Appendix A6.2
Transport Modelling
Report




Environmental Impact Assessment Report (EIAR) Volume 4 of 4

Appendices

Contents

1. LN e Yo [0 Tox 110 o PRSP PPRPPR 1
2. Purpose and Structure of thisS REPOIT ....couiiiii e 2
2.1 [0 To [N L1 1 o] o PSPPI 2
3. Transport Modelling MethodOlOgY .....ccoiiiiiiiieic e e 3
3.1 10T [0 1o i o] o [PPSO PPPPPR 3
3.2.4 Proposed Scheme Micro-Simulation MOGEl ............ocuiiiiiiiiiiiii e 8
3.2.5 Role of the Corridor Micro-Simulation MOEIS .........c..eeeiiiiiiiiiiiiie e 9
3.2.6 Proposed Scheme Junction DeSIgN MOGEIS..........ccuuuiiiieeeiiiiiiiiieie e e e e rraae e e 9
3.2.7 Role of the Proposed Scheme Junction Design MOdEelS..........cccceeeiiiiiiiiiiiie e 10
3.2.8 Iterative Design Process and Mitigation DY DeSIgN ........cocuuiiiiiiiiiiiiiiiiee e 10
4, Transport Modelling SPEeCITiCALION ......ooiiiiiiii e 13
4.1 INEFOAUCTION ...ttt e oo e e b ettt et e e e o e s b bbb e et e e e e e e e annnbe b e e e e e e e e e annnbneeeeeeens 13
4.2 Model Area of Proposed Scheme MOEIS...........uuuuiiiuiiiiiriiiiieiiiiieiieirieeee e 13
4.3 YT o (=11 L= B T g TSN =T o o £ PSSP 14
4.4 DemMand SEQMENTALION ........iuiiiei ittt ettt e bt e e st e e e sabr e e e e aa b e e e e e anbb e e e s anbneeeenneee 15
4.4.1 ERM Demand SegmMENTatiON: ......ccccieie ettt 15
A. 4.2 LAM USEI ClASSES ... . uettiiiiiiaeiiiitit ettt e e e e ettt e e e e e st be ettt e e e e s e sk bbb b ettt e e e s e abbbeeeeeaeeesaabnbeeeeeaeeesannnneees 15
4.4.3 Proposed Scheme Micro-Simulation Model Segmentation..............cccoe oo, 16
45 YT o [ ST 0Tz RSO 16
N T = S T 11 = RS 16
A.5.2  LAM SOFIWAIE ...ceiiiiiiiiee ettt e e e e ek b bt e e e e e e e e s b bbb et e e e e e e e e e bnbeeee e e e e e e anrereees 16
4.5.3 Proposed Scheme Micro-Simulation Model Software ..., 17
4.6 Y ToTo Lo T Te T T T o 10 L = V=T 0 4= (=T 17
4.6.1 ERM /LAM INPUL PAramELEIS ......eiiiiiiiiiie ittt ettt ettt sttt e e s et e s et e e e e ebn e e e e neee 17
4.6.2  Micro-simulation INPULS ParaMELEIS ........coiiuuiiiiiiiiiie ittt e e e 17
5. Proposed Scheme Data COllECTION ......cciiiiiiiiii e 18
5.1 [ a1 doTo [0 Tex i o] o PO TSP PP 18
5.2 Existing Data ReVIEW (GAP ANAIYSIS) .....uuuuiiiiiiiiiiiiiiiiiiiiieieieieieisieeareiernrerererereree——————. 18
5.3 Commissioned Traffic SUMNVEY Data.........c..coiiiiiiiiiiiiiee ettt e e e 18
5.3.1  Junction TUrMING COUNES (JTCS).uuiiitiiiieiiiiie ittt sttt e sttt ettt e ettt e e bbe e e s bt e e s bbb e e e snbneeesannneeas 18
5.3.2  Automatic Traffic COUNTS (ATCS) . cii ittt ettt ettt e e e e ettt e e e e e e et b b e e e e e e e s e annbeaeeeaaens 18
5.4 Count Data for Calibration and Validation ............c...eeiiiiiiiiii e 19
5.5 ROAA JOUIMNEY TIME DALA.......eeiieiiiiiee ittt et e e ettt e e e sn e e e e ssbee e e e snbaeeeenneee 25
5.5.1 TOMTOM DAta SUMIMAIY .....uiiiiiiiieeeieiite ettt e e e e s e e e e e e s b e e e e e e s s snnr e e e et e e e s e aannrrrneeeeeas 25
5.5.2  TOMTOM DAtA PrOCESSING .. ceiiitiiiieitiiiie ittt ettt e sttt e e sttt e e s et e e e s bbb eee s anneeeesannneeas 25
5.5.3 TomTom Data APPHCALION .........ueiiiiiiiiiitiee ettt e et e e e e e e bbb e e e e e e e s e e annbbneeeaaens 26
5.6 EStiMation Of AADT FACLOIS .....ciiiiiiiiiiiieiie ettt ettt e e e e e e ettt e e e e e s e saab e e e e e e e e e e s annnbreneeaaens 26
L0 C 200 A 011 o o (0T 1T o SO 26
5.6.2 Estimating AADTS from traffic COUNTS..........ooiiiiiiiiii e e s 26



Environmental Impact Assessment Report (EIAR) Volume 4 of 4

Appendices

N TS T IV oo (=11 =T I N I T RSP SOP PP 31
5.6.4 Residential Streets AADT calculation approach .........cccccoiiiiiiiiiie e 32
5.6.5 AADT results on residential SIrEELS .........ocuuiiiiiiiiiie e e 33
6. LocCaAl Area MOEIIING ..voeiiiiiiiee ettt e e abr e e e 36
6.1 a0l [ Tox i o] o [ PR TSR 36
6.2 LAM Network and Zone System DeVEIOPMENL ........ceiiieiiiiiiiiiieie e e s srere e nrraee e 36
L0220 R 101 o T [0 Tox 1o o I S PRSUPPP 36
(S N[ V(o T QB TV =Y (o] o] 41T o | SRS 36
6.2.3  LAM Z0oNne SyStEM DEVEIOPMENT. ... .uiiiiiiiiiii ettt e e bb e e s b e e e s annneeas 38
6.2.4  LAM NetWOIrK AJUSTIMENES ....oiiuiiiiieiiiiie ettt ettt et e e bt e e s s e e e s nnr e e e s nnnneeas 41
6.3 LAM Prior MatriX DeVEIOPIMENT ... ...eiiiiiiiieiiiii ettt ettt et e e et e e e e 42
6.4 LAM Calibration and Validation CHEIIA ...........oiuuriiiiiiee it ee s 46
(S R [ o1 (oo [UT1 1o o TP PP TP PPPPPPPP 46
6.4.2 Calibration Criteria DELAIIS.........uueiiiieiiiiiiiieii et e st e e e e s s st r e e e e e s e sannreneeeeeeas 47
6.4.3 Validation Criteria DELAIIS ..........uueiiiiiiiiiiiiii e e e e e s et e e e e e e e s nnrrneeeeaeas 49
6.5 Full LAM Model Calibration and Validation ..............ccoieiiiiiiiiiiiee e 51
6.6 Proposed Scheme Calibration and Validation SUMMAIY ..............uuieiriuimimieiminieiiei ... 51
LS G 0 A [ o1 (oo (U Tod 1o ] o FS TP T PO PP PP TP PPPPPPPP 51
6.6.2 ATC Calibration/Validation ...........coeiiiiiiiiiieiie e e e e e s s e e e e e e s s s snreeeeeeeens 51
6.6.3  Turning Calibration/Validation ..............coiiiiiiiiiiiie et e e naneeas 55
6.6.4  JoUrNeY TiME VaAlIdALION ......coiiiiiiiiiiiiie ettt sttt e st e e st e e s eabn e e e s nanneeas 57
7. MiICro-Simulation MOGEIIING .....uuuiiiiiiiiiiiiiei e e e e e e e reeeraesrsrsrsrasnssesesesssnnrnennnnns 68
7.1 [ a1 doTo [0 Tox i o] o PRSP UUTT T PPPPPPPP 68
7.2 Micro-simulation Model BUildinNg...........uueiiiiiiiiiii e 68
7.2.1  BacKground MaPPING........ueeeeiiuieeeiiiiiee ettt ee sttt ettt e e sbb et e e s bb et e e s bbe e e e s bbe e e e abbe e e e s anbeee e s anbeeee e aanaeeas 68
A A = g1 Tor 1= T I/ 1= T S 69
A2 T = g1 To 1= 0] 01T T £ NS 69
A S [o o F= | 0] o1 o S 70
7.3 Micro-simulation Model Calibration and Validation ............c.uuuiiiieeiiiiiiiiiireee e 70
8. Forecast Model DeVEIOPIMENT ......cooiiiiiiiiiii ettt 73
8.1 [ a1 doTo [0 Tex i o] o PO TSP PP 73
8.2 Proposed Scheme FOrecast ASSESSMENT YERAIS......cuuii i iiiiiiiieie e rtteee e e e st ee e e e e e e s annbreeeeeae s 73
8.3 DO MINIMUM NEIWOTK ...t e e e e s e e e e e e e e s e st e e e e e e s e ssntaanneeeeeesansnsnnnneeees 73
8.3.1 Do MIinimum TranSPOrt SCREMES ........coiiiiiiii it ee e s e e s nnnaeeas 73
8.4 DO SOMETING NEIWOIK..... ..ttt e e e e e e s et e e e e e e e e e nnbreneeaaens 74
8.5 2028 and 2043 Forecast Year Scheme Definition ... 74
8.6 o= Tor- Y A I - V=1 D=3 =T g T SO 77
8.6.1 LAM Forecast MatriX DeVEIOPIMENT ........ciiuiiiiiiiiiii ittt e e s ee e s eesnnneeeas 78
8.6.2 Microsimulation Forecast MatriX DeVelOPMENT ........c.uuiiiiiiiiii e 79



Environmental Impact Assessment Report (EIAR) Volume 4 of 4
Appendices

List of Acronyms

Acronym Definition

AADT Annual Average Daily Traffic
ATC Automatic Traffic Counts

CBCs Core Bus Corridors

CPO Compulsory Purchase Order
CSA Census Small Area

DfT UK Department for Transport
DM Do Minimum

DS Do Something

ED Engineering Design

EIARs Environmental Impacts Assessment Reports
ERM East Regional Model

FDM Full Demand Model

GDA Greater Dublin Area

GEH Geoffrey E. Havers statistic

JTC Junction Turning Counts

LAM Local Area Model

LGV Light Goods Vehicles

NDFM National Demand Forecasting Model
NDP National Development Plan
NHTS National Household Travel Survey
NPF National Planning Framework
NTA National Transport Authority
oGV Other Goods Vehicles

PAG Project Appraisal Guidelines
pcu passenger car units

PDR Preliminary Design Report

PMS People Movement at Signal
PRO Preferred Route Option

RMS Regional Modelling System
SAPS Small Area Population Statistics
TAG Transport Analysis Guidance
TIA Transport Impact Assessment
TII Transport Infrastructure Ireland
TRL Transport Research Laboratory




Environmental Impact Assessment Report (EIAR) Volume 4 of 4
Appendices

1.Introduction

The purpose of this document is to provide a detailed overview of the suite of forecast transport modelling tools
that have been developed to support the design development and assessment of the Swords to City Centre
Scheme (hereafter referred to as the Proposed Scheme). The Proposed Scheme is one of the 12 Schemes that
make up the BusConnects Dublin =Core Bus Corridor Infrastructure Works (hereafter referred to as the CBC
Infrastructure Works).

| Swe » City Centre Core N

Diagraml.1 Overview of BusConnects Duldi@ore Bus Corridor Infrastructure Works with Swords to City Centre Core Bus
Corridor Scheme Highlighted

The Proposed Scheme is being planned to enable and deliver efficient, safe and integrated sustainable transport
movement along the corridor. This report presents an overview of the transport modelling tools that have been
developed for the assessment of the Proposed Scheme in relation to traffic and transport. The report details the
transport model development process, the traffic data inputs used, the calibration, validation and forecast model
development for the suite of transport models.
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2. Purpose and Structure of this Report

2.1 Introduction

This report presents an overview of the transport modelling tools that have been developed for the assessment
of the Proposed Scheme in relation to traffic and transport. The transport modelling supports the design
development, construction strategy and the traffic and transport impact assessment of the Proposed Scheme.
The outputs from the transport modelling for the Proposed Scheme are used to inform other environmental
disciplines including Air Quality, Climate, Noise & Vibration, Population and Human Health. The remainder of the
report is structured as follows:

Section 3 *Transport Modelling Methodology

6HFWLRQ 7KUHH SURYLGHV DQ RYHUYLHZ RI WKH WUDQVSRUW PRGHOOLQ
Regional Model (ERM), the development of local area and scheme specific micro-simulation modelling to support

the assessment of the Proposed Scheme.

Section 4 +Transport Modelling Specification

Section Four presents information on the specification of the transport modelling tools including the defined model
area, demand segmentation, time periods modelled, model software and key assignment parameters.

Section 5 *Data Collection

Section Five outlines the traffic data collected to support transport model development for the Proposed Scheme.
Section 6 *Local Area Modelling

Section Six describes the development of the local area model (LAM) including the calibration and validation
process adopted and the results achieved to ensure that the LAM is meeting relevant Transport Infrastructure
Ireland (T1l) and NTA guidelines.

Section 7 +Micro-simulation Modelling

Section Seven describes the development of the micro-simulation model for the Proposed Scheme including the
calibration and validation process adopted and the results achieved that demonstrate that the micro-simulation
model is a suitable and robust tool to be used to assess the impact of the Proposed Scheme.

Section 8 +Forecast Model Development

Section Eight presents the process used for the development of the Do-Minimum and Do-Something (2028 &

2043) suite of transport models, including the process to convert from the ERM to the LAM and in turn the micro-
simulation model for the Proposed Scheme.
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3. Transport Modelling Methodology

3.1 Introduction

The following section describes the overall methodology used for developing the various transport modelling tools
which, in turn, have been used to support the assessment of the Proposed Scheme. This assessment in relation
to the receiving transport environment requires a qualitative assessment of changes to the transport environment,
as well as quantitative analysis that has been undertaken using a suite of multi-modal transport modelling tools
which have been developed for the Proposed Scheme.

The assessment of traffic and transport benefits and impacts of the Proposed Scheme has required a transport
modelling approach which can provide information on, for example, the mode share changes along the route,
people movement by different modes of transport travelling along the corridor as well as traffic re-routing impacts
on the surrounding road network. The modelling approach has required an assessment of bus, pedestrian and
cycle operations and bus reliability with a focus on the movement of people along the route.

To enable this a multi-WLHUHG WUDQVSRUW PRGHOOLQJ DSSURDFK KDV EHHQ DGF
(ERM) is the primary modelling tool and provides the overarching information on forecast travel demand for each

mode of transport. The ERM has been supported by other modelling tools which have provided more granular

level traffic information which has allowed for detailed and refined modelling at a local network and junction level.

For this purpose, a cordoned: corridor-wide, road (motorised vehicle only) based Local Area Model (LAM) has

been used in combination with a multi-modal corridor micro-simulation model and local junction models which

ZRUN LQ WDQGHP ZLWK WKH 17%$7TV (DVW 5HIJLRQDO ORGHO (50

The traffic and transport impact assessment for the Proposed Scheme, which has been informed by the suite of
modelling tools described above, has been undertaken in accordance with latest guidance including the
H*XLGHOLQHYV RQ WKH ,QIRUPDWLRQ WR EH FRQWDLQHG fQ(B3YLURQPKIH\
M7UDIILF DQG 7UDQVSRUW $VVHVVPHQW *XLGHOLQHVY 7,, WKH 1DW
Design Manual for Roads & Bridges (DMRB), Volume 11, Section 2, Part 5 (UK Highways Agency 2011).

The traffic and transport assessment has been informed by the following reports which are included as part of the
EIAR:

x Transport Impact Assessment (TIA) (Appendix A6.1) #ncludes the comprehensive assessment
of the Proposed Scheme covering all transport modes for both Construction and Operational
Phases; and

x Transport Modelling Report (TMR) (Appendix A6.2) (This Report) - details the model
development, data inputs, calibration and validation and forecast model development for the suite
of models that have been used to support the assessment.

The assessment of traffic and transport benefits and impacts has taken account of receptors relevant to the
Proposed Scheme including:

Buses;

Pedestrians / mobility impaired,;

Cyclists;

General traffic; and

X X X X X

On-street parking, off-street parking, loading, taxis.

In addition, the following modes of transport have been considered as part of the modelling:

X Public Transport including MetroLink, inter-urban rail, suburban rail, DART, light rail (Luas) and bus;

1 Cordoning is the process of creating a smaller area model (network and demand) from a larger model
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x Traffic including private car, taxis and goods vehicles;
X Walking; and
x Cycling.

The traffic and transport assessments have been carried out in relation to the following scenarios:

X MH'R IRWKLDKHE p'R 1RWKLQJYT VFHQDULR UHSUHVHQWYV WKH FXUU
conditions of the direct and indirect study areas without the Proposed Scheme in place and other GDA
Strategy projects. This scenario forms the reference case by which to compare the Proposed Scheme

H'R 6RPHWKLQJY IRU WKH TXDOLWDWLYH DVVHVVPHQWY RQO\

X MR OLQLPXPQH pw'R OLQLPXPY VFHQDULR 2SHQLQJ <HDU "HV L.
the likely traffic and transport conditions of the direct and indirect study areas including for any
transportation schemes which have taken place, been approved or are planned for implementation,
without the Proposed Scheme in place. This scenario forms the reference case by which to compare the
BURSRVHG 6FKHPH p'R 6R P HiWtktliv€Qak§esdRedtsW KH T X

X MB'R 6RPHWKLTXM p'R 6RPHWKLQJT VFHQDULR UHSUHVHQWYV WKI
conditions of the direct and indirect study areas including for any transportation schemes which have
taken place, been approved or are planned for implementation, with the Proposed Scheme in place (i.e.
the Do Minimum scenario with the addition of the Proposed Scheme). The Do Something scenario has
been broken into two phases:

o Construction Phase (Construction Year 2024) *This phase represents the single worst-case
period which will occur during the construction of the Proposed Scheme.

o Operational Phase (Opening Year 2028, Design Year 2043) +This phase represents when the
Proposed Scheme is fully operational.

Further detail on the designyeaUV DQG WKH WUDQVSRUW VFKHPHVY WKDW DUH LQFOXG
can be found in section 8.

3.2 Proposed Scheme Transport Models

This section sets out the various transport modelling tools that have been developed and used to inform the
preparation of the TIA and Chapter 6 (Traffic and Transport) of the EIAR and has supported design decisions.
The purpose of each tool is detailed and the use of the tool for each element of the Proposed Scheme is defined.

The modelling tools that have been developed do not work in isolation but instead work as a combined modelling
system driven by the ERM as the primary source for multi-model demand and trip growth etc. which is passed to
the cordoned local area model, microsimulation models and junction models for the Proposed Scheme which
have been refined and calibrated to represent local conditions to a greater level of detail then that contained within
the ERM.

Importantly, no one tool can provide the full set of modelling data required to inform both the EIAR and TIA
requirements and to support design iterations and decisions e.g. the ERM via the LAM has provided road traffic
flow information (for example Annual Average Daily Traffic (AADT) and link speed data which has been used to
inform Air Quality and Noise models).

The micro-simulation model is the most appropriate tool to provide the end-to-end bus journey times for the
Proposed Scheme based on the detailed interaction of vehicle movements along the corridor. In addition, the
LAM has been used directly for supporting design development decisions and to assist with an understanding of
the implications of banned turns and potential trip redistribution away from the Proposed Scheme during both the
Construction and Operational Phases.
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3.2.1 Proposed Scheme Transport Modelling Hierarchy

There are four tiers of transport modelling which have been used to assess the Proposed Scheme and these are
detailed below and shown graphically in Diagram 3.1.

x Tier 1 (Strategic Level): 7KH 17$qMV (DVW 5HIJLRQDO ORGHO (50 LV WKH SU]I
used to undertake the strategic modelling of the Proposed Scheme and has provided the strategic
multi-modal demand outputs for the proposed forecast years;

x Tier 2 (Local Level): A Local Area Model (LAM) has been developed to provide a more detailed
understanding of traffic movement at a local level. The LAM is a subset model created from the
ERM and contains a more refined road network model used to provide consistent road-based
outputs to inform the TIA, EIA and junction design models. This includes information such as road
network speed data and traffic redistribution impacts for the Operational Phase. The LAM also
provides traffic flow information for the micro-simulation model and junction design models and has
been used to support junction design and traffic management plan testing;

x Tier 3 (Corridor Level): A micro-VLPXODWLRQ PRGHO RI WKH IXO0O pHQG W
developed for the Proposed Scheme. The primary role of the micro-simulation model has been to
support the ongoing development of junction designs and traffic signal control strategies and to
provide bus journey time information for the determination of benefits of the Proposed Scheme; and

x Tier 4 (Junction Level): Local junction models have been developed, for each junction along the
Proposed Scheme to support local junction design development. These models are informed by the
outputs from the above modelling tiers, as well as the junction designs which are, as discussed
above, based on people movement prioritization.

Tier 1

NTA ERM

1

Tier 2
Local Area Model

4

Tier 3
Corridor

Micro-simulation
Model

§

Tier 4

Junction Design Models
(People Movement
Calculation)

DiagranB.1 Proposed Scheme Modelling Hierarchy
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The purpose of each of the modelling tools is summarised in Table 3.1 below and discussed further in subsequent

sections.

Table3.1 Modelling tool and purpose

T = =R

NTA ERM

Forecast Multi-Modal demand
impacts Proposed Scheme
including both area wide and
corridor level

Mode share

Policy assessment (e.g. demand
management)

Donor Network for LAM

NTA Forecast Planning Data
(2020,2028,2043)

Future year Proposed Scheme
information (Traffic signal plans
and timings

Local Area Model (LAM)

General Traffic Redistribution
impacts

Link Flows (AADTS)

Link Speeds

Traffic surveys

Journey time data

ERM forecast matrices
Proposed Scheme designs

Junction turning flows

Construction Strategy and Traffic
Management measure testing

Donor network for Proposed
Scheme Micro-sim model

Proposed Scheme Traffic signal
plans and timings

LAM demand matrices
Proposed Scheme designs

Proposed Scheme Traffic signal
plans and timings

Operational features
Design validation

Person delay measurement
Bus journey times

Queue formation

Scheme visualisation

Micro-simulation Model

Junction design tool

Proposed Scheme signal plan
and timing development

People Movement Calculation

Junction Design Models / People
Movement Calculation

Junction Turning flows from LAM

The following sections describe in further detail each of the modelling tools and their role within the assessment
of the Proposed Scheme.

3.2.2 NTA Regional Modelling System (RMS) and East Regional Model (ERM)

7KH (DVW 5HJLRQDO ORGHO (50 LV SDUW RI WKH 1DWLRQDO 7UDQVSRUW
(RMS) for Ireland that allows for the appraisal of a wide range of potential future transport and land use
alternatives. The RMS comprises the National Demand Forecasting Model (NDFM); five large-scale, detailed,
multi-modal regional transport models; and, a suite of Appraisal Modules. The five regional models comprising

the RMS are focussed on the travel to-work areas for Dublin (represented by the aforementioned East Regional

Model (ERM)), for Cork (represented by the South West Regional Model (SWRM)), for Limerick (represented by

the Mid-West Regional Model (MWRM)), for Galway (represented by the West Regional Model (WRM)) and for
Waterford (represented by the South East Regional Model (SERM)).

The key attributes of the five regional models include; full geographic coverage of each region, detailed
representations of all major surface transport modes including active modes, road and public transport networks
and services, and of travel demand for five time periods (AM, 2 Inter-Peaks, PM and Off-Peak). The RMS
encompasses behavioural models calibrated to 2017 National Household Travel Survey? data that predict
changes in trip destination and mode choice in response to changing traffic conditions, transport provision and/or
policies which influence the cost of travel.

2 https://www.nationaltransport.ie/wp-content/uploads/2019/01/National_Household_Travel_Survey 2017 Report_- December_2018.pdf
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3.2.2.1 Purpose of the RMS

The NTA uses the RMS to help inform decisions required during strategy development and to assess schemes
and policy interventions that are undertaken as part of its remit. The RMS has been developed to provide the
NTA with the means to undertake comparative appraisals of a wide range of potential future transport and land
use options, and to provide evidence to assist in the decision-making process. Examples of how the RMS can
assist the NTA include testing new public transport schemes by representing the scheme in the assignment
networks, testing demand management measures by, for example, changing the cost of parking or number of
parking spaces within the regional model or testing the impacts of new land use by changing the planning data
assumptions within the NDFM.

The RMS includes the 2016 Census/POWSCAR and 2017 National Household Travel Survey (NHTS) data sets
and the NTA has included a range of improvements to the main model components where identified and
implemented. These improvements include improving and making changes to such elements as the NDFM,
development of the Long-Distance Model, updated zoning, networks, and parking modules; best-practice discrete
choice modelling using the NHTS and POWSCAR datasets to estimate the parameters of the behavioural models,
improved model runtimes, and general model functionality improvements.

3.2.2.2 RMS Components

The NTA RMS comprises of the following three main components, namely:
x  The National Demand Forecasting Model (NDFM);
x 5 Regional Models (including the ERM); and
X A suite of Appraisal Modules.

The NDFM takes input attributes such as land-use data, population etc., and estimates the total quantity of daily
travel demand produced by, and attracted to, each of the 18,641 Census Small Areas in Ireland.

The ERM is a strategic multi-modal transport model representing | }
travel by all the primary surface modes zincluding, walking and A
cycling (active modes), and travel by car, bus, rail, tram, light
goods and heavy goods vehicles, and broadly covers the Leinster
province of Ireland including the counties of Dublin, Wicklow,
Kildare, Meath, Louth, Wexford, Carlow, Laois, Offaly,
Westmeath, and Longford, plus Cavan and Monaghan.

The ERM is comprised of the following key elements:

x Trip End Integration: The Trip End Integration module
converts the 24-hour trip ends output by the NDFM into
the appropriate zone system and time period
disaggregation for use in the Full Demand Model (FDM);

X The Full Demand Model (FDM): The FDM processes
travel demand, carries out mode and destination choice,
and outputs origin-destination travel matrices to the
assignment models. The FDM and assignment models
run iteratively until an equilibrium between travel demand
and the cost of travel is achieved; and S et crirss

x Assignment Models: The Road, Public Transport, and Active Modes assignment models receive the trip
matrices produced by the FDM and assign them in their respective transport networks to determine route
choice and the generalised cost for each origin and destination pair.
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Destination and mode choice parameters within the ERM have been calibrated using two main sources: Census
2016 Place of Work, School or College - Census of Anonymised Records (2016 POWSCAR), and the Irish
National Household Travel Survey (2017 NHTS).

3.2.2.3 The use of the ERM for the Proposed Scheme

7KH 17%$9V (50 LV WKH PRVW VRSKLVWLFDWHG PRGHOOLQJ WRRO DYDLODE
within an urban context. This provides a consistent framework for transport assessments. The ERM is the ideal

tool to use as a basis for the assessment of the Proposed Scheme and to estimate its multi-modal impact. In
addition, it provides the platform to forecast future trip demand and distribution.

The NTA ERM is, therefore, the primary high-level modelling tool for the strategic transport assessment of the
Proposed Scheme, providing the sole source of multi-modal forecast trip / person demand for each of the
scenarios to be assessed. The ERM provides the strategic impacts and benefits of the Proposed Scheme and
the outputs from the ERM provide key inputs to the Transport Impact Assessments (TIA) and EIAR.

3.2.3 Local Area Model (LAM)

To support the detailed assessment of the Proposed Scheme a more disaggregate urban area traffic model was
developed, as a cordoned model from the ERM, that could incorporate the most up to date traffic survey data.
The LAM has provided the appropriate level of detail required to inform the various disciplines and levels of
decision making for the Proposed Scheme e.g. capturing the impact of redistribution of traffic on streets and roads
not included within the strategic detail of the ERM. As such, a Local Area Model (LAM) has been developed to
support the assessment of the Proposed Scheme.

The LAM is compatible with the ERM road network, being a direct extraction from the ERM road model, but with

the addition of extra road network and zoning detail. The LAM is calibrated and validated with the most recent
2019/2020 traffic survey data and journey time information, whLFK HQVXUHYV WKDW W kthe-BRE&G M Q GNH |
conditions for the Proposed Scheme in February 2020 (e.g. prior to COVID-19 restrictions).

The LAM which is a more refined version of the road network model component of the ERM has been used to
provide all road-based outputs to inform the TIA, EIA and junction design models. i.e. AADTS, road network speed
data, traffic re-distribution impacts during construction and operation of the Proposed Scheme. The LAM also
provides traffic flow information for the corridor micro-simulation models and junction design models.

3.2.4 Proposed Scheme Micro-Simulation Model

Amicro-VLPXODWLRQ PRGHO KDV EHHQ GHYHORI&GH® G W WX P bépBEdBIRERI@.W L Q X F
7KH pto-QH® G &R U U LBrRilbtiod InfodeRhas been developed to assist in the operational validation of
the scheme designs and to provide visualisation of scheme operability along with its impacts and benefits.

TKH WHUR-HK@&EE UHIHUV WR WKH SRLQWPRJoseR Shtepy HQRVWWH VW DQW RI PF
(end of Proposed Scheme) rather than the actual bus service terminus points which, in most cases, lies outside

of the modelled area. The modelling of the Proposed Scheme shows the differences in travel time for buses along

the full length of the Proposed Scheme, including delay at individual locations.
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License for basemap data: OpenStreethdap.

Diagran8.2 Proposed Scheme Microsimulation Model Network
3.2.5 Role of the Corridor Micro-Simulation Models

The Proposed Scheme micro-simulation model has provided key information on end-to-end bus and car journey
times along the Proposed Scheme. The Proposed Scheme micro-simulation model is supplied traffic flow
information from the LAM and uses consistent information from the junction design models, in terms of signal
plans, green times, staging, phasing and offsets. 3D Visualisations of sections of the Proposed Scheme have
been developed based on the 2D models to help visualise and demonstrate the benefits and impacts of the
scheme to stakeholders.

Overall, the Proposed Scheme micro-simulation model has provided key transport metric inputs to the TIA in
terms of operational features, vehicle interaction, person level delay and bus journey time and reliability
performance.

3.2.6 Proposed Scheme Junction Design Models

The fourth tier of modelling in the modelling hierarchy to support the assessment of the Proposed Scheme is the
individual junction design models that have been developed for junctions along the Proposed Scheme. These
junction design models are supplied with traffic flow information from the LAM and from the micro-simulation
model for the Proposed Scheme. The LAM, Micro-simulation and local junction models contain consistent design,
transport demand, signal phasing and staging information.
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3.2.7 Role of the Proposed Scheme Junction Design Models

The junction design models have been used to inform junction design considerations as part of the formulation of
the Preliminary Design for the Proposed Scheme. The junction models have been developed for standalone
junction assessments and for combinations of secondary (off-line to Proposed Scheme) junctions. The junction
models have been used in combination with the Proposed Scheme micro-VLPXODWLRQ PR&ERH@IOBY pKRV
IRU RSHUDWLRQDO WHVWLQJ DQG puSURRI RI FRQFHSWY GHYHORSPHQW RI

The junction design models are important supporting design tools for analysis of the design proposals and have
informed the development of signal plans and phasing at junctions along the Proposed Scheme. The junction
models have been used to inform the LAM and Proposed Scheme micro-simulation model, with information such
as design amendments, signal plans and timings being fed back in the iterative process where appropriate.

As part an iterative process, the resultant scheme designs were then re-modelled in the ERM, LAM and micro-
simulation models to understand the strategic and corridor specific issues and inform the preparation of the TIAs
and EIARs and the planning submission for the Proposed Scheme.

3.2.8 lterative Design Process and Mitigation by Design

Throughout the development of the Preliminary Design for the Proposed Scheme there have been various design
stages undertaken based on a common understanding of the maturity of the design at a given point in time. Part
of this process, and the reason for developing a multi-tiered modelling framework (described further below), was
to ensure the environmental and transport impacts were mitigated to the greatest extent possible during design
development and to enable information on potential impacts to be provided from the various Environmental Impact
Assessment (EIA) and Transport Impact Assessment (TIA) disciplines back into the design process for
consideration and inclusion in the proposals. This process resulted in embedding mitigation into the design
process by the consideration of potential environmental impacts throughout the Preliminary Design development
process.

Diagram 3.3 below illustrates this process whereby the emerging design for the Proposed Scheme have been
tested using the transport models described above as part of an iterative process. The transport models provided
an understanding of the benefits and impacts of the proposals (mode share changes, traffic redistribution, bus
performance etc.) with traffic flow information also informing other environmental disciplines (Air Quality, Noise
and Vibration, Climate etc.) which in turn allowed feedback of potential impacts into the design process to allow
for changes and in turn mitigation to be embedded in the designs. The process included physical changes,
adjustments to traffic signal staging, phasing and green times to limit traffic displacement as well as traffic
management arrangements and/or turn bans where appropriate This ensured that any displaced traffic was
maintained on higher capacity roads, whilst continuing to meet scheme objectives along the Proposed Scheme.

The iterative process concluded when the design team were satisfied that the Proposed Scheme met its required
objectives (maximising the people movement capacity of the Proposed Scheme) and that the environmental
impacts and level of residual impacts were reduced to a minimum.
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DiagranB.3 Praqposed Scheme Modelling and Design Interaction

The impacts presented in the TIA and Chapter 6 (Traffic & Transport) of the EIAR are based on the final
Preliminary Design for the Proposed Scheme which includes the embedded mitigation developed as part of the
iterative design process described above.

3.3 Base Model Development Methodology

The base year for the Proposed Scheme models is 2020 (Pre-COVID19) based on the date of traffic surveys
undertaken for the CBC Infrastructure Works in November 2019 and February 2020. The following section

provides an overview of the ERM, LAM and Proposed Scheme Micro-simulation base models development
PHWKRGRORJ\ 7TKH MXQFWLRQ GHVLJQ PRGHOV 7LHU DUH GHYHORSH(¢
require base model development like the Tier 1-3 models.

3.3.1 ERM 2020 Model Development Methodology

A 2020 baseline (existing conditions) ERM run was required for the development of the LAM and subsequent
base models for the Proposed Scheme. This was done through the following steps:

x Update of Road and Public Transport networks to 2020 conditions;

- The ERM road network was updated to include road schemes that were implemented to
February 2020. In addition, the most recent public transport timetable information was
provided from the NTA Journey Planner and updated within the ERM.

X Update of demand data (Trip Ends) to 2020;

- 2016 Census planning data for population, employment and education was updated to 2020
based on a linear interpolation between the 2016 data and the future reference case forecasts
provided by the NTA. This data was passed through the NDFM to generate base year demand
which was then run in the NTA ERM along with the updated 2020 networks.
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3.3.2 LAM Development Methodology

The methodology for developing the LAM from the ERM is illustrated in Diagram 3.4 below.

Data
Collection

2020 Planning
Data

Network Network
Development Calibration

Model 2020
J cordon Validation Base Model
Prior Matrix Demand
Development Refinement

Diagran8.4 LAM Development Methodology

In summary:

x ERM Cordon: The 2020 ERM road assignment was cordoneds to extract the initial network and
traffic matrix to provide a starting point for the LAM;

x LAM Network and Prior Matrix Development: The newly formed LAM was then reviewed in detail
which included a review of junction layouts, network speeds, banned turns, missing links etc. The
zone system within the LAM was disaggregated, where necessary, to ensure a more accurate
representation of traffic loading onto the road network was captured. Further details on the network
and zone system development is provided in Section 6; and

x Data Collection: Traffic survey data including link counts, junction turning counts and journey time
information was collected and used to calibrate and validate the LAM (refer to Section 5 for further
information).

The LAM was calibrated in-OLQH ZLWK 7UDQVSRUW ,QIUDVWUXFWXUH ,UHODQGTV
and the UK Department for Transport (DfT) TAG guidance, and further information is provided in Section 6. The

LAM was validated in-line with TIl and TAG guidance, and further information is provided in Section 7 of this

report.

3.3.3 Proposed Scheme Micro-Simulation Model Development Methodology

The development of the Proposed Scheme Micro-simulation model follows a similar process to that of the LAM,
but at a more refined and detailed level along the direct extents of the Proposed Scheme alignment. For example,
both the LAM and the micro-simulation model start with an initial prior matrix based on a cordon of the ERM.

Similarly, to the LAM, the Micro-simulation model was calibrated and validated in-line with Transport Infrastructure
,UHODQGYV 7,, 3URMHFW $SSUDLVDO *XLGHOLQHV 3%$* DQG WKH 8. 'HSD!
further information is provided in Section 7. The micro-simulation model would aim to achieve a higher level of
calibration / validation along the Proposed Scheme that the LAM which covers a wider area.

3 Cordoning is the process of creating a smaller area model (network and demand) from a larger model
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4. Transport Modelling Specification

4.1 Introduction
This section provides an overview of the key parameters that define the Proposed Scheme models, with specific
reference to the following aspects:

X Model Area;

X Model Time Periods;

x Demand Segmentation;

X Model Software; and

X Modelling Input Parameters.

4.2 Model Area of Proposed Scheme Models

This section provides an overview of the model areas for each of the Proposed Scheme models, namely the ERM,
LAM and Proposed Scheme Microsimulation model which are shown in Diagram 4.1 below

The ERM broadly covers the travel to work area of Dublin city and encompasses the Leinster province of Ireland
including the counties of Dublin, Wicklow, Kildare, Meath, Louth, Wexford, Carlow, Laois, Offaly, Westmeath, and
Longford, plus Cavan and Monaghan and is shown in Diagram 4.1 below. The LAM covers the main urban area
of Dublin, which is the study area for all Proposed Schemes. The Proposed Micro-simulation modelled area
includes the direct alignment of the Proposed Scheme and immediate sections of adjoining road networks.
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Diagrami.1 ERM, LAM and Miesonulation Model Areas

4.3 Modelled Time Periods

The transport models developed for the Proposed Scheme cover all time periods across a typical average
weekday. The ERM demand model covers the following time periods with the road and public transport models
assigning a representative 1-hour within each of the 3-hr demand periods:

X AM Peak period covering the period between 07.00-10.00;

X Morning Inter-Peak covering the period between 10.00-13.00;
X Afternoon Inter-Peak covering the period between 13.00-16.00;
X PM Peak period covering the period between 16.00-19.00; and
x Off-Peak covering the period between 19.00-07.00.

The LAM covers the 4 peak hour time periods outlined below:
X AM Peak hour covering the period between 08.00-09.00;
X Morning Inter-Peak hour covering the period between 12.00-13.00;
x Afternoon Inter-Peak hour covering the period between 15.00-16.00; and
x PM Peak hour covering the period between 17.00-18.00.

The Proposed Scheme Microsimulation Model covers the following periods:
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X Weekday AM peak between 07:00 and 10:00; and

X Weekday PM peak between 16:00 and 19:00.

4.4  Demand Segmentation

Different components of the model require the sub-division of travel demand into various classifications with the
most prevalent sub-divisions are by demand segment and user class.

Demand segments are used to categorise trips into meaningful segments where there is a notable difference in
travel choice primarily relating to mode choice or destination choice. User classes represent combinations of
vehicle type, purpose and person type and are more important for route choice in assignment models where a
clear difference exists in how they will be modelled such as value of time or free fares.

441 ERM Demand Segmentation:

The ERM includes 33 different demand purposes which is made up of the following segmentations:

X Home base journey purposes, such as:

- Commute;

- Education;

- Escort to Education;

- Shopping;

- Visiting friends/relatives;

- Employers business; and

- Other (which combines all trip types not part of the above categories).
x Non-home-based trips, derived from the destinations of home-based trips.

All home-based trips are segmented by car availability, which is a function of household car ownership and
competition levels.

4.4.2 LAM User Classes
As outlined previously in Section 3, the prior travel demand for the LAMwaV GHULYHG IURP WKH 1789V
ERM road assignment matrices contain the following ten user classes:

x UCl-&DU (PSOR\HUTV %XVLQHVVY LQ ZRUN WLPH

x UC2 - Car Commute (travel to/from work);

X UC3 - Car Other (other non-work purposes such as shopping, visiting friends, etc.);

X UC4 - Car Education (travel to/from school);

x UCS5 - Car Retired;

x UC 6 - Taxi;

X UCTY - Light Goods Vehicles (LGV);

x UCS8 - Other Goods Vehicles (OGV) 1;

X UC9 - OGV2 Permit Holder (5 or more axles and allowed drive in Dublin city centre); and

X UC10 - OGV2 (5 or more axles and not allowed drive in Dublin city centre).
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Each user class has its own defined set of generalised cost parameters based on a price per kilometre and a
price per minute. To ensure consistency with the larger strategic ERM, the ten user classes and their associated
generalised cost parameters were retained for the LAM.

The ten assigned user classes were then grouped in to three broader vehicle classes, based on the availability of
disaggregated survey data. The three vehicle classes represented are:

x All Car;

x LGV;and

x  All other Goods Vehicles.
4.4.3 Proposed Scheme Micro-Simulation Model Segmentation

The Proposed Scheme micro-VLPXODWLRQ PRGHO FRQWDLQV WKH IROORZLQJ pYHKLI
X Taxi (LV);
x Car (LV);
X LGV (LV);
X OGV1 (HV);
x OGV2 (Permit Holder) (HV);
x OGV2 (Other) (HV);
X Bus (HV);
X Tram;
X Cyclist (standard) (Cycles);
X Cyclist (confident) (Cycles);
X Man (Pedestrians); and

X Woman (Pedestrians).

4.5 Model Software

The following section outlines the software in which the Proposed Scheme modelling tools have been
developed.

451 ERM Software

The ERM is built within the following transport modelling software packages:
x Road Model is built within SATURN* software; and

X NDFM, Public Transport Model and Choice Modelling components are built within the CUBE
Voyage software.

452 LAM Software

The model software used to develop the LAM is the SATURN suite of transportation modelling programs with the
model calibrated and validated using release versions 11.4.07 of the software. SATURN has 6 basic functions:

4 SATURN - Simulation Assignment of Traffic to Urban Road Networks
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1. As a combined traffic simulation and assignment model for the analysis of road-investment schemes
ranging from traffic management schemes over relatively localised networks (typically of the order of
100 to 200 nodes) through to major infrastructure improvements where models with over 1,000 junctions
are not infrequent;

2. $V D 3SFRQYHQWLRQDO™ WUDIILF DVVLIQPHQW PRGHO IRU WKH DQDO

links in the standard PC version, 37,500 in the largest);

As a simulation model of individual junctions;

3

4. As a network editor, data base and analysis system;

5. As a matrix manipulation package for the production of, for example, trip matrices; and
6

As a trip matrix demand model covering the basic elements of trip distribution, modal split, etc.
45.3 Proposed Scheme Micro-Simulation Model Software

The Proposed Scheme micro-simulation model has been developed using PTV VISSIM 11-09. This represents
the latest version of the software at the time of writing.

4.6 Modelling Input Parameters

4.6.1 ERM/LAM Input Parameters

The SATURN application SATNET was used to build the various data files into an assignable road network (UFN)
file.

Matrices were then assigned to the network using the SATALL application, where it iterates through assignment
and simulation loops until the user defined levels of convergence are reached (RSTOP and STPGAP), or the
model reaches the user defined maximum number of assignment and simulation loops (MASL). SATALL uses a
converged equilibrium assignment method to assign the traffic to the road network over successive iterations,
until user defined convergence criteria are achieved. The key convergence criteria are presented in Table 4.1 and
represent a very tight level of convergence.

Table4.1: LAM SATURN Convergence Criteria

VARIABLE DESCRIPTION VALUE

MASL Maximum number of assignment / simulation loops. 150
PCNEAR Percentage change in flows judgedtobe 3QHDU” LQ VXFFHVVLYH DVVLJ(Q 1%
RSTOP The assignment / simulation loops stop if RSTOP % of link flows change by less than 98%

PCNEAR % in successive assignments

NISTOP Number of successive loops which must satisfy the RSTOP criteria for convergence 4

STPGAP Critical gap value (%) used to terminate assignment / simulation loops 0.05

4.6.2 Micro-simulation Inputs Parameters

The Micro-simulation modelincludes D UDQJH RI pOLQN fHRKIDMDR K W @/ M swidrgspHndilig< H

MYHKLFOH W\SHVY DQG pGULYHU EHKDYLRXU SDUDPHWHU VHWVY
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5.Proposed Scheme Data Collection

51 Introduction

The following section provides an overview of the data collection exercise undertaken to facilitate the calibration
and validation of the LAM, Proposed Scheme micro-simulation and junction models. Existing data sources were
reviewed to identify available counts and locate gaps in observed information across the model area. This review
was used to define a specification for additional counts which were commissioned for the area. The combination
of new commissioned counts, and existing available information, provided a comprehensive dataset for calibration
and validation.

5.2  Existing Data Review (GAP Analysis)

A review of existing traffic survey data available for the model area was undertaken from the following sources:

X NTA count database: A mixture of Automatic Traffic Counts (ATC) and Junction Turning Counts
(JTC) from previous studies covering a range of years;

XTIl Counters: Permanent TIl ATCs located on national strategic roads across the network with data
publicly available online.

The NTA, Dublin City and the other local authorities undertake periodic counts within their administrative areas in
connection with their own local schemes. These surveys are conducted throughout the year and a limited set of
data was available within the area of the Proposed Scheme.

Information on bus passenger volumes was already available and included in the modelling process as part of
the ERM base model calibration and validation, which includes the annual canal and M50 cordon counts as well
as ticketing data.

5.3 Commissioned Traffic Survey Data

The information in this section presents the methodology adopted to prepare counts as inputs to the model
calibration and validation process. The two types of counts used in the study are Junction Traffic Counts (JTCs)
and Automatic Traffic Counts (ATCs).

5.3.1 Junction Turning Counts (JTCs)

The JTCs are 24-hour counts broken down into 15 minute segments over a full day. As indicated in Table 5.1 all
main junctions along the Proposed Scheme have been included and provide information on the volume, and types
of vehicles, making turning movements at each location. This data is utilised within the LAM calibration to ensure
that the flow of vehicles through the main junctions on the network is being represented accurately.

5.3.2 Automatic Traffic Counts (ATCs)

The ATC data provides information on:

X The daily and weekly profile of traffic along the Proposed Scheme, and
X Busiest time periods and locations of highest traffic demand on the network.

Both sets of counts were surveyed by IDASO Ltd. The JTCs were surveyed on the 6™ of February 2020. The
ATCs were surveyed from Wednesday the 5" of February to Tuesday the 11t of February 2020.
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Tableb.1 Survey Overview
SURVEY COMPANY NUMBER DATES
N [
JTC IDASO LTD 60 Thursday 6/2/2020, Thursday 13/2/2020
ATC IDASO LTD 8 Wednesday 5/2/2020 - Tuesday 11/2/2020

The various components of traffic have different characteristics in terms of operating costs, growth and
occupancy. The surveys used the most common categories as defined by COBA,; these are:

5.4

X

&DUV &%$56 ,QFOXGLQJ WDI[LV HVW D WdtheF padsénger SéhRISsO(fidr
example, minibuses and camper vans) with a gross vehicle weight of less than 3.5 tonnes, normally
ones which can accommodate not more than 15 seats. Three-wheeled cars, motor invalid carriages,
Land Rovers, Range Rovers and Jeeps and smaller ambulances are included. Cars towing
caravans or trailers are counted as one vehicle unless included as a separate class;

Light Goods Vehicles (LGV): Includes all goods vehicles up to 3.5 tonnes gross vehicle weight
(goods vehicles over 3.5 tonnes have sideguards fitted between axles), including those towing a
trailer or caravan. This includes all car delivery vans and those of the next larger carrying capacity
such as transit vans. Included here are small pickup vans, three-wheeled goods vehicles, milk floats
and pedestrian controlled motor vehicles. Most of this group is delivery vans of one type or another;

Other Goods Vehicles (OGV 1): Includes all rigid vehicles over 3.5 tonnes gross vehicle weight with
two or three axles. Also includes larger ambulances, tractors (without trailers), road rollers for
tarmac pressing, box vans and similar large vans. A two or three axle motor tractive unit without a
trailer is also included;

Other Goods Vehicles (OGV 2): This category includes all rigid vehicles with four or more axles and
all articulated vehicles. Also included in this class are OGV1 goods vehicles towing a caravan or
trailer; and

Buses and Coaches (PSV): Includes all public service vehicles and work buses with a gross vehicle
weight of 3.5 tonnes or more, usually vehicles with more than 16 seats.

Count Data for Calibration and Validation

Diagram 5.1 shows the locations of the 60 JTC counts and 14 ATC counts for Proposed Scheme.

Summary information related to the JTC junctions is provided in Table 5.2. The busiest junction in the study area
is the Dublin Airport Access roundabout (72,726 daily movements). The next busiest junctions are:

X X X X

Collins Avenue (62,383 daily movements)
M1 Interchange (57,592 daily movements)
North Circular Road (54,681 daily movements)
Whitworth Road (50,985 daily movements)

The least busy junction in the study area is Granby Row / Parnell Square 10,702 daily movements.

The average weekday ATC flows (all vehicles) are shown in Table 5.3. The highest ATC daily flows are on Dorset
Street north of Whitworth Road. Some ATC counts did not have reliable counts for a full week and were excluded
from the dataset.

FDUU
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Diagranb.1 ATC and JTC Traffic counts location

Tableb.2 JTC Locations

JUNCTION JUNCTION NAME TYPE DAILY AM PM
IDENTIFIER MOVEMENTS MOVEMENTS MOVEMENTS
2-1

R132/Dublin Road Priority 43359 3300 3321
2-2 R132/Boroimhe Road Signals 36682 2697 2921
2-3 R132/ Naul Road/Stockhole Lane Signals 38529 29011 3065
2-4 R132/Dublin Airport Access Signals 72726 4843 4342
2-5 R132/Green Long-Term Car Park Signals 28340 2241 1925
2-6 R132/Corballis Road Signals 38063 2543 2721
2-7 R132/0ld Airport Road Signals 33181 2456 2567
2-8 R132/Quick Park at Dublin Airport Signals 21749 1773 1658
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JUNCTION JUNCTION NAME TYPE DAILY
IDENTIFIER MOVEMENTS
R132/Turnapin Lane Priority 22547 1886 1755
2-10 R132/Coolock Lane Signals 34854 2451 2694
2-11 R132/Santry Avenue Signals 31109 2203 2214
2-12 R132/OmniPark Shopping Centre Signals 29896 1741 2192
2-13 R132/Shanowen Road Signals 24884 1876 1962
2-14 R132/Larkhill Road/Shanrath Road Signals 21315 1709 1728
2-15 R132/Collins Avenue Signals 62383 3417 3681
2-16 R132/Iveragh Road Signals 39304 1995 2258
2-17 R132/Griffith Avenue Signals 49084 2955 2804
2-18 R132/Home Farm Road Signals 36824 1994 2042
2-19 R132/Richmond Road Signals 42880 2525 2438
2-20 R132/Botanic Avenue Signals 43855 2646 2551
2-21 R132/Clonliffe Road Signals 48379 3283 2874
2-22 Drumcondra Road Lower/Whitworth Signals 50985 3404 3183
Road
2-23 Dorset Street Lower/Belvedere Signals 49625 3258 3081
Road
2-24 Dorset Street Lower/North Circular Signals 54681 3573 3434
Road
2-25 Dorset Street Lower/Gardiner Street Signals 47855 3112 2810
Upper
2-26 Dorset Street Lower/Frederick Signals 34916 2311 2069
Street North
2-27 Gardiner Street/Parnell Street Signals 31966 2330 2276
2-28 Dorset Street Upper/Granby Row Signals 30638 1940 2005
2-29 Gardiner Street Upper/Mountjoy Signals 22962 1582 1630
Square North
2-30 Mountjoy Square West/Mountjoy Signals 23321 1637 1690
Square South
2-31 Gardiner Street Lower/Sean Signals 27167 1799 1978
Macdermott Street
2-32 Gardiner Street Lower/Talbot Street Signals 24991 1684 1727
2-33 R132/Kettle's Lane Priority 26152 1946 2018
2-34 Dorset Street Lower/Eccles Street Signals 39331 2527 2400
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IDENTIFIER MOVEMENTS
2-35 M1/R125 Drinan Link Road Priority 30551 2557 2440
Interchange
2-36 M1/Airport Interchange Priority 57592 3580 3528
2-37 R132/Northwood Avenue Priority 23883 1743 1897
2-38 R132/Schoolhouse Lane Priority 23477 1658 1773
2-39 R132/Magenta Crescent Priority 23276 1655 1744
2-40 R132/Griffith Downs Priority 39100 2039 2237
2-41 N1/Seven Oaks Signals 39714 2000 2269
2-42 Drumcondra Road/Grattan Parade Priority 40692 2561 2371
2-43 Drumcondra Road/St Alphonsus Priority 42923 2769 2397
Road
2-44 Drumcondra Road/Dargle Road Priority 40857 2617 2187
2-45 Drumcondra Road/Carlingford Road Priority 40302 2538 2168
2-46 Drumcondra Road/Hollybank Road Priority 41823 2695 2364
2-47 Drumcondra Road/Clonturk Park Priority 37322 2027 1940
2-48 Drumcondra Road/Ormond Park Signals 37740 2101 2057
2-49 Drumcondra Road/Church Avenue Signals 36954 1983 1995
2-50 Gardiner Street/Beresford Place Priority 39467 2409 2936
2-51 Beresford Place/Amiens Street Signals 26074 2212 1522
2-52 Amiens Street/Store Street Signals 27687 1644 1974
2-53 Abbey Street/Beresford Place Signals 28436 1462 2269
2-54 Swords Rd/Dublin Port Tunnel Priority 16386 1371 1364
2-55 Frederick Street/Gardiner Row Signals 14914 927 926
2-56 Cavendish Row/Parnell St Signals 24187 1383 1432
2-57 Parnell Street/Parnell Square Signals 19445 1044 1298
2-58 Grany Row/Parnell Square Priority 10702 473 685
2-59 North Circular/Belvedere Place Signals 25568 1670 1867
2-60 M50, Kilmore Priority 44765 2643 3246
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Tables.3ATC Locations

ATC ATC LOCATION Y PM
IDENTIFIER MOVEMENTS MOVEMENTS MOVEMENTS
2.1A R132, Nevinstown East Northbound 11795 954 831
2.1B Southbound 11318 762 901
2.2A R132, Stop 5053 Northbound 11950 664 945
2.2B Southbound 13585 1221 919
2.3A R132, Turnapin Lane Northbound 7711 596 491
2.3B Southbound 9927 737 814
2.4A R132, Santry Northbound 10554 823 754
2.4B Southbound 10758 647 816
2.5A R132, Whitehall Northbound 17678 831 940
2.5B Southbound 18352 809 985
2.6A Drumcondra Road north of Whitworth Northbound 19370 954 1071
Road
2.6B Southbound 18067 1192 911
2.7A Dorset Street Upper Northbound excluded excluded excluded
2.7B Southbound excluded excluded excluded
2.8A R132, Cloghran Northbound 13309 710 1262
2.8B Southbound 13951 1297 794
2.9A R132, Corballis Northbound 10129 354 908
2.9B Southbound 14841 1648 679
2.10A R132, Whitehall Northbound 8162 604 641
2.10B Southbound 8691 670 632
2.11A Drumcondra Road Upper Northbound excluded excluded excluded
2.11B Southbound excluded excluded excluded
2.12A Parnell Square West Northbound excluded excluded excluded
2.12B Southbound excluded excluded excluded
2.13A Parnell Square East Northbound excluded excluded excluded
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ATC AM

IDENTIFIER MOVEMENTS
2.13B Southbound excluded excluded excluded
2.14A Mountjoy Square West Northbound 7404 333 528
2.14B Southbound 8134 609 473

Private cars and taxis were aggregated as a single vehicle type for input to the LAM model. The OGV1 and OGV2
categories were also aggregated as HGVs. PSVs are modelled as fixed routes with a specific frequency in the
model and as such were not included in the model inputs. PCL counts are not included in the model inputs.
Separate input files were prepared for the following time periods.

AM: 0800-0900;

LT: 1200-1300;

SR: 1500-1600;

PM: 1700-1800; and

OP: 2000-2100.

X X X X X

7KH -7&V ZHUH PHUJHG LQWR D pl @ pamnitsRié Bxard¢tibn®DcdubtEdpovipedbi inédelled
hour (AM, LT, SR or PM) and modelled vehicle category (Car, LGV or HGV). Turn count records were given a
unique movement identifier (AB, AC, AD etc). These identifiers were then associated with their respective nodes
in the LAM. In some cases, there is a unique one-to-one relationship between the turn counts and the SATURN
network as shown in Diagram 5.2 below.

Diagranb.2 Bus Connects LAM Node Matching (Junctiof®C01

The flows for complex junctions were obtained by combining certain turning movement flows. An example of this
is junction C01-02 on the Malahide Road, shown in Diagram 5.3 below.

Swords to City Centre Core Bus Corridor Scheme Appendix A6.2 Page 24
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C01-02
S 17146,17143,17142 ABACAD
) 17170,17141,17228 BCBDBA
17299,17140, 17139 CDCACB
17145,17219,17144 DADBDC

Diagranb.3Bus Connects LAM Node Matching (Junctio®201
5.5 Road Journey Time Data

55.1 TomTom Data Summary

Journey time data for the Proposed Scheme models has been sourced from TomTom, who calculate journey
times using vehicle position data from GPS-enabled devices and provide this on a commercial basis to a number
of different users. The NTA purchased a license to access the Custom Area Analysis dataset through the TomTom
TrafficStats portal. The NTA has an agreement with TomTom to provide travel time information covering six areas
of Ireland and for certain categories of road.

Data is provided based on the area specified by the agreement; however, the date and time range of the data can
be specified by the user. For the development of the LAM the following query on the data was applied:

f 2019 weekdays (Monday to Thursday) from mid-January until end of November, excluding all bank
holidays and days close to those dates.

The data is provided in the form of a GIS shapefile and accompanying travel time database file. The shapefile
contains topographical details for each road segment, which is linked to the travel time database via a unique link
ID. The database file then contains average and median travel time, average and median speed, the standard
deviation for speed, the number of observations and percentile speeds ranging from 5 to 95 for each link.

5.5.2 TomTom Data Processing

In order to compare the journey times of specific links and routes between the TomTom data and the road
assignment models, the two datasets need to be linked. After importing both the road assignment model and
TomTom networks into the GIS environment, ensuring both datasets are in the same coordinate system, the
selected routes can then be linked using a spatial join functionality.

Before applying the data to the models, it was checked to ensure that it was fit for purpose. The review included
checks of the number of observations that form the TomTom average and median times and checks of travel
times against Google Maps travel times.
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The TomTom Custom Area Analysis dataset was processed to provide observed journey times against which the
LAM and Micro-simulation model could be validated along the Proposed Scheme.

5.5.3 TomTom Data Application

The processed journey time data was used to validate the LAM and the micro-simulation models at an end-to-
end travel time level, with intermediate segment travel times used to inform the calibration of both models. Further
information about the journey time validation process can be found in Section 6 and 7 of this report for the LAM
and micro-simulation models respectively.

5.6 Estimation of AADT Factors

5.6.1 Introduction
5.6.1.1 Average Annual Daily Traffic (AADT)

The Annual Average Daily Traffic (AADT) is a standard measure of the daily traffic load on a road section. It
represents the annual road flow which has been broken down to an average day. Estimated AADTs for the
forecast years are one of the traffic modelling outputs used as part of the Environmental Impact Assessment
Report (EIAR) process.

5.6.1.2 Environmental Impact Assessment overview

Some sections of the EIAR are focused on the environmental impacts of the scheme related to the change in
traffic flows on the network. This includes a detailed assessment of noise and Green House Gas (GHG) emissions
due to road traffic. The quantitative assessment is based on traffic information provided by the LAM and
calculations using peak hour flows as well as Annual Average Daily Traffic (AADT).

5.6.2 Estimating AADTs from traffic counts

5.6.2.1 Introduction

The information in this section presents the methodology adopted to estimate AADT values from the modelled
flows. This methodology has been based on the TIlI Project Appraisal Guidelines (PAG). Unit 16.0: Estimating
AADT on National Roads.

5.6.2.2 AADT Estimation Methodology

5.6.2.2.1 Permanent Counter Method

According to the PAG, the preferable method of estimating AADT is the Permanent counter method. Currently
there are 40 TIl Permanent Counters in the BusConnects study area as illustrated in Diagram 5.4 below. The
counters are primarily located on the M50 and national routes. As the purpose of this exercise is to estimate

AADTSs across a broad geographical area in the BusConnects study area on regional and local roads, it was felt
that the permanent counter method was not appropriate in this instance.
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Diagranb.4 Tll Permanent Counter Locations
5.6.2.2.2 Localised Period Counter Method

The Localised Period Counter Method utilises local traffic counts to estimate Period Expansion Factors, so that
short period model flows (i.e. AM, LT, SR, PM and OP) can be expanded to estimate all day (24 hours flows).
These 24-hour flows can subsequently be extrapolated to AADT using a selection of permanent TlI traffic counters
in the region. The Localised Period Counter method has been adopted in this instance in order to estimate AADT
(Annual Average Daily Traffic) values for the BusConnects study area. The steps involved in estimating the AADTs
are outlined in the remaining parts of this section.

All the counts used in this process come from the ATC Surveys undertaken for the project in November 2019 and
February 2020.

Prior to the analysis the datawaV ILOWHUHG WR REWDLQ 3W\SLF D Diagreh5\b. Tk @dlile D DV
shown is for car flows. The final dataset includes car, LGV and HGV flows for 213 links.
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Diagranb.5 Typical Week Profile (ADE01: Malahide Road Inbound)
5.6.2.3 AADT Estimation Process
Step 1 +12-hour Mid-Week Flow Calculation

The first step in the AADT estimation process is to apply peak hour factors to each of the model time periods to
estimate 12-hour (07:00 = 19:00) weekday flows. The peak hour factors were calculated during model
development to determine the relationship between the modelled peak hour (e.g. 08:00-09:00) and the entire,
three hour, peak period (e.g. 07:00-10:00).

These peak hour factors were calculated using local traffic data which was collected from different sites in the
study area during the months of November 2019 and February 2020. Based on the PAG unit 16.0 methodology
for multiple counts, a linear regression has been performed based on the ATCs in order to estimate these peak
hour factors. These factors can then be used to calculate the peak period flows as follows:

2.848 * AM assigned flows = 07:00 £10:00 flows;

2.885 * LT assigned flows = 10:00 +£13:00 flows;

2.868 * SR assigned flows = 13:00 +16:00 flows; and

2.958 * PM assigned flows = 16:00 +19:00 flows.

X X X X

Utilising the above factors therefore allows us to estimate 12-hour (07:00 +19:00) weekday flows from the four,
peak 1-hour, model assignments.

Step 2 +WADT Calculation

The second step in the process requires expanding the 12-hour weekday counts, estimated above, to 24-hour
Monday to Sunday flows (Weekly Average Daily Traffic, WADT). This is done by calculating an expansion factor
based on the existing relationship between 12-hour Monday +Friday flows and 24 hour Monday +Sunday Flows.
The formula for this factor is:
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Average 24h Monday — Sunday
Average 07:00 — 19: 00 Monday — Friday

F1=

Based on the PAG unit 16.0 methodology for multiple counts, a linear regression has been performed based on
all 72 ATCs in order to estimate this WADT factor. As different vehicle types display different mid-week and
weekend travel patterns, separate factors were calculated for cars, light good vehicles (LGVs) and heavy goods
vehicles (HGVs). These calculations resulted in the following WADT factors:

WADTyovz2019 = 1.21 X12hny,p for cars
WADTyvov2019 = 1.07 X12hry,p for LGVs
WADT:\’“V;)()I() = 1.08 x12h7'W[) for HGVs

Where:

X  WADTnovz20190 is the weekly average daily traffic for the 3rd week of November 2019,

x 12hrWD is the average 07:00-19:00 weekday (Monday-Friday) traffic for the 3rd week of November
2019.

Step 3 +tAADT Calculation
The final step in the process is to convert the WADT figures calculated above into Annual Average Daily Traffic
(AADT) figures. This is done to account for the seasonality of traffic flows. To do so, the period when the ATC

counts have been performed has been compared with the rest of the year. Profile data for ten sites such as that
shown in Diagram 5.6 was obtained from the TII Traffic Data website. The sites used are shown in Diagram 5.7.
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Diagran®d.6 Example Yearly Profile
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Diagran®.7 Seasonal Factor Data Sites

A linear regression has been performed based on these annual counts to estimate the seasonal expansion factor
(F2). The factors derived are as follows:

This extrapolation factor, F2, is calculated using the formula below:
AADT

Where:

WADTnov is the weekly average daily traffic for the 3rd week of November of the considered year and AADT is
the annual average daily traffic for the considered year. The seasonality factors calculated for each vehicle type
are:

AADT = 0.981 * WADTNov for cars

AADT = 0.965 * WADTNov for LGVs

AADT = 0.951 * WADTNov for HGVs
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5.6.3 Modelled AADTs
5.6.3.1 Estimated AADTs

Four representative hours are modelled in the LAM (AM, Lunch Time, School Run and PM). A set of factors have
been calculated, based on traffic counts, to convert LAM hourly flows into estimated AADTS, as detailed in Section
5.6.2.

5.6.3.2 LAM traffic zones

The LAM is a strategic model, aimed at representing road traffic flows at a macroscopic scale. It contains 1,294
traffic zones covering a geographic area extending a few kilometres beyond the M50, meaning that every zone is
the aggregation of several households and businesses. Traffic zones combine with the modelled road network at
a single point (called a centroid) where all the traffic from/to the zone is loaded, via connectors. The number of
connectors is kept as small as possible (ideally 1) to help assignment convergence and consistency in the model
outputs.

Diagram 5.8 below shows traffic zone boundaries (in blue) and the modelled road network with assigned flows (in
grey) plus the spigots (centroid connecting points) highlighted in thick grey. The location of the spigots plays a
key part in the route choice of trips from each zone and in some cases can potentially lead to 0 flow on links.
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5.6.3.3 Modelled AADT limitations

The zone centroid approach can lead to locally underestimated traffic as the assignment software algorithm picks
the least cost path between two centroids. Diagram 5.9 below presents the LAM flows (2028 Do Minimum AM) in
the Kimmage area, showing several roads where no traffic is assigned (e.g. Clonard Rd).
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A road without any assigned flow is acceptable from a strategic transport modelling point of view because of the
way traffic can load on the network only through centroid connectors. This however can be an issue for the traffic
noise assessment, as a road with no traffic in the reference case (hence zero noise) but some traffic in the Do
Something case appears as an infinite relative increase.

7KH IDFW WKDW QR WUDIILF LV DVVLIJQHG WR D URDG LQ WKH /$0 GIRHVQT
reality, but that the level of detail in the model is too coarse to represent the traffic on that road. To address this

issue for the noise assessment, an approach has been developed to adjust the modelled AADTs to more
accurately represent flows on the residential and local road network.

5.6.4 Residential Streets AADT calculation approach
5.6.4.1 Rationale

All of the trips loading from a LAM traffic zone do not in reality load from a single point, but instead would start
from houses, buildings and car parks spread across the zonal area. It is then fair to assume that there would be
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at least some traffic on all the streets within a traffic zone, and that this traffic is proportional to the number of trips
originating or destinating in the zone.

In addition, it can be assumed that the access traffic is inversely proportional to the length of the street network
contained within each zone e.g. longer residential streets with direct housing frontage and/or parking would lead
to more activity then similar shorter length streets.

5.6.4.2 Method

To represent access traffic on all minor residential links in the LAM, on a consistent basis, additional traffic flows
have been calculated for each zone and each time period. This additional traffic flow is a function of the total zone
demand (attraction + production) and the total street length within the zone. Motorways and the National Roads
have been excluded from the process as they are unlikely to hold direct access to residential areas. Thus, all the
other links located within a zone will receive the same additional load.

To avoid the addition of high flows (e.qg. city centre zone with high demand and short length road network), a cap
of 100 pcu per hour additional traffic flows has been set.

To account for the fact that some of the zone access traffic is already included in the LAM flows and so as not to
double count flow levels reaching the centroid, a conservative 50% factor has been included in the calculations.

The formula used to calculate the additional flow to add to each link within a specific zone and for a specific time

period is the following:

Wr'U<KJIBAI=Ji@ @ za0ax
<KJRKPGPNAABT P~ P

#@ @EPEKOS gaudx/ EJEIQI

This traffic is then added on top of the LAM modelled flow and AADTs are recalculated. The following section
presents the implementation of the method on the 2028 Do Minimum networks.

5.6.5 AADT results on residential streets
The AADT adjustment for local and residential streets adds traffic to the local road network without significantly

changing the values on the wider network, as shown in Diagram 5.10 below (AADT flows with and without the
adjustment in minor roads).
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AADT flows before recalculation

DM - AADT Fows

50 — 000 - 2500
50-100 s 2500 - 5000
T00-250  s— 5000 - 10000
250 -500  e—c 70000

— 500 - 1000

° 100 20 m

AADT flows after recalculation

Diagranb.10AADT Traffic flows before and after AADT recalculation
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The modelled AADT link distribution in Diagram 5.11 gives an overview of the impacts of the adjustment on the
UHVXOWY 7KH REMHFWLYH ZDV WR LPSURYH PRGHO RXWSXWV DFFXUDF!
assign any flow and the results show this working appropriately with almost no link with an AADT value below 100

vehicles post-adjustment.

Modelled AADT link distribution
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Diagran®d.11Link distribution Diagram before/after on AADT difference
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6. Local Area Modelling

6.1 Introduction

To support the detailed assessment of the Proposed Scheme a more disaggregate urban area traffic model was
developed, as a cordoned Local Area Model (LAM) model from the ERM, that incorporates the most up to date
traffic survey data. The LAM provides the appropriate level of detail to capture the impact of redistribution of traffic
on streets and roads not included within the strategic detail of the ERM.

The LAM is a direct extraction from the ERM road model with the addition of extra road network and zoning detail.
The LAM is calibrated and validated with the most recent 2019/2020 traffic survey data and journey time
information, which ensures that the PRGHO UHI@nd-BWR X|QREJ] F RfQ Ghe \Wiopo&d Scheme in
February 2020 (e.g. prior to COVID-19 restrictions).

The following section provides a detailed overview of the development of the LAM for the Proposed Scheme. It
describes the model development (network and zoning) process and the calibration and validation results in the
specific area of the Proposed Scheme. Further information on the calibration and validation of the full LAM can
be found in Appendix A.

6.2 LAM Network and Zone System Development

6.2.1 Introduction

This section provides an overview of the network and zone system developed for the LAM. As noted in Section 2
previously, a cordon of the 2020 ERM run was used to generate the initial network and zone system. Further
detail was then added to provide a more accurate representation of traffic loading within the model area of the
Proposed Scheme.

6.2.2 Network Development

The LAM road network, extracted from a cordon of the ERM, is illustrated in Diagram 6.1. A review was undertaken
of all model coding in the study area using digital mapping systems such as Google Earth to ensure it represented,
as accurately as possible, the existing road network. This included aspects such as network speed limits,
availability of bus lanes, junction layouts, pedestrian crossing points etc.

Junction capacities and saturation flows were adopted from the ERM standardss developed for the NTA as part
of the RMS development, and were further reviewed during the calibration process. Where required, additional
detail was added to ensure that traffic was loading onto the road network at the correct locations.

Along the Proposed Scheme, side roads adding more than 50 vehicles per hour in the AM or PM peak hours were
identified using traffic survey data and added within the model. Any existing signalised junctions not within the
model along the Proposed Scheme were also added. Particular attention was given to the addition of road links
that form potential rat-runs through residential streets as pictured in Diagram 6.2 below. In total 117 new links
were identified and coded into the LAM to compliment the network already contained within the ERM donor
network.

As illustrated inDiagram 6.1, the LAM provides a detailed representation of all significant roads within the study
area. To ensure full network coverage and route choice, all roads have been considered, from national primary
routes to minor residential streets. The short dead-end links in Diagram 6.2 DUH 3VSLIRWE WR ORDG WUL

5 NTA RMS - TN11 Regional Model Coding Guide
6 A small link representing either a single or amalgamation of local roads coded specifically to allow for the connection of a zone into the network in a
logical location and allow for modelled junction interactions with the larger road the spigot connects to.
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the zones accurately onto the network and reflect the further developed zone system that is outlined in Section
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Diagran®.1 LAM Network and Proposed Scheme Alignment

Swords to City Centre Core Bus Corridor Scheme
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Diagrant.2 Example of additional network detail within LAM
6.2.3 LAM Zone System Development

Similar to the road network described previously, the LAM zone system was adopted from the ERM. The ERM
zone system was developed using the Census Small Area Population Statistics (SAPS) and Place of Work,
School or College Census of Anonymised Records (POWSCAR) to get detailed information on population,
employment and education locations across the model area. Other data sources such as MyPlan” and Geo
Directorys were also used to obtain information on specified land-use zoning and the locations of commercial
development. The following rules were applied in generating the zone system:

x Population, Employment and Education *the number of zones with values of population, number of
jobs and persons in education above a certain threshold (~ 2000) should be minimised,;

X Activity Levels +the number of zones with activity levels that have very low or very high levels of trips
should be minimised,;

X Intra-zonal Trips zthreshold values should be applied to the proportion of intra-zonal trips within each
zone, to avoid an underestimation of flow, congestion and delay on the network;

X Land Use zzones should be created with homogeneous land use and socio-economic characteristics
where possible;

7 MyPlan is a web map portal providing spatial information relevant to the planning process in Ireland. This site is an initiative of the Department of
Housing, Local Government and Heritage in conjunction with Irish Local Authorities.

8*HR'LUHFWRU\ LV $Q 3RVWTV GDWDEDVH RI PLOOLRQ FRPPHUFLDO DQG UHVLGHQWLDO SURSHU
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X Zone Size/Shape *zone size and the regularity of zone shape should be considered in order to avoid
issues with inaccurate representation of route choice;

x Political Geography =it should be possible to aggregate all zones to ED level i.e. zone boundaries do
not intersect ED boundaries; and

X Special Generators/Attractors = large generators/attractors of traffic such as Airports, Hospitals,
shopping centres etc. should be allocated to separate zones.

Diagram 6.3 below illustrates the LAM Zone System covering the study area.

A detailed review was undertaken of all ERM zoning and centroid connectors in the study area. A number of zone
splits, illustrated in red in Diagram 6.4, as well as the addition of centroid connectors were applied to the ERM
zone system in order to provide a more accurate representation of traffic loading onto the road network. Some
ERM zones have been split according to the following criteria:

X Zones crossed the Proposed Scheme have been split along the Proposed Scheme alignment; and
X Zones with multiple accesses to the Proposed Scheme have been split if the accesses are significant
(signalized junction or access adding more than 50 vehicles on the Proposed Scheme in the morning or

evening peak hour).

These criterias led to the creation of 100 new LAM zones split from the ERM zone system, giving a total number
of LAM zones as 1294.
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6.2.4 LAM Network Adjustments

The LAM was coded based on best practice approaches developed during the NTA RMS development, and as
such, the model provided an accurate and up-to date representation of the existing road network.

When the traffic survey data was processed and analysed, the network coding was re-checked with the following
edits undertaken where there was a clear justification for doing so:

X Junction Capacity: The SATURN software flags an error where a junction has insufficient modelled
capacity to achieve the observed traffic flow. All these instances were reviewed in detail and remedial
action was taken where required. This included:

o0 Adjusting Signal Timings (mostly synthesised within the model area);
0 Adding/removing flared lanes;
o0 Adding/removing approach lanes; and

o Adjusting saturation flows through junctions.

X Network Speeds: The capacity and speeds of modelled links were checked to ensure they were broadly
in line with survey information;
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X Zone Connectors: A review was undertaken on the location of zone connectors in close proximity to
count sites to ensure they were providing an accurate representation of traffic loading onto the road
network.

6.3 LAM Prior Matrix Development

As noted previously in Section 2.2, the ERM Full Demand Model (FDM) carries out mode and trip destination
choice for all zones within the ERM. The FDM has been calibrated using Census data, and hence, provides a
robust and accurate representation of trip distributions across the model network. In order to generate prior
matrices for the LAM, a cordon was extracted from a run of the 2019/2020 ERM scenario (described in section
3.4). The cordon function within SATURN, facilitates the extraction of trip matrices for a subset area of the ERM
whilst still maintaining route and destination choice from the full model.

A bespoke Cube Voyager module was created to disaggregate the cordoned ERM matrices to each of the LAM
zones. This tool used available data on population, employment, and education places by Census Small Area, to
split trips to/from each ERM zone between the more detailed LAM zoning system. This allowed for a consistent
split of demand within the study area, whilst maintaining consistency with the ERM matrix.

A set of simplifying assumptions, as outlined in Table 6.1, were used to assign the ERM demand by User Class
to each of the LAM zones.

Table6.1 Method of Disaggregation

TIME USER CLAS{ ORIGIN DESTINATION | NOTES
PERIOD

Pop + Emp Pop + Emp * Taxis could originate from places of
work or people travelling from home

AM Employers Emp Emp * assumed travelling from one
Business employment location to another
AM Commute Pop Emp * assume travel from home to work in the

AM
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TIME | USERCLAS{ ORIGIN | DESTINATION |NOTES
PERIOD

Educatlon * assume travel from home to school in

the AM

AM Other Pop Emp + Edu * includes escort to education and one-
way commute - distribute based on pupil
and job numbers

AM LGV Emp Emp * assumed deliveries from one business
to another

AM OoGV1 Emp Emp * assumed deliveries from one business
to another

AM OoGV2 Emp Emp * assumed deliveries from one business
to another

AM OGV2_NP Emp Emp * assumed deliveries from one business
to another

PM Taxi Pop + Emp Pop + Emp * Taxis could originate from places of
work or people travelling from home

PM Employers Emp Emp * assumed travelling from one

Business employment location to another

PM Commute Emp Pop * assume travel from work to home in PM

PM Education Edu Pop * assume travel from school to home in
PM

PM Other Pop + Emp Pop + Emp * includes shopping, visiting friends etc. -
assume split based on total resident and
job numbers

PM LGV Emp Emp * assumed deliveries from one business
to another

PM OoGV1 Emp Emp * assumed deliveries from one business
to another

PM OGv2 Emp Emp * assumed deliveries from one business
to another

PM OGV2_NP Emp Emp * assumed deliveries from one business
to another

* Note: Pop = Population, Emp = Employment & Edu = Education

Diagram 6.5 provides an indicative example of how the disaggregation process is undertaken in the Cube Voyager

module for the Commute user class in the AM peak.

The overall commute trips between Zone 1 and Zone 2 is extracted from a cordon of the ERM. Zone 1 is
disaggregated into two LAM zones, namely Zone A and Zone B. Whilst Zone 2 is also disaggregated into two

LAM zones, Zone C and Zone D.

As outlined in Table 6.1, commute trips in the AM are assumed to be travelling from home to work. As such, the
origin trips for ERM Zone 1 are split between the LAM zones based on the population numbers in each zone.
Likewise, the destination trips to ERM Zone 2 are split between their LAM zones based on the level of employment

in each zone.
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Diagran6.5 LAM Disaggregation ExampléM Peak Commute Trips

Detailed checks were undertaken at various stages to ensure that no demand from the ERM was lost throughout
the disaggregation process. Table 6.2Table 6.2 to Table 6.5 below outline the matrix totals by user class before
and after the disaggregation process indicating that all ERM cordoned demand is represented in the LAM matrices
for the AM and PM peaks.

Table6.2 AM Matrix Total Comparison

Car Emp Business 13,489 13,489 0%
Car Commute 88,898 88,898 0%

Car Other 54,258 54,258 0%

Car Education 1530 1530 0%

Car Retired 2,078 2,078 0%

Taxi 5,372 5,372 0%

LGV 15,256 15,256 0%

OGV1 12905 12905 0%

OGV2 Permit Holders 34 34 0%
OGV2 Non Permit Holders 401 401 0%
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Table6.3LT Matrix Total Comparison

User Class ERM Cordon LAM Matrix % Difference
Car Emp Business 10,987 10,987 0%
Car Commute 17,581 17,581 0%
Car Other 56,301 56,301 0%
Car Education 365 365 0%
Car Retired 9,948 9,948 0%
Taxi 5,728 5,728 0%
LGV 16,199 16,199 0%
OGV1 14854 14854 0%
OGV2 Permit Holders 33 33 0%
OGV2 Non Permit Holders 412 412 0%
Table6.4 SR Matrix Total Comparison
User Class ERM Cordon LAM Matrix % Difference
Car Emp Business 8,204 8,204 0%
Car Commute 28,940 28,940 0%
Car Other 57,558 57,558 0%
Car Education 886 886 0%
Car Retired 6,139 6,139 0%
Taxi 5,398 5,398 0%
LGV 15,442 15,442 0%
OoGV1 12043 12043 0%
OGV2 Permit Holders 27 27 0%
OGV2 Non Permit Holders 390 390 0%

Table6.5 PM Matrix Total Comparison

ERM Cordon LAM Matrix

Car Emp Business 12,067 12,067 0%
Car Commute 77,452 77,452 0%

Car Other 55,998 55,998 0%

Car Education 1247 1247 0%

Car Retired 3,930 3,930 0%

Taxi 5,029 5,029 0%

LGV 14,841 14,841 0%

OGV1 7500 7500 0%

OGV2 Permit Holders 15 15 0%
OGV2 Non Permit Holders 259 259 0%

Swords to City Centre Core Bus Corridor Scheme

Appendix A6.2 Page 45
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6.4 LAM Calibration and Validation Criteria

6.4.1 Introduction

Calibration is the process of adjusting the LAM network and demand to ensure that it provides a robust estimate
of assignment when compared to 2019/2020 observed traffic characteristics. Generally, the components of the
model that may be adjusted on the demand side are trip distribution and trip production/generation levels, and
this usually involves trip p atrix Estimation §

On the supply side (network), modelled junction and link characteristics may be altered if sufficient new information
is available to justify changes to the existing network.

The LAM ZDV FDOLEUDWHG DQG YDOLGDWHG LQ DFFRUGDQFHPDjetWApprdisBIQV SR |
Guidelines (PAG) for National Roads Unit 5.1 +Construction of Transport Models (October 2016). This is a widely
accepted standard in Ireland that provides robust calibration and validation criteria to which certain types of
KLIJKZD\ PRGHOV VKRXOG DGKHUH $GGLWLRQDOO\ WKH /$0 GHYHORSP
Department for 7TUDQVSRUWIV 7UDQVSRUW $QDO\V LN paiduady QrFtarms7 $F*makiQ LW 0
estimation controls.

The method for the calibration of the LAM is illustrated in Diagram 6.6 overleaf, and comprises of the following
key elements:

X Network and Zone System Development: The initial LAM network and zone system is derived from the
ERM with further detail added where necessary to provide an accurate representation of existing
conditions;

X Network Adjustments: A detailed review is undertaken of the road network coding taking cognisance of
surveyed traffic volumes and network speeds with adjustments made where necessary;

x Prior Matrix: The initial prior matrix is extracted from a cordon of the ERM and disaggregated to the LAM
zone system based on population, employment and education planning data;

x Prior Matrix Factoring: The prior matrix from the ERM is compared to observed counts at screenlines
capturing key movements within the model area. Where there are large discrepancies between modelled
and observed flows, factoring is undertaken to ensure that the prior matrix better represents observed
travel patterns;

x Calibration Criteria Check: The LAM is then assessed against guideline calibration criteria in terms of
modelled versus observed traffic volumes;

X Matrix Estimation: fthe PRGHO LV QRW SDVVLQJ WKH LQLWLDO FDOLEUDWLR
(VWLPDWLRQY LV XQGHUWDNHQ WR DGMXYV %h igladed\cttiel@tidh HeizenG L Q F
counts and modelled flows;

x Post-Estimation Calibration Check: The model is then re-tested against the calibration criteria with a
focus on correlation between modelled and observed flows, along with an analysis of the demand
FKDQJHV LQWURGXFHG E\ pODWUL[ (VWLPDWLRQY DQG

X Validation: Once all the calibration criteria have been achieved, the model is passed forward for
validation.

The following parts of this section provide an overview of the steps outlined above along with the calibration
guidelines for LAM development.
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Diagran®.6 LAM Calibration Process

6.4.2 Calibration Criteria Details

6.4.2.1 Traffic Flow Calibration

Table 6.6 outlines the TIl PAG criteria for permissible differences between observed and modelled traffic flows.
The guidelines are measured as absolute and percentage differences at various link flows, and also make use of
the Geoffrey E. Havers (GEH) statistic.

The GEH statistic is a measure that considers both absolute and proportional differences in flows. Thus, for high

levels of traffic volumes a low GEH may only be achieved if the percentage difference in flow is small. For lower
flows, a low GEH may be achieved even if the percentage difference is relatively large. GEH is formulated as:

. :{”TM<~0:-:'<PS§/°§<”<§U
sgt L —~; = = e
Ub, {"T™McTedy*S<'<S

The reason for introducing such a statistic is the inability of either the absolute difference or the relative difference
to cope over a wide range of flows. For example, an absolute difference of 100 passenger car units per hour
(pcu/h) may be considered a big difference if the flows are of the order of 100 pcu/h, but would be unimportant
for flows in the order of several thousand pcu/h. Equally a 10% error in 100 pcu/h would not be important, whereas
a 10% error in, say, 3000 pcu/h might mean the difference between adding capacity to a road or not.

In general, the GEH parameter is less sensitive to the above statistical biases since it would be reasonable to

consider that an error of 20 in 100 would be roughly as bad as an error of 90 in 2,000, and both would have a
GEH statistic of roughly 2.

Swords to City Centre Core Bus Corridor Scheme Appendix A6.2 Page 47
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As a rule of thumb in comparing assigned volumes with observed flows, a GEH parameter of 5 or less would be
an acceptable fit, while GEH parameters greater than 10 would require closer attention.

Table6.6 Model Flow Calibration Criteria

CRITERIA ACCEPTABILITY
GUIDELINE

Individual flows within 100 v/h for flows less than 700 v/h >85% of cases

Individual flows within 15% for flows between 700 & 2,700 v/h

Individual flows within 400 v/h for flows greater than 2,700 v/h

Individual flows +GEH <5 >85% of cases

6.4.2.2 Screenline Analysis

Screenlines represent an amalgamation of count sites that capture key movements across the model network. Tl
guidelines suggest that an additional check on the quality of trip matrices should be undertaken by comparing
modelled and observed flows across screenlines by vehicle type and modelled time period using the following
criteria:

Tableb.7 Screenline Calibation Criteria

CRITERIA ACCEPTABILITY GUIDELIN
Total screen line flows (> 5 links) to be within 5% > 85% of cases
GEH statistic: screenline totals < 4 > 85% of cases

Notes: Screenlines containing high flow routes (such as motorways) should be presented both with and without such routes

6.4.2.3 Analysis of Trip Matrix Changes

Regression Analysis

As noted previously, Matrix Estimation fwas used to adjust the prior trip matrix in order to provide a better
correlation between modelled and observed flows. However, both TIl and TAG guidance suggest that caution
should be taken when using estimation, and that the changes introduced should be monitored to ensure that the
original matrices are not overly distorted, thus providing irregular movement patterns.

Table 6.8 outlines the matrix estimation change criteria, as specified in WebTAG Unit M3-1, Section 8.3, Table 5.
The guidelines use regression analysis to identify the correlation/relationship between the demand pre and post
MODWUL[ (VWL RipgéstRapeful rBoQitGring by the following means:

X Scatter plots of matrix zonal cell values, prior to and post matrix estimation, with regression statistics
(slopes, intercepts and R? values); and

X Scatter plots of zonal trip ends, prior to and post matrix estimation, with regression statistics (slopes,
intercepts and R? values).
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Table6.8 Significance of Matrix Estimation Changes

MEASURE SIGNIFICANCE CRITERIA

Matrix zonal cell value Slope within 0.98 and 1.02;
Intercept near zero;

R? in excess of 0.95

Matrix zonal trip ends Slope within 0.99 and 1.01;

Intercept near zero;

R? in excess of 0.98.

6.4.2.4 Trip Length Distribution Analysis

A further calibration step recommended by TIl guidance is to compare trip length distributions for the prior and
post calibrated matrices to ensure they have noWw EHHQ RYHUO\ GLVWR &filwatidd fEdcesdsK H pnODWUL

MODWULJ[ (V \ahBonwtinRODJenerate increased short distance trips to match count information, thus
distorting the profile of trip making on the network. PAG suggests that the coincidence ratio® should be used to
compare trip length distributions before and after estimation, with a desirable range between 0.7 and 1.0

A coincidence ratio can be used to compare two distributions by examining the ratio of the total area
of those distributions that coincide. The coincidence ratio is defined as:

¥ {Min (TLDs, TLDf)}
CR = $Max (TLDs, TLDN)}
Where TLDs is the source trip length frequency and TLDf is the final trip length frequency. A desirable
range for the coincidence ratio is between 0.7 and 1.0 where a ratio of 1.0 suggests an identical
distribution.

Diagran®.7 Coincidence Ratio Calculatiémll PAG Page 20
6.4.3 Validation Criteria Details

The validation of the model uses additional comparative measures against which the robustness of the calibrated
model may be judged. Calibration and validation are separate concepts, however, in reality these two elements
are part of an iterative process. If the results of the validation checks are not satisfactory, then the inputs and
coding within the model are reviewed and adjusted as required in order to achieve a better representation of
reality.

It is important that the information used in calibrating the model, including count data for matrix estimation, is kept
separate from that used for validation if it is to be a true independent test of the model. As such two main data
sources were used in the validation of the LAM:

X Junction turning counts not utilised during model calibration; and

X Observed journey times on key routes as illustrated below in Diagram 6.8.

9 The coincidence ratio is a calculation used to examine the how the total area under different distributions coincide, with a value of 1 representing an
identical distribution.
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Diagran6.8 Journey Time Validation Routes

The guidelines for model validation are very similar to those described previously for calibration in Section 6.2
and are outlined in Table 6.9.

Table6.9 Validation Criteria

CRITERIA ACCEPTABILITY GUIDELIN

Assigned hourly flows compared with observed flows

Individual flows within 100 v/h for flows less than 700 v/h >85% of cases

Individual flows within 15% for flows between 700 & 2,700 v/h

Individual flows within 400 v/h for flows greater than 2,700 v/h

Individual flows +GEH <5 >85% of cases

Modelled journey times compared with observed times

Times within 15% or 1 minute if higher >85% of cases

10 Table 5.1.5 (pg 23) Tl Project Appraisal Guidelines for National Roads Unit 5.1 - Construction of Transport Models
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6.4.3.1 Mean and Median Road Speeds

Note that on review of the processed journey time results, it became clear that there was a significant difference
between the mean and median journey time results. This indicates that the data is likely to be not normally
distributed and is skewed. Access to the raw data behind the TomTom results is not available as part of the license
agreement and so more detailed investigation for discrepancies/outliers or a subsequent cleaning of the raw data
was not possible.

As TomTom data is collected over a long period, it is likely to include periods of disruption caused by roadworks
and accidents. These types of incidents are not captured within the base year model congested speeds, so
cognisance of this should be taken when comparing the modelled data against that recorded by TomTom.
Following a review of mean and median travel times across the TomTom network, it was felt that the median time
would likely underestimate congestion impacts, as some of the most severe congestion would potentially be under
represented. Whereas the mean times would potentially overestimate congestion as they would also reflect
network disruption, such as roadworks and accidents (where the modelling is required to compare against
uDY HUD J Hfind&Rwithl 1gp iHetwork disruption.

Comparisons with Google Map times showed that the mean of the TomTom data was on average a lot slower in
the peak hours, however it matched well with the interpeak journey times.

Following on from this analysis, early comparisons with the model highlighted that although the interpeak periods
(LT ad SR) matched relatively well against the TomTom mean, the AM and PM were significantly different, which
the AM being closer to the median and the PM not matching well with either. This largely reflects the results of
the full ERM model where the LT and SR results are notably better than the AM and PM when compared to
guidance.

Given the difficulty this presents in terms of providing a consistent target observed value in order to check the
validation of the modelled journey times against, a 50/50 blend of the median and mean has been created to
provide a consistent target to measure all time periods against. This provides a more balanced and appropriate
set of journey times to compare against the modelled data.

Journey time reporting highlights the performance of the modelled times against the mean, median and 50/50

blend in order to give a full appreciation of the variation of the observed data and the models performance against
this.

6.5 Full LAM Model Calibration and Validation

Details on the calibration and validation results for the full LAM are provided within Appendix A
6.6 Proposed Scheme Calibration and Validation Summary

6.6.1 Introduction

This section details the calibration and validation of the model within the specific vicinity of the Proposed Scheme
and highlights the performance of the model against guidance in these key areas.

6.6.2 ATC Calibration/Validation

The key focus of the LAM calibration is the link ATC counts which have been collected along the Proposed
Scheme routes in November 2019 / February 2020 (i.e. Pre-Covid-19). This data has been supplemented with
existing link counts from the 2016 ERM model calibration. Both of which combined form a series of counts along
the main route of the Proposed Scheme. The below Diagram 6.9 outlines the location of the ATC links used in
the calibration of the LAM for the Proposed Scheme.
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Diagran6.9 ATC Link counts along route of Proposed Scheme
The performance of the model across these two sets of ATC counts is outlined below in
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Table 6.10 to Table 6.12 for all four of the modelled time periods with the focus being on the calibration to the
most recently available data.
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Table6.10Link Flow Qé#ration 2Proposed SchemeCars

Total
Time Period Lir?l;rscon GEH <10 g'\E/IﬁE ;J(r)
Route
New ATC 20 70% 70% 70% 90% 90%
AV Combined ATC 24 71% 75% 75% 92% 92%
New ATC 20 65% 65% 65% 85% 85%
i Combined ATC 24 63% 71% 71% 88% 88%
New ATC 20 65% 70% 70% 85% 85%
SR Combined ATC 24 63% 67% 67% 88% 88%
New ATC 20 75% 80% 80% 95% 95%
PM Combined ATC 24 75% 79% 79% 96% 96%

Table6.11Link Flow CalibratioAProposed Schem&LGV

Total
Time Period Lirﬁ;con GEH <5 GEH <10 g'\E’EE %
Route
New ATC 20 100% 90% 100% 100% 100%
AV Combined ATC 24 100% 92% 100% 100% 100%
New ATC 20 100% 90% 100% 100% 100%
- Combined ATC 24 100% 92% 100% 100% 100%
New ATC 20 100% 90% 100% 100% 100%
SR Combined ATC 24 100% 92% 100% 100% 100%
New ATC 20 95% 85% 95% 95% 95%
PM Combined ATC 24 96% 83% 96% 96% 96%
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Table6.12Link Flow CalibratioAProposed SchemeHGV

Total
Time Period LS GEH<10 | OMRBO!
Route
New ATC 20 100% 100% 100% 100% 100%
AV Combined ATC 24 100% 100% 100% 100% 100%
New ATC 20 100% 100% 100% 100% 100%
- Combined ATC 24 100% 100% 100% 100% 100%
New ATC 20 100% 100% 100% 100% 100%
SR Combined ATC 24 100% 100% 100% 100% 100%
New ATC 20 100% 100% 100% 100% 100%
o Combined ATC 24 100% 100% 100% 100% 100%

The above tables highlight that the model shows a relatively good performance at a link count level when
compared to TII/TAG guidance targets. Although no time periods fully meet the guidance of 85% of cases, they
are generally in the 70%-80% range so are close. For the new ATC links the criteria is met in 70% of cases for
AM peak period, 60% in LT, 70% in SR and 80% in the PM peak period with a similar level of results also
achieved across all links combined. Both the LGV and HGV meet 100% of the target guidance for all time
periods and ATC types.

6.6.3 Turning Calibration/Validation
The turning count calibration/validation results along the route of the proposed scheme in presented in this

section. Along the route of the Proposed Scheme there are 391 turns across 78 junctions, the location of which
are displayed below in Diagram 6.10.
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Diagran6.10Turning counts alongute of Proposed Scheme
The performance of these turns against guidance is detailed below in Table 6.13.

Table6.13Turnhg Flow CalibratioAProposed SchemegCars

Total Individual

Time DMRB or Prop within
Period Number on F_Iow_ GEH <5 GEH <5 GEH <10 10%
Route Criteria
AM
391 81% 59% 82% 88% 91%
LT 391 83% 59% 85% 89% 93%
SR 391 81% 59% 85% 87% 93%
PM 391 80% 59% 82% 85% 93%

The above table shows a good fit along the Proposed Scheme, with each period close to the required TII/TAG
guidance, being in the low 80 percent for absolute/percentage difference. The guidance compared to GEH is
lower, but a comparison at GEH<10 shows that the majority of turns are close to guidance. The number of turns
within 10% of the observed proportions are all well above 85%, indicating the distribution of the flow across the
arms is sufficiently accurate.
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Table6.14Turning Flow CalibratictProposed Schem&lLGV

Total Individual

Time DMRB or Prop within
Peimel | DULAILED BT oW GEH <5 e 10%
Route Criteria
AM
391 100% 90% 100% 99% 82%
LT 391 100% 87% 100% 100% 84%
Sl 391 100% 91% 100% 100% 85%
PM 391 99% 88% 99% 99% 78%

The above table for LGV turns shows a good fit along the Proposed Scheme, with all time periods meeting the
TI/TAG guidance for both GEH and % difference. For turns within 10% of the observed proportions, the results
are not quite as high, as the lower levels of flow for LGV results in a wider range of proportions percentages and
less dominant individual movements compared to cars, and a large % meet the GEH criteria and so are
representative of the observed counts.

Table6.15Turning Flow CalibratictProposed ScheméiGV

Total Individual
Number on Flow GEH <5
Route Criteria

Time Prop within

DMRB or GEH <10

Period GEH <5 10%

AM 391 98% 100% 100% 77%
LT 391 97% 100% 100% 83%
SR 391 96% 100% 100% 78%
PM 391 99% 100% 100% 70%

The above table for HGV turns shows a good fit along the Proposed Scheme, with all time periods meeting the
TI/TAG guidance for both GEH and % difference. As with LGV, for turns within 10% of the observed proportions,
the results are not as high. This is likewise due to the lower levels of HGVs which results in a wider range of
proportion percentages and less dominant movements compared to cars, and a large % meet the GEH criteria
and so are representative of the observed counts.

6.6.4 Journey Time Validation

The following sections highlight the level of validation for each individual journey time (JT) route and for each of
the four time periods. Also presented is a graph showing the cumulative modelled vs observed journey time profile
for journey time routes 4 and 23 which relate best to the Proposed Scheme.
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Journey Time Validation Routes
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Diagranm6.11LAM Journey Time Valiet Routes

As noted in section 6.4.3, the observed journey times are presented across three metrics due to the amount of
variability present in the survey data. These three metrics and detailed below and highlight the range of results
across the observed time.

The mean of the observed journey times;

The median of the observed journey times; and

A 50/50 blend of the observed mean and median times. This was used as the target metric during
the validation process.

6.6.4.1 AM Results
The following graphs highlight the routes which relate to the Proposed Scheme in detail to show how the modelled

cumulative profile of time in seconds against distance travelled compares to the observed along the journey route.
The key journey time routes are 4 and 23 and the graphs for these are shown below for the AM peak period.
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Diagran6.15Journey Time Validation Pi&®oute 23 Outbound AM

The above figures show a good match between the 50/50 blend of the median and mean observed times and the
modelled times for JT Route 23, with the cumulative profile matching closely. For JT Route 4 the modelled is
slightly slow outbound although matching very closely with the mean

6.6.4.2 LT Results

The following graphs highlight the routes which relate best to the Proposed Scheme in detail to show how the
modelled profile compares to the observed along the journey route. The key journey time routes are 4 and 23 and
the graphs for these are shown below for the LT period.
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Diagran6.19Journey Time Validation Pi&oute 23 Outbound LT

The above figures show that the model matches the cumulative profile of observed journey time routes well with
similar peak and troughs along the route. As discussed previously, the LT is generally closest to the mean of the
observed TomTom data and so generally runs slower than the 50/50 blend as can be seen clearly in JT route 4.
JT Routes 23 matches within 15% of the 50/50 blend for the inbound movement while falling juts outside guidance
for the outbound movement at 17%.
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6.6.4.3 SR Results

The following graphs highlight the routes which relate best to the Proposed Scheme in detail to show how the
modelled profile compares to the observed along the journey route. The key journey time routes are 4 and 23 and
the graphs for these are shown below for the SR period.

SR, Route 4_Inbound (M1 Inbound)
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Diagran6.20Journey Time Validation Pi&oute 4 Inbound SR

SR, Route 4_Outbound (M1 Outbound)
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Diagran6.21Journey Time Validation Pi&oute 4 Outbound SR
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SR, Route 23_Inbound (Swords Road (SB))

—5R Med Cumulative SR Post =—S5SR Avg Cumulative SR Blend Cumulative

Diagrant.22Journey Time Validation Pi&oute 23 Inbound SR

SR, Route 23_Outbound (Swords Road (NB))

— SR Med Curmulative

SR Post  =——SR Awvg Cumulative SR Blend Cumulative

Diagran6.23Journey Time Validation Pi&®oute 23 Outbound SR

As with the LT period, the SR matches the cumulative profile of observed journey time routes well but is slower
compared to the 50/50 blend of mean/median in route 4 but performs well compared directly to the mean for the
outbound and is slightly slower than the mean in the inbound. The pattern for 23 is also similar for the LT, with
the modelled matching well against the 50/50 blend in both directions.
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6.6.4.4 PM Results

The following graphs highlight the routes which relate best to the Proposed Scheme in detail to show how the
modelled profile compares to the observed along the journey route. The key journey time routes are 4 and 23
and the graphs for these are shown below for the PM peak period.
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PM, Route 23_Inbound (Swords Road (SB))
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Within the PM period, the inbound and outbound journeys for route 23 and the outbound for route 4 match very
closely with the observed in terms of both the overall 50/50 blend time and the profile of the journey. The inbound
journey for route 4 is slightly slow compared to the 50/50 blend but matches well against the mean observed time.
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6.6.5 Summary

The summary of the performance of the LAM in the vicinity of the Proposed Scheme route is detailed below:

x  The LAM calibrates and validates well against link counts along the route of the proposed
scheme for all time periods.

x  The LAM calibrates and validates well against turning counts for all time periods.

x  The modelled journey times from the LAM in the vicinity of the Proposed Scheme is representative
of observed journey times, with the cumulative journey time profiles matching well for all time
periods.
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7. Micro-simulation Modelling

7.1 Introduction

Amicro-VLPXODWLRQ PRGHO KDV EHHQ GHYHORGSH® G W WX éhBEABHRERTR.W L Q X F
7KH pto-QH® Bidro-simulation model has been developed to assist in the operational validation of the scheme

designs and to provide a visualisation of scheme operability along with its impacts and benefits. The modelling of

the Proposed Scheme using the micro-simulation model has shown the differences in travel time for buses as

well as general traffic along the full length of the Proposed Scheme, including delay at individual locations. The
Proposed Scheme Micro-simulation model network is shown in Diagram 7.1 below

(D 0 1 2 km
1N i)

Diagran¥.1 Proposed Scheme Microsimulation Model Network
7.2  Micro-simulation Model Building

7.2.1 Background Mapping

The Proposed Scheme model has been built on a topographical survey which includes all lane markings, street
furniture, visible services, utility covers and boundary information.

Background mapping has been supplemented by video footage of the Proposed Scheme. This has been used to
better reflect how drivers treat yellow-box/hatched markings and (in the case of left-turning vehicles) other features
such as the end sections of bus lanes.
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7.2.2 Vehicle Types
The Proposed Scheme model includes a range of vehicle and pedestrian types as outlined in Table 7.1.

Table 7.1 Vehicle and Pedestrian Types

Type Number Type Name

101 Taxi

201 Car

301 LGV

401 OoGV1

402 OGV2 (permit holder)
403 OGV2 (other)
501 Bus

502 Tram

601 Cyclist (standard)
602 Cyclist (confident)
701 Pedestrian (man)
702 Pedestrian (woman)

7.2.3 Vehicle Speeds
7.2.3.1 Desired Speed Distributions

The Proposed Scheme PRGHO LQFOXGHY D UDQJH RI puGHVLUHG Vabld HZL AlBdpdedsU L E X W
shown are in kph and are industry standard.

Table 7.2: Desired Speed Distributions

25

1001 30 km/h £LV 35
1002 30 km/h £HV 20 30
2001 40 km/h =LV 35 45
2002 40 km/h £HV 30 40
3001 50 km/h LV 45 55
3002 50 km/h £HV 40 50
3501 60 km/h LV 55 65
3502 60 km/h £HV 50 60
4001 80 km/h LV 75 85
4002 80 km/h £HV 70 80
5001 100 km/h LV 88 130
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5002 100 km/h +HV 110
6001 Standard Cyclist 9 15
6002 Confident Cyclist 14 20

7.2.3.2 Reduced Speed Distributions

The Proposed Scheme PRGHO LQFOXGHY D UDQJH Rl pUHGXFHG VBH&G3. @ithinV U L E X
WKH PRGHO pUHGXFHG VSHHG DUHDVY KDYH EHHQ FRGHG WR UHIOHFW pV
IORZ IRU uDKHD G Al Beetsi shelv@ @e/kph.

Table 7.3: Reduced Speed Distributions

8001 15 km/h - 1550 Sat flow 15 20
8002 20 km/h - 1750 Sat flow 20 25
8003 25 km/h - 1900 Sat flow 25 30
8004 30 km/h - 1950 Sat flow 30 35
8005 40 km/h - 2050 Sat flow 40 45

7.2.4 Signal Control

The Proposed Scheme model utilises fixed-time signal plans based on the average of historical
SCATS/SCOOT/MOVA log data. Where necessary, green-times have been adjusted to better reflect the timings
in operation on the day of traffic data collection.

7.3 Micro-simulation Model Calibration and Validation

The Proposed Scheme micro-simulation model has been calibrated and validated using the traffic survey and
journey time data described in Section 5 in line with Project Appraisal Guidelines for National Roads Unit 5.1 -
Construction of Transport Models xTransport Infrastructure Ireland (PE-PAG-02015).

The GEH statistic has been adopted as the main indicator of the extent to which modelled flows match the
corresponding observed values. In keeping with PE-PAG-02015, GEH values of less than 5 have been targeted
in at least 85% of cases. Attempts have been made to far exceed this guidance to ensure that the micro-simulation
model is as accurate as possible in terms of traffic turning movements and journey times along the Proposed
Scheme. This ensures the model is fit for purpose to model the impacts and benefits of the Proposed Scheme
infrastructure measures.

The model is used predominantly in forecast mode as a design tool, with only the base year driver behaviours
and coding brought forward from the base models. The micro-simulation models use flows cordoned directly from
the LAM with the Proposed Scheme designs in place. To that end, the micro-simulation models are the operational
and micro-level front-end of the modelling suite used to test the Proposed Scheme traffic signal control strategies.
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7.4  Approach to Providing Bus Priority within the Micro-simulation
Model

7.4.1 Overview

One of the key motivations for developing the micro-simulation model for the Proposed Scheme was its ability to
emulate adaptive traffic signal control and a range of bus priority measures. This differs from both the LAM and
junction design models which assume fixed stage sequences and durations.

The general principle for implementing bus priority within the micro-simulation model is based on three levels. An
overview of these can be seen in Table 7.4 and Diagram 7.2 below.

Table 7.4: Principles for high, medium and low bus priority

Low x  For buses arriving at the end of green, apply one or more phase extension to enable buses to clear
the junction in the current stage.
Medium x  For buses arriving out of stage, truncate all non-priority stages to their minimum values.
x  Offer compensation green to all truncated phases during following cycle.
x  Offer phase extensions as per low priority.
High x  For buses arriving out of stage, truncate all non-priority phases to their minimum values and

immediately insert bus priority stage.
2Il1HU FRPSHQVDWLRQ JUHHQ DV SHU pPHGLXPY SULRULW\
X 2IIHU SKDVH H{WHQVLRQV DV SHU pORZY SULRULW\

x

O Bus detected
O Bus passes through junction
== Time saved

Normal Phasing

Phasing with Low Bus Priority

[ [
® o

Phasing with Medium Bus Priority

N
o o6

Phasing with High Bus Priority

N .
® o—

Diagran.2 Principles for highmedium and low bus priority

The eventual aspiration is for the Proposed Scheme to operate on a managed headway basis. However, a
simplified approach to modelling has been taken which offers either high, medium or low priority at all times,
regardless of the headway or lateness of an individual bus. This is due to services being modelled as discrete PT
lines.
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The approach to modelling also assumes bus priority to be applied to individual junctions rather than as part of a
linked sub-region. The decision to do so reflects the suburban nature of the Proposed Scheme and the reductions
in general traffic flows which are predicted following the introduction of the Proposed Scheme.

7.4.2 Location of Priority Loops

Within the Proposed Scheme micro-simulation model, bus detection using the following methods has been
assumed:
X In-JURXQG pVWRSOLQHY DQG pGHPDQGY GHWHFWRUV ORFDWHG
X 2SWLRQDO pSUHSDUHT GHWHFWRUV ORFDW H(@0nXis taalR abd IXUWKHU
X 2SWLRQDO pH[WHQVLRQY GHWHFWRUV ORFDWHG XS WR D IXUWKH

7KH XVH RI DGGLWLRQDO pSUHSDUHT DQG PH[WHQVLRQYT GHWHFWRUV KDY
placement of detectors is based on the speed of the road and the distance to upstream bus stops and/or junctions.

It is expected that the exact position of such detectors would be validated on site as a key part of the system
commissioning.
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8. Forecast Model Development

8.1 Introduction

The following section describes the process to develop the future year forecast models for the assessment of the
Proposed Scheme. The section presents detail on the forecast years for the opening and design years as well as
the assumptions on background schemes that are anticipated to be in place in these forecast years. The section
also presents the assumptions on the future year growth which uses forecast year runs of the ERM.

8.2 Proposed Scheme Forecast Assessment Years

The opening year for the scheme is assumed to be 2028, with a design year (opening + 15 years) assumed to be
2043. Transport modelling has therefore been undertaken for the base and two future years: 2028 and 2043.

X Base Year 2020
X Opening Year +2028
x Design Year +Opening Year plus 15 Year Forecast £2043

The assessments within the TIA and EIAR have been carried out in relation to the following scenarios:

X M'R I1RWKL:QKH p'R 1RWKLQJY VFHQDULR UHSUHVHQWYV WKH FXUU
conditions of the direct and indirect study areas without the Proposed Scheme in place and other
GDA Strategy projects. This scenario forms the reference case by which to compare the Proposed
6FKHPH p'R 6RPHWKLQJY IRU WKH TXDOLWDWLYH DVVHVVPHQWYV

X M'R OLQLPXPHH p'R OLQLPXPY VFHQDULR 2SHQLQJ <HDU 'HVLJ
the likely traffic and transport conditions of the direct and indirect study areas including for any
transportation schemes which have taken place, been approved or are planned for implementation,
without the Proposed Scheme in place. This scenario forms the reference case by which to compare
WKH 3URSRVHG 6FKHPH p'R 6RPHWKLQJY IRU WKH TXDQWLWDWLY

X M'R 6RPHWEKIZRHIUW'R 6RPHWKLQJYT VFHQD U L Raffitlargltr&hSpdrQcantitionk H O L |
of the direct and indirect study areas including for any transportation schemes which have taken
place, been approved or are planned for implementation, with the Proposed Scheme in place (i.e.
the Do Minimum scenario with the addition of the Proposed Scheme). The Do Something scenario
has been broken into two phases:

o0 Construction Phase (Construction Year 2024) *This phase represents the single worst-case
period which will occur during the construction of the Proposed Scheme.

0 Operational Phase (Opening Year 2028, Design Year 2043) +This phase represents when the
Proposed Scheme is fully operational.

8.3 Do Minimum Network

7KH IROORZLQJ VHFWLRQ FRQWDLQV WKH DSSURDFK WR WKH refetdheeORSP H
case models which is included within the transport modelling process (i.e. within the four tiers of modelling,
presented in Section 3, the ERM, LAM, Micro-simulation and junction models) against which the Proposed

Scheme has been assessed.

8.3.1 Do Minimum Transport Schemes

7KH FRUH p'R OLQLPXPY VFHQDULR LV EDVHG RQ WKH *UHDWHU203%EO0OLQ
proposals (hereafter referred to as the GDA Strategy). The opening year (2028) assumes a partial implementation

11 https://www.nationaltransport.ie/planning-and-investment/strategic-planning/greater-dublin-area-transport-strategy/
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of the GDA Strategy in line with the investment proposals contained within the Project Ireland 2040 National
Development Plan®2 (NDP) 2018-2027.

7KH *'$ 6WUDWHJ\ SURYLGHV D UREXVW EDVLV IRU WKH p'R OLQLPXPY VF
Scheme for the following reasons:

X The GDA Strategy is the approved statutory transportation plan for the region, providing a
framework for investment in transport within the region up to 2035;

x The GDA Strategy provides a consistent basis for the 'likely' future receiving environment that is
consistent with Government plans and Policies (Project Ireland 2040 National Planning Framework
(NPF) and NDP; and

X Schemes within the GDA Strategy are a means to deliver the set of objectives of the GDA Strategy.
The sequencing and delivery of the strategy is defined by the implementation plan, but the optimal
outcome of aiming to accommodate all future growth in travel demand on sustainable modes
underpins the Strategy.

8.4 Do Something Network

7KH 'R 6RPHWKLQJT 1HW ZR tidlinka3tFuCtX SeteMeR<Qaesodi®dd with the Proposed Scheme
LQ DGGLWLRQ WR WKRVH HOHPHQWY LQFOXGHG ZLWKLQ WKH p'R OLQLPXF

8.5 2028 and 2043 Forecast Year Scheme Definition

Table8.1 EHORZ RXWOLQHV WKH VFKHPHY WKDW DUH LQFOXGHG LQ WKH [
forecast year scenarios.

Table8.1 GDA Strategy / NDP Schemes

GDA Strategy / NDP Schemes 2028 2043

Scheme
Description DoMin DoSom DoMin DoSom
Reference

Heavy Rail Infrastructure

. DART+ Programme (non-tunnel elements) including additional 9 9 9 9
stations at Cabra, Pelletstown, Woodbrook, Kylemore and Glasnevin
HR2 DART+ Tunnel Element (Kildare Line to Northern Line) X X 9 9

Light Rail Infrastructure

LR1 MetroLink (to Charlemont) X X 9 9

LR2a LUAS Cross City incorporating LUAS Green Line Capacity 9 9 X X
Enhancement - Phase 1

LR3 LUAS Green Line Capacity Enhancement - Phase 2 X X 9 9

LR4 Finglas LUAS (Green Line extension Broombridge to Finglas) X X 9 9

12 https://www.gov.ie/en/policy-information/07e507-national-development-plan-2018-2027/
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GDA Strategy / NDP Schemes 2028 -

Scheme _ ; i
Description DoMin DoSom DoMin
Reference
LR5 Extension of LUAS Green Line to Bray X X 9 9
LR6 Lucan LUAS X X 9 9
LR7 Poolbeg LUAS X X X X
R Metro South (Metro!_lnk extension Charlemont to Sandyford on X X X X
LUAS Green Line alignment)
BusConnects
BC1 Radial Proposed Core Bus Corridor (Proposed Scheme) X 9 X 9
BC2 BusConnects Fares / Ticketing Proposals 9 9 9 9
BC3 BusConnects Network Redesign (Routes and Services) 9 9 9 9
BC4 Orbital Core Bus Corridors (Proposed Scheme) X X X X
Park and Ride
PR1 Rail and Bus based P&R provision (partial implementation by 2028) 9 9 9 9
Cycling
oyl Grea.lter Dublin Area Cycle Network Plan (excluding Radial Core Bus 9 9 9 9
Corridor elements)
Greater Dublin Area Cycle Network Plan (including Radial Core Bus
cv2 , 4 (including X 9 X 9
Corridor elements)
National Roads
Reconfiguration of the N7 from its junction with the M50 to Naas, to
NR1 rationalise junctions and accesses in order to provide a higher level X X 9 9
of service for strategic traffic travelling on the mainline
Junction upgrades and other capacity improvements on the M1
NR2 motorway, including additional lanes south of Drogheda, where X X 9 9
required
NR3 Widening of the M7 between Junction 9 (Naas North) and Junction 9 9 9 9
11 (M7/M9) to provide an additional lane in each direction
Widening of the M50 to three lanes in each direction between
NR4 Junction 14 (Sandyford) and Junction 17 (M11) plus related junction | X X 9 9
and other changes
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GDA Strategy / NDP Schemes 2028 2043

Scheme _ F i
Description DoMin DoSom DoMin DoSom
Reference
Reconfiguration of the N4 from its junction with the M50 to Leixlip to
NRS5 rationalise accesses and to provide additional capacity at the X X 9 9
Quarryvale junction
Capacity enhancement and reconfiguration of the M11/N11 from
Junction 4 (M50) to Junction 14 (Ashford) inclusive of ancillary and
NR6 associated road schemes, to provide additional lanes and upgraded 9 9 9 9
junctions, plus service roads and linkages to cater for local traffic
movements
Enhancements of the N2/M2 national route inclusive of a bypass of
Slane, to provide for additional capacity on the non-motorwa
NR7 @ 70 prov e . Y X X 9 9
sections of this route, and to address safety issues in Slane village
associated with, in particular, heavy goods vehicles
Widening of the N3 between Junction 1 (M50) and Junction 4
NR8 (Clonee), plus related junction and necessary changes to the existing | X X 9 9
national road network
Development of a road link connecting from the southern end of the
NR9 Dublin Port Tunnel to the South Port area, which will serve the South | X X 9 9
Port and adjoining development areas
Regional and Local Roads
RR1 N3 Castaheany Interchange Upgrade 9 9 9 9
RR2 N3 #N4: Barnhill to Leixlip Interchange 9 9 9 9
North-South Road *west of Adamstown SDZ linking N7 to N4 and
RR3 _ 9 9 9 9
on to Fingal
RR4 Glenamuck District Distributor Road 9 9 9 9
RR5 Leopardstown Link Road Phase 2 9 9 9 9
RR6 Porterstown Distributor Link Road 9 9 9 9
RR7 R126 Donabate Relief Road: R132 to Portrane Demesne 9 9 9 9
RR8 Oldtown-Mooretown Western Distributor Link Road 9 9 9 9
RR9 Swords Relief Road at Lord Mayors 9 9 9 9
RR10 Poolbeg development roads 9 9 9 9
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GDA Strategy / NDP Schemes 2028 2043
Scheme . F i
Description DoMin DoSom DoMin DoSom
Reference
9 9 9

RR11 Cherrywood development roads 9

RR12 Clonburris development roads 9 9 9 9

Demand Management

DM1 Dublin City Centre Parking Constraint 9 9 9 9

DM2a M50 Demand Management Measures - Variable Speed Limits 9 9 9 9

DM2b M50 Demand Management Measures - Multi-point tolling X X 9 9
Implement demand management measures to address congestion

DM3 P g d X X 9 9

issues on the radial national routes approaching the M50 motorway

Further demand management measures that ensure that a maximum
45% car commuter mode share is achieved.

DM4 _ . X X 9 9
(* For clarity, measures DM2a, DM2b and DM3 are not explicitly

modelled but are considered to be included as part of the suite of
measures to achieve the above mode share target)

8.6 Forecast Travel Demand

Transport demand is a key input to the modelling process, which is directly related to the land-use data fed into
the NTA ERM at the outset of the modelling process. Population, Employment and Education attractions must be
prepared and defined at the Census Small Area (CSA) level to be input to the RMS.

The NTA has defined a 2040 National Planning Framework (NPF) planning sheet, based on 2016 Census data,
regional growth projections and their knowledge of Local Authority development plans. Population, Employment
and Education attraction growth are located in areas that are likely to be developed between now and 2040.

The NTA has provided the necessary planning sheets for the forecast assessment years (2028, 2043), which has
EHHQ GHULYHG E\ OLQHDU LQWHUSRODWLRQ EHWZHHQ WKH &HQVXV
planning sheet. It has been assumed that the demand forecasts are fixed with no change in distribution for
scenario testing.

Forecast reference case scenarios have been created for the agreed forecast years for the CBC Infrastructure
Works. The scheme opening year (2028) is based on the investment priorities contained within the National
Development Plan (NDP), whilst the Design Year (2043 + Opening year plus 15) is based on the full
implementation of the GDA Strategy measures.

Itis envisaged that the population will grow by 11% up to 2028 and 25% by 2043 (above 2016 census data levels).
Similarly, employment growth is due to increase by 22% by 2028 and 49% by 2043 (Source: NTA Reference
Case Planning Sheets 2028, 2043). The assessment also assumes that goods vehicles (HGVs and LGVS)
continue to grow in line with forecasted economic activity with patterns of travel remaining the same. For example,



Environmental Impact Assessment Report (EIAR) Volume 4 of 4
Appendices

the modelling assumes a 45% and 77% increase in goods traffic versus the base year in 2028 and 2043
respectively.

The GDA Strategy (along with existing supply side capacity constraints e.g., parking availability, road capacity
etc.) has the effect of limiting the growth in car demand on the road network into the future. This is shown
diagrammatically in Diagram 8.1. Total trip demand (indicated by the dashed line) will increase into the future in
line with demographic growth (population and employment levels etc.). To limit the growth in car traffic and to
ensure that this demand growth is catered for predominantly by sustainable modes, a number of measures will
be required, that include improved sustainable infrastructure and priority measures delivered as part of the
NDP/GDA Strategy. In addition to this, demand management measures will play a role in limiting the growth in
transport demand, predominantly to sustainable modes only. The result will be only limited or no increases overall
in private car travel demand. The Proposed Scheme will play a key role in this as part of the wider package of
GDA Strategy measures.

In general, total trip demand (combining all transport modes) will increase into the future in line with population

and employment growth. A greater share of the demand will be by sustainable modes (Public Transport (PT),
Walking, Cycling). Private car demand will still grow but not linearly in line with demographics.

Management

GDA Strategy
Infrastructure

NDP Infrastructure

GDA
Strategy

Diagran8.1 Trip Demand Growth and the GDA Strategy

In terms of the transport modelling scenarios for the traffic and transport assessment, as per the Strategy
proposals, there are no specific demand management measures included in the Do Minimum scenario in the 2028
Opening year, other than constraining parking availability in Dublin at existing levels. For the design year, 2043
scenario, a proxy for a suite of demand management measures is included in the Do Minimum (Ref: DM4) in line
with the target to achieve a maximum 45% car driver commuter mode share target, across the GDA, as outlined
in the Strategy.

8.6.1 LAM Forecast Matrix Development

Prior forecast trip matrices for the LAM in 2028 and 2043 are developed based on a cordon of the Proposed
Scheme ERM 2028 and 2043 Do Minimum and Do Something models. To produce the LAM forecast year
matrices, the trip end growth between the 2020 and 2028 / 2043 ERM cordoned matrices has been applied to
each of the LAM time period (AM, LT, SR, PM) calibrated base models to produce the equivalent 2028 and 2043
matrices. Diagram 8.2 below gives a graphical overview of the approach to creating the 2028 LAM demand
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matrices for the Proposed Scheme. The 2043 matrices are created in the same manner using 2043 runs of the
ERM.

~

ERM Runs

LAM Zones
2020 Calibrated &

Validated Trip Ends
Zone Disaggregation

ERM to LAM Zone Growth in Zonal Trip

2028 Trip Ends
' Disaggregation ' Ends (2028 vs 2020) P

Furness Procedure

2028 LAM Matrix

DiagranB8.2 LAM Forecast Matrix Development Process
8.6.2 Microsimulation Forecast Matrix Development
8.6.2.1 Overview

Forecast trip matrices for the Proposed Scheme micro-simulation model in 2028 and 2043 have been developed
based outputs from the LAM.

8.6.2.2 Do-Minimum Scenario

In the case of the Do Minimum Scenario, cordon matrices have been extracted from the 2028/2043 Do Minimum

LAM for the areas covered by the Proposed Scheme micro-simulation model. Cordon matrices have been
PLXQVWDFNHGY DQG FRQYHUWHG IURP SFXV LQWR YHKLFOHV EHIRUH EH
structure in the micro-simulation models.

Hourly demand for the micro-VLPXODWLRQ PRGHO pVKRXOGHUY KRXUV KDV EHHQ GH
08:00-09:00 and 17:00-18:00 Do Minimum matrices based on the relative number of trips simulated in each of
the hours within the 2020 base year micro-simulation model.

With hourly 2028/2043 Do Minimum demand matrices for each of the hours simulated by the micro-simulation
models derived, demand has been disaggregated into 15-minute arrivals using the profiles from the 2020 base
year micro-simulation model.

,Q WKH FDVH RI F\FOLVWV ZKLFK DUH QRW PRGHOOHG LQ WKH /$0 uHJIJORE
2020 base year micro-simulation model to reflect the 2028 and 2043 Do Minimum scenario.
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8.6.2.3 Do-Something Scenario

Development of the 2028 and 2043 Do Something micro-simulation demand follows a similar process to that of
the Do Minimum.

In this case, cordon matrices have been extracted from the 2028/2043 Do Something LAM for the areas
covered by the micro-simulation model before being converted into vehicles and compressed into a consistent
zone structure.

Production of demand for the micro-simulation Do Something shoulder hours and use of 15-minute profiles from
the micro-simulation base model has been applied as per the Do Minimum.

WiwK UHJDUGVY WR F\FOLVWYV JpJOREDOY XSOLIWYV KDYH EHHQ-dn8uBidhHG WF
model to reflect the 2028 and 2043 Do Minimum scenario.
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Appendix A. Full Local Area Model Calibration and Validation

Al Introduction

This appendix provides further details on the calibration and validation process and results for the full Local Area
Model which covers most of the urban area of Dublin.

A.2 LAM Prior Matrix Factoring

An initial step in the calibration of the LAM is to adjust the prior trip matrix provided from the ERM to better
represent observed trip patterns at a strategic level to more recent traffic survey data. The disaggregated prior
matrix extracted from the ERM was assigned to the LAM road network. Modelled flows were then compared to
observed count data at identified screenlines® to establish whether the model was accurately representing key
movements within the study area. These screenlines represent two cordons, an outer cordon around the M50 and
an inner cordon around the central canal area (bounded generally by the Grand Canal and Royal Canal). The
coverage of the screenlines is detailed below in Apx Diagram A.1.

&
~ — = i—‘ N

——— Central Screenlines
~——— M50 Screenlines

Apx Diagram ACalibration Screenline Coverage

This coverage consists of 13 individual screenlines which have been identified for the LAM calibration, namely:

13 A screenline is a set of count locations that have been grouped together to form a line of counts. It is used to understand trip patterns at a more
aggregate level
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Canal North
Canal Northeast
Canal Northwest
Canal Southeast
Canal Southwest
M50 N Cordon
M50 NE Cordon
M50 NW Cordon
M50 S Cordon
M50 SE Cordon
M50 SW Cordon
M50 W Cordon
River Liffey
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Apx Table A.1 outlines the comparison between modelled and observed traffic flows at each of the screenlines
for the disaggregated ERM matrix. The results indicate a significant difference in flows, in particular, for
movements entering/exiting the model via the western boundary, and traffic exiting to the north and entering from
the east.

Apx Table A AM ERM Disaggregated Matrix Screenline Comparison

| canalNorth - Inbound | 1874 2250 20%

Canal North - Outbound 1289 1766 37% 12.2
Canal Northeast - Inbound 2346 2779 18% 8.5
Canal Northeast - Outbound 1712 1327 22% 9.9
Canal Northwest - Inbound 3176 3600 13% 7.3
Canal Northwest - Outbound 1758 2440 39% 14.9
Canal Southeast - Inbound 4053 4848 20% 11.9
Canal Southeast - Outbound 3012 3625 20% 10.6
Canal Southwest - Inbound 5288 5266 0% 0.3
Canal Southwest - Outbound 3324 4168 25% 13.8
M50 N Cordon - Inbound 6727 5412 20% 16.9
M50 N Cordon - Outbound 4929 4763 3% 2.4
M50 NE Cordon - Inbound 3337 3445 3% 1.8
M50 NE Cordon - Outbound 2438 2627 8% 3.8
M50 NW Cordon - Inbound 5991 6596 10% 7.6
M50 NW Cordon - Outbound 5209 5032 3% 25
M50 S Cordon - Inbound 7107 6342 11% 9.3
M50 S Cordon - Outbound 4541 4561 0% 0.3
M50 SE Cordon - Inbound 5759 5411 6% 4.7
M50 SE Cordon - Outbound 3355 3195 5% 2.8
M50 SW Cordon - Inbound 9219 7644 17% 17.2
M50 SW Cordon - Outbound 6628 6300 5% 4.1
M50 W Cordon - Inbound 4864 4730 3% 1.9
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bserved Flow Modelled Flow _

Screenline % Difference

M50 W Cordon - Outbound 2993 3614 21% 10.8
River Liffey - Northbound 4453 5021 13% 8.3
River Liffey - Southbound 6019 6781 13% 9.5

Apx Table LT ERM Disaggregated Matrix Screenline Comparison

| canalNorth - Inbound | 1545 1658 7%

Canal North - Outbound 1419 1717 21% 7.5
Canal Northeast - Inbound 1895 1908 1% 0.3
Canal Northeast - Outbound 1651 1623 2% 0.7
Canal Northwest - Inbound 2077 2141 3% 14
Canal Northwest - Outbound 1911 2051 7% 3.1
Canal Southeast - Inbound 3200 3414 7% 3.7
Canal Southeast - Outbound 2923 3083 5% 2.9
Canal Southwest - Inbound 3604 3548 2% 0.9
Canal Southwest - Outbound 3581 4451 24% 13.7
M50 N Cordon - Inbound 4541 4083 10% 7.0
M50 N Cordon - Outbound 4880 4509 8% 5.4
M50 NE Cordon - Inbound 2419 2394 1% 0.5
M50 NE Cordon - Outbound 2513 2315 8% 4.0
M50 NW Cordon - Inbound 3923 4071 4% 2.3
M50 NW Cordon - Outbound 3673 3851 5% 2.9
M50 S Cordon - Inbound 3859 3931 2% 11
M50 S Cordon - Outbound 3643 3986 9% 5.6
M50 SE Cordon - Inbound 2470 2765 12% 5.8
M50 SE Cordon - Outbound 2611 2824 8% 4.1
M50 SW Cordon - Inbound 6511 5722 12% 10.1
M50 SW Cordon - Outbound 5601 5397 4% 2.8
M50 W Cordon - Inbound 2981 3162 6% 3.3
M50 W Cordon - Outbound 3213 3254 1% 0.7
River Liffey - Northbound 4329 5109 18% 114
River Liffey - Southbound 4750 5473 15% 10.1

Apx Table B.SR ERM Disaggregated Matrix Screenline Comparison

| canalNorth - Inbound | 1417 1578 11%

Canal North - Outbound 1661 1793 8% 3.2
Canal Northeast - Inbound 1898 1767 7% 3.1
Canal Northeast - Outbound 1991 2019 1% 0.6
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bserved Flow Modelled Flow

% Difference

Screenline

Canal Northwest - Inbound 2134 2133 0%

Canal Northwest - Outbound 2500 2468 1% 0.6
Canal Southeast - Inbound 3077 3485 13% 7.1
Canal Southeast - Outbound 3244 3274 1% 0.5
Canal Southwest - Inbound 3355 3409 2% 0.9
Canal Southwest - Outbound 4532 4944 9% 6.0
M50 N Cordon - Inbound 4685 4250 9% 6.5
M50 N Cordon - Outbound 5469 5389 1% 1.1
M50 NE Cordon - Inbound 2724 2490 9% 4.6
M50 NE Cordon - Outbound 3191 2524 21% 12.5
M50 NW Cordon - Inbound 4192 4430 6% 3.6
M50 NW Cordon - Outbound 4501 4877 8% 5.5
M50 S Cordon - Inbound 4080 3802 7% 4.4
M50 S Cordon - Outbound 4641 4822 4% 2.6
M50 SE Cordon - Inbound 2936 2772 6% 3.1
M50 SE Cordon - Outbound 3249 3514 8% 4.6
M50 SW Cordon - Inbound 6794 5872 14% 11.6
M50 SW Cordon - Outbound 7107 6347 11% 9.3
M50 W Cordon - Inbound 3021 3077 2% 1.0
M50 W Cordon - Outbound 3866 3538 8% 5.4
River Liffey - Northbound 4690 5733 22% 14.5
River Liffey - Southbound 4628 5258 14% 9.0

Apx Table APM ERM Disaggregated Matrix Screenline Comparison

Canal North - Inbound 1476 1679 14%

Canal North - Outbound 1630 2101 29% 10.9
Canal Northeast - Inbound 1999 2014 1% 0.3
Canal Northeast - Outbound 2458 2303 6% 3.2
Canal Northwest - Inbound 2202 2385 8% 3.8
Canal Northwest - Outbound 3407 3230 5% 3.1
Canal Southeast - Inbound 3191 3889 22% 11.7
Canal Southeast - Outbound 3631 3992 10% 5.9
Canal Southwest - Inbound 3317 3510 6% 3.3
Canal Southwest - Outbound 5194 5796 12% 8.1
M50 N Cordon - Inbound 5417 5277 3% 1.9
M50 N Cordon - Outbound 6300 6198 2% 1.3
M50 NE Cordon - Inbound 2726 2525 7% 3.9
M50 NE Cordon - Outbound 3237 3075 5% 2.9
M50 NW Cordon - Inbound 4927 4978 1% 0.7
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M50 NW Cordon - Outbound 6011 6307 5% 3.8
M50 S Cordon - Inbound 4843 4631 4% 3.1
M50 S Cordon - Outbound 6085 6155 1% 0.9
M50 SE Cordon - Inbound 3360 3409 1% 0.8
M50 SE Cordon - Outbound 4393 4262 3% 2.0
M50 SW Cordon - Inbound 6527 5719 12% 10.3
M50 SW Cordon - Outbound 7013 7163 2% 1.8
M50 W Cordon - Inbound 2779 3360 21% 10.5
M50 W Cordon - Outbound 4811 5185 8% 5.3
River Liffey - Northbound 5396 5980 11% 7.8
River Liffey - Southbound 4942 5289 7% 4.9

In order to provide a better starting point for model calibration, the disaggregated ERM matrix was factored at a
screenline level to better represent observed traffic volumes. Two-week ATC data was available at all roads
entering the M50 and canal screenline boundaries, and as such, give a good representation of average traffic
flows entering/exiting the model area in the AM, LT, SR and PM peak hours.

Select link analysis was undertaken to identify origin-destination (OD) movements passing each screenline, and
factors were applied to closer align total modelled screenline flows with observed movement patterns.

The results of the screenline factoring process are presented in Apx Table A.5 to Apx Table A.8. The results
indicate a significant improvement in correlation between modelled and observed flows when compared to the
pre-factoring results in Apx Table A.1 to Apx Table A.4. Whilst the results represent an improvement, there are
still some differences at some screenlines. However, the factored matrix provides an improved representation of
observed traffic movements to/from the model area, and as such, was taken forward to the next stages in the
calibration process.

Apx Table A.AM Postactoring Matrix Screenline Comparison

Canal North - Inbound 1874 2195 17%

Canal North - Outbound 1289 1720 33% 11.1
Canal Northeast - Inbound 2346 2524 8% 3.6
Canal Northeast - Outbound 1712 1377 20% 8.5
Canal Northwest - Inbound 3176 3478 10% 5.2
Canal Northwest - Outbound 1758 2306 31% 12.2
Canal Southeast - Inbound 4053 4449 10% 6.1
Canal Southeast - Outbound 3012 3407 13% 7.0
Canal Southwest - Inbound 5288 5254 1% 0.5
Canal Southwest - Outbound 3324 3975 20% 10.8
M50 N Cordon - Inbound 6727 5635 16% 13.9
M50 N Cordon - Outbound 4929 4539 8% 5.7
M50 NE Cordon - Inbound 3337 3408 2% 1.2
M50 NE Cordon - Outbound 2438 2430 0% 0.2
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M50 NW Cordon - Inbound 5991 6667 11% 8.5
M50 NW Cordon - Outbound 5209 5094 2% 1.6
M50 S Cordon - Inbound 7107 6710 6% 4.8
M50 S Cordon - Outbound 4541 4525 0% 0.2
M50 SE Cordon - Inbound 5759 5682 1% 1.0
M50 SE Cordon - Outbound 3355 3185 5% 3.0
M50 SW Cordon - Inbound 9219 8249 11% 104
M50 SW Cordon - Outbound 6628 6342 4% 3.5
M50 W Cordon - Inbound 4864 4975 2% 1.6
M50 W Cordon - Outbound 2993 3495 17% 8.8
River Liffey - Northbound 4453 4700 6% 3.7
River Liffey - Southbound 6019 6416 7% 5.0

Apx Table A.LT PostFactoring Matrix Screenline Comparison

. . . ‘

| canalNorth-Inbound | 1545 1676 8%

Canal North - Outbound 1419 1720 21% 7.6
Canal Northeast - Inbound 1895 1959 3% 15
Canal Northeast - Outbound 1651 1650 0% 0.0
Canal Northwest - Inbound 2077 2140 3% 14
Canal Northwest - Outbound 1911 2062 8% 34
Canal Southeast - Inbound 3200 3421 7% 3.8
Canal Southeast - Outbound 2923 3122 7% 3.6
Canal Southwest - Inbound 3604 3520 2% 14
Canal Southwest - Outbound 3581 4468 25% 14.0
M50 N Cordon - Inbound 4541 4234 7% 4.6
M50 N Cordon - Outbound 4880 4648 5% 34
M50 NE Cordon - Inbound 2419 2438 1% 0.4
M50 NE Cordon - Outbound 2513 2352 6% 3.3
M50 NW Cordon - Inbound 3923 4091 4% 2.6
M50 NW Cordon - Outbound 3673 3927 7% 4.1
M50 S Cordon - Inbound 3859 3966 3% 1.7
M50 S Cordon - Outbound 3643 4063 12% 6.8
M50 SE Cordon - Inbound 2470 2777 12% 6.0
M50 SE Cordon - Outbound 2611 2853 9% 4.6
M50 SW Cordon - Inbound 6511 5817 11% 8.8
M50 SW Cordon - Outbound 5601 5617 0% 0.2
M50 W Cordon - Inbound 2981 3186 7% 3.7
M50 W Cordon - Outbound 3213 3311 3% 1.7
River Liffey - Northbound 4329 5109 18% 11.4
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‘ 5556 17% ‘ 11.2

River Liffey - Southbound

Apx Table A.SR PosFactoring Matrix Screenline Comparison

R R

Canal North - Inbound 1417 1517 7% 2.6
Canal North - Outbound 1661 1746 5% 2.1
Canal Northeast - Inbound 1898 1733 9% 3.9
Canal Northeast - Outbound 1991 1796 10% 45
Canal Northwest - Inbound 2134 2072 3% 1.4
Canal Northwest - Outbound 2500 2402 4% 2.0
Canal Southeast - Inbound 3077 3187 4% 2.0
Canal Southeast - Outbound 3244 3222 1% 0.4
Canal Southwest - Inbound 3355 3287 2% 1.2
Canal Southwest - Outbound 4532 4850 7% 4.6
M50 N Cordon - Inbound 4685 4527 3% 2.3
M50 N Cordon - Outbound 5469 5691 4% 3.0
M50 NE Cordon - Inbound 2724 2582 5% 2.7
M50 NE Cordon - Outbound 3191 2768 13% 7.7
M50 NW Cordon - Inbound 4192 4383 5% 2.9
M50 NW Cordon - Outbound 4501 4861 8% 5.3
M50 S Cordon - Inbound 4080 3955 3% 2.0
M50 S Cordon - Outbound 4641 4819 4% 2.6
M50 SE Cordon - Inbound 2936 2940 0% 0.1
M50 SE Cordon - Outbound 3249 3432 6% 3.2
M50 SW Cordon - Inbound 6794 6162 9% 7.8
M50 SW Cordon - Outbound 7107 6574 7% 6.4
M50 W Cordon - Inbound 3021 3099 3% 14
M50 W Cordon - Outbound 3866 3663 5% 3.3
River Liffey - Northbound 4690 5304 13% 8.7
River Liffey - Southbound 4628 5116 11% 7.0

Apx Table 8.PM Posfactoring Matrix Screenline Comparison

R R . ”

| canalNorth - Inbound | 1476 1600 8%

Canal North - Outbound 1630 2055 26% 9.9
Canal Northeast - Inbound 1999 1948 3% 11
Canal Northeast - Outbound 2458 2152 12% 6.4
Canal Northwest - Inbound 2202 2210 0% 0.2
Canal Northwest - Outbound 3407 3130 8% 4.8
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R R

Canal Southeast - Inbound 3191 3611 13%

Canal Southeast - Outbound 3631 3692 2% 1.0
Canal Southwest - Inbound 3317 3308 0% 0.2
Canal Southwest - Outbound 5194 5502 6% 4.2
M50 N Cordon - Inbound 5417 5279 3% 1.9
M50 N Cordon - Outbound 6300 6046 4% 3.2
M50 NE Cordon - Inbound 2726 2523 7% 4.0
M50 NE Cordon - Outbound 3237 3179 2% 1.0
M50 NW Cordon - Inbound 4927 4793 3% 1.9
M50 NW Cordon - Outbound 6011 6367 6% 4.5
M50 S Cordon - Inbound 4843 4778 1% 0.9
M50 S Cordon - Outbound 6085 6087 0% 0.0
M50 SE Cordon - Inbound 3360 3594 7% 4.0
M50 SE Cordon - Outbound 4393 4201 4% 2.9
M50 SW Cordon - Inbound 6527 6126 6% 5.0
M50 SW Cordon - Outbound 7013 7060 1% 0.6
M50 W Cordon - Inbound 2779 3398 22% 11.1
M50 W Cordon - Outbound 4811 5175 8% 5.1
River Liffey - Northbound 5396 5550 3% 2.1
River Liffey - Southbound 4942 4993 1% 0.7

A2.1 Pre-estimation Calibration Check

The factored prior matrix was assigned to the pre-calibration LAM road network to determine how well the LAM
replicated observed traffic volumes. The results of this are outlined in Apx Table A.9.

Apx Table A.Traffic Count Calibration Statistics (pre Matrix Estimation)

Criteria Individual flows within Individual flows within Individual flows within 400 Individual flows
100 v/h for flows less 15% for flows between v/h for flows greater than +GEH <5
than 700 v/h 700 & 2,700 v/h 2,700 v/h

AM Car 58% 58%
LGV 98% 80%
HGV 97% 85%
LT Car 60% 56%
LGV 97% 78%
HGV 98% 83%
SR Car 56% 53%
LGV 98% T7%
HGV 98% 82%
PM Car 52% 51%
LGV 97% 73%
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Individual flows within Individual flows within Individual flows within 400 Individual flows
100 v/h for flows less 15% for flows between v/h for flows greater than +GEH <5
than 700 v/h 700 & 2,700 v/h 2,700 v/h

The results indicate a good performance in terms of flow criteria and GEH for both LGV and HGVs in the prior
demand. However, the car results are outside of guideline recommendations. In particular, the percentage of total
traffic at all count locations with a GEH less than 5 is modest across all time periods with 58% in the AM, 56% in
the LT, 53% in the SR and 51% in the PM. The results for the individual flow criteria are also at a similar level

Based on the above, it was decided that further calibrationadu VWPHQWV LQFOXGLQJ pODWUL[ (VWL
for AM, LT, SR and PM prior matrices to improve the fit between model flows and observed traffic volumes.

A.2.2 Matrix Estimation

HMODWUL[ (VWLPDWLRQY LV D SURFHVV XVHG W RniddBed dox&tion bdhGeead EbBIisQ G VR
and modelled flows. The base prior matrix is fed into a SATURN programme called SATME2. SATME2 then

adjusts origin-destination patterns to produce a trip demand matrix that better replicates traffic counts when
assigned to the network.

The prior matrix is adjusted only after all options for improving the network are exhausted. Any matrix adjustment
must significantly improve the match between observed and modelled flows, and not introduce more trips into a
zone than could realistically be expected. Controls are placed on zones to ensure that the trip demand generated
is sensible and in line with census population and employment statistics and that the donor trip distribution
provided by the ERM is not adjusted too much to maintain direct compatibility between the ERM and LAM.

The algorithm driving the SATME2 estimation process tends to reduce long trips in place of chains of short trips,
especially when counts are spread over the entire area, which may not fully reflect reality. Constraints are
therefore placed on the adjustment process to protect the number of movements and distribution of the trips
contained within the original car trip matrix.

A.2.3 Post-estimation Calibration

7KH SRVW pODWUL[ (VWLPDWd-tBs@zfl aBd&t the© TH Bnd TAX& Elfbration criteria to assess
performance. This was undertaken in an iterative process, with adjustments made to the road network where
necessary to facilitate a better correspondence between model and observed flows e.g. altering junction capacity
to facilitate count demand, fixing routing issues and rat-running etc.

A calibration and validation dashboard was created to identify areas of the network requiring
adjustment/improvement that was not meeting the calibration guidelines. Once all options for network
LPSURYHPHQW ZHUH H[KDXVWHG nDOAEnf dohidve B eWet Razlf bEétbeénuniddelled

DQG REVHUYHG IORZY 7KH LWHUDWLRQ EHWZHHQ QHWZRUN DOWtHe) DWLR
calibration criteria had been achieved.

A2.4 Traffic Flow and GEH Calibration Results

Apx Table A.10 summarises the traffic flow and GEH calibration results for the LAM after the matrix estimation
process, for each of the modelled time periods.
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Apx TableA.10Traffic Count Calibration Statistics (Post Matrix Estimation)

Criteria Individual flows within Individual flows within Individual flows within 400 | Individual flows
100 v/h for flows less 15% for flows between v/h for flows greater than +GEH < 5
than 700 v/h 700 & 2,700 v/h 2,700 v/h
HGV 98% 88%
LT Car 82% 79%
LGV 99% 90%
HGV 99% 91%
SR Car 80% 78%
LGV 99% 88%
HGV 98% 91%
PM Car 76% 74%
LGV 98% 87%
HGV 98% 88%

The results in Apx Table A.10 demonstrate that a good calibration has been achieved across the four modelled
times periods at the individual link level. All criteria is met for LGV and LGV for both absolute/percentage difference
and GEH. For private cars, when looking at the absolute/percentage difference results, all time periods are
generally close to the 85% guidance with 79% for AM, 82% for LT, 80% for SR and 76% for PM. GEH criteria
results are generally in the mid to high 70s for each time period apart from the PM which matches in 74% of
cases.

Screenline Flows

As noted in previously, counts have been grouped into screenlines covering movements into/out of the LAM from
the North, West and South as well as a similar cordon within Dublin city centre.

The comparison between modelled and observed traffic flows at each of the screenlines is presented in Apx Table
A.11 to Apx Table A.14 for the AM, LT, SR and PM peak hours.

Apx Table A1AM Screenlin€alibration Statistics (PeSstimation)2Total Flows

Observed Flow Modelled Flow % Difference GEH
0.2

1874 1884 1%
Canal North - Outbound 1289 1452 13% 4.4
Canal Northeast - Inbound 2346 2211 6% 2.8
Canal Northeast - Outbound 1712 1448 15% 6.6
Canal Northwest - Inbound 3176 2610 18% 10.5
Canal Northwest - Outbound 1758 1922 9% 3.8
Canal Southeast - Inbound 4053 3988 2% 1.0
Canal Southeast - Outbound 3012 2873 5% 2.6
Canal Southwest - Inbound 5124 5221 2% 14
Canal Southwest - Outbound 3317 3260 2% 1.0
M50 N Cordon - Inbound 6727 6331 6% 4.9
M50 N Cordon - Outbound 4929 4396 11% 7.8
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Observed Flow Modelled Flow % Difference GEH

M50 NE Cordon - Inbound 3399 3230 5% 29
M50 NE Cordon - Outbound 2447 2392 2% 11
M50 NW Cordon - Inbound 5739 5828 2% 1.2
M50 NW Cordon - Outbound 5209 5019 4% 2.7
M50 S Cordon - Inbound 7107 6421 10% 8.3
M50 S Cordon - Outbound 4541 4378 4% 2.4
M50 SE Cordon - Inbound 5759 5640 2% 1.6
M50 SE Cordon - Outbound 3355 3243 3% 2.0
M50 SW Cordon - Inbound 9219 8680 6% 5.7
M50 SW Cordon - Outbound 6628 6222 6% 5.1
M50 W Cordon - Inbound 4746 4897 3% 22
M50 W Cordon - Outbound 3217 3235 1% 0.3
River Liffey - Northbound 4453 4317 3% 2.1
River Liffey - Southbound 6019 5289 12% 9.7
Canal North - Inbound 1874 1884 1% 0.2

Apx Table A2LT Screenline Calibration Statistics (fa¢imation)?2 Total Flows

Canal North - Inbound 1545 1599 3%

Canal North - Outbound 1419 1563 10% 3.7
Canal Northeast - Inbound 1895 1729 9% 3.9
Canal Northeast - Outbound 1651 1446 12% 5.2
Canal Northwest - Inbound 2077 1945 6% 2.9
Canal Northwest - Outbound 1911 1924 1% 0.3
Canal Southeast - Inbound 3200 3094 3% 1.9
Canal Southeast - Outbound 2923 2718 7% 3.9
Canal Southwest - Inbound 3499 3758 7% 43
Canal Southwest - Outbound 3655 3594 2% 1.0
M50 N Cordon - Inbound 4541 4232 7% 4.7
M50 N Cordon - Outbound 4880 4350 11% 7.8
M50 NE Cordon - Inbound 2487 2357 5% 2.6
M50 NE Cordon - Outbound 2569 2441 5% 2.6
M50 NW Cordon - Inbound 3914 3827 2% 14
M50 NW Cordon - Outbound 3673 3701 1% 0.5
M50 S Cordon - Inbound 3859 3811 1% 0.8
M50 S Cordon - Outbound 3643 3651 0% 0.1
M50 SE Cordon - Inbound 2470 2549 3% 1.6
M50 SE Cordon - Outbound 2611 2595 1% 0.3
M50 SW Cordon - Inbound 6511 5931 9% 7.4
M50 SW Cordon - Outbound 5601 5221 7% 5.2
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M50 W Cordon - Inbound 2943 2963 1%

M50 W Cordon - Outbound 3337 3379 1% 0.7
River Liffey - Northbound 4329 4345 0% 0.2
River Liffey - Southbound 4750 4540 4% 3.1

Apx Table A3SR Screenline Calibration Statistics (Essimation)?Total Flows

Canal North - Inbound 1417 1498 6%

Canal North - Outbound 1661 1851 11% 4.5
Canal Northeast - Inbound 1898 1727 9% 4.0
Canal Northeast - Outbound 1991 1717 14% 6.4
Canal Northwest - Inbound 2134 1973 8% 35
Canal Northwest - Outbound 2500 2509 0% 0.2
Canal Southeast - Inbound 3077 2843 8% 4.3
Canal Southeast - Outbound 3244 3064 6% 3.2
Canal Southwest - Inbound 3284 3347 2% 11
Canal Southwest - Outbound 4590 4523 1% 1.0
M50 N Cordon - Inbound 4685 4375 7% 4.6
M50 N Cordon - Outbound 5469 5150 6% 4.4
M50 NE Cordon - Inbound 2706 2558 5% 2.9
M50 NE Cordon - Outbound 3272 3025 8% 4.4
M50 NW Cordon - Inbound 4412 4220 4% 2.9
M50 NW Cordon - Outbound 4501 4639 3% 2.0
M50 S Cordon - Inbound 4080 4016 2% 1.0
M50 S Cordon - Outbound 4641 4654 0% 0.2
M50 SE Cordon - Inbound 2936 2933 0% 0.0
M50 SE Cordon - Outbound 3249 3323 2% 13
M50 SW Cordon - Inbound 6794 6401 6% 4.8
M50 SW Cordon - Outbound 7107 6518 8% 7.1
M50 W Cordon - Inbound 3149 3129 1% 0.4
M50 W Cordon - Outbound 3946 3829 3% 19
River Liffey - Northbound 4690 4632 1% 0.8
River Liffey - Southbound 4628 4399 5% 34

Apx Table A4PM Screenlin€alibration Statistics (PeSstimation)2Total Flows

Canal North - Inbound 1476 1499 2%

Canal North - Outbound 1630 1965 21% 7.9
Canal Northeast - Inbound 1999 1951 2% 11
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Canal Northeast - Outbound 2458 2078 15% 8.0
Canal Northwest - Inbound 2202 1972 10% 5.0
Canal Northwest - Outbound 3407 3096 9% 5.5
Canal Southeast - Inbound 3191 3003 6% 34
Canal Southeast - Outbound 3631 3483 4% 25
Canal Southwest - Inbound 3281 3324 1% 0.8
Canal Southwest - Outbound 5217 5086 3% 1.8
M50 N Cordon - Inbound 5417 5244 3% 2.4
M50 N Cordon - Outbound 6300 5675 10% 8.1
M50 NE Cordon - Inbound 2733 2741 0% 0.2
M50 NE Cordon - Outbound 3157 3172 0% 0.3
M50 NW Cordon - Inbound 4961 4798 3% 2.3
M50 NW Cordon - Outbound 6011 5731 5% 3.7
M50 S Cordon - Inbound 4843 4875 1% 0.5
M50 S Cordon - Outbound 6085 5655 7% 5.6
M50 SE Cordon - Inbound 3360 3287 2% 13
M50 SE Cordon - Outbound 4393 4091 7% 4.6
M50 SW Cordon - Inbound 6527 6277 4% 31
M50 SW Cordon - Outbound 7013 6647 5% 4.4
M50 W Cordon - Inbound 3083 3017 2% 1.2
M50 W Cordon - Outbound 4527 4514 0% 0.2
River Liffey - Northbound 5396 4927 9% 6.5
River Liffey - Southbound 4942 4706 5% 3.4

ApxTable AL5Screenline Calibration Criteria Check

Acceptablllty eudeine . >

Total_ screen line flows (> 5 links) to > 85% of cases 58% 58% 50% 62%
be within 5%

GEH statistic: screenline totals < 4 > 85% of cases 65% 7% 65% 65%
Either 5% or GEH < 4 > 85% of cases 73% 85% 92% 73%

The screenline results show AM, LT, SR and PM generally perform well against the TII/TAG guidance criteria
when looking at passing either via 5% or GEH < 4. As can be seen when looking at the individual screenlines
there is not much in the way of extreme outliers with those not fully meeting guidance generally being relatively
close.

For the AM the largest outliers are M50 SW Cordon *Inbound with an 8% difference and GEH of 7.6 and River
Liffey +Southbound with a 15% difference and GEH of 11.9. All other screenlines that do not fully meet guidance
are generally close to one or both guideline targets.

For the LT period the largest outlier is M50 N Cordon +Outbound with a difference of 11% and GEH of 7.8. All
other screenlines that do not fully meet guidance are generally close to one or both guideline targets.
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For the SR period the only large outlier is the Canal Northeast +Outbound screenline with a difference of 14%
and GEH of 6.4. All other screenlines that do not fully meet guidance are very close to the guideline targets.

For the PM period the largest outliers again are the Canal Northeast +Outbound screenline with a difference of
15% and GEH of 8 and M50 N Cordon - Outbound with a difference of 10% and GEH of 8.1. All other screenlines
that do not fully meet guidance are very close to one or both guideline targets.

Turning Flows

The model calibration takes into account not only link calibration but also turning movements at key junctions
within the LAM network. The guidance for link calibration is used to compare observed and modelled turning
flows.

This is an improvement on solely relying on the ERM calibration which only considered link calibration. It was
deemed appropriate to calibrate at a turning movement level for the purposes of the CBC Infrastructure Works to
add additional robustness to the performance of the LAM in the vicinity of the Proposed Scheme.

In addition to this guidance, presented below is also a comparison of the turning proportions at each junction to
show that the model is correctly replicating the distribution of traffic across each arm and not just total demand at
a particular junction. This is not an officially designed set of guidance and so a target has been assumed of 85%
of turns matching within 10% of the observed proportion at each junction.

The turning counts used in the calibration process are outlined below in Apx Diagram A.2 and consists of 2,201
turns across 441 junctions
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Apx Diagram ATurning counts used in Calibration

Note that due to the large number of calibration and validation turning counts (4,226), there has been no
smoothing process applied to ensure that any 1 day turning counts were directly comparable to observed link
counts nearby that were undertaken in either November 2019 or February 2020. Due to greater accuracy of the
link count data collected with regards to the duration over which counts are collected (2-week ATCSs), they are
prioritized within the matrix estimation process. Given this, the turning distribution may be the better metric in
some cases, when comparing observed vs modelled turning flows.

Apx Table A6Turning Flow Calibration

Individual flows Individual flows individual flows within individual Turning
Criteria within 100 v/h for within 15% for flows 400 v/h for flows areater | flows +GEH proportion
flows less than 700 between 700 & 2,700 9 - within 10% of
than 2,700 v/h <5
v/h v/h observed
LT Car 89% 71% 89%
LGV 99% 89% 83%
HGV 100% 97% 78%
SR Car 87% 68% 89%
LGV 100% 90% 84%
HGV 100% 97% 77%
PM Car 85% 68% 89%
LGV 100% 92% 78%
HGV 100% 98% 66%

Apx Table A.16 shows that full TII/TAG guidance is met in all times periods with regards to the
absolute/percentage difference individual link criteria. GEH criteria is satisfied for LGV and HGV in all time periods

with the results being in the high 60% or 70% region for private cars, for all time periods. For the turning proportions

DW HDFK MXQFWLRQ SULYDWH FDUV IXO0O\ PHHW WKH VXJIJHVWHG WDUJF
car levels.

Analysis of Trip Matrix Changes - Regression

As noted in previously, both TIl and TAG model development guidance recommend that care is taken when
DSSO\LQJ pODWUL[ (VWLPDWLRQY DQG VWULQJHQW FKHFNV VKRXOG EH F
overly distorted.

3UH DQG 3RVW pOWMRQY PDWUPLLFHY ZHUH SORWWHG DQG WKH VORSH DQ
calculated. The results of this analysis are outlined in Apx Table A.17 to Apx Table A.19 below, and Apx Diagram
A.3 overleaf.

Within the ERM, the Goods Vehicle matrices are not calculated as accurately as for car trips as they are not
generated directly by the Full Demand Model. As such, SATME2 was allowed to make more changes to the prior
LGV and HGV matrices to match traffic count data.
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Apx Table A7Matrix Zonal Cell Regression AnaIysis

R? in excess of 0.95 0.84 0.87 ‘o6 | o081 |
Slope Within 0.98 and 1.02 0.73 0.75 0.73 0.71
Intercept Intercept near zero 0.03 0.02 0.25 0.29

Apx Table A8Matrix Trip End Regression Analy%@;rigins

R2 in excess of 0.95 0.96 0.97 o097 |09
Slope Within 0.98 and 1.02 0.81 0.80 0.80 0.79
Intercept Intercept near zero 24.12 19.32 24.45 26.77

Apx Table A9Matrix Trip End Regression Analy%mestinations

[R2 | R2inexcessof095 @~ |09  |o97 |09 |09 |
Slope Within 0.98 and 1.02 0.78 0.83 0.89 0.80
Intercept Intercept near zero 28.58 16.53 15.27 24.57

The regression statistics indicate that there is a good correlation between the post calibrated and prior matrices

for the R? value, with full TIl TAG guidance being met for the origins and destinations. Guidance is not quite met

for the Slope and Intercept criteria although this is comparable with similar results from the full ERM model. The
UHVXOWY SURYLGH HRQULGG KHWOWHPW WDWQMW KDV QRW PDGH VLIJQLILFDQW FK
from the ERM, except where it was deemed prudent based on available traffic count data.

Apx Diagram 2Regression Analysis of Matrix Estimation Changes

AM All User Classes Origin

6000
y = 0.8103x + 24.122 .
5000 R* =0.9587 s
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= 2000 .
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1000 | o ea®
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0 2000 00 6000 B0OOD
Post d1"Er||::l Ends

14 https://www.nationaltransport.ie/wp-content/uploads/2018/06/ERM Road Model Development Report Final-2.pdf
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AM All User Classes Destination
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LT All User Classes Destination
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SR All User Classes Destination

6000

5000 y=0.8892x + 15.273 L

R* = 0.9826 ,
g 4000 -
=
(]
2 3000 @
. -
k= .
= 2000
L
1000 Pt
s
o &
0 1000 2000 00 4000 5000 6000
Post ':ﬁm Ends
PM All User Classes Origin
4500
4000 y = 0.7885% + 26.774 e
R* = 0.9538

3500 ]
S 3000
o 2500
: _-'.
= 2000 .
g
& 1500 "o

1000 —

0 1000 2000 0o 4000 5000 &000
Post 31'% ip Ends



Environmental Impact Assessment Report (EIAR) Volume 4 of 4
Appendices

PM All User Classes Destination
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Analysis of Trip Matrix Changes +Trip Length Distribution

TIl guidance recommends comparing trip length distributions for the prior and post calibrated matrices to ensure
WKH\ KDYH QRW EHHQ RYHUO\ GLVWRUWHG E\ WKH pODWUL[ (VWLPDWLRQ

7KH pODWUL[ (VWLPDWLRQY SURJUDPPH 6%$70( 5dd @hovt RiBt&he Lirlp$itd ndaitt® H U D W
count information, thus distorting the profile of trip making on the network. PAG suggests that the coincidence

ratio should be used to compare trip length distributions before and after estimation, with a desirable range

between 0.7 and 1.0.

Apx Table A.20 below outlines the coincidence ratios for each of the calibrated LAM time periods. The coincidence
ratios suggest that there has been some minor distortion of trip lengths but that it is within acceptable bounds.

Apx Tble A20Trip Length AnalysifCoincidence Ratios

‘ Coincidence Ratio ‘ Between 0.7 and 1.0 ‘ 0.90 ‘ 0.92 0 92 O 90 ‘

The trip length distributions illustrated from Apx Table A.21 to Apx Table A.24 below display the proportion of trips

travelling various distances for both the pre and post estimation matrices. The results indicate that there have

been some changes, however, the general shape of the distributions is similar. The changes overall are not large,

DERG WKHUHIRUH LW LV FRQVLGHUHG WKDW pODWUL[ (VWLPDWLRQY KDV ¢
inherited from the ERM.
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Trip Length Distribution AM (All UC)
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Apx Table 1AM Peak Trip Length Distribution

Trip Length Distribution LT (All UC)
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Apx Table R2LT Peak Trip Length Distribution

Trip Length Distribution SR (All UC)
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Trip Length Distribution PM (All UC)
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Apx Table 24PM Peak Trip Length Distribution
A.2.5 LAM Calibration Summary

The previous parts of this section have outlined the methodology used to calibrate the LAM to better reflect
observed traffic survey data. In summary:

x $ FRPELQDWLRQ RI QHWZRUN HGLWY DQG pODWUL[] (VWLPDWLRQTY ¢
correlation between modelled and observed traffic flows;

X The calibrated model meets all TIl and DfT TAG guidance for links for the LGV and HGV user classes.
For cars each of the time periods fall just short of the 85% guidance although still perform well.

X The screenline results show AM, LT, SR and PM generally perform well against the TII/TAG guidance
criteria. There are no large outliers across the time periods with those which do not fully meet guidance
generally very close to the guideline targets in terms of % and GEH.

x For turning counts, the full TI/TAG guidance is met in all times periods with regards to the
DEVROXWH SHUFHQWDJH GLIIHUHQFH LQGLYLGXDO OLQN FULWHULD
performing well. This highlights the turning flows in the LAM generally calibrate well against observed
data.

X 7KH 58 DQG VORSH UHVXOWY SURYLGH FRQILGHQFH WKDW pODWULTJ (
the prior matrices derived from the ERM, except where it was deemed prudent based on available traffic
count data; and

X The coincidence for the trip length distribution ratio is well within TIlI guidelines and, as such, it is
FRQVLGHUHG WKDW pODWUL[ (VWLPDWLRQYT KDV QRW RYHUO\ GLVWHF
from the ERM. The individual graphs highlight that there are no large changes in the proportion of trips
lengths pre and post estimation.
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A.3 Full LAM Validation

Traffic flow validation was carried out for an independent set of turning counts not initially included within
calibration. This provides a further independent check of the modelled turning movements within the LAM. The
coverage of these turning counts is highlighted below in Apx Diagram A.4 and consists of 2,025 turns across 484
junctions.

Apx Diagram ATurning counts used in Validation

Apx Table A.25 summarizes the turning count validation results for the LAM for each of the modelled time periods.
The results demonstrate that a good level of validation has been achieved in the model across each of the peak
periods when compared to observed using absolute and % TII/TAG guidance. LT and SR both meet the guidance
with AM and PM very close at 82% and 81% respectively for private car. All criteria is met for LGVs and HGVs.
All time periods perform well when comparing the observed and modelled turning proportions at the junction
across Car, LGV and HGV



























