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Date: 15 February 2024

Re: BusConnects Swords to City Centre Bus Corridor Scheme
Swords to Dublin City Centre

Dear Sir / Madam,

An Bord Pleanala has received your recent submission in relation to the above-mentioned proposed road
development and will take it into consideration in its determination of the matter.

Please note that the proposed road development shall not be carried out unless the Board has approved it
or approved it with modifications.

If you have any queries in the meantime, please contact the undersigned officer of the Board on at
laps@pleanala.ie

Please quote the above mentioned An Bord Pleanala reference number in any correspondence or
telephone contact with the Board.

Direct Line: 01-8737291
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Synead Singleton

From: Breda Ingle

Sent: Friday 9 February 2024 10:27

To: Sinead Singleton

Subject: FW: ABP-317121-23 Response to NTA comments en my submission
Attachments: D. O Brolchain Response to National Transport Authority comments

ABP-317121-23 8Feb2023.pdf

Follow Up Flag: Follow up
Flag Status: Flagged

From: LAPS <laps@pleanala.ie>

Sent: Friday, February 9, 2024 9:28 AM

To: Breda Ingle <breda.ingle@pleanala.ie>

Subject: FW: ABP-317121-23 Response to NTA comments on my submission

From: Donal O'Brollachain _

Sent: Thursday, February 8, 2024 5:11 PM
To: LAPS <laps@pleanala.ie>
Subject: ABP-317121-23 Response to NTA comments on my submission

Caution: This is an External Email and may have malicious content. Please take care when clicking links or
opening attachments. When in doubt, contact the ICT Helpdesk.
A chara,
I attach my response to the National Transport Authority’s observations on submission made on
BusConnects Swords to City Centre Bus Corridor Scheme ABP Case No. ABP-317121-23 as set out in your

letter of 5th January 2024

Is mise

Donal Q'Brolcain



100 Griffith Avenue
Drumceondra |

Dublin

D09 TeK3

8™ February 2024

An Bord Pleanala

64 Marlborough Street
Dublin

D01 VS02

Your Cast Number: ABP-317121-23

BusConnects Swords to City Centre Bus Corridor Scheme

A chara

In response to your letter of 5™ January 2024, | attach my submission on the National
Transport Authority (NTA) submission dated 239 November 2023 available under the
heading responses on www.pleanala.ie/fen-ie/case/317121.

It seems that NTA It continues the practice of

a. Ignoring evidence;

b. downplaying the significance of any facts which does not suit the pre-
conception of BusConnects on this corridor;

c. arbitrary use of definitions to attempt to support what is ciearly

Accordingly, as part of it consideration, | request that An Bord Pleanala

1. commission Roughan & Q'Donovan to update the Genvest report based on the
Census 2022 (see par 1.4 on p.2 of my submission)

2. publish this updated report —in full — prior to making a determination on this
case;

3. invite submissions on this updated report.

In addition An Bord Pleanala

1. commission similar maps (using the same definitions) based on Census 2022 (see
par 1.5 on p.2 of my submission}



2. publish this updated maps — in full — prior to making a determination on this
case;
3. jnvite submissions on this updated maps.

As part of it due process in considering this proposal, | ask An Bord Pleanata to defer any
further consideration of proposal until gaps in data collection has been filled.

One can only despair at NTA’s lack of commitment to making proposals such as this easy to
understand, when it states that a hard to find Appendix B is in fact Appendix B to Appendix |
(see p. 158)

Is mise
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Donal O'Broléain



hesponse to An Bord Pleanala's invtiation to comments on NTA observaations on submission on BusConnects Swords City Centre scheme

Response to National Transport Authority(NTA) responses on personal submission
BusConnects Swords to City Centre Bus Corridor Scheme Case No. ABP-317121-23

1. Central Corridor in North Dublin

1.1. It does not consider the implications of the fact that the population of the Greater
Dublin Area (GDA) has already reached the level assumed in the Governments
National Planning Framework. This is not acceptable for the good proper planning of
our capital city region

1.2. The north part of Dublin City has the highest population of any other part of the
Greater Dublin Area and has had for over 30 years see Figure 1

Figure 1 North Dublin City has the highest population within the Greater Dublin Area
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Response to An Bord Pleanaia's invtiation fo comments on NTA observaations on submission on BusConnects Swords City Centre scheme

1.3. Drumcondra is the central carridor of this part of our capital city For decades, it
has been clear that this corridor needs enhanced public transpart. This is one
reason that | actively campaigned for the Dublin Port Tunnel as one of a mutually-
reinforcing set of measures that would remove through traffic, thereby providing an
alternative route between Dublin Airport and the city centre in addition to removing
many HGVs from Drumcondra and other areas in the north part of Dublin City.
Those promoting the Port Tunnel project recognised this as the Environmental
Impact Assessment assumed that there would be an on-street Light Rail Transit (LRT
— now LUAS) serving this corridor.

1.4. The NTA chose NOT to response to the 2018 Genvest report that | attached to my
submission (see p. 34-40). This private company commissioned Roughan &
O’'Donovan to compare the catchment areas, based on Census 2026 of the then
emerging preferred MetroLink route with an Eastern Route Variation.

The Eastern Route Variation is more aligned to the corridor proposed for
BusConnects than the current Metrolink proposal {see map on p.40 of my
submission.

1.5. As | pointed out in my submission on this project (p.41-42)}, MetrolLink is routed to
the west of areas of greatest population density and the core economic area (as
measured by jobs per KM”) in North Dublin. Please note that | commissioned those
maps based on Census2016. NTA did NOTmake any comment on ths part of my
submission.

2. The National Transport Authority’s response lacks merit on the following
grounds

2.1. Some of the senior staff of the National Transport Authority were directly involved
on the development of the Dublin Port Tunnel and gave evidence at the sworn
public inquiry on that project. They are fully aware of the way in which a number of
public authorities took measures, the effect of which was to make it impossible for
the air/noise arising projections of that major project to be realised in Drumcondra
(see p. 25-31 of my submission)

2.2. NTA chose not to comment on the very significant and deliberate omission from
commitments made and implied in the Environmental Impact Assessment of that
majar project.

Donal O'Brolchain ABP-317121-23 2164



hesponse to An Bord Pleanala's invtiation to comments on NTA observaations on submission on BusConnects Swords City Cenire scheme

2.3. Misrepresents what | submitted on 12t September 2023

2.3.1. I did NOT state that this NTA decision was taken during the third round of
public consultation on this scheme, as NTA claims (par. 2.6.6.1 p.154}. ;

2.3.2. NTA refuses to accept evidence in its own and other reports that a bus based
system does not have adequate capacity for the number of passengers in the
Drumcondra area, even though | referred explicitly to such reports see.

2.3.2.1.  What | pointed out in my submission to the third round was that NTA
had afready concluded a bus-based was inadequate for this corridor when
it assessed a core Dublin Bus Rapid Transit (BRT} Network in October 2012.
{see p.11-12, p.18, 20 of my submission

2.3.2.2. the 1998 Inspector’s report on the Dublin Line Rail Line A — Tallaght to
Abbey Street ( see p. 10., 13 of my submission);

2.3.2.3.  the 18996 comparative socio-erconomic evaluation of the Tallaght-
Balllymun/Dundrum Light Rail lines (see p. 29-30 of my submission)

3. Metrolink

3.1. NTA attempts to justify the obvious lack of capacity on this corridor by references to
Metrolink, ignoring that the latest proposal is a relic of the celtic craziness
Transport21 nonsense does not serve the Drumcondra ares;

Figure 2 3Map showing Metrolink Assessment
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Response to An Bord Pleanala's invtiation to comments an NTA observaations on submission on BusConnects Swords City Centre scheme

3.2. The NTA has deliberately tried downplay this failure to provide interchange at the
existing Drumcondra Station with a claim that the current MetroLink proposal will
intgerchange with other rail and bus services in the vicinity of Drumcondra....(see
156)

3.3. Contrary to what NTA claims (see. p.155), Metrolink as now proposed does NOT
provide for interchange with the Sligoe/Maynooth line at Drumcondra Station. If
built. Metrolink plans to have a station at what it calls Glasnevin. It is not at all
clear that this new station will have an interconnetion with the Sligo/Maynooth line,
given the escalation in the costs of the proposed Metrolink. This proposed
Glasnevin station is at least 1km from Drumcondra Station.

3.4. Please note that NTA has applied for a railway order for what it calls DART+ West to
electrify this line as far as Maynooth (see https://www.dartplus.ie/en-

ie/projects/dart-west )

3.4.1. If built, this new electrified line is expected to more than double the number
of trains per hour and more than double the passenger capacity on this route.

3.4.2. Note that passenger demand led to larnréd Eireann stopping all trains, AFAIK,
on the Sligo/Maynooth line at Drumcondra.

3.5. As appendices, | attach

3.5.1. Does Dublin's Core need more rail links? — paper presented at the Dublin
Economic Workshop, Athlone, October 2015 -see p. 6 Appendix 1

3.5.2. The first part of my submission on Metrolink see p. 44 Appendix 2

4. Defective Data
4.1. It is simply not good enough for NTA to offer a lame excuse for data deficiencies by
claiming that
4.1.1, list provided is non-exhaustive {p.157};
4.1.2. labels on drawing are included as high-level identifiers...not afl developments
or land marks are depicted on the drawings.

4.1.3. NTA and the consultant it employed have absolutely no excuse no excuse for
this kind of over-simplification, given that | had drawn their attention to some of
these gaps in a previous submission.

4.2. By any reasonable standard, this is a completion dereliction of the duty of care and
shows a complete lack of systematic consideration of this project. In short, this is
thoroughly unprofessional work. Take for example

4.2.1. The omission of any comment on Croke Park { about 600m from the
proposed corridor) as a major trip attractor/generator for all kinds of events {eg.
sports, concerts, conferences) apart from direct employment;

Donal O'Brolchain ABP-317121-23 4/64



Response to An Bord Pleanala's invtiation to comments on NTA cbservaations on submission on BusConnects Swords City Centre scheme

4.2.2, The disregard of Tolka Park( p. 157} which is less than 300m from the
proposed corridor. Given that NTA considers Santry Stadium (Morton Stadium) to
be relevant for assessment purposes, it is beyond believe that any one can take
this proposal to be anything other than a shoddy piece of work.

4.2.3, On this basis, | do not give much credence to NTA assessments of various
developments to which | drew attention (p.157-158)

4.3. Similarly, NTA relies of its own {unspecified) use of CSO Census 2022 parish
boundaries to assess the impact of schools. It has conveniently classified some
schools are being in Drumcondra, others as being in Marino and one in Larkhill-
Whitehall-Santry community area {p.158).

4.3.1. The least | expect from NTA is that it collect anonymised data on the
addresses of each pupil and staff member of each school in order to assess the
possible impact on travel demand arising from these major trip
attractors/generators on the possible demand for public transport services in the
a mainly residential/educational Drumcondra district.

5. Trees

It is an abuse of language to state that it is not gccurate to claim that trees will be
removed (p.159). The next sentence states that the proposal is for the trees to be
transplanted. In what way can trees be transplanted without being removed? Given
the penchant for the public authorities tov remave trees at seemingfly every
opportunity, how can we trust that any trees will be transplanted or even replaced with
mature trees?
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Response to An Bord Pleanala's invtiation to comments on NTA observaations on submission on BusConnects Swords City Centre scheme

Appendix 1
Does Dublin Economic Core need

more rail links?

Paper presented at the

Dublin Economic Workshop

Athlone

October 2015
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hesponse to An Bord Pleandla’s invtiation o comments on NTA abservaations on submission on BusConnects Swords City Centre scheme

Does Dublin’s Core need more rail links?
Donal O’Brolchain

Dublin Economic Workshop Athlone 17* October 2015

The planning of Dublin’s transport should be founded on a clear sense of priorities, based on
(a) travel patterns and population, (b) the optimum use of resources available eg. street
space, land use, finance, (¢} investing in sustainability.

Dublin's economic core is set out in Figure 11. This is one of two maps | commissioned from
the All-island Research observatory in NUl Maynooth when | was trying to understand what
the National Transport Authority (NTA) was actually doing about enhancing public transport
in the north part of our capital city {see p. 3). At the time it seemed not to be planning
transport in accordance with evidence, as claimed the Robert Watt, Secretary General of
the Department of Public Expenditure and Reform as evidence of civil service reform.
{Commentary on public service reform is mired in the past Sunday Business Post 22 February 2015).

| asked AIRO to superimpose the existing and proposed railway lines in Dublin. This included

¢ the heavy rail commuter lines including DART;

e LUAS including LUAS Cross City now being built;

¢ the Phoenix Park Tunnel which is due to reopen for passenger services next year;

¢ the now deferred DART Underground. At the time, | had been led to believe that the
public authorities had decided on this project.

Last week, | asked AIRO to update this map by adding Metre North.

Note that Metro North goes to the west of the main part of the Core Economic Area in the
north city.

* The Dublin Economic Core definition is effectively a 2011 update of the work done by Cormac Walsh and
Brendan Whelan in UCD. See Cormac Walsh, Brendan Williams and lan Boyle Mapping the true extent of
Dublin’s functional urban region — What the best available evidence tells us. Posted 21 December 2010 on
IrelandafterNama : https://irelandafternama.wordpress.com/2010/12/21/mapping-the-true-extent-of-
dublins-functional-urban-region-what-the-hest-available-evidence-tells-us/
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Response to An Bord Pleanala's invtiation to comments on NTA observaations on submission on BusConnects Swords City Centre scheme

Figure 1 Dublin's Core Economic Area Census 2011
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Response ta An Bord Pleanala's invtiation to comments on NTA observaations on submission on BusConnects Swords City Centre scheme

National Transport Authority’s odd behaviour I
In an October 2012 report on Bus Rapid Transit(BRT), NTA stated

it is on the northern section of this corridor — between Swords and the City Centre — that
the high levels of demand arise.... Overall, the link between the city centre and Swords
has demand levels that exceed the capacity of a moderate capacity BRT system, in the
longer term. While BRT may provide an interim partial transport solution in the shorter
term, a higher capacity rail solution, such as a metro system, will ultimately be required
on this corridor. In light of this, the Swords to City Centre BRT section has not been
progressed to the later costing and appraisal sections of this feasibility study report.

The demand on the Swords to City section greatly exceeds the capacity that can be
provided by a BRT system. Based on this level of demand a BRT solution does not cater
for the public transport needs of the northern section of this corridor over the longer
term. Accordingly, the Swords to City Centre section was not progressed further within
this report

Bus Rapid Transit (BRT) Core Dublin Network {BRT Report). National Transport Authority October 2012.
http://fwww.nationaltransport.ie/wp-content/uploads/2012/11/Bus-Rapid-Transit-Core-Network-
report.pdf |

The September 2012 NTA Board Minutes noted

The Authority will now start work with a view to securing statutory approval in 2013
for two cross-city BRT corridors which have been identified as feasible. The
implementation of those corridors will be subject to the availability of the necessary
funding in the future

http://www.nationaltransport.ie/wp-content/uploads/2012/04/Minutes-of-Board-Meeting-2 1st-September-1.pdf

Less than one year later, the June 2013 NTA Board minutes report that

4, Serving Swords by Bus Rapid Transit

Mr Gallagher outlined the work currently being undertaken by the Authority to upgrade the
existing Quality Bus Corridor between Swords and Dublin City Centre, which is one of the busiest |
bus corridors in Dublin. An outline business case has been completed and is very positive.

Detailed planning work, including the preparation of an Environmental Impact Statement wifl

now be progressed in preparation for the submission of an application to An Bord Pleandia under

| the Strategic Infrastructure Act.

https://www.nationaltransport.iefwp-content/uploads/2013/04/Minutes-of-Board-Meeting-June-2 1st.pdf

Two years later, NTA stated

Later in 2014, we will apply for permission to An Bord Pleandla for the Swords/Airport
to City Centre scheme, with applications for the Blanchardstown to UCD and the
Clongriffin to Tallaght schemes to follow in 2015,

NTA employed three major consulting engineering firms to draw up a Route Options
Assessment Report for BRT on the Swords/Airport-Drumcondra-City Centre.

Donal O'Brolchain ABP-317121-23 9/64




Response to An Bord Pleanala's invtiation to commenis on NTA observaations on submission an BusConnects Swords City Centre scheme

What are the broad travel patterns within Dublin’s Core Economic Area?

Earlier this year, NTA sought comments a re-published Greater Dublin Area Transport
Strategy 2011-2030 2030 Vision, first published in April 20122 3

Figure 2 Travel Patterns in the Greater Dublin Area (morning peak period)
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Source: Mational Transport Authority Greater Dublin Area Draft Transport Strategy 2011-2030 2030 vision April 2012. Chap 4 p.9
https://www.nationaltransport.ie/wp-content/uploads/2011/12/Draft Transport Strategy for the Greater Dublin Area 2011-2030.pdf

This NTA report (Figure 2) shows that travel demand is greatest inside the M50 during the
morning peak ie.

1. between the canals and the M50 - the Inner Suburbs - with
27% of journeys in 2006;
18% in 2030;
2. inside the canals - between the Inner suburbs and the City Centre with
13% in 2006;
15% in 2030.

Figure 3 shows what these areas are, in spatial terms.

www.nationaltransport.ie/consultations/public-consultation-on-the-preparation-of-a-new-transport-strategy-
for-the-greater-dublin-area/

? www.nationaltransport.ie/wp-
content/uploads/2011/12/Draft_Transport_Strategy_for_the_Greater_Dublin_Area_2011-2030.pdf
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Response to An Bord Pleandla's invtiation to comments on NTA observaaticns on submission on BusConnects Swords City Centre scheme

Figure 3 Greater Dublin Area

City Centre {inside Canals)
Inner Suburbs (Within M50)
Orstar Suburbs {Outside 2A50]
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Minkeriand Towas

Source: National Transport Authority Greater Dublin Area Draft Transport Strategy 2011-2030 2030 vision April 2012. Chap 4 p.3
https://www.nationaltransport.ie/wp-content/uploads/2011/12/Draft Transport_Strategy_for_the Greater_Dublin_Area_2011-2030.pdf
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Response to An Bord Pleanala's invtiation to comments on NTA observaations on submission on BusConnects Swords City Centre scheme

So how are people travelling?

The fargest single group travel by car, but has decreased by 16% since 2006. The next
largest group travel by bus. Walking has increased such that in 2014 it was at the highest
level since the 1997 Cordon Canal Count started. Both the number of cyclists and the
number of people using taxis have more than doubled, even if the share of taxis is small in
overall terms. This is summatised in Figure 4

Figure 4 How people crossed the canal cordon during morning peak 2006-
2014
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Source: Dublin City Council National Transport Authority. Repaort on trends in mode share of vehicles and people crossing the Canal
Cordon 2006 -2014 March 2014 Fig. 2.3 p.14

https://www.nationaltransport.ie/wp-content/uploads/2013/10/Report Canal_Cordon Trends_2006-2014 pdf
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Response to An Bord Pleandla’s invtiation to comments on NTA observaations on submission on BusConnects Swords City Centre scheme

Most people are travelling by car.

Let us just compare the use of streetspace by cars, buses the proposed Bus Rapid Transit
and LUAS. See Figure s

Figure 5 Passengers on one 40m LUAS tram compared with capacity of buses,
BRT vehicles and cars using the same street space.

w0 380

12

A
oo

LUAS{1} BRT (2.2) Bus {4) Car (10)

Basically, in the street space taken by a 40m tram(as used on the Green Line) carrying 380
people, we can get

s justunder 2.2 buses (18m long) of the type proposed for Bus Rapid Transit (BRT),
each of which carries 120 people;

* 4 of the latest buses {each 10m long) which Bus Atha Cliath bought, each of which
carries 93 people;

¢ 10 cars (assuming each car is 4m), each of which carries 1.21 people* 5.

4 Based on the average length of the top 10 selling cars in Ireland. lindependent 4 May 2015 (VW Golf 4,255m,
Ford Focus 4,36m, Nissan Qashqai 4.379m, Toyota Corrolla 4.385m, Skoda Octaviad.659m, Hyundai ix35
4.41m, Ford Fiesta 3.969m, VW Passat Saloon 4.767m, Toyota Yaaris 3.95m, Kia Sportage 4.44m)})

3Source: Dublin City Council National Transport Authority. Report on trends in mode share of vehicles and people ¢rossing the Canal
Cordon 2006 -2014 March 2014 p.16

https://www.nationaltransport.ie/wp-content/uploads/2013/i0/Report_Canal Cordon Trends_ 2006-2014.pdf
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Response to An Bord Pleanala's invtiation to comments on NTA cbservaations on submission on BusConnects Swords City Centre scheme

This comparison shows that there are higher operational and maintenance costs for buses
{eg. more drivers needed to provide the same capacity as one tram, the life of a bus is not at
long as a tram, other current costs are high).

In addition, being electrically driven, trams poliute less than t point of use. There are
options for generating electricity, the emissions of which can be measured and controlied at
point of generation,

The issue then becomes how best to allocate the limited street space, including
consideration of adding another plane to that space and not ignoring the extra investment
needed for both BRT and LUAS.

Figures 6 — 8 set out a basis for comparing various public transport modes in urban areas.

Figure 6 Passenger Capacity of urban public transport

(passengers per direction per hour ppdph)

Metro /
Heavy Rail

Conventional
BRT*

£

Bus Light Rail Metrof
Heavy Rail

Source: National Transport Authority: Bus Rapid Transit (BRT) Core Dublin Network. October 2012. Fig.3 p.4
http://www.nationaltransport.ie/wp-content/uploads/2012/11/Bus-Rapid-Transit-Core-Network-report.pdf

At some point, the total cost of investing in and operating trams is justified by the extra carrying
capacity compared to buses.
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Response to An Bord Pleanala’s invtiation to comments on NTA observaations on submission on BusConnects Swords City Centre scheme

Figure 7 Cost of Peak Hour Passenger Flow Rail v Bus
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Source: National Transport Authority: Bus Rapid Transit {BRT) Core Dublin Network. Gctober 2012, Fig.21p. 27

http://www.nationaltransport.ie/wp-content/uploads/2012/11/Bus-Rapid-Transit-Core-Network-report. pdf
Figure 8 Investment cost versus performance (speed, capacity, reliability)
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Source: National Transport Authority: Bus Rapid Transit (BRT} Core Dublin Network. October 2012. Fig.2p.3
nttp://www.nationaltransport.ie/wp-content/uploads/2012/11/Bus-Rapid-Transit-Core-Network-repart.pdf
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Response to An Bord Pleandla‘s invifation to comments on NTA observaations on submission on BusConnects Swords City Centre scheme

Figure 9 Transport Demand on Swords-Airport-Drumcondra-City Centre-
Tallaght Corridor

4.6 Summary of Resuits

Figure 41 presents 2 summary of the rasults of the demand analysis. These results include the AM
peak hour demand prasented in the previous tection Togethés with 3 summary of the % above or
below dilferent capacities. The AM peak period boxdings are 3150 Included
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Xi30 Strategy baf 1963 !20“;: 5% 10% 17,578
Base Vear| 274 3% 1%  2e%]  11mee
Qongriffin to Tallaght 280Cwrinf] 394 tam  ES%| 10w 1418
;'Omﬁtfllm'l'\f 1538 102%| SI% 1% 12752
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The tesuits show that the Swords 1o Tallaght cross city algnment has the highest overall fore
cast demand, particulazly i the 2030 Current Infrastructve scenarios. Demand tofrom the
Swords area and the Airport is high in these scenarios, resuiting in a peak demand of nearly 6 000
ppdph, which far exceeds the capacity of the proposed BRT service Forecast demand on the
Clongriffin to Tallaght and the Blanchardstown to UCD service also excesds capacity In the 2030
Currendt Infrastructure scenario by 8% and 10% respectrvely  The Blanchardstown to UCD service
R thit lemradt dprng of the JRAMPHE focred

Saurce: National Transport Authority: Bus Raped Transit (BRT) Core Dublin Network. October 2012. Figure 41 p.53
http://www.naticnaltransport.ie/wp-content/uploads/2012/11/Bus-Rapid-Transit-Core-Network-report.pdf

Figure 9 summarises the passenger demand on options which NTA studies in its Core
Network Report for a Bus Rapid Transit system in Dublin. A later study (ie.a Route Options
Assessment on the Swords/Airport-City Centre BRT November 2014) shows that, with one
exception, passengers forecast exceed the proposed BRT capacity. This report assumes
that the present bus network wiil still be in place. This means that regular bus services will
still run on the same roads as the two separate BRT services on the Dublin Airport/Sword-
Drumcondra-City Centre route.® Figure 10 shows that Drumcondra is the point with the
highest peak for passengers on the Swords-Dublin Airport-Drumcondra — City Centre
corridor.

5 Summary tables 10.5 and 10.6 for the result for the opening year 2018 and the forecast year 2033 for 2 route
options. National Transport Authority Swords/Airport to City Centre. Route Options Assessment Volume 1 :
Main Report (October 2014 p. 187

http://www.nationaltransport.ie/wp-content/uploads/2014/10/Route Options Assessment Report.pdf
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Response to An Bord Pleanéla's inviiation to comments on NTA observaations on submission on BusConnects Swords City Centre scheme

Figure 10 Transport Demand in key North Dublin corridor

7000 —
6000 — - ==
000 -+ Base Year
2030 Current
Infrastructure
=—2030 Strategy
Infrastructure

=15 vph capacity

30 vph capacity
Source: National Transport Authority: Bus Rapid Transit (BRT) Core Dublin Network. October 2012, Figure 37 p.50
http://www.nationaltransport.iefwp-content/uploads/2012/11/Bus-Rapid-Transit-Core-Network-report.pdf
Figure 11 GDA Population 1996-2011
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Response to An Bord Pleanala’s invtiation to commenis on NTA observaations on submission on BusConnects Swords City Centre scheme

More people live in the north part of Dublin city (306,425 in Census 2011} than in either the
south city (221,186), Dun Laoghaire/Rathdown (206,261}, South Dublin (265,205) or Fingal
(273,991). Figure 11 shows that this has been so for the last 20 years.

Figure 12 Population Density {2011 Census)

0

Rail Legend Poputation Density per sq KM, 2011

Existing Rai and DART: T
LUAS - Redt —_ o0 mssios
EUAS - Green: —— 5,000 to < #,000

Phoenix Park Tunnel (In progressl; m—— P 1000w < 20000

st traghle Use £z

EUAS - CrossCity (In-progress); e B 20000 to < 40,000 e BT
Proposed DART Underground: B Groster than 40,000 # OpenStrestMap contributors.
Proposed Metra North: aa Source: Census 2011

One justification for Metro North is that Fingal is the fastest growing county in lreland.
True. Asserting that alone hides the fact that Fingal can actually be split in what | call Fingal
West and Fingal East, using the Ashbourne Road {(M2/N2) as the border. Fingal East is the

Donal O'Brolchain ABP-317121-23 18/64
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Response to An Bord Pleandla's invtiation to comments an NTA observaations on submission on BusConnects Swords City Centre scheme

only part of Fingal which the NTA focused on when it commissioned the Fingal/North Dublin
Dublin Transport Study.

Note that West Fingal has doubled in population in the last 20 years. Blanchardstown has
nearly 70, 000 people whereas Swords has 40,000 people.

Figure 13 Population Dublin City North, Fingal East and West

250,000
200,000
150,000
100,008 o
! :
50,000 BT | L
N I

Persons 1991 Persons 1996 Persons 2002 Persons 2006 Persons 2011

EOubln CiiyNorth  EFingal  Efast fngal R Waa Fingal

Swords is obviously noisier that Blanchardstown. Despite the origins of urban transport
policy making in elections, how is that the this government won one of the two by-elections
in West Dublin since 2011, without promising to electrify the Maynooth commuter line ie.
bringing the DART to Blanchardstown?

Donal O'Brolchain ABP-317121-23 19/64




Response to An Bord Pleanala's invtiation to comments on NTA observaations on submission on BusConnects Swords City Centre scheme

Many of you realise that

e DART - the first electrification of rail transport in the Republic was promised in the
first direct elections to the European Parliament in 1979;

¢ DART was extended to Greystones as a result of a by-election in Wicklow in 19957;

e The LUAS we got — the early 21 century non-networked phenomenon was the
result of the 1998 North Dublin by-election following the resignation of Ray Burke.
This came about as the PDs — then in government- introduced a Dublin Transport
policy for that election, despite not having any transport or environmental policy in
the 1997 General Election manifesto. This audience will be amused when | tell that
the ad-hoc transport policy had about a page and half entitled covering economics
and finance. But there were no figures or calculations in that section.

Dublin Airport

Swrods gets attention because it is near Dublin Airport. Dublin Airport is a major
employment centre with about 15,000 servicing the 22m passengers who travelled
through the Airport in 2014

An NTA study of Dublin Airport passengers found that:
1.
a} Lessthan one seventh of trips {14%) were business related;
b) Three quarters of all trips were either for holiday/leisure (nearly half) or
visiting friends/relatives (over one-quarter);
See Figure 14
2. Less than one third of the trips originated in City Centre/South part of Dublin City;
See Figure 15

3. Three quarters (75%) had a journey time of less than one hour to the Airport, with
almost half (46%) having a journey time of less than 30 minutes;
See Figure 16

All this suggests that the vast majority of passengers using Dublin Airport may not be very
time-constrained in how they access the Airport. Most passengers are not bound for our
capital’s Central Business District. Those passengers who are time-constrained have the
option of taxis (which can use bus lanes) and/or using the Dublin Port Tunnel to access
Central Business District.

"1n July 1995, | wrote about this in an OpEd piece in the Irish Times. While | cannot be sure, | gather it this
articie had three effects. 1) Nora Owen, then Minister for Justice and living in Malahide set about ensuring
that DART was brought to Malahide. 2} Bertie Ahern saw to it that Drumcondra Station (on the Maynooth line)
was reopened. 3} Some nudging from the EU commission led to a study of the planned LUAS system which
found that there were more trip attractors/generators on the proposed line from the City Centre through
Drumcondra to Ballymun than there were on the then planned networked lines Dundrum through the City
Centre to Tallaght. Department of Transport, Energy & Communications. A Comparative Socio-Economic
Evaluation of the Tallaght-Ballymun/Dundrum Light Rail Lines.

Final Report 1996. Oscar Faber, Table 4.3

Donal O'Brolchain ABP-317121-23 20/64



'

Response to An Bord Pleanaila's invtiation to comments on NTA observaations on submission on BusConnects Swords City Centre scheme

Why do the public authorities insist that travel times between the City Centre and the
Airport should the major criterion, if not the sole criterion?

Is it really worth spending €2.5bn on a single channe! which is to the west of the central part
of the Dublin’s Economic Core?

What is it about our transport policy makers that they opt to build yet another non-
networked urban transport railway in our capital city?

Figure 14 Dublin Airport Why did people travel?

Purpose of Trips
Not Stated

S
.

Source: National Transport Authority Survey at Dublin Airport 2011.Fig. 3.11 p. 22
http:/fwww.nationaltransport.iefwp-content/uploads/2012/04/NTA-Survey-at-Dublin-Airport-20112 . pdf
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Response to An Bord Pleanala's invtiation to comments on NTA observaations on submission on BusConnects Swords City Centre scheme '

Figure 15 Dublin Airport. Where in Ireland do they come from?

Origin of Passenger Trips

Wicklow
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Kikdare
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o
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¥
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b
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Source: National Transport Authority . Survey at Dublin Airport 2011 Figure 3.6 p. 15
http://www.nationaltransport.ie/wp-content/uploads/2012/04/NTA-Survey-at-Dublin-Airport-20112.pdf

Figure 16 Dublin Airport. How long to get there?

Journey time to the Airport
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Source: Nattonal Transport Authority . Survey at Dublin Airport 2011 Figure 3.5 p. 15
http://www.nationaltransport.ie/wp-content/uploads/2012/04/NTA-Survey-at-Dublin-Airport-2011 2, pdf

Assume that €2.5bn is the budget for enhancing public transport in Dublin’s Core Economic
Area with a focus on Airport-City Centre links, what could be done for the money?
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Response to An Bord Pleangla’s inviiation to comments on NTA observaations on submission on BusConnects Swords City Centre scheme

Figure 17 Comparative costs. LUAS CrossCity (including vehicles and stations)
with estimated costs for on-street and tunnelled rail (excluding vehicles and
stations (€m/km)

30m

€70.

€0 €20 €40 €60 €80 €100 €120 €140
LUAS Cross City (including vehicles and stations)
W At grade (on street)
® Tunnelled

Source: National Transport Authority AECOM. North Dublin/Transpert Study. Stage One Appraisal Report Nov 2014, Table 6.5 p. 82

Figure 17 compares the max and minimum costs (€m/km) of on-street and tunnelled LUAS
(as set in an NTA AECOM report) with the reported costs of LUAS Cross City now being built.
While LUAS Cost City costs include stations and trams, the NTA/AECOM estimates do not.
The costs of stations and vehicles have to be added to costs which the NTA/AECOM
estimated. Figure 18 shows the comparative costs of stations only. Suffice to say that an
underground station costs 40 times more than an on-street station. Of course the less
stations you have, the less aftractive it is for passengers.

Donal O'Brolchain ABP-317121-23 23/64




Response to An Bord Pleanala’s invtiation to comments on NTA observaations on submission on BusConnects Swords City Centre scheme

Figure 18 Comparative Costs of LUAS stations onstreet and Metro stations
underground

€1m €2m €3m

€45m
€82m

€119m

B At-grade Station Underground Station

Source: National Transport Authority AECOM. North Dublin/Transport Study. Stage One Appraisal Report Nov 2014. Table 6.5 p. 82

In Figure 19, | present a LUAS loop around North Dublin, with spurs to Airport, Swords and
Howth Junction. Howth Junction is the station where the DART to Howth splits from the
main northern line. It is also a station at which non-DART commuter services (eg. Skerries,
Drogheda, Dundalk) stop.

Using the LUAS CrossCity cost of €61m per kilometre (including vehicles and stations), |
estimate that this 35km line would cost just under €2.2bn.

The advantage is that

s |t serves the northern part of Dublin’s Core Economic Area comprehensively;
* |[ntegrated with what already exists;
e |t offers 3 rail-based ways of getting to/from the City Centre from the Airport;
e |t links with

o DART at Howth Junction;

o Northern Commuter services also at Howth Junction;

o The Maynooth line at both Drumcondra and Broombridge;

Donal O'Brolchain ABP-317121-23 24/64
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Figure 19 A North Dublin on-street LUAS Loop with spurs to Airport, Swords
and Howth Junction

Aall Legend Population Deersity per sq KM, 2011
st A s DR, wee | [ v tconcmc come oeer AI Ro
LUAS - Predk —
LIRS - Gavers — | "= 7000 per a2 FmEEw
Phoenix Pack Toxesed (i progrey; —ee— L P —
LUAS - CrossCity (yprogressl s . Produced by AR
Bropossd DT Undergrovad, Source: Censun 2011 _ — :

To promote competitiveness and social cohesion, Dublin needs integrated and sustainable
public transport. Achieving this needs quiet, consistent competence to bring working and
living conditions to the levels of well-run European cities. It would be a start if our public
authorities drew the appropriate conclusions from their own reports and invested
accordingly.

The case for extending LUAS in North Dublin is very well summarised in Figure

Donal O'Brolchain ABP-317121-23 25/64




Response to An Bord Pleanala's invtiation to comments on NTA observaations on submission on BusConnects Swords City Centre scherne

Figure 20 The case for extending LUAS throughout North Dublin.

AECOM MNational Transport Authority
Fingal / Nersh Dublin Transport Study

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

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

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

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

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

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

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

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

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

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

Scurce: National Transport Authority. AECOM Fingal/North Dublin Transport Study. Stage One Appraisal Report November 2014 p.39
https;//www.nationaltransport.ie/wp-content/uploads/2014/12/Appraisal Report 19112014 final.pdf
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Appendix 1

Wrong Steer on city’s traffic needs

Irish Times 19 July 1995
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Appendix 2

The Drumcondra

ATT ACCESS TRANSIT
(CAT)

A response to a call for submissions in 2001
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; DRUMCONDRA

se to An Bord Pleanala’s invtiation to comments on NTA abservaations on submissi Connecjrds City themes

ﬁ A ten year project to help shape the future
of Drumcondra and Hs associated districls

CITY ACCES S TRARSIT
The public authorities have been pussyfooting on public transport for Dublin for years.
Our capital needs a SITT ACCESS TRANJSIT (CAT) system with a coherent design.,
The C47 proposed heve hits the ground running &s 20 per cent of it is based on that part of
LUAS which the Government has already approved.

Finglag Arars

Larviry
Lifley Junction . Colirs Awn DCU

Car s A ge

54 Patrcisy

. Drumcondra Statlon

W \Windy Arbour

S8 MNP
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eanala's invtiation to comments on NTA observaations on submission ELUHS

A ten year project to help shape the future
of Dmmcondralwdfstffﬁ%:ared districts

venu
Dublin 9
May 2001

Strategy Development Group
The Light Rail Project Office
Heuston Station

Dublin 8.

Further to your recent advertisements. we demand that the proposed Light Rail fine from
Ballymun to the City Cenire be routed through our areas to O’'Comnell Street to connect
directly with the already approved lines to Tallaght and Sandyford.

We strongly object 1o the proposed routing away from the city centre to Broadstone and west.
None of the many bus routes going through our areas take such a route. Neither do the
Quality Bus Corridors follow such a route.

Wewanta |1 k with a coherent design, as the D11 proposed and as set out in
the attached. We draw your attention 10 the 1996 Oscar Faber report which showed that a |
LRT line through our areas had more trip attractors/generators than did the Tallaght or |
Dundrum lines.

We point out that the DTO refused to give us data justifying the rerowting of the line through '
our areas away from the city centre.

In addition, we ask that you immediately propose to Government a city centre surface line to
connect the already approved Tallaght and Sandyford fines. Otherwise, you will be repeating
1he mistakes made about 150 years ago when railways were first built in Dublin.
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City Access Transit

SUMMARLY
CAT is street wise and clean. It offers a coherent framework for
s Park 'n Ride sites on all the main national roads
Interchange with DART, Arrow and other mainline rail services
access to Dublin Airport and Port
redesigning bus services
becoming fatter, with bells, whiskers and even kittens.

CAT serves all the main road, rail and air access points to Dublin. It links many industrial, office and
commercial areas with residential areas. The network also links many educationat and cultural institutions
as well as hospitals, CAT makes it easy to run continuous services in a single system.

Dublin's public transport (including buses) needs a current cost subsidy at the same level as other
European capitals. A Dept. of Public Enterprise paper reported that Dublin's public transport gets less than
one quarter of the subsidy rate in Helsinki and Stockholm. Other studies suggest that European capital
cities have public transport subsidy rates of about 50 per cent.

We need quiet competence - not grand gestures. We must have a coherent strategy for the next 20 years.
During that time, further options for the future can be developed, studied, designed, costed, debated and
decided. By having three different policies in the three years since it took office, this government has
shown itself incapable of coherent thought, competent planning and considered action on Dublin transport.
Consider the following

» The proposal for a LUAS line linking Ballymun, Drumcondra to Broadstone! At present buses
from these areas go into the city centre. If Broadstone did not exist, who would create this
place well away from the city centre!

»  The proposed LUAS link with DART near Shankill. This seems to assume using an old rail
junction. This area is now built up. Does this new plan imply demolition of houses in
Shanganagh?

e "The future of urban transport policy lies not in expansion but in the intelligent use of existing
traffic areas. The objective of ensuring mobility for people when travelling to work and
shoppingf and during leisure time requires imaginative urban traffic management based on
modern information technology". Ernst Joost, Deputy Director, Zurich Transport Authority,
speaking in Dublin in June 1999,

Both the motoring and taxi lobbies want better public transport instead of more parking charges and
road-pricing. Judge Sean O'Leary, Inspector for the LUAS public inquiries, found that buses alone
cannat do the job. John Henry, DTO Director told the same inquiries that light rail has a proven capacity
to attract car drivers. As citizens of the Celtic Tiger, CAT improves our standard of living by making it
easy to travel around our capital in less polluting ways.

CATT links different parts of Dublin using a mainly surface light rail transit. Many centre city stops are
those already approved for the Tallaght and Sandyford lines, as are the stations on those lines,
Government consultants studied a line linking Tallaght to Kimmage, going underground to Rathmines,
Ranelagh, Tara St, O'Connell St and Broadstone. CA'T includes that line. The LUAS vehicles already
ordered are being built for underground running.

CAT is cost effective. Surface LUAS is costs one-seventh that of underground (see p. 5). The
Government has already committed over 20 per cent of the cost by deciding to build the Tallaght and
Sandyford LUAS lines at a cost of £353m for 23km. This CAT will cost £1.628bn. as follows:

On-street LUAS 70kms @ £15m per km =£1,050m

Underground LUAS 6kms @ £38m per km = £228m

Underground stations say 5 @ £70m each = £350m
GET ON WITH IT!

Donat O'Brolchain 32/64
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CLEAN AND HEALTHY

Being electric-powered, CAT pollutes less at point of use and is quieter. Given the different ways of
generating electricity, CAT need not contribute to climate change, as it does not emit any
environmentally damaging greenhouse gases directly.

CAT will help Dublin to become a healthier city. Traffic is now the largest single air pollutant in
urban areas. Some have estimated that traffic-generated air pollution causes over 20,000 deaths in
Europe every year.

PARK 'N RIDE ON THE MAIN ROCADS.

CAT provides a clear framework for Park 'n Ride sites. It links all the main roads into Dublin with

much of the city, as follows

s Airport/Belfast road(N1) at Swords, the Airport, Collins Ave and Drumcondra;
Ashbourne/Slane/Derry road (N2) at Finglas;

Navan/Cavan road(N3) at Cabra;

Lucan/Maynooth road(IN4} along the quays e.g. Museum on the Tallaght LUAS;

Naas/Kildare road{N7) between Red Cow and Grand Canal {with stations at Kylemore Road,

Bluebell and Blackhorse on the already approved Tallaght line)

Blessington/Tullow(N81) road at Tallaght;

¢ Bray/Wicklow(N11) at Loughlinstown and Cabinteely;

¢ M50 at two places, ie. between Kingswood and Red Cow(on the Tallaght line), between the

Airport and Finglas between CAT's ears.

INTERCHANGE WITH DART, ARROW AND OTHER. RAIL SER VICES
CAT has direct interchanges to the existing rail services at four different places. It links with

e DART by underground stations at Tara St or Connolly (Tara St station cannot cope with existing
peak hour passengers. It is not clear that CIE's development plans for Tara St. include increasing
the capacity for passengers).

o Heuston. This links with Kildare Arrow services and mainline rail services from Dublin to all
parts of Treland.

o The Western line at Drumcondra Station and a proposed station at Liffey Junction. Liffey
Junction is between Cabra and Finglas. [t where the railway line under the Phoenix Park joins
the Western Suburban (Kilcock-Maynooth-Barrow St) line. This serves such rapidly growing
areas as Blanchardstown in North-West Dublin and Leixlip in North Kildare.

DUBLIN AIRPORT

CAT serves Dublin Airport directly. It does so from two directions, as the Airport is on a loop. One
part of this loop is mostly off street ie. from Harold's Cross to the Airport via Rathmines, Ranelagh,
Tara Street, Broadstone, Cabra, Finglas. This would make it easy to run express and/or limited stop
services to/from the Airport. This means a predictable travel time to and from the Airport. It shortens
the total journey time, including the time spent looking for parking at Dublin Airport. CAT gives
people another option on the cost and inconvenience of Airport parking.

For years, all Governments have ignored key facts about the Airport in planning Dublin transport. A
recent Ove Arup report confirmed what the Dublin Transportation Initiative found in 1993 - that there
is a lot of traffic to the Airport during the moming peak commute hour. This complements the city
bound flow making this an ideal route for public transport.

A 1998 Aer Rianta/CIE Air-Rail study reported that over three-quarters of Dublin Airport passengers
are making journeys for leisure purposes.(see p.6) Passengers who want non-stop Airport access
would have the options of their own cars or taxis or bus services. All could use either the Port Tunnel
or the complete M50 or the Eastern By-Pass, if it is ever built!
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BUSES

Dublin needs a redesign of bus services. Bus drivers need comfortable places to work from and in
which to take breaks. One Dublin Bus depot(Broadstone) is on CAT, while another three (Ringsend,
Summerhill, Cunningham Rd) are very near it. This would help get rid of bus parking on city centre
streets.

A FATTER CAT - BELLS AND WHISKERS, EVEN KITTENS

By adding bells and whiskers, and a kitten or two, CAT could serve other areas. One obvious area is
between the M1 and the northern railway line. This whisker would take in industrial areas at
Clonshaugh and Coolock in addition to Northside Centre and Beaumont Hospital. An extra bell could
take in the Point, East Wall and the ferry terminal at Dublin Port, perhaps connecting with the
Coolock whisker! Similarly, a west side kitten could take in Clondalkin and Citywest.

BEING STREET WISE,

CAT makes better use of the space available. (see p.7). A 30m CAT vehicle carries 60 people
seated in the same street space as 6 cars. These 6 cars carry less than 9 people as each car carries an
average of 1.42 people during the morming peak in Dublin according to the DTO,

100,000 new vehicles were registered in Dublin between January and October. Traffic planners allow
over 5 metres per car. This suggests that Dublin needs over 12 km (7.5 miles) of street space each
week to cater for these vehicles. On this basis, you might have to go to Cork to park!

CAT OR A WOMBAT?

CAT is a single network. As all parts are connected, there will be no need to build maintenance
depots for the separate lines needed by this government's policy. Why build two separate depots for
the Tallaght and Sandyford lines? The present policy does not to connect these lines. This repeats the
mistake made when railways were first built in Ireland. The lines into Dublin did not interconnect
then. Continuing this is a waste of money, brains and fime - a wombat. Approving this "in principle”,
means dithering! This indecisiveness drives up costs. It makes life uncomfortable and unpleasant!

A PURRING CITY
All public transport has to be pleasant, easy to use, predictable and reliable. This means easy access
for all and being clean.

Ease of use will be greatly enhanced when the Dept. of Public Enterprise brings in integrated
ticketing for public transport. Smart cards (like telephone call cards) may be used. This will allow
people to use a single card for any public transport journey within the Greater Dublin area, regardless
of how many changes of mode (eg. from CAT to bus, DART, Arrow or suburban and vice versa) are
needed.

Predictability means having up-to-the-minute information on the next service arriving at each public
transport stop. DART has this. But CAT will run mainly on streets, where traffic conditions can
make time tables more aspirational than real. Real-time information is necessary at each stop as in
cities like Gothenburg.

Reliability demands that all public transport (CAT, buses) in Dublin must get automatic priority at
traffic lights. Dublin Corporation staff resist this, despite the lessons of wealthy cities like Zurich.
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GET ON WITH IT*

CAT is one of a set of mutually-reinforcing measures which should make it easy for people
to move around the Greater Dublin Area. We need the Government to get on with CAT by
deciding, immediately, to
1. hold a public inquiry on a surface link (via Dawson, Nassau,Grafton and Westmoreland
Streets) between the Sandyford and the Tallaght lines
2. fund full detailed design on
o the northside loops serving the Airport, Swords and the suburbs between them and
the city centre;
» the Docklands loop linking Connolly to Ranelagh via the new Guild Street -
Macken St. bridge;
¢ anew line from Tallaght (via Templeogue, Kimmage, Harold's Cross Rathmines)
to the city centre and Broadstone outlined by Atkins in 1998, This includes a
tunnel from Mount Argus through to Broadstone (with underground stations at
Rathmines, Ranelagh, Tara Street);
¢ extensions to City West, Clondalkin, Coolock, East Wall and the Dublin Port
passenger terminal.
3. Provide an operational cost subsidy of at least 50 per cent for all mass public transport -
regardless of who owns or operates it.

*CAT is based on ihe following:
. the 1994 Dublin Transportation Initiative (DTI) final report.
the 1996 Oscar Faber comparative study on Dublin's LRT lines.
the 1997 Dublin Docklands Master Plan
the 1998 Atkins study on surface/underground options for Dublin's light rail.
the 1998 CIE-Aer Rianta Air-Rail link Report.
the 1998 Dublin Corporation Review of Existing Air Quality and proposals for additional monitoring of traffic related
emissions in Dublin City. issued by the Office of the Director of Traffic
the 1998 DTO Final Report on Park and Ride Strategy for the DTI area
s  CIE-Light Rail Project Office. Environmental Impact Statements
1. Line A. Tallaght - Middle Abbey Street, July 1998
2. Line B. St. Stephen's Green - Sandyford Indusirial Estate. December 1998
3. Line C. Abbey Street - Connolly Station. September 1999
. Findings of Inquiry
1. Dublin Light Rati Line A. December 1998
2. Dublin Light Rail Line B. June 1999
3. Dublin Light Rail Line C. January 2000
the 1999 Dublin City Development Plan
the 1999 National Development Plan
the 1999 Strategic Planning Guidelines for the Greater Dublin Area
the January 2000 Atkins McCarthy report on the underground section of LUAS/LRT between Stephen's Green and
Broadstone.
*  the June 1999 lecture Economy and Ecology are not Contradictions - Lessons in Transportation Planning from Zutich by
Ernst Joos, Deputy Director, Zurich Transport Authority organised by the Swiss Embassy and others.
the March 2000 Ove Arup report Dublin Suburban Strategic Rail Review.
s the April 2000 UCD report Comparison of Subvention fevels for Public Transport Systems in European Cities,
commissioned by the Dept. of Public Enterprise.
. the April 2000 report by Environmental and Transport Planning (UK)
Bus or Light Rail: Making the Right Choice.
»  the May 2000 Dept. of Public Enterprise report on Regulation of the Bus Market in the Greater Dublin Arca. prepared for
the Cabinet Committee on Infrastructural Development and Public Private Partnerships.
¢ the June 2000 Dublin Corporation proposal for a bridge in the Docklands
= the September 2000 article on Public-health impact of outdoor and traffic-related air pollution: a Buropean assessment
Lancet (UK) 2 Sept 2000 {Vol. 356 No.9232)
¢ the September 2000 DTO Platform for Change Strategy 20002016
*  the October 2000 National Greenhouse Gas Strategy published by the Minister for the Environment and Local Government.

. o »

Donal O Broleain
Secretary Tel:(H) 837 1753 (after 19.00) email: donalobrol@clubi.ie
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It is still cheaper to put cars/trucks underground than to put LUAS/Metro
underground, even with the doubling of the cost of the Port Tunnel!
Putting LUAS/Metro underground is the most expensive option.

How many Kilometers of Dublin Transport Infrastructure
for IRE100m ?

Surface LUAS (Tallaght ‘ 6.7kms
Sandyford lines)

PBublin Part Tunnel

LUAS Underground {: 0.9km

Section
0 i 2 3 4 5 6 7 8
Sources:
LUJAS Underground Section: 3 underground and 2 surface stops. 2.85kms £303m
Atkins McCarthy report for CIE. January 2000
Dublin Port Tunnel: Dual carriageway with 4.5km in funnel. 5.6kms £353m
Dublin Corporation Press Release. 11 October 2000
Surface LUAS: Tallaght-Middle Abbey St ling. 14kms. £185m
Diil Debates. 29 March 2000
Sandyford-Stephens Green 9kms £158m
Mary O'Rourke, TD Minister for Public Enterprise. 31 July 2000
CIE. Environmental Impact Statements.
Dublin Transport Projects
Costper Km£m
IRE120
IRE106m
IRE100
IRESO
IRES3Im
IREBD
IRE4Q
IRE*3m
IRE20 IRE18m
IREQ
LUAS Underground Dublin Port Tunnel Surface LUAS - Surface LUAS -
Section Tallaght Sandyford
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DUBLIN AIRPORT

Profile of Passengers (1)

1999 Passengers (excluding transit){2) 12,657,047
(say 12.65m.)

Purpose of Journey(3) BusinessLeisure
24.4% 75.6%

Irish (11.7%) (33.3%)

Non-Irish (12.7%) (42.3%)

Origin/Destination of Air Travellers(4)

Dublin 50.7%  (say 6.42m)
Leinster 23.9%
Munster 11.7%
Connacht 7.9%
Ulster 5.8%

Dublin Area "air passenger'(5)(subject to note)
Contiguous to  DART network 45%  (say 2.89m.)

Northside 15%  (say 960,000)

Southside 30%  (say 1,925,000}
Note.  "A closer review of the Dublin area airport ‘air passenger' traffic highlights that approximately 45 per
cent of the traffic is contiguous to the DART network. ..Similar information is not available for 'non-Irish'
travellers through the Airport. However, market research indicates that up to 70 per cent of foreign travellers
visit Dublin at some stage of their Irish trip. A review of the 1996 Bord Fiilte approved hotels and guest houses
in Dublin highlights the very high concentration of bed spaces in the central area and the south east quadrant.
The distribution of beds within these areas is summarised in Table 4.2 below. It is clear from this table that the
south east city centre area (Dublin 2} along with the Ballsbridge and Donnybrook areas (Dublin 4) are the prime
locations in terms of accommodation availability." (from par 4.3 of Source 1. Below)

Surface Access (mode of use) by Air Passengers(6)

Private Car 67.6%
Taxi 12.2%
Bus/Coach 19.2%
Other (HGV, Motorcycle) 1%
Sources
1. Drawn from CIE/Aer Rianta. Dublin Airport Air-Rail Link Stmdy. Final Report. April 1998, (Air-Rail Link
Study)
2. Aer Rianta Press releases on 1999 Passengers though its Airports. 28" January 2000
3. Air-Rail Link Study. Table 3.4. p.12
4. Air-Rail Link Study. Figure 4.1 p.19
5 Ait-Rail Link Study. Section 4.3. p.19
6. Air-Rail Link Study. Table 4.4, p.25
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STREETWISE

People per 30 metre street space
during the AM peak

250 - S _ 235
200
150
100
60
50 B e bl
8.52 4
0 [ = : st .
6 cars, each taking LUAS Seated LUAS Standing LUAS Total

about 5m. Street
space and carrying
1.42 people during the
AM peak

If 1,000 new cars are being bought every week in Dublin, then these occupy
5km (3 miles) of strect space. It is cheaper to provide new street space
underground, in road tunnels, than it is to put LUAS/Metro/Rail/CAT
underground (see p. 5)

Street Space needed by cars during AM peak to carry

same no. of passengers as one LUAS vehicle
(DTO. Each car carrying 1.42 people )

Ll 827
800
700 616
600 - @ No. of Cars needed for people in
30m. LUAS
500
400 B Street space(linear metres)
taken by cars needed to carry
300 T people in 30m LUAS
165
200 123
100 42
Passengers passengers Passengers
Seated (60) Standing(175) Total(235)
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Appendix 3

LUAS needs joined-up thinking

Sunday Times 26 September 2010

Danal O'Brolchain ABP-317121-23 40/64



Response to An Bord Pleandala's invtiation fo comments on NTA observaations on submission on BusConnects Swords City Centre scheme

[ J—

Next page
Show all

Think tank: Luas needs
joined-up thinking

Our governing classes refuse to learn from their mistakes. Spin, hype and
bluster cannot disguise the fact that quiet competence is missing

Donal O Brolcain
Published: 26 September 2010

¢« Recommended (1)

as cannot be a network without integrating the lines (Gareth Chaney Collins)

The property-induced economic crisis has given us an opportunity to scrap Metro North and
the proposed Dart Interconnector, and mstead expand the Luas system in Dublin. Within the
next few weeks, the Railway Procurement Agency (RPA) will open the Luas Green line
extension to Cherrywood. This includes two fully equipped stations that will not be used.
Recently, Iarnrod Eireann said it will not open a newly built station on the Kildare line. In
both cases, the reason is that expected property development did not take place.
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Metro North and the Interconnector are also predicated on development assumptions that no
longer hold. Meanwhile, the government has dropped plans to link the two existing Luas lines
for passenger services. This perpetuates the folly of the decision made in 1998 to build two
separate Luas lines.

To meet the aims of government transport policy — to ensure the provision of a well-
functioning, integrated public transport system that enhances competitiveness and contributes
to social cohesion — I propose an integrated Luas, which would create an on-street loop
around the central business district; access Dublin airport from all parts of the network,
including a link to Dart; and fill the transport void in north Dublin with three Luas lines, all
on the surface and cheaper per kilometre than Metro North.

Luas cannot be a network without integrating the Green and Red lines. This means a full
interchange at the O’Connell Street-Abbey Street junction. This is no more radical a
suggestion than the RPA-Iarnrod Eireann proposal to uproot St Stephen’s Green as part of
their plans for two lines (Metro North, Dart Interconnector) underneath that part of Dublin.

Integrating the Green and Red lines needs two tracks on-street from Stephen’s Green to
Broadstone, as RPA proposes. It would transfer to the unused line that joins the Western line
(Maynooth, with the new Dunboyne line) at Broombridge.

Last Friday, An Bord Pleanala was due to hold a preliminary hearing on RPA’s application to
build another Luas line, one that will not connect the existing lines for passenger services.
The plan includes a bridge across the Liffey, joining Marlborough Street and Hawkins Street.
This is silly, as it ignores the Samuel Beckett bridge, designed to take Luas vehicles. Why
build yet another bridge that does not extend the Luas catchment area? Such a proposal goes
against the notion of cost-effective improvement of public transport in the built-up parts of
the capital.

The Docklands loop that I am proposing would use the Samuel Beckett bridge to integrate
this new city quarter. Running on-street, it would connect the catchment areas of the Green
line (Sandyford- Cherrywood) to the docklands, linking up the newly opened National
Conference Centre, 02, Busaras, Connolly station and the Abbey theatre. It would connect
the Red line (Tallaght-O2) to the south docklands, allowing easier access to the Grand Canal
theatre, Shelbourne Park, the Aviva stadium, the Eye and Ear Hospital and National Concert
Hall. it would require a new Dart interchange at Barrow Street on the southside,
complementing Connolly Station on the northside.

The North Dublin loop would start from the jeined-up Luas lines in O’Connell Street, run up
Dorset Street, Drumcondra, Whitehall, Collins Avenue/DCU to Ballymun, onto the airport
and back through Finglas to join the extended Green line at Broombridge. The airport can be
linked to the Dart at Clongriffin, with a Luas line taking in Coolock, Beaumont Hospital and
the North Fringe. That would put Dublin airport on a loop connecting it to the central
business district from two directions. The airport can be also linked to the Dart at Clongriffin,
with a Luas line taking in Coolock, Beaumont Hospital and the North Fringe.

Our governing classes love grand gestures, usually involving the feuding public-sector
baronies of CIE companies, the RPA, National Roads Authority, local authorities,
government departments and the newly created National Transport Authority. They refuse to
learn from the mistakes made when railways were first built in Ireland.

Donal O'Brolchain ABP-317121-23 42164



Response to An Bord Pleanala's inviiation to comments on NTA observaations on submissien on BusConnects Swords City Centre schems

Spin, hype and bluster cannot disguise the fact that quiet competence is missing. Dublin
needs an integrated Luas network to show the “joined-up thinking” of which we have heard
so much, and to get us out of the crisis caused by reliance on property development.

Donal O Brolcdin was secretary of Drumcondra 2003, a group of residents’ associations that
campaigned to remove through traffic and for more public open space
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Appendix 2

Submission on Metrolink
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Railway {Metrolink—-Estuary to Charlemont via Dublin Airport) Order 2022

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

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

Section 2. Other relevant material, identified by tabs.

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

1. It will not enhance public transport options within those parts of the Dublin Area in
which most journeys take place(see Figure 1} It is another stand-alone non
integrated project which will continue to absorb resources better used elsewhere;

2. The route chosen

a. Does not cater for the Drumcondra corridor which has the greatest demand
for enhanced public transport options in the north part of Dublin city. Note
the north part of our capital city has more people than Fingal, the south part
of Dublin City, South Dublin and Dun Laoghaire Rathdown (see Figure 4) and
has had over the past 30 years see Section 1 p.16-19.

b. Wasthe outcome of a deeply flawed process run by the National Transport
Authority.

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

a. Lessthan one seventh (14%g) of trips were business related;

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

¢. Less than one third of trips criginated in Dublin City Centre/South part of
Dublin City;

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

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

In short, the vast majority of passengers at Dublin Airport are not very time-constrained in
how they access the Airport landside. So travel times between Dublin City Centre and the
Airport should not be a criterion by which this proposal is assessed.

Denal O'Brolchain ABP-317121-23 44/64




Response to An Bord Pleandla’s invtiation to comments on NTA observaations on submission on BusConnects Swords City Centre scheme

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

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

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

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

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

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

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

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

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

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

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

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

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

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

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

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

Figure 1 Dublin Area workplace location catchment areas Census 2016

Workplace location catchment areas

April 27, 2018 0 s 1288895 —
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2. Route Chosen

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

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

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

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

2.1.4. Commitments and assumptions explicitly made in approving and building the
Dublin Port Tunnel. 1 actively supported that project as one of a mutually
reinforcing set of proposals which would enhance our capital city region .

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

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

www.nationaltransport.ie

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

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

2.3.2. On 6™ October 2014, the meeting took place in AECOM offices The aim of
the meeting was to present the CITY ACCES S TEANIIT (C4T) which Drumcondra
2005 had proposed in response to a public consultation in March 2001 (see
Section 1 p. 96-108)

2.3.3. By prior agreement with AECOM, | was accompanied by five people, all of
whom are named in the agreed record of the meeting. . See agreed record of
this meeting Section 1 p. 92-95 and pre/post meeting emails clarifying some
points see Section 1 207-110

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

Donal O'Brolchain ABP-317121-23 48/64



Response to An Bord Pleandla's invtiation to comments on NTA observaations on submission on BusConnects Swords City Centre scheme |

23.4.1.  In 2006, they had commissioned a team of consultants to report on |
an alternative routing for the then proposed Metro North. As the work |
concluded, Michael Howard asked about Drumcondra 2005. By then, the
residents” association which formed Drumcondra 2005 did not agree on
the then proposed Metro North. Thus there was no common approach to
MetroNorth, following the 2001 proposal for the DRUMCONDRA CTY
ACCES S TRANSIT (CAT). 1 pointed that out to Michael Howard.

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

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

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

2.4.1. Itis clear from the text of that NTAJAECOM report that

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

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

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

2.5. In a submission (dated 19 January 2019) on that report, | called for the NTA/AECOM
Fingal/North Dublin Transport Study Stage One Appraisal Report November 2014 to
be rejected in full. See Section 1 p. 71-81 also Section 2 for covering letter.

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

3. North LUAS Loop
3.1. Following the outrageously misleading NTA/AECOM Fingal/North Dublin Transport
Study Stage One Appraisal Report November 2014, in April 2016, | sought further
information from NTA. see Section 2
3.2. The key document that emerged was Draft Study of Transport Options for Fingal
Corridors in advance of Metro North April 2012. see Section 2

3.3.1was taken aback when | saw that there was no consideration of Drumcondra in the
Sector C1/Balbriggan Sector C2/Swords, Sector C3 Airport. This contrasted very
poorly with explicit treatment of both Finglas and Ballymun, other north city
suburbs. .
Figure 2 Main Fingal transport corridors to/from the City Centre

Sector C1
Balbriggan
| Sector C2
Swaords
Moot o
Malahide
Finglas gl Sector C3

- Balbymun

Sector F
Blanchardstown

City Centra

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

3.5. In a 2012 NTA report on Bus Rapid Transit (BRT) Core Network Report, NTA
concluded that passenger demand on a route through Drumcondra exceeded the
capacity of that particular option. No further consideration would be given to using
that particular form of public transport through Drumcondra. See Section 1 p. 37,
122

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

3.6.1. These superimposed the then existing LUAS lines {(including LUAS cross-city
then under construction), heavy rail-commuter lines including DART and the
Phoenix Park Tunnel (then projected to open for commuter services in 2016}
and the then proposed Metro route on maps the Dublin area showing
3.6.2.  the economic core, measured by >= 700 jobs km?

3.6.3.  population density;
See Figure 3

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

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

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

L L]
1
=
- I| I - _ O lanshir
v g N y
- SLM-;:!I! _..'
o
= I"”‘” ~“~  AIRO
3.10. The proposed North Dublin LUAS loop would

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

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

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

Figure 4 North Dublin City has the highest population within the Greater Dublin Area

Dublin Area Population of each local authority 1991-2022

400,000
350,000

300,000

250,000
200,000
150,060
100,000
50,000
0

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

m Dublin City North  mFingal 3 South Dublin Dublin City South  m Dn Laoghaire-Rathdown

Source: CSO Census Data. For 2022, preliminary results

4.2. Based on the Metrolink proposed in 2018, | commissioned two more maps of the
same type, to take account of the results of the 2016 Census see Figure 5 and 6. [
realise that the 2022 routing is slightly different to that on which these maps were
based. However, both show that the optimum route has not been chosen to serve
people living and working in the north Dublin .
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Figure 5 Dublin Population Density 2016 with the 2018 proposed Metralink and other rail
based transport
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Figure 6 Dublin Core Economic Area 2016 with the 2018 proposed Metrolink and other rail
based transport
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4.3. In 2018, the Howards commissioned Roughan O’Donovan to compare the
catchments of the then Emerging Preferred Route {for MetrolLink) with the Eastern

Route Variation which they had worked on and presented in 2006. This was
submitted to TIl during the 2018 Metrolink Public Consultation see Section 2

Comparison of the totals within the catchment of each route shows that the overall
population within the catchment area of the ‘Eastern Route Variation” is higher than
along the current ‘Emerging Preferred Route’ and therefore the Tl should consider
the Eastern Route Variation as a viable aption for Metrolink. See Figure 7

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

 Route
Population
Employed

Education

Source: Genvest Submission to the Project Manager MetroLink May2016

If the public authorities are really trying to promote modal shift in transport, they have

Route Variation

[ Emerging Preferred Route

Eastern Route Variation

Catchment Catchment
73,071 75,890
33,092 36,176
8,883 8,501

chosen the wrong route for this project
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5. Dublin Port Tunnel

5.1

5.2.

5.3.

. The benefits of the Dublin Port Tunnel project assumed that there would be an

integrated three line LRT network in Dublin. This included a line through
Drumcondra to connect the City Centre to Ballymun see section 1. p. 28
Government approved the Port Tunnel after a sworn public inquiry. The project
was promoted by the then Dublin Corporation and the National Roads Authority
(NRA)

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

5.4. This was done by stealth. Apparently, NRA sought approval for this as part of an

5.5.

extension to the M50 in another part of the Dublin region! Itis not at all clear that
the impact of this change was ever assessed in terms of increased traffic through
Drumcondra, with all that implies in terms of air and noise pollution. see section 1
p. 25 | suggest that this way of proceeding negated the environmental impact
assessment which was the subject of the sworn inquiry.

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

6. Streetscape, Community Severance, Place Making

6.1.

6.2.

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

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

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

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

In determining on this application, An Bord Pleandla has a unique opportunity to

begin the process of restoring public confidence that planning permissions are little
more that very limited forms of building control.
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6.3. In asking An Bord Pleanaia to reject this appiication, | hope that it will help us all to
re-learn what was known about place-making when Marino and Griffith Avenue
were developed by our new state 100 years ago. | also hope that it will assist us to
reset our way of governing ourselves to apply those lessons consistently and with

equal force in all parts of our capital city’s region.
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Appendix 3

Letters to newspapers on the poor state of planning in our capital
city
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Latters

Keeping the Luas on track

Thu Dec 14 2017 -01 18

Pv o

Sir, - Allocating the limited space inside the M50 has to start by looking at how much streetspace
each travel mode takes and how many people fit in vehicles taking that streetspace. {(“Teething
problems or a chailenge too far?”, December 11th)

During the morning peak, more people travel by car than by any other single mode. About 13
cars fit in the same street space as a 55m Luas tram with ene driver. On average, each car takes
no more than 1.25 people during that peak time, according to canal cordon counts.

These 16 people represent less than one-twentieth of the 330 passengers on a Luas tram.

Double-deck buses are 10m long and carry 93 passengers. Five buses {with five drivers) with 465
passengers take the same space as one Luas vehicle and 13 cars.

Given that all vehicles need some assured stopping space between them, Luas makes better use
of the available streetspace on high traffic routes.

Operational costs are lower than buses. There are less emissions at point of use. It is far easier to
monitor and mitigate emissions at electricity generating stations than it is for the 2.5m vehicles
on our roads.

A recent IMF report assessed management of public investment here (Irish Times, November
10th). It found that there is a very big efficiency gap between us and other countries.

We in Dublin need to learn from well-run cities like Zurich. A good start would be to extend Luas
Cross City to create a north city Luas loop together with Luas on Drumcondra Road as planned
originally. A north city Luas loop would be faster and cheaper to build than Metro North. This
€2bn relic of the Celtic tiger craziness is the same kind of solution to ease movement as is relying
on private cars during peak commuting times in urban areas. - Yours, etc,

DONAL O'BROLCAIN,
Drumcondra,

Dublin 9.
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Planners in Dublin need to consider streetscapes
Regeneration of Ballymun is an excellent example of planning failure

Tue Nov 1 2022 -00.05

. LATE

OEX O i
UssL
Sir, - Streetscape and place-making has long been overlooked by architects, developers and remnc

builders. Over decades, the public authorities (elected and appointed) have not acted as a

countervailing force to these vested interests, as Michael McDowelt pointed out (*Dublin’s SOTI:
planners are failing to help our capital to flourish”, Opinion, October 26th).
Unfortunately, the regeneration of Ballymun is an excellent example of this failure. The main ::;:
street is a now six-lane highway for through traffic. Such traffic is 2 major form of community
severance. National and local politicians, policymakers and planners support this. Yet the same E;Z:
people are actively restricting such traffic from the city centre.

Ralpl
One part of that effort is MetroLink if it ever goes ahead. But this policy is not being applied to rebor

Ballymun. The latest proposal is to tunnel under Ballymun’s main street for MetroLink, instead of
putting motor vehicles underground.

This is an example of physical planning being reduced to a very limited form of building control
instead of being focused on the creation and maintenance of places which are pleasant to be in,
for living or work or leisure.

Not only to we have to re-learn what was known about place-making when Marino and Griffith
Avenue were developed by our new State 100 years ago. We also have to reset our way of
governing ourselves to apply those lessons consistently and with equal force in all parts of our
capital city.

—Yours, etc,

DONAL O BROLCAIN

Drumcondra, Dublin 9.






