4.3 CAR PARKING PROVISION 

Introduction 

4.3.1 Meath County Council has published car parking guidelines contained within the 

Meath County Development Plan (2021-2027). Section 11.9 within the 

development plan provides parking guidance for residential developments stating 

the following requirement: 

• Apartments & Duplexes - 2 Spaces per Unit (plus 1 visitor per 4 spaces). 

• Houses - 2 per  Dwelling Unit. 

4.3.2 Additionally, Meath County Development Plan (2021-2027) sets a requirement for 

spaces for mobility impaired users and electric vehicles, as outlined below. 

• Mobility impaired users – 5% of total numbers of spaces, with the 

minimum of 1no. space. 

• Electric Vehicles – 20% of total number of spaces should include wiring 

and ducting to accommodate future Electric Vehicles charging points.  

4.3.3 It is considered that the subject development site is located within an “Peripheral 

Urban Location” as designated within the DHPLG standards. 

4.3.4 For such residential developments located within an “Peripheral Urban 

Location” the DHPLG design standards state in reference to local authority 

development management requirements that;  

• “As a benchmark guideline for apartments in relatively peripheral or less 

accessible urban locations, one car parking space per unit, together with 

an element of visitor parking, such as one space for every 3-4 

apartments, should generally be required.” 

4.3.5 It is an objective for this development to reduce the need for residents to travel 

by car and instead to avail of more sustainable modes of travel in line with current 

and future travel requirements as set out in recent policy documents within Ireland.  

4.3.6 As indicated in Table 4.3 below, 1,473 no. car parking spaces are required by the 

MCC Development Plan for the proposed quantum of residential development, and 

1,593 including the commercial aspects of the development. However, the MCC 

Development Plan also outlines “Refer to the Design Standards for New 

Apartments in relation to reduced car parking requirements for development 
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adjacent to existing and future rail stations and minimum requirements in  

peripheral/or less accessible urban locations”.  

4.3.7 By comparison, for the apartment element of the scheme the DHPLG standards 

states that “one car parking space per unit, together with an element of visitor 

parking, such as one space for every 3-4 apartments, should generally be 

required”. 

Unit Type No. Units / sqm 

MCC Development Plan 
Requirements 

DHPLG Parking 
Requirement 

Long Term Short Term 
Long 
Term 

Short 
Term 

Residential 

House 
2-4 

Beds 
420 840 N/A - - 

Apartment/Duplex 
1-3 

Beds 
282 564 69 282 71 - 94 

Sub-Total 1404 69 282 71 - 94 

Total Residential 
1404 69 282 71 - 94 

1473 353 - 376 

Non Residential 

Block A 

Creche 288.56 m2 - 34 - - 

Retail 105.58 m2 - 5 - - 

Retail 173.83 m2 - 9 - - 

Sub-Total 0 47 0 0 

Block A1 

Creche 383.68 m2 - 34 - - 

Retail 190.60 m2 - 10 - - 

GP Surgery 
185.95 m2 (3 

consultancy rooms) 
- 6 - - 

Sub-Total 0 49 0 0 

Block B1 

Retail 468.92 m2 - 23 - - 

Sub-Total 0 23 0 0 

Total Non-Residential 
0 120 0 0 

120 0 

Total 
1404 189 282 71 - 94 

1593 353 - 376 

Table 4.3:  MCC Development Plan and DHPLG Car Parking Requirements 

 

4.3.8 A summary of the subject developments proposed car parking provision is 

summarised in Table 4.4 below.   
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Unit Type No. Units / sqm 

Proposed Car Parking 
Ratio 

Proposed Car Parking 
Provision 

Long Term 
Short 
Term 

Long 
Term 

Short 
Term 

Residential 

House 
2-4 

Beds 
420 2 spaces / unit - 840 - 

Apartment/Duplex 
1-3 

Beds 
282 1 spaces / unit 

0.34 spaces 
/ unit 

282 101 

Sub-Total 1122 101 

Total Residential 
1122 101 

1223 

Non Residential 

Block A             

Creche 288.56 m2 - - - 6 

Retail 105.58 m2 - - - 1 

Retail 173.83 m2 - - - 1 

Sub-Total - 8 

Block A1 

Creche 383.68 m2 - - - 14 

Retail 190.60 m2 - - - 4 

GP Surgery 
185.95 m2 (3 

consultancy rooms) 
- - - 3 

Sub-Total - 21 

Block B1 

Retail 468.92 m2 - - - 10 

Sub-Total - 10 

Total Non-Residential 
- 39 

39 

Total 
1122 140 

1262 

Table 4.4:  Proposed Development Car Parking Provision 

4.3.9 A total of 1,262 no. car parking spaces are proposed as part of the development.  

4.3.10 In terms of the 420 no. houses, a total of 840 no. car park spaces are proposed. 

These will be located in curtilage or on street in close proximity to the individual 

dwellings. This quantity is in accordance with the MCC Development Plan. 

4.3.11 In terms of the Apartments/Duplexes, a total of 383 no. spaces are proposed, 

comprising 282 no. resident and 101 visitor spaces.  The residential car parking is 

provided at a ratio of 1.36 spaces per apartment unit (1 space for residents, 0.36 

spaces for visitors), a reduced quantum from the MCC requirements of 2 spaces 

per unit.  This reduced provision is in accordance with the DHPLG requirement, 

“one car parking space per unit, together with an element of visitor parking, such 

as one space for every 3-4 apartments, should generally be required”. 

4.3.12 For commercial aspects of the development, 39 no. car park spaces are allocated, 

lower than MCC standards (120 no.). It is to be noted that the car parking 

standards in MCC Development Plan for non-residential land uses are maximum 
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standards and should not be seen as a target quantum upon which to provided 

particularly for mixed use commercial development where the potential for “dual” 

trips can manifest. A Mobility Management Plan will be produced in order to 

minimise both staff and visitor car trips to / from the commercial facilities. 

4.3.13 The development also proposes to provide 2no. of GoCar parking spaces within 

the development. GoCar have provided letter of intent to provide 2no. cars which 

will be available and easily accessible to the future residents of the development. 

GoCar letter of intent can be seen within Appendix E of this report.  

Mobility Impaired Parking 

4.3.14 For Mobility Impaired users, a quantum of 5% of the total spaces should be 

allocated, according to Meath County Development Plan (2021-2027) (excluding 

car parking for houses). To meet this requirement, 22 no. of spaces will be 

dedicated for mobility impaired users.  

4.3.15 Of the total 22 no. mobility impaired car parking spaces, 3 will be assigned for non-

residential aspects of the development, with 1 space for Block A, 1 for Block A1 

and 1 for Block B1. 

Electric Vehicle Parking 

4.3.16 A total of 20% of the development’s car parking provision will be provided with the 

necessary wiring and ducting to be capable of accommodating future Electric 

Vehicle charging points. This is equivalent to 84 No. spaces and is compliant with 

Meath County Development Plan (2021-2027) Standards. Also, 10 fully functional 

charging points for Electric Vehicles will be provided which exceeds the minimum 

requirement of MCC. 

4.3.17 Further detail on the proposed car parking facilities and management regime is 

provided in the Parking Management Strategy in Section 5 of this report.   
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4.4 CYCLE PARKING 

Introduction 

4.4.1 Reference has been made to Section 11.9.3 of the Meath County Development 

Plan (2017-2021) for the cycle parking standards which may be provided for the 

residential units, as well as the Design Standards for New Apartments Planning 

Guidelines (2020), which provides guidance for design of parking provision for 

apartment units.  

4.4.2 The Meath County Development Plan (2021-2027) outlines, “Cycle parking facilities 

shall be conveniently located, secure, easy to use, adequately lit and well sign 

posted. All long-term (more than three hours) cycle racks shall be protected from 

the weather” and “in residential developments without private gardens or wholly 

dependent on balconies for private open space, covered secure bicycle stands 

should be provided in private communal areas”. 

4.4.3 In the recently adopted Meath County Development Plan (2021-2027), the cycle 

parking provision for apartment units has been increased significantly. The cycle 

parking requirements for apartment units according to Table 11.4 of the MCC 

development are: 

• 1 private secure bicycle space per bed unit (minimum 2 spaces); and 

• 1 visitor bicycle parking space per two housing units. 

4.4.4 Cycle parking for the housing units with private gardens are not required. 

4.4.5 The Design Standards for New Apartments Planning Guidelines (2020) for 

residential developments have outlined the following: 

“A general minimum standard of 1 cycle storage space per bedroom shall be 

applied. For studio units, at least 1 cycle storage space shall be provided. 

Visitor cycle parking shall also be provided at a standard of 1 space per 2 

residential units. Any deviation from these standards shall be at the 

discretion of the planning authority and shall be justified with respect to 

factors such as location, quality of facilities proposed, flexibility for future 

enhancement/enlargement, etc.” 

4.4.6 Table 4.5 below provides a summary of the quantum of cycle parking required 

under both the MCC Development Plan and DHPLG requirements. 
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Unit Type No. Units / sqm 

MCC Development Plan 
Requirements 

DHPLG Parking 
Requirement 

Long Term Short Term 
Long 
Term 

Short 
Term 

Residential 

House 
2-4 

Beds 
420 - - - - 

Apartment/Duplex 
1-3 

Beds 
282 610 141 563 141 

Sub-Total 610 141 563 141 

Total Residential 
610 141 563 141 

751 704 

Non Residential 

Block A 

Creche 288.56 m2 - 6 - - 

Retail 105.58 m2 - 0 - - 

Retail 173.83 m2 - 0 - - 

Sub-Total 0 6     

Block A1 

Creche 383.68 m2 - 14 - - 

Retail 190.6m2 - 0 - - 

GP Surgery 
186 m2 (3 

consultancy rooms) 
- 3 - - 

Sub-Total 0 17     

Block B1 

Retail 468.92 m2 - 1 - - 

Sub-Total 0 1 0 0 

Total Non-Residential 
0 25 0 0 

25 0 

Total 
610 166 563 141 

776 704 

Table 4.5: MCC Development Plan & DHPLG Cycle Parking Requirements 

 

4.4.7 Table 4.6 below provides a summary of the quantum of cycle parking proposed. 
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Unit Type No. Units / sqm 
Proposed Cycle Parking Provision 

Long Term Short Term 

Residential 

House 2-4 Beds 420 - - 

Apartment/Duplex 1-3 Beds 282 610 207 

Sub-Total 610 207 

Total Residential 
610 207 

817 

Non Residential 

Block A         

Creche 288.56 m2 - 6 

Retail 105.58 m2 - 4 

Retail 173.83 m2 - 4 

Sub-Total 0 14 

Block A1 

Creche 383.68 m2 - 14 

Retail 190.6 m2 - 4 

GP Surgery 185.95 m2 (3 consultancy rooms) - 4 

Sub-Total 0 22 

Block B1 

Retail 468.92 m2 - 16 

Sub-Total 0 16 

Total Non-Residential 
0 52 

52 

Total 
610 259 

869 

Table 4.6:Proposed Cycle Parking  

4.4.8 In response to the above two design standards, 869 no. cycle parking spaces are 

being provided with this proposed development. 817no. spaces of the total 

quantum are dedicated to residents and visitors of the apartment and duplex units, 

exceeding MCC requirements (776 no.), and the Apartment Guidelines standard 

(704 no.). The non-residential uses will benefit from 52 no. spaces, exceeding MCC 

requirements (25 no.). 
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5.0 PARKING STRATEGY 

5.1 OVERVIEW 

5.1.1 This section outlines the proposed Parking Strategy for the proposed development. 

The Parking Strategy sets out the management measures that will be deployed to 

allocate the use and control of parking provided at the proposed development site. 

The principles of the parking management strategy set out in this section, should 

be read in conjunction with the Mobility Management Plan (MMP).  

 

5.2 VEHICLE PARKING 

Residential Car Parking Provision  

5.2.1 The development’s vehicle parking proposals include the provision of a total 1,262 

no. parking spaces, of which 1,223 no. spaces will be allocated for residential use 

only. The proposed allocation of spaces is as follows: - 

• 840 no. car parking spaces for the housing units; 

• 383 no. car parking spaces for the apartment/duplex units (282 no. resident 

spaces and 101 no. visitor spaces) including; 

➢ 22 no. Accessible spaces; 

➢ 2 no. GoCar spaces; 

➢ 10 no. EV spaces fully equipped with charging points and 84 no. EV spaces 

future proof equipped with ducting and wiring; 

5.2.2 840 no. car parking spaces will be provided for houses in curtilage or on street in 

close proximity to the individual dwellings, whilst apartments will benefit from 383 

no. spaces. These are distributed as shown below.  
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Unit Type 
No. Units / 

sqm 

Proposed Car Parking 
Ratio 

Proposed Car Parking 
Provision 

Long Term Short Term 
Long 
Term 

Short 
Term 

Small Apartment Building 
2 

Beds 
48 1 spaces / unit 

0.38 spaces 
/ unit 

48 18 

Sub-Total 48 18 

Duplex 
Apartment/maisonette 

  1 1 spaces / unit 
1 spaces / 

unit 
1 1 

Sub-Total 1 1 

Block A Apartments 

1 Bed 6 1 spaces / unit 
0.25 spaces 

/ unit 
6 2 

2 
Beds 

26 1 spaces / unit 
0.25 spaces 

/ unit 
26 7 

Sub-Total 32 8 

Block B Apartment 

2 
Beds 

4 1 spaces / unit 
0.36 spaces 

/ unit 
4 1 

3 
Beds 

10 1 spaces / unit 
0.36 spaces 

/ unit 
10 4 

Sub-Total 14 5 

Block A1 Apartment 

1 Bed 27 1 spaces / unit 
0.37 spaces 

/ unit 
27 10 

2 
Beds 

49 1 spaces / unit 
0.37 spaces 

/ unit 
49 18 

3 
Beds 

16 1 spaces / unit 
0.37 spaces 

/ unit 
16 6 

Sub-Total 92 34 

Block B1 Apartment 

1 Bed 10 1 spaces / unit 
0.28 spaces 

/ unit 
10 3 

2 
Beds 

36 1 spaces / unit 
0.28 spaces 

/ unit 
36 10 

3 
Beds 

11 1 spaces / unit 
0.28 spaces 

/ unit 
11 3 

Sub-Total 57 16 

Duplex 

2 
Beds 

19 1 spaces / unit 
0.5 spaces / 

unit 
19 10 

3 
Beds 

19 1 spaces / unit 
0.5 spaces / 

unit 
19 10 

Sub-Total 38 19 

Total car parking for apartments/duplex 
282 101 

383 

Table 5.1: Distribution of car parking spaces for apartment/duplex units  

5.2.3 These spaces will be located both on surface and within basements/undercrofts 

within each of the blocks. Their location of the car parking spaces in the basements 

and undercrofts are shown in Architect’s Drawings below, with EV and Mobility 

Impaired Spaces highlighted. 
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Figure 5.1: Car parking in Block A undercroft 

  

Figure 5.2: Car parking in Block A1 Basement  
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Figure 5.3: Car parking in Block B1 Basement  

5.2.4 The proposed vehicle parking provision corresponds to an overall provision of 2 

spaces per house unit, and 1.36 parking spaces per apartment/duplex unit, of 

which 1 space / unit is for residents, and 0.36 spaces / unit for visitors. This is 

considered appropriate based on existing and proposed accessibility levels and 

future public transport enhancements proposed for the area.  

5.2.5 2 no. Go Car spaces are provided. These will be located close to the main access 

junction of the development on Cherry Lane/Link St to facilitate the entry/exit to 

the development. 
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Figure 5.4: Go car Spaces Location  
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Non-Residential Car Parking Provision 

5.2.6 In the case of mixed-use developments, the approach to parking provision is 

generally different as mixed-use developments themselves promote a reduction in 

the demand for trips and car parking. In the case of the proposed  development it 

is important to consider a number of factors in determining the overall parking 

requirement for this development. These include: 

• The Meath County Development Plan Cycle Parking Standards; 

• The mix and range of uses proposed; and 

• The cross visitation & dual usage of parking spaces. 

5.2.7 The car parking standards determine the appropriate level of parking provision for 

specific developments. The parking standards applicable for each land use are 

considered in isolation. However, it is important to recognise the proposed 

development’s proximity to the town centre and the likelihood of cross visitation 

when assessing the proposed development. 

5.2.8 While primarily residential, the proposed development includes 4no. local retail 

uses, 2 no. creches and a GP practice / medical use unit. With this mix of uses, 

many of those visiting the development will use more than one of the facilities. 

This will generate what is known as multi-purpose trips, which in turn reduces the 

car parking demand that would be the case if the various facilities were isolated 

from one another.  

5.2.9 With the mix of uses proposed, which are primarily envisaged to serve the new 

resident population within the scheme, those visiting the development are likely to 

use more than one of the proposed facilities. This will generate what is known as 

multi-purpose trips, which in turn reduces the car parking demand than would be 

the case if the various facilities were isolated from one another. This will give rise 

to the cross visitation of car parking spaces. The principle of cross visitation is 

recognised in the Retail Planning Guidelines, whereby the ability to provide parking 

facilities on the edge, that serve the centre as well as the new development, thus 

enabling one trip to serve several purposes is recommended.  

5.2.10 The cycle parking provision following MCC Development Plan Parking Standards 

equals to 120 no. spaces. It is to be noted that the car parking standards in MCC 

Development Plan for non-residential land uses are maximum standards and 
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should not be seen as a target quantum upon which to provided particularly for 

mixed use commercial development where the potential for “dual” trips can 

manifest. 

5.2.11 In total 39 spaces are proposed within the development to cater for the non-

residential uses of the scheme. This will be distributed as follows.  

Unit Type No. Units / sqm 
Proposed Car Parking Provision 

Long Term Short Term 

Non Residential 

Block A 

Block A Commercial 

Creche 288.56 m2 - 6 

Retail 105.58 m2   1 

Retail 173.83 m2   1 

Sub-Total - 8 

Block A1 Commercial 

Creche 383.68 m2 - 14 

Retail 190.60 m2   4 

GP Surgery 185.95 m2 (3 consultancy rooms)   3 

Sub-Total - 21 

Block B1 Commercial Retail 468.92 m2 - 10 

Sub-Total - 10 

Total Non-Residential 
- 39 

39 

Table 5.2: Distribution of car parking spaces for non-residential units   

5.2.12 When dual usage and cross visitation taken into consideration, there is a shortfall 

of approximately 80 car parking spaces being provided by the proposed 

development for the non-residential uses proposed within the scheme. Although a 

shortfall of parking has been provided, owing to the nature of uses within the 

proposed development, it can be assumed that demand for car parking spaces at 

the development will vary throughout the day. An example of this would be in the 

morning time demand for the creches, would be high while demand for retail uses 

would be low. In the afternoon / evening time the opposite would be the case.  

5.2.13 The range and mix of uses proposed in the development shows that the peak 

demand for car parking occurs at differing periods of the day for different uses and 

also varies between weekdays and at weekends. What is most notable is the 

inevitability of having large volumes of vacant parking present in the Development 

throughout the day and night if each element of the development has its own 

dedicated car parking provision. This is both a waste of resources and will 

undermine the attractiveness of the development by artificially reducing car 

parking availability 
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5.2.14 We consider that there is sufficient car parking provided to cater for the proposed 

development. There is also a high level of residential development in the 

surrounding locality. This when combined with this proposed development will 

result in a very sustainable and mutually supportive development. 

 

5.3 MANAGEMENT OF ON-SITE CAR PARKING FACILITIES 

5.3.1 A key component in the continued efficiency of on-site car parking is an active and 

enforced parking management strategy. This strategy will be managed by the 

management company who will be responsible for the control of the parking and 

access arrangements within the surface level and podium parking areas as well as 

the allocation of the parking spaces.  

5.3.2 The Parking Management Strategy will be founded on the principle that none of 

the residential apartment units will be allocated a parking space as part of the 

initial contract for the property. A rental cost will be associated with the parking 

spaces which will be at a rate specified so as to discourage the use of the private 

vehicle unless necessary and to encourage the uptake of more sustainable modes 

such as walking, cycling and public transport for which there are excellent 

opportunities within and directly adjacent to the development site. The parking 

spaces will be allocated to those paying the prescribed fee.  

5.3.3 The apartment parking spaces will be set aside for the use of residents who may 

rent a space for a defined period of time. None of the residential units will be 

automatically allocated a parking space as part of the initial contract for the 

property. In order to be allocated a parking space tenants will have to apply to the 

management company to gain a parking permit and an assigned dedicated parking 

space, i.e., a tenant is not automatically allocated a parking space when they take 

up residency at the site.  

5.3.4 Residents of the proposed apartment units will have the opportunity to apply to 

the on-site management company for both a:  

(i) Residents’ car parking permit (updated weekly, fortnightly, monthly, 

quarterly or annually) and subsequently access to a dedicated (assigned) 

on-site basement car park space or  

(ii) A visitor’s car parking permit for a short period of time.  
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5.3.5 The building management team will be responsible for the day-to-day 

management of car parking operations. Residents who request a private car 

parking space will be allocated on a ‘first come, first served’ basis.  

5.3.6 A charge will be applied to obtain a permit with the objective of covering the 

associated management costs, discouraging long term usage of the car parking 

space and encouraging travel by sustainable modes of travels.  

5.3.7 This relatively short monthly rental period (which can be continued as a rolling 

contract) and the limited number of spaces will ensure that residents are only 

assigned a space when one becomes available from time to time, thereby 

underpinning the sustainability of the development. 
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5.4 BICYCLE PARKING 

Residential Bicycle Parking Provision  

5.4.1 The development’s cycle parking proposals include the provision of a total 869 no. 

parking spaces, of which 817 no. spaces will be allocated for residential use only. 

The proposed allocation of spaces is as follows: - 

• 610 no. cycle parking spaces for residents; 

• 207 no. cycle parking spaces for visitors. 

5.4.2 The distribution of these in the different blocks is shown in Table 5.3.  

Unit Type No. Units / sqm 
Proposed Cycle Parking Provision 

Resident Visitor 

Small Apartment Building 2 Beds 48 96 35 

Sub-Total 96 35 

Duplex Apartment/maisonette   1 2 2 

Sub-Total 2 2 

Block A Apartments 
1 Bed 6 12 4 

2 Beds 26 52 18 

Sub-Total 64 22 

Block B Apartment 
2 Beds 4 8 3 

3 Beds 10 20 7 

Sub-Total 28 10 

Block A1 Apartment 

1 Bed 27 54 22 

2 Beds 49 98 34 

3 Beds 16 48 12 

Sub-Total 200 68 

Block B1 Apartment 

1 Bed 10 20 8 

2 Beds 36 72 26 

3 Beds 11 33 10 

Sub-Total 125 44 

Duplex 
2 Beds 19 38 13 

3 Beds 19 57 13 

Sub-Total 95 26 

Total cycle parking for apartments/duplex 
610 207 

817 

Table 5.3: Distribution of cycle parking spaces for residential units  

 

5.4.3 The location of the residential cycle parking spaces is shown in the Architect’s 

Drawings below.  
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Figure 5.4: Cycle Parking in Block A Undercroft 

 

 

Figure 5.5: Cycle Parking in Block B 
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Figure 5.5: Cycle parking in Block B1 Basement 

Non-Residential Bicycle Parking Provision  

• A total quantum of 52no. cycle parking spaces are provided for the non-

residential aspects of the Proposed Development.  
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Unit Type No. Units / sqm 
Proposed CCycle Parking Provision 

Long Term Short Term 

Non Residential 

Block A Commercial 

Creche 288.56 m2 - 6 

Retail 105.58 m2   4 

Retail 173.83 m2   4 

Sub-Total - 14 

Block A1 Commercial 

Creche 383.68 m2 - 14 

Retail 190.60 m2   4 

GP Surgery 185.95 m2 (3 consultancy rooms)   4 

Sub-Total - 22 

Block B1 Commercial Retail 468.92 m2 - 16 

Sub-Total - 16 

Total Non-Residential 
- 52 

52 

Table 5.4: Distribution of cycle parking spaces for non-residential units  

 

5.5 MANAGEMENT OF ON-SITE BICYCLE PARKING 

5.5.1 All marketing material for the proposed Development, in addition to the MMP’s 

‘Welcome Pack’, will publicize the availability and access arrangements to the on-

site bicycle parking facilities. A management regime will be implemented by the 

development’s management company to control the access towards the internal 

residential bicycle parking spaces. The regime aims to actively manage the 

availability of bicycle parking for both residents and staff in order to sufficiently 

meet demand.  

5.5.2 The management intends to promote the cycling facilities in order to raise 

awareness of the benefits of alternative active and more sustainable travel. A 

formal ‘Sustainable Travel’ induction package or a ‘Welcome Travel Pack’ will be 

compiled and provided to each dwelling unit detailing the access arrangements 

to/from the bicycle parking area. 

 

 

 

 

 

 



Ashbourne SHD 
Traffic & Transport Assessment     

 

   
DBFL Consulting Engineers  200059 

76 76 

5.6 BICYCLE PARKING ALLOCATION 

5.6.1 The building management team will be responsible for the day-to-day 

management of bicycle parking operations. All residents of the permitted 

residential apartment scheme will have the opportunity to obtain a key code / 

electronic fob to access the on-site long-stay bicycle parking spaces.  

5.6.2 These bicycle parking spaces will be allocated one on a ‘first come, first served’ 

basis. Cyclists who would be visiting the scheme will be able to utilize the dedicated 

Sheffield Stands at the surface level. 
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6.0 TRIP GENERATION AND DISTRIBUTION 

6.1 INTRODUCTION 

6.1.1 The following paragraphs present the process by which the potential level of 

vehicle trips, associated with the future residential development have been 

generated and subsequently assigned across the local road network. 

6.1.2 In order to assess the operation of the proposed road network and its future 

capacity, a traffic model of the existing network and proposed links was created. 

Existing traffic levels were obtained from traffic counts carried out in September 

2020 and November 2021. 

6.2 CURRENT MODAL TRANSPORT SPLIT 

6.2.1 The Central Statistics Office’s SAPMAP (Small Areas Population Map) data has been 

investigated to determine the travel trends within the local vicinity of the subject 

residential development. This analysis is included above in Section 5.2. SAPMAP 

is an interactive mapping tool that allows users to pinpoint a location on the map 

and access 2016 census data related to that area. 

6.2.2 A number of small areas close to the subject site with similar characteristics were 

analysed to establish current commuter trends in the local area. This analysis will 

form the basis of the initial travel characteristics that could be generated by the 

proposed development.   

 

Figure 6.1: Modal Split in the subject site area (Source: CSO) 
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6.2.3 The assessment reveals that travel by car is the predominant mode of transport 

with 46% driving a private vehicle and 12% travelling as car passengers. Walking 

is the second most prominent mode of transport with a modal share of 22%. All 

Public transport journeys are made by bus, which suppose 13%. Bicycle trips are 

only 2% of total trips. 

6.2.4 The existing modal split for the Census Small Areas reviewed shows a similar 

pattern with the Greater Dublin Area modal split. A lower user of the car can be 

seen, with 58% in the subject site area towards 63% in the GDA. Moreover, the 

number of trips by bus are higher, with 13% in the subject area towards 9% in 

the GDA, and cycling is slightly lower, with 2% in the subject site area towards 5% 

in the GDA. In summary, the subject site is ideally located to reduce demand for 

private vehicle use and encouraging the use of more sustainable transport modes, 

in particular cycling due to the proposed R135 cycle scheme.   

 

 

6.3 TRAFFIC SURVEYS 

6.3.1 With the objective of quantifying the existing baseline traffic movements travelling 

across the local road network, vehicle counts were undertaken in the proximity of 

the proposed development in September 2020 and November 2021. 

6.3.2 A vehicle turning count survey (Junction Turning Count - JTC) was conducted over 

a 6-hour period from 07:00 to 10:00 and from 16:00 to 19:00 on Tuesday 22nd 

September 2020. Maximum Queue lengths were also recorded. The surveys 

undertaken by specialist survey firm NDC established that the local networks 

weekday AM and PM peak hours occur between 08:00 – 09:00 and 17:00 – 18:00 

respectively. The location of the JTC 1 at R135/Alderbrook Road/Deerpark junction  

is illustrated in Figure 6.2 below. 
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Figure 6.2: JTCs Location Surveyed (2020)  

6.3.3 To ensure robust analysis updated traffic surveys were conducted in late November 

2021 in order to present updated survey data as well as a wider range of surveyed 

junctions.   

6.3.4 The updated traffic surveys were undertaken by the independent specialist survey 

firm Tracsis. 

6.3.5 Four JTCs (junction turning count) were conducted over a 7-hour period - from 

06:00 to 10:00 and from 16:00 to 19:00 on Tuesday 30th November 2021 at the 

following key junctions; 

• JTC 1: Alderbrook Road / R135 / Deerpark (4 Arm Signalised Junction) 

• JTC 2: R135/ Hickeys Lane (3 Arm Priority Junction) 

• JTC 3: Nine Mile Roundabout (5 Arm Roundabout Junction) 

• JTC 4: R125/ Hickeys Lane (3 Arm Priority Junction) 

6.3.6 This survey established that the local networks weekday AM and PM peak hours 

occur between 08:00 – 09:00 and 16:45 – 17:45 respectively. 

6.3.7 The following JTC locations are illustrated in Figure 6.3 below. 
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Figure 6.3: JTCs Location Surveyed (2021)  

6.3.8 An Automatic Traffic Count (ATC) was also commissioned on the R135, in close 

proximity to the main site access, illustrated in Figure 6.4.  This ATC survey was 

undertaken over a one-week period between  Monday 29th November and Monday 

6th December 2021.  
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Figure 6.4: ATC Location Surveyed  

6.3.9 In order to analyse and assess the predicted traffic generation from the proposed 

residential development upon the site access junctions, a traffic model 

incorporating local junctions within the proximity of the subject site was created 

by DBFL. Base traffic flows and the Flow Diagrams for all scenarios are illustrated 

within Appendix A 
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6.4     TRAFFIC GROWTH 

6.4.1 In response to the applicant’s proposed construction schedule, this TTA adopts an 

Opening Design Year of 2023, an Interim Future Design Year of 2028 (+5 years) 

and a long-term Future Design Year of 2038 (+15 years) as per TII guidelines. 

Although traffic growth may not increase at the rates once predicted, to ensure a 

robust analysis of the impact of traffic upon the local road network we have 

adopted growth rates using the Transport Infrastructure Ireland (TII) “Travel 

Demand Projections”. 

6.4.2 Table 6.2 within the TII Project Appraisal Guidelines Units 5.3 – Travel Demand 

Projections (October 2021) provides Link-Based Annual Traffic Growth Factors for 

the different metropolitan areas within Ireland. The subject site lies within ‘Meath’ 

with the growth factors as outlined within Table 6.1 below: 

Meath 
2016-2030 2030-2040 2040-2050 

LV HV LV HV LV HV 

Low Sensitivity Growth 1.0156 1.0349 1.0052 1.0164 1.0043 1.0189 

Central Growth 1.0173 1.0365 1.0070 1.0186 1.0059 1.0207 

High Sensitivity Growth 1.0205 1.0400 1.0108 1.0226 1.0116 1.0304 

Table 6.1: Link-Based Growth Rates: Annual Growth Factors (Source: TII) 

6.4.3 Additionally, as part of the traffic assessment undertaken for this Technical Note, 

the baseline traffic survey data has been adjusted to account for potential lower 

than normal traffic flows in December 2021 due to Covid 19. The adjustment has 

been undertaken in reference to Central Statistics Office (CSO) report entitled 

Transport Bulletin January 2022. An uplift of 10% was applied to convert baseline 

(Dec 2021) traffic data to corresponding 2021 data with no Covid 19 (according to 

the CSO data). This results in a robust and conservative assessment, as providing 

this uplift of 10% to the base traffic does not take into consideration potential 

mode shifts to active travel, WFH or a Hybrid option as the new norm etc.   

6.4.4 Applying the annual factors (central growth) as outlined in Table 6.5 above for 

the adopted Opening Year of 2023, the Interim Year of 2028 and Future Design 

Year of 2038 (+15 years), and the uplift regarding the low traffic flows due to 

Covid-19, the following growth rates have been adopted to establish corresponding 

2023, 2028 and 2038 baseline network flows: - 

• 2021 to 2023 – 1.1364 (or 13.64%);  

https://www.cso.ie/en/releasesandpublications/ep/p-tb/transportbulletinjanuary2022/trafficcountdata/
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• 2021 to 2028 – 1.2291 (or 22.91%); and 

• 2021 to 2038 – 1.3229 (or 32.29%). 

 

6.5     TRIP GENERATION 

Proposed Development vehicular trips 

6.5.1 A review of trip generation factors contained within the TRICS database was 

carried out. TRICS data is primarily UK based, although the number of Irish sites 

included continues to expand. Nevertheless, we consider that TRICS will provide a 

reasonable indication of traffic generation from the proposed development. 

6.5.2 Notwithstanding the above, internal research undertaken by TRICS has shown that 

there is no direct evidence of trip rate variation by country or region. The use of 

English, Scottish or Welsh data can be equally applicable to Ireland if users take 

into account important site selection filtering factors such as levels of population, 

location type, local public transport provision, and development size and car 

ownership level, amongst others.  

6.5.3 Data supplied for inclusion in TRICS undergoes a procedure of validation testing, 

and there is no evidence from this procedure suggesting that data from Ireland 

bears any significant fundamental differences to that from the other countries 

included. Consequently, we consider that TRICS will provide a reasonable 

indication of traffic generation from the proposed development.  

6.5.4 Table 6.2 below includes the predicted vehicle trip rates of the potential traffic 

flows in and out of the proposed development during the morning and evening 

peak hour periods using data from TRICS. 

Units Units / GFA 

AM Peak Hour  
(08:00-09:00) 

PM Peak Hour 
 (16:45-17:45) 

Arr Dep Total Arr Dep Total 

Houses Per Unit 0.139 0.393 0.532 0.335 0.210 0.545 

Apartments/duplex Per Unit 0.061 0.185 0.246 0.207 0.114 0.321 

Table 6.2: Proposed Development Trip Rates (TRICS) 

6.5.5 The non-residential uses within the development, including the 2 no. creches, 4no. 

retail units and 1 no. GP Surgery, are not anticipated to generate external vehicle 
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trips as they will be catering towards the residents of the subject site and the local 

catchment within the community.   

6.5.6 The majority of the children attending the crèche will already be residing in the 

proposed development and these trips will more than likely be made on foot. It is 

also anticipated that those employed in the crèche will be living in the locality and 

will be encouraged to travel to and from work by sustainable modes of transport.   

6.5.7 Therefore, all trips for these non-residential aspects have been assumed internal 

movements which will not affect the road network, and have not been included in 

the traffic model.  

6.5.8 Table 6.3 summarises the predicted peak hour AM and PM vehicle trips generated 

by the proposed development.  

Units Units/GFA 

AM Peak Hour (08:00-
09:00) 

PM Peak Hour (16:45-
17:45) 

Arr Dep Total Arr Dep Total 

Houses 420 units 58 165 223 141 88 229 

Apartments / 

duplex 
282 units 17 52 69 58 32 91 

Table 6.3: Proposed Development Vehicle Trips 

6.5.9 It is expected that in 2023, 94no. houses and a block of 6no. apartments will be 

in service, whilst the full Proposed Development will be in place from 2028 

onwards. Therefore, the vehicular trips according to the assessed year is outlined 

below.  

Years Units 
AM Peak Hour (08:00-09:00) PM Peak Hour (16:45-17:45) 

Arr Dep Total Arr Dep Total 

2023 94 houses + 6 apts 13 38 52 33 20 53 

2028 Entire development 76 217 293 199 120 319 

2038 Entire development 76 217 293 199 120 319 

Table 6.4: Proposed Development Construction Schedule 

6.5.10 The TRIC’s output files are included in Appendix B of this report. 

 

Committed developments 

6.5.11 With the objective of providing a robust appraisal for the potential impact on the 

access junction, this Traffic and Transport Assessment has incorporated a future 

development proposal for a primary school located to the west of the proposed 
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development (Zoned “G1 – Community Infrastructure” in the Meath County 

Development Plan (2021-2027)), as illustrated in Figure 6.5. It is assumed that 

this proposed school will cater for approx. 500 no. students, with 30 no. staff 

members, and 16 no. classrooms. It is expected that the school will be constructed 

and at full occupancy in 2028.  

  

Figure 6.5: Committed Development Primary School 

6.5.12 Table 6.1 below includes the predicted vehicle trip rates of the potential traffic 

flows in and out of the committed development during the morning and evening 

peak hour periods using data from TRICS. 
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Units 
Units / 

GFA 

AM Peak Hour (08:00-
09:00) 

PM Peak Hour (16:45-
17:45) 

Arr Dep Total Arr Dep Total 

Primary School 
Per 

student 

0.242 0.106 0.348 0.008 0.022 0.029 

Discounted trip rate 

(50%) 
0.121 0.053 0.174 0.004 0.011 0.015 

Table 6.3: Committed Development Trip Rates (TRICS) 

6.5.13 It is anticipated that the majority of students that will attend the school will live in 

the proposed development. Therefore, it has been assumed that 50% of the trips 

will be external, and 50% internal. 

6.5.14 Table 6.4 summarises the predicted peak hour AM and PM vehicle trips generated 

by the committed development Primary School. The TRICS output files are included 

in Appendix B of this report. 

Units Units / GFA 

AM Peak Hour (08:00-09:00) PM Peak Hour (16:45-17:45) 

Arr Dep Total Arr Dep Total 

Primary 
School 

*Discounted trips 
by 50% 

Total number of 

trips 
36 16 52 1 3 4 

Table 6.4: Committed Development Vehicle Trips 

 

Proposed Development all modes trips 

6.5.15 The total number of trips with the different modes has been extrapolated from the 

Modal Split, extracted from the CSO Census 2016 data, and the TRICS trip rates 

for cars. It has been assumed that the trips obtained with the TRICS data equals 

to 45% of total trips generated and attracted, corresponding to the Car Driver 

share.  

6.5.16 Trips for all modes in 2023 in AM and PM peaks are shown in Table 6.5. Likewise, 

it is possible to predict the total trips generated in the peak periods i.e. (0600-1000 

in the AM and 1600-2000 in the PM) by the Proposed Development, using trip rates 

from TRICS for these 4-hour periods. These are shown in Table 6.6 below. 
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Mode of Travel 
Average Mode 

Share (%) 

AM Peak Hour (08:00 
- 09:00) 

PM Peak Hour (16:45 
- 17:45) 

Arr Dep Arr Dep 

On Foot 24% 7 20 18 11 

Bicycle 2% 1 1 1 1 

Bus, minibus or 

coach 
13% 4 11 10 6 

Train 0% 0 0 0 0 

Motorcycle or 
scooter 

1% 0 1 1 0 

Car driver 45% 13 38 33 20 

Car Passenger 11% 3 9 8 5 

Van 3% 1 3 3 2 

Total Trips 30 84 72 45 

Table 6.5: Trip Generation at Peak Hours– All Modes 2023 

 

Mode of Travel 
Average Mode 

Share (%) 

AM Peak Period 
(06:00 - 10:00) 

PM Peak Period 
(16:00 - 20:00) 

Arr Dep Arr Dep 

On Foot 24% 19 41 47 32 

Bicycle 2% 1 3 3 2 

Bus, minibus or 

coach 
13% 11 23 26 17 

Train 0% 0 0 1 0 

Motorcycle or 
scooter 

1% 1 1 2 1 

Car driver 45% 36 78 89 60 

Car Passenger 11% 9 19 21 14 

Van 3% 3 6 7 5 

Total Trips 80 171 196 132 

Table 6.6: Trip Generation at Peak Periods – All Modes 2023 

 

6.5.17 The same trip generation has been calculated for years 2028 and 2038, as the 

development will be fully ready. The trip generation figures for 2028/2038 in the 

peak periods are shown in Tables 6.7 & 6.8, respectively.  
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Mode of Travel 
Average Mode Share 

(%) 

AM Peak 
Period  

(06:00 - 10:00) 

PM Peak Period 
 (16:00 - 

20:00) 

Arr Dep Arr Dep 

On Foot 24% 112 241 278 189 

Bicycle 2% 8 17 20 14 

Bus, minibus or 

coach 
13% 61 131 151 103 

Train 0% 1 3 3 2 

Motorcycle or scooter 1% 4 8 10 7 

Car driver 45% 209 451 521 354 

Car Passenger 11% 51 109 126 86 

Van 3% 16 35 40 27 

Total Trips 462 995 1,148 782 

Table 6.7: Trip Generation at Peak Periods – All Modes 2028 

 

Mode of Travel 
Average Mode 

Share (%) 

AM Peak Period 
(06:00 - 10:00) 

PM Peak Period 
(16:00 - 20:00) 

Arr Dep Arr Dep 

On Foot 24% 112 241 278 189 

Bicycle 2% 8 17 20 14 

Bus, minibus or 

coach 
13% 61 131 151 103 

Train 0% 1 3 3 2 

Motorcycle or 
scooter 

1% 4 8 10 7 

Car driver 45% 209 451 521 354 

Car Passenger 11% 51 109 126 86 

Van 3% 16 35 40 27 

Total Trips 462 995 1,148 782 

Table 6.8: Trip Generation at Peak Periods – All Modes 2038 

 

6.5.18 With these trip generation values it is possible to calculate the impact on the road 

network and on the public transport.  

 

6.6 TRIP DISTRIBUTION & ASSIGNMENT 

6.6.1 The proposed development vehicular trips will benefit from the 2no. vehicular 

access points, i.e. Primary Vehicular Access via Cherry Lane and Secondary 

Vehicular Access via on Hickey’s Lane. It has been assumed that the Primary 

Access on Cherry Lane would cater for 80% of the proposed development traffic, 

whilst the remaining 20% will use the Secondary Access via Hickey’s lane (15% 
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via R135, 5% via Ratoath Road), which is a local road and will be updated with 

footpaths and traffic calming such as road narrowing outlined in Section 4. 

6.6.2 The proposed development trips have been distributed and subsequently assigned 

across the local road network. In order to establish the origin-destination (O-D) of 

future development trips to / from the subject lands, 12 no. O-D zones have been 

applied to the assumed geographical catchment areas of the subject development 

lands. Figure 6.5 below presents these 12 no. O-D zones relative to the subject 

development and surrounding lands. 

 

Figure 6.5: Adopted O-D Zones 

6.6.3 Based on the aforementioned O-D zones, a proportion of the predicted 

development trips have been distributed to each O-D zone. These trips have been 

assigned to the surrounding road network based on the likely route between the 

subject site and each O-D zone. The quantum of trips assumed to be generated 

by each O-D zone has been estimated based on the existing / future population 

characteristics and employment opportunities within each zone. 

6.6.4 The distribution of trips as per Base Traffic Flows is shown in Figure 3 of Appendix 

A. The distribution of the subject residential development traffic as proposed by 

DBFL is presented in Figure 4. 
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7.0 NETWORK IMPACT 

7.1     ASSESSMENT SCOPE 

Assessment Scenarios 

7.1.1 Two different traffic scenarios have been assessed, namely (A) the Do-Minimum 

traffic characteristics and (B) the Do-Something traffic characteristics.  

7.1.2 The Do-Minimum traffic scenario takes into account the base traffic flows and all 

Committed Developments, i.e. the Primary School located to the west, which is 

assumed to be constructed and at full occupancy in 2028.  

7.1.3 The Proposed Development, including the traffic from residential aspects (houses, 

apartments, and duplex units), and commercial aspects (creches, shops and GP 

Surgery) are then added to the Do-Minimum scenario to obtain the Do-Something 

scenario.  

7.1.4 In summary, the following network modelling scenarios are considered: - 

 Do Minimum 

• A1 – 2021 Base Traffic Flows growthed to 2023 

• A2 – 2021 Base Traffic Flows growthed to 2028 + Committed Primary School 

• A3 – 2021 Base Traffic Flows growthed to 2038 + Committed Primary School 

 Do Something 

• B1 - 2023 Do Minimum (A1) + Proposed Development (100no. residential 

units) 

• B2 - 2028 Do Minimum (A2) + Proposed Development (Whole Development) 

• B3 - 2038 Do Minimum (A3) + Proposed Development (Whole Development) 

 

Assessment Periods 

7.1.5 The local road network’s area wide AM and PM peak hour flows have been 

identified as occurring between 08:00 to 09:00 and 16:45 to 17:45 respectively.  

7.1.6 The following figures as included in Appendix A present the vehicle flows across 

the local road network for each of the adopted development scenarios: - 

• Figure 7a – Do Minimum 2023 (A1) 

• Figure 7b – Do Minimum 2028 (A2) 
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• Figure 7c – Do Minimum 2038 (A3) 

• Figure 8a – Do Something 2023 (B1) 

• Figure 8b – Do Something 2028 (B2) 

• Figure 8c – Do Something 2038 (B3) 

 

7.2     ROAD NETWORK IMPACT 

7.2.1 The NRA/TII document entitled Traffic and Transport Assessment Guidelines 

(2014) provides thresholds in relation to the impact of a proposed development on 

the local road network.  It is considered material when the level of traffic it 

generates surpasses 10% and 5% on normal and congested networks respectively.  

When such levels of impact are generated a more detailed assessment should be 

undertaken to ascertain the specific impact upon the network’s operational 

performance.  

7.2.2 For the junction assessed, it can be seen in Table 7.1, that the proposed 

development upon full completion (2038) would have a considerable impact at the 

Primary Vehicular Access (Dublin Rd/Cherry Ln), and at the secondary access 

(Dublin Rd/Hickey’s Ln). Moreover, the impact is above 5% at Junction no. 3 

(Dublin Rd/Alderbrook Rd), and Junction no. 5 (Nine Mile Stone Rbt). The traffic 

impact at Junction no. 4 (Ratoath Rd/Hickey’s Ln) is minimal.  

Junction 
ID 

Junction/ Location 

2023 2028 2038 

AM 
Peak  

PM 
Peak  

AM 
Peak  

PM 
Peak  

AM 
Peak  

PM 
Peak  

1 Dublin Rd/Cherry Ln 4.36% 4.26% 18.92% 20.33% 17.62% 18.89% 

2 Dublin Rd/Hickey's Ln 2.93% 2.88% 15.69% 16.73% 14.60% 15.55% 

3 Dublin Rd/Alderbrook Rd 1.46% 1.34% 7.31% 7.24% 6.80% 6.72% 

4 Ratoath Rd/Hickey's Ln 0.24% 0.35% 3.40% 4.18% 3.16% 3.89% 

5 Nine Mile Stone Roundabout 1.50% 1.45% 8.16% 8.16% 7.59% 7.58% 

Table 7.1: Network Impact Through Key Junctions 

7.2.3 Figure 6.1 below details the total amount of two-way vehicle trips that will pass 

through the key off-site junctions in the 2038 Future Design Year and the resulting 

percentage increase in traffic flows as a result of the traffic generated by the 

proposed development. 
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Figure 7.1: Network Impact (2038 Future Design Year) 

7.2.4 As shown in Table 7.1 and Figure 7.1 above, the impact on the surrounding road 

network will be over threshold for some junctions in the 2038 scenarios: 

• Junction 1: Dublin Road R135 / Cherry Lane experiences an 17.6% 

increase in the AM peak, with 252 new vehicle trips, and 18.9% in the PM 

peak hour, with 276 new vehicle trips. 
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• Junction 2: Dublin Road R135 / Hickey’s Lane experiences an increase of 

14.6% with 193 new vehicle trips generated in the AM peak hour, and an 

increase of 15.5% in the PM peak, with 212 new vehicle trips. 

• Junction 3: Dublin Road R135 / Alderbrook Rd / Deerpark, experiences 

an increase of 6.8% in the AM peak hour with 105 new vehicle trips, and 

6.7% in the PM peak with 115 new vehicle trips. 

• Junction 5: Nine Mile Stone Roundabout, experiences an increase of 7.6% 

in the AM peak hour with 188 new vehicle trips, and 7.6% in the PM peak 

with 205 new vehicle trips. 

7.2.5 As noted previously, these are above the TII threshold for assessment for normal 

and congested networks (10% and 5% respectively). Therefore, a further junction 

analysis must include Junctions 1 (Dublin Road R135 / Cherry Lane) and Junction 

2 (Dublin Road R135 / Hickey’s Lane). Furthermore, Junction 3 (Dublin Road R135 

/ Alderbrook Rd / Deerpark) and Junction 5 (Nine Mile Stone Roundabout) will be 

included as the 5% threshold is overpassed, and the network could be considered 

as “congested”.  

7.2.6 The abovementioned junctions will be further assessed for all scenarios and 

assessed year in order to determine the performance of the junctions with and 

without the Proposed Development, using the modelling software TRANSYT, 

PICADY, and ARCADY. 

 

7.3     PUBLIC TRANSPORT IMPACT 

7.3.1 The capacity of the existing 2022 public transport network serving the Ashbourne 

Area has been quantified previously in Section 2.3 whilst the demand that the 

proposed development is predicted to generate is presented in Section 6.5. 

7.3.2 The following section establishes the scale of impact that the proposed 

development is predicted to generate upon the public transport networks and 

quantifies the capacity of the public transport network to accommodate the 

proposed development. 

Scale of Public Transport Impact 

7.3.3 In reference to Tables 6.6 & 6.8, Table 7.2 below establishes that the additional 

bus trips that the proposed development is predicted to generate amounts to only 



Ashbourne SHD 
Traffic & Transport Assessment     

 

   
DBFL Consulting Engineers  200059 

94 94 

3% of the total bus transport network capacity available during the morning (0600-

1000) and evening (1600-2000) peak periods for years 2028 and 2038, when the 

full development is built, whilst the impact is minimal in 2023.   

Period Year Mode 
Existing Two-Way 

Capacity 

Additional 

Trips 

Scale of 

Impact (%) 

AM Peak Period 
(06:00-10:00) 

2023 

Bus 

3,166 33 1% 

2028 3,166 192 6% 

2038 3,166 192 6% 

PM Peak Period 

(16:00-20:00) 

2023 

Bus 

3,268 43 1% 

2028 3,268 255 8% 

2038 3,268 255 8% 

Table 7.2: Impact on Public Transport 
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8.0 NETWORK ANALYSIS 

8.1     INTRODUCTION 

8.1.1 The operational assessment of the local road network has been undertaken using 

the Transport Research Laboratory (TRL) computer package PICADY for priority 

junctions and TRANSYT for signal controlled junctions. 

8.1.2 When considering signalised junctions, a Degree of Saturation (DoS) of greater 

than 90% (0.90) would indicate a junction to be approaching capacity, as operation 

above this DoS value is poor and deteriorates quickly. Similarly, for priority-

controlled junctions, a Ratio of Flow to Capacity (RFC) of greater than 85% (0.85) 

would indicate a junction to be approaching capacity, as operation above this RFC 

value is poor and deteriorates quickly. 

8.1.3 A 90-minute weekday AM and PM period has been simulated in all models, from 

07:45 to 09:15 and 16:30 to 18:00. Traffic flows were entered using an Origin-

Destination table for the peak hours. 

8.1.4 In order to determine if the proposed site access junction will cater sufficiently for 

the predicted level of traffic generation, a traffic model of the junction was 

analysed for the scheme’s: 

• 2023 Opening Year; 

• 2028 Interim Design Year; and 

• 2038 Future Design Year; and 
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8.2  JUNCTION ANALYSIS 

Junction 1: Dublin Road R135 / Cherry Lane 

8.2.1 The proposed three-arm Signal Controlled junction shown in Figure 8.1, has been 

analysed for all design years Do Minimum and Do Something scenarios for the 

assessment years using the TRANSYT 16 software package. The results of the 

operational assessment of this junction for the ‘Do Minimum’ and ‘Do Something’ 

scenarios are summarised in Tables 7.1. 

8.2.2 In the “Do Minimum” and “Do Something” scenarios the three arms were labelled 

as follows within the TRANSYT model: 

• Arm A – Dublin Road R135 (S) 

• Arm B – Cherry Lane (Link Street) 

• Arm C – Dublin Road R135 (N) 

 

Figure 8.1: Junction 1 Signal Controlled Junction 

8.2.3 The junction has been modelled assuming a cycle time of 120 seconds, with an 

all-green pedestrian stage and an advanced cycle stage of 8 seconds every cycle.  

8.2.4  A copy of the TRANSYT Output file can be found in Appendix C. 
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Do Minimum Scenario 

8.2.5 The Do Minimum of the operational assessment of this signal controlled junction 

are summarised in Table 8.1 below.  

8.2.6 In the 2038 scenario, maximum queues of 21.7 pcu’s is experienced along Arm C 

– Dublin Rd (N), with the highest DoS of 79% and a delay of 28.69 seconds during 

the AM peak whilst during the PM peak Arm A – Dublin Rd (S) experiences a DoS 

of 88%, a queue of 28.74 pcu’s and a delay of 34.69 seconds. 

8.2.7 Therefore, the junction will operate within capacity in all Do Minimum Scenarios.  

Year Scenario Arm Arm name Description 
DOS 
(%) 

Mean 
Delay 

(s) 

Mean 
Max 

Queue 
(pcus) 

2023 

AM Peak 

A Dublin Road (S) Straight & Left Turn 55 20.10 11.85 

B Cherry Lane (Link St) Right Turn & Left Turn 2 40.51 0.14 

C Dublin Road (N) Straight & Right Turn 66 23.32 15.95 

PM Peak 

A Dublin Road (S) Straight & Left Turn 79 28.81 21.98 

B Cherry Lane (Link St) Right Turn & Left Turn 1 40.46 0.00 

C Dublin Road (N) Straight & Right Turn 49 18.93 10.06 

2028 

AM Peak 

A Dublin Road (S) Straight & Left Turn 61 21.79 14.10 

B Cherry Lane (Link St) Right Turn & Left Turn 7 40.96 0.61 

C Dublin Road (N) Straight & Right Turn 73 25.88 19.04 

PM Peak 

A Dublin Road (S) Straight & Left Turn 86 33.92 26.05 

B Cherry Lane (Link St) Right Turn & Left Turn 2 40.51 0.14 

C Dublin Road (N) Straight & Right Turn 53 19.78 11.38 

2038 

AM Peak 

A Dublin Road (S) Straight & Left Turn 66 23.13 15.79 

B Cherry Lane (Link St) Right Turn & Left Turn 7 41.01 0.64 

C Dublin Road (N) Straight & Right Turn 79 28.69 21.70 

PM Peak 

A Dublin Road (S) Straight & Left Turn 88 34.69 28.74 

B Cherry Lane (Link St) Right Turn & Left Turn 2 43.06 0.17 

C Dublin Road (N) Straight & Right Turn 55 18.43 11.93 

Table 8.1: Do Minimum Scenario – Junction 1 Analysis 

Do Something Scenario 

8.2.8 The Do Something of the operational assessment of this signal-controlled junction 

are summarised in Table 8.2 below.  
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8.2.9 In the 2038 scenario, maximum queues of 7.46 pcu’s is experienced along Arm B 

– Cherry Lane, with the highest DoS of 77% and a delay of 25.08 seconds during 

the AM peak whilst during the PM peak Arm A experiences a DoS of 89%, a queue 

of 31.74 pcu’s and a delay of 31.72 seconds. 

8.2.10 Therefore, the junction will operate within capacity in all Do Something Scenarios. 

Year Scenario Arm Arm name Description 
DOS 
(%) 

Mean 
Delay 

(s) 

Mean 
Max 

Queue 
(pcus) 

2023 

AM Peak 

A Dublin Road (S) Straight & Left Turn 55 19.55 11.90 

B Cherry Lane (Link St) Right Turn & Left Turn 14 42.78 1.22 

C Dublin Road (N) Straight & Right Turn 66 22.56 15.87 

PM Peak 

A Dublin Road (S) Straight & Left Turn 80 28.74 22.64 

B Cherry Lane (Link St) Right Turn & Left Turn 7 41.88 0.64 

C Dublin Road (N) Straight & Right Turn 49 18.47 10.31 

2028 

AM Peak 

A Dublin Road (S) Straight & Left Turn 66 22.44 15.76 

B Cherry Lane (Link St) Right Turn & Left Turn 62 55.07 6.55 

C Dublin Road (N) Straight & Right Turn 75 25.98 19.83 

PM Peak 

A Dublin Road (S) Straight & Left Turn 88 33.13 29.87 

B Cherry Lane (Link St) Right Turn & Left Turn 43 53.28 3.27 

C Dublin Road (N) Straight & Right Turn 55 16.97 12.14 

2038 

AM Peak 

A Dublin Road (S) Straight & Left Turn 67 21.12 16.46 

B Cherry Lane (Link St) Right Turn & Left Turn 73 65.56 7.13 

C Dublin Road (N) Straight & Right Turn 77 25.08 21.35 

PM Peak 

A Dublin Road (S) Straight & Left Turn 89 31.72 31.74 

B Cherry Lane (Link St) Right Turn & Left Turn 57 64.31 3.59 

C Dublin Road (N) Straight & Right Turn 56 14.99 12.41 

Table 8.2: Do Something Scenario Junction Analysis 

Junction 2: Dublin Road R135 / Hickey’s Lane 

8.2.11 Junction Impact analysis results has shown that the priority controlled junction 

between Dublin Road R135 and Hickey’s Lane surpasses the 10% threshold. 

8.2.12 The existing three arm priority-controlled junction has been analysed for the ‘Do 

Something’ modelling scenario using the Junctions 9 PICADY software package. 

The results of the operational assessment of this junction during the weekday 

morning and evening peaks for the Do Nothing scenario is summarised in Table 

8.3 and Table 7.4 summarises the Do Something scenario below.   
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8.2.13 In the “Do Minimum” & “Do Something” scenarios the three arms were labelled as 

follows within the ARCADY model: 

• Arm A: Dublin Road R135 (S)  

• Arm B: Hickey’s Lane 

• Arm C: Dublin Road R135 (N) 

 

Figure 8.2: Junction 2 Priority Controlled Junction 

8.2.14 A copy of the PICADY Output file can be found in Appendix D.  

Do Minimum Scenario 

8.2.15 The PICADY results (Table 8.3) indicate that the Dublin Road R135 / Hickey’s 

Lane three-arm priority-controlled junction will operate within capacity for all 

design years for the Do Minimum Scenarios. The junction will operate within 

capacity in the 2038 AM peak hour with a maximum RFC value of 0.1 and a 

corresponding queue of 0.1 pcu’s being recorded on the Hickey’s Lane arm. For 

the 2038 PM peak hour, results show a maximum RFC value of 0.10 occurring on 

the same arm, with a corresponding queue of 0.1 pcu’s.  
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Year Scenario Arm Description Queue (PCU) Delay (s) RFC 

2023 

AM Peak 

A Dublin Road R135 (S) - - - 

B Hickey's Lane 0.10 9.67 0.08 

C Dublin Road R135 (N) 0.00 7.38 0.02 

PM Peak 

A Dublin Road R135 (S) - - - 

B Hickey's Lane 0.10 10.57 0.09 

C Dublin Road R135 (N) 0.00 8.59 0.03 

2028 

AM Peak 

A Dublin Road R135 (S) - - - 

B Hickey's Lane 0.10 9.34 0.09 

C Dublin Road R135 (N) 0.00 6.91 0.02 

PM Peak 

A Dublin Road R135 (S) - - - 

B Hickey's Lane 0.10 9.61 0.09 

C Dublin Road R135 (N) 0.00 7.81 0.03 

2038 

AM Peak 

A Dublin Road R135 (S) - - - 

B Hickey's Lane 0.10 9.83 0.10 

C Dublin Road R135 (N) 0.00 7.04 0.03 

PM Peak 

A Dublin Road R135 (S) - - - 

B Hickey's Lane 0.10 10.23 0.10 

C Dublin Road R135 (N) 0.00 8.06 0.04 

Table 8.3: Do Minimum Scenario Junction Analysis 

 

Do Something Scenario 

8.2.16 The PICADY results (Table 8.4) indicate that the Dublin Road R135 / Hickey’s 

Lane three-arm priority-controlled junction will operate within capacity for all 

design years for the Do Something Scenarios. The junction will operate within 

capacity in the 2038 AM peak hour with a maximum RFC value of 0.22 and a 

corresponding queue of 0.3 pcu’s being recorded on the Hickey’s Lane arm. For 

the 2038 PM peak hour, results show a maximum RFC value of 0.19 occurring on 

the same arm, with a corresponding queue of 0.2 pcu’s.  
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Year Scenario Arm Description Queue (PCU) Delay (s) RFC 

2023 

AM Peak 

A Dublin Road R135 (S) - - - 

B Hickey's Lane 0.10 8.88 0.08 

C Dublin Road R135 (N) 0.00 6.74 0.02 

PM Peak 

A Dublin Road R135 (S) - - - 

B Hickey's Lane 0.10 9.38 0.08 

C Dublin Road R135 (N) 0.00 7.65 0.03 

2028 

AM Peak 

A Dublin Road R135 (S) - - - 

B Hickey's Lane 0.30 12.59 0.21 

C Dublin Road R135 (N) 0.00 7.12 0.03 

PM Peak 

A Dublin Road R135 (S) - - - 

B Hickey's Lane 0.20 12.96 0.17 

C Dublin Road R135 (N) 0.10 8.58 0.06 

2038 

AM Peak 

A Dublin Road R135 (S) - - - 

B Hickey's Lane 0.30 13.40 0.22 

C Dublin Road R135 (N) 0.00 7.26 0.03 

PM Peak 

A Dublin Road R135 (S) - - - 

B Hickey's Lane 0.20 13.80 0.19 

C Dublin Road R135 (N) 0.10 8.88 0.07 

Table 8.4: Do Something Scenario Junction Analysis 

Junction 3: Dublin Road R135 / Alderbrook Rd / Deerpark 

8.2.17 Junction Impact analysis results has shown that the signal-controlled junction 

Dublin Rd/Alderbrook Rd/Deerpark have a traffic impact over 5%. A further 

analysis has been carried out.  

8.2.18 The existing three arm priority-controlled junction has been analysed for the ‘Do 

Something’ modelling scenario using the TRANSYT software package. The results 

of the operational assessment of this junction during the weekday morning and 

evening peaks for the Do Nothing scenario is summarised in Table 8.3 and Table 

7.4 summarises the Do Something scenario below.   

8.2.19 In the “ Do Minimum” & “Do Something” scenarios the four arms were labelled as 

follows within the ARCADY model: 

• Arm A: Dublin Road R135 (S)  

• Arm B: Alderbrook Rd 
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• Arm C: Dublin Road R135 (N) 

• Arm D: Deerpark  

 

Figure 8.3: Junction 3 Signalised Junction 

8.2.20 The junction has been modelled assuming a cycle time of 100 seconds, with an 

all-green pedestrian stage and an advanced cycle stage of 8 seconds every cycle.  

8.2.21  A copy of the TRANSYT Output file can be found in Appendix C. 

Do Minimum Scenario 

8.2.22 The TRANSYT results (Table 8.5) indicate that the Dublin Rd / Alderbrook Rd / 

Deerpark 4-arm signal-controlled junction will operate within capacity for all design 

years in the Do Minimum Scenarios. In 2038 AM Peak, the maximum DoS occurs 

on Arm C Dublin Rd (N), with a value of 81%, a queue of 18 pcus and a delay of 

31.80 seconds on the Straight & Left Turn stream. In the PM Peak, the maximum 

DoS equals to 83% on Arm A Dublin Rd (S) on the Straight and Left Turn stream, 

with a queue of 20.03 pcus and a delay of 30.24 seconds.  
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Year Scenario Arm Arm name Description 
DOS 
(%) 

Mean 
Delay 

(s) 

Mean 
Max 

Queue 
(pcus) 

2023 

AM Peak 

A Dublin Road (S) 
Straight & Left Turn 45 19.58 7.29 

Right Turn 18 15.46 1.62 

B Alderbrook Rd Straight, Right & Left Turn 28 35.05 2.52 

C Dublin Road (N) 
Straight & Left Turn 69 25.44 13.39 

Right Turn 4 13.99 0.38 

D Deerpark 
Left Turn 17 33.34 1.46 

Straight & Right Turn 12 32.62 0.99 

PM Peak 

A Dublin Road (S) 
Straight & Left Turn 71 23.70 14.71 

Right Turn 7 12.17 0.57 

B Alderbrook Rd Straight, Right & Left Turn 30 38.84 2.29 

C Dublin Road (N) 
Straight & Left Turn 56 19.36 10.13 

Right Turn 8 12.26 0.68 

D Deerpark 
Left Turn 11 35.87 0.78 

Straight & Right Turn 26 38.08 1.93 

2028 

AM Peak 

A Dublin Road (S) 
Straight & Left Turn 49 20.36 8.25 

Right Turn 19 15.68 1.81 

B Alderbrook Rd Straight, Right & Left Turn 31 35.47 2.77 

C Dublin Road (N) 
Straight & Left Turn 76 28.35 15.76 

Right Turn 5 14.04 0.41 

D Deerpark 
Left Turn 19 33.57 1.62 

Straight & Right Turn 13 32.78 1.09 

PM Peak 

A Dublin Road (S) 
Straight & Left Turn 77 26.39 17.07 

Right Turn 7 12.21 0.63 

B Alderbrook Rd Straight, Right & Left Turn 33 39.32 2.50 

C Dublin Road (N) 
Straight & Left Turn 61 20.48 11.52 

Right Turn 8 12.33 0.74 

D Deerpark 
Left Turn 12 35.98 0.85 

Straight & Right Turn 28 38.48 2.13 

2038 

AM Peak 

A Dublin Road (S) 
Straight & Left Turn 53 21.11 9.03 

Right Turn 21 15.87 1.96 

B Alderbrook Rd Straight, Right & Left Turn 33 35.84 2.97 

C Dublin Road (N) 
Straight & Left Turn 81 31.80 18.00 

Right Turn 5 14.08 0.44 

D Deerpark 
Left Turn 20 33.77 1.73 

Straight & Right Turn 13 32.89 1.16 

PM Peak 

A Dublin Road (S) 
Straight & Left Turn 83 30.24 20.03 

Right Turn 8 12.26 0.68 

B Alderbrook Rd Straight, Right & Left Turn 35 39.79 2.71 

C Dublin Road (N) 
Straight & Left Turn 66 21.75 12.83 

Right Turn 9 12.40 0.80 

D Deerpark 
Left Turn 12 36.06 0.90 

Straight & Right Turn 30 38.90 2.31 

Table 8.5: Do Minimum Scenario Junction Analysis 
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Do Something Scenario 

8.2.23 The TRANSYT results (Table 8.6) indicate that the Dublin Rd / Alderbrook Rd / 

Deerpark 4-arm signal-controlled junction will operate within capacity for all design 

years in the Do Something Scenarios. In 2038 AM Peak, the maximum DoS occurs 

on Arm C Dublin Rd (N), with a value of 84%, a queue of 19.30 pcus and a delay 

of 33.95 seconds on the Straight & Left Turn stream. In the PM Peak, the maximum 

DoS equals to 88% on Arm A Dublin Rd (S) on the Straight and Left Turn stream, 

with a queue of 22.60 pcus and a delay of 34.81 seconds.  
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Year Scenario Arm Arm name Description 
DOS 
(%) 

Mean 
Delay 

(s) 

Mean 
Max 

Queue 
(pcus) 

2023 

AM Peak 

A Dublin Road (S) 
Straight & Left Turn 46 19.81 7.52 

Right Turn 18 15.52 1.70 

B Alderbrook Rd Straight, Right & Left Turn 28 35.05 2.52 

C Dublin Road (N) 
Straight & Left Turn 69 25.61 13.50 

Right Turn 4 13.99 0.38 

D Deerpark 
Left Turn 17 33.34 1.46 

Straight & Right Turn 12 32.62 0.99 

PM Peak 

A Dublin Road (S) 
Straight & Left Turn 78 29.77 16.67 

Right Turn 7 14.28 0.64 

B Alderbrook Rd Straight, Right & Left Turn 25 34.48 2.18 

C Dublin Road (N) 
Straight & Left Turn 62 23.38 11.37 

Right Turn 8 14.40 0.74 

D Deerpark 
Left Turn 9 32.34 0.76 

Straight & Right Turn 21 33.92 1.83 

2028 

AM Peak 

A Dublin Road (S) 
Straight & Left Turn 78 29.77 16.67 

Right Turn 7 14.28 0.64 

B Alderbrook Rd Straight, Right & Left Turn 25 34.48 2.18 

C Dublin Road (N) 
Straight & Left Turn 62 23.38 11.37 

Right Turn 8 14.40 0.74 

D Deerpark 
Left Turn 9 32.34 0.76 

Straight & Right Turn 21 33.92 1.83 

PM Peak 

A Dublin Road (S) 
Straight & Left Turn 82 29.15 19.31 

Right Turn 8 12.24 0.66 

B Alderbrook Rd Straight, Right & Left Turn 34 39.65 2.66 

C Dublin Road (N) 
Straight & Left Turn 68 22.39 13.47 

Right Turn 8 12.33 0.74 

D Deerpark 
Left Turn 13 36.17 0.97 

Straight & Right Turn 28 38.48 2.13 

2038 

AM Peak 

A Dublin Road (S) 
Straight & Left Turn 60 22.81 10.80 

Right Turn 24 16.24 2.26 

B Alderbrook Rd Straight, Right & Left Turn 34 35.98 3.05 

C Dublin Road (N) 
Straight & Left Turn 84 33.95 19.30 

Right Turn 5 14.08 0.44 

D Deerpark 
Left Turn 21 33.88 1.80 

Straight & Right Turn 13 32.89 1.16 

PM Peak 

A Dublin Road (S) 
Straight & Left Turn 88 34.81 22.60 

Right Turn 8 12.31 0.73 

B Alderbrook Rd Straight, Right & Left Turn 37 40.13 2.84 

C Dublin Road (N) 
Straight & Left Turn 72 24.08 15.14 

Right Turn 9 12.40 0.80 

D Deerpark 
Left Turn 14 36.25 1.03 

Straight & Right Turn 30 38.90 2.31 

Table 8.6: Do Something Scenario Junction Analysis 
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Junction 5: Nine Mile Stone Roundabout 

8.2.24 Junction Impact analysis results has shown that the Nine Mile Stone Roundabout 

have a traffic impact over 5%. A further analysis has been carried out. 

8.2.25 The existing three arm priority-controlled junction has been analysed for the ‘Do 

Something’ modelling scenario using the TRANSYT software package. The results 

of the operational assessment of this junction during the weekday morning and 

evening peaks for the Do Nothing scenario is summarised in Table 8.3 and Table 

7.4 summarises the Do Something scenario below.   

8.2.26 In the “Do Minimum” & “Do Something” scenarios the five arms were labelled as 

follows within the ARCADY model: 

• Arm A: R135 (S)  

• Arm B: M2 access 

• Arm C: Ratoath Rd R125 

• Arm D: Dublin Rd R135 

• Arm E: R125 

 

Figure 8.4: Junction 5 Nine Mile Stone Roundabout 

8.2.27 A copy of the PICADY Output file can be found in Appendix D.  

Do Minimum Scenario 

8.2.28 The PICADY results (Table 8.7) indicate that the Nine Mile Stone Roundabout 5-

arm roundabout will operate within capacity for all design years in the Do Minimum 
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Scenarios. The maximum RFC occurs in 2038 AM peak on Arm 3 Ratoath Rd, with 

a value of 55%, a queue of 1.20 pcus, and a delay of 4.95 seconds. In 2038 PM 

peak, the maximum RFC occurs on Arm 2 M2 access, and equals to 56%, with a 

queue of 1.30 pcus, and a delay of 4.08 seconds. 

Year Scenario Arm Description Queue (PCU) Delay (s) RFC 

2023 

AM Peak 

1 R135 (S) 0.10 2.90 0.13 

2 M2 access 0.20 1.94 0.18 

3 Ratoath Rd R125 0.80 3.99 0.46 

4 R135 (N) 0.70 3.72 0.42 

5 R125 (E) 0.30 3.99 0.24 

PM Peak 

1 R135 (S) 0.30 2.90 0.24 

2 M2 access 0.90 3.26 0.47 

3 Ratoath Rd R125 0.30 3.19 0.23 

4 R135 (N) 0.40 2.80 0.29 

5 R125 (E) 0.30 3.17 0.22 

2028 

AM Peak 

1 R135 (S) 0.20 3.08 0.15 

2 M2 access 0.20 2.01 0.20 

3 Ratoath Rd R125 1.00 4.45 0.50 

4 R135 (N) 0.90 4.14 0.47 

5 R125 (E) 0.40 4.36 0.27 

PM Peak 

1 R135 (S) 0.40 3.05 0.26 

2 M2 access 1.10 3.62 0.52 

3 Ratoath Rd R125 0.30 3.38 0.25 

4 R135 (N) 0.50 2.95 0.32 

5 R125 (E) 0.30 3.33 0.24 

2038 

AM Peak 

1 R135 (S) 0.20 3.26 0.17 

2 M2 access 0.30 2.07 0.21 

3 Ratoath Rd R125 1.20 4.95 0.55 

4 R135 (N) 1.00 4.61 0.51 

5 R125 (E) 0.40 4.78 0.30 

PM Peak 

1 R135 (S) 0.40 3.23 0.29 

2 M2 access 1.30 4.08 0.56 

3 Ratoath Rd R125 0.40 3.59 0.28 

4 R135 (N) 0.50 3.10 0.35 

5 R125 (E) 0.40 3.50 0.27 

Table 8.7: Do Minimum Scenario Junction Analysis 
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Do Something Scenario 

8.2.29 The PICADY results (Table 8.8) indicate that the Nine Mile Stone Roundabout 5-

arm roundabout will operate within capacity for all design years in the Do 

Something Scenarios. The maximum RFC occurs in 2038 AM peak on Arm 4 R135 

(N), with a value of 60%, a queue of 1.50 pcus, and a delay of 5.70 seconds. In 

2038 PM peak, the maximum RFC occurs on Arm 2 M2 Access, and equals to 62%, 

with queue of 1.60 pcus, and a delay of 4.71 seconds. 

Year Scenario Arm Description Queue (PCU) Delay (s) RFC 

2023 

AM Peak 

1 R135 (S) 0.20 2.93 0.13 

2 M2 access 0.20 1.95 0.18 

3 Ratoath Rd R125 0.80 4.01 0.46 

4 R135 (N) 0.80 3.83 0.43 

5 R125 (E) 0.30 4.05 0.24 

PM Peak 

1 R135 (S) 0.30 2.92 0.24 

2 M2 access 0.90 3.31 0.48 

3 Ratoath Rd R125 0.30 3.23 0.23 

4 R135 (N) 0.40 2.83 0.30 

5 R125 (E) 0.30 3.19 0.22 

2028 

AM Peak 

1 R135 (S) 0.20 3.28 0.17 

2 M2 access 0.30 2.06 0.21 

3 Ratoath Rd R125 1.10 4.68 0.52 

4 R135 (N) 1.30 5.00 0.56 

5 R125 (E) 0.40 4.80 0.30 

PM Peak 

1 R135 (S) 0.40 3.23 0.29 

2 M2 access 1.30 4.11 0.57 

3 Ratoath Rd R125 0.40 3.64 0.28 

4 R135 (N) 0.60 3.16 0.36 

5 R125 (E) 0.40 3.48 0.26 

2038 

AM Peak 

1 R135 (S) 0.20 3.49 0.19 

2 M2 access 0.30 2.12 0.23 

3 Ratoath Rd R125 1.30 5.24 0.57 

4 R135 (N) 1.50 5.70 0.60 

5 R125 (E) 0.50 5.32 0.33 

PM Peak 

1 R135 (S) 0.50 3.43 0.32 

2 M2 access 1.60 4.71 0.62 

3 Ratoath Rd R125 0.40 3.88 0.31 

4 R135 (N) 0.60 3.35 0.39 

5 R125 (E) 0.40 3.67 0.28 

Table 8.8: Do Something Scenario Junction Analysis 
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8.3    SENSITIVITY ANALYSIS 

8.3.1 A sensitivity analysis has been carried out in response to MCC advising that the 

lands located west of the development (which are currently zoned as F1 – Open 

Space in the Meath County Development Plan (2021-2027)) could potential be 

developed in the future, with one of the developments access points via Cherry 

Lane. It has been advised that this development may cater for approximately 800 

units, with two access points.  

8.3.2 As a result, with the objective of providing a robust assessment, DBFL have 

undertaken a sensitivity test to assess the potential impact on the capacity of 

Junction no. 1, Junction no. 2, Junction no. 3 and Junction no. 5, due to the 

inclusion of the potential future development to the east of the subject site. 

8.3.3 Therefore, it has been assumed that half the potential future development may 

use the Cherry Lane access i.e. 400 no. residential units (240 houses and 160 

apartment/duplex units – using the same ratio as the subject development). To 

assess the worst case scenario, it is assumed that the Potential Future 

Development will be fully constructed and occupied by 2038. 

8.3.4 Table 8.9 summarises the predicted peak hour AM and PM vehicle trips generated 

by the Potential Future Development, using the same trip rates for residential units 

of the proposed development. 

Units Units/GFA 

AM Peak Hour (08:00-
09:00) 

PM Peak Hour (16:45-
17:45) 

Arr Dep Total Arr Dep Total 

Houses 240 33 94 128 80 50 131 

Apartments / 

duplex 
160 10 30 39 33 18 51 

Total 400 43 124 167 114 69 182 

Table 8.9: Potential Future Development Vehicle Trips 

 

Junction 1: Dublin Road R135 / Cherry Lane 

8.3.5 The proposed three-arm Signal Controlled junction shown in Figure 8.5, has been 

analysed for the 2038 design year Do Minimum and Do Something scenarios 

including the Potential Future Development (PFD) using the TRANSYT 16 software 

package. The results of the operational assessment of this junction for the ‘Do 
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Minimum’ and ‘Do Something’ scenarios are summarised in Tables 7.6 and 7.7 

respectively. 

8.3.6 In the “Do Nothing” and “Do Something” scenarios the four arms were labelled as 

follows within the ARCADY model: 

• Arm A – Dublin Road R135 (S) 

• Arm B – Cherry Lane (Link Street) 

• Arm C – Dublin Road R135 (N) 

 

Figure 8.5: Junction 1 Signal Controlled Junction 

8.3.7 The junction has been modelled assuming a cycle time of 120 seconds, with an 

all-green pedestrian stage and an advanced cycle stage of 8 seconds every cycle.  

8.3.8  A copy of the TRANSYT Output file can be found in Appendix C. 

Do Minimum Scenario 

8.3.9 The Do-Minimum of the operational assessment of this signal controlled junction 

are summarised in Table 8.10 below.  

8.3.10 In the 2038 Do Minimum scenario with the Potential Future Development (PFD), 

maximum queues of 22.62 pcu’s is experienced along Arm C – Dublin Rd (N), with 

the highest DoS of 80% and a delay of 28.52 seconds during the AM peak whilst 

during the PM peak, Arm A – Dublin Rd (N) experiences a DoS of 88%, a queue of 

30.23 pcus and a delay of 32.41 seconds.  
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Year Scenario Arm Arm name Description 
DOS 
(%) 

Mean 
Delay 

(s) 

Mean 
Max 

Queue 
(pcus) 

2038 
+ 

PFD 

AM Peak 

A Dublin Road (S) Straight & Left Turn 68 23.88 16.77 

B Cherry Lane (Link St) Right Turn & Left Turn 37 46.05 3.63 

C Dublin Road (N) Straight & Right Turn 80 29.52 22.62 

PM Peak 

A Dublin Road (S) Straight & Left Turn 88 32.41 30.23 

B Cherry Lane (Link St) Right Turn & Left Turn 27 50.54 1.88 

C Dublin Road (N) Straight & Right Turn 55 16.30 11.99 

Table 8.10: “Do Minimum”  Sensitivity Analysis  

Do Something Scenario 

8.3.11 In the 2038 Do Something scenario with the Potential Future Development (PFD), 

maximum queues of 26.28 pcus are experienced along Arm C – Dublin Rd (N), 

with the highest DoS of 87% and a delay of 37.54 seconds during the AM peak 

whilst during the PM peak Arm A experiences a DoS of 94%, a queue of 13.50 

pcus and a delay of 42.71 seconds. Therefore, the junction might operate 

oversaturated on one arm in the 2038 PM Peak scenario with the Potential Future 

Development, although it will operate within capacity for 2023 and 2028 scenarios.  

Year Scenario Arm Arm name Description 
DOS 
(%) 

Mean 
Delay 

(s) 

Mean 
Max 

Queue 
(pcus) 

2038 + 
PFD 

AM Peak 

A Dublin Road (S) Straight & Left Turn 77 29.57 20.32 

B Cherry Lane (Link St) Right Turn & Left Turn 79 62.05 10.69 

C Dublin Road (N) Straight & Right Turn 87 37.54 26.28 

PM Peak 

A Dublin Road (S) Straight & Left Turn 94 42.71 38.71 

B Cherry Lane (Link St) Right Turn & Left Turn 87 106.69 7.48 

C Dublin Road (N) Straight & Right Turn 59 15.64 13.50 

Table 8.11: “Do-Something” Sensitively Analysis Junction 1 

Junction 2: Dublin Road R135 / Hickey’s Lane 

8.3.12 Junction Impact analysis results has shown that the priority controlled junction 

between Dublin Road R135 and Hickey’s Lane works within capacity for all 

scenarios. Table 8.13 and Table 8.14 summarise The Do Minimum & Do 

Something scenarios including the Potential Future Development.  
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8.3.13 In the “Do Minimum” & “Do Something” scenario the three arms were labelled as 

follows within the ARCADY model: 

• Arm A: Dublin Road R135 (S)  

• Arm B: Hickey’s Lane 

• Arm C: Dublin Road R135 (N) 

 

Figure 8.6: Junction 2 Priority Controlled Junction 

8.3.14 A copy of the PICADY Output file can be found in Appendix D.  

Do Minimum Scenario 

8.3.15 The PICADY results (Table 8.13) indicate that the Dublin Road R135 / Hickey’s 

Lane three-arm priority-controlled junction will operate within capacity with the 

Potential Future Development. In the AM Peak, the junction will have a maximum 

RFC value of 10% and a corresponding queue of 0.1 pcu’s being recorded on the 

Hickey’s Lane arm and a delay of 10.14 seconds, and in the PM peak hour, with 

an RFC value of 11% occurring on the same arm, with a corresponding queue of 

0.1 pcus and a delay of 10.74 seconds.  



Ashbourne SHD 
Traffic & Transport Assessment     

 

   
DBFL Consulting Engineers  200059 

113 113 

Year Scenario Arm Description Queue (PCU) Delay (s) RFC 

2038 + PFD 

AM Peak 

A Dublin Road R135 (S) - - - 

B Hickey's Lane 0.10 10.14 0.10 

C Dublin Road R135 (N) 0.00 7.12 0.03 

PM Peak 

A Dublin Road R135 (S) - - - 

B Hickey's Lane 0.10 10.74 0.11 

C Dublin Road R135 (N) 0.00 8.32 0.04 

Table 8.12: “Do Minimum”  Sensitively Analysis  

 

Do Something Scenario 

8.3.16 In the 2038 AM Peak with the Potential Future Development, the junction will also 

operate within capacity in a maximum RFC value of 23% and a corresponding 

queue of 0.3 pcus being recorded on the Hickey’s Lane arm, and delay of 14.08 

seconds, and in the PM peak hour, with an RFC value of 20% occurring on the 

same arm, with a corresponding queue of 0.2 pcus, and a delay of 14.84 seconds.   

Year Scenario Arm Description Queue (PCU) Delay (s) RFC 

2038 + PFD 

AM Peak 

A Dublin Road R135 (S) - - - 

B Hickey's Lane 0.30 14.08 0.23 

C Dublin Road R135 (N) 0.00 7.34 0.03 

PM Peak 

A Dublin Road R135 (S) - - - 

B Hickey's Lane 0.20 14.84 0.20 

C Dublin Road R135 (N) 0.10 9.20 0.07 

Table 8.13: “Do-Something” Sensitively Analysis  

Junction 3: Dublin Road R135 / Alderbrook Rd / Deerpark 

8.3.17 In the “ Do Minimum” & “Do Something” scenarios the four arms were labelled as 

follows within the ARCADY model: 

• Arm A: Dublin Road R135 (S)  

• Arm B: Alderbrook Rd 

• Arm C: Dublin Road R135 (N) 

• Arm D: Deerpark  
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Figure 8.7: Junction 3 Signalised Junction 

8.3.18 A copy of the TRANSYT Output file can be found in Appendix C. 

Do Minimum Scenario 

8.3.19 In the DM 2038 AM Peak, the highest DOS occurs on Arm C – Dublin Rd (N), on 

the Straight and Left Turn stream, with a value of 83%, and queue of 18.59 pcus, 

and a delay of 32.72 seconds. In the PM peak, the highest DOS occurs on Arm A 

– Dublin Rd (S), on the Straight and Left Turn, with a DOS of 85%, a queue of 

21.07 pcus, and a delay of 32.11 seconds.   

Year Scenario Arm Arm name Description 
DOS 
(%) 

Mean 
Delay 

(s) 

Mean 
Max 

Queue 
(pcus) 

2038 + PFD 

AM Peak 

A Dublin Road (S) 
Straight & Left Turn 57 21.87 9.93 

Right Turn 22 16.04 2.11 

B Alderbrook Rd Straight, Right & Left Turn 33 35.89 3.00 

C Dublin Road (N) 
Straight & Left Turn 83 32.72 18.59 

Right Turn 5 14.08 0.44 

D Deerpark 
Left Turn 20 33.84 1.78 

Straight & Right Turn 13 32.89 1.16 

PM Peak 

A Dublin Road (S) 
Straight & Left Turn 85 32.11 21.07 

Right Turn 8 12.28 0.70 

B Alderbrook Rd Straight, Right & Left Turn 36 39.99 2.79 

C Dublin Road (N) 
Straight & Left Turn 69 22.76 13.89 

Right Turn 9 12.40 0.80 

D Deerpark 
Left Turn 13 36.17 0.97 

Straight & Right Turn 30 38.90 2.31 

Table 8.14: “Do Minimum” Sensitivity Analysis  
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Do Something Scenario 

8.3.20 In the DS 2038 AM Peak, the highest DOS occurs on Arm C – Dublin Rd (N), on 

the Straight and Left Turn stream, with a value of 85%, and queue of 19.96 pcus, 

and a delay of 35.11 seconds. In the PM peak, the highest DOS occurs on Arm A 

– Dublin Rd (S), on the Straight and Left Turn, with a DOS of 90%, a queue of 

24.19 pcus, and a delay of 37.83 seconds.   

 

 

Year Scenario Arm Arm name Description 
DOS 
(%) 

Mean 
Delay 

(s) 

Mean 
Max 

Queue 
(pcus) 

2038 + PFD 

AM Peak 

A Dublin Road (S) 
Straight & Left Turn 64 23.79 11.81 

Right Turn 25 16.41 2.42 

B Alderbrook Rd Straight, Right & Left Turn 34 36.08 3.13 

C Dublin Road (N) 
Straight & Left Turn 85 35.11 19.96 

Right Turn 5 14.08 0.44 

D Deerpark 
Left Turn 21 33.92 1.83 

Straight & Right Turn 13 32.89 1.16 

PM Peak 

A Dublin Road (S) 
Straight & Left Turn 90 37.83 24.19 

Right Turn 8 12.33 0.74 

B Alderbrook Rd Straight, Right & Left Turn 38 40.34 2.92 

C Dublin Road (N) 
Straight & Left Turn 75 25.41 16.32 

Right Turn 9 12.40 0.80 

D Deerpark 
Left Turn 15 36.42 1.10 

Straight & Right Turn 30 38.90 2.31 

Table 8.15: “Do Something” Sensitivity Analysis  

Junction 5: Nine Mile Stone Roundabout 

8.3.21 In the “Do Minimum” & “Do Something” scenarios the five arms were labelled as 

follows within the ARCADY model: 

• Arm A: R135 (S)  

• Arm B: M2 access 

• Arm C: Ratoath Rd R125 

• Arm D: Dublin Rd R135 
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• Arm E: R125 

 

Figure 8.8: Junction 5 Nine Mile Stone Roundabout 

Do Minimum Scenario 

8.3.22 In the DM 2038 AM Peak, the highest RFC occurs on Arm 4 – R135 (N), with a 

value of 56%, and queue of 1.2 pcus, and a delay of 5.60 seconds. In the PM peak, 

the highest DOS occurs on Arm 2 –M2 Access, with a RFC of 59%, a queue of 1.40 

pcus, and a delay of 4.34 seconds.   

Year Scenario Arm Description Queue (PCU) Delay (s) RFC 

2038 + PFD 

AM Peak 

1 R135 (S) 0.20 3.35 0.18 

2 M2 access 0.30 2.09 0.22 

3 Ratoath Rd R125 1.20 5.04 0.55 

4 R135 (N) 1.20 5.06 0.56 

5 R125 (E) 0.50 4.98 0.31 

PM Peak 

1 R135 (S) 0.40 3.31 0.30 

2 M2 access 1.40 4.34 0.59 

3 Ratoath Rd R125 0.40 3.71 0.29 

4 R135 (N) 0.60 3.21 0.37 

5 R125 (E) 0.40 3.57 0.28 

Table 8.16: “Do Minimum” Sensitivity Analysis  
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Do Something Scenario 

8.3.23 In the DS 2038 AM Peak, the highest RFC occurs on Arm 4 – R135 (N), with a 

value of 65%, and queue of 1.80 pcus, and a delay of 6.38 seconds. In the PM 

peak, the highest DOS occurs on Arm 2 –M2 Access, with an RFC of 64%, a queue 

of 1.80 pcus, and a delay of 5.07 seconds.   

Year Scenario Arm Description Queue (PCU) Delay (s) RFC 

2038 + PFD 

AM Peak 

1 R135 (S) 0.20 3.60 0.19 

2 M2 access 0.30 2.14 0.23 

3 Ratoath Rd R125 1.30 5.35 0.57 

4 R135 (N) 1.80 6.38 0.65 

5 R125 (E) 0.50 5.57 0.34 

PM Peak 

1 R135 (S) 0.50 3.53 0.33 

2 M2 access 1.80 5.07 0.64 

3 Ratoath Rd R125 0.50 4.03 0.32 

4 R135 (N) 0.70 3.47 0.41 

5 R125 (E) 0.40 3.75 0.29 

Table 8.17: “Do Something” Sensitivity Analysis  

 

8.4 NETWORK ANALYSIS CONCLUSIONS 

8.4.1 For Junction 1 (Dublin Road/Cherry Lane), for the 2038 Do-Something scenario, 

the TRANSYT results (Table 8.2) indicate that the junction will operate within 

capacity with a maximum queues of 7.46 pcu’s is experienced along Arm B – Cherry 

Lane, with the highest DoS of 77% and a delay of 25.08 seconds during the AM 

peak whilst during the PM peak Arm A experiences a DoS of 89%, a queue of 31.74 

pcu’s and a delay of 31.72 seconds. To conclude, the Dublin Road/Cherry Lane 

signalised junction will operate within capacity for all the peak hour scenarios for 

all the design years assessed. The highest DoS values recorded across the 

assessment are lower than 90% (0.90) threshold, which would indicate the 

junction is within capacity. As the above assessment analyses junction operation 

during the AM and PM peak hours, it represents a worst case scenario.  

8.4.2 For Junction 2, the PICADY results (Table 8.4) indicate that the Dublin Road 

R135 / Hickey’s Lane three-arm priority-controlled junction will operate within 
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capacity for all design years for the Do Something Scenarios. There is a maximum 

RFC value of 0.22 and a corresponding queue of 0.3 pcu’s being recorded on the 

Hickey’s Lane arm. For the 2038 PM peak hour, results show a maximum RFC value 

of 0.19 occurring on the same arm, with a corresponding queue of 0.2 pcu’s. To 

conclude, the Dublin Road/Hickey’s Lane priority-controlled junction will operate 

well within capacity for all the peak hour scenarios for all the design years 

assessed. The highest RFC recorded across the assessment is significantly lower 

than the 0.85 (85%) RFC threshold indicating a poorly performing junction. As the 

above assessment analyses junction operation during the AM and PM peak hours, 

it represents a worst case scenario.  

8.4.3 For Junction 3, the TRANSYT results (Table 8.6) indicate that the Dublin 

Rd/Alderbrook Rd/Deerpark four-arm signal-controlled junction will operate within 

capacity for all design years for the Do Something Scenarios. There is a maximum 

DoS occurring on Arm C Dublin Rd (N), with a value of 84%, a queue of 19.30 

pcus and a delay of 33.95 seconds on the Straight & Left Turn stream. In the PM 

Peak, the maximum DoS equals to 88% on Arm A Dublin Rd (S) on the Straight 

and Left Turn stream, with a queue of 22.60 pcus and a delay of 34.81 seconds. 

To conclude, the Dublin Rd/Alderbrook Rd/Deerpark will operate well within 

capacity for all the peak hour scenarios for all the design years assessed. The 

highest DOS recorded across the assessment is lower than the 90% DOS threshold 

indicating junction approaching capacity. As the above assessment analyses 

junction operation during the AM and PM peak hours, it represents a worst case 

scenario.  

8.4.4 For Junction 5, the PICADY results (Table 8.8) indicate that the Nine Mile Stone 

Roundabout will operate within capacity for all design years for the Do Something 

Scenarios. The maximum RFC occurs in 2038 AM peak on Arm 4 R135 (N), with a 

value of 60%, a queue of 1.50 pcus, and a delay of 5.70 seconds. In 2038 PM 

peak, the maximum RFC occurs on Arm 2 M2 Access, and equals to 62%, with 

queue of 1.60 pcus, and a delay of 4.71 seconds. To conclude, the Nine Mile Stone 

Roundabout will operate well within capacity for all the peak hour scenarios for all 

the design years assessed. The highest RFC recorded across the assessment is 

lower than the 0.85 (85%) RFC threshold indicating a poorly performing junction. 

As the above assessment analyses junction operation during the AM and PM peak 

hours, it represents a worst case scenario.  
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Sensitivity Analysis 

8.4.5 This Sensitivity Analysis takes into account the routing of trips from a Potential 

Future Development (400 residential unit trips) to the west of the Proposed 

Development via Cherry Lane/R135 junction. These Lands west of the proposed 

development are currently zoned as “Open Space” in the MCC Development Plan 

(2021-2027), therefore, this assessment is a worst-case scenario sensitivity test, 

the lands may not be developed in the future, this potential future development is 

not a committed development.   

8.4.6 Junction 1 (Dublin Road/Cherry Lane) operates within capacity (DoS < 90%) for 

the 2038 Do-Something scenario. The TRANSYT results (Table 8.11) indicate that 

maximum queues of 26.28 pcus are experienced along Arm C – Dublin Rd (N), 

with the highest DoS of 87% and a delay of 37.54 seconds during the AM peak 

whilst during the PM peak Arm A experiences a DoS of 94%, a queue of 13.50 

pcus and a delay of 42.71 seconds. 

8.4.7 The Dublin Road/Cherry Lane signalised junction will operate within capacity for 

the AM peak scenarios, whilst the PM peak shows an oversaturated performance 

on one arm. The highest DoS recorded across the AM Peak assessment occurred 

for the 2038 Do Something is lower than the 90% threshold, which means that the 

operation is within capacity. However, the DOS in the PM is slightly over 90%, 

which indicates that the junction would be approaching capacity. This assessment 

analyses junction operation during the AM and PM peak hours, so it represents a 

worst case scenario. Also, following implementation of the cycle scheme along the 

R135, it is expected that a significant uptake in cycling will occur resulting in lower 

traffic volumes than those predicted in this worst case assessment. Also, the 

junction has been modelled with an all-green pedestrian stage every cycle, which 

would unlikely occur.  

8.4.8 For Junction 2, the PICADY results (Table 8.13) indicate that the Dublin Road 

R135 / Hickey’s Lane three-arm priority-controlled junction will operate within 

capacity for all design years for the Do Something Scenarios. The junction will 

operate within capacity in the 2038 AM peak hour with a maximum RFC value of 

23% and a corresponding queue of 0.3 pcus being recorded on the Hickey’s Lane 

arm, and delay of 14.08 seconds, and in the PM peak hour, with an RFC value of 
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20% occurring on the same arm, with a corresponding queue of 0.2 pcus, and a 

delay of 14.84 seconds.   

8.4.9 To conclude, the Dublin Road/Hickey’s Lane priority-controlled junction will operate 

well within capacity for all the peak hour scenarios for all the design years 

assessed. The highest RFC recorded across the assessment occurred for the 2038 

Do Something PM peak hour with an RFC significantly lower than the 0.85 (85%) 

RFC threshold indicating a poorly performing junction. As the above assessment 

analyses junction operation during the AM and PM peak hours, it represents a 

worst case scenario.  

8.4.10 For Junction 3, the TRANSYT results (Table 8.15) indicate that the Dublin 

Rd/Alderbrook Rd/Deerpark four-arm signal-controlled junction will operate within 

capacity for all design years for the DS 2038 + Potential Future Development. The 

highest DOS occurs on Arm C – Dublin Rd (N), on the Straight and Left Turn 

stream, with a value of 85%, and queue of 19.96 pcus, and a delay of 35.11 

seconds. In the PM peak, the highest DOS occurs on Arm A – Dublin Rd (S), on 

the Straight and Left Turn, with a DOS of 90%, a queue of 24.19 pcus, and a delay 

of 37.83 seconds.   

8.4.11 To conclude, the Dublin Rd/Alderbrook Rd/Deerpark will operate well within 

capacity for the peak hours in 2038 with the Potential Future Development. The 

highest DOS recorded across the assessment is lower than the 90% DOS threshold 

indicating junction approaching capapcity. As the above assessment analyses 

junction operation during the AM and PM peak hours, it represents a worst case 

scenario.  

8.4.12 For Junction 5, the PICADY results (Table 8.8) indicate that the Nine Mile Stone 

Roundabout will operate within capacity for 2038 with the Potential Future 

Development for the Do Something Scenarios. The highest RFC occurs on Arm 4 – 

R135 (N), with a value of 65%, and queue of 1.80 pcus, and a delay of 6.38 

seconds. In the PM peak, the highest DOS occurs on Arm 2 –M2 Access, with an 

RFC of 64%, a queue of 1.80 pcus, and a delay of 5.07 seconds.   

8.4.13 To conclude, the Nine Mile Stone Roundabout will operate well within capacity for 

all the peak hour scenarios for all the design years assessed. The highest RFC 

recorded across the assessment is lower than the 0.85 (85%) RFC threshold 
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indicating a poorly performing junction. As the above assessment analyses junction 

operation during the AM and PM peak hours, it represents a worst case scenario.  
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9.0 RESPONSE TO MCC COMMENTS 

9.1 OVERVIEW 

9.1.1 This section provides responses to the items raised by the MCC Transportation 

Department during Stage 2 of this SHD application. The items raised were in Notice 

of Pre-Application Consultation Opinion and are discussed in detail in the following 

sections. 

9.2 MCC TRAFFIC OBSERVATIONS 

9.2.1 Within the Transportation Planning Divisions pre-application consultation note the 

officers raise a number of key queries including the following; 

Masterplan 

1) Masterplan: “The Applicant is requested to submit a comprehensive Master 

Plan, detailing how the masterplan lands will be developed in line with the Meath 

County Development Plan 2021 - 2027. This masterplan should sent out 

coherent phasing strategy for the various stages of the development, aligned 

with that of infrastructural phasing of the main link street, the main Dublin Road 

signalised access junction and the upgrade works to Hickeys Lane. The upgrade 

of Hickey’s Lane to facilitate pedestrian and cycle access southwards to link with 

the R-125 Harlockstown Footpath Scheme should be included with the 

application.” 

9.2.2 A Masterplan has been prepared and has been submitted to Meath County Council.  

Accessibility and Integration 

2) Third Party Lands: The Applicant is requested to ensure that the road 

geometry, in terms of width, radius and turning head facilities are provided 

appropriately to ensure that the third-party lands located adjacent to the main 

link street can be fully accessed.” 

9.2.3 The road geometry, in terms of width, radius and turning head facilities has been 

provided appropriately to ensure that the third-party lands located adjacent to the 

main link street can be fully accessed. Please refer to  

9.2.4 The road layout for the Proposed Development is included in DBFL drawings no. 

200059-DBFL-RD-SP-DR-C-1201 to 200059-DBFL-RD-SP-DR-C-1204. 
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3) Third Party Lands: “The Applicant is clarify the access proposals to the 

northern access point to the third-party lands located to the south east of the 

proposed development. Access to these lands via homezones should be 

avoided.” 

 

4) The development will fundamentally change Hickey’s Lane. The Applicant should 

submit proposals for the control and management of traffic on the lane 

generated as a result of the development. Traffic should be encourage to use 

the main signalised access junction to the site. 

9.2.5 Pedestrian footpaths will be provided on hickeys lane along with traffic calming 

measures. The carriageway has been narrowed locally (3.7m) and vehicles have 

to yield to oncoming road users, therefore reducing vehicle speeds and 

discouraging vehicular overuse of the secondary access. Refer to DBFL drawings 

no. 200059-DBFL-RD-SP-DR-C-1201 for further information. 

5) The applicant should provide an additional pedestrian and cycle access point on 

the western boundary, by extending the homezone or otherwise, at the south 

western corner of the site to link with the Open Space zoned lands.  

 

Access Junction 

6) The applicant is requested to provide traffic signal layout detailing the signal 

arrangement at the Cherry Lane access signalised junction. The Applicant should 

also address the discrepancies regarding the tie in of the proposed cycle lanes 

with the proposed Phase 2 Ashbourne Refurbishment Scheme. 

9.2.6 A traffic signal layout drawing has been prepared for the Cherry Lane signalised 

junction. Please refer to DBFL drawings no. 200059-DBFL-RD-SP-DR-C-1206. 

The discrepancies regarding the tie in of the proposed cycle lanes with the 

proposed Phase 2 Ashbourne Refurbishment Scheme have been addressed. 

7) The Applicant is requested to provide a junction layout for Hickey’s Lane at the 

intersection with the R-135 (Dublin Road) and the R-125 (Ratoath Road). 

9.2.7 The junction layout for Hickey’s Lane at the intersection with the R-135 (Dublin 

Road) is illustrated in DBFL drawings no. 200059-DBFL-RD-SP-DR-C-1201.  
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Traffic Assessment 

8) Growth Rates: “It appears that low growth rates were applied instead of the 

stated central growth rates. The Applicant is requested to clarify what growth 

rates are applied and to provide further details regarding the method of applying 

the growth rate”. 

9.2.8 To clarify, in the TTA issued for the Stage 2 SHD Submission, Central Growth rates 

were applied to Base Traffic Survey data which was used to obtain the Do-Minimum 

and Do-something scenarios, following TII’s Project Appraisal Guidelines for 

National Roads Unit 5.3 - Travel Demand Projections (October 2021). 

9.2.9 Additionally, as part of the traffic assessment undertaken for this Stage 3 SHD 

Submission, the baseline traffic survey data has been adjusted to account for 

potential lower than normal traffic flows in December 2021 due to Covid 19. The 

adjustment has been undertaken in reference to Central Statistics Office (CSO) 

report entitled Transport Bulletin January 2022. An uplift of 10% was applied to 

convert baseline (Dec 2021) traffic data to corresponding 2021 data with no Covid 

19 (according to the CSO data). This results in a robust and conservative 

assessment, as providing this uplift of 10% to the base traffic does not take into 

consideration potential mode shifts to active travel, WFH or a Hybrid option as the 

new norm etc.   

9) Trip Rates: “Whilst acknowledging that the AM background traffic network peak 

may occur during the 07:00-08:00 hour, the applicant is requested to use the 

peak AM period trip rates from the TRICS output file, which in this case is during 

the 08:00-09:00 hour, to ensure a robust AM peak hour assessment”. 

9.2.10 The peak AM period trip rates from TRICS output file (08:00-09:00) has been used 

for the Traffic Assessment undertaken as part of this planning application.  

10) Junction Capacity: “The Applicant is requested to revise the layout of the 

Cherry Lane / R135 Dublin Road Junction to ensure that it will have the required 

residual capacity to accommodate both the proposed development and any 

future development within the lands to the west.” 

9.2.11 The traffic analysis for Junction 1 (Dublin Rd/Cherry Ln) is included in Chapter 8 

of this report. It shows that the operation of the junction with the Proposed 

Development is within capacity for all design years. Likewise, the operation of the 

https://www.cso.ie/en/releasesandpublications/ep/p-tb/transportbulletinjanuary2022/trafficcountdata/
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junction with a Potential Future Development of 800 units west to the Proposed 

Development is within capacity. Results are summarised below.  

9.2.12 TRANSYT results for 2038 with the Proposed Development in Table 8.2 indicate 

that the junction will operate within capacity with a maximum queues of 7.46 pcu’s 

is experienced along Arm B – Cherry Lane, with the highest DoS of 77% and a 

delay of 25.08 seconds during the AM peak whilst during the PM peak Arm A 

experiences a DoS of 89%, a queue of 31.74 pcu’s and a delay of 31.72 seconds. 

To conclude, the Dublin Road/Cherry Lane signalised junction will operate within 

capacity for all the peak hour scenarios for all the design years assessed. The 

highest DoS values recorded across the assessment are lower than 90% (0.90) 

threshold, which would indicate the junction is within capacity. As the above 

assessment analyses junction operation during the AM and PM peak hours, it 

represents a worst case scenario.  

Sensitivity Analysis 

9.2.13 With the Potential Future Development,  Junction 1 (Dublin Road/Cherry Lane) 

operates within capacity (DoS < 90%) for the 2038 Do-Something scenario. The 

TRANSYT results (Table 8.11) indicate that maximum queues of 26.28 pcus are 

experienced along Arm C – Dublin Rd (N), with the highest DoS of 87% and a 

delay of 37.54 seconds during the AM peak whilst during the PM peak Arm A 

experiences a DoS of 94%, a queue of 13.50 pcus and a delay of 42.71 seconds. 

9.2.14 The Dublin Road/Cherry Lane signalised junction will operate within capacity for 

the AM peak scenarios, whilst the PM peak shows an oversaturated performance 

on one arm. The highest DoS recorded across the AM Peak assessment occurred 

for the 2038 Do Something is lower than the 90% threshold, which means that the 

operation is within capacity. However, the DOS in the PM is slightly over 90%, 

which indicates that the junction would be approaching capacity. This assessment 

analyses junction operation during the AM and PM peak hours, so it represents a 

worst case scenario. Also, following implementation of the cycle scheme along the 

R135, it is expected that a significant uptake in cycling will occur resulting in lower 

traffic volumes than those predicted in this worst case assessment. Also, the 

junction has been modelled with an all-green pedestrian stage every cycle, which 

would unlikely occur.  
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11) Traffic Management Plan: “The Applicant is requested to develop a 

Design Stage Traffic Management Plan the details of which are to be agreed 

with Meath County Council.” 

9.2.15 A Design Stage Traffic Management Plan will be prepared at Detailed Design stage. 

Road Safety 

12) Road Safety Audit: “The Applicant is requested to submit a Stage 1 Road 

Safety Audit-.” 

9.2.16 A Quality Audit has been carried out in accordance with the guidance in the 

Design Manual for Urban Roads and Streets (DMURS), produced by Department of 

Transport Tourism and Sport in March 2013 and as updated in June 2019. 

9.2.17 The Stage 1 Quality Audit includes a Stage 1 road safety audit, an access audit, a 

walking audit, a cycle audit and a non- motorised user audit. 

13) Quality Audit: “The applicant should submit a Quality Audit that consists 

of an audit of walking facilities, cycling facilities and visual / mobility impaired 

accessibility facilities.” 

9.2.18 A Quality Audit has been carried out in accordance with the guidance in the 

Design Manual for Urban Roads and Streets (DMURS), produced by Department of 

Transport Tourism and Sport in March 2013 and as updated in June 2019. 

9.2.19 The Stage 1 Quality Audit includes a Stage 1 road safety audit, an access audit, a 

walking audit, a cycle audit and a non- motorised user audit. 

 

Site Layout 

14) “The Applicant is requested to address the following; 

a. A long Cul-de-sac is being formed along the Road 24 north-west to the 

development with no provision of turning heads which could lead to 

extensive reversing movements in particular by refuse vehicles.” 

9.2.20 This road is no longer a Cul-de-sac and has been extended to the new Link Street. 

b. As per the overall road layout drawing (Drawing no. 200059-DBFL-RD-

SPDR-C-12XX) the footpath along the Road 22 north west of the 

development should be extended.  
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9.2.21 This footpath has now been extended to the site boundary. 

 

15) “The Applicant should cater for all desire lines by facilitating proposer 

crossing and tactile paving within the development.”  

9.2.22 Appropriate dropped kerbs with tactile paving have been provided for the 

pedestrian crossing throughout the subject development  to ensure sufficient 

accessibility for all users, in particular, wheelchair users and visually impaired 

pedestrians. Please refer to DBFL drawings no. 200059-DBFL-RD-SP-DR-C-

1200 to 200059-DBFL-RD-SP-DR-C-1204. 

16) Priority at side road crossing: “The Applicant should provide details, in 

line with the National Cycle Manual, regarding which users have priority at the 

side road crossing adjacent to the main link street.”  

9.2.23 Pedestrians and cyclists will have priority across 

the side roads adjacent to the main Link Street. 

The traffic calming ramp on the side roads should 

reduce vehicular speeds entering/exiting the 

minor road, while also heightening driver’s 

awareness of pedestrian’s and cyclists. 

9.2.24 A raised continuous footpath is proposed across 

the side road junctions. The NCM provides a similar option for pedestrian priority 

through minor side roads through the use of a continuous footpath across the side 

road junction. See figure and photomontage below  

  

(Source: National Cycle Manual, Section 4.9) 

9.2.25 Cyclists will also have priority through the side road junction adjacent to the main 

Link Street. The ramped entry treatment will keep the cycle route high across the 
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junction, resulting in cyclists being more conspicuous to vehicles entering/exiting 

the side road. This is of particular importance for younger/more vulnerable cyclists.  

9.2.26 This raised table treatment across the side roads with pedestrian and cycle priority 

mirrors the design proposed for the “Ashbourne Main Street Refurbishment 

Scheme Phase 2” along the R135. 

9.2.27 See DBFL drawings no. 200059-DBFL-RD-SP-DR-C-1203 to 200059-DBFL-

RD-SP-DR-C-1204 for further details. 

17) Internal Junctions: “The Applicant should provide details on the 

movement priority between different users at the internal street intersections 

and provide traffic calming features like raised tables at the appropriate locations 

throughout the proposed development.”  

9.2.28 Movement priority between different users at the internal street intersections and 

traffic calming are illustrated in DBFL drawings no. 200059-DBFL-RD-SP-DR-

C-1200 to 200059-DBFL-RD-SP-DR-C-1204. 

18) Greenway Crossing Details: “The Applicant is requested to provide 

consistent crossing facilities and tactile paving along the entire green link where 

it crosses the internal streets.” 

9.2.29 As per the National Cycle Manual (2011), uncontrolled pedestrian crossings have 

been provided where the greenway crosses the internal local streets. A toucan 

crossing is proposed crossing the busier local road to the proposed future school. 

19) Refuse Vehicle Accessibility: “The applicant should included swept path 

analysis for all areas in the development to demonstrate that refuse vehicles can 

negotiate the full internal street network and where, as a result of this swept 

path, it is determined that difficulties may be encountered that appropriately 

sized turning heads are provided.”   

9.2.30 Swept path analysis drawings for waste management vehicles have been prepared 

and are shown in DBFL drawings no. 200059-DBFL-RD-SP-DR-C-1200 to 

200059-DBFL-RD-SP-DR-C-1204 .  

20) Bicycle Parking: “The Applicant is requested to clarify the bicycle parking 

standards being applied for the non-residential uses and in any case to ensure 

that these comply with the Meath County Development Plan standards”.  
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9.2.31 The bicycle parking provision for the non-residential uses is in excess of the MCC 

Development Plan (2021-2027). See table below and refer to Section 4.4 of this 

TTA for further information. 

21) Sight Lines: “The Applicant should provide sight line analysis of all access 

junctions and internal junctions and ensure that theses are coordinated with any 

landscaping proposals.”  

9.2.32 In accordance with the Design Manual for Urban Roads and Streets (DMURS), all 

internal junctions benefit from the provision of clear unobstructed sightly lines to 

opposing vehicles in respect of the adopted internal 30kph design speed. 

9.2.33 The junctions to the new Link Street benefit from the provision of clear 

unobstructed sight lines in respect to the adopted internal 50kph design speed. 

9.2.34 Sightlines have been shown in shown in DBFL drawings no. 200059-DBFL-RD-

SP-DR-C-1200 to 200059-DBFL-RD-SP-DR-C-1204. 

   

22) Taking in Charge: “The Applicant is requested to ensure that the materials 

specified within areas to be taking in Charge are in accordance with MCC Taking 

in Charge Policy document. The Applicant should liaise with the Local Authority 

in this regard. 

9.2.35 The materials specified within areas to be taking in Charge are in accordance with 

MCC Taking in Charge Policy document. The Applicant has liaised with the Local 

Authority in this regard. Please refer to the Taking In Charge drawing prepared by 

Davey-Smith Architects “Overall Site Layout - Taking in Charge Map”  DWG no. 

D2101.S.09 

23) MMP: The applicant should be requested to agree the contents of the MMP 

with the Local Authority at compliance stage. 

9.2.36 The applicant should be requested to agree the contents of the MMP with the Local 

Authority at compliance stage. 
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10.0 SUMMARY AND CONCLUSION 

10.1     OVERVIEW 

10.1.1 DBFL Consulting Engineers (DBFL) has been commissioned by Davey Smith 

Architects, on behalf of Arnub Ltd. & Aspect Homes (ADC) Ltd., to prepare a Traffic 

and Transport Assessment (TTA) for a proposed residential development at Cherry 

Lane, Ashbourne, Co. Meath. 

10.1.2 Arnub Ltd. & Aspect Homes (ADC) Ltd. seek permission for a strategic housing 

development, located in the townlands of Baltrasna and Milltown, Ashbourne, Co. 

Meath.   The proposed development site is located to the west of the R135 Dublin 

Road, south of existing housing at Alderbrook Rise, Alderbrook Downs & 

Alderbrook Heath, east of existing housing at Tara Close & Tara Court, south of 

Cherry Lane and west of Hickey’s Lane.  

10.1.3 The development will consist of 702 no. dwellings, comprised of 420 no. 2 & 3 

storey, 2, 3, 4 & 5 bed houses, 39 no. 2 & 3 bed duplex units in 19 no. blocks, and 

243 no. 1, 2 & 3 bed apartments in 20 no. buildings, which range in height from 

3, 3-4, 4-5, & 4-6 storeys.  The proposed development also provides for the 

following uses: (i) 2 no. creches (c.288.56m² & 383.68m²) accommodated in 

Blocks A and A1 respectively, (ii) 4 no. retail/commercial units (c. 105.58 m²  & 

173.83m² in Block A, c.190.6m² in Block A1 & c.469m² in Block B1) and (iii) GP 

practice / medical use unit (c.186m²) in Block A1.  

10.1.4 Access to the development will by via (i) Cherry Lane to the north-east, off the 

R135 Dublin Road, via a new proposed internal access road and (ii) via Hickey’s 

Lane to the east, off the R135 Dublin Road, including pedestrian and cycle paths.  

10.1.5 The proposed development provides for (i) all ancillary / associated site 

development works above and below ground, (ii) public open spaces, including 

hard & soft landscaping, play equipment & boundary treatments, (iii) communal 

open spaces, (iv) undercroft, basement & surface car parking (v) bicycle parking 

(vi) bin storage, (vii) public lighting, (viii) plant (M&E), utility services & ESB sub-

stations, all on an overall application site area of 20.04Ha. 

10.1.6 The proposed development also includes for an area of c. 1Ha reserved for a school 

site and playing pitch in the western part of the site. Permission is also sought to 
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demolish all existing structures on site, i.e. 3 no. single storey dwellings & 

associated out-buildings (659m² in total).  

10.1.7 The purpose of this TTA is to quantify the existing transport environment and to 

detail the results of assessment work undertaken to identify the potential level of 

transport impact generated as a result of the proposed development. Our 

methodology incorporated a number of key inter-related stages, including; 

• Site Audit, 

• Planning File Review, 

• Policy Review, 

• Commissioning and Analysis of Traffic Surveys, 

• Trip Generation, Distribution and Assignment, and Network Impact 

• Network Analysis. 

10.1.8 This TTA has carried out a range of assessments for an Opening Year of 2023, 

Interim Year of 2028 and a Future Horizon Year of 2038. This assessment assumed 

and accounted for complete development and occupation of all units proposed to 

occur by Opening Year, as this provided a conservative design assessment of 

network operations.  

10.1.9 Based upon the information and analysis detailed within this TTA, it has been 

demonstrated that: 

• The site of the proposed residential development is ideally located to 

maximise access to / from the site by sustainable forms of travel including 

walking and cycling to local amenities.  

• The proposals are in accordance with the land use zoned for the subject 

development site, which is described within the Meath County Development 

Plan 2021-2027 as “To provide for new residential communities with ancillary 

community facilities, neighbourhood facilities and employment uses as 

considered appropriate for the status of the centre in the Settlement 

Hierarchy”. 

• The subject site and the access junction proposals being promoted will 

deliver a number of benefits for pedestrians and cyclists with a network of 

dedicated and shared linkages integrating with the off-site network to 
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provide attractive, safe and convenient connections towards the R135 and 

Ashbourne Town centre. 

• The site benefits from good accessibility to a number of bus services with 

interchanges being located in the local centre which is within a convenient 

walking distance of the subject development site (approx. 500m of the site, 

see DBFL Drawings No. 200059-DBFL-TR-SP-DR-C-1101). 

• The subject development will benefit from the proposed enhanced cycle 

facilities proposed along the R135 as part of the phase 2 of the “Ashbourne 

Main Street Refurbishment Scheme”.  

• The subject scheme proposes to provide 1,262 no. car parking spaces, 

including 1,223 no. spaces for residential units. Houses will benefit from 2 

in-curtilage car parking spaces per unit or 2 on-street spaces in close 

proximity to the individual dwellings, whilst apartment and duplex units will 

have 1.36 car parking spaces per unit (1 spacer per unit for residents and 

0.36 spaces per unit for visitors).  For the non-residential units the following 

car parking is proposed: 

o Block A: 8 no. spaces  

o Block A1 & B1: 31 no. spaces   

• The proposed quantum of car parking has been developed in reference to 

both the MCC Development Plan and to national guidance. Consequently, the 

proposed provision is considered appropriate based on the accessibility 

characteristics of the subject site.  

• The proposed development provides a total of 869 no. cycle parking spaces. 

817no. spaces are residential, comprising 610 no. long term and  207 no. 

short stay cycle parking spaces. The residential cycle parking has been 

provided in accordance with the MCC Development Plan and the DHPLG 

Apartment Guideline requirements. 52 no. spaces are dedicated for the non-

residential aspects of the development, exceeding MCC Development Plan 

and the DHPLG Apartment Guideline requirements. 
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• Figure 10.1 details the total amount of two-way vehicle trips that will pass 

through the key off-site junctions in the assessment year of 2038 and the 

resulting percentage increase in traffic flows as a result of the traffic 

generated by the proposed development. 

• The junction impact analysis undertaken has demonstrated that due to the 

proposals, Junctions 1 (Dublin Road R135 / Cherry Lane), Junction 2 (Dublin 

Road R135 / Hickey’s Lane), Junction 3 (Dublin Rd/Alderbrook Rd/Deerpark), 

& Junction 5 (Nine Mile Stone Roundabout) exceeded the TII threshold for 

assessment for normal and congested networks (10% and 5% respectively) 

during the 2038 Future Design Year scenario. Consequently, additional 

performance analysis was conducted on all junctions.  

   

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

Figure 10.1: Increase in Vehicle Trips Generated at Site Access and Key Off 

Site Junctions (2038 Do-Something) 
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• An operational assessment of the junctions was undertaken using the Junction 

computer package TRANSYT and PICADY. Under the ‘Do-Something’ Scenario, 

the result of the analysis showed that: 

In the 2023 Opening Year:  

➢ Junction 1: Maximum Degree of Saturation (DoS) of 61% (AM) on Arm 

C – Dublin Rd (N), and 74% (PM) on Arm A – Dublin Road (S). 

➢ Junction 2: Maximum RFC of 8% (AM) and 8% (PM) on Hickey’s Lane 

arm. 

➢ Junction 3: Maximum Degree of Saturation (DoS) of 61% (AM) on Arm 

C – Dublin Rd (N), and 70% (PM) on Arm A – Dublin Road (S). 

➢ Junction 5: Maximum RFC of 44% (AM) on Arm 3 – Ratoath Rd, and 

47% (PM) on Arm 2 – M2 Access. 

In the 2038 Future Design Year:  

➢ Junction 1: Maximum Degree of Saturation (DoS) of 79% (AM) on Arm 

C – Dublin Rd (N), and 88% (PM) on Arm A – Dublin Road (S). 

➢ Junction 2: Maximum RFC of 22% (AM) and 19% (PM) on Hickey’s 

Lane arm. 

➢ Junction 3: Maximum Degree of Saturation (DoS) of 76% (AM) on Arm 

C – Dublin Rd (N), and 80% (PM) on Arm A – Dublin Road (S). 

➢ Junction 5: Maximum RFC of 59% (AM) on Arm 4 – R135 (N), and 

60% (PM) on Arm 2 – M2 Access. 

• All of the results for this analysis show all junctions operates within capacity 

in the Opening 2023 Year and the 2038 Future Design Year. 

• To promote the update of sustainable travel practices at the proposed 

development a Mobility Management Plan has been compiled to encourage 

sustainable travel behaviours of residents and visitors.  

• The scheme proposals being presented for planning has been the subject of 

a Stage 1 Road Safety Audit. The auditors raised a number of 

recommendations to address a range of issues identified within the RSA 
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report (which accompanies the planning application). The auditors 

recommendations have been incorporated by the scheme designers into the 

updated final layout which are now forms part of the planning application.   

 
 

10.2 CONCLUSIONS 

10.2.1 In conclusion, DBLF believe that the opportunity is available, in terms of transport 

and traffic, for the local authority to consider favourably the proposed residential 

development on the subject site. 

10.2.2 It is concluded that there are no traffic or transportation related reasons that 

should prevent the granting of planning permission for the proposed development. 
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Traffic Flows Diagram 
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TRICS Database Output 
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TRANSYT Output Files 
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APPENDIX D 

PICADY & ARCADY Output Files 
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APPENDIX E 

GoCar Letter of Intent 

 



 
  
Aspect Homes,  Arnub Limited, 

Dublin Road,  Unit 702, 

Archerstown,  Northwest Business Park,  

Co. Meath,  Ballycoolin, Dublin, 

A84 A893  D15 E670 

 

20/12/2021 

 

 

To Whom It May Concern,  

 

This is a letter to confirm that GoCar intends to provide a service of 2 (two) shared GoCar vehicles in the residential 
development at Cherry Lane, Ashbourne, Co. Meath. GoCar representatives have discussed the project with 
representatives of Aspect Homes (ADC) Ltd. and Arnub Ltd., who are jointly planning this development, and are excited 
to provide a car sharing service at this location.  

 

It is understood that the vehicles at this development will be positioned in two spaces above ground, amongst the total 
of 373 no. car parking spaces to allow for ease of access for all residents. While it is the intention for most of these 
vehicles to be used exclusively by the residents of the development, GoCar may agree with the eventual managers of 
the site to allow some vehicles to be open for access to other GoCar members nearby. This will depend on usership 
levels and will be reviewed at various periods to ensure adequate supply for the residents of the development. 

 

GoCar is Ireland’s leading car sharing service with over 60,000 members and over 850 cars and vans on fleet. Each 
GoCar which is placed in a community has the potential to replace the journeys of up to 15 private cars. The 
Department of Housing’s Design Standards for New Apartments - Guidelines for Planning Authorities 2018 outline: “For 
all types of location, where it is sought to eliminate or reduce car parking provision, it is necessary to ensure... provision 
is also to be made for alternative mobility solutions including facilities for car sharing club vehicles.” 

 

Carsharing is a sustainable service. By allowing multiple people to use the same vehicle at different times, car sharing 
reduces car ownership, car dependency, congestion, noise, and air pollution. It frees up land which would otherwise be 
used for additional parking spaces. Most GoCar users only use a car when necessary and walk and use public transport 
more often than car owners.  

 

By having GoCar car sharing vehicles in a development such as this, the residents therein will have access to pay-as-you-
go driving, in close proximity to their homes, which will increase usership of the service. 

 

I trust that this information is satisfactory. For any queries, please do not hesitate to contact me. 

 

 
Rob Montgomery 

Revenue and Growth Manager 
GoCar Carsharing Ltd  

Mobile: 086 609 7096 

E: robert.montgomery@gocar.ie  

mailto:robert.montgomery@gocar.ie

