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Alternative Route

Metro North East Route Alliance

Submissions from Area MN101

Mary & John Bond, Belinstown
Kevin & Mary Fox, Balheary, Belinstown
Barry & Sally Hare, Balheary, Belinstown
Una Donnelly, Batter Lane, Belinstown
Mary & Des Rainey, Belinstown
John Fleming, Belinstown
Brian & Ailbhe Doyle, Belinstown
Matt & Linda Graham, Belinstown
Ger Dwyer & Others, Belinstown
Stephen & Heather Joynt, Belinstown
John & Ann Graham, Belinstown
Padraig Flynn, Belinstown
Michael Jones, Magillistown
Sylvia Jones & Thomas Guy, Swords
James & William Flynn, Belinstown
James & Siobhan Flynn, Belinstown
Sean & Noel Brangan, Belinstown
Michael & Tom Bailey (Bovale Developments Ltd.) (Lissenhall)
Michael & Tom Bailey (Bovale Developments Ltd.) (Barrysparks, Swords)
Salix Trust Ltd. (Swords)
Total Produce Ltd., Swords
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MKN Property Group, Seatown, Swords
Fingallians GAA, Estuary
Percy Nominees Ltd., Seatown, Swords
Siemens Healthcare Diagnostics Manufacturing Ltd., Swords
Tempore Ltd., Swords
Teba Ltd., Swords

Submissions from Area MN102

Tadgh & Maureen O’Scannaill, Pinnock Hill, Swords
Nethercross Holdings Ltd., Pinnock Hill, Swords
Residents of Carlton Court, Swords
Juliana & Joseph Boland, Nevinstown, Swords
David Daly, Airside, Swords
Irish Property Unit Trust & Irish Life Investment Managers, Fosterstown, Swords

Submissions from Area MN103

McComish Ltd., Cloghran, Fosterstown
Shaun McComish, Cloughran, Fosterstown

Submissions from Area MN104

Irish Food Processors, Dardistown
Hainvale Ltd., Dardistown
Whitehall Rangers, Dardistown
Dunlix Investments (Ireland) Ltd., Ballymun North
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Tesco Ireland Ltd., Ballymun North
Cosgrave Developments, Ballymun North
The Byrne Family, MetroPark
Hugo Byrne, Ballymun North
Stephen McEvoy, Ballymun North

Submissions from Area MN105

Ballymun Regeneration Ltd.
Ballymun Shopping Centre Ltd.
Vera Hunt, Ballymun Road
Peter Tintari, Ballymun
Donal & Linda O’Sullivan, Albert College
Na Fianna CLG, Albert College Park
Albert College, Ballymun Road & Greenfield Park Residents Association
Ballymun Community Organisation Network

Submissions from Area MN106

Residents of Hampstead Avenue & The Rise, Glasnevin
Dónal Ó Brolcháin, Griffith Avenue
Donal O’Donoghue, Griffith Avenue
Patricia O’Donoghue, Griffith Avenue
Bernadette & Karen Donnelly, Griffith Avenue
Brendan Gaffney & Valerie Smith, Griffith Avenue
Margaret & Victor Barry, Griffith Avenue
Courtland Residents Association
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Philip Reilly, The Rise/Hollybank Rd., Drumcondra
Griffith Avenue & District Residents’ Association
Alan & Catherine Beirne, Bantry Road, Drumcondra
John A. Baushel, Bantry Rd., Drumcondra
Michael Walsh, Bantry Road, Drumcondra
Pauline Walsh, Bantry Road, Drumcondra
Emer & Frank Lawlor, Valentia Rd., Drumcondra
Frank & Mary McCormack, Valentia Rd, Drumcondra
Susan Taylor, Valentia Rd., Drumcondra
Corpus Christi Girls N.S., Drumcondra
Francis Doherty & Shane Cryan, Homefarm Rd., Drumcondra
Henry & Harry Mannion, Drumcondra
Leonard Carty & Others, Homefarm Road, Drumcondra
Patricia & Diarmuid Doyle, Ferguson Rd., Drumcondra
James Grant, Ferguson Road, Drumcondra
Patrick & Kathleen Hassett & Others, Ferguson Rd., Drumcondra
Mary McLaughlin, Ferguson Rd., Drumcondra
Mary Flanagan, Ferguson Rd., Drumcondra
Angela & Carmel Morgan, Ferguson Rd., Drumcondra
Róisín Ní Ceallaigh, Ferguson Rd., Drumcondra
Jean McLeod & Others, Ferguson Rd., Drumcondra
Michael Casey, Millbourne Ave., Drumcondra
St. Patrick’s College, Drumcondra
Breda & John Walsh, Botanic Ave., Drumcondra
Georgina Doyle & Others, Botanic Ave., Glasnevin
Elizabeth Hollywood & Charles Earley, Botanic Avenue
John & Eva McDermott, Alphonsus Rd, Drumcondra
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Sheila Burke, St. Alphonsus Rd., Drumcondra
Christy McCormack, St. Alphonsus Rd. , Drumcondra
Rita Hurson, St. Alphonsus Ave., Drumcondra
Dawn Mulligan and Ken Lacey, St. Alphonsus Ave., Drumcondra
Karen Griffin, St. Joseph’s Ave., Drumcondra
Shane McGeary & Orla Canavan, St. Alphonsus Ave., Drumcondra
Kieran Carolan, St. Joseph’s Ave., Drumcondra
James Hunt, St. Joseph’s Ave., Drumcondra
Matthew & Aideen Kelly, St. Joseph’s Ave., Drumcondra
Damien Coleman, Lwr. Drumcondra Road
John Daly, Whitworth Road, Drumcondra
Marie Daly, Whitworth Rd., Drumcondra
Maureen Kennedy, Whitworth Rd., Drumcondra
Liam O’Doherty, Whitworth Rd., Drumcondra
Jim & Rita Maguinness, Gratton Parade, Drumcondra
Aidan & Barbara Hynes, St. Ignatius Rd., Dublin 7
Quinn’s Public House, Drumcondra
Nathy & Margaret Groarke, Drumcondra
All Hallows Area Residents Association, Drumcondra
Iona & District Residents Association, Drumcondra
Residents Opposed to Option B (R.O.T.O.), Drumcondra/Griffith Avenue
Residents for Realignment Ltd., Drumcondra
Ruadhan MacEoin, Dublin 1
Brendan Bonass & Others, Drumcondra
Peter Sweetman, Drumcondra

Leo Residents Association, Dublin 1
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Mater Private Hospital
Mater Campus Hospital Development Ltd.
National Paediatric Hospital Development Board
Blend Resident’ Committee, Blessington, Eccles, Nelson, Dorset Streets

Submissions from Area MN107

Dublin City Centre Business Association Ltd.
Dublin Chamber of Commerce
National Taxi Drivers Union
Dublin Cycling Campaign, St. Stephen’s Green
IDA Ireland

Stanberry Investments Ltd.
Park Rite Ltd.
Trinity Street Car Park Ltd.
Q-Park Ireland Ltd.

The Rotunda Hospital, Parnell Square
Gate Theatre, Parnell Square
Millennium Theatre Company, Parnell Square
Abbey Presbyterian Church, Parnell Square
Gaelscoil Coláiste Mhuire, Parnell Square
Hotel St. George, Parnell Square
Castle Hotel, Parnell Square

Highbury Lane Properties Ltd., O’Connell Street
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Cafollas, O’Connell Street
Quinn Insurance Ltd., O’Connell Street
Irish Life & Permanent, O’Connell Street
Chartered Land Ltd., O’Connell Street Upper, Henry St., Moore St.
Chartered Land Ltd., Ilac Centre
Wynn’s Hotel, Abbey Street
Clery & Co. PLC, O’Connell Street
Eason & Son Ltd., O’Connell Street
Schuh Ltd., O’Connell Street
Percy Nominees Ltd., O’Connell Street/Henry Street/Grafton Street
Carrolls Irish Gift Stores, Westmoreland Street/O’Connell Street

Thomas Lenehan & Co., Capel Street
Arnotts Ltd., Henry Street
O’Brien’s Sandwich Bar Ltd., Bachelor’s Walk
Fliver Investments Ltd., Aston Quay
K.S.K. Enterprises Ltd., Westmoreland Street
Rehab Group, Westmoreland Street
Westin Hotel, Westmoreland Street

Dixon Hempenstall Ltd., Suffolk Street
Irish Property Unit Trust, Suffolk Street/Grafton Street
West Hotel Trading Company Ltd., Grafton Street
L’Occitane (Olive Tree Lifestyle), Wicklow Street/Upper Liffey Street
Weir & Sons, Grafton Street
Glenberg/Peter Mark Group
Brown Thomas Ltd. Car park
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Brown Thomas & BT, Grafton St
Edmund Ross Studios, Grafton Street
Salix Trust Ltd., Grafton St.
Thomas Patrick, Grafton Street
David, Joanne & Paul Daly, Grafton Street
Fitzers Holdings Ltd., Chatham Street/Dawson Street
Teresa, Seamus & Phyllis O’Donoghue
Appleby Jewellers, Johnson’s Court

Salix Trust Ltd., St. Stephen’s Green
Kildare Street and University Club, St. Stephen’s Green
St. Stephen’s Green Hibernian Club
Sunday River Ltd. (Il Posto), St. Stephen’s Green
Carrigwood Developments Ltd., St. Stephen’s Green
Lisney, St. Stephen’s Green
Ampleforth Ltd., St. Stephen’s Green
Bank of Scotland Ireland, St. Stephen’s Green
Landlords of 124/127 St. Stephen’s Green
Irish Life Investment Managers & Royal College of Surgeons in Ireland, St. Stephen’s
Green
The National Concert Hall, Earlsfort Terrace
Warren Whitney, St. Stephen’s Green
Justin Marden, St. Stephen’s Green
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1.0

DESCRIPTION OF THE PROPOSED DEVELOPMENT

Overview

Metro North is a light rail system proposed to connect the townland of Belinstown in north
County Dublin to Dublin city centre. The route would serve a number of key destinations
including Dublin Airport, hospitals, universities and retail centres as well as high density
residential and employment districts. It would serve an 18km long corridor. It would
comprise a metro system running under full signal control on a segregated alignment between
St. Stephen’s Green and Fosterstown stops and running on a line of sight basis, at grade, in
underpasses or on elevated sections between Fosterstown and Belinstown. It would run in
bored tunnels beneath the city and beneath Dublin Airport and in cut and cover tunnels
beneath Ballymun.

The proposal would interchange with existing Luas Green Line services at St. Stephen’s
Green and Red Line services at Abbey Stop adjacent to the O’Connell Bridge Stop. The route
for the proposed Lucan Luas line serving the west of the city is yet to be determined but is
expected to provide interchange with the proposed scheme at either St. Stephen’s Green or
O’Connell Bridge Stops. The scheme would also interchange with the DART (Dublin Area
Rapid Transit) and with suburban rail services at St. Stephen’s Green via the proposed rail
interconnector and at Drumcondra following the electrification of the Iarnród Éireann line.
2,600 Park & Ride spaces would be provided at key locations along the route. The proposed
scheme would also interchange with local and regional bus services and taxi services, with
bus interchange facilities being provided at most metro stops. Bus pull-in bays and pickup/drop-off facilities would be designed into all at-grade stops (i.e. Belinstown, Fosterstown
and Dardistown). Cycle facilities would be provided at all stops.

When opened, the Metro would carry approximately 80,000 passengers per day. This is
forecast to increase over time, with an ultimate capacity in excess of 40,000 passengers per
hour (20,000 in each direction). The scheme is expected to carry some 35 million passengers
each year once it is operational.

It is proposed to accommodate longer light metro vehicles (LMVs), beyond the capacity of an
on-street light rail system, and operating at higher frequency. The scheme would operate
using 45m long LMVs coupled together to form 90m trainsets. The metro vehicle would be
essentially an underground version that would be similar to the vehicles operated on Luas.
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PL.06F.NA0003
An Bord Pleanala
Page 13 of 690

The route would comprise a dedicated track, with the journey time from Swords to the city
centre estimated at approximately 26 minutes, from St. Stephen’s Green to Belinstown at
approximately 30 minutes, and a journey time from the Airport to the city centre of less than
20 minutes is estimated. Peak time services would run every four minutes and more
frequently as passenger numbers grow, with the capability to run with a minimum operating
time of two minutes between services (i.e. two minute “headway”). The maximum speed
would generally be 70 km/h.

Services are proposed to operate between 5.00am and 1.00am on weekdays with late night
services operating on Fridays and Saturdays. Service hours would be shorter on Sundays and
bank holidays.

Scheme Alignment

The scheme alignment has been divided into seven areas, numbered MN101 to MN107.

Area MN101: Belinstown to Swords Stop

This Area begins at Belinstown on agricultural land, approximately 2km north of Swords,
adjacent to and directly west of the M1 motorway. The maintenance depot, stabling facilities
and a 110kV substation serving the scheme would be located in this area. The northern
terminus of the scheme would lie immediately south west of the depot. A Park & Ride
facility with 2,000 parking spaces, designed as a multi-storey car park, is planned adjacent to
the stop. The alignment passes southwards across greenfield lands to a provisional stop at
Lissenhall. This stop would be located in a greenfield site west of the M1/R132 interchange.
The alignment continues southwards across the Broad Meadow River and Ward River and
then runs at surface level along the western verge of the R132 to a second provisional stop at
Estuary. The alignment then rises up onto an elevated section of track, crossing over the
Estuary Roundabout, travelling along the median of the R132 and over the Seatown
Roundabout before descending to reach the next at-grade stop at Seatown. The Seatown Stop
would be located in the central median of the R132. The Estuary and Seatown Roundabouts
would be converted to signal controlled junctions. After Seatown the alignment proceeds
southwards on the surface along the central median of the R132 and then descends to pass
under the Malahide Roundabout. The alignment then emerges from the underpass and rises to
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the surface in the median of the R132 to the Swords Stop located opposite the Pavilion
Shopping Centre. Initially, access to this stop would be by pedestrian crossings of the R132.
Provision has been made to allow this stop to be accessed from a possible future east-west
bridge over the R132.

Area MN102: Swords Stop to Dublin Airport North Portal

South of the Swords Stop the alignment would rise up onto an elevated section of track to
cross over Pinnock Hill Roundabout and would continue south to an at-grade stop at
Fosterstown. An at-grade Park & Ride car park with 300 spaces would be provided to the east
of this stop. The alignment would then continue southwards along the east side of the R132
and descend to cross under the R132 south of the junction at Airside and Boroimhe. The
alignment then emerges from the underpass, passes under a new accommodation bridge
serving a local business at Fostertown, rising to the surface and onto embankments through a
greenfield area. A turn back facility would be provided in this area to the north of the airport
to allow some metro services to reverse at the airport in the future. A new agricultural
underpass would be located beneath the turn back facility.

Area MN103: Dublin Airport

The alignment would enter two bored tunnels (one for northbound metro services and one for
southbound) to the north of the airport. A tunnel portal and ventilation building would be
located in this area. The alignment would traverse the airport in a southerly direction passing
under the Airport South Perimeter Road (Collinstown Lane). An underground stop, Airport,
would be located on this tunnelled section close to the existing airport terminal and the
second terminal on the site of the proposed airport Ground Transportation Centre.

Area MN104: Dublin Airport South Portal to Santry Avenue

The alignment would emerge from a tunnel south of the airport perimeter road and rise to
surface level. A tunnel portal and ventilation building would be located in this area. The
alignment turns south west to cross agricultural lands between the airport and the M50
motorway. Dardistown Stop would be located on a greenfield site to the north of the M50. An
at-grade Park & Ride facility with 300 parking spaces is proposed for this location to the
north of the stop. Space provision is made at this stop for a future operational link to the
proposed Metro West line. A 110kV substation would be located in this area. The alignment
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continues southwards, crossing the M50, associated slip roads, and Old Ballymun Road on
bridges. South of these bridges the alignment continues over the culverted Santry River,
descending to surface level at Northwood Stop, an at-grade stop near Santry Lodge. South of
this stop the alignment descends into a cut and cover tunnel along the median of the R108
(Ballymun Road), passing under Santry Avenue.

Area MN105: Santry Avenue to Albert College Park

The alignment would continue southwards in a cut and cover tunnel beneath Ballymun Road
to a shallow underground stop at Ballymun adjacent to a new civic plaza. It would continue
southwards in a cut and cover tunnel along Ballymun Road, crossing under Collins Avenue to
Dublin City University Stop. This would be a shallow underground stop on the east side of
Ballymun Road beside Albert College housing estate.

Area MN106: Albert College Park to Mater Stop

The alignment would continue in a cut and cover tunnel across Albert College Park, entering
twin bored tunnels near the southern boundary of the Park. The alignment would remain
underground in bored tunnel until its termination at St. Stephen’s Green. Continuing south
from Albert College Park it would reach Griffith Avenue Stop, located in the south west
corner of agricultural lands on the north side of Griffith Avenue. The alignment would then
procede in a south easterly direction under St. Patrick’s College playing fields. An emergency
access and ventilation shaft would be located in the south west corner of the playing fields.
The alignment continues under the Tolka River to Drumcondra Stop, located to the west of
Lower Drumcondra Road and adjacent to St. Joseph’s Avenue. An interchange with Iarnród
Éireann’s suburban rail services to Maynooth would be provided at this stop. The alignment
then would turn south westwards, passing under a second mainline railway and the Royal
Canal to the Mater Stop which would be located under the hospital’s existing surface car
park.

Area MN107: Mater Stop to St. Stephen’s Green

On leaving the Mater Hospital the alignment would turn south easterly under the Dorset
Street/North Frederick Street junction and on to Parnell Square East to Parnell Square Stop, a
cut and cover stop. After this stop the alignment proceeds under O’Connell Street to
O’Connell Bridge Stop. This stop would be under the River Liffey, with access provided to
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the north and south of the bridge. Entrances to the north would facilitate interchange with the
Luas Red Line. The alignment then proceeds beneath Westmoreland Street and College
Green and under buildings between Clarendon Street and Grafton Street. The terminus stop,
St. Stephen’s Green, would be located in the north-west corner of the Green. Entrances to this
stop would be outside the Green on St. Stephen’s Green North and St. Stephen’s Green West.
This stop would permit the interchange with the Luas Green Line and the proposed Iarnród
Éireann interconnector. Turn back of LMVs would be via a tunnel loop under St. Stephen’s
Green.

Limits of Deviations

Allowance of deviations of the alignment is being sought as part of the application. These are
as follows:

(a) Where works are situated in a public road:
(i) Deviate laterally by an amount not exceeding 2.5m from the lines or situations shown
on the plan;
(ii) Deviate vertically by an amount not exceeding 1m upwards from the levels shown on
the plan;
(iii)Deviate vertically by an amount not exceeding 1m downwards from the levels shown
on the plan;
(iv)Deviate longitudinally by an amount not exceeding 20m.
(b) Where the works form part of an underground stop other than such parts as are
situated in a public road:
(i) Amend the internal layout of the stop provided that such amendments do not reduce
the accessibility or amenity of the publicly accessible areas within the stop.
(c) Where the works form part of an underground tunnel:
(i)
(ii)
(iii)

Deviate laterally by an amount not exceeding 10m from the lines or situations
shown on the plan;
Deviate vertically by an amount not exceeding 5m upwards from the levels
shown on the plan;
Deviate vertically by an amount not exceeding 10m downwards from the
levels shown on the plan;
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(iv)

Deviate longitudinally by an amount not exceeding 20m.

(d) Where the works are situated otherwise than in (a), (b) or (c):
(i) Deviate laterally by an amount not exceeding 5m from the lines or situations shown
on the plan;
(ii) Deviate vertically by an amount not exceeding 2m upwards from the levels shown on
the plan;
(iii)Deviate vertically by an amount not exceeding 2m downwards from the levels shown
on the plan;
(iv)Deviate longitudinally by an amount not exceeding 20m.
It is proposed also that the applicant be permitted, in executing railway works, to lay down
either single or interlacing tracks of parallel rails in places where double tracks are shown on
the plan.

It is also proposed that, within the limits of deviation at the underground stop locations, the
layouts of the stop are to be permitted to be varied. For example, longer escalators may be
used and the number of floors reduced.

The purpose of these powers of deviation is stated to be to allow a limited degree of
flexibility in the design and construction to react to changing circumstances which are
unforeseeable at this stage.

Scheme Characteristics

The characteristics of the proposed scheme include the following

Stop Locations

A total of 17 stops are planned, nine underground and eight at-grade.

The underground stops are:
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St. Stephen’s Green
O’Connell Bridge
Parnell Square
Mater
Drumcondra
Griffith Avenue
Dublin City University
Ballymun
Airport

The at-grade stops are:

Northwood
Dardistown
Fosterstown
Swords
Seatown
Estuary
Lissenhall
Belinstown

Two of the at-grade stops, at Estuary and Lissenhall, were stated in the EIS to be provisional
stops to be provided at a later date. Since the making of the application, RPA has agreed with
Fingal County Council that Estuary Stop would be provided in the first instance and would be
a functioning station at the opening of Metro North.

Stop Characteristics
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Platforms on all stops would be 94m in length. The platform surface would be 280mm above
rail level and the face of the platform would be 1242mm from the centreline of the track. At
grade stops would have a ramp at each end of the platform to footpath level. The minimum
platform widths would be 3.5m on side platforms and 6m on island platforms.

Tunnels

The scheme would run in tunnel a distance of approximately 8km from St. Stephen’s Green
to south of Northwood Stop. It would also run in tunnel beneath Dublin Airport for a distance
of approximately 2km. There would be a tunnel loop also beneath St. Stephen’s Green to
allow LMVs to turn around. The tunnels would be 6.7 metres in diameter.

Emergency Crossovers

Turn back facilities and emergency crossovers are required to allow LMVs to move between
tracks to facilitate operational flexibility. Turn back facilities would be provided at
Belinstown, St. Stephen’s Green, and between Fosterstown and Airport Stops. Emergency
crossovers would be provided between Estuary and Seatown Stops, between the Airport
south tunnel portal and Dardistown Stop, between Griffith Avenue Stop and the Ventilation
Shaft, and between O’Connell Bridge and St. Stephen’s Green Stops.

Intervention and Ventilation Shafts

An intervention and ventilation shaft is required where the distance between stops or between
a stop and the tunnel portal exceeds 1km. One is provided between the stops at Drumcondra
and Griffith Avenue at St. Patrick’s College. The shaft provides a safe means of escape to the
surface and access for emergency services. It also allows smoke to be ventilated from the
tunnels in the event of a fire. Ventilation shafts are provided at each stop.

Structures

A number of permanent and temporary structures are proposed. These include the following:
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-

Lissenhall Bridge over the Broad Meadow River;
Ward River and Balheary Bridges over the Ward River;
Estuary Viaduct to cross over the Estuary and Seatown Roundabouts;
Various footbridges along the R132;
Various underpasses along the R132;
Pinnock Hill Viaduct over Pinnock Hill Roundabout;
Metropark Bridge to carry an existing access road over the scheme and access for
Metro West;
M50 Bridge;
Northwood Bridge over Old Ballymun Road; and
Marlborough Street temporary bridge to provide an alternative route across the River
Liffey during construction.

Depot

The depot at Belinstown would be on a site of approximately 36 hectares. It would be aligned
in an east-west orientation and would be built on a levelled site. It would include the
headquarters and administration building and associated facilities, the LMVs maintenance
and stabling facilities and the infrastructure maintenance facility.

Vehicles

The LMVs would be bi-directional, 2.4m wide and approximately 45m long and would
operate in a set of two coupled vehicles. Seats for about 80 passengers, baggage storage and
other designated facilities for the mobility impaired would be provided. Drivers’ cabs would
be air conditioned and passenger saloons would be equipped with a heating and ventilation
system. A fleet of 86 LMVs would be required to operate services at a frequency of two
minutes. The proposed scheme would initially operate services at a frequency of four minutes
during the peak hour, requiring a fleet of 44 metro vehicles.

Park & Ride Facilities

Three Park & Ride facilities would be provided:

-

A 2,000 space multi-storey car park at Belinstown Stop;
A 300 space surface car park at Fosterstown Stop; and
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-

A 300 space surface car park at Dardistown Stop.

Interchanges

-

-

-

-

There would be an interchange with existing Luas Green Line services at St.
Stephen’s Green and Red Line services at Abbey Stop adjacent to the O’Connell
Bridge Stop.
The route for the proposed Lucan Luas line serving the west of the city is yet to be
determined but is expected to provide interchange with the proposed scheme at either
St. Stephen’s Green or O’Connell Bridge Stops.
Interchange would be provided with the DART (Dublin Area Rapid Transit) and with
suburban rail services at St. Stephen’s Green via the proposed rail interconnector and
at Drumcondra following the electrification of the Iarnród Éireann line.
There would be interchange with local and regional bus services and taxi services,
with bus interchange facilities being provided at most metro stops. Bus pull-in bays
and pick-up/drop-off facilities would be designed into all at-grade stops (i.e.
Belinstown, Forsterstown and Dardistown).

Construction

At construction stage compounds would be established for storage of materials, plant and
equipment and for site offices. 25 compounds are proposed. The duration of construction is
estimated to take up to 60 months. The first construction phase involves diversion of utilities
and other advance works including archaeological excavations, temporary removal of statues
and other heritage items, junction configurations to facilitate traffic management and the
installation of the temporary bridge over the River Liffey at Marlborough Street. Following
these works, construction of the stops, tunnels, structures and track would be completed.
Along Ballymun Road, from Northwood to College Park, the scheme would be tunnelled
beneath the road and a number of traffic lanes would be closed to facilitate the construction.
Approximately 4.8 million tonnes of spoil would be generated as part of the construction
phase. Uncontaminated spoil is intended to be re-used where possible within the scheme for
construction of the depot, embankments, bunds and landscaping structures. Contaminated
spoil is to be treated at the point of origin or at any alternative suitable site prior to disposal.

Permanent land-takes would include:

-

Belinstown and Lissenhall for depot, multi-storey car park, stops and alignment.
Open spaces adjacent to the R132.
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-

-

North of Estuary Roundabout travelling south, the existing streetscape.
Between Estuary Roundabout and the junction of the R132 with Boroimhe Elms and
Lakeshore Drive in the streetscape and lands on the eastern side of the R132.
Lands north and south of Fosterstown underpass.
From agricultural lands to accommodate the alignment and an access road.
North of the airport due to tunnel portal, emergency vehicle parking and access road.
South of the airport due to alignment, stops, Park & Ride facility and new access
roads.
In the vicinity of Northwood Stop to accommodate permanent features, the stop, Park
& Ride and access roads.
Substratum layers beneath Ballymun Road and small amount of open space in this
area for a substation.
Streetscape lands for the Ballymun and DCU Stops.
For DCU Stop, residential lands, open space, derelict lands, and two residential
properties.
Substratum layers beneath open spaces, residential areas, educational and community
land uses between Albert College Park and the Mater Hospital.
To accommodate the above ground features at Griffith Avenue Stop.
Drumcondra and Mater Stops from residential lands and lands under community or
civic uses.
Lands associated with the above ground features of Parnell Square Stop.
In city centre in the existing streetscapes.
In St. Stephen’s Green to accommodate permanent features such as stop entrances,
passenger lifts, emergency escape stairs and lifts, vents and maintenance stairs and
exhaust vents.
Substratum layers beneath areas of commercial, retail, residential and open space land
uses and the streetscape.

The following properties were originally proposed to be demolished as part of the proposed
scheme:

-

Westfield House, Ballymun Road, Dublin 9
1 Albert College Lawn, Glasnevin, Dublin 9
Dunbeg, Saint Alphonsus Avenue, Drumcondra, Dublin 9
2 Saint Alphonsus Avenue, Drumcondra, Dublin 9
3 Saint Alphonsus Avenue, Drumcondra, Dublin 9
4 Saint Alphonsus Avenue, Drumcondra, Dublin 9
5 Saint Alphonsus Avenue, Drumcondra, Dublin 9
6 Saint Alphonsus Avenue, Drumcondra, Dublin 9
St. Vincent’s Centre For The Deaf, Drumcondra Road Lower, Dublin 9
398 North Circular Road, Dublin 7
400 North Circular Road, Dublin 7
24 Leo Street, Phibsborough, Dublin 7
25 Leo Street, Phibsborough, Dublin 7
26 Leo Street, Phibsborough, Dublin 7
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Temporary land-takes would include:

-

From gardens on either side of Ballymun Road and in proximity to junction with
Glasnevin Avenue;
From Our Lady of Victories School and Victory Credit Union to accommodate
diverted traffic, and in the gardens of Our Lady of Victories Church;
From a property in Albert College Lawn;
At Albert College Park lands to accommodate two construction compounds;
From agricultural lands adjacent to Griffith Avenue;
Around the areas permanently taken to accommodate Drumcondra and Mater Stops
and intervention shaft on lands of St. Patrick’s College and National School;
In the city centre, there would be temporary land-take from the streetscape at Parnell
Square and from part of the Garden of Remembrance and the Rotunda Hospital and
from Westmoreland Street for O’Connell Bridge Stop and re-directing of traffic. 20%
of St. Stephen’s Green in the north-west corner would be temporarily used as a
construction compound for four years.

There would be some severance of Albert College Drive but residential properties would
remain accessible via alternative access.

A Scheme Traffic Management Plan is intended to alleviate construction phase impacts. The
Plan is to be developed jointly with the local authorities, public transport operators and other
relevant stakeholders. It is also proposed to implement a Construction Vehicle Management
Strategy to reduce the impact of construction traffic on the road network.

Employment

The construction period for the scheme is approximately five years, with the Environmental
Impact Statement stating that direct employment is estimated on average at 3,100. During the
Oral Hearing the Board was informed that the project would create direct employment during
construction for up to 4,000 and indirect employment for a further 2,000. During operation, a
total of 350 would be required to operate the service in the first nine years of operation. This
figure is expected to rise to 420 staff during year ten.
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The proposed scheme would be delivered using a Public Private Partnership (PPP) contract
model.

Modifications to the Proposed Development

Since the making of the application there have been a number of modifications to the scheme.
These include:

Revised Design of the Mater Stop

At the reconvened Oral Hearing in December, 2009, the RPA brought before the Hearing
proposed modifications to the original design as it applied to the Mater Stop. These proposed
modifications comprised:

•
•
•

The inclusion of a second entrance to the Stop within the proposed National
Paediatric Hospital (NPH) and off Eccles Street and incorporation within NPH of the
southern emergency escape core.
The relocation of the southern emergency ventilation fans ventilation structure (and
substructure) about 20m away from NPH.
The shortening of the overall box length by moving the southern (and part of the
eastern) diaphragm wall that housed the southern emergency ventilation fans and
emergency escape core about 20m further away from MPH.

The box structure is proposed to be formed by diaphragm walling. The differing construction
technique is as a result of the second entrance works being integrated into the NPH. As a
result of this integration, the structure would be shallower than the main box structure,
enabling it to be constructed as part of the NPH works (either in advance of NPH or as part of
the hospital construction). The proposed construction methodology and timelines are the
same as for the original design. As a consequence of the revised design Nos. 24, 25 and 26
Leo Street would not now be demolished.

An Environmental Report for the revised design was submitted for consideration. New public
notices were published and the public and all interested parties were afforded the opportunity
to respond to the proposed modifications.
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Revised Entrance at Ballymun Stop

At the Oral Hearing, the RPA also brought before the Hearing proposed modifications to the
original design as it applied to the Ballymun Stop. This comprised a change to the Metro Stop
entrance. The revised design merges two separate entrances into a single connection to the
Ballymun Town Centre at the -1 mezzanine level, which also provides access to street level.
The entrance would be to the west of the Stop and the original two entrances on the west side
of Ballymun Road, at the north and south end of the Stop, would be removed. The revised
design also includes improved natural ventilation and light openings.

Relocation of Substation at Siemens, Swords

The RPA also brought before the Hearing proposed modifications to the location of the
Seatown substation at the Siemens property in Swords. It had been agreed to change the
substation location in order to reduce the land take and to allow the design to be co-ordinated
with the proposed development plan for the Siemens property. The modification comprises
the rotating of the substation through 90 degrees from the original location.

These three modifications impacted on lands beyond the Railway Order lands set out in the
original application.

Other Changes and Modifications

A number of other changes and modifications were detailed in the early days of the Oral
Hearing, notably in the submissions by Mr. Geoffrey Featherstone on 2nd April, 2009 and Dr.
John Smith on 7th April, 2009. These modifications and changes all fell within the original
Railway Order area. These include:

•
•
•

Increasing the width of Chapel Lane Footbridge at Swords from 3.5m to 4m;
Amending the form of the Malahide footbridge from a cable-stayed footbridge to a
simple truss, with the bridge deck being 4m wide and having a span of 55m;
The span of the Northwood overbridge over the Old Ballymun Road just north of the
Northwood Stop being lengthened from 13m to 24m to allow for future widening of
the road that passes under the bridge;
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•
•

Changes to the layout and architectural form of the Drumcondra, Mater, Parnell
Square and St. Stephen’s Green Stops in agreement with Dublin City Council; and
Extending the footprint for the proposed underground substation north of Abbey
Street in a northerly direction.
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2.0

POLICY CONTEXT

The following does not comprise an exhaustive scheduling and synopsis of strategic and local
policy and framework publications applying to Metro North but rather is an outline of
elements of some of the more notable documents to which the proposed development is seen
to relate.

NATIONAL

A Platform for Change – Outline of an Integrated Transportation Strategy for the Greater
Dublin Area – 2000 to 2016

This strategy document was published by the Dublin Transportation Office in October 2000.
It set a vision of an integrated multi-modal transportation strategy for the Dublin area. The
Strategy identified a metro system as a key element of the transport network. The document
envisaged a link from Dublin City Centre to Swords via Dublin Airport. However, the
alignment was different to the proposed scheme, with the routing in the document passing
through Cabra and the Finglas area rather than through Ballymun.

Transport 21

Transport 21 details the Government’s capital investment framework for rail infrastructure in
the Greater Dublin Area. This was announced in November 2005. Metro North is included in
the programme and is seen as an essential component. It is seen as beginning at St. Stephen’s
Green and potentially serving DCU, Ballymun and Dublin Airport before terminating at
Swords.

National Development Plan 2007-2013
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One of the key objectives under the priority ‘Economic Infrastructure’ (Chapter 7) is to
deliver a radically upgraded public transport system in line with the timetable in Transport
21, especially in the Greater Dublin Area. The NDP notes that specific projects will be
advanced and those listed include the completion of Metro North line from the city centre to
Swords via Dublin Airport.

Department of Transport Statement of Strategy 2005-2007

The principal objective of this Strategy is to underpin economic growth and competitiveness
and to contribute to social development through the efficient and effective delivery of an
appropriately regulated, sustainable, safe and integrated transport system. Six high level goals
are identified, namely integration, investment, safety, competition, regulation and reform, and
delivery. The Department Strategy seeks to increase the number of people using public
transport, to increase the modal share of public transport, and to adopt an integrated approach
to public transport provision.

National Climate Change Strategy 2007-2012

This Strategy outlines the measures by which Ireland will meet its commitment to limit
greenhouse gas emissions over the 2008-2012 period to 13% above 1990 levels. It recognises
that one of the key ways of reducing transport-based greenhouse gas emissions is
encouraging a modal shift away from private car and towards public transport systems. The
strategy notes that the provision of infrastructure through the continued implementation of
Transport 21 will result in a switch from private to public forms of transport.

National Spatial Strategy 2002-2020

The Strategy seeks a better balance of social, economic and physical development and
population growth between regions. With regard to public transportation in the GDA, the
NSS states:
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The physical consolidation of Dublin, supported by effective landuse policies for the urban
area itself, is an essential requirement for a competitive Dublin. Consolidation is also
required for the public transport to function effectively. In turn, investment in public
transport will assist in promoting a more efficient and competitive Greater Dublin Area.

REGIONAL

Regional Planning Guidelines for the Greater Dublin Area 2004-2016

The key objectives of the Guidelines relate to consolidation of the urban centres located
within the metropolitan area based on provision and facilitation of an integrated public
transport system. The Guidelines promote greater use of sustainable transport modes through
the integration of landuse and transportation planning. The Guidelines build upon the
strategic planning framework as set out in the National Spatial Strategy. Guideline goals
include the provision of sustainable infrastructure corridors. The Guidelines also support the
position that public transport should be given precedence over the requirements of the private
car in all relevant policy and decision making.

Note: I note the recently published Regional Planning Guidelines for the Greater Dublin
Area 2010-2022. Under the section ‘Physical Infrastructure’, Metro North is
specifically promoted as a principal Strategic Transport Investment for the Greater
Dublin Area. This is seen as part of a package of infrastructure projects that is seen to:
(i)

Provide efficient and effective and sustainable means of moving people and goods
for business, family and leisure purposes which minimises environmental impacts
and the social and economic cost to users;

(ii)

Allow for the development of a land use strategy that supports sustainable
development; and

(iii)

Supports growth and efficiencies in economic activity for both the GDA and the
State.
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LOCAL

Fingal County Development Plan 2005-2011

The Plan has a number of specific policies and objectives that relate directly to Metro North.
These include:

Policy TP7:

To prioritise public transport by safeguarding future Metro, other rail and bus
routes; promoting and facilitating the provision of new Metro and other rail
facilities, rail and bus routes.

Policy TP12: To facilitate and promote the development of a new and improved rail-based
transport system, including a Metro link, from the city to Swords via the
airport.

Policy TO25: To promote the development of economic activities and employment
generation, strictly in association with the provisions of the Metro, of lands to
the south of the airport identified in the South Fingal Planning Study as being
suitable for such uses.

Objective T06:

To facilitate and promote the development of a Metro line from the
City Centre to Dublin Airport and on to Swords by protecting the
preferred route identified by the RPA, preparing and implementing
proposals for the integration of this line with the development of
adjoining lands in cooperation with the developers of such lands, and
implementing a scheme under Section 49 of the Planning and
Development Act 2000.

Variation 29

Fingal County Council provided a statutory basis for the development of the Metro North
Corridor through the adoption of Variation 29. The Variation incorporates the Council’s
Strategic Vision for Swords Town. It has been prepared under 8 headings and was adopted in
the short-term in advance of the proposed Swords LAP. The Variation seeks, amongst other
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aims, to facilitate the development of Metro North in line with revised and detailed RPA Rail
Order proposals, to provide for improved economic and employment opportunities in
Swords, taking advantage of its location on the Metro North line, and to establish broad
principles to guide the development of a new mixed use community at Lissenhall. It amends
the County Development Plan to show the current RPA alignment on the Fingal
Development Plan 2005-2011 map, noting the revised Metro route, six proposed Metro stops
(namely Fosterstown, Swords, Seatown, Estuary, Lissenhall, and Belinstown), the proposed
Metro North depot, and the proposed Park and Ride sites at Belinstown and Fosterstown. The
Variation includes a new Metro related Land-use Zoning Objective, “MEC”, which seeks to
maximize the opportunities created by the arrival of Metro. The Variation includes the
incorporation of the following objectives:

Objective SWORDS 23: Within the context of the Planning & Development (Strategic
Infrastructure) Act (2006), the Council Shall seek to ensure that the Railway Procurement
Agency (RPA) design, construct, operate and maintain Metro North, to the highest standards
and ensure that all environmental impacts are minimised.

In particular, the Council shall seek to deliver the following:

(a)

Along the R132, Metro North shall be provided in a landscaped corridor punctuated
only by proposed Metro North stops which will introduce a series of urban
nodes/gateways to Swords Town. Any existing landscaping which has to be removed
along the R132 to facilitate the construction of the Metro shall be fully replaced by
the RPA as part of the Metro North scheme

(b)

All elevated sections of the Metro shall be of high aesthetic design quality.

(c)

Track construction shall comprise grass-bed track through Lissenhall, along median
on R132 and through Balheary Park; embedded track at stops, and ballast elsewhere
along route.

(d)

All new footbridges [including those replacing existing bridges] along the R132 shall
be of high aesthetic design quality and shall be sufficiently wide such that they
provide for the comfort and safety of shared pedestrian /cycle use

(e)

All Metro stops, shall be well designed, and shall positively contribute to the
architecture and urban design of the public realm in Swords and shall provide for
pedestrian and cycle access; bus interchange facilities and adequate shelter.

(f)

Construction interface locations shall not adversely impact on or impinge the
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Council’s objectives as they may pertain to the delivery of significant elements of
physical infrastructure. [eg SWRR]
(g)

RPA proposals, including construction timeframe, shall have regard to the
Council’s proposals to deliver a pedestrian and public transport link/podium above the
Swords stop and a vehicular conduit below (linking MC zoned lands east and west of
the R132);

Objective SWORDS 24: Fingal County Council will target high density, high intensity,
environmentally sound new development in the High-Tech, Science & Technology, Research
& Development Sectors, encouraging their location to Swords, along the Metro North
Economic Corridor (MEC).

Local Objectives include:

LO D: To provide for high intensity employment generating and mixed use development,
including residential, in accordance with an approved Local Area Plan. The LAP shall
be prepared having regard to the uses permissible under proposed land use zoning
objective MEC and will necessitate future CDP Variation(s).

LO E: To facilitate the RPA’s development of a strategic Metro North ‘Park and Ride’
facility [providing for a minimum of 2000 cars] in a multi storey complex at
Belinstown (north of Lissenhall). This multi storey ‘Park and Ride’ facility shall be
well designed and sited with particular attention given to the adequacy of vehicular
access, connectivity to Belinstown (Metro) Stop, elevational treatment, landscaping
and mitigation of potential adverse impact on the amenity of existing residents.

LO F: To facilitate the RPA’s development of a well designed Depot to serve Metro (North
& West). The depot shall be sited, designed, landscaped, constructed, operated and
maintained into the future to ensure that any potential noise, air and/or light pollution,
as well as visual impacts of this development in the landscape are minimised. The
depot shall be screened on all sides. In particular the proposed landscaping scheme,
which may include significant bunding shall provide for the mitigation of the visual
impact of this development as viewed from the R132 and M1 to east and the future
Lissenhall Development Area to the south.
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LO G: To facilitate the development of a local Park and Ride facility [300 spaces] by the
RPA at Fosterstown Stop.

LOH: To create a sustainable mixed use urban environment to the north of Swords at
Lissenhall which will be fully integrated with the Metro North line, traversing the
development lands and its associated stops and Park 'n Ride facility.

Note: “Your Swords – An Emerging City - Strategic Vision 2035” has been developed in
tandem with the Variation to inform the future Swords Local Area Plan (LAP) and
County Development Plan Variations, and to provide reasoning for Variation 29. The
Strategic Vision provides for the integration of Metro North into the existing and
proposed urban form, with lands to the north of the town located along the Metro. It
sets out a land use strategy for lands adjoining the Estuary and Lissenhall Metro
Stops. The Strategic Vision for Swords is referred to in the explanatory note on the
Variation as a document that establishes principles rather than indicating a nature or
scale of development. The Strategic Vision is not a statutory plan.

Dublin City Development Plan 2005-2011

Transportation policies include:

Policy T1:

To support the sustainability principles set out in the National Spatial Strategy,
Dublin Transportation Office’s ‘A Platform for Change’ and the Regional
Planning Guidelines.

Dublin City Council commits itself to the objective of identifying the specific lands required
or likely to be required for the transportation and related infrastructure needs of the city
(including but not limited to lands required or likely to be required for new or modified bus
routes, cycle lanes, paths, roads, bridges, parking facilities, Park & Ride infrastructure, light
rail, rail and metro links) during the period of the next Development Plan from 2011-2017.

The Plan further states that the Council supports the measures currently being implemented
or proposed by the Railway Procurement Agency, Iarnród Éireann, Dublin Transportation
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Office and other agencies to enhance capacity on existing lines/services and to provide new
infrastructure including the provision of a Metro. The Plan also states that the Council
supports a City Centre rail connection to Dublin International Airport with a preference for
stops at Dublin City University and Ballymun.

Section 49 Contributions

Dublin City Council and Fingal County Council have adopted supplementary development
contribution schemes for Metro North under section 49 of the Planning and Development Act
2000. These are to facilitate contributions from developers which would benefit from the new
infrastructure. These contributions are made to the scheme developers via the relevant local
authority to help cover the cost of the scheme. The schemes apply to any development
located within approximately 1km on either side of the proposed scheme.

Dublin Airport Masterplan 2006

This plan sets out the development strategy for the designated airport area. It specifies the
mix of uses together with the infrastructural development necessary to support these uses.
Within the Core Aviation Development Zone a Ground Transportation centre is promoted,
which includes a public transport interchange where Metro would be sited. Metro is listed as
one of the main public transport measures. Public transport objectives include:

•
•

To provide for the development of a transport interchange including a Metro Station
at the centre of the airport campus, in accordance with the development of Metro
North by 2012 under the Government’s Transport 21 proposals.
To ensure that the development of a Metro Station in the airport campus is undertaken
to best international standards for public transport interchanges.

Airport Local Area Plan 2006
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This Plan is a statutory plan for the 1,084 hectares of land that is zoned ‘Designated Airport’.
The Plan states that it is the priority of the Council to facilitate the Metro North proposal.
Policies include:

Policy PT1 – to encourage and facilitate the provision of an integrated public transport
network to serve Dublin Airport’

Policy PT2 – to provide for the development of a transport interchange including a Metro
Station at the centre of the airport campus, in accordance with the implementation of Metro
North by 2012 under the Government’s Transport 21 proposals.

Policy PT3 – to ensure that the development of a Metro Station in the airport campus is
undertaken to best international standards for public transport interchanges.

Ballymun Masterplan 1998-2004

The Masterplan is a detailed urban design proposal for the future development of 198
hectares of land at Ballymun. A metro / Luas development is supported to the airport but the
routing of a line at grade across the study area is vigorously opposed.

North Ballymun Local Area Plan 2005

The lands in the LAP are to the west of Ballymun Road and south of the M50. Under the
transportation section it is noted that the proposed Metro line from the city centre to Swords
via the airport and the proposed station on the eastern edge of the site is very important to the
future development of the LAP area. Specific policies include:

Policy T02:

To accommodate a Metro Station/Public Transportation hub at the eastern
edge of the site.
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Reference is made to the location of the proposed Metro station affording the opportunity of
providing an integrated public transportation hub, involving Metro, bus services and cycling
facilities. It is noted that this hub would be developed in consultation with the RPA and other
appropriate agencies as part of the planning process for Metro North in accordance with
Transport 21.

Other Documents

Swords Masterplan 2008

This Plan refers to the development of the Swords ‘Major Town centre’ zones in the town,
notably at Main Street, North Street, Pavilions, and at Barryspark. Pavilions and Barryspark
development areas flank the proposed Swords Stop.

Metro North – A Link to the Future

This report was prepared in 2005 by Fingal and Dublin City Councils, Dublin Airport
Authority and RPA. It identified the region’s rail map and noted the rail transport void
relating to the airport area. It also identified the areas that could be subject to the Section 49
Supplementary Development Contribution Scheme.

Economic Development Strategy for the Metro North Economic Corridor

This report, commissioned by Fingal County Council and known as the Indecon Report,
referred to the Metro North Economic Corridor, i.e. the area of land approximately 1km
either side of the proposed Metro North as it extends from Lissenhall to the south Fingal area.
It set out a 20 year strategy for the development of Swords and the Corridor to coincide with
the delivery of major infrastructure. It identified undeveloped land banks seen as relevant to
the Corridor and important to the future economic development of the area. The report
envisaged significant land use changes within the Fingal area. It included the development of
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the ‘Airport City’ concept. Key recommendations of the study included: the Strategy should
target an increase in population to 128,000 (with most of the increase in population being in
the Swords area); the Development Strategy should facilitate an additional 37,000 jobs
(attracting a range of high-tech employment); Fingal County Council should strongly support
proposals for a University Campus in the MNEC and it should facilitate the establishment of a
hospital within the Corridor. The Strategy proposed that the Swords-Lissenhall, Dublin
Airport Eastlands and Metropark sites should be targeted for development.
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3.0

OBSERVATIONS

The following comprises an outline of the written submissions to the Board received from
Observers.

A.

Submissions from Local Authorities

Dublin City Council

Original Submission following receipt of Application

The submission refers to the planning context for the development, planning histories
regarded as relevant, applicable national, regional and local policies, protected structures and
ACAs, Part V provisions, and public use of adjoining lands. The planning authority’s views
on the scheme, its impact on public realm infrastructure, on buildings and areas of
conservation importance, and on specific urban design requirements are then given. The
Authority’s view on conditions which should be attached to the Order is provided. Reference
is then made to contribution schemes, archaeological issues, noise/vibration/settlement issues,
utilities, parks/landscaping/biodiversity issues, roads and streets (general), traffic, and CPO
issues.

Some of the specific details highlighted include:

-

-

-

The assessment of proposed development by the applicant is satisfactory in terms of
the statutory and planning context and in terms of baseline information provided in
the EIS.
Attention is required to be paid to four areas – public realm infrastructure, protected
structures and buildings of architectural merit, urban design of the stations, and
archaeological assessment.
Public realm infrastructure - Need to identify, map and reference the infrastructure
and develop a method statement for removal, storage, reinstatement and relocation.
Protected structures and buildings of architectural merit – Need for further assessment
by an independent expert paying particular attention to the impact on the whole
structure and mitigation measures proposed.
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-

-

-

-

-

-

-

Urban design of the stations – Specific requirements need to be incorporated into a
condition relating to station design. Requirements specific to a number of stations are
identified.
• St. Stephen’s Green: It is considered vital that the main access elevators are
located away from the key Grafton St. – South King St. Junction.
• O’Connell Bridge: Need to be in line with the IAP and O’Connell Street
Improvement Plan.
• Parnell Square: Need to relate to the Framework Plan.
• Mater: The potential to provide a secondary entrance to the station off Leo
Court/Eccles Street as well as a dedicated pedestrian route through the hospital
should be explored.
• Drumcondra: There is a need to justify the decision to locate the station entrance
and associated structures on the St. Vincent’s Centre lands rather than utilising the
Iarnród Éireann station. The scale and integration of the two rail systems are also
raised as issues.
• Griffith Avenue: There is a need for a Masterplan for the station and adjoining
lands in association with DCU and the owners of Hillside Farm.
• DCU: There is a need for the architectural and landscaping quality of the scheme
to make a positive contribution to the streetscape and augment the pedestrian
environment.
Archaeology – Direct impact on any surviving deposits at stop boxes is very high.
The EIS does not consider the worst case scenario should mitigation measures fail. In
general, it is considered that the information supplied in relation to archaeology and
the methodology to mitigate any negative impacts is satisfactory. Modifications of
mitigation measures, in the form of inclusion of the Council as a consenting body, are
recommended.
The drawings as submitted with the application do not reflect the designs discussed
between the RPA and the Council and, therefore, specific conditions are requested.
The planning authority is concerned that the application does not adequately address
the issues of protected structures and national monuments and, therefore, a number of
conditions are suggested.
Specific conditions are requested in relation to the Parnell Square stop to ensure the
provisions of the Parnell Square Framework Plan are met and that the overall vision
for the Museum Quarter is not compromised.
Any interventions in the O’Connell Street/Westmoreland Street area should be in
accordance with Council plans and policies and specific conditions are drafted.
The negative impact on the public amenity lands at St. Stephen’s Green and Albert
College Park are necessary and unavoidable.
It is a matter of some dissatisfaction that property owners, occupiers, heritage and
Local Authority Conservation, Planning, Roads and Sanitary Services Authorities
cannot be advised at this time as to what the necessary and specific mitigation
measures will be in relation to settlement, their effectiveness and what possible
temporary or permanent interventions or inconveniences may result for the buildings’
users or utilities owners and operators.
The application and EIS do not include the information required to assess the
buildability of the required drainage works. Hydraulic modelling, flood risk
assessment, groundwater analysis, hydro-geological analysis and detailed drainage
design have not been submitted.
The RPA shall be responsible for the maintenance of all reinstated areas (roads
general) for a period of 5 years.
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-

-

-

-

The submitted EIS analyses traffic on a strategic level, it does not look at the micro
effects of the construction implications.
No traffic assessment has been made of evening peak traffic due to the restrictions of
the models used.
If there is no mitigation measures for traffic possible which will reduce the impact
from severe, the construction activity, sites and duration should be modified
appropriately.
DCC would wish to see further assessment being made in relation to the effect the rerouting of bus services will have on the city.
The EIS is required to contain, inter alia, a description of the mitigation measures
envisaged in order to avoid, reduce and, if possible, remedy significant effects. The
Scheme Traffic Management Plan is the proposed mechanism to address these
requirements. This Scheme is required to be developed and agreed between the RPA,
the Roads Authority and the Traffic Authority prior to any works commencing and it
is required that it is further developed by the InfraCo to reflect specific design and
construction methodology.
A duty of care cannot be abrogated by the Roads Authority where there is no direct
control and sanction over the RPAs agents or the Infraco. No legal or contractual
relationship will exist between the Roads Authority and the legal entity who will
ultimately decide on the scheme’s design and works programme.
The RPA propose the compulsory acquisition of various lands in public ownership
and under the control of the local authority. The agency merely requires a licence
and/or wayleave from the local authority to carry out its undertaking and, accordingly,
it would be entirely inappropriate to confirm any land acquisition which could either
permanently or temporarily impact in the local authority’s ability to carry out its
statutory functions.

Submission following receipt of Further Information

In response to the applicant’s further information submission, the planning authority
submitted as follows:

Item 1 - Fitzwilliam Hotel

•
•
•
•
•

Details on vibrations were noted.
The process for traffic flow alteration on Glover’s Alley has to be followed.
It is noted that compliances and values for noise, groundborne noise, vibrations
and settlements are dependent on as yet undecided construction methodologies.
It is not clear who will conduct monitoring, to where and to whom it will be
reported, and who has power and responsibility to act.
There is need for clarification on the relocation of bus stops.
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Item 1 – Rotunda Hospital

•
•
•
•

The powers of the Construction Team Representatives to vary work times,
methods and impacts are not specified.
The relocation of the HARI unit is noted.
It would be preferable if agreement on absolute maximum levels for acceptable
noise and vibration could be reached with the hospital authorities.
Much will depend on the InfraCo’s chosen construction methodologies and his
Stage 3 Settlement Assessments.

Item 1 – Mater Private Hospital

•
•
•
•
•
•
•

It is noted that actual mitigation measures for noise will be determined by the
InfraCo.
It is stated whether the MPH agrees with the proposal that unresolved effects of
vibration on clinical equipment be independently validated.
Very high noise levels are predicted at the rear of the residences on the western
side of Leo Street. It is not clear what mitigation measures are proposed for these
houses.
The Appendix ‘B’ Recommendations should be incorporated into the CMRs for
the InfraCo contract.
Appendix ‘C’ – It is not stated if the RPA and MPH have agreed to the suggested
Course of Action set out in Section 5 or if the potential impacts of night-time
working have been examined for the Leo Street houses.
It is not stated if the MPH has accepted the necessity to seek alternative
arrangements for sensitive equipment for periods when the construction phase
vibration limit will be exceeded.
It is not stated whether the results will be available, before construction work
starts, of the study into impacts in the event of the north-south construction joint
opening.

Item 1 – 12 St. Joseph’s Avenue

•
•
•

Even after mitigation, noise impacts will remain high. Additional special
mitigation measures are not explained.
Much of the mitigation will depend on the InfraCo’s chosen construction
methodologies.
Predicted surface settlement levels are as expected.

Item 1 – 71 Ferguson Road
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•
•
•

Predicted vibration limits are as expected.
Anticipated construction will be possible with negligible effects.
RPA has been asked to carefully check any backfilled gravel pits or quarries for
disposal of waste.

Item 1 – Corpus Christi Girls National School

•
•

Limits for vibration are noted.
Stage 1 Assessment of ground settlements at a very low level is noted.

Item 1 – 2 Albert College Lawn

•
•

It is noted the property is to be vacated as is the underpinning of the property.
It is not known if these measures are warranted for adjoining properties.
Reference is made to mitigation for the Senior Citizen’s complex at Albert
College Court and Nos. 16 and 31 Albert College Grove, diversion of sewers in
private property, and the impacts of the forms of construction for the cut-off
walls/excavation of the stop box.

Item 2 – Utilities Diversion Works

•

-

The Council has major concerns regarding the works in the vicinity of the GPO
Plaza. The extent of works is unclear. It is preferred that carriageways and kerbs
remain totally intact. If not possible, modular materials should be removed,
cleaned and stored for reinstatement. It is also unclear if Luas Line BXD will be
carried out in conjunction with the reinstatement of the plaza. All works require to
be agreed with DCC.
• Habitat impacts are to be agreed with DCC.
• The residual loss of trees at the Plaza has been inadequately addressed.
• Recommendations on Appendix ‘A’ Risk Register are made.
• The following is noted from Appendix ‘C’:
The potential for damage to the North Fringe Sewer at Ch 12274 is very high and this
section will need to be diverted.
The existing 1050 surface water sewer at Ch 12349 has been omitted from the cross
section.
The existing 1050 SW Sewer is shown directly below the proposed 800 Watermain at
Ch 12423. This clearly contravenes DCC Drainage Division standard requirements.
An acceptable solution to the proximity of the 750 Foul Sewer to the edge of the
tunnel at Ch 12498 is required.
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-

Appropriate revision of the current design is required to resolve clashes with sewers at
Ch 12655 and at Ch 12708.
The proposed 1200 SW (WAD) is shown on the edge of the tunnel excavation at Ch
12782 and is unacceptable.
There is a drafting error relating to the laying of pipes at Ch 12858.

Item 3 – Archaeology

There is no further comment.

Item 4 – Flood Risk Assessment

No further comments are made.

Item 9 – DCU Stop

•
•

•
•
•
•

The planning authority’s preference is for the current proposal in view of the
adverse impacts the alternatives would have on Albert College Park.
It is requested that, prior to further consideration of alternative locations, the
details of the environmental considerations taken into account be provided. It is
noted that the assessment of the four options on cost criteria is incomplete as it
does not include costs for the purchase of lands or loss of amenity.
If an alternative location is chosen, the amount of any compensation will have to
increase beyond that previously agreed to reflect the severe impacts and
permanent loss of amenity lands.
If alternatives to the proposal must be sought by ABP, then Option B would have
to be the preferred alternative in terms of its compatibility with the existing design
and conditions of the Park.
The siting of the stop within the park raises concerns for passenger safety and
health and safety.
The quality of open space lost to the community would be significantly greater
with the stop in the park.

Item 10 - Tunnel Launch

•

Reinstatement of the park is to be by contract to DCC Parks and Landscape
Services Division’s specifications.
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•
•
•

The viability of storage of topsoil for 3-4 years is questionable.
Mitigation measures to minimise impacts from works on Park staff and its
operations are requested to be agreed.
It is not stated if air quality monitoring is to take place.

Item 13 - Construction Traffic Impacts

•
•

The introduction, hours of operation and any amendments to the College Green
Public Transport Priority Scheme are an executive function of the local authority,
not a reserved function.
The removal of the facility for a limited period of time will be reinstated before
utilities diversion works begin.

Item 14 – Dust

•
•
•
•

On completion of the baseline studies of dust, a copy of the report should be sent
to DCC.
Any subsequent dust monitoring should be carried out using the same method as
used by TMS Engineering Ltd.
Dust measurement results should be compared with the TA Luft guideline level.
The mitigation measures for dust suppression and control of Aspergillus are
acceptable. As well as wheel washing, a power hosing facility should be provided
and on-site logs on vehicles and loads should be kept and be available for
inspection.

Item 15 – Airborne Noise

•

•
•

The various additional reports outline ‘Noise criteria during the construction phase
(at 1m from the facade). DCC’s view is that a criteria of LAeq 12Hr of 75dB(A)
weekdays, and LAeq 8.5 Hr of 65/60dB on Saturday/Sunday and bank holidays
are quite high criteria. In most locations the baseline values are at least 10dB
below these values during the week.
It is not clear why the design goal for railway noise must be above the road traffic
noise as a general guidance.
The mitigation measures outlined in the various reports are reasonable. However,
it is recommended that assessment as to compliance should be based on any 15
minute continuous sampling period during day or evening times and any 5 minute
continuous sampling period during night times, measured at least one metre away
from the facade on the complainant’s dwelling. Also, it is recommended that
assessment as to compliance should be based on the total (combined) sound levels
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•
•

from all sound sources within the vicinity of the complainant, i.e. background
sound + traffic sounds + construction sound, etc.
It is considered agreement on the above needs to be arrived at before the project
proceeds.
Where RPA and/or their InfraCo fail to comply with the noise limitation
commitments, it is recommended that a grievance resolution procedure, in relation
to environmental issues, be established, recognising that neither party can be
absolved from the EPA Act 1992.

Item 16 – Assessment of Environmental Risks

•

The underlying philosophical basis and strategy is representative of international
best practice.

Item 17 – Geotechnical & Geological Aspects

•
•

The identification and application of the Code of Practice for Risk Management of
Tunnel Works is welcomed.
With regard to Appendix B, it is questioned is it possible to maintain flexibility in
location of underground structures if the Railway Order is interpreted
prescriptively. It is also noted that potential planning and statutory processes,
legal, contractual and political risks are not included in the register.

Item 18 - Vibrations and Groundborne Noise

•

It is noted that the operational ground borne noise levels compare well with the
average urban area’s night-time background level of 45dB.

Item 19 – Groundwater and Geohydrology

•

Commonsense assessment of scales adopted is noted.

Submission following Revised Mater Stop Design
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Following publication of notices for the proposed modifications to the Mater Stop, a further
submission was received. The following is a synopsis of the content of the submission:

•
•
•

•
•

The planning authority is generally supportive of the proposed changes to the
Mater Stop design, principally the provision of an additional entrance onto Eccles
Street.
It is noted this entrance change is broadly in line with the original requested
condition from the planning authority – Condition 3(e).
The proposed changes have the potential to contribute significantly to the amenity
of the area in terms of increasing accessibility, moving proposed ventilation
structures, removing the need for demolition of dwellings on Leo Street, and
helping to address the concerns of the Mater Private Hospital.
The form of the vent and emergency egress structure on North Circular Road is
acceptable.
The Eccles Street entrance should be incorporated into the proposed National
Paediatric Hospital complex in a way that integrates with the design and
composition of the hospital building but also making a significant statement of
form that expresses the corner location and the entrance to a major transport
network. A condition is recommended on this element of the proposed revisions.

Fingal County Council

The submission describes the proposed development within the administration area of the
planning authority, the statutory context for the development in terms of the local planning
context (Fingal County Development Plan 2005-2011, Swords – An Emerging City –
Strategic Vision, Swords Draft Masterplan, Indecon Report, Dublin Airport Local Area Plan,
North Ballymun Local Area Plan, and Fingal Heritage Plan), the national planning context
(National Spatial Strategy, National Development Plan, and Transport 21), and the regional
planning context (Regional Planning Guidelines for the Greater Dublin Area). Specific issues
arising were then addressed. These may be itemised as follows:

Timing of the Estuary and Lissenhall Stops

•

The Estuary Stop must be provided at the outset to serve existing development as
well as future development within the catchment area of the stop. Since the
lodging of the draft Railway Order, the RPA has confirmed that it will be
providing Estuary Stop in the first instance. The RPA proposes to replace an
existing footbridge over the R132 and this is agreed with.
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•

The RPA proposes to develop the stop at Lissenhall in the first instance and this is
welcomed.

Metro Box and Metro Plaza at Swords Stop

•

•

The planning authority has endeavoured to ensure that the metro scheme will
integrate with the Council’s proposals to deliver the approved ‘Metro Box’ (a
vehicular conduit below) as well as a proposed ‘Metro Plaza’ at ‘+1 level’ above
the R132. The planning authority will seek compliance with objectives to this
effect.
The platform at the Swords Stop will require to be extended c.5-6m southwards to
ensure the proposed escalators arrive at Plaza level in a convenient and logical
location and to ensure there is a safe separation distance between the end of the
platform and these escalators.

Depot and Park and Ride at Belinstown

•

•
•
•

Inadequate levels of landscaping are provided for along the northern boundary of
the depot site and the north east part of the depot site. An adequately sized
landscaped buffer area needs to be provided inside the northern site boundary.
This matter has since been resolved with RPA.
It has been agreed with RPA that a muted colour powder coated metal clad panel
system be employed to external finishes.
It has been agreed to provide 5 bus lay-bys instead of 3 beside the multi-storey car
park. The RPA has acknowledged the demand for cycle parking and has
committed to augmenting the provisions.
The issue of the lighting of the depot has been agreed between the planning
authority and the RPA.

Landscaping of the Scheme

•
•

The planning authority has requested a 5 metre wide landscaped strip along the
R132 carriageway where the road is to be realigned.
The RPA has committed to providing a detailed planting plan associated with the
Batter Lane realignment.

Interchange Facilities
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•
•

Cycle parking facilities need to be significantly increased at all stops. The RPA
has acknowledged this and has committed to augmenting the proposed cycle
parking provision.
The planning authority is satisfied with the RPA’s rationale for bus interchange
facilities.

Visual Amenity & Structure Issues

•
•
•
•
•
•

Design criteria for the Estuary and Pinnock Hill viaducts are attached with the
submission.
The key issue for the design of pedestrian/cycle bridges relates to the proposal for
a combination of cable stay as opposed to truss structures.
A required width of 4 metres for these bridges has been agreed with the RPA.
No detailed drawings of the Fosterstown pedestrian/cycle bridge are included in
the scheme and the aesthetics of these bridges are critical.
Clarification is required regarding the design and proposed external finishes for
the Malahide Roundabout tunnel approaches.
The RPA has confirmed that traffic screens will be provided at all stops.

Junction Realignments & Reconfiguration

•

•

It is requested that proposed realignment of Estuary and Seatown junctions be
substantially completed prior to the removal of the existing footbridges at these
locations as the realigned junctions are required to provide an acceptable and safe
form of pedestrian connectivity across the R132.
Preliminary junction realignment drawings have been prepared and the Council
are working with the RPA to ensure that the construction of the metro over the
Pinnock Hill roundabout junction reflects the proposed new junction arrangement.

Future Access Arrangements within Lissenhall Area

•

The future development of the Lissenhall Development Area will require a
number of signalised vehicular crossing points over the metro line. There is no
reference to such crossings on the submitted drawings. These need to be provided
for in principle. The Council’s Strategic Vision for this area broadly outlined
where crossings may be required and the number of crossings necessary.

Construction Phasing and Traffic Management
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•

Traffic impacts will require ongoing consultation between all parties. The
planning authority has drawn the attention of the RPA to the lack of clarity which
exists in respect of management, maintenance and access to public roads in the
Order. It is critical that the occupation of roads is kept to a minimum and once
completed are ceded to the planning authority.

Impact on Residents adjoining the Route

•

The planning authority generally accepts the arguments presented in the EIS,
although the acceptability of those residual noise impacts associated with a
number of the proposed construction compounds located within the open space of
existing residential areas is questioned – i.e. Compound Nos. 3 (Seatown Walk),
3A (Ashley Estate), and 4 (Foxwood Estate). This issue is to be further studied
and considered by the planning authority.

Limits of Deviation

•

The planning authority is not in a position to accept a 2.5m lateral deviation along
the R132 and the RPA has accepted this.

Airport Stop

•

•

In the event of Metro North being provided on a phased basis, initially to the
Airport, the planning authority would not be satisfied that the Metro Stop, Ground
Transportation Centre of the airport, or road network in the immediate area could
accommodate future travel and transportation demands. There would be a serious
concern that additional traffic using the airport campus as a destination and nonair traffic related transportation hub could prejudice essential and strategic airport
activities.
Further, the planning authority argues there is a considerable and significant
demand from passengers north of the airport for the metro, both in terms of airport
staff and passengers and the economic case and sustainability argument.

Dardistown

•

The planning authority accepts the landowner’s concerns regarding the need to
avoid undue severance but the priority consideration in preparing a Local Area
Plan is the need to accommodate the metro on these lands, in addition to resolving
deficiencies in the local and strategic road network in the area.
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Northwood Stop

•
•
•

The planning authority is satisfied that this stop is appropriately sited on the
eastern side of the R108 and that it serves a substantial existing medium to high
density residential and employment population.
Having regard to the publicly owned strategic land bank at Ballymun North, the
need to obviate the severance effect of the R108, particularly for pedestrians, is
recognised.
It is critical that whatever pedestrian and/or vehicular connection proposed to be
provided across the R108 is designed such that it does not compromise the quality
and viability of the new urban centre that is to be developed at Northwood.

The Appendices with the planning authority’s submission include a report from the Water
Services Section that identifies its needs and sets out a schedule of desired conditions and a
report from the Conservation Officer focusing on the appropriate provision of handrails on
the Lissenhall and Balheary Bridges.

Following the receipt of further information from the applicant, the Council submitted that it
would address relevant elements of the proposal at the resumed Oral Hearing.

B.

Submissions from Prescribed Bodies

Dublin Bus

Due to the scale of the proposal and its strategic importance, Dublin Bus requested additional
time to give the proposal greater consideration. As a result, comments were restricted to
Chapter 7, Volume 2 of MN107 area of the EIS.

Comments are synopsised as follows:

*

Dublin Bus supports the construction of Metro North as part of Transport 21.
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*

The critical issue for Dublin Bus is the design and implementation of a traffic
management plan for the city centre from enabling works through to construction and
operation. No final plan is available yet.

*

The traffic management plan must deliver:
-

Improved accessibility for bus customers to bus stops in the central area.

-

Improved and more consistent bus speeds through the city centre with a
minimum operating speed at all times of 12kph.

-

The foundation of the plan will be a permanent ‘bus gate’ at Trinity College
and supporting and complementary traffic management initiatives around the
city centre area.

*

Mitigation measures may form part of the final traffic management plan. The plan
must be agreed with the principal agencies and must command the support of all
stakeholders.

*

Some of the mitigation measures in the EIS are not sufficient, e.g. D’Olier Street
northbound must be a full bus contraflow lane rather than a one-way street.

*

The final agreed traffic management plan must form a mandatory part of the plan for
the PPP consortium and be mandatory for the construction contractor. Governance
arrangements must be clearly set out so that responsibilities are clear and provision
must be made for enforcement and adjustment of the plan.

*

The cost of mitigation measures must be provided for within the Metro budget.

*

A comprehensive information and publicity plan for the implementation and traffic
management plan is essential.

*

More details would be required on proposed interchanges and Dublin Bus would be
required to be involved in the design.

*

More consideration needs to be given to assess the implications for Dublin Bus of
construction outside the city centre, including Ballymun, Drumcondra and Swords.

National Roads Authority

The NRA notes that it has had collaborative discussions with the RPA during the
development of the project and is satisfied that all of the issues impacting on the national
roads network have been satisfactorily addressed. Full support for the project is confirmed
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and the positive contribution the project will make to public transport in the Dublin area and
benefits to reducing traffic levels on the road network are acknowledged.

Córas Iompair Éireann

CIE state that it has been working with the RPA in the production of all aspects of an
integrated station design at St. Stephen’s Green to minimise the impact on the Green and to
produce an effective public transport interchange station. A number of items remain to be
resolved and agreed including:

*

Additional measures to mitigate impact on the Green have been identified.

*

Allocation of space below ground needs to be optimised.

*

Property rights and wayleaves for construction, maintenance and operational
requirements at each individual level of the station have to be agreed.

*

An obligation to consult and comply with CIE’s requirements with regard to detail
design and construction needs to be agreed.

*

The proposed emergency escape hatch mechanism has not been validated.

*

An obligation to consult and comply with CIE’s requirements with regard to service
diversions should be adopted.

*

Commercial interest in the common concourse needs to be agreed.

*

There are concerns that the EIS does not adequately address the interaction between
the proposed Dart underground and Metro North at the St. Stephen’s Green
Stop/Station.

In conclusion, it is stated that it is anticipated that agreement will be reached in the near
future but that if this is not achievable then it is considered necessary to condition the Order
appropriately.

Córas Iompair Éireann/Iarnród Éireann
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In a second submission in relation to the existing railway line and Drumcondra Station,
CIE/IE raise concerns in relation to the continuity and safety of train services during and after
the period of construction, with particular reference to tunnelling effects under the MGWR
line at Whitworth Road and GSW line at Drumcondra Station. Reference is also made to the
impact on the structural integrity of the Drumcondra station and railway line and concerns in
relation to the construction of a footbridge over the railway line. In relation to the proposed
compulsory acquisition of CIE lands at this location, the loss of control of lands relevant to
operations is a concern, as are the effects of the proposal on the railway operation. The
vesting of control of the acquired lands in a contractor arising from the Public Private
Partnership is considered inappropriate and it is requested that CIE/IE land sought to be
acquired should be excluded from the railway order. Agreement of construction works with
CIE/IE is stressed prior to commencement. It is requested that in the event of the Board
acceding to the application, that conditions would include the power of CIE/IE to exercise
control over the construction of the works on the land and, when constructed, to allow the
continuation of exercising control for the purposes of the operation of the railway. It is further
submitted that the RPA should not have made the application for the CPO without obtaining
the consent of the Minister for Transport in accordance with section 130 of the Transport Act
1944 prior to the making of the application. It is argued that the requirement to obtain
ministerial consent renders the application premature as it is mandatory to obtain such
consent.

Dublin Airport Authority

The Authority offers its full support for the project and details the benefits to the airport
arising from the development. It submits it has a strong preference for the layout of the
escalators in the “Airport Stop Alternative Configuration” as illustrated on Plan No. MN-ST
103 B-C6 for Area No. 103 because it delivers a more pleasant travel experience for
customers.

Following the receipt of further information from the applicant, the observer submitted:

Item 12

__________________________________________________________________________________
PL.06F.NA0003
An Bord Pleanala
Page 54 of 690

It is requested that RPA work with the Irish Aviation Authority to ensure there is no
electromagnetic interference that would impede the safe and effective operation of the
Airport.

Item 16(b)

It is requested that risks associated with excessive lighting be discussed with DAA and the
IAA prior to commissioning of the lighting.

It is also requested that the Risk Register be altered to accurately reflect the full use of the
North Apron of the Airport.

Scheme Traffic Management Plan

It is stated the DAA will work with RPA to ensure that disruption to road users in the vicinity
of the Airport is kept to a minimum. Emphasis is placed on the need to maintain the existing
level of service and journey times on dedicated bus routes serving the Airport. It is further
submitted that the DAA would like surety that the Metro North Traffic Forum would not
result in unnecessary delays to T2 proposals, having regard to its timeframe for
commissioning. It is requested that congestion impacts be kept to a minimum. Finally, it is
requested that a Vehicle Recovery facility be provided in the vicinity of the Airport, as at city
centre locations, to ensure satisfactory access at all times.

Department of the Environment, Heritage and Local Government

Archaeology

The Department notes that the methodology for the baseline survey for the EIS was a desktop
survey and field surveys. The Department would recommend that for a project of this size a
number of other non-destructive methods of investigation would also have been useful,
including topographical surveys, building surveys, digital terrain mapping, geophysical
survey and ground probing radar.
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Noting the provisions of Framework and Principles for the Protection of the Archaeological
Heritage (1999), that an EIS should, unless there are substantial grounds to show that it is not
necessary, involve the carrying out of archaeological assessment, including, where
appropriate, test excavation, it is submitted that there are a number of areas of archaeological
potential identified in the EIS where archaeological testing would have been appropriate,
allowing for a reasoned mitigation strategy to be devised.

Referring to Chapter 15, Volume 2, Books 1-7 of the EIS, it is considered that the tables
discussing impacts are vague and non-descript, that the definitions set out in Section 15.4.1
do not adequately describe impacts as set out by the EPA Guidelines and the section does not
define secondary or cumulative impacts. It is noted that the EPA Guidelines state that the EIA
describes any changes which could significantly alter continued access to a feature, and it is
stated that, with regard to the O’Connell Monument and William Smith O’Brien Monument,
the EIS does not address whether the monument will be accessible, if appropriate, whilst in
storage nor does it describe adequately the changes to St. Stephen’s Green regarding access.

Noting that the EPA Guidelines also state that the EIA should describe the worst case for
cultural heritage if all mitigation measures fail, it is submitted that this should have been
considered a very important issue with regard to the three National Monuments to be
impacted upon and it is suggested that all potential impacts (direct, indirect, secondary and
cumulative) should have been addressed for the partial removal of St. Stephen’s Green and
full removal of O’Connell and William Smith O’Brien Monuments, and their reinstatement.

‘Archaeological assessment’ is regarded as too general a mitigation proposed by the applicant
and the definition in the glossary of terms is regarded as inadequate. The presumption of
‘preservation by record’ in the EIS is noted and reference is made to ‘preservation in situ’
where the Minister is of the opinion that the site is of such significance that it warrants this.

It is considered that specific mitigation needs to be outlined for each section of the project. It
is stated that the RPA is currently in discussion with the Department in relation to an
Archaeology Strategy for Metro North, that the author of the cultural heritage section of the
EIS does not appear to have assessed or analysed the Archaeological Strategy, and that the
programme of mitigation that has been proposed as part of that strategy should, insofar as
possible, have been included as part of the proposed mitigation in the EIA.
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The Department recommends that the mitigation as agreed in the archaeological strategy
document be included in any grant of permission. Details of the mitigation required are
provided in the Department submission and refer to greenfield locations, modern road
medians/verges, modern suburban areas, and specific areas - Belinstown Castle, HC8
(cropmark site), HC10 (two cropmark sites), Lissenhall Bridge, HC13 (cropmark site), HC14
(cropmark site), HC18 (cropmark site), HC19 (pair of linear cropmarks), HC19 (site of
landscape features), O’Connell Monument, William Smith O’Brien Monument, St. Stephen’s
Green Stop, and all proposed stops,

Architectural Heritage

It is noted that a full assessment of the impact on architectural heritage provided for in the
EIS needed a considerable cross-referencing of the EIS material. It is considered that a
comprehensive assessment of architectural heritage has been carried out across the EIS.
There are, however, two issues which the Department considers should be taken into account
in making a determination on the project. Firstly, as the design for Metro North is a
‘reference design’, it is noted that no detail is offered in the EIS of the actual appearance of
proposed new structures other than in outline/simplistic terms. It is recommended that a
requirement is made in the determination on the EIS as to the quality of design of all new
structures beyond that indicated, of necessity, in the EIS, stipulating that final designs are
subject to approval by one or more competent authorities and the manner in which approval
is sought. Secondly, it is not understood why there is a need for the extent of demolition of
structures of architectural heritage merit in the construction of the Drumcondra Stop box. It is
considered that a reduction in the extent of footprint could retain these structures and allow
them to be incorporated in the final design of the metro stop.

Following the submission of further information by the applicant to the Board, the
Department noted that Ministerial consent will be required for the works affecting St.
Stephen’s Green, the O’Connell Monument and the William Smith O’Brien Monument. It
was further noted that the reference in Item 3 (Archaeology) submission to a St. Stephen’s
Green Agreement is subject to ongoing discussions and that mitigation has been agreed for a
number of potential impacts. It is stated that discussions are continuing on proposed
emergency access.

Dublin Transport Office
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Dublin Transport Office considers the proposal to be complementary to the objectives of the
DTO Strategy “A Platform for Change” and the Regional Planning Guidelines for the GDA,
as well as existing public transport infrastructure projects and projects proposed in the DTO
Strategy and under Transport 21. Noting the issues outside of the scope of the scheme,
comment focuses on issues within the scope of the scheme and may be synopsised as follows:

-

-

-

-

It is important that the metro stations become knitted into the fabric of their respective
local catchments over time.
It is understood that inter-operability will be provided with Metro West and the DTO
is satisfied that provision has been made for interconnectivity with heavy rail/DART
stations at Drumcondra and St. Stephen’s Green.
There is a need to identify and provide high quality of service routes for the bicycle
from key origins and areas in the catchment of the metro station directly and
comfortably to the station area. It is recommended that there is a minimum provision
of 200 spaces per station in residential areas and 400 spaces for town centres such as
Swords. Provision for parking in the city centre should be considered as part of a city
centre cycle parking strategy.
It is important that Dublin Airport bus and taxi connections to and from the city centre
are planned and protected during the various phases of construction for the entire
period of construction.
An opportunity exists to design the roads outside the city centre to more appropriately
reflect the new demands for pedestrian, cycle and other access to the metro, the
reduced demand for vehicular access along the alignment, and to improve the existing
design.

In a second submission, the following issues were raised:

-

C.

Facilities for interchange between metro and bus services;
Mitigation for impact during construction, on general traffic;
Enhancement of access to metro stations from the adjacent road/street networks;
Identification of enhanced development opportunities in the metro catchment; and
Opportunities for providing park & ride services to mitigate some of the impact of
traffic restrictions in the city centre.

Submissions from Public Representatives

Bertie Ahern TD
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It is requested that the concerns in relation to the works as raised by residents and residents
groups in Mr. Ahern’s constituency be fully considered when determining the Railway Order.

Cyprian Brady TD

Support is offered on submissions made by residents, residents associations and
representative groups highlighting a range of issues, including deficiencies in the EIS,
ongoing monitoring of noise levels and traffic impacts, metro passes for residents, and the
putting in place of a Residents Charter.

Senator Pascal Donohue

The benefits of the proposal are acknowledged. The Board is requested to take into
consideration a range of issues, including the need for environmental limits at particular
locations and at particular times of the day, limiting the hours of works, monitoring noise,
dust, traffic and pedestrian safety, flooding, settlement, health, property prices and zoning,
and enforcement, providing a mechanism for response to concerns and complaints
procedures, and a property protection scheme, and ensuring that legal costs of residents
affected are borne by the RPA.

Cllr. Mary Fitzpatrick

Welcoming the project, the primary issues of concern sought to be addressed at an oral
hearing include the format and content of the EIS, construction phase management, surface
and groundwater management, noise/vibration/air quality, station design and location,
ventilation shaft, a residents’ charter, complaints and disputes resolution process, road traffic
management, quality of public consultation, monitoring of noise, vibration, etc., the operation
of metro, costs incurred by voluntary groups, and disturbance and disruption of homes and
facilities.
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Cllr Andrew Montague

The observer raises concerns with regard to the siting of the Northwood station, suggesting it
should be west of the R108 adjacent to housing. The need for noise monitoring during
construction and operation and consequences where limits are breached is raised, as is the
acceptable noise limit of 75 dB during day-time construction being viewed as too loud.

Roisin Shorthall TD

The observer submits there should be a special metro parking scheme near stations, a
consultative group of local residents to address difficult issues, a dedicated person to deal
with queries and a clear communication strategy. The need to maintain Albert College Park
for recreational use and to provide alternative playing pitches when required is referred to, as
is the need to consider relocating DCU station to the south and within the confines of Albert
College Park. Adequate provisions for pedestrians crossing Ballymun Road for users of the
DCU station are also referred to. It is submitted that there is a ‘public good’ argument for the
siting of Northwood station to the western side of Ballymun Road to lands owned by
Ballymun Regeneration Ltd. to adequately serve the residential areas. In relation to Griffith
Avenue station, it is considered that the double tree-lined feature should not be interfered
with and that a construction traffic management plan be put in place. Regarding the cut and
cover section on Ballymun Road, it is considered essential that two lanes of traffic remain
open at all times. Security/safety plans for all stations are considered important.

Sinn Féin Átha Cliath

The observer considers there is inadequate assessment in the EIS of the effect of construction
and operation on traffic in the Drumcondra Road, that there is a lack of detail on surface
water management and no flood risk assessment, that there is a need for constant monitoring
of noise and vibration and dust and dirt, with residents’ complaints acted on, a need for more
details on the Griffith Avenue stop, the provision of security on dangerous sites, the drawing
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up of a residents charter, and a need for the burden of legal costs of residents to be borne by
the RPA.

D.

Public Observations

The following is a synopsis of the main issues raised by each of the observers:

Alternative

Metro North East Route Alliance

The observer presents a case for an alternative routing and overall design proposal, referred
to as ‘Metro North-South’. This would include the provision of a routing from the Airport to
Sandyford using existing Luas alignment and track from Grand Canal to Sandyford,
operating with 2.8m wide metro trains. It would include the scrapping of the Luas
interconnector and would review plans for a metro extension to Swords, as well as
reassessing the Metro West proposal.

MN101

Mary & John Bond

There is concern for the Belinstown area in relation to the high water table and associated
regularity of flooding, increased traffic on the Batter Lane, Magillstown Road and Balheary
Road during construction, the siting, height, design and scale of the Park & Ride facility and
consequent effects on residents, and controls on lighting, landscaping and mounding to limit
noise at the depot. Reference is also made to revisiting the original proposal to site the depot
at Lissenhall.
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Kevin & Mary Fox

The observers reside in Balheary and express concerns in relation to high density residential
development that would follow on Green Belt, light, traffic and noise pollution, additional
traffic congestion, the siting of the line and terminus close to rural housing, the unacceptable
height of the administration offices and siting of the car park.

Barry & Sally Hare

Residing close to the proposed depot location, the observers request repositioning of the
station, depot and multi-storey car park away from dwellings and nearer to the R132, with
dedicated access, and that for construction stage a separate road is built before work starts
and temporary road closures be kept to a minimum. Noise levels, hours of work, flooding,
and light pollution associated with the construction stage are objected to. At operational
stage, it is submitted that local access should only be considered on the Magillstown Road
and Batter Lane, that traffic associated with the development at this location use dedicated
access roads, that closure/opening of the car park is close to operating metro times, and that
extinguishment of lighting follows efficiently at night. It is submitted the noise assessment at
this location is deficient and there are concerns about ongoing flooding.

Una Donnelly

The proposal would result in the acquisition either temporarily or permanently of seven
sections of lands from the observer in the vicinity of Batter Lane. The main areas of concern
relate to the northern end of the development and are, firstly, the loss of land along Batter
Lane by its realignment and the need for re-routing of farm access, and, secondly, the impact
on drainage by increased volumes of runoff, the lack of an independent drainage route
towards the sea, the need for attenuation, and probable flooding arising.

Mary & Des Rainey
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The observers, resident at Balheary House, raise concerns about the likely change in
character of the area with rezoning of lands and the adverse impacts arising from flooding in
the Belinstown area associated with the depot development, the need to contain access to a
construction road for construction traffic, the need to restrict traffic on the local road, i.e.
Ennis Lane, the need for the development of the Swords Western Relief Road, ensuring
containment of noise levels and hours of operation in the area, and the need to relocate the
park & ride facility on the site and to monitor night time lighting.

John Fleming

The observer, with an address at Bealinstown, raises concerns with regard to the railway
marshalling yards, park & ride facility, etc. in relation to air pollution, noise, traffic, damage
to property, land take, visual impact, and flooding.

Brian & Ailbhe Doyle

The observers, with an address at Bealinstown House, Batter Lane, object to the siting of the
depot due to the original proposal being to site it at Lissenhall, traffic and access problems,
the provision of a better alternative access from the existing bridge over the M1, flooding
problems in the locality, impact of noise and hours of operation, light pollution, and the
inappropriate siting of the park & ride facility.

Matt & Linda Graham

The observers, with an address at Belinstown, express concerns about the development at
Belinstown and note that they were originally informed the proposed site was at Lissenhall.
Noise and disruption at construction, the unsuitability of the access road, flooding, proximity
to housing of the car park and stabling yard, adverse lighting effects, and vibration from
traffic are issues raised.
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Ger Dwyer & Others

The observers’ submission relates to the Belinstown depot and park and ride facility.
Upgrading of Batter Lane and Magillistown Road, provision of a pedestrian walkway from
the Dublin Road to the Magillistown Road, protection of roads and land prior to and during
construction, control of construction traffic, and communication with residents are requested.

Stephen & Heather Joynt

The observers, residing in Belinstown, raise concerns about the location of the multi-storey
car park, height of the car park, noise pollution during construction, use of local roads during
construction, the volume of traffic using the roads, light and air pollution, flood risk, and
access to the car park.

John & Ann Graham

The observers, residing in Belinstown, raise concerns about the location of the car park, light
and sound pollution, operational hours, the use of Batter Lane as a feeder route, flooding,
monitoring, and working hours.

Padraig Flynn

The observer objects to the acquisition of his lands at Belinstown as it is seen to reduce the
viability of family farming.
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Michael Jones

The observer from Magillstown raises concerns in relation to the proposed depot and the
issues of flooding in the vicinity and additional traffic arising along Batter Lane, leading to
the need to upgrade the whole Lane.

Sylvia Jones & Thomas Guy

The observers, from Jamestown, Swords, request the upgrading of the entire Batter Lane to
cater for increased traffic to and from the park and ride facility, including the junction with
Balheary Road.

James & William Flynn

The observers are landowners of approximately 54 hectares of farmland at Belinstown, some
2/3 kilometres north of Swords and west of the M1. The proposed depot and park and ride
facility would be sited on the lands. Concerns raised relate to severance, access to parcels of
land created, the excessive scale of the park and ride facility and the need for phasing of its
provision, the excessive land take and scale of the landscape mounding, and the need to rezone the observers’ lands to integrate with the RPA proposals and to maximise the land
potential.

Following the receipt of the applicant’s further information, the observers noted their
previous concerns in relation to mounding to the south of the multi-storey car park and
referred to the implications raised in the further information request in relation to archaeology
and flooding. It was submitted the removal of the proposed mounding would reduce the
potential impact on the archaeology of the area and would allow the observers to retain a
greater proportion of their lands. It is further submitted that the removal of the mounding
option would also have a reduced impact on the existing water course at this location.
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James & Siobhan Flynn

The observers’ residence accesses Batter Lane at Belinstown. The existing piers and walls
along the frontage would be demolished to allow for road widening. Concerns are raised in
relation to the loss of garden space and shrubbery, the potential to provide lands on the
opposite side of the road as an alternative, construction and traffic noise, property
devaluation, and the maintenance of access during construction.

Sean & Noel Brangan

The observers, owners of 25.12 hectares forming part of the proposed temporary and
permanent land take at Belinstown, raise concerns about loss of arable lands, severance and
blocking of access, temporary land take having an impact on lands of very high functional
value, undermining the development potential of the lands, and impact on access to utilities.
The observers also note that a significant portion of their lands does not appear to have been
identified in the Book of Reference as being in their ownership – (a) Ref. No. M10-A1: lands
running parallel to the M1 and the access to their land, (b) Ref. No. M10-T1: a temporary
land-take strip of land. It is considered imperative that a revised Book of Reference entry is
made. It is further noted that Table 14.3 of the EIS refers to a permanent land-take of 11.05
hectares which is less than that identified on the mapping and more than that identified in the
extracts from the Book of Reference.

Michael & Tom Bailey (Bovale Developments Ltd/Balheary Properties Ltd.) (Lissenhall)

The observation supports the proposal and the provision of a station at Lissenhall as part of
the initial scheme. The observers own lands in the vicinity of the Lissenhall stop and
proposals for the development of these lands are outlined. It is submitted that the provision
and early delivery of the station is central to the build-out and sustainable development of the
Lissenhall lands as identified in the Economic Development Strategy for the Metro North
Economic Corridor (MNEC) and Vision for Swords documents. Reference is made to
ongoing considerations in relation to access and crossing points to the lands.
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Following the receipt of the applicant’s further information, the observer made a submission
in response to Item 5 of the request. It was stated that it is likely that the development of the
Lissenhall lands will occur in the near future. It was suggested that it would be appropriate
for the Board to assess the Lissenhall Stop so it can be constructed as part of the scheme. It is
submitted that the stop is likely to be required by the opening date of the project.

Michael & Tom Bailey (Bovale Developments Ltd.) (Barrysparks, Swords)

The observation supports the proposal. The observers own lands south east of the Swords
stop and opposite the Pavilion shopping centre. A masterplan for the lands has been
developed and details of this are submitted. It is noted that the Barryspark site would be
developed around a transportation interchange. The observers promote the early development
of these lands to maximize the economic benefit to Metro North and the local authority.
There is a permanent and temporary land take proposed. The observers seek clarification in
respect of the permanent land take that any excess lands not required for the scheme revert to
Bovale. It is requested that access to the lands be maintained during and post construction,
applying to both the permanent and temporary land take. Furthermore, it is suggested that the
proposed ESB substation needs to be relocated to an alternative location.

Salix Trust Ltd. (Swords)

The observer, owners of the North Dublin Corporate Park, Swords, raises concerns about
construction and operational traffic disruption and the effects of the conversion of the Estuary
and Seatown Roundabouts to signal controlled junctions. The need for specific mitigation
measures for key landholdings directly affected is identified and the need to re-examine the
conversion to signal controlled junctions is submitted.

Total Produce Ltd.

The observer, operator of a fruit and vegetable packaging and distribution facility at Swords
Business Park, raises concerns about traffic disruption at construction and operation stages, as
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well as noise, dust and vibration. Emphasis is placed on the conversion of the Estuary and
Seatown Roundabouts to signal controlled junctions having a direct and significant negative
effect and the need to re-examine this. It is submitted that an approach taken to mitigate
traffic disruption should be devised with affected landowners.

MKN Property Group

The observer, owners of warehousing and distribution units at Swords Business Park that are
wholly reliant on road-based transportation links, raises concerns about construction and
operational traffic disruption, noise, dust and vibration impacts on the property, and
particularly the effects of the conversion of the Estuary and Seatown Roundabouts to signal
controlled junctions. The need for specific mitigation measures for key landholdings directly
affected, in consultation, is identified and the need to re-examine the conversion to signal
controlled junctions is submitted.

Fingallians GAA

The observer, located at Newtown adjacent to the Estuary Roundabout, is opposed to the
signalised pedestrian crossing proposed in lieu of the existing footbridge across the R126.

Percy Nominees Ltd.

The observer has properties at Seatown, Swords (Woodies), 44 Grafton Street, 31-33 Henry
Street, and 68-69 O’Connell Street. The concerns for the Swords property relate to pedestrian
and vehicular access and the need to replace the footbridge at Seatown rather than remove it.

Siemens Healthcare Diagnostics Maunfacturing Limited
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The observer’s premises are located at Chapel Lane, Swords east of the R132 half way
between the Malahide and Seatown roundabouts. Concerns raised relate to the need for
adequate boundary treatment along the common boundary associated with the temporary land
take, clarification on the extent of permanent land take, suitable boundary treatment arising
from the permanent land take, vibration and stray current interference with product testing
and calibration, lack of specific vibration assessment, the appropriate siting of a substation
close to the facility, clarification needed on the construction impacts on traffic movements on
the R132 and the Malahide roundabout, and the adequacy of a relocated access gate.

Tempore Ltd.

The observer, owner of lands at the Pavilion Centre adjacent to the Swords stop, has
concerns in relation to access from the R132 to a new Phase 3 redevelopment of the centre, as
well as congestion on the Malahide and Dublin Roads, loss of footfall due to disruption to
public transport access, and impacts on utilities. Reference is made to the EIS lacking in
clarity on the timeframe, phasing, duration and implementation of mitigation measures.
Conditions are recommended in relation to formation of a steering committee, preparation of
a construction management plan specific to the Swords area, agreed utility mitigation
measures, and an insurance/compensation package.

Teba Ltd.

The observer, part owners of the Pavilion Centre, Swords, has concerns relating to the
potential impact during construction and the need to maintain unhindered vehicular access to
the centre at all times in particular, the need for clarification on expected levels of disruption
to accesses and roads, and the impact on the centre’s utilities. The observer seeks to be part of
a steering group to manage the localised construction works impacts. Conditions are
recommended in relation to formation of a steering committee, preparation of a construction
management plan specific to the Swords area, agreed utility mitigation measures, an
insurance/compensation package, and the provision of an emergency call-out/repair service.

MN102
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PL.06F.NA0003
An Bord Pleanala
Page 69 of 690

Tadgh & Maureen O’Scanaill

The observers’ property is at “Céim Dearg”, Milton Fields, Swords, where there is a
registered veterinary hospital and dwelling. The observers request:

•
•
•
•
•

The metro alignment be altered, with no stop at Fosterstown;
In the alternative, that no decision be made on the park and ride at Fosterstown until a
proper business case and evaluation has been carried out;
In the alternative, that the park and ride be on the west side of the R132;
In the alternative, that if on the east access to it be from Pinnock Hill roundabout;
In the alternative, if access is via the rear of the observers’ lands then there should be
a much lesser land take, there should be no acquisition of lands but rather a leasing of
the lands or a negative covenant ensuring the land cannot be used for any other
purpose other than access to the park and ride, and the lands adjacent to the park and
ride are used for the park and ride or immunised from development.

The loss of lands affecting the hospital is objected to as they are essential for the operation of
the premises. It is considered that alternative sites for the park and ride facility at Fosterstown
and alternative means of access have not been explored appropriately. A range of substantive
issues are raised. Deficiencies in the EIS with regard to inaccurate mapping and the lack of
description of alternatives in relation to the siting of the park and ride and the main reasons
for the selection of the route is referred to. It is submitted that the choice of Fosterstown for
the park and ride facility has not been sufficiently justified and that no Transport Impact
Assessment was undertaken. The means of access thereto is considered inappropriate and
contrary to the DTO Park and Ride Plan of 2004. Other concerns include loss of lands in
family ownership, noise pollution, anti-social behaviour, visual interference with the lands
arising from the road crossing the land, the land take undermining the veterinary business,
control of the use of the road through the lands, the need to consider alternative routing
through Airside Business Park, the re-siting of the park and ride facility to the west of the
R132 opposite the Fosterstown stop, the need to consider alternative access to the park and
ride from the Pinnock Hill roundabout, the need to consider alternatives in relation to the
proposed land take, the inadequate consideration of the impact of the construction
compounds, control on the length of the construction period, the failure to carry out an
adequate strategic environmental assessment of plans and policy relevant to the proposal,
breach of the EIA Directive rendering the Order void, and conflict with the European
Convention on Human Rights.
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Following the applicant’s submission of further information, the observer submitted that no
part of the additional information alters or detracts from the submissions made originally. It is
further submitted that the entire traffic management analysis of the proposed access road to
the Fosterstown park & ride facility is fundamentally flawed as it is based upon data
extracted from manual classified accounts taken on Tuesday 3rd October 2006. It is noted that
the works on the Drynam interchange connection which linked the R125 with the M1
motorway only commenced in 2006. The volume of traffic on the R125 has increased
dramatically since making the data unsafe and improper. The Board is requested to direct the
applicant to carry out a fresh traffic management analysis and an up-to-date survey on the
access route to the park & ride facility with particular reference to likely impacts on the R132
and R125.

Nethercross Holdings Ltd.

The observer’s property is located south east of Pinnock Hill Roundabout, Swords. It is
intended to compulsorily acquire only part of the property and it is submitted that this renders
the remaining portion unviable. It is requested that the whole of the property be incorporated
into the CPO.

Residents of Carlton Court

The residents in Swords object to the elevated section in the vicinity at Pinnock Hill
roundabout on visual and noise grounds. Alternatives are suggested, namely the running of
the metro on the surface of Pinnock Hill roundabout and routing on the surface at Pinnock
Hill roundabout and located on the east side of the Swords bypass.

Juliana & Joseph Boland

The observers, residing in Nevinstown, have properties potentially subject to temporary
possession and acquisition. The observers’ business property would be affected by the
construction of the portal to the R132 underpass. Concerns relate to access, health and safety,
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the need for confirmation of the extent of temporary possession and land acquisition, building
disruption arising from partial demolition, security, and viability of the business operation. In
relation to the residential property, the concerns relate to general access to the property by
metro workers, impact on light by the works, disruptions to utilities, impacts on the garden,
access, and noise.

Following the applicant’s further information submission, the observers repeated concerns
about the impact of the works on their business and the need to be accommodated. Concerns
were also raised about the effects of the works on the business’ environmental test results that
are required for noise, dust levels and water. Furthermore, adverse impacts by way of noise
and vibration on their property due to proximity and the siting of a cut and cover section
immediately to the front of their property are stressed, as are concerns about security,
retention of access, and impacts on natural habitats.

David Daly

The observer, with a landholding proposed to be acquired as part of the park and ride facility
at Airside Retail Park, requests an additional 717m2 be also acquired as it would be incapable
of use following severance.

Irish Property Unit Trust & Irish Life Investment Managers

The observers, who are joint owners of Phase 1 of Airside Retail Park, while supporting the
proposal, request the Board to attach conditions to the railway order that ensures temporary
works will not inhibit traffic movements to and from a service yard of the retail park
throughout the construction period, and that requires that the mitigation measure set out in the
EIS which ensures the access road to the retail park remains open through the construction
period is implemented. It is further requested that the observers are consulted prior to
planting of screening in order to ensure views of the retail park from the R132 are not
adversely impacted on.
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MN103

McComish Ltd.

The objector manufactures concrete products west of the proposed railway at Cloghran. The
objections are that the proposed compulsory purchase of the objector’ lands are unnecessary
and unlawful, that there are other alternative and suitable lands available, the proposal is not
in accordance with Development Plan provisions, and the proposed accommodation works
are inadequate, to sustain access to the objector’s premises.

Shaun McComish

The objection repeats the concerns set out in the previous objection.

MN104

Irish Food Processors

The observer is a leaseholder of land off Ballystruan Lane. The concerns relate to the impact
of the development on its beef processing plant. Reference is made to a proposed new road,
roundabout layout, and relocation of the plant’s entrance being unacceptable, the need for
changes to internal site arrangements, extinguishment of rights of way, lack of detail on
actual construction works, inappropriate siting of a substation at the Dardistown stop, and the
lack of a south facing platform inconveniencing IFP employees.

Hainvale Ltd.
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The observer is a beneficial owner of land located off Ballystruan Lane and aligns itself with
the submission made by Irish Food Processors Ltd. The relocation of Ballystruan Lane is
considered unsuitable for the existing operation on the site and is unsustainable, limiting the
land’s future development. A drawing is attached with the submission showing an adjustment
to the access into the site that is considered more suitable. The proposed substation at this
location is considered too large and inappropriately located and the singular north facing
platform of the Dardistown Stop is seen to have a detrimental effect on the observer lands to
the south of the stop, presenting severance issues.

Whitehall Rangers

The observers’ lands are home to Whitehall Rangers football club and are close to the
proposed Dardistown Stop. Ballystruan Lane to the west is proposed to be upgraded by
realignment and widening and it is submitted that the associated temporary and permanent
land take has a material and significant adverse impact on the continued use and operation of
the facilities. A submission is made on enhanced connectivity around the Dardistown Stop,
thus making the upgrading of Ballystruan Lane unnecessary. Reference is made to the
developability of the lands under emerging planning policy changes for the wider area
associated with the metro development.

Dunlix Investments (Ireland) Ltd.

The observer, with 1.85 hectares of land at the location of the proposed Northwood Stop, is
working towards processing the lodgement of a planning application. A design proposal for
the site is submitted, illustrating the integration of the proposed railway works.

Tesco Ireland Ltd.

The observation focuses on the traffic control measures, particularly during the construction
phase and the consequences for the operation and viability of Tesco’s strategic distribution
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centre east of Ballymun Road. It is requested that access/egress measures be put in place to
address congestion implications, that two lanes of traffic are maintained at all times during
construction on the R108/Ballymun Road, a right turn lane is maintained at all times during
construction at the junction of the R108 and the Old Ballymun Road, the flow of traffic is not
disrupted along the Old Ballymun Road where Northwood Station is accessed and pedestrian
safety is ensured, and that the proposed RPA access adjacent to the Tesco access gate is
revised to negate traffic hazard and to ensure free flow of Tesco trucks. Realignment
proposals of the latter are presented.

Following receipt of the applicant’s further information, the observer has repeated concerns
relating to the traffic implications of the development on its operations, particularly during
the construction phase. It is submitted that the further information response and
documentation to date has not addressed its concerns.

Cosgrave Developments

The observer, owner of lands at Santry Demesne east of the Northwood Stop, seeks
confirmation of the location of the stop as proposed.

The Byrne Family

The observers own a parcel of land known as MetroPark, bounded by the M50, the Southern
Airport Perimeter Road, Naul Road and the Santry Road. Reference is made to internal
connectivity within the lands being significantly compromised by the proposal, providing for
only one low capacity vehicular access and crossing from the local road network to the major
development area, with no provision for station access to the major development area, and,
due to inappropriate station design, severing of potential access to the station from the major
development area to the south. The observer includes recommendations to amend the Draft
Order.
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Following the receipt of the applicant’s further information, the observer submitted, in
relation to Item 6 of the further information request, that they are broadly supportive of the
scheme at the Dardistown location. It was further submitted that provision of access to the
MetroPark site needs to be considered in the overall context of the scheme. The observer
seeks access to the traffic modelling input data to gain a better understanding of the access
proposals as they cannot assess the assumptions made for their lands.

Hugo Byrne

The observer’s two plots of land totalling 4.5 ha. are located on the south side of the M50
adjacent to the Ballymun interchange at St. Anne’s, Ballymun and north east of the proposed
Northwood Stop. It is submitted the lands are in an ideal location to provide development to
compliment the metro stop. Concerns raised include severance arising from the proposed line
cutting through both parcels of land and creating access problems, excessive and unnecessary
land take, the need to provide an underpass beneath the line to reduce severance, and
servicing difficulties that may arise for the development of the lands.

Following the receipt of the applicant’s further information, the observer, under the name of
the Byrne Family, submitted in response to Item 8 of the request that they are uncertain what
impacts the various vertical alignments through Ballymun will have on the Northwood Stop.
It was noted that the response did not include reference to the alignment options for the
Northwood overbridge north of the stop and adjacent to their lands. It is considered that the
applicant’s response to their concerns did not address the issue by its submission to them of
19th March 2009. The Board is requested, when considering the alignment design options
through Ballymun, to include the design options for the Northwood overbridge as this has a
material effect on the observer’s lands.

Stephen McEvoy

The observer is the owner of a site at Santry Woods intended to be compulsorily purchased
by the RPA. The objection refers to the EIS not adequately assessing alternative transport
solutions, not revealing how alternatives were assessed, providing no adequate assessment of
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the necessity to route the line through his lands, and the compulsory purchase rules not
adequately compensating him for the loss of the lands.

MN105

Ballymun Regeneration Limited

In its first submission, the observer raises three issues to be expanded upon, namely
Northwood station, land acquisition throughout Ballymun, and the location and treatment of
the Jet Fan Station north of former junction between St. Margaret’s Road and the R108.

In the second submission, the observer seeks a number of modifications to the Railway Order
and the attachment of a number of conditions to mitigate potential negative impacts. The
modifications and conditions relate to the Jet Fan substation at Balcurris, temporary
acquisition of lands within Ballymun, land acquisition of the public road and at Ballymun
Plaza, the Ballymun station, reinstatement issues, traffic issues, the Northwood station, and a
range of miscellaneous issues. Reference to modifications in relation to the jet fan station
allude to the siting in an area where the lands are zoned for development, the extent of work
undertaken in relation to the Framework Plan for the area and the incongruity of this facility
at this location. In relation to the temporary land takes, it is highlighted that many form lands
the subject of planning applications and essential elements of the Framework Plan. It is
requested that the timing of the land takes does not prevent development from occurring in
the area. In relation to the proposed permanent land acquisition of the public road, it is noted
that the RPA merely require a licence and/or wayleave from the local authority to carry out
its undertaking and that it would be inappropriate to confirm any land acquisition which
would either permanently or temporarily impact on the local authority’s ability to carry out its
statutory functions. In relation to the proposed permanent land take associated with the Plaza,
it is again submitted the RPA only require a licence and/or wayleave to construct the entrance
to the metro station on lands within local authority ownership. At the Ballymun Stop, it is
considered that a condition should be attached which allows work on the plaza independent
of the metro works, that noise control of exhaust vents within the plaza be required and the
careful design of vents and shafts within the median of the Ballymun Road be provided, that
prohibition or minimisation of line deviations are applied due to the detailed procedures
undertaken to date in relation to the proposal, and that the location of cycle facilities be
altered. Emphasis on the high standard of reinstatement is emphasised. On traffic, it is
strongly recommended that both lanes on Ballymun Main Street are retained for general
traffic. It is further recommended that the span of the bridge over the old Ballymun Road to
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the immediate north of the Northwood Stop is widened to 18.5 metres to allow for future
infrastructure improvements. The miscellaneous issues refer to controls on works at exam
times in proximity to Trinity Comprehensive School and the protection of trees at Silver
Stream Nursing Home/St. Pappin’s Youth Club. The observation includes a detailed
submission on the requirements for reinstatement at Main Street and the Plaza.

In a submission following the receipt of the applicant’s further information, the observer
made reference to the utilities diversion works and the alignment option through Ballymun.
In relation to the utilities diversion works, it is submitted that there are a number of locations
where the feasibility of the proposed diversions appear not to have been fully resolved and
where diverted utilities are shown within future development sites, which would appear to be
a mistake. Queries are raised in relation to access to traffic lanes for different modes of
transport and uncertainty in the provision of a new section of roadway to accommodate
diversion during utility works. The observer notes the RPA’s response in relation to the
alignment options that the bored tunnel option is feasible and they are happy to let the
tenderer make a decision on this option. It is noted that RPA has not demonstrated how the
affordability limit was set in relation to different parts of the proposed development and it is
contended that, as no detailed costings have been made available, it is difficult to comment
on the RPA statement that the bored tunnel option would exceed the affordability limit set by
Government. The observer has no objection to a bored tunnel option being adopted subject to
a design solution for the station being developed which maximises both daylight penetration
into the station and opportunities for active supervision of public spaces within the station.

Ballymun Shopping Centre Ltd.

While supporting the project and the inclusion of a metro stop at Ballymun, the desire to
ensure appropriate links between the metro stop and the observer’s proposed town centre
development is raised. The Board is asked to ensure effective integration between the metro
stop and the town centre development. It is noted that details of temporary and permanent
land-take have not yet been agreed.

Vera Hunt

__________________________________________________________________________________
PL.06F.NA0003
An Bord Pleanala
Page 78 of 690

Residing at 162 Ballymun Road, the observer raises concerns about hoarding blocking the
driveway, 24 hour works and effects on house alarms, reduction on quality of life from
construction works, structural damage to houses from the construction, and road closure
disruption.

Peter Tintari

The observer asks why there is no explanation as to why the section from DCU to Ballymun
is by cut and cover and not by the TBM method, why there is a discontinuation of the
emergency tunnel between these two stations. Arguments are made as to why the TBM
system should proceed beyond Ballymun town centre. Lack of information on completion of
the project and bus-feeding routes were raised and the need for underground pedestrian
access to the DCU station was stressed.

Donal & Linda O’Sullivan

The observers, owners of 2 Albert College Lawn, Glasnevin, have particular concerns with
regard to the effects of the demolition of 1 Albert College Lawn, the effects of temporary
possession of portions of their gardens, the effects of excavation and construction works,
security, health, visual impact, and floodlighting concerns at the operational stage.

Na Fianna CLG

This observation relates to the implications for the club of withdrawal of public sporting
facilities at Albert College due to the construction of the project. The need for the provision
of alternative facilities is stressed.

Albert College, Ballymun Road & Greenfield Park Residents Associations
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A summary of the concerns and requests by the observers relate to optimising the location
and design of the DCU stop (relocation to the north west corner of Albert College Park),
associated alignment of the cut and cover tunnel section away from immediate proximity to
dwellings (i.e. a lateral westward movement of the rail alignment between Collins Avenue
and the new stop location), severe consequences of construction phase activity and measures
to monitor and mitigate these impacts and safeguard persons, and potential permanent
consequences of operational activity and measures to monitor and mitigate these impacts.

Following the receipt of further information by the applicant, the observer made a detailed
submission in relation to the further information request and information received.
Consideration of the DCU Stop alternative was welcomed. A critical assessment of the
independent report on this issue was made and an alternative compromise option was mooted
which gives the perception of shifting the preferred option in a southerly direction, with one
of its entrances at the north west corner of Albert College Park. Other concerns raised relate
to the noise and vibration impacts affecting the quality of life of many residents along the east
side of Ballymun Road, in similar manner to that predicted for No. 2 Albert College Park.
Other adverse impacts arising from passenger noise, anti-social behaviour and nuisance are
referred to. The period of ‘relocation’ for residents during the construction phase is also
queried. On the issue of alignment through Ballymun, it is submitted that a bored tunnel as
far as Northwood would greatly mitigate adverse impact. It is also submitted that this was the
preference of communities at this location during the earlier phases of public consultation and
that the preference for cut-and-cover was only pursued by communities following the
decision by RPA that it was not an option due to prohibitive cost. Comparisons of the bored
tunnel option and cut-and-cover option, using the evaluation criteria used by RPA, are made
to demonstrate the positive outcome of pursuing the former. Transportation impacts from the
tunnel launch and cut and cover works are referred to.

Ballymun Community Organisation Network

The observer made a submission following the receipt of further information from the
applicant. On the issue of realignment options through Ballymun, the submission focuses on
the preservation of the civic plaza at Ballymun as a community amenity space and reference
is made to a preferable bored tunnel option. Concerns are raised in relation to groundwater,
surface water and flooding, archaeological impact, the inappropriate integration of a stop with
the civic plaza, and inadequate costings for alternative alignment options.
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MN106

Residents of Hampstead Avenue & The Rise

The residents raise concerns about determination of baseline noise for their area, the need for
realignment of the tunnel on Hampstead Avenue to east of the gate lodge off Hampstead
Avenue, the limit of deviation of the two tunnel alignment being too great, the need for
remedial action in relation dust, exhaust fumes, and airborne material at the construction
stage, traffic management requirements and parking restrictions in the area, flood
management, maintenance of the development, preservation of Albert College Park for public
use, the need for an independent arbitration body, a monitoring system and a property
protection scheme, health risks associated with chemical treatment of soils, control of
floodlighting at night, property evaluation provisions, and control on site work time limits.

Dónal Ó Brolcháin

The observer, 100 Griffith Avenue, objects to the proposal on the grounds that it does not
comply with the DTO’s ‘A Platform for Change’, the original proposal did not take account
of consultation of May 2001, it is based on a Fingal County Council proposal drawn up
without public consultation, the initial public consultation by RPA was seriously deficient, it
is not part of an integrated public transport system, it fails to implement assumptions made
about an on-street Luas line assumed in the EIS for the Port Tunnel, it will not provide
transport capacity to meet population and business growth in North Dublin, it is questionable
that it fits in with a strategic environmental assessment for Dublin, it presents project splitting
because the continuation of the line from the southern terminus at St. Stephen’s Green is not
shown, and it is not cost effective as it requires another LRT/Metro to be built as it is not
linked to the existing Luas system.

Donal O’Donoghue
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The observer of 352 Griffith Avenue queries the choosing of the current alignment under
Corpus Christi National School following local political pressure and where there was
inadequate public consultation. Tunnelling under the house is objected to and the shallow
depth is particularly of concern. Concerns in relation to health and safety, noise, vibration, air
quality, flooding, traffic, parking, dust, radon, vermin, radiation/major accident, property
damage and devaluation are highlighted.

Patricia O’Donoghue

The observer, of 352 Griffith Avenue, objects for safety reasons in relation to the alignment
running under Corpus Christi Girls National School.

Bernadette & Karen Donnelly

The observers, residing at 368 Griffith Avenue, question the adequacy of the EIS and refer to
the impacts on their property in terms of noise, vibration, proximity to a construction
compound, night time work, vermin, air quality deterioration, inadequate monitoring
provisions, traffic, surface and groundwater management, radon, the need for flood risk
assessment, settlement, the non-accountability of adjoining proposed DCU development, and
anti-social behaviour. The justification for the Griffith Avenue station is queried, concern is
raised about the inadequacy of consultation to get issues addressed, and reference is made to
compliance monitoring, access to monitoring data and the need for disclosure of details on
the design of the Griffith Avenue station.

Brendan Gaffney & Valerie Smith

The observers’ house is located opposite the entrance to the proposed Griffith Avenue station,
at 374 Griffith Avenue. A 3-D model of the station is requested and a request is made for the
design to complement the avenue. Concerns relate to damage to trees on Griffith Avenue, the
need to protect grass verges, the need for planting of semi-mature trees, the need for
screening improvements to protect residents, appropriateness of hoardings, the need for a
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traffic management system agreed with residents, the need for time limits on works, controls
on lighting, and a complaints provision.

Margaret & Victor Barry

The observers, with an address at 415 Griffith Avenue, query the justification of a station at
this location, raise the need for security to prevent anti-social activities, and refer to localised
flooding. It is requested that if the Board decide that the station is justified then the track line
should be realigned and the station be in the centre of the field with adequate car parking,
thus avoiding mature trees. It is submitted that the station has more to do with fulfilling the
commercial speculative designs of DCU than with serving the public. Concerns in relation to
proximity of residential properties to the station and ventilation shafts, and lack of details on
the plan of the station are also referred to.

Courtlands Residents Association

The observer made a submission following the receipt of the applicant’s further information.
The proposed development is welcomed. Concerns are raised with regard to the traffic
impacts at the construction and operational stages of the development on the residents and on
the wider Griffith Avenue area.

Philip Reilly

The observer resides at 15 The Rise and has an interest in a garage premises at 12a Hollybank
Road, Drumcondra. Regarding his home which backs onto the Griffith Avenue stop, he has
concerns about effects of noise, vibration, air borne pollution, traffic disruption and attended
issues. It is requested that he be included in the Property Protection Scheme. Regarding his
commercial premises, he notes that it is almost mid-way between the site works for the
ventilation shaft and the Drumcondra stop. He has concerns relating to access to his garage
via Drumcondra Road Lower, Millborne Avenue and roads joining the Drumcondra stop.
Adequate information on traffic management is requested.
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Griffith Avenue & District Residents’ Association

The observer requests the Board not to grant the railway order or to make it a condition of the
order that Griffith Avenue station and associated buildings are not to proceed until residents
and all interested parties get an opportunity to view the proposed design, materials,
specification, etc. It is submitted that they are dismayed at the exterior visual appearance of
the Drumcondra station and request changes. It is further submitted that the EIS did not
address areas of concern and that it is left to the appointed contractor/operator, the RPA,
Dublin City Council and other bodies to determine important issues. The Board is asked to
include a condition that the RPA, constructor, operator and other bodies be instructed to
formally liaise with residents so that all relevant issues can be satisfactorily addressed.
Reference is made to inaccuracies and inadequacies of the EIS. Concerns are raised about
noise and vibration impacts, night-time works, the need for more assessments, dust and other
emissions including radon, the tunnelling effects on groundwater flow, flooding, construction
traffic impacts, the need for increased pedestrian facilities in the vicinity of the Griffith
Avenue station, the need for alternative parking for residents affected for construction or
safety reasons, road maintenance requirements, the need for protection and replacement of
trees, verges, etc., appropriate temporary land-take restoration, and the need for an ongoing
system of surveying/assessment/investigation of complaints and procedures to deal with
problems. The residents finally raise the issue of future monitoring and the need for
provisions for enforcement of conditions attached to the railway order.

Alan & Catherine Beirne

The observers, residing at 22 Bantry Road, Drumcondra, raise concerns about
drilling/blasting, subsidence, lack of assessment of risk, works associated with a crossover
tunnel, ongoing excavations on a station site, operational noise and vibration, construction
traffic, and devaluation of the property. It is submitted the RPA has not dealt adequately with
the issue of alternatives.

John A. Baushel
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The observer, owner of 24 Bantry Road, Drumcondra, refers to the route selection in the
locality, lack of consultation, and the need for conditions to guarantee repair damage by
tunnelling and to provide alternative accommodation where vibration or noise becomes
intolerable.

Michael Walsh

The observer from 16 Bantry Road, Drumcondra, expresses concerns about the effects of
noise, vibration and settlement on his house due to tunnelling and the effects of noise, dirt, air
pollution and traffic arising from the construction of Griffith Avenue Station.

Pauline Walsh

The observer from 16 Bantry Road raises concerns in relation to the Griffith Avenue station
with regard to air quality, noise, vibration, traffic, water management, and the station design.
Emphasis is placed on public consultation.

Emer & Frank Lawlor

The observers of 9 Valentia Road, Drumcondra, raise concerns about Route No. 6 being
given no public consultation, with five routes only forwarded for public consultation. It is
queried why the route was moved for health and safety reasons from running under a nursing
home to running under Corpus Christi National School. Legal title implications arising from
the compulsory purchase of substratum land are also referred to as is the cost of the project,
the failure to consider cheaper alternatives, and health and safety impacts arising from noise,
vibration, dust, etc.
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Frank & Mary McCormack

The observers from 17 Valentia Road, Drumcondra raise concerns about the operational
performance of the metro and possible exposure to groundborne noise and vibration for
residential property and request the use of the floating slab track support system from Parnell
Street to Albert College Park due to the number of residential properties affected. The need to
review curves in the section between Drumcondra and Griffith Avenue stations is also
requested and the effects on the routing under Corpus Christi Girls’ National School is
alluded to. Reference is made to increasing tunnel depth to reduce exposure to surface noise
and vibration. It is suggested that the EIS cannot be relied upon.

Susan Taylor

The observer, residing at 13 Valentia Road, Drumcondra, raises concern about the tunnel
routing between Drumcondra and Griffith Avenue, the lack of consultation on the revised
alignment at this location, the additional cost arising, and the effects on Corpus Christi Girls
National School resulting in more people being affected than the original route. It is
submitted that Route Option 6 should be refused or amended to avoid the school.

Corpus Christi Girls N.S.

The observer raises concerns about the siting of tunnels under the school with regard to
settlement. It is submitted that there is ample space to avoid the main school building to route
the tunnels through open ground to the east and north of the playground. The non-application
of a similar approach given to St. Patrick’s Boys Senior School, Drumcondra Education
Centre and Elmhurst Nursing Home and Convalescent Centre is raised. Lack of transparency
in changes to the routing is also raised. Separate from this, the observer requests measures by
way of conditions in relation to health and safety for the school community. It is requested
that the school be included as a priority on any list of buildings or sites to be continuously
monitored for ill-effects and also requests the school yard to be included in the pre-condition
survey. The Property Protection Scheme is seen to lack sufficient clarity regarding the school
and it is requested that the school be included in the Scheme and that the RPA pay for
independent builders to assess, quantify and repair any damage caused. The inadequacy of
the ceiling on payment is also raised. Inadequacies in relation to baseline data on settlement
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and flood risk are identified. The need for 3-D representation is highlighted. It is requested
that the same restrictions apply to the school in terms of vibration levels as apply to hospitals
and other inhabited buildings. Concerns are expressed about the electromagnetic radiation
effects of having two electric railways under the school. The need to apply the precautionary
principle is espoused. Threats to pupils from construction traffic, a curtailment of
construction traffic during school opening and closing times and measures to deal with rat
migration and disruption of utilities are also alluded to.

Francis Doherty & Shane Cryan

The observers, residents of 34 and 35 Homefarm Park, Drumcondra, question why the
proposed alignment was changed over the original preferred option. Confirmation of ground
conditions is requested. Surveying and monitoring is requested and controls on impacts are
requested to be identified. Concerns are raised in relation to vibration, noise, settlement,
flooding and effects on the local surface water drainage network, and drilling and blasting
associated with a nearby cross over tunnel. Choice of tunnelling machine is queried.

Henry & Harry Mannion

The observer made a submission in response to the applicant’s further information. This
centred on an alternative above-ground route option from Ballymun to Connolly Station,
where it would then divide, with one link to Heuston Station and another to the Luas Green
Line at Harcourt Street. Reference was also made to unavailability for inspection of certain
information and documents. In a second submission, cost comparisons with the observer’s
alternative were provided.

Leonard Carty & Others

This submission from Home Farm residents refers to Home Farm Road being prone to
flooding and the metro development on Griffith Avenue adding to surface water runoff. The
lack of flood risk assessment for the area and surface water management plans are alluded to.
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Patricia & Diarmuid Doyle

The observers, owners of 127 Ferguson Road, raise concerns about noise and disruption
during construction and operation and the lack of a compensation plan for damage done.
Limitations on use of the tunnelling machine and blasting are also alluded to.

James Grant

The objection relates to No. 5 Ferguson Road, Dublin 9 and the effects on this rented
property and the rental income. The objection refers to construction of a ventilation shaft and
associated tunnelling leading from the shaft in the area and disruption caused, structural
damage to the house arising, disimprovement of the visual appearance of the area, and the
likelihood of anti-social behaviour.

Patrick & Kathleen Hassett, Nuala O’Shea, Maeve Stanley, Winnie Maxwell, Marian
Callinan

The observers, residing at 59, 57, 55, 53 and 63 Ferguson Road, Drumcondra respectively,
object to the proposed subterranean land takes by way of CPO. It is submitted that the EIS
has not adequately dealt with alternatives to the metro system and has failed to explain how
alternatives other than the route selection have been decided. Concerns are raised about
drilling, blasting, disturbance, noise, vibration, subsidence, problems associated with the
water table, restriction on vehicular access to their property, issues relating to landfilling,
anti-social behaviour arising in the area for parking for emergency vehicles, diminution in
property values, and health impacts on the observers.

Mary McLaughlin
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The observer, residing at 76 Ferguson Road, Drumcondra, raises concerns about disturbance
to her property arising from the construction of the tunnels, cross tunnels, ventilation shaft
and emergency access tunnel. Noise, vibration, impacts on the water table, construction
traffic using Millbourne Avenue, the area being developed on landfill and the consequent
effects of subsidence, and health issues are issues of concern raised in relation to the
construction phase. Noise, vibration, testing of ventilation fans, anti-social behaviour at the
parking area for emergency vehicles, and devaluation of property are operational concerns
raised. It is submitted the RPA has not dealt adequately with the issue of alternatives.

Mary Flanagan

The observer, owner of 89 Ferguson Road, Drumcondra, raises concerns about the effects at
construction stage, including noise, vibration, impact on the water table, traffic congestion,
settlement and subsidence. Operation phase concerns relate to vibration, noise, damage to her
property, the retention of parking for emergency vehicles becoming a focus for anti-social
behaviour, property devaluation and loss of rental income. It is requested that she be included
in the Property Protection Scheme.

Angela & Carmel Morgan

The observers reside at 71 Ferguson Road. They object to the proposed subterranean land
take by way of CPO. It is submitted that the EIS has not adequately dealt with alternatives to
the metro system and has failed to explain how alternatives other than the route selection
have been decided. Concerns are also raised in relation to the construction phase and the
necessity for increased blasting and drilling arising from additional works associated with a
cross tunnels, a ventilation shaft and emergency access tunnel. Noise levels and associated
monitoring, vibration, water table impacts, vehicular access, subsidence and the presence of
landfill in the area, anti-social behaviour arising in the area for parking for emergency
vehicles, and diminution in property values are also raised as concerns.

Roisin Ni Ceallaigh
__________________________________________________________________________________
PL.06F.NA0003
An Bord Pleanala
Page 89 of 690

The observer resides at 73 Ferguson Road, Drumcondra and objects to the proposed
subterranean land take by way of CPO. It is submitted that the EIS has not adequately dealt
with alternatives to the metro system and has failed to explain how alternatives other than the
route selection have been decided. Concerns are raised about drilling, blasting, disturbance,
noise, vibration, subsidence, problems associated with the water table, restriction on
vehicular access to their property, issues relating to landfilling, anti-social behaviour arising
in the area for parking for emergency vehicles, and diminution in property values.

Jean McLeod, Bernard McLeod & Jacqueline Whelan

The observers are owners of 65 Ferguson Road, Drumcondra and object to the proposed
subterranean land take by way of CPO. It is submitted that the EIS has not adequately dealt
with alternatives to the metro system and has failed to explain how alternatives other than the
route selection have been decided. Concerns are raised about drilling, blasting, disturbance,
noise, vibration, subsidence, problems associated with the water table, restriction on
vehicular access to their property, issues relating to landfilling, anti-social behaviour arising
in the area for parking for emergency vehicles, and diminution in property values.

Michael Casey

The observer is the owner of 13 Millbourne Avenue, Drumcondra. Concerns are raised about
the effects at construction stage, including noise, dust, vibration and traffic congestion.
Operation phase concerns relate to vibration, noise, damage to his property, the retention of
parking for emergency vehicles becoming a focus for anti-social behaviour, property
devaluation and loss of rental income. It is considered that the treatment of alternatives is
inadequate in the EIS.

St. Patrick’s College, Drumcondra
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Reference is made to Drawing No. MN-RO 106 C-D and it is suggested the ventilation
building above ground and its compound walls would be better realigned to the proposed
playing field retaining wall to facilitate the orderly development of the national school, that
the east end of the retaining wall be extended and cranked to facilitate the completion of the
retaining wall and the relocation of the proposed college crèche, that a further retaining wall
is provided at the north end of the playing fields to preserve the length of the field arising
from the take to the south and to preserve the area of higher terrace development land
adjoining at the northern end of the fields, and that the lands between the ventilation building
compound and James Joyce Court be incorporated into the ventilation building compound to
secure it, with CPO lands adjusted accordingly. A further observation on Drawing MN-VT
106 C-D 3 refers to a guardrail on a retaining wall being inadequate and changes are
suggested. Other changes to finishes, fencing, roof design and ventilation are suggested.
Other concerns raised include disruption during construction, safety, lighting, emergency
escape drills, and general procedures to be adopted where there are breaches of conditions.

Breda & John Walsh

The observers reside at 211 Botanic Avenue. There is concern about noise, dust, health
impacts, structural impacts on the house, and traffic. The observers are opposed to excavation
under their house.

Georgina Doyle & Others

The observers of 46 Botanic Avenue raise concerns in relation to depth of tunnelling, noise
and vibration, nuisance and inconvenience, structural damage and compensation, the need for
a report on geology, the lack of a flood risk assessment, and the need for an independent
arbitrator.

Elizabeth Hollywood & Charles Earley
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The observers, owners of Nos. 42 and 40 Botanic Avenue, Drumcondra, raise concerns about
the impacts of tunnelling on the houses, water ingress from the River Tolka, and the lack of
detailed mapping undertaken.

John & Eva McDermott

The observers, owners of 13 St. Alphonsus Road, Drumcondra, raise concerns about noise,
vibration and structural damage arising from the operational phase, the need for serious
financial or other penalties where adverse impacts arise, the need for deeper tunnelling under
residential properties, the need to redress property devaluation, revisiting tunnelling at St.
Joseph’s Avenue, consideration of alternative routes from Drumcondra Stop under St.
Joseph’s Avenue, and the need to consider the siting of Drumcondra Stop on Drumcondra
Road.

Following receipt of the applicant’s further information, the observers raised concerns
following the submission in relation to No. 12 St. Joseph’s Avenue. This focused on the
severe/high impact from airborne and groundborne noise for a minimum of 5 years during
construction in the area, vibration impacts during the operation of the scheme, the
inconclusiveness of the vibration and groundborne noise assessment, the need for deeper
tunnelling beneath residential properties, the need to have as much of the tunnelling under St.
Joseph’s Avenue rather than under houses, and they question the need to locate Drumcondra
station off St. Joseph’s Avenue rather than off Drumcondra Road Lower beside the existing
train station.

Sheila Burke

The observer is owner of 8 St. Alphonsus Road, Drumcondra and objects to the proposed
subterranean land take by way of CPO. It is argued that the RPA has not made the case that
the land take is at all required to facilitate the tunnel or the station to be located in this area
and that the land take is unnecessary and excessive. It is submitted that the EIS has not
adequately dealt with alternatives to the metro system and has failed to explain how
alternatives other than the route selection have been decided. Concerns are raised in relation
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to subsidence, increase in insurance premiums, excavation and drilling, noise and vibration,
effects of proximity to demolition works, dust, debris, soil, excavated material, presence of
vermin, traffic impacts for her use of the road arising from the closure of the road and
construction traffic effects, and property value effects. It is submitted that the house will not
remain habitable during works and it is requested that the RPA provide alternative
accommodation or they CPO the property.

Christy McCormack

The observer is owner of 7 St. Alphonsus Avenue, Drumcondra and objects to the proposed
subterranean land take by way of CPO. It is argued that the property is some distance from
the proposed tunnel and the land take is unnecessary and excessive. It is submitted that the
EIS has not adequately dealt with alternatives to the metro system and has failed to explain
how alternatives other than the route selection have been decided. Concerns are raised in
relation to subsidence, noise and vibration, dust, debris, soil, excavated material, presence of
vermin, traffic impacts arising from the closure of the road and lack of detail on the closure,
and property value effects.

Rita Hurson

The observer, owner of 10 St. Alphonsus Avenue, Drumcondra, raises concerns in relation to
subsidence, noise and vibration, dust, debris, soil, excavated material, presence of vermin,
traffic impacts arising from the closure of the road, increased pedestrian traffic, security
issues, property value effects, and effects on the ability to rent the property.

Dawn Mulligan and Ken Lacey

The observers reside at Dunbeg, St. Alphonsus Avenue, Drumcondra, a property proposed to
be demolished. The objections to the application and compulsory purchase relate to the EIS
not adequately assessing the transport alternatives, the EIS not revealing how alternatives
were assessed other than the alternative for one stretch of the route in Drumcondra, no
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adequate assessment of the necessity to route on the occupiers’ home, and the inadequate
compensation arising from the compulsory purchase rules.

Karen Griffin

The observer is owner of 13 St. Joseph’s Avenue, Drumcondra and objects to the proposed
subterranean land take by way of CPO. It is argued that the property is some distance from
the proposed tunnel and the land take is unnecessary and excessive. It is submitted that the
EIS has not adequately dealt with alternatives to the metro system and has failed to explain
how alternatives other than the route selection have been decided. Concerns are raised in
relation to subsidence, noise and vibration, dust, debris, soil, excavated material, presence of
vermin, loss of light due to new structures opposite, traffic impacts arising from the closure
of St. Alphonsus Avenue, construction traffic on St. Joseph’s Avenue and lack of detail on
the closure, and property value effects.

Shane McGeary & Orla Canavan

The observers, owners of 1 St. Alphonsus Avenue, Drumcondra, raise concerns about the
demolition of buildings exposing them to medical ailments and diseases, access, structural
impacts, nuisance, noise and waste pollution.

In a submission following the receipt of further information from the applicant, the observers
repeat health concerns, raise concerns about the lack of traffic management information
which affects Dr. Shane McGeary’s work needs, address the effect of acquisition around
them, and raise queries in relation to acquisition of their own property.

Kieran Carolan
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The observer, owner of 19 St. Joseph’s Avenue, Drumcondra, raises concerns about health
impacts arising from leptospirosis, structural impacts, nuisance, noise and waste pollution.

James Hunt

The observer, with a property at 11 St. Joseph’s Avenue, Drumcondra, is concerned about the
structural impact of the development, nuisance, health hazard, noise, and waste pollution.

Matthew & Aideen Kelly

The observers, owners of 12 St. Joseph’s Avenue, Drumcondra, raise concerns about the
structural effects of the proposal on their property, nuisance, health hazard, noise, and waste
pollution arising.

Damien Coleman

The objector is concerned about the viability for a project for which he has planning
permission to the rear of 48-50 Lower Drumcondra Road.

John Daly

Being the owner of 14 Whitworth Road, the observer raises questions in relation to when
tunnelling would commence, the depth tunnelling would be beneath the property, the soil
type between tunnel and house foundation, impact of construction on the house, nuisance
likely to arise, if an EIS has been carried out in relation to these matters, and guarantees
given.
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Marie Daly

The observer of 14 Whitworth Road, Drumcondra, raises questions in relation to when
tunnelling will start, to what depth under her house, impacts on the foundation of the house,
damage or vibration arising, if structural surveying will take place, noise vibration or other
nuisances that would result, rectifying damage to the property, and health effects.

Maureen Kennedy

The observer of 16 Whitworth Road, Drumcondra, raises concerns about damage to her
house from the routing under her house, and the construction and operational noise and
vibration impacts.

Liam O’Doherty

The observer, resident of 8 Whitworth Court, Drumcondra, raises concerns being
discommoded by construction works and the need for compensation should the need arise.
An assessment of the structural integrity of the building by an engineer is requested.

Jim & Rita Maguinness

The observers, residing at 13 Grattan Parade, Drumcondra, raise concerns in relation to
disturbance from noise and vibration, damage to property, vermin, poor information
dissemination, construction traffic, and enforcement.
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Aidan & Barbara Hynes

The observers of 74 St Ignatius Road, Dublin 7 raise particular concerns about surveying of
their property before, during and after the construction of the rail tunnel and the enforcement
of this, and the extent of vibration, noise and disturbance likely to arise.

Quinn’s Public House

The observer, owner of 42-44 Lower Drumcondra Road, a property abutting the proposed
Drumcondra Stop, raises concerns about the value and viability of the business premises as a
result of loss of substratum and disruption during construction works, with particular
concerns about deliveries and emergency access.

Nathy & Margaret Groarke

The observers, making a submission following the receipt of the applicant’s further
information, are owners of 32-38 Lower Drumcondra Road (Groarke’s Shop and Post
Office). They raise concerns for pedestrians about the main concourse at Drumcondra
opening out onto the junction with Clonliffe Road, the disparate nature of the two stations at
this location either side of their property, the erection of a high level bridge over their
property at the rear impacting on the intended development of this land (a permitted
apartment development), the impact of the massing and materiality of the two bridges
proposed for this location, the use of lands left in abeyance, access and means of escape
problems to and from St. Joseph’s Avenue, impeding vehicular access to their property, and
lack of agreements to undertake the development.

All Hallows Area Residents Association
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The concerns focus on the construction traffic impact on residences and the use of the Upper
Drumcondra Road by HGVs disposing of spoil. It is requested that there is a reconsideration
of this road as a main construction traffic route.

Iona & District Residents Association

The observer supports the submission of Residents for Realignment. Additional concerns are
raised about the design of the Drumcondra Station, drainage and surface water, local road
accessibility (particularly St. Joseph’s Avenue and St. Alphonsus Avenue), RPA right of
access, inadequacy of the EIS in relation to construction traffic and construction vibration,
the impacts of the Drumcondra station excavation and construction, operational and
construction noise and night-time works, noise from ventilation fans, crowd management
associated with Croke Park at Drumcondra station, parking facilities at Drumcondra station,
and anti-social behaviour at the construction phase.

Residents Opposed to Option B (R.O.T.O.)

The objection relates to the section of tunnel from the proposed Drumcondra station to the
Griffith Avenue stop. The concerns relate to the route realignment of this section, the lack of
consultation, the economic cost, the effects on Corpus Christi Girls National School, and the
need to refuse this option or amend it so that it avoids the school.

Residents for Realignment Ltd.

The observers from the Drumcondra area raise concerns about realignment in the area
without consultation, the movement away from green belt and unoccupied lands, and the
provision of a cross tunnel at St. Patrick’s College, the inadequacy of the EIS, construction
traffic, surface water management, groundwater, noise, vibration, settlement, vermin, antisocial behaviour, air (with traffic impact around the ventilation shaft in this area omitted from
the baseline report), and radon during the operational phase. Specific concerns in relation to
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the Griffith Avenue Station, the ventilation shaft and Drumcondra Station are raised. The
requirement for the RPA to sign up to a Residents’ Charter is stressed.

Following the receipt of further information from the applicant, the observer submitted
concerns about the serious impact of utilities works on businesses and tourism, the
ambiguous detail on the construction of the crossover tunnel and effects on Millmount and
Ferguson Roads, noise and blasting effects from the construction of the ventilation shaft, the
placing and application of the louvers in the ventilation shaft, emergency plans for the shaft
site, restriction on night time hours of work, and reliance on the contractor and operator to
control groundborne noise, which will be driven by cost.

Ruadhán MacEoin

The observer’s submission relates to the inappropriate siting of access at the Mater, a fire
hazard arising from the direction and siting of the elevator in the case of a fire, the
inappropriateness of the gauge selected such that it prohibits integration, and the more
appropriate routing down Marlborough Street as the O’Connell Bridge station would
seriously disrupt the city centre economy.

Brendan Bonass & Others

The observers are freehold owners of pieces of land referenced. It is submitted that no
permission has been granted in relation to any proposed works and it is stated that any work
that may affect these properties should not proceed without consultation with the owners as
this would be a breach of lease agreements.

Peter Sweetman
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As beneficial owner of 25% of the Fottrell Estate, the observer objects to the relevant CPOs.
In addition, it is submitted that, as the EIS does not include a Waste Management Plan and
the detailed design and site of the proposed bridge over the Ward River, it is invalid. It is
further submitted that the data required to identify and assess main effects in relation to
footfall in the city centre and existing and proposed traffic movements is not available. The
treatment of alternatives is regarded as cursory. It is requested that the Board clarifies how
Article 10a of 2003/35/EC is to be implemented in this case.

Leo Street Residents Association

The observers refer to necessary steps to limit the impact on the residents and raise concerns
in relation to noise, dust, vibration, etc. It is requested that there will be no public access to or
from the metro between house no. 23 and the Mater Hospital.

A further submission in response to the revised design for the Mater Stop was submitted by
the residents. The following represents the main points made in this submission:

•
•
•
•

•
•

•

The street is 130 years old, the foundations of the houses are shallow or nonexistent and there is serious concern about tunnelling and excavation works and
consequent vibration impacts.
No examination of the foundations or structure of these houses to determine the
effects of boring and excavation work was undertaken.
An independent assessment would greatly allay the fears of residents and it is
requested that this be a condition of the Railway Order.
Tunnelling should take place during daytime hours only. Permitted noise levels
from the TBMs will be exceeded. Residents would be required to move out of
their homes, giving rise also to safety and security concerns. Compensation for
inconvenience, noise, nuisance and disturbance should be offered to all residents.
The magnitude of the northern ventilation building to the rear of 398-400 North
Circular Road will visually intrude on the residents of Leo Street.
Regarding the southern ventilation shaft at the rear of 15-18 Leo Street, the
residents are not convinced that such large ventilation shafts are required and
certainly behind their homes, nor is it clear why there is such a large variation in
the dimensions of the two ventilation shafts which have the same function of
allowing smoke exit the underground station in the event of a fire in the Stop.
The southern ventilation shaft will be seriously visually intrusive, being located
immediately to the rear of Leo Street homes.
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•
•
•
•

•

There is also concern that ventilation shafts could emit fumes and smoke and it is
requested that measures should be put in place to ensure noise does not exceed
acceptable levels.
Hoarding to the rear of Leo Street properties should consist of acoustic panelling
to minimise noise. This should be removed as soon as possible. Any grant of a
Railway Order should include a condition to this effect.
The new wall erected at the rear of houses in Leo Street should be extended up to
the rear of No. 26. The houses not now to be demolished should be refurbished
and sold back into private ownership.
There should be no access to the Mater Stop or to any of the three hospitals by
way of Leo Street. It is requested that a condition of any Railway Order require
pedestrian and vehicular access to Leo Street be prohibited to protect residential
amenity.
It is imperative that a Liaison Committee be established between residents and the
contractors to smooth out any difficulties that arise during development work.

Mater Private Hospital

Original Submission

The observer’s concerns relate to the potential impacts of construction of the tunnels and
Mater Stop, impacts on the structural integrity of the Mater Private Hospital building, on the
road network during construction, noise, vibration and air quality, electromagnetic
interference, impact on utilities during construction, and construction nuisances. It is
considered that these issues have not been adequately addressed and mitigation measures are
inadequate. Re-examination of the construction techniques is stressed. The observer implores
the Board to seek further information on alternatives in relation to vibration so that the
hospital can continue normal activities during construction.

Inadequacies identified include: understanding of sensitivity of equipment, fire evacuation
plans for hospital, technical investigations and risk assessments, scale and extent of work
associated with the Mater Stop/volume of material excavated or used in construction,
duration of works, proposed deviations (looking to increase the offset), construction
programme, depths to bedrock and associated rock blasting, dewatering, ground stability,
treatment of contaminated soils, risk of tunnel instability, use of Eccles Street for
construction traffic, settlement figures (north west of hospital on piled foundations), need for
realignment, site specific construction traffic assessment (particularly at stop box locations)
or at least a Preliminary Traffic Management Plan, emergency service access, peak hour flow
assessment, parking, relocation of bus stops, public health assessment, construction noise
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attenuation measures, health impact assessment not taking into account the construction of
the Mater stop box, specific mitigation measures to insulate equipment or specific alternative
arrangements, impacts of electrified trains on the performance of medical equipment /
electromagnetic shielding requirements / risk assessment, omission of nuclear radiation
sources within the hospital from the baseline assessment, Aspergillus risk from dust
emissions through the hospital’s air conditioning systems, detailed methodology on how dust
emissions during construction are to be minimised, rodent control measures, alternative
techniques/improved site specific mitigation measures to ameliorate predicted vibration
levels (not an option to move machines/off-site delivery of some services is not an option),
vibration monitoring, cumulative predicted noise levels and ground vibration levels, mobile
plant, limit of ground vibration on the foundations of the hospital and on the outside wall,
alarm system for vibration, reducing noise limits, utilities supply and mitigation, nuisances
and mitigation/monitoring of dust and mud.

Submission following receipt of Further Information

The observer made a further submission following receipt of the applicant’s further
information, which considered the further information to be inadequate, with serious issues
remaining unresolved, namely residual impacts on the hospital and its patients. Reference is
made to the achievement of ‘no residual impact’ being predicated on implementation of
mitigation measures that involve suspension and/or relocation of medical services, without
the consent of the hospital. It is submitted that if the scheme is to proceed, the RPA must
redesign the Mater Stop Box and the alignment of the tunnel in the vicinity of the hospital. It
is requested that RPA submit a reference design that would avoid or significantly reduce
impacts on the hospital by increasing the lateral offset distance from the hospital. Further
specific concerns relate to the potential impact during construction of the tunnels and the
Mater Stop, construction impact on the structural integrity of the building, impact on the road
network during construction, impact of noise and vibration from the construction and
operational phases, electromagnetic interference during both of these phases, impacts on
utilities during construction, and construction nuisances. Queries are also raised in relation to
the proposed land-take. Construction-related traffic is requested to enter and exit the site from
North Circular Road and to avoid Eccles Street.

Submission following Proposed Modifications to Mater Stop
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Following publication of notices for the proposed modifications to the Mater Stop, a further
submission was received. While welcoming the new measures in the latest proposals it
remains the Hospital’s view that previous predictions regarding the scale of impacts have
been found to be incorrect or unsupported by evidence and, thus, the revised proposals
require careful scrutiny. It is submitted that the only conclusion which is possible to draw is
that the RPA’s predictions of the impacts on the Hospital are not proven and this raises
concern about wholesale disruption to the Hospital’s operations and to patient care arising
from the construction, operation and long term construction effects of the proposal. The
Environmental Report and supporting documentation for the Revised Mater Stop Box design
are considered insufficient to complete an adequate assessment of the environmental impacts
of the proposal. The information considered necessary to be made available to allow for an
adequate assessment to be undertaken of the effects on the hospital is scheduled. The
information deficit identified includes findings from further survey work, vibration /
electromagnetic / settlement / airborne noise predictions, reporting of further site
investigations, contour drawings, and noise assessment. Each is described in specialist
consultant sections of the submission. It is argued that, contrary to the RPA understanding
that the source of the Hospital’s concern is the stop box construction, this is only one element
of the Observer’s concerns. The Hospital considers the revised proposals are likely to lead to
changes in impacts arising from settlement, vibration and noise and that they will not result in
any changes in the impacts arising from the TBMs. It is further submitted that there is
nothing in the proposal which significantly ameliorates the construction-related traffic
impacts. There is also a concern that settlement impacts on utilities may be more onerous
than originally envisaged.

Mater Hospital Campus Development

The observer raises concerns about the permeability and integration of the metro stop at the
hospital with the permitted development on the campus, Aspergillus prevention, noise
(particularly in the context of the new Adult Hospital) and vibration (including reference to
the extent of analysis undertaken, ground borne noise assessment and blasting in the vicinity),
parking and access, electromagnetic impacts (including construction impact assessment for
the existing and new hospital), and the impact of the proposed stop on permitted hospital and
related development on the campus (including a permitted attenuation tank, utilities,
permitted landscape proposals, groundwater impacts, and site security). A schedule of
considerations for the Board is submitted in conclusion.
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Following the applicant’s response to the Board’s further information request, the observer
submitted that there are outstanding issues requiring to be addressed for the hospital campus,
particularly in relation to noise and vibration. Detailed concerns in relation to the further
information submitted on potential electromagnetic impacts on sensitive equipment were
referred to. A consultant has been engaged by the observer to review the submission and the
proposed mitigation measures.

National Paediatric Hospital Development Board

The observer notes that its proposed development lies west of the proposed line and south
west of the Mater Stop. Impacts on the Adult Hospital are noted and it is considered that there
is significant overlap with the NPH project. Reference is made to many items discussed by
the Mater Campus Hospital Development Ltd. being applicable to the NPH project.
Construction and operational phase impacts and concerns noted include noise and vibration,
the final design of the Mater stop area needing to consider the site as a whole, ensuring
protection of patients to the Aspergillus micro-organisms are conditioned in the final
decision, and ensuring prevention of interference with all critical equipment from
electromagnetic impacts and that appropriate radiation protection is put in place.

Blend Resident’ Committee

The residents consider the siting of the Mater Hospital stop is not the safest location, nor the
most convenient or attractive place, and it results in the demolition/destruction of habitable
houses in Leo Street, a Victorian street that is intact. They also object to any part of St.
Stephen’s Green, as a public park, being used as a concourse for this transport link.

MN107

Dublin City Centre Business Association Ltd.

The observer refers to inadequacies of the EIS in relation to socio-economics, traffic and
alternatives. Disturbance leading to job losses and losses caused to tourism are alluded to.
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The unavailability of traffic data relied upon in the EIS is noted and is requested and the
failure to identify the sources, quantities and destinations of waste generated to ascertain the
disruptive effect on traffic is highlighted. There is a concern about the project proving
unnecessarily damaging to the existing economy and proving the least cost efficient means of
achieving a necessary project.

Dublin Chamber of Commerce

The observer’s support for the project is based on the strict condition that it is business as
usual for all businesses during the enabling works, construction works and when in operation.
It is submitted that all work on the project be postponed until Irish Rail is ready to proceed
with the Interconnector project and if a business case is made, and the RPA submits a
Railway Application Order for the Luas BX and D line. Concern is raised about a traffic
management plan and master programme outlining the works schedule not yet being made
available and the inability to consider the sequential or cumulative effects of the
Interconnector proposal. It is requested that an addendum to the EIS be prepared to consider
the cumulative impacts of the Metro/Luas/Irish Rail projects. Specific concerns over the
project relate to traffic management and re-routing, access/deliveries/parking, public
transport alternatives, noise/dust/vibrations, a programme of works relating to utilities, the
need for the application of a short construction period, the need to market the city as a place
open for business, the need for a master plan outlining contingency plans, and compensation.
A schedule of conditions to be attached to the Order is recommended.

Following the receipt of the applicant’s further information, the Chamber of Commerce
second submission noted the additional information on traffic, utilities, the Bus Gate, and
station box design. Reference is made to the need for certain key stations, such as at the
airport, to pay specific attention to passenger needs in terms of design, with emphasis placed
on user-friendly design to ease journeys and to provide a positive impression.

National Taxi Drivers Union/Irish Taxi Drivers Federation/NPHTA
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Concern is raised about the cutting off of St. Stephen’s Green North and part of O’Connell
Street to vehicles during construction and the consequent loss of taxi rank space.

Dublin Cycling Campaign

The observer promotes the linking of the metro with cycling, seeking improved cycle parking
provisions at stations, encouragement of on-train transportation of bikes, cycle routing
improvements at St. Stephen’s Green after construction, retention of cycle lanes during
construction, and the design and construction of cycle lanes forming part of the metro to be in
accordance with recognised guidelines.

IDA Ireland

The observer refers to the need for the communication of the community gain generated by
the project. Reference is made to the need for a comprehensive traffic management plan to
alleviate the impact on businesses. The importance of a high quality transport system to
attract foreign direct investment is stressed.

Stanberry Investments Ltd.

The submission relates to the impact of enabling and construction works on the Brown
Thomas and Thomas Street multi-storey car parks, focusing on road closures, traffic
diversions, and shopper access to the city centre. The EIS is considered incomplete, with
reference to the lack of a traffic management plan, a construction phasing programme, and a
retail impact study, with the consideration of alternatives and cumulative impacts regarded as
inadequate. The adequacy of the economic analysis for the city centre business district is also
called into question. The Board is requested to seek a withdrawal of the application and to
complete and resubmit it, refuse to grant the Order, or where disposed to grant, include a
number of specified conditions.
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Park Rite Ltd.

The submission relates to the impact of enabling and construction works on 9 multi-storey car
parks in the city centre, namely Parnell, Arnotts, Irish Life/Abbey Street, IFSC, City Quay,
Fleet Street, Drury Street, Christchurch and Smithfield Market. The observation focuses on
road closures, traffic diversions, and shopper access to the city centre. The EIS is considered
incomplete, with reference to the lack of a traffic management plan, a construction phasing
programme, and a retail impact study, with the consideration of alternatives and cumulative
impacts regarded as inadequate. The adequacy of the economic analysis for the city centre
business district is also called into question. The Board is requested to seek a withdrawal of
the application and to complete and resubmit it, refuse to grant the Order, or where disposed
to grant, include a number of specified conditions.

Trinity Street Car Park Ltd.

The submission relates to the impact of enabling and construction works on Trinity Street car
park. The observation focuses on road closures, traffic diversions, and shopper access to the
city centre. The EIS is considered incomplete, with reference to the lack of a traffic
management plan, a construction phasing programme, and a retail impact study, with the
consideration of alternatives and cumulative impacts regarded as inadequate. The adequacy
of the economic analysis for the city centre business district is also called into question. The
Board is requested to seek a withdrawal of the application and to complete and resubmit it,
refuse to grant the Order, or where disposed to grant, include a number of specified
conditions.

Q-Park Ireland Ltd.

The submission relates to the impact of enabling and construction works on 6 multi-storey car
parks in the city centre, namely St. Stephen’s Green & Royal College of Surgeons, Dawson
Street, Setanta, Usher’s Quay, Clery’s and Ilac Centre. The observation focuses on road
closures, traffic diversions, and shopper access to the city centre. The EIS is considered
incomplete, with reference to the lack of a traffic management plan, a construction phasing
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programme, and a retail impact study, with the consideration of alternatives and cumulative
impacts regarded as inadequate. The adequacy of the economic analysis for the city centre
business district is also called into question. The Board is requested to seek a withdrawal of
the application and to complete and resubmit it, refuse to grant the Order, or where disposed
to grant, include a number of specified conditions.

The Rotunda Hospital

The primary concern of the observer is that the proposed design plans developed by the RPA
do not co-ordinate with the Rotunda’s plans for the hospital, which is incorporated in the City
Council’s Framework Plan for Parnell Square. It is submitted that the construction impacts
(noise, vibration, air quality, electromagnetic interferences, general health and safety) have
not been addressed. There are concerns with regard to the protection of property and
maintenance of critical clinical services on a 24 hour per day basis. The principal areas of
concern relate to the HARI Unit, private and semi-private clinics, the neonatal unit, other
clinical and operational services, and future development plans for the hospital. Reference is
also made to the effects on the RCSI unit located in the HARI unit, the Gate Theatre, and the
Ambassador Theatre. Major concerns about the deficiency in consideration of impacts on the
hospital in the EIS are raised. It is noted that the project impacts on the proposed
development of the hospital. It is submitted that the proposal will require relocation of
services within the hospital grounds, causing huge difficulties. The lack of satisfactory
proposals for the temporary and permanent relocation of the new ESB substation is also
highlighted. The submission includes a letter referring to concerns in relation to construction
and operational noise and vibration.

Gate Theatre

The observer raises concerns in relation to the construction stage about the noise and
vibration arising from the tunnelling and development of the Parnell Square station, visual
and landscape impacts effecting parking, access, servicing, etc., and soils and geological
impacts in terms of settlement. Intrusive noise and vibration during the operational phase is
alluded to also.

__________________________________________________________________________________
PL.06F.NA0003
An Bord Pleanala
Page 108 of 690

Millennium Theatre Company

The observer, owner of the Ambassador Cinema, raise two concerns in relation to settlement
of the structure due to the proximity of the tunnel bores in submerged gravels and possible
noise attenuation into the building which is due to become a city library.

Abbey Presbyterian Church

The Trustees of the Parnell Square church, a protected structure, refer to the need for works
and operation of the metro respecting and preserving the fabric of the building, noise and
vibration not having detrimental effects on the use of the building, and the need for continued
access and to parking facilities.

The observer made a further submission following receipt of the applicant’s further
information. The response outlines the observer’s reasons for concern for the church. The
concerns raised relate to the inadequacy of ground investigations and information on ground
conditions, the serious concerns about tunnelling in mixed ground, the tunnel alignment and
lack of consideration of aligning tunnels one above the other to reduce tunnelling under
buildings to keep within the footprint of streets, settlement impacts, tunnelling methods,
vibration impacts, inadequacy of monitoring arrangements, and the inadequacy of the
building’s survey undertaken on behalf of RPA.

Gaelscoil Colaiste Mhuire

The school is located on Parnell Square East and the concerns raised refer to the adverse
impact arising from noise, vibration, and dust, limiting of access for collection and drop-off
due to plans for a single bus corridor passing the school with no set down, and to
responsibility for building repair and other such costs.
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Hotel St. George

This observation relates to the impacts on Castle Hotel, Waltons Hotel and Hotel St. George.
Acknowledging the benefits of the project and the acceptable positioning of the Parnell
station, concerns raised relate to noise impacts and the construction timeframe, vehicular
access, and the consideration of compensation for unoccupied rooms or necessary closure.

Castle Hotel

The observer, located at Denmark Street, refers to concerns in relation to noise associated
with construction and the effects on the hotel, the need to retain access, and the provision of a
compensation package.

Highbury Lane Properties Ltd.

The observer is the owner of No. 5 O’Connell Street, a protected structure, whose basement
and the substratum beneath are to be compulsorily acquired. Concern is raised about the
impact of the acquisition, the likely damage to be caused by construction, and vibration
effects from LMVs. Deficiencies in specific details on the effects are cited, as is reference to
monitoring and consultation with property owners. It is submitted that, as a pre-condition, a
detailed structural survey of every building affected should be carried out, with owners
furnished with a report and allowed to make submissions on it.

The Cafolla Family

The observers, owners of No. 8 Lower O’Connell Street, made a submission following the
receipt of the applicant’s further information. They raise concerns about the effects of the
development on their business, notably the effect on the internet café at basement level and
interruption by enabling works on the commercial area at ground floor level. The inadequacy
of the submission in response to the further information request in relation to archaeology and
architectural heritage is raised. Concern is also raised about the structural risk to the protected
structure arising from the excavations proposed adjoining the building line. It is requested
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that the enabling works be restricted to the area outside the basement line of the observer’s
property at a distance of at least 2.5m from the facades of existing buildings.

The submission also included letters from Tony Cafolla stating the EIS is inadequate, that
there is insufficient time to respond to the material submitted, and that he formally objects to
the intention to compulsorily acquire his property.

Quinn Insurance Ltd.

The observer, owner of 9 Lower O’Connell Street, raises concerns in relation to the value and
viability of the business premises as a result of loss of substratum and disruption during
construction works.

Irish Life & Permanent

The observer, owner of 12/13 O’Connell Street which has a full basement, is concerned the
construction of the tunnel will have an adverse effect on the stability of the structure and the
day-to-day running of the business. Consultation is sought to satisfy that no damage will
result.

Chartered Land Ltd. – O’Connell Street Upper, Henry St., Moore St.

While supporting the project, construction impact concerns are raised, focusing on transport
and accessibility. It is submitted more detail is required on proposed traffic arrangements on
the junction of Parnell Street, Parnell Street East, and O’Connell Street. Concern is raised
about the duration on the restriction of pedestrian movement along the west side of
O’Connell Street during construction. Reference is made to uncertainty in relation to
potential impacts on vaults below the O’Connell Street property. It is requested that the
observer be formally identified as a stakeholder to be engaged in all discussions prior to each
phase of construction. The need for building of items of common infrastructure in tandem
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with Luas BX is stressed, with allowance being made for the Order including common
infrastructure. It is suggested that in a number of locations in the city centre multiple
entrances to a station could be provided, such as at the northern end of O’Connell Street
linking to the Parnell Street station. Emphasis is placed on the city centre elements of the
proposal being delivered first.

Chartered Land Ltd. – Ilac Centre

The objection relates to the construction impacts on the commercial integrity of the Ilac
Shopping Centre. The three main areas of concern are in relation to, firstly, pedestrian
footfall and diversion affecting O’Connell Street, secondly, vehicular access, parking and
diversions, and, thirdly, delivery/service access, hours of delivery, maintenance of HGV
access, and diversions to the Ilac Centre.

Wynn’s Hotel

The observer, located on Lower Abbey Street, raises concerns in relation to continuation of
trading, access, deliveries, waste collection, hours of work, noise, dirt, dust, etc.

Clery & Co. PLC

The observer raises concerns about the threat to the retail life of the city, emphasising that
there is no real understanding of the scale of impact and there is a lack of a masterplan for
infrastructure works and traffic modelling scenarios. Reference is also made to concerns
about access to the city centre, promotional activity / operational conditions to maintain
attractiveness of the city centre, and the need for an environmental impact in economic terms.
Support for the siting of a station at the Department of Education on Marlborough Street is
referred to.
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Eason & Son Ltd.

In its first submission the observer submits they have not been advised of the structural
consequences of proposed tunnelling works or trial drillings and that no definitive traffic
management scheme has been provided by the City Council. Maintenance of current
accessibility is a particular concern. It is requested that all Dublin 1 subterranean works are
only carried out by tunnelling and that specific structural works are advised to the satisfaction
of property owners’ structural advisors.

In a subsequent submission the observer raises a concern about the adequacy of the EIS
required by the EU Directive. In addition, it is submitted that there remains no knowledge of
any City Council integrated traffic management plan that is inclusive of the current
application, its period of proposed works, and other developments in and adjacent to
O’Connell Street.

Schuh Ltd.

The observer, with property at 47/48 O’Connell Street, raise concerns in relation to the
impact of acquisition of its basement used in association with its business and construction,
operation and maintenance of the metro. Other issues raised include disruption by way of
noise, dust, pollution, access, deliveries and decline in footfall.

Percy Nominees Ltd.

The observer has properties at Seatown, Swords (Woodies), 44 Grafton Street, 31-33 Henry
Street, and 68-69 O’Connell Street. With regard to the city centre properties, concerns area
raised in relation to the construction and operational phases, including noise, vibration,
settlement, and access. The assumptions in the EIS in relation to noise and vibration impacts
are questioned. Provision of adequate surveying and monitoring of buildings are requested.
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Following the submission of further information, the observer requested, in relation to the
Henry Street and O’Connell Street properties, an assurance from RPA that the basement
levels of these properties will not be subject to any utility diversion works and will not
compromise their ability to bring the site (including the basement levels) forward for
development.

Carrolls Irish Gift Stores

The observer has nine stores in the city centre, including two on Westmoreland Street and
two on O’Connell Street. Reference is made to the disastrous effect the development would
have on the business life of the city centre. There are a range of concerns referred to
including business disruption, impact on pedestrian movement and access, health and safety,
noise, vibration, dirt, vehicular access/deliveries, lack of interconnectivity between the Luas
and the metro, failure to explore the option at Marlborough Street, tourism impact, and
adverse impacts of hoardings and materials storage on businesses.

Thomas Lenehan & Co.

The observer refers to the lack of information on customer access to the city centre, to car
parks and on transport routing and deliveries, arguing this is a threat to the ability to trade and
to property rights. A request for a public inquiry to allow further elaboration is made.

Arnotts Ltd.

The observer requests that the construction programme length is kept to a minimum, that
work is co-ordinated with the planned Luas line extensions, and that building work operates
on a 24/7 basis where possible. It is further requested that O’Connell Street and Parnell
Square stations have entry/exit escalators on both sides of the street to avoid the need for
street crossing, while reference is made to a schedule of traffic flows being maintained in this
part of the city centre. Minimisation of traffic and pedestrian movements on a range of streets
is alluded to. Finally, the Board is asked to ensure that the proposal does not interfere with
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the construction programme for the Northern Quarter, a development by Arnotts recently
permitted by the Board.

O’Brien’s Sandwich Bar Ltd.

The observer, with a premises at 34 Batchelor’s Walk, raises concerns about the effects on
and viability of their business, especially during the construction phase.

Fliver Investments Ltd.

The observer, owner of 22 Aston Quay, depends on the basement area for business. It is
requested that the Board ensures there is no harm to the premises by removing essential
space, that the business is protected during construction work and keeping access open, and
that measures are taken to mitigate the effects of tunnel boring during business hours.

K.S.K. Enterprises Ltd.

The observer is a long term lessee of 4-5 Westmoreland Street, 40-43 Fleet Street and
Parliament Row and Stable Lane. Clarification is sought on the design of the scheme that the
basement will not be interfered with, as are details on how disturbance will be minimised
during construction, compensation arrangements and the level of compensation.

Rehab Group

The observer, lessee of a property at 29 Westmoreland Street sublet and in use as a restaurant,
raises concerns about the potential impact of the construction works on day-to-day operations
on the site, the inadequacies of the application documentation, and requests the Board to
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attach conditions with any grant of permission to minimise impact on the site. Particular
concerns relate to the potential length of the construction period, examination of alternative
construction methods (notably mining city centre stations), the lack of a draft traffic
management plan and detailed phasing plan, and the noise and vibrations associated with the
works.

The Westin

The Westin, Westmoreland Street, made an observation following the receipt of the
applicant’s further information. The observer raised concerns in relation to disturbance,
notably traffic, access, goods deliveries, noise pollution and vibration arising from drilling
and heavy vehicle movement. It seeks financial compensation for this disturbance.

Dixon Hempenstall Ltd.

The observer is an opticians and a leaseholder 14 Suffolk Street. Testing equipment is used
that is sensitive to vibration. Measures to mitigate the effects of tunnel boring are requested.

Irish Property Unit Trust

The observer, with properties at 16 Suffolk Street/105-106 Grafton Street, 83 and 87 Grafton
Street, supports the principle of the development but raises concerns in relation to tunnelling
impacts on these properties, impacts due to varying tunnel siting and the siting of a crossover
tunnel on Suffolk Street, assumptions made on foundation types and levels of established
buildings and on bedrock, and the need for adequate surveying of the properties prior to
works and monitoring of the properties during construction and operation.

West Hotel Trading Company Ltd.
__________________________________________________________________________________
PL.06F.NA0003
An Bord Pleanala
Page 116 of 690

The observer, owner of the Westbury Hotel and Mall, raises a range of concerns including the
viability of tunnelling under the double basement of this property given the presence of an
old river and associated poor ground conditions, the inadequacy of the EIS in dealing with the
impacts on the hotel and mall, noise and vibration, lack of detail on the enabling works, the
lack of a traffic management plan, the limits of deviation permissible, structural damage, and
impact on the future development potential of the property. It is requested that the RPA revise
the submitted documents prior to a public enquiry to enable a meaningful evaluation of the
issues to be undertaken.

Following the receipt of further information by the applicant, the observer raises concerns in
relation to utility diversions, noise, vibration, soils and geology, mitigation measures, impacts
on foundations, access by the fire service, pedestrian and service access, RPA
indemnification, expenses incurred by the observer, and monitoring and reporting. A draft
agreement is attached with the submission which the observer wishes to conclude with RPA
and to incorporate the terms and conditions into the Railway Order.

L’Occitane (Olive Tree Lifestyle)

The observer, with two stores at 15 Wicklow Street and 14 Upper Liffey Street, raises
concerns about the disruption to vehicular and pedestrian traffic and loss of trade during
construction and the lack of definite information currently made available to the general
public and the city traders.

Weir & Sons

It is requested the Board specifically considers a manner of works that will reduce the level of
on-street disruption, that access to car parking is revised, and that a proper economic impact
study is conducted. Reference is also made to concerns in relation to effects of tunnelling on
the observer’s premises, to inadequate detail on access for shoppers to the premises, and to
the promotion of the project with precedence given to engineering considerations over the
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host community, such as the refusal to consider the off-street option of developing the
O’Connell Street box at the Department of Education on Marlborough Street.

Glenberg/Peter Mark Group

The observer, owner of Nos. 74, 43 and 3 Grafton Street, made a submission following the
receipt of the applicant’s further information response. It is submitted that the observer has
not received sufficient information, drawings, reports, surveys or assurances from RPA about
the detailed impact of the works on their buildings or the associated business activities, or
sufficient information on mitigation. The observer raises concerns in relation to utility
diversions (primarily in relation to maintaining water supply), vibration and groundborne
noise (notably in relation to settlement and limits being set), mitigation measures with
reference to the implementation of an Environmental Management Plan, indemnification of
damage caused, and meeting expenses incurred by the observer. A draft agreement which the
observer wishes to conclude with RPA is attached with the submission.

Brown Thomas

Concerns raised relate to traffic impacts, operational changes to traffic management, access to
car parks, and general shopper access. The EIS is considered incomplete, with reference to
the lack of a traffic management plan, a construction phasing programme, and a retail impact
study, with the consideration of alternatives and cumulative impacts regarded as inadequate.
The adequacy of the economic analysis for the city centre business district is also called into
question. The Board is requested to seek a withdrawal of the application and to complete and
resubmit it, refuse to grant the Order, or where disposed to grant, include a number of
specified conditions.

Brown Thomas & BT2

The observers highlight the lack of information on addressing the full socio-economic impact
on businesses in the city centre, the cumulative impacts of the suite of Transport 21 projects,
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a fully considered traffic management plan, a masterplan for co-ordinated infrastructural
works, and the impacts of enabling works. Specific concerns relate to traffic management and
access in relation to road closure, parking, deliveries, etc., pedestrian flows and access, public
transport alternatives to compensate for car access, construction impacts relating to noise,
vibration and dust, operational impacts in relation to noise and vibration, communication of
the effects, and compensation for demonstrable losses.

Edmund Ross Studios

The observer’s photographic studios are located at 59 Grafton Street. Concerns include
vibrations effecting photographic equipment, access and delivery during construction, and the
visual amenity impact on the character and setting of St. Stephen’s Green by the insertion of
lift shafts and other services.

Salix Trust Ltd.

The observer is owner of 72 Grafton Street and has concerns in relation to blasting, structural
damage, noise and vibration (construction and operational phases), dust, pedestrian access,
limiting of future land uses, legal title, and value of the property.

Thomas Patrick of Grafton Street

The observer raises concerns about the legality of the CPO of substratum, structural damage
to their building and trade, and noise, vibration and structural damage during the operational
phase.

David, Joanne & Paul Daly
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The observers, owners of a property at 102-104 Grafton Street that is a protected structure,
raise concerns in relation physical damage during construction arising from tunnelling and
subsequent use, pedestrian and car park access, deliveries, and damage to legal title.
Emphasis is placed on insufficient information and lack of reassurance of the effects.

Fitzers Holdings Ltd.

Operating two restaurants, on Chatham Street and Dawson Street, the observer raises
concerns in relation to construction works impacts by way of noise/vibration, structural
damage, traffic disruption, and business impacts associated with access to the restaurants and
decline of customers. Reference is made to the possibility of works taking place outside of
normal trading hours as much as possible.

Teresa, Seamus & Phyllis O’Donohue

The observers, No. 2 Chatham Street, made a submission following receipt of the applicant’s
further information. They object to proposals to work on the project on a 24 hour per day
basis. They express concern about impacts of vibration on their home. They oppose
interference with St. Stephen’s Green.

Appleby Jewellers

The observer, with premises located in Johnson Court subject to substratum land acquisition,
raises concerns about the short time given to make a submission, insufficient detail in the
EIS, inability to assess impacts where choice of TBMs and associated operational settings are
left to the contractor, noise/vibration/groundborne noise effects, disruption to shoppers,
service/deliveries, the impact on the structural integrity of the premises, lack of information
on compensation, and lack of detail on the substratum to be acquired.
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Salix Trust Ltd.

The observer is owner of 6/7 St. Stephen’s Green proximate to the St. Stephen’s Green Stop
and has concerns in relation to the impact of the substratum land take on the legal title of the
property, structural damage to the protected structure and loss of basement space, noise and
vibration, blasting, dust, pedestrian access, deliveries, and access to parking.

Kildare Street and University Club

The observer raises concerns about the maintenance of all its normal operations, access, car
parking, deliveries, effects arising from noise and environmental impact, and the effects on
the fabric of the building. It is requested that an architectural survey of the building is carried
out prior to works in order to allow monitoring of any negative impact arising.

Following the receipt of further information, the observer submitted that it wishes to conclude
an agreement with RPA modelled on the arrangement agreed with the Fitzwilliam Hotel,
which they hope would be concluded before the completion of the oral hearing.

St. Stephen’s Green Hibernian Club

The Observer, located at 9 St. Stephen’s Green, raises significant concerns in relation to the
cumulative effects of the proposed development and the Dart Interconnector on this historic
building and its sensitive interior. Concern was also expressed about the significant effects of
the works on the functioning of the business.

Sunday River Ltd. (Il Posto)
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The observer, who has a restaurant at 10 St. Stephen’s Green, express concerns about the
construction impacts in relation to environmental health, i.e. vermin, noise, dust and odour,
access and deliveries, disturbance to the restaurant’s operations, and the visual impact on St.
Stephen’s Green.

Carrigwood Developments Ltd.

The observer has the premises of 13/13A St Stephen’s Green, a protected structure, and
addresses concerns with regard to effects of the works on the premises, need for an
architectural survey of the premises, over lengthy work hours proposed, the need to agree
work operations in relation to noise, vibration, hoardings, sound proofing, and access, the
need to lengthen the period for furnishing notice on road closures, allowance of fixing of
brackets, etc. to buildings, the power to temporarily acquire lands, compensation in the event
works materially affect or disturb business.

The observer made a submission following the receipt of further information from the
applicant. The range of issues included site establishment, utility diversions, timescale of
works, hours of working, noise, vibration and damage to plasterwork, socio-economic
impacts, dust, visual impacts, access, need for a set down area, indemnification, mitigation,
and monitoring. It was stated that an agreement should be concluded between RPA and the
observer, modelled on the terms and conditions agreed with the Fitzwilliam Hotel and
expanded to meet their specific concerns. A copy of draft terms of agreement between the
observer and RPA are attached.

Lisney

The observer, located at 24 St. Stephen’s Green, raises concerns about construction and
operational traffic effects, access, noise, vibration, dirt, dust, etc. and the cumulative impact
of the interconnector and Luas BX projects.
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Ampleforth Ltd.

The observer, owner of The Fitzwilliam Hotel, St. Stephen’s Green West, submits that the
proposal and the EIS are flawed and incomplete in that they fail to:

-

Supply an Economic and Business Impact Analysis;
Evaluate the direct and indirect impacts of the proposal on the hotel;
Address the fundamental pre-requisite of a traffic plan for the area;
Include enabling works in the project assessment and resultant timelines leading to the
total lack of clarity as to duration of major disruption; and
Include adequate conditions to mitigate the devastating disruption during both
preliminary works and construction.

The primary concerns relate to maintenance of access, destruction of guest experience due to
noise, dust, dirt and vibration, the unsafe proximity of enabling works, unacceptable and
unnecessary health and safety risk during construction and operational phases, and
unacceptable design and orientation of the escalator bank outside the hotel. It is argued that
all of these concerns result directly from the relocation of the main bank of escalators from
the plaza at the junction of Grafton Street and South King Street. Alternative proposals for
vehicle access and escalator location are provided in the submission and it is argued that
alternative routes for the diversion of services are available and should be utilised.

Following the receipt of the applicant’s further information, the observer submitted that the
applicant’s response to Item 1 of the further information request may not accurately reflect,
and may conflict with, certain aspects of the agreement reached between the RPA and the
Fitzwilliam Hotel. A copy of the agreement was attached.

Bank of Scotland Ireland Ltd.

The observer, located at St. Stephen’s Green West, has particular concerns in relation to
maintenance of access, disruption due to noise, dust, dirt and vibration, unsafe proximity of
the enabling works to the facade of its building, and health and safety risks during the
construction stage. It is considered that revisions to the original station design proposals and
the resultant EIS are flawed. Reference is made to failure to supply an economic and business
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impact analysis, the omission of a traffic plan for the area, a failure to include enabling works
and resultant timelines, and a failure to include adequate conditions to mitigate disruption. It
is submitted that the procurement approach adopted by the RPA exposes the bank to
unacceptable levels of risk and uncertainty. Alternative proposals for vehicle access are
submitted for consideration. The submission includes reference to loss of vehicular access to
the front door during operation and the lengthy period of construction effects. Revisions to
the scheme and a schedule of requirements/conditions are included in the submission.

Following the receipt of the applicant’s further information, the observer submitted that the
impact assessment for the Fitzwilliam Hotel (Item 1 of the further information request)
directly impacts upon an agreement reached between the observer and RPA. Concern is
raised that the applicant’s response to Item 1 of the further information request may not
accurately reflect, and may conflict with, certain aspects of the agreement reached between
the RPA and Bank of Scotland Ireland. A copy of the agreement was attached.

Landlords of 124/127 St. Stephen’s Green

The observer (landlord of Halifax) raises concerns in relation to temporary and permanent
access through Glovers Alley to rear access for car park, disruption of trade, the substratum
land take, loss/disruption to future land use rights, and disruption due to construction works
(noise, dust, vibration).

Irish Life Investment Managers & Royal College of Surgeons in Ireland

The observation is made in relation to the impacts on St. Stephen’s Green Shopping Centre,
the Royal College of Surgeons in Ireland and their associated car parks. Concerns relate to
vehicular and pedestrian access, the closure of/restricted access to Glovers Alley, deliveries,
disruption of trade, impact on legal title arising from the substratum land take and limiting
future land use above it, noise and dust, blasting, vibration, and damage. The EIS is
considered an insufficient study of the impact of the proposal and it is requested that it be
withdrawn and another EIS be prepared by an alternative consultancy firm.
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Following the receipt of further information from the applicant the observers submitted
concerns about the hours of operation and the impacts on their premises, leaving traffic
measures to the contractor, adverse impact on trade, the illegibility of the applicant’s
submitted details, the impacts of agreements drawn up between RPA and other observers that
can impact on the observers’ operations, the failure to adequately address the socio-economic
impact on businesses, and the lack of information to adequately assess the environmental
impacts of the proposal. Correspondence between the observers and RPA were attached with
the submission.

The National Concert Hall

Acknowledging support for the project, concerns are raised about noise and vibration impacts
that may adversely impact on performances, rehearsals, recording and broadcasting activities
at the National Concern Hall, being a very sensitive receptor, and the need to be given similar
considerations as other performance venues provided for in the EIS.

Warren Whitney

The observer supports the metro option as the appropriate public transport option and he
favours the design capacity proposed. Reference is made to the possible elimination of the
crossing at Retreat House Road because of the potential for an accident on the crossing. The
principle of the development at St. Stephen’s Green is supported. The observer has major
criticisms of terminating the metro short of the Green, namely because it would break the link
with the interconnector, it would compromise metro’s coverage of important shopping and
employment areas, and because concentrating interchange on a small area around O’Connell
Bridge would cause congestion and create a single point of failure. The observer also makes
submissions in relation to operational procedures.

Justin Marden
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Concerns are raised with regard to considerations on art, controls on advertising, the
inadequate emphasis on the application of high architectural standards, the association with
the Luas and the alternatives to development in the vicinity of St. Stephen’s Green, the need
for details on fare structures, the lack of any report from the planning authority, the need to
review zoning provisions in the St. Stephen’s Green area, the necessity for additional cycling
provisions, tree protection, the inadequacy of the consultation process, and a need to obtain
comment from the Minister for Tourism/Bord Failte.

Following the receipt of further information by the applicant, the observer made a submission
which included reiterating concerns about the lack of architectural input in the application,
the need for appropriate conditions in any approval, effects on protected structures and
national monuments, the lack of sufficient detail on streetscape interventions, the limitations
of the Metro North Architectural Design Guide, the incompatibility with Development Plan
policies, consideration of the option of using wide-span underground caverns applying the
‘cellular arch technique’, inadequate accommodation of bicycles, and accommodating
appropriate future access to utilities.
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4.0

AN OVERVIEW OF THE ENVIRONMENTAL IMPACT STATEMENT

The application is accompanied by an Environmental Impact Statement which is in three
separate volumes as follows:

Volume 1 – This comprises an introduction to the scheme and a description of the receiving
environment. It consists of 25 chapters, referring to the need and objectives, legislation,
planning policy and context, alternatives, a description of the scheme, consultation, human
health, difficulties encountered, and a description of the baseline environment.

Volume 2 – This section of the EIS is divided into seven areas numbered by Area, namely
MN101 to MN107. The environmental impact of the proposed scheme in each of the areas is
set out in individual books numbered MN101 to MN107 to collectively make up Volume 2.
Each book consists of 18 chapters, giving a description of the environmental impacts and
mitigation measures under the prescribed headings.

Volume 3 – This volume consists of two books. Book 1 is a book of specialist maps, baseline
and impact. Book 2 contains annexes to the EIS, e.g. technical reports.

A Non-Technical Summary is also provided.

Description

A detailed description of the development and all proposed works is given in Volumes 1 and
2 of the EIS.

Alternatives

Section 5 of Volume 1 of the EIS considers the issue of alternatives.
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The range of alternatives considered includes:

•
•
•
•
•
•
•
•

System concept alternatives;
Alternative route corridors;
Proposed stop locations, access and design;
Detailed horizontal and vertical track alignment between tracks;
Location of crossovers and turn backs between tracks;
Location and design of Park & Ride car parks;
Depot location and design; and
Depot access.

The proposed development is determined from the findings of a number of feasibility
assessments and strategic planning studies.

The preferred scheme is based upon the findings of a detailed feasibility study for the
proposed Metro North line identified in ‘A Platform for Change’ between Dublin city centre
and Dublin Airport, identifying and assessing constraints and system design requirements,
route options and emerging preferred routes for this section of Metro North and for potential
extensions. The study of possible routes from the city centre to the airport moved from a
large number of route options identified in the airport corridor to three emerging corridor
length routes for more detailed definition and assessment. A review of completed studies by a
range of relevant authorities was undertaken, as well as stakeholder interviews and
workshops. Following this, a more in-depth examination of route options, issues, impacts and
opportunities in local areas was undertaken. Further considerations such as demand, cost and
environmental aspects were examined for each of the route corridors. Finally, three corridor
length metro route options were short-listed between the city centre and the airport: West,
Central and East. As part of the study, two stop options were identified at Dublin Airport and
two alternatives were short-listed for the route from Dublin Airport to Swords. Following
Government concerns in relation to affordability of the scheme and the quality of interchange
in the city centre, alternative routes for the city centre section were considered. An additional
route option was developed in response to public consultation, that being a variant of the
Central Route. Further feasibility investigation of alignment and city centre stops was
undertaken.

The main alternatives considered for the proposed scheme were evaluated using a multicriteria analysis. The objectives with respect to the scheme are stated to be:

-

Compliance with transport and land use strategy;
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-

Minimising environmental impacts including congestion and associated pollution
problems;
Generating social and economic benefits;
Delivering good quality transport integration;
Optimising capital and operating costs;
Delivering a safe and operationally efficient system;
Achieving efficiency and minimising risk during construction.

These objectives are regarded as generally of equal importance and are all weighted equally.
The Alternative Central route is found by the developer to perform best in respect of these
objectives.

The choice of stop locations was determined by the catchment accessibility and mobility, as
well as taking account of the existing and planned future development of the catchment area
of the scheme alignment.

Human Beings

Sections 10-15 inclusive of Volume 1 of the EIS describes the receiving environment in
relation to health, land use, socio-economics, noise, vibration, radiation and stray current, and
traffic as they affect human beings. In each of Books 1 to 7 of Volume 2, environmental
impacts arising from the proposed development are considered and proposed mitigation
measures are outlined in relation to land use, socio-economics, noise, vibration, radiation and
stray current, and traffic. For each of these, the functional value of an area affected, the
magnitude of an impact, and the significance of an impact were referred to.

Health Assessment

Section 8 of Volume 1 comprises a Health Assessment for the proposed scheme. A baseline
environmental analysis was undertaken, followed by an examination of how existing
conditions will change due to emissions or influences associated with the construction and
operational phases of the development. An estimate of the resulting effects on human health
was then made. The assessment considered potential health impacts of noise, vibration,
radon, electromagnetic interference and radiation, construction/operational dust, psychosocial
health effects, and other effects such as Aspergillus fumigatis. Reference was also made to
Leptospirosis, ground and surface water impacts, and exposure of unlicensed landfill.
Mitigation measures, where relevant, are outlined.
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In Volumes 1, 2 and 3 for each sub-area MN101 to MN107, the following was considered
under the topic of ‘Human Beings’:

Land Use

Under Volume 1, the baseline land use study area encompasses an area extending to 500m
either side of the proposed alignment. The baseline data alluded to the current land uses along
the corridor and present zonings, as well as to future land use according to planning
applications relating to grants of permission or outline permission. The categorisation of the
baseline land use environment was detailed on an area by area basis.

In Volume 2, the potential impacts on land use which may arise due to activities associated
with the construction and operation of the proposed scheme are considered. This has due
regard to the temporary and permanent land-take and to severance arising.

Throughout the routing, a primary mitigation measure is the minimisation as much as
possible of the amount of land taken. Maintaining, where possible, existing land uses for
temporary land-take and reinstatement as mitigation measures are also alluded to. Provision
of alternative access to avoid permanent severance is provided for. Compensation would be
payable to those whose properties are demolished. Tunnelling would be kept at a depth so as
not to impact on current surface level land uses.

The findings on an area basis included the following:

MN101 – Belinstown to Swords Stop

Regarding residual impacts at the construction stage, the temporary land-take for a period of
more than one year of open space/recreational lands rated to be of high functional value is
found to have a post mitigation magnitude and significance of ‘medium’ or ‘high’, arising
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from construction of compounds (such as at Compounds 3 and 4) or the length of at-grade
and elevated track in the Lissenhall and Seatown areas.

At the operational stage, the permanent land-take for the depot at Belinstown of agricultural
and rural amenity lands of very high functional value is found to have an impact post
mitigation magnitude and significance of ‘high’. Permanent land-takes of open space and
recreational lands along this length of the route are found to have a post-mitigation magnitude
and significance of ‘medium’.

MN102 – Swords Stop to Dublin Airport North Portal

Regarding residual impacts at the construction stage, the temporary land takes for
Compounds 5 and 6 for a period of more than one year are considered to be of medium
significance. In relation to the remaining temporary land takes the residual impact
magnitudes are determined to be low.

Reference is made to temporary severance in relation to the redesign of the Pinnock Hill
Roundabout and during the construction of the Fosterstown underpass.

At the operational stage, it is noted that the permanent land take within the area primarily
consists of agricultural and rural amenity lands to accommodate the Fosterstown Stop and the
park and ride facility, and the track in open cut sections, at grade, cut and cover and elevated.
The residual impact arising from the permanent land take to accommodate the access road to
the park and ride facility, inclusive of lands of a veterinary clinic, is deemed to be of low
magnitude and significance. The significance of the impact of the Fosterstown Stop and park
and ride site is deemed medium post mitigation. The significance of the take along the eastern
border of the R132 on the approach to the Fosterstown underpass is also deemed medium.
The residual impacts of the permanent land takes associated with the Fosterstown
accommodation bridge and the track in open cut section as it emerges from the underpass, the
access road and the emergency vehicle hardstanding area are deemed of high significance.
There would be no permanent severance within the area as alternative access would be
provided.

MN103 – Dublin Airport
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Regarding residual impacts at the construction stage, the temporary land take for Compound
7 surrounding Airport Tunnel North Portal for a period of more than one year is considered to
be of low significance with mitigation in place. In relation to the remaining temporary land
take the residual impact magnitude is determined to be low. No temporary or permanent
severance would occur in the area.

At the operational stage, the significance of the permanent land take at the northern portal is
considered to be low with mitigation in place. It is noted that the majority of track in this area
travels beneath Dublin Airport.

MN104 – Dublin Airport South Portal to Santry Avenue

Regarding residual impacts at the construction stage, it is noted that the temporary land takes
include construction compounds, the excavation and reconstruction of tunnels beneath the
R108 and the temporary areas surrounding permanent land takes. The impact of Compound 8
at the south portal of Dublin Airport and that of Compound 8A at the Dardistown Stop and
Park & Ride are determined to be low. The impact of Compound 9 to the north of the M50 is
determined to be low, while the impact of Compound 10 is determined to be medium due to it
being located in an area of very high functional value, being a garden of a private residence.
The significance of Compound 10a in the vicinity of the Northwood Stop is determined to be
medium due to the very high functional value of the land.

New access roads are to be constructed to avoid severance. During the construction phase
there will be some severance, but all properties will remain accessible through alternative
access routes.

At the operational stage, it is noted that at the south portal of the Airport tunnel there will be
track, emergency access roads running alongside the track and an emergency vehicle parking
area within an open-cut section. The impact of the permanent land take is deemed to be low.
The impacts of the permanent land take for the Dardistown Stop, Park & Ride and sections of
at grade track are also deemed of low significance. The impact of the permanent land take to
the north of the M50 is deemed of Medium significance and that to the south is deemed High
as a result of the very high functional value for the area. The land take for the substation in
Ballymun is determined to be low. The substratum land take beneath the R108 is deemed
low. It is noted that this land take would limit the future land uses although it is stated that it
will not prevent the surface lands being used as streetscapes.
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There are to be no instances of permanent severance within the area, with alternative access
being provided through new roads.

Area MN105 – Santry Avenue to Albert College Park

Regarding residual impacts at the construction stage, it is considered that the temporary land
take due to the process of cut and cover tunnelling along the Ballymun Road is of low
significance post mitigation, due to all temporary land take being located in the existing
streetscape. The siting of Compound 11 in the streetscape results in its impact being Medium
as is Compound 11A due to it being an open space within a residential area. The significance
of the land take impact post mitigation for the accommodation of diverted traffic by the
taking of residential gardens either side of the Ballymun Road and from the Victory Credit
Union is deemed Medium. The significance of impact for the gardens of Our Lady of
Victories Church, the access road to Albert College Drive and part of the open space to the
estate is determined to be High. The temporary land take from land associated with a
residential property on Albert College Lawn to facilitate the construction of the tunnel is
deemed Medium.

Regarding temporary severance, disturbance to traffic will result from reduced numbers of
lanes with the construction of the cut and cover tunnel. Alternative access to Albert College
Drive would be provided. Pedestrian access to DCU next to Albert College Park would be
unusable for a short period.

At the operational stage, the impact of the land take for the Ballymun Stop, sited in the
existing streetscape is rated as Low residual significance. The impact of the land take for the
DCU Stop is rated as Medium due to it impacting on several land uses and the requirement
for the demolition of two buildings. The substratum land take is deemed Low. It is noted that
this land take would limit the future land uses although it is stated that it will not prevent the
surface lands being used as streetscapes.

There are to be no instances of permanent severance within the area.

Area MN106 – Albert College Park to Mater Stop
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Regarding residual impacts at the construction stage, it is considered that the temporary land
take associated with the provision of Compounds 12a and 12b within Albert College Park
(4.7 ha.) would have a High impact as it is an intensively used park. The significance of the
impact for the take for Compound 13 to facilitate the Griffith Avenue Stop is deemed to be
Low as it would not affect the overall viability of the remaining agricultural land. The impact
for St. Patrick’s College, with the provision of Compound 14 and construction of an
intervention shaft building, is deemed Low, with land being provided from the College for an
alternative playground for St. Patrick’s Boys National School. The significance of the
impacts for the land takes surrounding the Drumcondra and Mater Stops is determined to be
Very High due to take being for more than one year in a very high functional area.

There would be no temporary severance within the area. Alternative access is to be available
at the every location of construction above ground. It is noted that access to properties on St.
Alphonsus Avenue and St. Joseph’s Avenue would be hampered by the construction of the
Drumcondra Stop but that alternative access to these properties would be made available.

At the operational phase, there would be a permanent land take at the stops and the
intervention shaft building. The take at Griffith Avenue Stop is deemed Low as it does not
impinge on the use of the remaining land. The impact for St. Patrick’s College, with the
construction of an intervention shaft building, is deemed Low, with land being provided from
the College for an alternative playground for St. Patrick’s Boys National School. The
significance of the impacts for the permanent land takes surrounding the Drumcondra and
Mater Stops is determined to be Very High. Proposed demolition of St. Vincent’s Centre for
the Deaf, Nos. 24-26 Leo Street, and 398 and 400 North Circular Road is noted. The
substratum land take is deemed Low. It is noted that this land take would limit the future land
uses although it is stated that it will not prevent the surface lands being used as streetscapes.

There are to be no instances of permanent severance within the area.

Area MN107 – Mater Stop to St. Stephen’s Green

Regarding residual impacts at the construction stage, all of the temporary land take within
this area would be associated with the construction of stops. At the Parnell Square Stop, most
of the land would be in the streetscape but it would also include a small take from the
Rotunda Hospital and the Garden of Remembrance. The significance of impact is deemed to
be Medium. There would be impacts on traffic as a result of the land take. There would be
land take from Westmoreland Street for the construction of the O’Connell Bridge Stop of 2
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ha. with a large impact on traffic. Because the take is in the existing streetscape the impact is
deemed of Low significance. At St. Stephen’s Green the take of 0.2 ha. is deemed of High
significance, with significant impact for the users of the park. This would be the location for a
construction compound and the location from which the tunnel boring machines would be
extracted. The remaining areas of the Green would be kept open for park users.

There would be no temporary severance in this area as a result of the construction. It is
submitted that there would be temporary inconveniences to traffic at Parnell Square,
O’Connell Street, Burgh Quay, D’Olier Street, Westmoreland Street and other streets in the
vicinity.

At the operational phase, all of the permanent surface level land take is associated with the
stop features above ground. At Parnell Square, as the take is in the existing streetscape its
impact is deemed Low. It is noted that there would be permanent features on lands within the
Rotunda Hospital grounds and on open space lands adjacent to the Garden of Remembrance.
The take associated with the above ground features of the O’Connell Bridge Stop is deemed
of Low impact significance as severance would not be caused and it would not adversely
impact on adjacent land uses. At St. Stephen’s Green, it is submitted that the permanent land
take and above ground features would be sensitively designed and have been ascribed Low
impact significance. The substratum land take is deemed Low. It is noted that this land take
would limit the future land uses although it is stated that it will not prevent the surface lands
being used as streetscapes. Features removed from the park would be returned as soon as
practical.

There are to be no instances of permanent severance within the area as a result of the
operation of the scheme.

Volume 3, Book 1 of 2, presents maps on baseline land use and land use impact.
The locations of permanent and temporary land-take are illustrated on the maps included in
this Volume 3.

Socio-Economic Impacts
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Under Volume 1, the primary study area encompasses the Electoral Divisions that are crossed
by or contained within a 500m corridor either side of the proposed alignment. A secondary
study area comprises the lands within the administrative areas of Fingal County Council and
Dublin City Council. The socio-economic characteristics of the primary and secondary study
areas are compared to those of the Greater Dublin Area and the State. The baseline data
alludes to demographics, age profile, economic status, industry employment, social
classification, mode of transport, car ownership, and education. Policy-based designations
relating to RAPID areas, urban renewal schemes, and Delivering Equality of Opportunity in
Schools (DEIS) are also considered.

In Volume 2, the potential socio-economic impacts arising from the construction and
operation of the proposed scheme are considered. This has due regard to the general/schemewide impacts and to localised impacts.

The findings for the overall development include:

At the construction stage, the positive general/scheme-wide impacts allude to direct
employment and to the direct economic impacts from expenditure of construction workers’
wages. The indirect positive secondary/spin-off expenditure and employment impacts are
then addressed. Adverse impacts due to traffic congestion and diversion allude to increase in
journey times.

At the operational stage, the significance of facilitation of future development and
employment creation is noted and the positive direct and indirect social and economic
benefits through increased accessibility are referred to. Employment generation by the
development itself is also addressed, as is assisting regeneration.

On an area basis, findings include the following:

Area MN101 – Belinstown to Swords Stop

•

The report Economic Development Strategy for the Metro North Economic Corridor
(MNEC), commissioned by Fingal County Council, recommends that SwordsLissenhall be one of three specific locations within the MNEC to be the focus of the
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•
•
•
•
•
•

majority of overall new development and growth, especially within the EDs of
Swords Village, Swords-Lissenhall, and Swords Seatown.
The rate of employment is high and unemployment rates are comparatively low.
Specific improvements in access to employment opportunities are anticipated in
Swords village.
The MN101 area has some of the lowest levels of non-car use for commuting to work,
school or college.
The EDs to benefit from the predicted increase in the proportion travelling to work by
non-car modes arising from the proposed scheme are Swords Village, Swords,
Seatown, Swords Lissenhall, and Lusk.
Significant improvements regarding commuting times and journey quality are
predicted.
Significant improvements to accessibility to all EDs within the area are predicted,
especially Swords Village, Swords Lissenhall and Donabate.

Area MN102 – Swords Stop to Dublin Airport North Portal

•
•
•
•
•
•
•
•
•

The populations of the two DEDs of Kinsealy and Swords-Forest are estimated to
significantly increase in future years.
The MNEC Strategy identifies Dublin Airport as one of three growth areas with direct
relevance for the population in the area, especially in the southern parts.
The rate of employment is high and unemployment rates are comparatively low.
The scheme is predicted to increase the portion of those who travel to work by noncar modes, especially in the Swords-Forest ED.
Significant improvements regarding commuting times and journey quality are
predicted. Significant improvements in bus services and journey times will result.
The scheme would provide some improvements in transport options, although it is
noted that the two EDs in the area have relatively low percentages of no-car
households.
The scheme will provide significantly faster and direct access to some key community
and social facilities along the alignment.
The MN103 area has some of the lowest levels of non-car use for commuting to work,
school or college. The scheme is predicted to increase the portion of those who will
travel to work by non-car modes.
Significant improvements regarding commuting times and journey quality are
predicted.

Area MN103 – Dublin Airport

•
•

The MNEC Strategy recommends that Dublin Airport Eastlands is one of three
specific locations within the MNEC where the majority of the overall new
development and growth should take place.
There is a relatively small population within the area compared to all other EDs along
the alignment. With the economic and strategy proposed, the population is estimated
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•
•

to increase in future years, less than in other areas as the Airport becomes an
employment-led section rather than mixed use.
The rate of employment is high and unemployment rates are comparatively low.
There would be significant improvements in daily access to employment for residents
who commute by public transport from Swords to the airport and the city centre and
for those using the airport for air travel.

Area MN104 – Dublin Airport South Portal to Santry Avenue

•
•
•
•
•
•

The MNEC Strategy recommends that the Metropark location is one of three specific
key growth areas within the MNEC.
The rate of employment is high and unemployment rates are comparatively low.
The scheme would bring about significant improvements for those who currently
commute by public transport from Ballymun to the city centre.
Significant improvements regarding commuting times and journey quality are
predicted. Significant improvements in bus services and journey times will result.
The scheme would provide significantly greater access to professional and technical
employment for the population of the area.
The scheme will provide significantly faster and direct access to some key community
and social facilities along the alignment.

Area MN105 – Santry Avenue to Albert College Park

•
•
•
•
•

The proposed scheme is the central element of transport infrastructure for the ongoing
regeneration of Ballymun.
The rate of employment in the area is amongst some of the lowest in the GDA. The
proposal would improve access to employment opportunities across the GDA.
There would be significant improvements to accessibility for those with no access to a
car.
Significant improvements regarding commuting times and journey quality are
predicted. Significant improvements in bus services and journey times will result.
The scheme would greatly assist with the Ballymun regeneration scheme and the
social improvement programmes associated with DEIS in the area.

Area MN106 – Albert College Park to Mater Stop

•
•

The scheme is seen as being an important element of the implementation of the
Phibsborough/Mountjoy LAP area in future years.
The proposal would permit the City Council to grant higher density planning
permissions in the vicinity of the alignment.
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•
•

•
•

The rate of employment is broadly average and unemployment rates are relatively low
to average.
There would be significant improvements to accessibility for those with no access to a
car, especially Mounjoy B, Inns Quay B, Inns Quay A, and Ballybough B EDs, all of
which have significantly higher levels of no car ownership in comparison to the
average.
Significant improvements regarding commuting times and journey quality are
predicted. Significant improvements in bus services and journey times will result.
The scheme would greatly assist with the regeneration and social improvement
programmes associated with the Dublin City North East Inner City RAPID Area and
DEIS.

Area MN107 – Mater Stop to St. Stephen’s Green

•
•
•
•
•
•
•

The scheme is seen as being an important element of the implementation of the
Phibsborough/Mountjoy LAP area in future years.
The proposal would permit the City Council to grant higher density planning
permissions in the vicinity of the alignment.
The scheme would greatly enhance the ongoing regeneration and renewal of the
central and northern parts of O’Connell Street, especially the former Carlton Cinema
and the Arnotts sites.
The rate of employment is broadly average and unemployment rates are relatively low
to average.
As expected, the area shows considerably above average proportion of commuting
journeys made with non-car modes.
Significant improvements regarding commuting times and journey quality are
predicted, although it is noted that a lot of residents walk to work.
The scheme would greatly assist with the regeneration and social improvement
programmes operating in the area, including the Dublin City North East Inner City
RAPID Area, Dublin City North West Inner City RAPID Area, Dublin City South
East Inner City RAPID Area, the North East Inner City IAP, O’Connell Street IAP,
the Harp IAP, and DEIS.

Noise

Under Volume 1, the baseline noise study area encompasses a corridor extending to 500m
either side of the proposed alignment to identify sensitive receptors and for consideration of
short distance traffic diversions. Monitoring was generally carried out at locations that
represent the ‘worst affected receptor scenario’, while in more rural areas, noise levels were
taken at the nearest sensitive receptors to represent the ‘worst affected receptor scenario’. The
baseline data identified suitable noise monitoring locations and noise sensitive areas, and
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referred to existing noise levels within the study area and to noise readings in specific areas.
The route corridor was separated into six sections – Belinstown to Lissenhall Bridge,
Lissenhall Bridge to north of the airport, Dublin Airport, south of the airport to Northwood,
Northwood to Albert College Park, and the northern boundary of Albert College Park to St.
Stephen’s Green. A description of the baseline noise environment is provided for each.

In Volume 2, the potential noise impacts arising from the construction and operation of the
proposed scheme are considered. Prediction of noise magnitude considers construction
impacts, with the prediction method following that recommended in BS 5228, noise modelled
for the light metro vehicles, and noise modelled for road traffic.

The findings on an area basis included the following:

MN101 – Belinstown to Swords Stop

From Volume 1, the effects of traffic noise from the M1 and local roads within the Area
MN101 are noted. Baseline noise data for residential properties, designated as being of ‘very
high’ functional value and the Emmaus Retreat is provided. High traffic noise levels along
the R132 are also noted.

From Volume 2, the key noise sources during construction are seen to be the construction of
the alignment, including sections of elevated viaduct structures (the Estuary viaduct over
Estuary and Seatown Roundabouts), at-grade sections and a cut-and-cover underpass at
Malahide Roundabout. The construction of the new bridge over the Ward River and
footbridges at Chapel Lane and Malahide South, the depot, and the above ground stops at
Belinstown, Lissenhall, Estuary, Seatown and Swords are also noted.

Key noise sources at the operational phase are seen to be the LMVs, activities at the depot,
traffic changes in the area, park & ride sites, people at metro stops, and power supply
facilities.

The mitigation measures include:
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(a) At construction stage, the application of best practice will be applied through the
implementation of the recommendations set out in BS 5228, inclusive of proper use
of plant, use of inherently quiet plant where appropriate, shutting down of machines
in intermittent use in intervening periods, limiting use of noisy plant, siting of
construction compounds, etc.
(b)At operational stage, it is considered appropriate to adopt the NRA design goal for
designing mitigation for noise from the normal running of LMVs. The design goal is
Day-evening-night 60dBLden (free-field residential façade criterion). The condition
for the design goal to be applied to railway noise is to be that railway noise must be
above road traffic noise as measured in any hour of the day or night, in terms of LAeq
1 hour. This is the adopted railway noise design goal. The resultant LAeq 1 hour noise
level would increase by at least 3dB, and the railway noise Lden would be above
60dB. Mitigation measures are considered to reduce noise impacts above the railway
noise design goal. These include revisiting of railway noise modelling at the final
design stage to determine the exact form of noise mitigation, such as the provision of
a quieter LMV, lower preferred operating speeds, track design measures,
modification of the trackbed on elevated sections to include noise screening
structures, and potentially noise barriers at ground level away from built up areas. At
the depot, the use of landscape bunds and the park & ride building as screening are
noted, and reference is made to design of track geometry to minimize wheel squeal at
tight bends within the depot.
Residual impacts at the construction stage include:

-

-

-

-

At the depot, noise impacts are likely to increase existing noise levels, but are not
expected to result in significant noise impacts.
Regarding the alignment and taking into account the degree of mitigation that may be
available, it is likely noise levels could be reduced to below the impact assessment
criterion and no significant residual noise impacts are expected except at an individual
residential property south of the Lissenhall Stop, where there would be a ‘low’ to
‘medium’ impact for less than 10 months.
In relation to structures, the construction of the new bridge over the Ward River and
bridge strengthening works at Lissenhall and Balheary Bridges are considered to
involve relatively minor daytime works away from sensitive receptors. A ‘high’
daytime impact at Ashley Grove during works, with mitigation, on the new footbridge
at Chapel Lane is anticipated. ‘Medium’ impact on the closest properties at Mantua
Park is anticipated. A total duration of works of up to a twelve month period would
apply. A ‘high’ impact for Foxwood, arising from the construction of the Malahide
underpass, where works would take place over an 11 month period, is expected.
In relation to stops, noise levels would be below the 75dB criterion which applies to
the majority of receptors and below the 70dB criterion that would apply to the
northern end of the scheme. With mitigation in place, no residual impacts are
expected for Seatown School.
Works at night may arise for the Chapel Lane and Malahide South footbridges over
one or two nights of work, resulting in a ‘very high’ residual impact predicted.
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-

Residual impact from construction traffic noise due to changes in traffic flows are
predicted to result in a ‘medium’ impact along the Dublin Road and Main Street from
the junction with Malahide Road to the junction with Chapel Lane. As far as the
junction with Seatown Villas, there would be a ‘high’ impact. There would be further
‘medium’ impacts along St. Cronan’s Avenue.

Residual impacts at the operational stage include:

-

-

-

-

Regarding railway noise, where mitigation is proposed when noise levels are above
the design goal, this will generally ensure levels are reduced to within the ‘slight’
impact magnitude band. The exception is at the four receptors between the Estuary
Stop and the depot (MN101-3 to MN101-6). At MN101-19 Seatown Terrace the
impact effecting six properties is ‘moderate’ but is not considered to be significant.
For the depot, residual impacts are likely at the nearest residential receptor (MN1011) and mitigation is to be refined by the Contractor by on-site barriers.
No additional impacts are predicted from switches and crossings in the area.
In relation to maintenance, rail grinding may cause some disturbance but will provide
long term noise and vibration benefits and would be very short term.
Road traffic changes result in a ‘medium’ impact for six houses to the east of the
junction on the slip road coming from the R132 to the M1 (southbound). Analysis of
traffic flows shows that properties along Batter Lane to the Park & Ride would
produce an impact of ‘low’ significance.
Changes in traffic flow on the access road between the park & ride and the R132 are
expected with the level of impact considered to be Low to Very Low. Properties along
Batter Lane are likely to experience the greatest change in noise level in the peak
hour, producing an impact of Low significance.
Junction remodelling is found to be of Very Low impact.

Area MN102 – Swords Stop to Dublin Airport North Portal

From Volume 1, it is noted that residential properties and the Tara Winthrop Private Clinic (a
nursing home on Nevinstown Lane) are allocated a ‘very high’ functional value. The open
spaces, including Forrest Little Golf Club and playing fields in this area, are allocated a
Medium functional value. High traffic noise levels along the R132 are also noted.

From Volume 2, the key noise sources during construction are seen to be the construction of
the railway at-grade, on embanked and on elevated viaduct (the Pinnock Hill viaduct over the
roundabout), a cut and cover underpass at Fostertown, and an accommodation bridge at
Fosterstown, and an above ground stop at Fosterstown. Construction noise predictions were
carried out at 11 noise sensitive receptors around these works.
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Key noise sources at the operational phase are seen to be the LMVs on the above ground
sections of track and travelling through bends, switches and crossings, activities at the depot,
traffic changes in the area of the alignment, park & ride sites, people at metro stops, and
power supply facilities.

The mitigation measures include:

(a) At construction stage, the application of best practice will be applied through the
implementation of the recommendations set out in BS 5228, inclusive of proper use
of plant, use of inherently quiet plant where appropriate, shutting down of machines
in intermittent use in intervening periods, limiting use of noisy plant, siting of
construction compounds, etc.
(b)At operational stage, it is considered appropriate to adopt the NRA design goal for
designing mitigation for noise from the normal running of LMVs. The design goal is
Day-evening-night 60dBLden (free-field residential façade criterion). The condition
for the design goal to be applied to railway noise is to be that railway noise must be
above road traffic noise as measured in any hour of the day or night, in terms of LAeq
1 hour. This is the adopted railway noise design goal. The resultant LAeq 1 hour noise
level would increase by at least 3dB, and the railway noise Lden would be above
60dB. Mitigation measures are considered to reduce noise impacts above the railway
noise design goal. These include revisiting of railway noise modelling at the final
design stage to determine the exact form of noise mitigation, such as the provision of
a quieter LMV, lower preferred operating speeds, track design measures,
modification of the trackbed on elevated sections to include noise screening
structures, and potentially noise barriers at ground level away from built up areas.
Residual impacts at the construction stage include:

-

-

Regarding the alignment and taking into account the degree of mitigation that may be
available, no significant residual noise impacts are expected.
In relation to structures, significant noise impacts as a result of the construction of the
Fosterstown accommodation bridge are not expected due to distance from the
representative receptor. A residual noise impact of 4dB above the assessment criterion
is predicted at the Travelodge at Pinnock Hill roundabout (MN102-C5), resulting in a
Medium impact at this receptor. The duration of works is estimated at 8 months. A
High impact is anticipated at Nevinstown Lane/Dublin Road junction, in relation to
the construction of the Fosterstown underpass, with residual noise impacts 8dB above
the assessment criterion predicted. Works would occur for a 10 month period.
In relation to stops, residual noise impacts are expected to be 7dB above the
assessment criterion for one receptor over 5 months: Dublin Road (MN102-C6). This
residual impact is deemed to be High.
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-

For the construction compounds, it is submitted that careful layout of the site at
Compound 6 would be sufficient to ensure that noise levels do not exceed noise
assessment criteria.

Residual impacts at the operational stage include:

-

-

Regarding railway noise, where mitigation is proposed when noise levels are above
the design goal, this will generally ensure levels are reduced to within the ‘slight’
impact magnitude band. An impact is predicted at MN102-4 next to the Fosterstown
Stop and if it is not noise-sensitive a noise barrier would be needed. An impact is also
predicted at MN102-5, Willows, and a noise barrier could potentially be necessary.
The effect of the turnback facility north of the airport northern portal on noise levels
was found to be small.
In relation to maintenance, rail grinding may cause some disturbance but will provide
long term noise and vibration benefits and would be very short term.
No noise sensitive receptors are likely to be affected by the Fosterstown park & ride.

Area MN103 – Dublin Airport

From Volume 1 it is noted that the houses and a halting site in the area already experience
very high levels of noise and the area has been assigned a Low functional value due to the
activities that take place.

From Volume 2, the key noise source during construction is seen to be the construction of the
north Airport tunnel portal. Noise predictions were carried out at two noise sensitive
receptors in this area.

Key noise sources at the operational phase are seen to be the LMVs on the short above
ground sections of track to the north of the tunnel portal, traffic changes in the area of the
alignment, people at metro stops, and power supply facilities.

The mitigation measures include:

(a) At construction stage, the application of best practice will be applied through the
implementation of the recommendations set out in BS 5228, inclusive of proper use
of plant, use of inherently quiet plant where appropriate, shutting down of machines
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in intermittent use in intervening periods, limiting use of noisy plant, siting of
construction compounds, etc.
(b)At operational stage, it is considered that no noise impact is predicted from LMVs in
this route section. Thus, no mitigation measures are reported.
Residual impacts at the construction stage include:

-

-

-

Regarding the alignment, noise impacts are not predicted.
In relation to structures, without mitigation construction of the portal tunnel would
result in noise impacts up to 16dB above the assessment criterion at the nearest parts
of the halting site on the Naul Road east of Compound 7. (MN103-C1). Residual
noise impacts 6dB above the assessment criterion are predicted, resulting in a High
impact. Works on the portal would be likely to take place over a 6 month period.
In relation to stops, as buildings at the airport will be insulated to deal with high
aircraft noise levels, significant noise impacts from the construction of the stop are not
predicted.
For the construction compounds, it is noted that Compound 7 is only to be used for
accommodation and welfare facilities and no significant noise impacts are predicted.

Residual impacts at the operational stage include:

-

Regarding railway noise, no noise impacts are expected.
In relation to maintenance, rail grinding may cause some disturbance but will provide
long term noise and vibration benefits and would be very short term.

Area MN104 – Dublin Airport South Portal to Santry Avenue

From Volume 1, it is noted that the dominant land use is agricultural. The
industrial/commercial uses in the area, such as the Tesco distribution centre, have been
allocated a Low functional value in relation to noise, while the recreational areas have been
allotted a Medium functional value. Existing noise levels were measured at two locations,
indicating existing noise levels during the day and night are high, with the dominant noise
source being traffic noise.

From Volume 2, the key noise sources during construction are seen to be the construction of
the railway at-grade, the M50 bridge, Northwood overbridge and cut and cover sections along
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the median of the R108. The Dardistown and Northwood stops would also be in this area.
Noise predictions were carried out for 6 noise sensitive receptors.

Key noise sources at the operational phase are seen to be the LMVs on the above ground
sections of track and travelling through bends, traffic changes in the area of the alignment,
park & ride sites, people at metro stops, and power supply facilities. Noting that ventilation
fans would be provided at the two tunnel portals, it is stated that they would be some distance
from receptors or close to roads where ambient noise would be high. Thus, impacts are not
expected to be significant.

The mitigation measures include:

(a) At construction stage, the application of best practice will be applied through the
implementation of the recommendations set out in BS 5228, inclusive of proper use
of plant, use of inherently quiet plant where appropriate, shutting down of machines
in intermittent use in intervening periods, limiting use of noisy plant, siting of
construction compounds, etc.
(b)At operational stage, it is considered appropriate to adopt the NRA design goal for
designing mitigation for noise from the normal running of LMVs. The design goal is
Day-evening-night 60dBLden (free-field residential façade criterion). The condition
for the design goal to be applied to railway noise is to be that railway noise must be
above road traffic noise as measured in any hour of the day or night, in terms of LAeq
1 hour. This is the adopted railway noise design goal. The resultant LAeq 1 hour noise
level would increase by at least 3dB, and the railway noise Lden would be above
60dB. Mitigation measures are considered to reduce noise impacts above the railway
noise design goal. These include revisiting of railway noise modelling at the final
design stage to determine the exact form of noise mitigation, such as the provision of
a quieter LMV, lower preferred operating speeds, track design measures,
modification of the trackbed on elevated sections to include noise screening
structures, and potentially noise barriers at ground level away from built up areas.
Residual impacts at the construction stage include:

-

-

Regarding the alignment and taking into account the degree of mitigation, a residual
impact of 2dB is predicted at a residential property on Ballymun Road (MN104-C4),
producing a Low impact
In relation to structures, residual noise impacts 10dB above the assessment criterion
are predicted at a noise sensitive receptor on the western branch of Santry Lodge
(MN104-C3). Thus, a Very High impact is predicted and works are likely to take
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-

-

-

place over an 11 month period. No significant residual impacts are predicted
following mitigation in relation to the construction of the Northwood overbridge.
In relation to stops, it is noted that the Dardistown Stop is not located close to noise
sensitive receptors and that noise from the construction of the Northwood Stop would
be below the impact assessment criterion at the nearest receptors
For the construction compounds, it is submitted that Compound 8 is not located close
to receptors, Compound 9 is close to commercial buildings assumed not to be noise
sensitive, and Compounds 8a, 10 and 10a are considered in terms of structures or
stops. It is noted that there would be a concrete batching plant at Compound 10a and
it is assumed the plant can be located away from a noise sensitive receptor or suitably
attenuated.
No noise sensitive receptors are likely to be affected by the proposed Dardistown park
& ride.

Residual impacts at the operational stage include:

Three noise sensitive locations were identified adjacent to the elevated and at-grade sections
of the track around the Northwood Stop. The key noise sources are identified as the LMVs
running on track and road traffic noise, including the park & ride.

-

Regarding railway noise, the predicted LMV noise levels, in all three cases, are within
the design goal.
In relation to maintenance, rail grinding may cause some disturbance but will provide
long term noise and vibration benefits and would be very short term.
No noise sensitive receptors are likely to be affected by the Dardistown park & ride.

Area MN105 – Santry Avenue to Albert College Park

From Volume 1, the existing residential areas are noted as the Ballymun regeneration works.
Seven schools in the area are also noted. Noise monitoring occurred at three locations along
busy roads within this section of the alignment. Day and night time noise levels were found
to be very high, with the dominant source being traffic.

From Volume 2, the key noise sources during construction are seen to be the construction of
the alignment in cut-and-cover tunnel beneath the Ballymun Road. The underground stops of
Ballymun and DCU, constructed by cut-and-cover techniques were also noted. Noise
predictions were carried out for 18 noise sensitive receptors.
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Key noise sources at the operational phase are seen to be traffic changes in the area of the
alignment, people at metro stops, and power supply facilities. It was noted that tunnel
emergency fan vents would also be required at the two stops.

The mitigation measures include:

(a) At construction stage, the application of best practice will be applied through the
implementation of the recommendations set out in BS 5228, inclusive of proper use
of plant, use of inherently quiet plant where appropriate, shutting down of machines
in intermittent use in intervening periods, limiting use of noisy plant, siting of
construction compounds, etc.
(b)At operational stage, mitigation measures include the fitting of exhaust silencers to
tunnel ventilation fans and a commitment to attenuation of fans to ensure the noise
levels in adjacent buildings do not exceed Noise Criteria level NC25. As LMVs
would run in cut-and-cover, no airborne noise mitigation is stated to be required.
Residual impacts at the construction stage include:

-

-

-

-

Regarding the alignment and taking into account the degree of mitigation, it is
estimated that noise levels could be reduced to below the noise assessment criterion
and no significant residual noise impacts are expected, except at Ballymun Civic
Centre (MN105-C5), residential receptors at Ballymun Road (MN105-C10) and No.
158 and 160 Ballymun Road (MN105-C12). A Low residual impact of 1dB above the
criterion is expected during construction for MN105-C5 and MN105-C10, while a
Medium residual impact of 4dB is predicted for MN105-C12. A Low residual impact
is predicted at Our Lady of Victories School (MN105-C7), a Medium impact at Scoil
an tSeachtar Laoch (MN105-C9), and a High impact for parts of Our Lady of
Victories Church used for educational purposes (MN105-C12). The impacts are not
expected to last for more than 30 days.
In relation to stops, residual impacts of medium are expected at Ballymun Civic
Centre (MN105-C5) as a result of the works on the Ballymun Stop. Residual impacts
of Medium are expected at offices south of Albert College Drive (MN105-C12), at
residential properties on Ballymun Road (MN105-C13), at Albert College Grove
(MN105-C15, and at Albert College Crescent (MN105-C17) as a result of the
construction of the DCU stop.
For the construction compounds, it is noted that Compound 11 is the work site for the
permanent works for Ballymun stop. Compound 11A would accommodate a bentonite
batching plant and with mitigation, significant noise impacts are not expected to arise.
Works at night include concrete pours outside of core hours for underground stops
and liaison with the local community and the local authority is alluded to. The level of
impact is stated to depend on the baseline noise levels at specific receptors at the time
work would be carried out and it is submitted that assessment criteria higher than

__________________________________________________________________________________
PL.06F.NA0003
An Bord Pleanala
Page 148 of 690

-

45dB could reasonably be applied where existing noise levels are already above
45dB.
With regard to construction traffic, significant changes in traffic flows are expected
along St. Pappin’s Road to the junction with Dean Swift Road, increasing noise levels
by approximately 4dB. Medium impacts for up to 16 months for residential properties
border the route would arise.

Residual impacts at the operational stage are not predicted to include airborne noise. Noise
from testing of ventilation fans of between 70-75dB next to the shaft discharge could arise,
with testing for about 30 minutes every two weeks. Generally, the discharges are onto busy
streets but would be audible above ambient noise. The short duration is not seen to constitute
a significant impact. At the Ballymun Stop, noise from fan testing during the day is expected
to be below ambient noise at the nearest residential receptors on the corner of Silloge and
Ballymun Road. If testing is required at night additional noise attenuation measures may be
necessary and additional fan silencers and design measures could achieve this. At the DCU
Stop nearest residential receptors at Ballymun Road are 7m from the vent. Albert College
Lawn would be at least 24m from the vent. Noise from fan testing during the day is expected
to be below ambient noise at the nearest residential receptors. If testing is required at night
additional noise attenuation measures may be necessary and additional fan silencers and
design measures could achieve this.

Area MN106 – Albert College Park to Mater Stop

From Volume 1, the residential and mixed uses in the area are noted. Reference is made to
the hospitals and educational establishments. Baseline monitoring undertaken at four
locations around Albert College Park indicated existing noise levels at houses around the
park during the day varied widely. Monitoring at the south western corner of St. Patrick’s
College showed existing daytime noise levels to be very low, as were night time
measurements. Daytime noise levels at St. Vincent’s Centre for the Deaf were recorded as
being less than 58dB(A) LAeq 15 minute. Baseline monitoring carried out at Griffith Avenue
(NML 20) and Albert College Grove (NML 19), day and night, showed noise levels to be
high and this was associated with traffic noise.

From Volume 2, the key airborne noise sources during construction are seen to be the
construction of the underground stops at Griffith, Drumcondra and Mater, to be constructed
by cut-and-cover techniques. Tunnelling surface support works would be carried out at the
Albert College Park compounds and the construction of an emergency access and ventilation
shaft would occur in the grounds of St. Patrick’s College. Noise predictions were carried out
for 16 noise sensitive receptors.
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Key noise sources at the operational phase are seen to be testing of emergency ventilation
fans and changes in traffic noise.

The mitigation measures include:

(a) At construction stage, the application of best practice will be applied through the
implementation of the recommendations set out in BS 5228, inclusive of proper use
of plant, use of inherently quiet plant where appropriate, shutting down of machines
in intermittent use in intervening periods, limiting use of noisy plant, siting of
construction compounds, etc.
(b)At operational stage, it is considered that no noise impact is predicted from LMVs in
this route section. Mitigation measures include the fitting of exhaust silencers to
emergency tunnel exhaust vent and a commitment to attenuation of fans to ensure the
noise levels in adjacent buildings do not exceed Noise Criteria level NC25.
Residual impacts at the construction stage include:

-

-

-

-

In relation to structures, it is noted that the only structure to be constructed in the area
is the Intervention and Emergency Ventilation Shaft at St. Patrick’s College. A
residual impact of 12dB is expected at the College/Ferguson Road (MN106-C9),
14dB at the College/Millbourne Road (MN106-C10) and 16dB at the College
(MN106-C11)., all Very High daytime impacts. Impacts at residential properties are
predicted to be lower.
In relation to stops, residual impacts of 6dB (High) are expected at residential areas in
St. Joseph’s Avenue (MN106-C13) and 7dB (High) at 1 to 23 Leo Street (MN106C17). Impacts predicted for properties in part used for educational purposes include
20dB (Very High) at St. Alphonsus Road (MN106-C12), 14dB at St. Alphonsus
Avenue, 14 to 18dB at Mater Misericordiae Hospital (MN106-C15 and C16) and 7dB
(High) at Mater Private Hospital (MN106-C18).
In relation to construction compounds, it is noted that works on Sundays and Bank
Holidays are subject to a more stringent criterion (60dB) and a Medium to High
impact of 5dB is predicted.
Works at night include concrete pours outside of core hours for underground stops
and liaison with the local community and the local authority is alluded to. Very High
residual noise impacts at residential locations are predicted at The Rise (MN106-C5)
– 14dB, Griffith Avenue (MN106-C7) – 16dB, St Joseph’s Avenue (MN106 – C13) –
27dB, and Leo Street (MN106-C8) – 28dB. Very High noise impacts are also
predicted at St. Alphonsus Avenue (MN106-CC14) – 25dB, Mater Misericordiae
Hospital (MN106-C15) – 25dB, Mater/Leo Street (MN106-C16) – 29dB, and at the
Mater Private Hospital (MN106-C18) – 18dB. If tunnelling is carried out at night a
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Very High impact of 15 to 20dB along Ballymun Road and Hampstead Avenue is
predicted (MN106 C1-C6).
Residual impacts at the operational stage are not predicted to include airborne noise. Noise
from testing of ventilation fans of between 70-75dB next to the shaft discharge could arise,
with testing for about 30 minutes every two weeks. Generally, the discharges are onto busy
streets but would be audible above ambient noise. The short duration is not seen to constitute
a significant impact. At the Griffith Avenue Stop, noise from fan testing during the day is
expected to be below ambient noise at the nearest residential receptors. If testing is required
at night additional noise attenuation measures may be necessary and additional fan silencers
and design measures could achieve this. At the Drumcondra and Mater Stops, ventilation
shaft discharges would be located within 10m of residential receptors on St. Alphonsus
Avenue and Leo Street. Additional noise attenuation measures would be necessary and if
additional fan silencers cannot achieve the necessary level it will be possible to restrict
testing. The same provisions would apply for St. Patrick’s College.

Area MN107 – Mater Stop to St. Stephen’s Green

From Volume 1, the residential and mixed uses in the area are noted and reference is made
also to the Rotunda Hospitals, Trinity College and The Royal College of Surgeons, the Liffey
Quays, St. Stephen’s Green and the Iveagh Gardens. Locations of mixed commercial retail
and businesses uses in the city centre were also alluded to. Referring to the Dublin City
council noise maps, it is stated that noise levels in this section of the alignment are highest
along the streets and that the existing exposure of houses facing busy streets is already quite
high. Existing noise levels at St. Stephen’s Green were measured at four locations, with
results indicating that noise levels at the boundary of the park during the day are significantly
influenced by traffic and are very variable depending on local traffic. Within the park, noise
levels are significantly lower during the day. At night, the noise levels are slightly less
variable than during the day but are still strongly influenced by local traffic.

From Volume 2, the key airborne noise sources during construction are seen to be the
construction of the underground stops at Parnell Square, O’Connell Bridge and St. Stephen’s
Green, to be constructed by cut-and-cover techniques. Noting that a temporary working deck
and a bailey bridge is to be constructed over the River Liffey, the key construction activity
relating to these is stated to be drive piling associated with the installation of tubular steel
piles. Noise predictions were carried out for 14 noise sensitive receptors around the works.
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Key noise sources at the operational phase are seen to be testing of emergency ventilation
fans and changes in traffic noise.

The mitigation measures include:

(a) At construction stage, the application of best practice will be applied through the
implementation of the recommendations set out in BS 5228, inclusive of proper use
of plant, use of inherently quiet plant where appropriate, shutting down of machines
in intermittent use in intervening periods, limiting use of noisy plant, siting of
construction compounds, etc.
(b)At operational stage, it is considered that no noise impact is predicted from LMVs in
this route section. Mitigation measures include the fitting of exhaust silencers to
emergency tunnel exhaust vent and a commitment to attenuation of fans to ensure the
noise levels in adjacent buildings do not exceed Noise Criteria level NC25.
Residual impacts at the construction stage include:

-

-

-

-

In relation to structures, it is noted that the nearest residential properties to the north
(15-17 Eden Quay at 24m from the driven piling plant associated with the temporary
working deck and bridge) and the nearest sensitive property to the south (Corn
Exchange at 23m from the nearest pile) would have predicted noise levels of 13dB
above the 75dB criterion, resulting in a Very High impact.
In relation to stops, predicted noise levels of 1-17dB above the 75dB criterion would
apply to 10 residential and commercial and 9-24dB above the 65dB criterion would
apply to three buildings with educational uses that are close to the Parnell Square,
O’Connell Bridge and St. Stephen’s Green Stops. There would be residual impacts of
7dB (High) at Parnell Square/Gardiner’s Row (MN107-C2) and 5dB (Medium-High)
at O’Connell Street Lower (East) (MN107-C7). Impacts are also expected at receptors
that are used in part for educational purposes including 9dB (High) at Findlater’s
Church (MN107-C1), 14dB (Very High) at Gate Theatre (MN107-C3).
In relation to construction compounds, it is noted that as Compounds 17 and 19
provide for office and storage significant noise impact is not expected. At Compound
18, the construction of the permanent works determines the noise impact.
Works at night include concrete pours outside of core hours for underground stops
and liaison with the local community and the local authority is alluded to. Very High
residual noise impacts of 12dB at Westmoreland Street (MN107-C10) and 15dB at
Fitzwilliam Hotel (MN107-C11) are predicted. Baseline noise levels at city centre
locations are likely to be above the 45dB assessment criterion. Measurements at night
around St. Stephen’s Green indicate baseline noise levels of approximately 50-55dB.
High to Very High residual impacts are likely.
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-

Changes in traffic flows are expected along Parliament Street, increasing traffic noise
levels by 3dB, resulting in a Medium impact due to the nature of the uses on the street
and it is expected to last for up to 31 months.

Residual impacts at the operational stage are not predicted to include airborne noise. Noise
from testing of ventilation fans of between 70-75dB next to the shaft discharge could arise,
with testing for about 30 minutes every two weeks. Generally, the discharges are onto busy
streets but would be audible above ambient noise. The short duration is not seen to constitute
a significant impact. At the Parnell Square and O’Connell Bridge Stops, noise sensitive
receptors are within 20m of the proposed vents. Noise from fan testing during the day should
be below ambient noise at these receptors. Additional noise attenuation measures may be
necessary to achieve the NC25 standard within buildings. If additional fan silencers cannot
achieve the necessary level it will be possible to restrict testing to daytime. At St. Stephen’s
Green stop the shaft discharge would be within gardens and 75m from the nearest noise
sensitive receptor. Additional measures would be taken to reduce local disturbance close to
the discharge and the impact would be Low.

Volume 3, Book 1 of 2, presents maps on baseline noise and noise impact. Annex C of
Volume 3, Book 2 of 2, entitled ‘Noise Assessment Details’, provides details of the noise
modelling methods and results, including predicted levels of noise without mitigation for
both the construction and operational phases.

Vibration

Under Volume 1, vibration is considered under the forms of ‘motion of surfaces or structures’
and ‘structure-radiated noise’. The baseline vibration study area encompasses a corridor
extending 100m – 1000m either side of the proposed alignment. An area of 100m either side
was used because it was seen to encompass the likely limit of perceptible vibration or
groundborne structure-radiated noise. A wider study area was used where drill and blast
construction techniques are proposed to be used. The baseline data identified the information
required as being Plan policies and objectives specifically relating to vibration, vibration
sensitive receptors, vibration sensitive equipment, and existing levels of vibration in sensitive
areas. The route corridor is separated into six sections and a description of the baseline
vibration environment is provided for each.

The sensitivities of the Mater and Rotunda Hospitals, because of the housing of highly
sensitive equipment, educational, institutional and community facilities, residential uses,
accommodation above commercial premises, hotels and theatres are noted.
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The findings on an area basis included the following:

MN101 – Belinstown to Swords Stop

From Volume 1, it is established that the Belinstown to Estuary Roundabout is considered to
be a Very Low functional area because of the extent of open space and agricultural uses.
Existing vibration in this area is believed to be very low. Residential dwellings are allotted a
Very High functional value and the Emmaus Retreat and Conference Centre are considered
highly sensitive due to the nature of activities taking place. Lissenhall, Seatown and Swords
residential areas are of Very High functional value and very sensitive, as are schools.

In Volume 2, the study area was defined as a width of 50m on both sides of the alignment for
construction vibration – building damage; increased to 80m for construction vibration –
human perception; 50m for operational vibration – human perception; and 50m operational
groundborne noise – human perception.

Vibration sources during construction were considered to be limited to construction plant
operating on worksites, and from particular plant items that have the potential to generate
perceptible levels of vibration, namely bored piling and the use of vibratory rollers (which are
unlikely to take place outside of daytime working hours). The main source of vibration and
groundborne noise during the operation was seen to be the wheel/rail interaction during LMV
movement.

The mitigation measures include:

(a) At construction stage, where piling is necessary, there may be limited scope to use
alternative methods. Where vibratory rollers are required, their use will be minimised
where possible.
(b)At operational stage, reference is made to the selection of an appropriate form of track
support and an adequate maintenance regime is alluded to. The maximum
permissible level of groundborne noise that may be generated during operation is not
to exceed 40dBLAmax,S determined near the centre of any occupied sensitive room of
an inhabited building, except between Parnell Street and Albert College Park where
the maximum permissible groundborne noise that may be generated during operation
does not exceed 25dBLAmax,S determined near the centre of any occupied sensitive
room of an inhabited building.
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In relation to residual impacts, at the construction stage, it is noted that baseline monitoring at
Seatown Road indicates that existing vibration levels already exceed the levels at which very
high magnitude impacts are expected to occur, based on the worst case assumption that traffic
is constant. It is further noted that in the residential sections the alignment is in the central
reservation of the existing road, either at-grade, on viaduct or in a short cut-and-cover
underpass. While demolition and other works could produce some perceptible vibration, low
vibration impacts are predicted.

With regard to residual impacts at the operational stage, it is stated that because it would be
for the appointed contractor to select the trackform, and the procurement process for the
LMVs would take place after the preparation of the EIS, it was not possible to model the
performance of the actual track and LMVs. It is, however, stated that, based on the measured
vibration performance of track with resilient rail support, Very Low vibration or groundborne
noise impacts are expected.

Area MN102 – Swords Stop to Dublin Airport North Portal

From Volume 1, it is established that the Tara Winthrop Private Clinic and Kilronan House
and Equestrian Centre are highly sensitive receptors, as are residential areas in Fosterstown
and Nevinstown. Industrial and business premises are allotted a Very Low functional value.

In Volume 2, the study area was defined as a width of 50m on both sides of the alignment for
construction vibration – building damage; increased to 80m for construction vibration –
human perception; 50m for operational vibration – human perception; and 50m operational
groundborne noise – human perception.

Vibration sources during construction were considered to be limited to construction plant
operating on worksites, and from particular plant items that have the potential to generate
perceptible levels of vibration, namely bored piling and the use of vibratory rollers (which are
unlikely to take place outside of daytime working hours). The main source of vibration and
groundborne noise during the operation was seen to be the wheel/rail interaction during LMV
movement.

The mitigation measures include:
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(a) At construction stage, where piling is necessary, there may be limited scope to use
alternative methods. Where vibratory rollers are required, their use will be minimised
where possible.
(b)At operational stage, reference is made to the selection of an appropriate form of track
support and an adequate maintenance regime is alluded to. The maximum
permissible level of groundborne noise that may be generated during operation is not
to exceed 40dBLAmax,S determined near the centre of any occupied sensitive room of
an inhabited building, except between Parnell Street and Albert College Park where
the maximum permissible groundborne noise that may be generated during operation
does not exceed 25dBLAmax,S determined near the centre of any occupied sensitive
room of an inhabited building.
With regard to residual impacts at the construction stage, reference is made to the alignment
being in the central reservation of the road and to construction works possibly producing
some perceptible vibration, albeit that piling and vibratory rolling equipment is expected to
produce the highest levels. It is noted that the nearest residential property is within 5m of the
construction works at Fosterstown surface stop and the use of vibratory rolling equipment is
expected to produce vibration levels of 1.2mm/s (Very High impacts). It is expected that the
impact would be short-lived. The nearest residential property at the junction of the Dublin
Road and Nevinstown Lane lies within 6m of thye Fostertown Underpass construction site.
The use of piling equipment is expected to produce vibration levels with a Low impact.

With regard to residual impacts at the operational stage, it is stated that because it would be
for the appointed contractor to select the trackform, and the procurement process for the
LMVs would take place after the preparation of the EIS, it was not possible to model the
performance of the actual track and LMVs. It is, however, stated that, based on the measured
vibration performance of track with resilient rail support, Very Low vibration or groundborne
noise impacts are expected.

Area MN103 – Dublin Airport

From Volume 1, it is established that the residential areas and hotels in this area are sensitive
to structure-radiated noise and vibration. It is noted that existing baseline vibration occurs as
induced vibration of lightweight structures due to aircraft noise.

In Volume 2, the study area was defined as a width of 50m on both sides of the alignment for
construction groundborne noise – human perception, construction vibration – building
damage, operational vibration – human perception, and operational groundborne noise –
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human perception. The width of the study area is increased to 80m for construction vibration
– human perception. It is increased to 100m for construction groundborne noise – effects on
sensitive facilities, operational vibration – effect on sensitive equipment, and operational
groundborne noise – effects on sensitive facilities. The width of the study area is increased to
1000m for construction vibration – effect on sensitive equipment.

Vibration in the construction phase would be produced by the TBM, with the principal
sources being probe drilling and the cutting action of the TBM. A numerical model of the
Dublin Port Tunnel project was created as part of the proposed scheme studies, with results
back-fitted to the groundborne noise and vibration results that were measured when the port
tunnel was being built in order to obtain a source term for the tunnel face. A comparative
modelling exercise has then been carried out to create a model for the proposed scheme,
taking into account the fact that the tunnel would have a significantly smaller diameter (6.7m
as opposed to 11m). The output of this modelling exercise is intended to provide an
indication of likely ground vibration and associated groundborne noise at various depths and
geological conditions, as well as a prediction of the decay of vibration and groundborne noise
with distance, both laterally and ahead and behind the TBM. Predictions were carried out
using the Rupert Taylor Finite Difference Time Domain model FINDWAVE. It is noted that
the geotechnical properties continually change along the alignment, as does the depth of the
tunnel, sometimes being in the overburden and sometimes in the limestone. The estimates of
vibration and groundborne noise made in the assessment are based on the numerical
modelling results, adjusted according to the local geotechnical conditions in each location.

The sources of vibration and groundborne noise in the operation of the scheme are wheel/rail
interaction during the movement of LMVs, over plain line, over switches and crossings, and
operation of equipment such as escalators and mechanical services plant at stops.

The mitigation measures include:

(a) At construction stage, two principal methods of mitigation are available for tunnel
boring – limiting the hours of operation to avoid the night period and optimisation of
TBM characteristics including face pressure and selection of cutters and teeth. The
mitigation measures incorporated are the carrying out of works between 0700 and
2300 Monday to Saturday (excluding bank holidays), except where defined
groundborne noise levels are met or specific stated circumstances permit, or the full
extent of the tunnel drives under the airport as well as for the Airport Stop where
working hours of 24 hours per day seven days per week would be permitted without
restriction.
(b)At operational stage, reference is made to the design of the track support system. The
maximum permissible level of groundborne noise that may be generated during
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operation is not to exceed 40dBLAmax,S determined near the centre of any occupied
sensitive room of an inhabited building, except between Parnell Street and Albert
College Park where the maximum permissible groundborne noise that may be
generated during operation does not exceed 25dBLAmax,S determined near the centre
of any occupied sensitive room of an inhabited building.
With regard to residual impacts at the construction stage, it is noted that the alignment is in
bored tunnel beneath the airport, that vibration is likely to be 1.1mm/s and no additional
mitigation is required to avoid exceeding the vibration limits for the most sensitive
equipment, including the airport’s ceilometer.

In relation to the residual impacts at the operational stage, the vibration performance of the
track and LMVs were assessed by numerical modelling in two ways. For the most demanding
cases, i.e. for sensitive equipment, detailed numerical models of the stops, tunnels and
buildings were created and the results showed that with the use of floating slab track the
vibration limits can be achieved. For the standard case of resilient rail support, three generic
models were created – one for the tunnel in limestone with glacial till above, one for the
tunnel in clay above the limestone, and one for cut-and-cover sections. A further model was
created including a ground surface to determine the effect of multiple reflections between the
ground surface and the limestone rockhead. It is stated that because it would be for the
appointed contractor to select the trackform, and the procurement process for the LMVs
would take place after the preparation of the EIS, it was not possible to model the
performance of the actual track and LMVs. The approach taken was to model the rail support
dynamic stiffnesses for resiliently supported rail as 13MN/m run of rail, to yield the likely
significant effect of the proposed scheme. The LMV characteristics used were for the vehicle
with the highest unsprung mass among those likely to be offered by the contractor, with an
allowance of 5dB(A) for LMV and rail support stiffness uncertainty added to the results. The
results of the monitoring showed that generally groundborne noise reduces for higher depths
of ground cover, that groundborne noise is dependent on transverse distance from the tunnel,
and that it does not follow a simple linear decay. Where Medium, High or Very High
significant impacts for groundborne noise are identified in this way, or where ‘not to exceed’
limits for sensitive equipment would be exceeded, mitigation in the form of floating slab
track is assumed. The conclusions drawn are that the alignment if in bored tunnel beneath the
airport and no additional mitigation is required to avoid exceeding the vibration limits for the
most sensitive equipment at the airport.

Area MN104 – Dublin Airport South Portal to Santry Avenue
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From Volume 1, it is established that this area primarily comprises open spaces that are used
for agriculture, considered to be of Very Low functional value, with existing levels of
vibration believed to be below the level of human perceptibility.

In Volume 2, the same study area as applies to Area 3 is alluded to.

In relation to vibration in the construction phase, it is submitted that most construction plant
would not likely generate vibration that would be perceptible at off-site locations. The effects
of bored piling are alluded to and it is noted that vibration is unlikely to take place outside of
daytime working hours. It is further noted that the vibration levels would decay rapidly and
meet the DIN standards within 10m.

The sources of vibration and groundborne noise in the operation of the scheme are wheel/rail
interaction during the movement of LMVs, over plain line, over switches and crossings, and
operation of equipment such as escalators and mechanical services plant at stops.

The mitigation measures include:

(a) At construction stage, where piling is necessary, there may be limited scope to use
alternative methods. Vibration levels would be monitored and advanced warning of
the relevant works would be given.
(b) At operational stage, reference is made to the design of the track support system. The
maximum permissible level of groundborne noise that may be generated during
operation is not to exceed 40dBLAmax,S determined near the centre of any occupied
sensitive room of an inhabited building, except between Parnell Street and Albert
College Park where the maximum permissible groundborne noise that may be
generated during operation does not exceed 25dBLAmax,S determined near the centre
of any occupied sensitive room of an inhabited building.
With reference to the residual impacts at the construction stage, it is stated that south of the
Northwood Stop the route descends into a cut-and-cover tunnel along the median of the
R108, passing 21m from the nearest house on Coultry Road and that Low vibration impacts
are likely from the excavation of the cut-and-cover tunnel unless boulders are encountered
requiring percussive or explosive techniques to remove them. It is stated that this is not likely
and is not assumed in the assessment.
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In relation to the residual impacts at the operational stage, the vibration performance of the
track and LMVs were assessed by numerical modelling. For the standard case of resilient rail
support, three generic models were created – one for the tunnel in limestone with glacial till
above, one for the tunnel in clay above the limestone, and one for cut-and-cover sections. A
further model was created including a ground surface to determine the effect of multiple
reflections between the ground surface and the limestone rockhead. It is stated that because it
would be for the appointed contractor to select the trackform, and the procurement process
for the LMVs would take place after the preparation of the EIS, it was not possible to model
the performance of the actual track and LMVs. The approach taken was to model the rail
support dynamic stiffnesses for resiliently supported rail as 13MN/m run of rail, to yield the
likely significant effect of the proposed scheme. The LMV characteristics used were for the
vehicle with the highest unsprung mass among those likely to be offered by the contractor,
with an allowance of 5dB(A) for LMV and rail support stiffness uncertainty added to the
results. The results of the monitoring showed that generally groundborne noise reduces for
higher depths of ground cover, that groundborne noise is dependent on transverse distance
from the tunnel, and that it does not follow a simple linear decay. Where Medium, High or
Very High significant impacts for groundborne noise are identified in this way, or where ‘not
to exceed’ limits for sensitive equipment would be exceeded, mitigation in the form of
floating slab track is assumed. In conclusion, it is stated that Low vibration or groundborne
noise impacts are likely south of the Northwood Stop with standard resilient rail support.

Area MN105 – Santry Avenue to Albert College Park

From Volume 1, it is noted that all of the residential land uses within the area are of Very
High functional value with high sensitivity to vibration.

In Volume 2, the same study area as applies to Area 4 is alluded to.

In relation to vibration in the construction phase, it is submitted that most construction plant
would not likely generate vibration that would be perceptible at off-site locations. The effects
of bored piling are alluded to and it is noted that vibration is unlikely to take place outside of
daytime working hours. It is further noted that the vibration levels would decay rapidly and
meet the DIN standards within 10m.

The sources of vibration and groundborne noise in the operation of the scheme are wheel/rail
interaction during the movement of LMVs, over plain line, over switches and crossings, and
operation of equipment such as escalators and mechanical services plant at stops.
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The mitigation measures include:

(a) At construction stage, where piling is necessary, there may be limited scope to use
alternative methods. Vibration levels would be monitored and advanced warning of
the relevant works would be given.
(b) At operational stage, reference is made to the design of the track support system. The
maximum permissible level of groundborne noise that may be generated during
operation is not to exceed 40dBLAmax,S determined near the centre of any occupied
sensitive room of an inhabited building, except between Parnell Street and Albert
College Park where the maximum permissible groundborne noise that may be
generated during operation does not exceed 25dBLAmax,S determined near the centre
of any occupied sensitive room of an inhabited building.
With reference to the residual impacts at the construction stage, it is stated that the depth of
the tunnel may reduce somewhat due to the proposed limits of deviation, which is not
expected to change the predicted impact categories. Medium vibration and groundborne noise
impacts from the excavation of the cut-and-cover tunnel are likely. Mitigation would involve
the selection of low-vibration methods of work, liaison with residents, and monitoring. The
use of piling equipment at 2 Albert College Lawn is expected to produce vibration levels of
0.5mm/s, resulting in a Medium impact.

In relation to the residual impacts at the operational stage, the vibration performance of the
track and LMVs were assessed by numerical modelling. For the standard case of resilient rail
support, three generic models were created – one for the tunnel in limestone with glacial till
above, one for the tunnel in clay above the limestone, and one for cut-and-cover sections. A
further model was created including a ground surface to determine the effect of multiple
reflections between the ground surface and the limestone rockhead. It is stated that because it
would be for the appointed contractor to select the trackform, and the procurement process
for the LMVs would take place after the preparation of the EIS, it was not possible to model
the performance of the actual track and LMVs. The approach taken was to model the rail
support dynamic stiffnesses for resiliently supported rail as 13MN/m run of rail, to yield the
likely significant effect of the proposed scheme. The LMV characteristics used were for the
vehicle with the highest unsprung mass among those likely to be offered by the contractor,
with an allowance of 5dB(A) for LMV and rail support stiffness uncertainty added to the
results. The results of the monitoring showed that generally groundborne noise reduces for
higher depths of ground cover, that groundborne noise is dependent on transverse distance
from the tunnel, and that it does not follow a simple linear decay. Where Medium, High or
Very High significant impacts for groundborne noise are identified in this way, or where ‘not
to exceed’ limits for sensitive equipment would be exceeded, mitigation in the form of
__________________________________________________________________________________
PL.06F.NA0003
An Bord Pleanala
Page 161 of 690

floating slab track is assumed. In conclusion, it is stated that the specification of floating slab
track in the vicinity of the DCU Stop would result in no significant groundborne noise or
vibration impacts.

Area MN106 – Albert College Park to Mater Stop

From Volume 1, it is noted that all of the residential land uses within the area are of Very
High functional value with high sensitivity to vibration. Educational and community land
uses are also considered sensitive to vibration. The area around St. Patrick’s College is
considered to be of Very High functional value because it is used for educational purposes
and for student residents. It is noted that low levels of vibration are likely to exist in many
locations and include areas where traffic calming devices have been installed and the railway
at Drumcondra. The Very High functional value of the Mater due to the highly sensitive
equipment that is used on site is noted. It is stated that all of the equipment is designed so as
to be capable of withstanding specific levels of low-level vibration. Areas around the hospital
are considered to be of Very High functional value because a significant proportion consists
of residential land uses.

In Volume 2, the same study area as applies to Area 5 is alluded to.

Vibration at the construction phase would be of three kinds – vibration due to the excavation
of underground works (particularly cross-passages), vibration sue to the operation of the
TBMs, and vibration due to other construction work (including percussive breaking of rock
and concrete, piling and diaphragm walling).

In relation to drilling and blasting, monitoring of drilling and blasting for the Dublin port
tunnel gave results from which parameters were derived. It is, however, noted that the Port
Tunnel sample is too small and that it would be necessary to carry out trials of the proposed
drill and blast method to evaluate more specific local values for the Ground Transmission
Constant (K) and to determine the associated confidence intervals.

In relation to tunnel boring, it is noted that the principal sources of vibration are probe
drilling and the cutting action of the TBM. A numerical model of the Dublin Port Tunnel
project was created as part of the proposed scheme studies, with results back-fitted to the
groundborne noise and vibration results that were measured when the port tunnel was being
built in order to obtain a source term for the tunnel face. A comparative modelling exercise
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has then been carried out to create a model for the proposed scheme, taking into account the
fact that the tunnel would have a significantly smaller diameter (6.7m as opposed to 11m).
The output of this modelling exercise is intended to provide an indication of likely ground
vibration and associated groundborne noise at various depths and geological conditions, as
well as a prediction of the decay of vibration and groundborne noise with distance, both
laterally and ahead and behind the TBM. Predictions were carried out using the Rupert
Taylor Finite Difference Time Domain model FINDWAVE. It is noted that the geotechnical
properties continually change along the alignment, as does the depth of the tunnel, sometimes
being in the overburden and sometimes in the limestone. The estimates of vibration and
groundborne noise made in the assessment are based on the numerical modelling results,
adjusted according to the local geotechnical conditions in each location.

The sources of vibration and groundborne noise in the operation of the scheme are wheel/rail
interaction during the movement of LMVs, over plain line, over switches and crossings, and
operation of equipment such as escalators and mechanical services plant at stops.

The mitigation measures include:

(a) At construction stage, in relation to drilling and blasting, blasting would not take
place in residential areas at night and suitable advanced warning would be given to
anyone who may experience noise or vibration. Additional mitigation measures
include monitoring of vibration from each blast to enable blasting parameters to be
optimised and to ensure that damaging levels of vibration are not reached.
Alternatives to conventional explosives are also alluded to. In relation to TBM, two
principal methods of mitigation available for tunnel boring are referred to – limiting
the hours of operation to avoid the night period and optimisation of TBM
characteristics including face pressure and selection of cutters and teeth. The
mitigation measures incorporated are the carrying out of works between 0700 and
2300 Monday to Saturday (excluding bank holidays), except where defined
groundborne noise levels are met or specific stated circumstances permit, or the full
extent of the tunnel drives under the airport as well as for the Airport Stop where
working hours of 24 hours per day seven days per week would be permitted without
restriction. With regard to above ground works, reference is made to limited scope to
use alternative methods to bored piling.
(b)At operational stage, reference is made to the design of the track support system. The
maximum permissible level of groundborne noise that may be generated during
operation is not to exceed 40dBLAmax,S determined near the centre of any occupied
sensitive room of an inhabited building, except between Parnell Street and Albert
College Park where the maximum permissible groundborne noise that may be
generated during operation does not exceed 25dBLAmax,S determined near the centre
of any occupied sensitive room of an inhabited building.
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In relation to the residual impacts at the construction stage, reference is made to tunnelling
south of Griffith Avenue in the area of Corpus Christi Girls National School and at St.
Patrick’s Boys National School and Drumcondra Library having a High impact if tunnelling
occurs at night and a Medium impact otherwise. Cross passages are noted east of The Rise,
near Bantry Road, at Home Farm Road, east of Ferguson Road, under St. Patrick’s College
sports ground, near Woodvale Road, near Carlingford Road, under the Royal Canal, and near
Kenmare Parade. Reference is made to restriction of the charge weight per delay depending
on final tunnel alignment. It is noted that rock breaking would be required for the
construction of the Griffith Avenue Stop which would result in Low impact by day and
Medium impact by night.

In relation to the residual impacts at the operational stage, the vibration performance of the
track and LMVs were assessed by numerical modelling in two ways. For the most demanding
cases, i.e. for sensitive equipment, detailed numerical models of the stops, tunnels and
buildings were created and the results showed that with the use of floating slab track the
vibration limits can be achieved. For the standard case of resilient rail support, three generic
models were created – one for the tunnel in limestone with glacial till above, one for the
tunnel in clay above the limestone, and one for cut-and-cover sections. A further model was
created including a ground surface to determine the effect of multiple reflections between the
ground surface and the limestone rockhead. It is stated that because it would be for the
appointed contractor to select the trackform, and the procurement process for the LMVs
would take place after the preparation of the EIS, it was not possible to model the
performance of the actual track and LMVs. The approach taken was to model the rail support
dynamic stiffnesses for resiliently supported rail as 13MN/m run of rail, to yield the likely
significant effect of the proposed scheme. The LMV characteristics used were for the vehicle
with the highest unsprung mass among those likely to be offered by the contractor, with an
allowance of 5dB(A) for LMV and rail support stiffness uncertainty added to the results. The
results of the monitoring showed that generally groundborne noise reduces for higher depths
of ground cover, that groundborne noise is dependent on transverse distance from the tunnel,
and that it does not follow a simple linear decay. Where Medium, High or Very High
significant impacts for groundborne noise are identified in this way, or where ‘not to exceed’
limits for sensitive equipment would be exceeded, mitigation in the form of floating slab
track is assumed. The conclusions drawn are that with resiliently supported rail there would
not be a significant impact on the Corpus Christi Girls National School and that due to the
distance of the nearest house to the crossover under the sports grounds of St. Patrick’s
College there would be no significant impact. It is noted that the tunnels also pass below St.
Patrick’s Boys National School in Millbourne Avenue and Drumcondra Library and south of
Drumcondra beneath mixed uses and rise out of the limestone into the glacial till some 140m
north of Mater Stop. Very Low vibration or groundborne noise impacts are predicted with
standard resilient rail support.
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Area MN107 – Mater Stop to St. Stephen’s Green

From Volume 1, it is noted that a Very High functional value applies to the Rotunda due to
the highly sensitive equipment that is used on site. It is stated that all of the equipment is
designed so as to be capable of withstanding specific levels of low-level vibration. Areas
around the hospital are considered to be of Very High functional value because a significant
proportion consists of residential land uses. All educational, institutional and community
facilities, such as Trinity College, are considered to be of Very High functional value. To the
south of the Ambassador Theatre, the functional value is seen as decreasing to Low and Very
Low because of the dominance of commercial premises. Hotels on O’Connell Street and
Grafton Street are considered very sensitive. The Gaeity and Gate Theatres are considered of
high sensitivity.

In Volume 2, the same study area as applies to Area 6 is alluded to.

Vibration at the construction phase would be of three kinds – vibration due to the excavation
of underground works (particularly cross-passages), vibration due to the operation of the
TBMs, and vibration due to other construction work (including percussive breaking of rock
and concrete, piling and diaphragm walling).

In relation to drilling and blasting, monitoring of drilling and blasting for the Dublin port
tunnel gave results from which parameters were derived. It is, however, noted that the Port
Tunnel sample is too small and that it would be necessary to carry out trials of the proposed
drill and blast method to evaluate more specific local values for the Ground Transmission
Constant (K) and to determine the associated confidence intervals.

The sources of vibration and groundborne noise in the operation of the scheme are wheel/rail
interaction during the movement of LMVs, over plain line, over switches and crossings, and
operation of equipment such as escalators and mechanical services plant at stops.

The mitigation measures include:

(c) At construction stage, in relation to drilling and blasting, blasting would not take
place in residential areas at night and suitable advanced warning would be given to
anyone who may experience noise or vibration. Additional mitigation measures
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include monitoring of vibration from each blast to enable blasting parameters to be
optimised and to ensure that damaging levels of vibration are not reached.
Alternatives to conventional explosives are also alluded to. In relation to TBM, two
principal methods of mitigation available for tunnel boring are referred to – limiting
the hours of operation to avoid the night period and optimisation of TBM
characteristics including face pressure and selection of cutters and teeth. The
mitigation measures incorporated are the carrying out of works between 0700 and
2300 Monday to Saturday (excluding bank holidays), except where defined
groundborne noise levels are met or specific stated circumstances permit, or the full
extent of the tunnel drives under the airport as well as for the Airport Stop where
working hours of 24 hours per day seven days per week would be permitted without
restriction. With regard to above ground works, reference is made to limited scope to
use alternative methods to bored piling.
(d)At operational stage, reference is made to the design of the track support system. The
maximum permissible level of groundborne noise that may be generated during
operation is not to exceed 40dBLAmax,S determined near the centre of any occupied
sensitive room of an inhabited building, except between Parnell Street and Albert
College Park where the maximum permissible groundborne noise that may be
generated during operation does not exceed 25dBLAmax,S determined near the centre
of any occupied sensitive room of an inhabited building.
In relation to the residual impacts at the construction stage:

•

Reference is made to the principal potential cause of significant vibration associated
with the Mater Stop being the excavation of bedrock at the base of the stop box,
resulting in the consideration of a slightly raised vertical alignment to minimise the
need for rock excavation. Noting that the Mater Private Hospital has piled
foundations, reference is made to the hospital being in normal use during the
construction of the stop and the tunnel drive. The southern headwall of the stop is
proposed at 2m from the hospital. Vibration would be transmitted into the foundations
from the excavation of the limestone at the base of the stop box, from concreting of
the headwall which may involve breaking out a soft eye in the headwall to admit the
TBM. Vibration from the passage of the TBM would be transmitted through the
ground to the hospital foundations. Once it has entered the hospital structure it would
decay only slightly with distance. The limit for sensitive equipment in the Mater
Hospitals of 12 um/s would be significantly exceeded in the Private Hospital, by a
factor of the order of 25, during the passage of the TBM, and the limit would not be
achieved until the TBM is in the order of 350-400m from the hospital. This would
amount to some 10 weeks for each tunnel at a progress rate of 75m per week. Unless
alternative tunnelling methods are found to be possible for some 400m, temporary
alternative arrangements would be required for the most sensitive equipment in the
hospital. The existing Mater Adult Hospital also lies within this distance. Depending
on the vertical alignment, rock breaking may be required for the construction of the
Mater Stop. Assuming this is done by a hydraulic rock breaker, groundborne noise
levels in buildings above the stop would result in Medium impact on humans by day,
High impact by night, and some 17 times the sensitive equipment limit of 12 um/s.

__________________________________________________________________________________
PL.06F.NA0003
An Bord Pleanala
Page 166 of 690

•

•

•

•

•

•
•
•

Blasting for the Kenmare Parade cross-passage would occur at about 280m from the
Mater Hospital and would interfere with the operation of sensitive equipment.
Mitigation in the form of liaison between the site and the hospital is proposed to
ensure that blasts and critical use of the equipment do not occur simultaneously.
Works relating to the development of a cross-passage at St. Joseph’s Place, where
there are residential buildings immediately above, would result in the building
damage threshold of 12mm/s being exceeded and the impact being in the Very High
category for human response. The Low impact threshold would be exceeded within a
radius of 73m and the building damage threshold of 12mm/s would be exceeded
within a radius of 44m. To limit the PPV to the Low impact category for daytime the
charge weight per delay would have to be restricted depending on the final tunnel
alignment. During the passage of the TBM in this area, the groundborne noise level
would be High impacts if tunnelling takes place at night and Medium impact if it does
not take place at night. Vibration is likely to be High impact at night and Very Low
impact by day.
In the Parnell Square area, during the passage of the TBM, the groundborne noise
level is likely to be High impact if tunnelling takes place at night, Medium impact if it
does not occur at night. Vibration is likely to be High impact at night and Very Low
impact by day. The effect in the theatres would depend on the nature of the
production. During quiet moments in a production it would be clearly audible and
intrusive. The main mitigation possible would be liaison with the theatre
managements, with as much advance warning as practicable. While reduction in face
pressure and/or cutter speed may be an option, the effect on ground settlement would
also be required to be taken into account.
In relation to the planned cross passage opposite Hardwicke Street, the resultant PPV
of 0.7mm/s at the HARI Clinic would be close to the limit advised for the operation of
sensitive equipment at the Rotunda Hospital/HARI clinic and mitigation in the form
of liaison between the site and the hospital together with vibration monitoring would
be required to ensure the use of the equipment is not adversely affected. The Low
impact threshold would be exceeded by blasting in the Hardwicke Street crosspassage within a radius of 72m and the building damage threshold of 12mm/s would
be exceeded within a radius of 43m.
Based on modelling carried out for the Mater Private Hospital, it is submitted that it is
not likely that vibration from the passage of the TBMs would exceed the
HARI/Rotunda vibration threshold for sensitive equipment. The groundborne noise
level would be High impact if tunnelling takes place at night and Medium impact if it
does not take place at night. Vibration is likely to be High impact at night and Very
Low impact by day. Groundborne noise would have a High impact in the Gate
Theatre during performances.
Baseline monitoring showed vibration less than the limit for sensitive equipment for
the Mater and Rotunda Hospitals.
Rock breaking required for the construction of Parnell Square Stop would result in
groundborne noise levels in buildings above the stop being Low impact by night and
Very Low impact by day.
There is a cross-passage proposed below O’Connell Street Upper, 170m from the
HARI clinic. Construction would interfere with the operation of sensitive equipment
and mitigation in the form of liaison between the site and the hospital would be
required to ensure that blasts and critical use of equipment do not occur
simultaneously.
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•

•

•

•

•

•

•

•

•

The likely PPV associated with the cross-passage below O’Connell Street Upper
would be in excess of the building damage threshold and in the Very High impact
category for people in the hotel buildings. To limit the PPV to the Low impact
category for daytime the charge weight per delay would have to be restricted.
Drilling and blasting may be necessary for the construction of O’Connell Bridge Stop.
The likely PPV would be in excess of the building damage threshold and in the Very
High impact category for people in buildings. To limit the PPV to the Low impact
category for daytime the charge weight per delay would have to be restricted. During
the passage of the TBM in this area groundborne noise level is likely to be High
impact if tunnelling takes place at night, Medium impact if it does not take place at
night, and vibration is likely to be High impact at night and Very Low impact by day..
The likely PPV associated with the cross-passage near Princes Street North would be
in excess of the building damage threshold and in the Very High impact category for
people in buildings. To limit the PPV to the Low impact category for daytime the
charge weight per delay would have to be restricted depending on the final tunnel
alignment.
The likely PPV associated with the cross-passage near College Green would be in
excess of the building damage threshold and in the Very High impact category for
people in buildings. To limit the PPV to the Low impact category for daytime the
charge weight per delay would have to be restricted depending on the final tunnel
alignment. It is noted that the cross passage would be close to the northern end of the
crossover step-plate junction in which drill and blast may also be used.
During the passage of the TBM in this area, the groundborne noise level in the nearest
buildings of Trinity College is likely to be High impact if tunnelling takes place at
night and Medium impact if it does not occur at night. The noise would be clearly
audible in Trinity College and intrusive in quiet rooms occupied by people engaged in
activities requiring concentration or relaxation. Vibration is likely to be Medium
impact at night and Very Low impact by day.
The likely PPV associated with the cross-passage near Wicklow Street would be in
excess of the building damage threshold and in the Very High impact category for
people in buildings. To limit the PPV to the Low impact category for daytime the
charge weight per delay would have to be restricted depending on the final tunnel
alignment. During the passage of the TBM in this area, the groundborne noise level is
likely to be High impact if tunnelling takes place at night and Medium impact if it
does not occur at night.
The groundborne noise at the Gaeity Theatre in King Street will cause a High impact
during performances. The effect will depend on the nature of the production. The
main mitigation possible would be liaison with the theatre managements, with as
much advance warning as practicable. While reduction in face pressure and/or cutter
speed may be an option, the effect on ground settlement would also be required to be
taken into account.
At St. Stephen’s Green, blasting would be used to excavate the turnback loop. The
PPV would be at the limit of the building damage threshold and the High impact
category for people in the building. To limit the PPV to the Low impact category for
daytime the charge weight per delay would have to be restricted depending on the
final tunnel alignment.
The nearest residential properties to the north of the proposed bailey bridge over the
Liffey lie within 24m of the driven piling plant. Vibration levels would result in a
Very High impact. The nearest vibration sensitive property to the south, the Corn
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•
•

Exchange, at a distance of 23m would experience vibration levels resulting in a Very
High impact.
There is a High impact for building damage arising for the north and south banks of
the Liffey due to the driven piling.
The Abbey and Peacock Theatre lie within 50m of the bailey bridge piling and
groundborne noise may be audible as a result of driven piling. If it occurs at audible
levels it would be mitigated, with measures including pre-drilling and avoiding
sensitive times.

In relation to the residual impacts at the operational stage, the vibration performance of the
track and LMVs were assessed by numerical modelling in two ways. For the most demanding
cases, i.e. for sensitive equipment, detailed numerical models of the stops, tunnels and
buildings were created and the results showed that with the use of floating slab track the
vibration limits can be achieved. For the standard case of resilient rail support, three generic
models were created – one for the tunnel in limestone with glacial till above, one for the
tunnel in clay above the limestone, and one for cut-and-cover sections. A further model was
created including a ground surface to determine the effect of multiple reflections between the
ground surface and the limestone rockhead. It is stated that because it would be for the
appointed contractor to select the trackform, and the procurement process for the LMVs
would take place after the preparation of the EIS, it was not possible to model the
performance of the actual track and LMVs. The approach taken was to model the rail support
dynamic stiffnesses for resiliently supported rail as 13MN/m run of rail, to yield the likely
significant effect of the proposed scheme. The LMV characteristics used were for the vehicle
with the highest unsprung mass among those likely to be offered by the contractor, with an
allowance of 5dB(A) for LMV and rail support stiffness uncertainty added to the results. The
results of the monitoring showed that generally groundborne noise reduces for higher depths
of ground cover, that groundborne noise is dependent on transverse distance from the tunnel,
and that it does not follow a simple linear decay. Where Medium, High or Very High
significant impacts for groundborne noise are identified in this way, or where ‘not to exceed’
limits for sensitive equipment would be exceeded, mitigation in the form of floating slab
track is assumed. The conclusions drawn are:

•

•
•

Because of the presence of scientific equipment of very high sensitivity at Mater
Misericordiae University Hospital and the Mater Private Hospital a detailed study was
carried out which showed that the installation of floating slab track would be required
through the Mater Stop and the bored tunnels past the Mater Private Hospital. The
extent of the floating slab track would likely extend beyond the end of each hospital
building.
The presence of educational, institutional and community facilities and various
protected monuments and structures in the Parnell Square area will require the
installation of floating slab track as far as Parnell Street.
The sensitive receptors from Parnell Street to O’Connell Bridge are the hotels in
O’Connell Street. Resiliently support rail would provide adequate mitigation to avoid
a significant effect. Very Low vibration or groundborne noise impacts are likely.
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•

•

There is a crossover proposed close to Trinity College and the added effect of the
passage of wheels over the frogs in the switches would potentially increase the level
of groundborne noise above the threshold of High impact for the uses of the space
within Trinity College. Mitigation measures to be applied would either be the use of
swing-nose points or the installation of floating slab track.
Resiliently supported rail would provide adequate mitigation to avoid significant
effect on the Gaeity Theatre. A study would be undertaken to determine the threshold
above which floating track slab would be required.

Volume 3, Book 1 of 2, presents maps on baseline vibration.

Radiation and Stray Current

Under Volume 1, the baseline study area encompasses a corridor extending 100m either side
of the proposed alignment. An area of 100m either side was used because it was considered
electromagnetic interference (EMI) is unlikely to have any impact on sensitive equipment
beyond this distance. The baseline data identified the information required as being sensitive
land uses and specific sensitive receptors. The route corridor is separated into seven sections
and a description of the baseline vibration environment is provided for each.

The EMI sensitivities of medical, navigational and signalling equipment are noted, as are the
potential effects on telecommunication cables, cathode ray tube computer screens,
telecommunications equipment, and electrical substations. The effects of stray current on
ground embedded metal structures and risks to high risk utilities are also referred to.

In Volume 2, the potential radiation and stray current impacts arising from the construction
and operation of the proposed scheme are considered. The potential for EMI impacts were
assessed by:

•
•
•
•

Selecting representative locations of the alignment for detailed analysis;
Identifying representative scenarios for detailed analysis (including failure modes and
non-routine events such as accelerating, braking and coasting);
Simulating/calculating the magnetic fields for the chosen locations and scenarios; and
Extrapolating the obtained results to assess the potential risk along the entire
alignment.
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Volume 2 notes that the infrastructure equipment associated with the proposed scheme does
not include any sources of nuclear radiation. Furthermore, inductive coupling is stated to be
not relevant to the proposed scheme and capacitive and conductive coupling are not
considered due to EMI source levels being too small to generate an impact. It is noted that the
elements of the scheme that can potentially act as sources and propagators of EMI comprise
construction equipment, the bulk power supply and distribution system, the traction power
supply system, the rolling stock traction equipment, and the signalling and communication
equipment.

The mitigation measures include:

-

Use of a stray current collector system;
Monitoring of the earthing system in the tunnel sections to locate any faults;
Ensuring that the electrical systems and equipment associated with the scheme
comply with the EMC Directive 2004/108/EC; and
Possible relocation of affected appliances.

Four locations along the alignment were chosen for detailed investigation of EMI – Seatown
Stop (at-grade), Albert College Park (cut-and-cover tunnel), Mater (bored tunnel and stop),
and Rotunda Hospital (bored tunnel). The results showed that during normal operations the
electromagnetic impact of the scheme was low and medium, resulting in a small increase in
the electromagnetic environment in the vicinity. A ‘hard’ short circuit failure of the OCS
system (failure condition), leading to a high impact magnitude, was submitted to be an
extremely unlikely event. If it did occur the duration was stated to last no longer than 20ms.
The potential for radiation and stray current impacts are deemed to be low.

Traffic

Under Volume 1, the baseline traffic study area encompasses a corridor extending
approximately 2km either side of the proposed alignment. A number of traffic models with
varying levels of sophistication were developed to assess baseline traffic levels. Reference is
made to general traffic (cars, taxis, LGVs, HGVs), light and heavy rail, and pedestrians and
cyclists. A Metro North Traffic Model (MNTM) was developed to assess existing traffic
within the study area, developed from the Dublin Transportation Office Traffic Model
(DTOTM), which is a strategic model. For travel behaviour and patterns on a detailed local
level, the DTOTM was further enhanced in terms of network and land use representation
along the proposed alignment to produce the MNTM traffic model. The MNTM represented
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the same time periods as the DTOTM, with the AM peak period and the Off-peak period
forming the basis of the traffic impact assessment of the scheme. Two other models were
developed to further assess the traffic impact - a City Centre Vissum (Micro-simulation)
Model (CCVM) and a Swords Vissum Model (SVM) for the R132. The CCVM was a one
hour AM peak model. The CCVM and the MNTM were interdependent so that the baseline
can be used to assess strategic impacts (from MNTM) and the local impacts (from CCVM).
The CCVM was developed using an existing LUAS line BX Vissum model for the city
centre. The SVM was developed for the R132 corridor in Swords, extending from the
M1/Lissenhall Interchange to the south of Airside Retail Park. This is a one hour AM peak
model. The SVM and the MNTM were interdependent so that the baseline can be used to
assess strategic impacts (from MNTM) and the local impacts (from CCVM). The MNTM,
CCVM and SVM were all validated to a baseline year of 2006 because the DTOTM was
rebased to that year. Do Minimum Future Scenario models were also developed to represent
the future year traffic conditions without the proposed scheme in place, namely 2011
(forecast construction year), 2014 (forecast opening operation year), and 2029 (forecast
horizon operation year). The developments that were taken into account when modelling the
do minimum future scenarios were changes in do-minimum land use characteristics and
associated trip demand, infrastructure developments included in Transport 21, scheme to
enhance the Quality Bus Network, the bus interchange proposed at Strand Street, transport
infrastructure scheme committed to where the local authority has indicated a point of
completion, and other future developments that have been granted planning permissions. In
Volume 1, for each of the seven areas into which the scheme alignment is broken down into,
each mode of transport is discussed under the headings of Infrastructure, Utilisation, and
Conditions Experienced. Accident data are also presented. 2006 AM peak traffic flows for
keys links are presented for each area.

Annex I of Volume 3, Book 2 of 2, entitled ‘Baseline Traffic Report’, provides details on
terminology and the study area, planning policy and objectives, an outline of the processes
applied in determining traffic conditions, a description of the baseline traffic conditions for
each distinct area along the alignment, and a description of the do-nothing traffic conditions
pertaining to the future year do-minimum or do-nothing traffic conditions. The report noted
that the report itself was issued in November 2007 and that during the subsequent period a
number of alterations to the scheme were made, including changes for stops and the
expansion of the line northwards to Belinstown.

Volume 2 considers the impacts on vehicular, pedestrian and cycling traffic and safety arising
out of the construction and operation of the proposed scheme. The predicted impacts of the
construction and operational phases for the full alignment were examined first to inform the
local area impact. Thus, there were two tiers – the first tier presenting the strategic nature of
the impact and the second tier presenting the localised impact. The second tier impact
assessment focused on each of the designated assessment areas. Strategic mitigation measures
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are identified to ensure transportation impacts are minimised for road users throughout the
alignment during construction and operational phases. On an area by area level, further
additional mitigation measures are provided to cover localised transportation impacts not
addressed within the strategic mitigation measures. The structure of the transport assessment
section is as follows:

•
•
•
•
•
•

Impact Assessment Criteria;
Strategic Mitigation Methodology;
Predicted Strategic Impact;
Strategic Further Mitigation;
Predicted Local Area Impact;
Local Further Mitigation Measures.

The assessment of vehicular and pedestrian traffic and safety, for each of the seven areas, was
carried out with regard to:

-

All day traffic flows at locations along the full alignment;
Public transport infrastructure and services;
Pedestrian counts in areas of high pedestrian concentrations;
Cyclist counts;
Accident history along the full length of the proposed alignment.

Strategic mitigation objectives are set out for LMVs and HGVs, buses, taxis, pedestrians and
cyclists, emergency vehicles, and mobility impaired. The strategic construction mitigation
measures proposed were defined in terms of reduction measures and remedial measures.
Reduction measures include the adoption of a scheme of traffic management measures,
carrying out of enabling works prior to commencement of construction, co-ordination of
works of the utility companies, co-ordination of works of the infrastructure contractor,
development of a comprehensive publicity campaign, provision of a city centre traffic
management plan, development of a construction programme to include timeframe,
construction vehicle routes, working hours and work areas, and communication with
interested parties. Other reduction measures include construction traffic route identification
and controls on entrances/exits for sites, seeking works involving short term disruption and
road closures to be undertaken at times that will minimise their impact, provision of
temporary ramps across trenches to facilitate diverted traffic, and maintenance of pedestrian
routes. Strategic remedial measures at the construction stage include alternative arrangements
if road closures are unavoidable, optimising the flow of the city urban traffic signal control
system, introduction of stricter speed limits on roads adjacent to construction sites, provision
of advanced warning of diversions and disruptions, temporary reinstatement of road surfaces,
and application of safety procedures and fencing around trenches. Other such measures
include covering of construction vehicles, wheel wash facilities, car sharing/car pooling/ use
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of mini-buses for workers, subsidised travel, general traffic management measures,
facilitation of transfer from car to public transport, temporary relocation of bus stops affected,
installation of temporary pathways and cycle tracks, and alternative routing for pedestrians
where necessary. Strategic reduction measures at the construction stage include increasing
pedestrian crossing facilities where appropriate, pedestrian access provision between drop-off
points and stops, bicycle parking and storage at stops and park and ride facilities, bus and car
interchange facilities at designated stops, enhanced bus priority facilities at selected locations,
provisions at pedestrian crossings, at stop platforms and at park and ride facilities for
mobility and visual impaired, variable message signage to advise motorists on appropriate
routing, optimising flow of traffic using the city urban traffic signal control system, and
appropriate pedestrian signage. The traffic modelling results showed that the strategic
predicted impact of the scheme would be Severe during the construction phase in the absence
of further mitigation, while at the operational stage the predicted impact was very positive.

The principal mitigation measure stated to be required to reduce the severity of the
construction impact is the adoption of a Scheme Traffic Management Plan. This would be a
framework document within which mitigation measures would be developed through the
various stages of design and construction. It would detail the proposed programme of works.
It would be developed by the RPA in consultation with the roads authority and other key
stakeholders until the PPP contractor is appointed. Then the PPP contractor would continue to
develop and implement the strategy. The plan would be reviewed on a regular basis.
Reference is made to reconfiguring the signal green time within the city to aid minimisation
of traffic disruption. The Scheme would also consider public transport operating needs and
would include corridor management strategies for areas and roads directly affected by
construction activities. The Scheme would also provide for pedestrian management strategies
around each work site to ensure pedestrian circulation and safety requirements are prioritised.

Volume 2 considered predicted impacts on an area by area basis for both the construction and
operational phases. The findings on an area basis included the following:

Area MN101

Local Construction Impact

The EIS notes that the construction phase includes utilities diversions and enabling works and
the main construction works. The assessment considers the main construction works only.
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Construction traffic at the terminus would be confined to the new depot access road directly
from a new signalised junction on the R132 north of Estuary Roundabout. Localised impacts
would also arise where new junctions are provided to connect Batter Lane to the park and
ride site, as well as with the widening of Batter Lane. The viaduct construction works at
Estuary and Seatown Roundabouts would be complex. It is noted that without mitigation
measures the construction of the scheme would have a significant impact on traffic conditions
within this area, particularly along the R132 corridor. The construction of the scheme along
the R132 would take place in a phased manner. Alterations would be made to the
configuration of major junctions within the area – Estuary Roundabout, Seatown
Roundabout, Malahide Roundabout.

The modelled scenario was based on a worst case assumption of excavation and concreting
operations taking place simultaneously at every work site throughout the proposed scheme.
The results include the following findings:

•
•

The volume of traffic on the M1 would increase substantially in both directions.
Increases of more than 30% in HGV traffic on the R129, Naul Road, Rathbeale Road,
Brackenstown Road and a small number of other local roads.

It is stated, given the conservative assumptions underpinning traffic modelling and the
limited duration of construction works on the R132, that it is considered the likely impact on
the area as a whole would be slight.

For car and light goods vehicles, the impact by way of increase of traffic on local roads is
noted, as are reduction on traffic speeds. Closure of bus lanes on the R132 is also noted,
resulting in a moderate impact. The impact on pedestrians is described as moderate and it is
noted that there are very low volumes of cyclists with the area.

Local Operational Impact

At the Lissenhall Interchange, with access to the park and ride site, there would be minor
increases in delay. The local road network providing access to the park and ride would
experience an increase in traffic volumes, resulting in a moderate local impact. South of
Estuary junction, within the environs of Swords town centre, there would be a noticeable
decrease in traffic volumes along the R132 due to the modal shift. Westbound movements
through Seatown junction and Malahide Roundabout would experience slight increases in
traffic volumes. The predicted impact on traffic speeds during the AM peak period is
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assumed to be neutral. At off-peak there would be marginal increases in average car speed.
The two-way peak hour traffic flow on Batter Lane is estimated to double in 2014 as a result
of accessing the park and ride.

The scheme is expected to have a substantial positive impact on the level of bus priority in
the area, with bus lanes extended from the Malahide Rounabout to Estuary Roundabout and
bus interchange facilities provided to accommodate feeder bus services.

The scheme is estimated to have a positive impact on pedestrians by the extension of
footpaths from Pinnock Hill Roundabout to Estuary Roundabout on both sides of the R132,
the widening of Chapel Lane and Malahide footbridges, provision of pedestrian facilities at
the signalised junctions at Seatown and Estuary Roundabouts, the creation of at-grade
signalised pedestrian crossings of the R132 at either end of the platforms to provide access to
the Seatown and Swords stops, the provision of a footpath along the depot access road, and
the creation of a footpath along Batter Lane.

It is estimated there would be some improvement of cycle facilities along the R132 in terms
of continuous bus/cycle lanes and of junction layout.

Residual Local impact

Further local mitigation measures include:

•
•
•
•
•
•
•
•

Realignment and widening of the R132 will take place at an early stage in the
construction programme.
The new depot access road and its traffic signal controlled junction with the R132 will
take place at an early stage in the construction programme.
A reduced speed limit of 50kph will be imposed on the R132 during construction.
Where appropriate, construction work requiring short term disruption and road
closures will be carried out when traffic volumes are lower (at night, weekends, or
during school holidays).
The hours of operation of construction vehicles accessing/egressing sites will be
controlled.
On contract award, the contractor will further develop construction vehicle routing
arrangements.
Temporary pedestrian crossings will be installed to reduce severance.
Temporary pathways will be installed.
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Area MN102 – Swords Stop to Dublin Airport North Portal

Local Construction Impact

The EIS notes that the construction phase includes utilities diversions and enabling works and
the main construction works. The assessment considers the main construction works only.

The alignment in the area closely follows the R132 from north of the Pinnock Hill
Roundabout as far as the entrance to the Airside Retail Park. It then heads south west through
predominantly green field areas until it reaches Naul Road. The scheme would be
predominantly constructed away from the R132. There would be some temporary alterations
to the configuration of R132 between the northern boundary of the area and the junction with
Airside Retail Park. The existing number of general traffic lanes would be maintained during
construction. It would be necessary to close existing bus lanes in both directions along the
entire length of the construction works area. Construction would be phased.

Pinnock Hill Roundabout would continue to operate during construction, road links would be
maintained and traffic movements permitted except for very limited periods. Temporary lane
closures would be scheduled at periods of low traffic flow and two principal diversion routes
would be in operation. The first would divert traffic to the Malahide Roundabout and the
second would divert traffic along the eastern arm of Pinnock Hill Roundabout and around the
Airside Retail Park to rejoin the R132 at the Retail Park junction. As the diversions would be
for very limited durations the overall impact on general traffic at the junction would be
Slight.

The critical construction phase of the R132 / Airside Retail Park junction would be the
closure of the Retail Park exit onto the junction to all traffic except that heading from the
Retail Park southbound on the R132. During this phase, traffic diversions would be in
operation. All traffic from the Retail Park heading either northbound on the R132 or
westbound on Rathingle Road would be diverted around the Retail Park to rejoin the R132 at
the Pinnock Hill Roundabout. Construction works at this junction would be ongoing for a
prolonged period of time. The impact on general traffic of alterations is Moderate.

With regard to the Fosterstown cut-and-cover underpass, a temporary traffic deck would be
required on the R132. Temporary road closures would be required to construct the supporting
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structure and weekend possessions of each carriageway with contra flow on the opposing
carriage would be required. The impact would be severe but of short duration.

The modelled scenario for construction traffic and background HGV traffic flows is based on
a worst case assumption of excavation and concreting operations taking place simultaneously
at every work site throughout the scheme. The volume of HGV traffic within the area on the
R132 would not increase substantially as a result of construction. The highest increase in
HGV and construction vehicle traffic would occur northbound on teh R132 between the
Pinnock Hill Roundabout and the Malahide Road – an increase of 20 HGV movements is
predicted. The impact would be Slight.

Regarding the construction phase impact on general traffic, the volume of general traffic on
the R132 would be reduced during the construction of the proposed scheme, with a reduction
of over 250 vehicles per hour heading southbound between Pinnock Hill Roundabout and
Fostertown. There are no indications of Severe impacts on local traffic movements within the
area. Without mitigation, overall average car speeds in the area decrease from 56kph in the
do-minimum scenario to 44kph during construction, a 20% decrease in the AM peak hour
period. Without mitigation, this represents a Severe impact on traffic.

For the construction phase impact on public transport, bus lanes along the R132 would be
closed for the duration of the works. During the construction works bus speeds would be
similar to general traffic speeds. The impact on bus movement is classified as Slight. Existing
bus stops would be relocated in specific areas. Overall the impact on bus operations would be
Slight.

The construction impact on pedestrians and cyclists would include closing existing footpaths
in the vicinity of the realignment works of the R132 and alternative routes would be
provided. Pedestrian access to bus stops would be maintained and existing pedestrian
crossings of the R132 would be accommodated where alternative access is not available.
Pedestrian diversions would be no greater than 250m, crossing facilities would be provided,
and minimum footpath widths of 2m would be provided, resulting in impact being Slight.

Cyclists would be affected by the same turning restrictions and junction reconfigurations as
general traffic. The closure of bus lanes would have a negative impact and without mitigation
the impact would be Severe.
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Local Operational Impact

The MNTM traffic model for cars and light goods vehicles, during the operational phase for
2014 and 2029, shows a decrease in traffic volumes throughout the area - a direct result of the
model shift from car to the scheme.

For the park & ride at Fosterstown, traffic generated is generally expected to come from
estates located to the south west of Swords, Kinsealy and Malahide. There would be some
additional traffic generated by this facility on the Drynam Link Road. There may be some
localised increases in traffic volumes around each stop associated with car drop offs and bus
interchange. Given the transfer from car to public transport, the impact is assumed to be
Neutral.

The general increase in AM peak traffic volumes is reflected in the increased average
network car speed, resulting in a Slight positive impact on AM peak journey times.
Comparison between the off-peak do-minimum and do-something scenarios reveals marginal
increases in the average network car speed within the area.

The traffic flows for HGVs, except on the M1, shows a predicted impact estimated as
minimal.

Regarding the impact on public transport, there would be no impact on the level of bus
priority. Interchange facilities would be provided at the Fosterstown Stop for feeder services.
Pedestrian access to bus stops would be improved.

In relation to pedestrians and cyclists, good pedestrian links between Airside Retail Park and
the Fosterstown Stop would be provided. Footpaths would be extended on both sides of the
road north of the Retail Park junction up to the Fosterstown Stop and adjoining bus stops. A
pedestrian footbridge across the R132 would be provided at the northern end of the platform
to provide access to the Fosterstown Stop. The existing at-grade pedestrian crossing of the
R132 at the Retail Park would provide access to the stop from the south. Pedestrian security
on the platforms would be enhanced by good light and CCTV surveillance, with additional
infrastructure at all at-grade stops. Overall, the presence of the scheme for pedestrians would
have a Slight positive impact. There would be a Slight improvement on cycle conditions
along the R132 and covered cycle storage would be provided at Fosterstown Stop.
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Residual Local impact

Further local construction mitigation measures include:

•
•
•
•
•
•
•

The realignment of the R132 at an early stage.
Avoidance of the need to close the Airside Retail Park access road.
A reduced speed limit on the R132 to 50kph.
Construction work at Pinnock Hill Roundabout would occur when traffic volumes are
low.
The hours of operation and routes of construction vehicles will be strictly controlled.
The closure of the existing bus lanes on the R132 would lead to a moderate negative
impact on cyclists.
Measures to minimise risk to pedestrians and cyclists would be reviewed on an
ongoing basis.

Area MN103 – Dublin Airport

Local Construction Impact

The EIS notes that the construction phase includes utilities diversions and enabling works and
the main construction works. The assessment considers the main construction works only.

The alignment through this area would be predominantly in tunnel. The main tunnelling work
site would be in the Dardistown area on the south side of the airport within Area MN104. The
one stop in the area, at the airport, would be constructed from ground level and excavated to
facilitate the construction of the station platform, concourse, access and ventilation shafts and
other components. There would be no alterations to the general road networks as a result of
the construction. The internal road network within the airport would be subject to minor
modifications. The construction of the stop would not encroach on the public road network.

In relation to construction traffic and background HGV traffic flows, there would be more
than a 50% increase in HGV and construction vehicle traffic on the M1 between Drynam and
Airport Interchanges – approximately 200 additional vehicle movements per hour. Without
mitigation the impact on the M1 would be Severe.
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With regard to general traffic, there would not be a significant adverse impact on general
traffic volumes in the area. Traffic conditions would be monitored during the construction
phase to ensure there is not an adverse impact on the rate of accidents. Overall car speeds
would decrease by 10% during the AM peak hour period, with impact considered Slight.
There would be a negligible decrease in speeds during the off-peak hour.

The construction activity would not impact on the movement of buses or taxis and it would
not have a significant impact on pedestrians and cyclists. Pedestrian movement within the
airport would generally not be affected.

Local Operational Impact

In the do-something scenario there would be a general decrease in traffic volumes in the area
as a result of the modal shift from car to the proposed scheme as a means of accessing the
airport. It is also predicted that there would be a significant reduction in vehicles exiting the
airport eastbound on Corballis Road North. There is a predicted percentage increase in traffic
on the R132 between Corballis Road South and the Airport Roundabout but numbers are
small.

The decrease in AM-peak traffic volumes would be reflected in the increased average
network car speed in the area in future years.

Regarding HGV traffic, it is unlikely that the operation of the scheme would impact in a
substantial way.

The proposed scheme would have no impact on the level of bus priority. The predicted
impact on pedestrians and cyclists is neutral.

Residual Local impact

Further local construction mitigation measures include:
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•

Where appropriate, construction work requiring short term disruption and road
closures will be carried out when traffic volumes are lower (at night, weekends, or
during school holidays).

Further local operational mitigation measures include:

•

During the operational phase there would be ongoing liaison between the operator and
the road authority to ensure the safe and efficient operation of the system.

Area MN104 – Dublin Airport South Portal to Santry Avenue

Local Construction Impact

The EIS notes that the construction phase includes utilities diversions and enabling works and
the main construction works. The assessment considers the main construction works only.

There would be two stops at Dardistown and Northwood and the vertical alignment would
comprise underground, at-grade and elevated sections. The park & ride site at Dardistown
would serve as a construction work site. The main tunnel work site would be at Ballystruan.

At the tunnel work site at Ballystruan, the impact on traffic would be due to additional
construction traffic removing spoil from the tunnel. Access would be from Collinstown Lane
and construction traffic would access via the M1 and the Airport Interchange. The
Dardistown Stop would be constructed at-grade within a green field area with a park & ride
facility to the north constructed at-grade. There would be a low volume of construction
vehicle movements with a slight impact on general traffic movement. The alignment would
cross the M50 on a new bridge and the construction methodology ensures a minimum level of
disruption to motorway traffic. The Santry Lodge bridge would be a relatively small bridge.
Access to four houses would be maintained by temporary diversion around the works and the
impact would be slight. The Northwood Stop would be constructed at-grade within a green
field area and the impact would be minimal as the stop would be constructed entirely offroad. During construction the right-turn from Ballymun Road to the Santry Retail Park would
be prohibited whilst works are ongoing. An alternative vehicle access route to the Park is
available via Santry Avenue. Access would also be maintained from the southbound
carriageway of the Ballymun Road. The impact would be slight. The envisaged access
arrangements to IKEA would not be greatly impacted by the construction of the scheme.
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The modelled scenario for construction traffic and background HGV traffic flows is based on
a worst case assumption of excavation and concreting operations taking place simultaneously
at every work site throughout the scheme. The volume of HGV and construction traffic
within the area would increase substantially on the M1. There would be more than a 42%
increase in HGV and construction traffic on the M1 between the M50 and Airport
Interchanges, i.e. approximately 150 additional vehicle movements per hour. Without
mitigation this would be a severe impact. The volume of HGV traffic on the R108, Ballymun
Road increases substantially. Construction traffic would be assigned particular routes to and
from the sites, chosen to mitigate the impact of increases in HGV traffic in other areas. HGV
traffic would be routed through the areas that would benefit most from the completed
scheme. Without mitigation the impact would be Severe but of limited duration. The R132
south of Collinstown Cross and Collinstown Lane would experience a reduction in HGV
traffic due to the redistribution of background HGV traffic flows. There would be a relatively
small increase in related traffic on the M50 between the R108 and M1 Interchanges. Overall,
without mitigation, the construction traffic impact would be Moderate. However, there would
be localised Severe impacts on the R108 and M1.

Regarding the construction phase impact on general traffic, north of the M50 the impact
would be slight on general traffic flows. Without mitigation, the volume of general traffic on
the Ballymun Road (R108) would be reduced substantially during construction, attributed to
the reduction in the number of lanes available on the Ballymun Road, the reduction in
junction capacity and the high level of construction vehicle movements in the area. Traffic
modelling indicates that some traffic would divert onto alternative routes. Traffic model
results also indicate that the construction would result in a substantial decrease in traffic
volumes on the M50 and M1 in the area. Due to the redistribution of traffic north of the area,
the volume of traffic entering the area via the M50 and M1 would be reduced. Without
mitigation, average car speeds would decrease in the do-minimum scenario by 7.6% during
the AM peak hour period. Overall the average speed is high for the AM period and impact on
journey time and driver stress would be slight. During off-peak hours average car speeds
would equate to a slight decrease. Overall, even without mitigation, the transportation impact
of the construction on general traffic movement would be slight.

The impact on pedestrians and cyclists would be minimal.

Local Operational Impact

Access to existing private dwellings close to the Northwood Stop would be maintained.
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Regarding the impact on general traffic, there would be a general decrease in traffic volumes
throughout the area. There is a predicted increase in traffic volumes on the R132 northbound
approach to Collinstown Cross (Slight negative impact) due to an increase in the number of
vehicles in the Santry area taking advantage of the increased capacity on this route to access
Swords directly. The general decrease in AM-peak traffic volumes in the area is reflected in
the increased average network car speed. The impact on off-peak journey times is assumed to
be neutral. The absolute change in HGV volumes is Slight and there is no need to mitigate
further.

The proposal would have no impact on the level of bus priority in the area. It is likely new
bus routes would be created to serve ongoing development and they would make full use of
the interchange facilities at the Dardistown and Northwood Stops.

Currently, there is no major residential development or any significant social infrastructure
within the area and, as a result, there are very low levels of pedestrian and cycle activity.
With future development the scheme would provide the opportunity to develop the
infrastructure required for the growth of these modes.

Residual Local Impact

Further local construction mitigations measures include:

•
•
•
•
•

Bus lanes would be maintained on the R108.
A speed limit of 50kph would be imposed on the R108.
The hours of operation of construction vehicles would be controlled.
On contract award the contractor would further develop construction vehicle routing
arrangements.
Appropriate measures to minimise risk to pedestrian and cyclist safety would be
reviewed on an ongoing basis.

Further local operational mitigation measures include:

•

The provisions of bus interchange facilities within close proximity to the two stops.
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In conclusion, it is stated that the RPA would liaise with relevant stakeholders to minimise
effects with illegal parking in the area.

Area MN105 – Santry Avenue to Albert College Park

Local Construction Impact

The EIS notes that the construction phase includes utilities diversions and enabling works and
the main construction works. The assessment considers the main construction works only.

The alignment through the area generally follows the Ballymun Road. Two stops would be
located within the area, Ballymun and DCU. The method of construction would be
predominantly cut-and-cover. Without mitigation, the construction would have a Severe
impact on traffic conditions, particularly along the Ballymun Road. During construction the
number of traffic lanes would be reduced from three to two in each direction. In addition,
alterations would be made to the layout, configuration and operation of a number of junctions
along the Ballymun Road. One traffic lane along the Ballymun Road would be designated as
a bus lane. Construction would take place in a phased manner.

Alterations likely to have the most significant traffic impact are changes to the road network
at Santry Cross, Ballymun Road/Coultry Road/Shangan Road junction, and Ballymun
Road/Collins Avenue junction.

With regard to construction traffic and background HGV flows, the modelled scenario shows
that the volume of HGV traffic on the Ballymun Road increases substantially as a result of
construction traffic generated by the scheme. Such traffic is to be assigned particular routes,
through areas that would benefit most from the scheme. The impact would be Severe but of
limited duration. Modelling also indicates that there would be a reduction in the level of
background HGV traffic as existing HGV traffic would divert onto alternative routes to avoid
the area. The overall impact is predicted to be Moderate, given the limited duration of works
and unlikely coinciding of construction peaks.

The impact on general traffic arising, without mitigation measures, would result in the
volumes of general traffic on Ballymun Road being substantially reduced due to the reduction
in the number of lanes available, the reduction in junction capacity, and the increase in
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construction vehicles. Some traffic would divert onto alternative routes to avoid the area and
traffic volumes would increase substantially along alternative parallel routes. Without
mitigation, there would be increases in traffic volumes through residential areas between
Santry Avenue and Collins Avenue. Without mitigation, average car speeds would decrease
by almost 10% during the AM peak hour period, resulting in a Moderate to Severe impact,
with additional queuing arising.

Regarding impact on public transport, bus priority measures would be retained. Existing bus
stops would be relocated to accommodate works in specific areas.

For pedestrians, it will be necessary to close existing footpaths and pedestrian crossings to
facilitate works. Preparatory works includes temporary widening of Ballymun Road. Existing
pedestrian infrastructure would be replaced by temporary routes. During the construction of
the Ballymun Stop Shangan Road would be closed and pedestrian access would be retained
through the works. Overall, the impact would be Slight to Moderate. Cyclists would be
permitted to access the bus lanes in each direction and would be affected by the same turning
restrictions and junction reconfigurations as general traffic. The overall impact would be
Moderate.

Local Operational Impact

The operational phase impact on general traffic would be negligible. There would be a slight
decrease in traffic volumes in the immediate area of the alignment as a result of modal shift.
There may be minor localised increases in traffic volumes in the vicinity of each stop
associated with car drop offs and bus interchange. With the transfer from car to public
transport, the predicted impact is assumed to be neutral. The decrease in the AM peak traffic
volumes is reflected in the increased average network car speed in the area. It is unlikely that
the operation of the scheme would impact on HGV traffic in a significant way.

The proposal would have no impact on the level of bus priority in the area. Bus interchange
facilities would be provided at the Ballymun Stop.

For pedestrians the Ballymun Stop would be located adjacent to the Ballymun Town Centre,
where there are good crossing facilities in the area. The DCU Stop would be located to allow
access to the campus via the western campus exit 200m to the south. Priority would be given
to pedestrians crossing from the residential areas to the west and schools. The reduction in
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traffic volumes on the Ballymun Road would reduce severance. There would be several new
pedestrian crossings at the DCU Stop. Overall, the scheme would have a very positive impact
on pedestrians. The provision of covered cycle storage facilities at stops may encourage
higher cycle numbers.

Residual Local Impact

Further local construction mitigations measures include:

•
•
•
•
•
•
•
•
•
•

Prior to cut-and-cover works, localised sections of Ballymun Road would be
temporarily realigned.
Bus lanes would be accommodated on the links between the junctions on Ballymun
Road.
There would be a peak hour clearway system on Ballymun Road.
The Scheme Traffic Management Plan would ensure construction vehicles would be
directed onto suitable roads.
A reduced speed limit of 50kph would be maintained on the R108.
Where appropriate, construction work requiring short term disruption and road
closures would be carried out when traffic volumes are lower.
The hours of operation of construction vehicles would be controlled.
Construction of replacement footpaths on Ballymun Road to replicate existing
pedestrian infrastructure.
Existing pedestrian facilities would be maintained at junctions and signalised
crossings on Ballymun Road.
Cyclists would be accommodated along bus lanes on links between junctions on
Ballymun Road.

Area MN106 – Albert College Park to Mater Stop

The EIS notes that the construction phase includes utilities diversions and enabling works and
the main construction works. The assessment considers the main construction works only.

South of the DCU Stop the alignment remains in cut-and-cover along the eastern edge of the
R108 for a short section before moving to bored tunnel in Albert College Park. There are
three stops within the area – Griffith Avenue, Drumcondra and the Mater and each would be
constructed in cut-and-cover boxes and would be off-road with individual site access

__________________________________________________________________________________
PL.06F.NA0003
An Bord Pleanala
Page 187 of 690

arrangements. There would be further work sites at Albert College Park and at St. Patrick’s
Ventilation and Escape Shaft off Millbourne Avenue.

Albert College Park would be the main tunnelling work site. Spoil would be removed and
transported north along the Ballymun Road, R108, towards the M50 and the Belinstown
depot. During peak hours it may be necessary to restrict the movement of construction
vehicles. A dedicated access would be provided from Ballymun Road. For the DCU Stop, a
dedicated access would be provided from Griffith Avenue. For St. Patrick’s Ventilation and
Escape Shaft traffic would be routed via Millbourne Avenue – inbound via Clonliffe Road
and outbound via Richmond Road. Constrauction access for the Drumcondra Stop would be
from Drumcondra Road resulting from the demolition of St. Vincent’s Centre for the Deaf.
There would be no access from St. Joseph’s Avenue. The western end of St. Alphonsus
Avenue would be closed during construction of the cut-and-cover box and local access would
be maintained via the Drumcondra Road. The construction of the Mater Stop is intended to be
phased to coincide with the Mater Hospital redevelopment. Thus, it would be likely the
commencement of its construction would pre-date other scheme construction works.

With regard to construction traffic and background HGV flows, the impact of additional
HGV traffic would be Severe along some sections of the road network without mitigation
measures. This is lowered to Moderate given the limited duration of works, the unlikely
possibility of construction peaks coinciding and with the introduction of mitigation measures.

The impact on general traffic arising would include general increases in westbound traffic
north of the city centre, notably on Griffith Avenue and Home Farm Road. Without
mitigation, average car speeds would decrease by 4.5% during the AM peak hour period.
Overall, the impact on general traffic is stated to be Slight to Moderate.

In relation to public transport, there would be significant alteration to existing bus priority
within the area. Some bus stops would be relocated away from site entrances. Overall impact
is deemed Slight. The Drumcondra Stop would be integrated with the existing rail station to
allow for transfer of passengers between the lines. The operation of the existing rail station
would be uninterrupted. The impact is deemed Slight.

In relation to pedestrians, access to DCU would be maintained at all times. A large proportion
of Albert College Park would be closed. Footpaths and crossings associated with schools
would be maintained. In the vicinity of the Drumcondra Stop there would be no major
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alteration to pedestrian infrastructure. In relation to cyclists, existing cycle lanes would be
retained, as would bus lanes. The overall impact is deemed Slight.

Local Operational Impact

The traffic model for cars and light vehicles, during the operational phase for 2014 and 2029,
shows the volumes of car traffic remaining relatively constant. Thus, no further mitigation is
deemed necessary. Along the R108 and M1 there is a positive impact resulting from the
modal shift. The off-street stops are designed to integrate with the public transport systems.
Parking at the Drumcondra and Mater Stops is deemed to be a problem and it is noted that
there may be pressure on parking on surrounding streets in the vicinity of the Griffith Avenue
Stop. The decrease in traffic volumes is reflected in the increased average network car speed
in the area in future years. Overall, the predicted impact on general traffic movements is seen
to be very positive.

In relation to public transport, the scheme would have no impact on bus priority. Bus
interchange facilities would exist at each of the stops. At Drumcondra there would be an
interchange with the Maynooth Suburban Rail Line.

For pedestrians, passengers would avail of the existing good pedestrian network in the
vicinity of the Griffith Avenue and Drumcondra Stops. There would be a positive impact on
the pedestrian network in the vicinity of the Mater with the pedestrian crossing to the north of
the stop entrance being upgraded and a new at-grade signalised pedestrian crossing of the N1
to the south of the entrance to the stop. Overall, the scheme is stated to have a very positive
impact. For cyclists, the reduced volumes of traffic would result in a safer and more pleasant
cycling environment and the impact is seen to be very positive.

Residual Local impact

Further local construction mitigation measures include:

•
•

The Scheme Traffic management Plan would be implemented for the city centre to
ensure construction impact is kept to a minimum.
Where appropriate, construction work requiring short term disruption and road
closures will be carried out when traffic volumes are lower (at night, weekends, or
during school holidays).
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•
•
•
•

The hours of operation of construction vehicles accessing/egressing sites will be
controlled.
On contract award, the contractor will further develop construction vehicle routing
arrangements.
Existing bus stops would be retained.
Construction vehicles in the Drumcondra area would be prohibited at times when
major events take place at Croke Park.

Area MN107 – Mater Stop to St. Stephen’s Green

Local Construction Impact

The EIS notes that the construction phase includes utilities diversions and enabling works and
the main construction works. The assessment considers the main construction works only.

The alignment would be wholly underground in this area. There would be three stops at
Parnell Square, O’Connell Bridge and St. Stephen’s Green. Construction works at the stops
would require substantial work areas at ground level and the stops would be excavated from
street level down. Sections of road and footpath space around each station site would be
unavailable to road users during construction. The construction of the stops would be carried
out concurrently for a considerable length of time. The impact on transportation in the city
would be most Severe during the critical construction phase. General traffic speeds would
decrease across the city centre. Construction vehicles would be restricted to designated
routes. The Outer and Inner Orbital Routes would remain unchanged by the construction of
the three stops.

Construction Site Traffic Management

The construction of the Parnell Square Stop would be primarily accommodated on Parnell
Square East between the junctions of Denmark Street Great/Gardiner Row and Rutland Place.
Works of shorter duration would be required on the other three sides of the Square. There
would be a substantial loss of street space for general traffic, bus, taxi and pedestrian
movement. One lane of traffic would be available during construction on Parnell Square East
and it would operate as a bus lane in the southbound direction. A portion of the existing
footpath would be maintained on the east side. The movement from Parnell Square North to
Denmark Street Great/Gardiner Row would be permitted. The right turn from here onto
Parnell Square east would be available for construction vehicles. The restrictions on general
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traffic on Parnell Square East are deemed to not have a significant impact. Bus lanes would
have to be relocated on Parnell Square East.

The construction of the O’Connell Bridge Stop would require separate work areas located in
O’Connell Street Lower, O’Connell Bridge and Westmoreland Street. Under current
proposals, construction works would be undertaken in approximately 15 construction phases.
Short term construction works would be required in other streets such as D’Olier Street,
Abbey Street and the Quays. Construction works on O’Connell Street Lower would result in
the reduction in the number of lanes on O’Connell Street Lower (Abbey Street to Eden Quay)
and O’Connell Bridge to three lanes. A new bridge would link Marlborough Street with
Hawkins Street to replace the lost southbound traffic lanes. The remaining lanes would be
two northbound general traffic lanes and one southbound contra-flow bus lane. Traffic
travelling southbound from the north inner city would be likely to divert onto existing bridges
east and west of O’Connell Street. The turn from Bachelors Walk onto O’Connell Street
would be retained. The right turn from here onto O’Connell Bridge would be prohibited.
Eastbound traffic (with the exception of buses and taxis) on Eden Quay would be prohibited
from turning right onto the new bridge. The west to east movement would remain unchanged
on the North Quays and traffic wishing to access the south side of the city would have to
avail of existing bridge crossings east and west of O’Connell Bridge. General traffic,
including taxis, would be unable to travel southbound over O’Connell Bridge. The
northbound right turn from O’Connell Bridge to Eden Quay would also be prohibited. South
of the bridge the main construction works would be confined to Westmoreland Street and it
would be fully closed for the duration of these works. The loss of capacity for general traffic
proceeding northbound via Westmoreland Street would not be replaced. Buses that currently
use Westmoreland Street would be given replacement priority on a new two-way
configuration on College Street and D’Olier Street. A restriction of general traffic would be
introduced on College Green and D’Olier Street northbound, only allowing two-way bus and
taxi movements through College Green. Provision for local access to Westmoreland Street,
D’Olier Street, College Street and Fleet Street would be available from the South Quays.
Buses travelling northbound through College Green can proceed eastbound along College
Street by using a bus lane and continuing north along D’Olier Street to reach O’Connell
Bridge. Buses can also continue to travel northbound on Westmoreland Street and turn right
into Fleet Street. D’Olier Street would operate as a two-way street, with two lanes
southbound for general traffic, taxi and bus movements and one lane northbound. At the
junction with Fleet Street and Townsend Street there would be two lanes southbound to
accommodate left turning traffic onto Townsend Street and movements onto College Street.
There would be one lane northbound on D’Olier Street immediately to the north of this
junction. The right turn movement from Fleet Street onto College Street would be prohibited.
Local access traffic would be permitted between Westmoreland Street and D’Olier Street.
The College Street approach towards Westmoreland Street would be three lanes, two
accommodating travel towards College Green and one functioning as a right turn lane into
Westmoreland Street to allow access to properties. Access to Fleet Street west of
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Westmoreland Street towards Temple bar would be prohibited. Access to Fleet Street
between Westmoreland Street and Price’s Lane would be prohibited. Alternative access
would be via Dame Street or Aston Quay and Anglesea Street. This would facilitate access to
the Fleet Street multi-storey car park. Fleet Street between Anglesea Street and Price’s Lane
would become two-way. The new bridge in the vicinity of Marlborough would have two
southbound lanes restricted to buses, taxis, pedestrians and cyclists. It is noted that the loss in
capacity on D’Olier Street, O’Connell Street and O’Connell Bridge would result in the
displacement of considerable volumes of general traffic from the core city centre road
network around O’Connell Bridge. The routes most likely to absorb the redistributed traffic
are stated to be Tara Street and Church Street northbound and Grattan Bridge and Talbot
Memorial Bridge southbound.

The main area of construction of the St. Stephen’s Green stop would include some of the
north west section of the Green, St. Stephen’s Green North between Dawson Street and
Grafton Street, and St. Stephen’s Green West between Grafton Street and Glovers Alley.
During construction, the existing one-way road running along St. Stephen’s Green North,
West and into Glovers Alley would be closed. All traffic accessing St. Stephen’s
Green/College of Surgeons car parks and the Fitzwilliam Hotel loading/servicing area and car
park would occur via Mercer Street. There would, therefore, be a loss of street space for
access traffic, taxi and servicing vehicles during this stop’s construction.

In relation to the accommodation of city centre traffic movements, to accommodate the
displacement of general traffic movements, traffic would be encouraged to use the Inner
Orbital Route. The following would apply:

•
•
•
•

East-West movements along the Quays would be maintained.
For southbound movements:
South-eastern movement from Dorset Street would turn onto Gardiner Street, turning
left around Beresford place and across Talbot Memorial Bridge. Traffic can then turn
right onto Georges Quay or left onto City Quay.
South central movement for those wishing to use O’Connell Street would be
permitted as far as Abbey Street where they would then turn left, travelling around
Beresford Place and south via Talbot Memorial Bridge.
South western movement would result in traffic travelling south west from Dorset
Street down Bolton Street, North King Street and Church Street and across Father
Mathew Bridge.
For northbound movements the closure of Westmoreland Street is a significant
barrier. Alternatives would be:
North western movement for traffic travelling north from Dublin Castle would travel
westbound along Dame Street, High Street, Bridge Street and over father Mathew
Bridge towards Church Street.
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•

North eastern movements would result in traffic from Dawson Street turning right
onto Nassau Street, left onto Westland Row, left onto Pearse Street, right onto Tara
Street and across the Liffey via Butt Bridge. Traffic coming from the south east of the
city centre would not experience changes to their routing.

Construction Traffic and Background HGV Flows

With regard to construction traffic and background HGV flows, existing HGV traffic would
be affected by the general traffic restrictions. Thus, HGV traffic movements are predicted to
increase along the Quays, the Port Tunnel and Church Street by 30 vehicles per hour during
the AM peak period with the impact seen as Moderate. In addition, the stops work would
result in approximately 12 construction vehicles accessing each site per hour with a similar
volume leaving. Specific access routes for each work site are to be detailed in the Scheme
Traffic Management Plan. Construction vehicle access to the Parnell Square work site would
be via the M1, Swords Road, and Dorset Street. For the O’Connell Bridge work sites it would
be via the M1, Port Tunnel and the North and South Quays. For St. Stephen’s Green work
site it would be via the M1, Port Tunnel, North Quays, South Quays, Westland Row and
Merrion Square. Construction vehicles leaving St. Stephen’s Green would do so via Dawson
Street, Lombard Street, Pearse Street and the North Quays heading towards the Port Tunnel.

The peak volume of construction traffic flows is stated to be relatively low and the overall
impact on general traffic movement is stated to be likely ‘Moderate’. In narrower streets with
high pedestrian activity the impact, such as around Dawson Street, the impact would be
Severe.

Servicing and Deliveries

The effects on servicing and deliveries will include the need to relocate a number of loading
bays in the city centre. Provisions would include the following:

•
•

Existing parking on the western side of Parnell Square East would be removed.
Premises would have access to the rear from Rutland Place.
In the O’Connell Street Lower area loading bays and vehicular access to them would
remain largely unchanged. Loading to the rear of properties on Earl Place, Thomas
Lane and on Price’s Street would continue to operate. Access would be affected by
the general changes to traffic movement. Servicing and delivery to premises in the
vicinity of the work sites would be agreed in consultation. Loading areas on the west
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•

side of Fleet Street would become a Clearway during peak periods. A small amount of
loading would be retained on the eastern side of D’Olier Street at the northern end.
Loading on Grafton Street and South King Street would be maintained. All vehicles
would exit via South King Street. Properties in St. Stephen’s Green North would be
serviced from the west from Grafton Street or from the east from Dawson Street.

Acknowledging that current levels of servicing and deliveries would be affected during
construction, the overall impact is described as Moderate due to relocation to suitable
locations and the extension of operating hours.

Impact on General Traffic

Statistics were presented for the AM peak hour (08.00-09.00). The statistics indicate that, in
general, queuing (up to 50% increase), time spent travelling (over 22% increase) and distance
travelled all increase considerably as a result of the proposed construction, without further
mitigation measures. The average speed would decrease by 20%. The impact would be
Severe and would require further mitigation. The number of cars entering the area would
drop by 5%.

The changes in traffic flow are considered. As a result of the closure of Westmoreland Street
and part of O’Connell Street Lower, there would be substantial decreases in traffic flow on
College Green, Dame Street, Nassau Street and O’Connell Street. There would be
considerable northbound increases over Farther Mathew Bridge. The impact would be Severe
on Bridge Street. Southbound increases on Capel Street and over Grattan Bridge and down
parliament Street would result in a Moderate impact. There would be substantial southbound
increases over Talbot Memorial Bridge and a Severe impact on Eden Quay at Marlborough
Street and over Talbot Memorial Bridge. Westbound increases on Dame Street would be
Moderate and westbound increases on Pearse Street would be Slight to Moderate. Reductions
in car traffic on College Green, Townsend Street, O’Connell Street and Kildare Street
southbound are noted.

Car Parks

Regarding multi-storey car parks, it is noted that there are 13 within the area. The access
arrangements for the majority remain unchanged. The car parks off Abbey Street and
O’Connell Street would be maintained via the Quays and O’Connell Street northbound.
Access to St. Stephen’s Green Shopping Centre, Royal College of Surgeons, Fitzwilliam
Hotel, Drury Street and Fleet Street car parks would be affected. For Fleet Street, access
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would be maintained from Aston Quay and Dame Street via Anglesea Street. For the car
parks in the St. Stephen’s Green area, there would be closure of the north-west corner of the
Green to traffic and car park access to the four car parks would be from Mercer Street via
Stephen Street Lower or York Street and via the right hand turn off Aungier Street. It is
submitted that overall the impact would be Slight as the majority of access arrangements
remain in place.

Emergency Vehicle Access

At all locations in the city centre access would be maintained for emergency vehicles and
they would not be subject to general traffic restrictions. It is submitted that the localised
congestion increases in the Parnell Square area would have a Slight impact on access to the
Rotunda Hospital. Emergency vehicles would be permitted to use bus lanes. The access to
Temple Street Hospital is stated to be unaffected.

Public Transport

Bus

Buses would be affected by a 6% reduction in average speed and bus kilometres lost to
queuing would increase by 21%, resulting in a Severe impact without mitigation. There
would be a loss of space necessary for stops, a loss of turnaround routes due to the closure of
Westmoreland Street, the loss of lay-over space, and change to routing available. Impacts
include:

•
•

•

The stops on Parnell Square East could not be maintained. This is seen to be a
Moderate impact.
The closure of Westmoreland Street to Aston Quay would have a significant impact,
with over 150 bus routes being altered. Replacement bus stops would also be
required. It is stated that the general traffic restriction on College Green would
provide valuable mitigation for bus services. The operation of the two termini at
Hawkins Street and Pearse Street would be revised.
The existing bus stops on St. Stephen’s Green North would be unaffected.

In conclusion, it is stated that the Scheme Traffic Management Plan would mitigate the
negative impact on bus services, as would the restrictions in College Green. The impact on
bus services and bus movement are both deemed to be Severe without mitigation.
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Luas

It is submitted that there would be no direct impact on these services.

Taxi

Taxi operations are predicted to be significantly impacted due to the need to relocate taxi
ranks and the introduction of contra flow bus lanes where taxis are prohibited. At the Parnell
Square Stop the single lane southbound would be a bus/taxi only lane and the impact is
deemed Slight. The O’Connell Bridge Stop construction would affect the taxi ranks on
Westmoreland Street and College Street. Taxi ranks at the northern end of O’Connell Street,
Sackville Place and on Cathedral Street would be unchanged. The taxi rank in front of the
Westin Hotel would be temporarily relocated to the western side of Westmoreland Street. The
College Street rank would be removed and relocated to the Westmoreland Street rank.

Taxis would not be permitted to use the contra flow bus lane southbound on O’Connell Street
and O’Connell Bridge and would travel southbound by turning left onto Abbey Street and
would cross the river by the new Marlborough Street bridge or by the Talbot Memorial
Bridge. Taxis northbound from Dame Street would travel eastbound along College Street,
turn left onto D’Olier Street and over O’Connell Bridge. Taxis using the rank at the southern
end of Westmoreland Street would travel north by way of Fleet Street onto Townsend Street
and left onto Tara Street and across Butt Bridge.

The rank on St. Stephen’s Green North would be relocated to a suitable location to ensure
that service coverage is maintained. Taxi accessibility to businesses on St. Stephen’s Green
West would be agreed in consultation.

The overall impact on taxis is described as Moderate.

Cyclists
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At Parnell Square East, the cycle infrastructure would be removed and suitable parking would
be identified with the City Council. The central median on the southern section of O’Connell
Street would be removed. Relocating cycle parking would be examined. The cycle lane on
the east side of O’Connell Street Lower would be removed. All parking on St. Stephen’s
Green North and West would be removed and supplementary parking would be provided on
South King Street. St. Stephen’s Green North and West would become fully pedestrianised.

Pedestrians

It is stated that as a result of the works pedestrians would be adversely impacts in the vicinity
of stop locations without mitigation measures. Reference is made to the requirement to
reduce footpath widths affecting level of service in the case of the O’Connell Bridge Stop and
the closure of key pedestrian crossing points across the northern end of Westmoreland Street.
The overall impact around O’Connell Bridge would be for a four year period and of varying
magnitude. It is expected that the impact would be low during the initial phases of
construction. During the peak period pedestrians would experience increased delays and
congestion. At St. Stephen’s Green, the hoarding lines would include some of the footpaths
along St. Stephen’s Green North/West. Existing levels of service would be maintained by
removing vehicular traffic access between St. Stephen’s Green and Glovers Alley. The
Fusiliers’ Arch entrance would be closed through all phases of construction. Access would be
maintained in the vicinity of York Street, Dawson Street and on St. Stephen’s Green West
and North. It is concluded that adequate space would be provided on St. Stephen’s Green
North and West to accommodate pedestrian circulation requirements during critical time
periods of the weekday morning and Saturday afternoon peaks. It is, however, noted that
pedestrians would experience some deterioration in their pedestrian environment as a
combined result of reduced pedestrian areas and increased pedestrian volumes.

Safety and the Mobility Impaired

Adequate provision of facilities for mobility impaired in the vicinity of Parnell Square is
noted with the existing Rotunda and Temple Street Hospitals and a crèche. The reduced
footpath width may create a difficult environment and the impact is considered Moderate to
Severe without mitigation. It is stated that the level of service in the area of the O’Connell
Bridge work sites should not form any barrier to movement. Level of congestion when
crossing north-south at O’Connell Bridge would result in the impact being Moderate to
Severe. In the St. Stephen’s Green area it is submitted that, given the level of service
available, the impact would be Slight.
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Local Operational Impact

The strategic/city wide operational impact is deemed to be beneficial as a result of the modal
shift. Vehicles with different origins and destinations would then utilise the road space freed
up. There would be some benefit to bus movement. There would be a pulse arrival pattern of
passengers leaving stops. The operational scheme would not necessitate major changes to the
current city centre traffic management arrangements. It is stated that access to vehicular
traffic from St. Stephen’s Green North to Glovers Alley would remain closed, as would
access to Fleet Street between Westmoreland Street and Price’s Lane.

It is submitted that the scheme would have only a Slight impact on general traffic patterns
within the city centre. The impact on average traffic speeds would be largely neutral, except
in the AM peak hour where there would be a slight positive impact in 2029. The impact on
deliveries, loading and unloading is deemed generally neutral. Only the vehicular access on
St. Stephen’s Green North, west of Dawson Street, would not be reinstated. Car park access
arrangements would generally return to current arrangements except access to the Fleet Street
car park would continue from South Quays via Price’s Lane and access to St. Stephen’s
Green, College of Surgeons, Fitzwilliam Hotel and Drury Street car parks would continue to
approach from the north via William Street South and from the south via York Street.
Overall, the impact on car park access is deemed neutral.

The impacts on public transport are seen as very positive with reference to significant
interconnectivity. The impact on taxis is deemed neutral at the Parnell Square and O’Connell
Bridge Stops and Slight at St. Stephen’s Green with the changes at St./ Stephen’s Green
West. The impacts on cyclists at the Parnell square and St. Stephen’s Green Stops are deemed
neutral while at O’Connell Bridge they are deemed Moderate with the loss of cycle lanes on
O’Connell Street Lower.

In relation to pedestrian impact the following is noted:

Parnell Square Stop

The underground stop would be served by two main access points, both located along the
western side of Parnell Square East. Two sets of escalators would provide the principal
means of access. Lifts would be provided in close proximity to provide access for mobility
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impaired. The footpaths would be widened either side of Parnell Square East. The impact on
pedestrian movement is concluded to be slightly positive.

O’Connell Bridge Stop

This would be served by three access points. Banks of escalators would provide the principal
means of access. Lifts would be provided in close proximity. One main access would be
provided on the western side of Westmoreland Street between Fleet Street and Aston Quay.
A second access would be located on the western side of O’Connell Street between Bachelors
walk and Abbey Street. The third access would be located on the opposite side of O’Connell
Street between Eden Quay and Abbey Street and would be in close proximity to the Luas Red
Line Stop at Abbey Street. This stop is predicted to be one of the busiest along the alignment.
The existing footpaths on the western side of Westmoreland Street would be widened to
accommodate the stop accesses. Footpaths on the east and west sides of O’Connell Street
would be widened. The impact on pedestrian congestion overall is deemed to be Moderate in
the vicinity.

St. Stephen’s Green Stop

This stop would be served by two main access points. One main access would be located near
the existing Luas Green Line platforms and a second access would be provided would be
located on St. Stephen’s Green North near the junction with Dawson Street. Emphasis is
placed on the provision of a pedestrian plaza between St. Stephen’s Green and Glovers Alley.
Reference is also made to the impact of the Interconnector station in place resulting in a
Slight to Moderate impact on pedestrians by 2029.

The predicted impact on mobility impaired would be Slight.

Residual Local Impact

The additional local construction mitigation measures include:

•

Implementation of the Scheme Traffic Management Plan to ensure construction
impact is kept to a minimum.
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•
•
•
•

A phasing plan to ensure all critical phases does not coincide.
Further development of construction vehicle routing by the Contractor.
Pedestrian diversions in operation.
Measures to minimise risk to pedestrian and cyclist safety.

The additional local operational measures include:

•
•
•

Use of the Dublin City Council urban traffic signal control system to optimise the
flow of traffic along the routes.
Provision of bus stop facilities close to the three stops.
Use of an awareness campaign for pedestrian and cyclist safety.

Volume 3, Book 1 of 2, presents traffic maps showing traffic speeds by area during the am
peak and off-peak periods in the do-minimum scenario and general traffic volumes along
selected routes.

Flora and Fauna

Under Volume 1, the baseline flora and fauna study area is described as generally
encompassing any area within 500m of the centre line of the proposed alignment. The study
area for designated sites comprises all areas within 10km of the central line of the alignment.
The data sources used to compile the baseline included designated conservation sites,
protected species, Red Data Book species, general information received from consultation,
habitat identification prior to field surveys, and habitat and species identification, mapping
and evaluation from field surveys. The Phase I survey of habitats was carried out in
August/September 2006 and March 2007. Consideration of the findings of the Phase I Habitat
Survey led to more detailed surveys being undertaken in 2007 and 2008 for badger, otter,
bats, and amphibians. A flight-line survey of wintering birds in the area of the Broad
Meadow Swords SPA was also carried out. The habitats along the route corridor were
divided up into a series of ‘ habitat complexes’ and the value of each was categorised
according to the criteria set out in the NRA guidance on assessing the ecological impacts
from road schemes (2006). The baseline categorisation subdivided the route into sections and
set functional values for these defined locations.

__________________________________________________________________________________
PL.06F.NA0003
An Bord Pleanala
Page 200 of 690

Annex D of Volume 3, Book 2 of 2, comprised information supporting the flora and fauna
chapters of the EIS and consisted of a ‘Habitats Regulations Assessment for Metro North
EIS’ and Bat Fauna Studies. The first report sets out the findings of the Habitats Regulations
Assessment process and describes the predicted impacts on the qualifying interest features of
the European sites. Construction and operational impacts are identified and mitigation
measures are scheduled. The second report assesses the likely impacts of the proposed works
on local bat populations, provides an understanding of bat habitats, foraging areas and
movements within the area, identifies resident bat species in St. Stephen’s Green and
suggests suitable mitigation measures.

Volume 2 sets out the findings on an area basis. The impact assessment methodology and the
potential impacts are described and the mitigation measures to be implemented are listed.
Sources and types of impact are described for the construction and operational phases. The
mitigation measures identified constitute a range of general measures applicable widely
throughout the route alignment. The assessment of residual impacts details the construction
and operational impacts on the range of habitat types within the area. The findings on an area
basis include the following:

Area MN101 – Belinstown to Swords Stop

The baseline categorisation in Volume 1 describes the area between the proposed depot and
the Broad Meadow/Ward River as being of moderate ecological value due to the presence of
protected species and bird species of conservation concern within an area of intensive
agricultural farmland. The Broad Meadow/Swords Estuary area to the east is of very high
ecological value due to its conservation status and the high number of protected species it
supports. The Broad Meadow/Ward River confluence is of high ecological value due to the
high number of protected species and the fish species inventory it supports. Swords and its
associated urban areas is an area of low ecological value. The recreational area north of
Estuary Roundabout and west of the alignment is also of low ecological value.

It is submitted that the majority of habitat complexes in Area MN101 are of low to moderate
local value to Functional Value (very low to low functional value). The main habitat
complexes of importance crossed by the route are the Broad Meadow and Ward Rivers which
flow into the Broad Meadow/Swords/Malahide Estuary, an area of international importance
lying to the east of the scheme.
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The assessment of residual impacts details the construction and operational impacts on the
range of habitat types within the area, on bats, badgers, otters, birds and aquatic fauna. The
assessment does not indicate any significant adverse environmental impacts for flora and
fauna within the area. In conclusion, an overview of the temporary and permanent land take
is provided, identifying habitat type, land area, the total existing area of habitat within Area
MN101 and the total area of habitat within the study area.

Area MN102 – Swords Stop to Dublin Airport North Portal

The baseline categorisation in Volume 1 describes the area north of Airside Business Park as
a habitat of medium ecological value due to the presence of protected species and a high
proportion of semi-natural habitat. The Fosterstown and Swords south area is described as
low ecological value due to the dominance of highly improved agricultural grassland. South
of Pavilions Shopping Centre the area is described as being of very low ecological value due
to intensive agricultural land use. South east of Fosterstown the ecological value of the land is
again very low for the same reason. The Sluice River is seen to support protected species and
acts as an important corridor habitat.

It is submitted that the habitat complexes are predominantly of low ecological value in the
area. It is noted that the Sluice River, lying at the extreme southern end of the area, is a
salmonid river flowing into the Baldoyle Bay SPA and of higher conservation value.

It is submitted that the mitigation measures detailed would ensure that the construction
activities do not result in pollution which would pass downstream and affect the Sluice River
Marsh pNHA. The construction impacts on habitats and species would not be significant. The
operational impacts on habitats and species would not be significant.

Area MN103 – Dublin Airport

The baseline categorisation in Volume 1 describes the area north of Dublin Airport as being
of low ecological value with no presence of protected species. Dublin Airport is seen to be of
very low ecological value. The Mayne River is regarded as of high ecological value as it
flows into the Baldoyle Bay SPA and cSAC.
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It is submitted that the majority of the route would be in tunnel and hence there would be no
ecological effects.

Area MN104 – Dublin Airport South Portal to Santry Avenue

The baseline categorisation in Volume 1 describes the area between the Airport and the M50
as a habitat complex that is highly modified and under intensive agricultural use. The M%0
area has some ecological value for species migration. Between the M50 and Ballymun the
area is viewed as of low ecological value. Santry Lodge to the south east of the M50 is of
minor ecological value as the area is highly modified. The Santry River is viewed as being of
moderate ecological value although moderately polluted and it is not known to support
salmonid species. Santry Demesne pNHA is seen as an important corridor habitat, supporting
rare plant species and bat species.

It is submitted that the majority of the alignment crosses arable fields above ground to the
north of the M50 and at Santry Lodge it crosses a short section of mixed broadleaved/conifer
woodland. The development is not seen to impact on Santry Demesne pNHA due to the
distance therefrom and the Santry River is culverted in the vicinity of the alignment.

Area MN105 – Santry Avenue to Albert College Park

The baseline categorisation in Volume 1 describes the area between Ballymun and the
northern bank of the Tolka River (north of Drumcondra) as a habitat supporting
predominantly artificial surfaces and of very low ecological value.

It is noted that for this section the scheme runs underground under the existing streetscape of
Ballymun Road, with artificial surfaces being the dominant habitat type.

Area MN106 – Albert College Park to Mater Stop

The baseline categorisation in Volume 1 describes Albert College Park as being of low
ecological value but an important stepping stone habitat. Griffith Park is also seen as an
important stepping stone habitat. The Tolka River is seen to be characterised by
predominantly artificial habitats. It is of note because it supports salmonid species and feeds
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into the Tolka Estuary SPA. The functional value of the area between south of the Tolka and
north of the Royal Canal is viewed as having a very low functional value. The Royal Canal is
a pNHA and is of high ecological value.

As the majority of this section is tunnelled it is seen not to cause significant impacts on flora
and fauna.

Area MN107 – Mater Stop to St. Stephen’s Green

The baseline categorisation in Volume 1 describes the section between the Royal Canal and
the River Liffey as a habitat complex of low functional value. The River Liffey is seen to be
one of the most important corridor habitats in the city and is of high ecological value. South
of the river towards St. Stephen’s Green the habitat complex is viewed as being of very low
functional value. St. Stephen’s Green is regarded as medium ecological value, an important
feeding habitat for three bat species and a stepping stone habitat. Iveagh Gardens to the south
is again described as an important stepping stone habitat.

It is stated that the assessment has given particular consideration to the likelihood of
significant effects on European sites of nature conservation importance downstream from the
construction works in and around the River Liffey. It is submitted that the integrity of the
European sites will not be adversely affected provided that the mitigation measures to prevent
pollution and avoidance of changes to natural drainage conditions are adopted, implemented
and monitored. Significant impacts to bat species in St. Stephen’s Green are not predicted.
The introduction of the Bailey bridge would not be seen to have a significant impact on fish
species using the Liffey.

Volume 3, Book 1 of 2, presents maps on baseline flora and fauna habitat types, on habitat
complexes and bat records, and on flora and fauna impact.

Soils and Geology
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Under Volume 1, the baseline study area encompasses a width of 500m on both sides of the
alignment. The sources of information acquired were soil types and geology along the
alignment, soil types and geology along the Port Tunnel route, and soil analytical results from
the GSI. The criteria for baseline categorisation are identified and the results for the baseline
categorisation are shown. Made ground around the Swords, Airport and Drumcondra areas is
acknowledged. In relation to contamination encountered, the analytical parameters for all
samples analysed were below the assessment criteria for commercial properties. In general,
the vast majority of analytical parameters for samples analysed were below the assessment
criteria for residential properties. With regard to settlement, reference is made to the baseline
environment being determined by undertaking Baseline Movement Surveys and to baseline
movement monitoring being undertaken as close as possible to the construction phase. It is
stated that it is not envisaged that the baseline movement surveys will show a significant
fluctuation in ground movement along the route due to the natural environmental conditions.
Volume 1 shows the results of the baseline categorisation on an area basis.

The findings on an area basis included the following:

MN101 – Belinstown to Swords Stop

From Volume 1, the functional value of the area between Belinstown and Estuary
Roundabout is categorised ‘Medium’. The area between Estuary Roundabout and the Swords
Stop is predominantly ‘Very Low’ or ‘Low’, while the area between Swords Stop and the
entrance to Airside Retail Park is categorised predominantly as ‘Very Low’.

In Volume 2 the study area for the assessment encompasses a width of 50m on both sides of
the alignment for geology, land use, subsoils and ecology, 1km approx. for preliminary
ground investigation, and for construction compounds all areas within 50m of construction
site boundaries. This volume describes the source and types of potential impacts and details
the mitigation measures to be put in place. Mitigation measures are defined for adverse
impacts deemed to be of Medium or greater significance prior to mitigation. The residual
impact is then evaluated in terms of magnitude and significance for the construction and
operational phases.

It is noted that the only underground structure in Area MN101 is the Malahide Roundabout
underpass and it is stated that no significant settlement impacts are anticipated. Mitigation
measures include minimising paved areas, limiting compaction of areas, avoidance of
excavation where possible, the development of a waste management plan in relation to
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storing, managing, moving, re-using and disposing of waste and spoil, and the
implementation of an occupational monitoring programme to ensure no adverse impacts arise
as a result of the tunnel construction process due to migration of ground gases which may be
mobilised during construction.

Volume 3, Book 1 of 2, presents maps on baseline soil and geology and the results of the
baseline categorisation are illustrated.

Area MN102 – Swords Stop to Dublin Airport North Portal

From Volume 1, the functional value of the area is determined to be predominantly
‘Medium’.

In Volume 2 the study area for the assessment encompasses a width of 50m on both sides of
the alignment for geology, land use, subsoils and ecology, 1km approx. for preliminary
ground investigation, for construction compounds all areas within 50m of construction site
boundaries, and for construction-generated ground movement the greater of the distance
equating to the depth of the excavation measured from the face of the excavation or the
position of the predicted 2mm settlement contour line. The criteria used to assess the different
impacts associated with the scheme are identified. The method of assessing the impact of
ground movements, and in particular the response of buildings and infrastructure to
excavation-induced ground movements is based on a progressive approach, where successive
assessment and elimination allows concentration on property considered to be at potential
risk. A four-stage assessment process was adopted. At each stage a review of the proposed
construction methods is carried out and, where appropriate, the construction methods are
amended to reduce the risk of potential damage. The stages are: Stage 1 – Preliminary
‘Greenfield’ Settlement Analysis, Stage 2A – Initial Response Assessment, Stage 2B –
Review of 2A Initial Response Assessment, and Stage 3 – Detailed Response Assessment. In
relation to Stage 1, for the proposed scheme any building where the predicted settlement is
less than 10mm and the predicted slope is less than 1/500 is not subject to further assessment
in accordance with the guidance provided by CIRIA Project Report 30 ‘Prediction and effects
of ground movements caused beneath urban areas’. It is stated that settlement and slope less
than these values corresponds to a negligible damage classification. Buildings and structures
deemed to be particularly susceptible to ground movements or of significant public interest
are also progressed to the next assessment stage. Also, any item of infrastructure that falls
within the predicted 2mm contour line is selected for further assessment. Stage 2A involves
the assessment of the response of buildings and infrastructure to predicted ground movements
and, where appropriate, the consideration of possible mitigation measures. All buildings are
individually assessed using a limiting tensile strain approach. Buildings identified as being in
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the negligible, very slight or slight damage risk category are not assessed further. The Stage
2A assessment of infrastructure involves an assessment of the impact of predicted ground
movements against specified limiting criteria set down by standards or infrastructure owner’s
guidance documents. Stage 2B provides for a review and update of the two previous stages.
Stage 3 provides a detailed assessment of all buildings, utilities and infrastructure carried
over from Stage 2B and the design and implementation of protection measures as appropriate.
Stages 1 and 2A have been undertaken by the applicant and the remaining stages of the
process would be undertaken by the Contractor.

Mitigation measures are defined for adverse impacts deemed to be of Medium or greater
significance prior to mitigation or are undertaken to manage ground movements generated by
tunnelling and cut-and-cover construction. The settlement mitigation measures would include
ground investigation, substructure surveys and building records, alignment design, internal
measures, instrumentation and monitoring, action and contingency plans, resurfacing of the
highway, and a property protection scheme. Other mitigation measures at the construction
phase include minimising paved areas, limiting compaction of areas, avoidance of excavation
where possible, the development of a waste management plan in relation to storing,
managing, moving, re-using and disposing of waste and spoil, and the implementation of an
occupational monitoring programme to ensure no adverse impacts arise as a result of the
tunnel construction process due to migration of ground gases which may be mobilised during
construction. The residual impact is then evaluated in terms of magnitude and significance
for the construction and operational phases.

The significance of the residual impact for settlement associated with the Fosterstown
Underpass is deemed to be Very Low. At the operational phase, mitigation measures would
include scheme maintenance work undertaken along the track and stops.

Area MN103 – Dublin Airport

From Volume 1, the functional value of the area is determined to be predominantly ‘Very
Low’.

In Volume 2 the study area for the assessment encompasses a width of 50m on both sides of
the alignment for geology, land use, subsoils and ecology, 1km approx. for preliminary
ground investigation, and for construction compounds all areas within 50m of construction
site boundaries. For construction-generated ground movement, in relation to stop boxes, the
study area is the greater of the distance equating to the depth of the excavation measured
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from the face of the cut and cover excavation or the position of the predicted 2mm settlement
contour line, while in relation to tunnels it is the greater of 30m from the tunnel centreline or
the position of the predicted 2mm settlement contour line. The criteria used to assess the
different impacts associated with the scheme are identified.

Mitigation measures are defined for adverse impacts deemed to be of Medium or greater
significance prior to mitigation or are undertaken to manage ground movements generated by
tunnelling and cut-and-cover construction. Tunnelling generated ground movements are not
expected to compromise the airport operations. The settlement mitigation measures would
include ground investigation, substructure surveys and building records, alignment design,
internal measures, instrumentation and monitoring, action and contingency plans, resurfacing
of the highway, and a property protection scheme. Other mitigation measures at the
construction phase include minimising paved areas, limiting compaction of areas, avoidance
of excavation where possible, the development of a waste management plan in relation to
storing, managing, moving, re-using and disposing of waste and spoil, and the
implementation of an occupational monitoring programme to ensure no adverse impacts arise
as a result of the tunnel construction process due to migration of ground gases which may be
mobilised during construction. The residual impact is then evaluated in terms of magnitude
and significance for the construction and operational phases.

The impact of paved areas is described as predominantly Low to Very Low and Medium to
High in the area of the Northern Airport Tunnel Portal. The same would apply to potentially
disturbed ground impacts.

Area MN104 – Dublin Airport South Portal to Santry Avenue

From Volume 1, the functional value of the area is determined to be predominantly
‘Medium’.

In Volume 2 the study area for the assessment encompasses a width of 50m on both sides of
the alignment for geology, land use, subsoils and ecology, 1km approx. for preliminary
ground investigation, and for construction compounds all areas within 50m of construction
site boundaries. For construction-generated ground movement, in relation to stop boxes, the
study area is the greater of the distance equating to the depth of the excavation measured
from the face of the cut and cover excavation or the position of the predicted 2mm settlement
contour line, while in relation to tunnels it is the greater of 30m from the tunnel centreline or
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the position of the predicted 2mm settlement contour line. The criteria used to assess the
different impacts associated with the scheme are identified.

To assess the impact of ground movements on the area, a Stage 1 Preliminary Ground
Movement Assessment and Stage 2A Preliminary Building Response Assessment were
undertaken.

Mitigation measures are defined for adverse impacts deemed to be of Medium or greater
significance prior to mitigation or are undertaken to manage ground movements generated by
tunnelling and cut-and-cover construction. The settlement mitigation measures would include
ground investigation, substructure surveys and building records, alignment design, internal
measures, instrumentation and monitoring, action and contingency plans, resurfacing of the
highway, and a property protection scheme. Other mitigation measures at the construction
phase include minimising paved areas, limiting compaction of areas, avoidance of excavation
where possible, the development of a waste management plan in relation to storing,
managing, moving, re-using and disposing of waste and spoil, and the implementation of an
occupational monitoring programme to ensure no adverse impacts arise as a result of the
tunnel construction process due to migration of ground gases which may be mobilised during
construction. The residual impact is then evaluated in terms of magnitude and significance
for the construction and operational phases.

The residual impact for the area at the construction phase is a maximum predicted settlement
of 15mm and the significance of the impact is deemed Very Low. At the operational phase
the scheme is not predicted to generate further ground movement. The underground
structures would be designed as watertight and, thus, long term ground movements beyond
the construction phase are not expected to occur.

Area MN105 – Santry Avenue to Albert College Park

From Volume 1, the functional value of the area is determined to be predominantly ‘Very
Low’.

In Volume 2 the study area for the assessment encompasses a width of 50m on both sides of
the alignment for geology, land use, subsoils and ecology, 1km approx. for preliminary
ground investigation, and for construction compounds all areas within 50m of construction
site boundaries. For construction-generated ground movement, in relation to stop boxes and
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cut-and-cover tunnels, the study area is the greater of the distance equating to the depth of the
excavation measured from the face of the cut and cover excavation or the position of the
predicted 2mm settlement contour line. The criteria used to assess the different impacts
associated with the scheme are identified.

Mitigation measures are defined for adverse impacts deemed to be of Medium or greater
significance prior to mitigation. The settlement mitigation measures would include ground
investigation, substructure surveys and building records, alignment design, internal measures,
instrumentation and monitoring, action and contingency plans, particular mitigation and
protection measures for highways and buildings, and a property protection scheme. Two
buildings have been identified in the area that, due to their condition, could potentially be
susceptible to movement and potential structural mitigation measures are outlined. Other
mitigation measures at the construction phase include minimising paved areas, limiting
compaction of areas, avoidance of excavation where possible, the development of a waste
management plan in relation to storing, managing, moving, re-using and disposing of waste
and spoil, and the implementation of an occupational monitoring programme to ensure no
adverse impacts arise as a result of the tunnel construction process due to migration of ground
gases which may be mobilised during construction. The residual impact is then evaluated in
terms of magnitude and significance for the construction and operational phases.

The significance of the settlement impact is described as Very Low. The impact of paved
areas is described as Low to Very Low, as is the impact of potentially disturbed ground.

Area MN106 – Albert College Park to Mater Stop

From Volume 1, the functional value of the area is determined to be predominantly ‘Very
Low’.

In Volume 2 the study area for the assessment encompasses a width of 50m on both sides of
the alignment for geology, land use, subsoils and ecology, 1km approx. for preliminary
ground investigation, and for construction compounds all areas within 50m of construction
site boundaries. For construction-generated ground movement, in relation to tunnels, the
study area is the greater of 30m horizontal distance from the tunnel centreline to the position
of the predicted 2mm settlement contour line, while in relation to cut-and-cover structures, it
is the greater of the distance equating to the depth of the excavation measured from the face
of the cut and cover excavation or the position of the predicted 2mm settlement contour line.
The criteria used to assess the different impacts associated with the scheme are identified.
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The method of assessing the impact of ground movements, and in particular the response of
buildings and infrastructure to excavation-induced ground movements is based on a
progressive approach, where successive assessment and elimination allows concentration on
property considered to be at potential risk. A four-stage assessment process was adopted. At
each stage a review of the proposed construction methods is carried out and, where
appropriate, the construction methods are amended to reduce the risk of potential damage.
The stages are: Stage 1 – Preliminary ‘Greenfield’ Settlement Analysis, Stage 2A – Initial
Response Assessment, Stage 2B – Review of 2A Initial Response Assessment, and Stage 3 –
Detailed Response Assessment. In relation to Stage 1, for the proposed scheme any building
where the predicted settlement is less than 10mm and the predicted slope is less than 1/500 is
not subject to further assessment in accordance with the guidance provided by CIRIA Project
Report 30 ‘Prediction and effects of ground movements caused beneath urban areas’. It is
stated that settlement and slope less than these values corresponds to a negligible damage
classification. Buildings and structures deemed to be particularly susceptible to ground
movements or of significant public interest are also progressed to the next assessment stage.
Also, any item of infrastructure that falls within the predicted 2mm contour line is selected
for further assessment. Stage 2A involves the assessment of the response of buildings and
infrastructure to predicted ground movements and, where appropriate, the consideration of
possible mitigation measures. All buildings are individually assessed using a limiting tensile
strain approach. Buildings identified as being in the negligible, very slight or slight damage
risk category are not assessed further. The Stage 2A assessment of infrastructure involves an
assessment of the impact of predicted ground movements against specified limiting criteria
set down by standards or infrastructure owner’s guidance documents. Stage 2B provides for a
review and update of the two previous stages. Stage 3 provides a detailed assessment of all
buildings, utilities and infrastructure carried over from Stage 2B and the design and
implementation of protection measures as appropriate. Stages 1 and 2A have been undertaken
by the applicant and the remaining stages of the process would be undertaken by the
Contractor.

To assess the impact of ground movements on the area, a Stage 1 Preliminary Ground
Movement Assessment and Stage 2A Preliminary Building Response Assessment were
undertaken.

Impacts predicted suggest that it is possible that during the construction provision may need
to be made for planned road maintenance, in particular Griffith Avenue, North Circular Road
and Eccles Street in addition to resurfacing of roads on the cessation of ground movements. It
is predicted that the operation of railways in this area would not be compromised during
construction and the impacts on bridges by way of settlement are not expected to result in
damage. Similarly the predicted impacts on the Tolka and Royal Canal are not significant.
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Mitigation measures are defined for adverse impacts deemed to be of Medium or greater
significance prior to mitigation, or are undertaken to manage ground movements generated
by cut-and-cover and tunnel (mined or bored) construction. The settlement mitigation
measures would include ground investigation, substructure surveys and building records,
alignment design, internal measures, instrumentation and monitoring, action and contingency
plans, particular mitigation and protection measures for highways and buildings, and a
property protection scheme. Twenty-five buildings have been identified in the area that, due
to their condition, could potentially be susceptible to movement and potential structural
mitigation measures are outlined. Other mitigation measures at the construction phase include
minimising paved areas, limiting compaction of areas, avoidance of excavation where
possible, the development of a waste management plan in relation to storing, managing,
moving, re-using and disposing of waste and spoil, and the implementation of an
occupational monitoring programme to ensure no adverse impacts arise as a result of the
tunnel construction process due to migration of ground gases which may be mobilised during
construction. The residual impact is then evaluated in terms of magnitude and significance
for the construction and operational phases.

The settlement impacts south of DCU to south of Griffith Avenue are predicted at a
maximum of 60mm, for south of Griffith Avenue 40mm, for south of Drumcondra to south of
Mater 60mm, and for south of Mater to O’Connell Bridge 50mm. The summary of residual
impacts concludes that the impact of paved areas is Medium to Very Low, as is the impact of
potentially disturbed ground. During the operational phase, the scheme infrastructure is
predicted not to generate further ground movement.

Area MN107 – Mater Stop to St. Stephen’s Green

From Volume 1, the functional value of the area is determined to be predominantly ‘Very
Low’.

In Volume 2 the study area for the assessment encompasses a width of 50m on both sides of
the alignment for geology, land use, subsoils and ecology, 1km approx. for preliminary
ground investigation, and for construction compounds all areas within 50m of construction
site boundaries. For construction-generated ground movement, in relation to tunnels, the
study area is the greater of 30m horizontal distance from the tunnel centreline to the position
of the predicted 2mm settlement contour line, while in relation to cut-and-cover structures, it
is the greater of the distance equating to the depth of the excavation measured from the face
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of the cut and cover excavation or the position of the predicted 2mm settlement contour line.
The criteria used to assess the different impacts associated with the scheme are identified.

To assess the impact of ground movements on the area, a Stage 1 Preliminary Ground
Movement Assessment and Stage 2A Preliminary Building Response Assessment were
undertaken.

Impacts predicted suggest that it is possible that during the construction provision may need
to be made for planned road maintenance from St. Joseph’s Parade to the Dublin Spire. Some
resurfacing may be necessary on the cessation of ground movements in the vicinity of the
O’Connell Bridge Stop and Westmoreland Street. Along St. Stephen’s Green West and
North, settlements from box construction within the park may result in the need for some
resurfacing of the roads and pathways. In relation to buildings, structures that would be
subject to detailed Stage 3 Assessment would include Parnell Square East hotels, Findlaters
Church, a Telecom Éireann building, a Georgian terrace at Parnell Square, the Gate Theatre,
and Ambassador Cinema. South of Parnell Square to Bachelors Walk, 11 buildings have been
identified to be taken forward to the Stage 3 Assessment Stage. From College Green to St.
Stephen’s Green only prominent structures have been identified as requiring further detailed
assessment at Stage 3. Buildings that fall within the zone of influence of the cavern structures
that would accommodate the crossing of the Interconnector Eastbound tunnel beneath the
metro would be considered for Stage 3 assessment. The walls of the Liffey would also be
subject to further assessment, as would O’Connell Bridge.

Mitigation measures are defined for adverse impacts deemed to be of Medium or greater
significance prior to mitigation, or are undertaken to manage ground movements generated
by cut-and-cover and tunnel (mined or bored) construction. The settlement mitigation
measures would include ground investigation, substructure surveys and building records,
alignment design, internal measures, instrumentation and monitoring, action and contingency
plans, particular mitigation and protection measures for highways and buildings, and a
property protection scheme. Buildings have been identified in the area that, due to their
condition, could potentially be susceptible to movement and potential structural mitigation
measures are outlined. In addition, the ground conditions between St. Joseph’s Parade to
Parnell Square Stop and beyond to include the Gate Theatre and Ambassador may require
ground treatment prior to tunnelling beneath certain buildings. A Principal Bridge inspection
would be undertaken to gather details of general condition of O’Connell Bridge to determine
appropriate measures. Monuments would be monitored during construction. Other mitigation
measures at the construction phase include minimising paved areas, limiting compaction of
areas, avoidance of excavation where possible, the development of a waste management plan
in relation to storing, managing, moving, re-using and disposing of waste and spoil, and the
implementation of an occupational monitoring programme to ensure no adverse impacts arise
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as a result of the tunnel construction process due to migration of ground gases which may be
mobilised during construction. The residual impact is then evaluated in terms of magnitude
and significance for the construction and operational phases.

The summary of residual impacts concludes that the impact of paved areas is Medium to
Very Low, as is the impact of potentially disturbed ground. During the operational phase, the
scheme infrastructure is predicted not to generate further ground movement.

Groundwater

Under Volume 1, the geographical scope of the assessment comprised an area 500m to either
side of the alignment. A desktop review was carried out to establish the baseline groundwater
environment. Information was acquired on aquifer characteristics and importance,
groundwater quality, and aquifer sensitivity. A description of the baseline environment for
the scheme, based on the designation of four areas, was provided with reference to geology,
aquifer type, groundwater depth, groundwater flow, groundwater vulnerability and potential
contamination. The designated areas were Belinstown Stop to Lissenhall Stop, Lissenhall
Stop to Dublin Airport Stop, Dublin Airport Stop to DCU Stop, and DCU Stop to St.
Stephen’s Green Stop.

In Volume 2, the study area complied with that set out in Volume 1. This volume describes
the source and types of potential impacts and details the mitigation measures to be put in
place. Mitigation measures are defined for adverse impacts deemed to be of medium or
greater significance prior to mitigation. The residual impact is then evaluated in terms of
magnitude and significance for the construction and operational phases. Good housekeeping
practices were outlined as construction phase mitigation measures, inclusive of discharge of
potentially contaminated groundwater, foul water generated and the application of good
construction practices.

The findings on an area basis included the following:

MN101 – Belinstown to Swords Stop
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From Volume 1, it is noted that in the area designated Belinstown to Lissenhall the depth of
bedrock ranges from 4.0m bgl to 20.9m bgl, that the aquifer underlying the area is classified
as a ‘locally important aquifer that is moderately productive in local zones’, and that the
depth of groundwater is generally shallow and ranges from 1.8mbgl to 5.8m bgl. The general
direction of groundwater flow is expected to be in a south easterly direction towards coastal
areas and the proposed alignment crosses an area where the groundwater vulnerability ranges
from high to low. The applicant’s consultants have defined the groundwater vulnerability as
extreme, with subsoil consisting of low permeability glacial tills and groundwater
encountered within 3m of the surface. The potential sources of historic/current contamination
in the area are limited to activities associated with farming practices.

From Volume 1, it is noted that, in the area designated Lissenhall to Dublin Airport, the depth
to bedrock within Swords can be shallow (approximately 1.5m bgl), that the aquifer
underlying the area is classified as a ‘locally important aquifer that is moderately productive
in local zones’, and that the depth of groundwater in the Swords area ranges from 1.0m bgl
approximately to 7.5m bgl. In general, the groundwater in this area is expected to flow in an
easterly direction towards coastal areas and the proposed alignment crosses an area where the
groundwater vulnerability ranges from high to low. The applicant’s consultants have defined
the groundwater vulnerability as high to extreme, with subsoil consisting of low permeability
glacial tills and groundwater encountered within 3-5m of the surface. The potential sources of
historic/current contamination in the area include business park/industrial uses along the
R132, a wastewater treatment plant east of Estuary Roundabout, a vehicle recovery yard at
Lissenhall Bridge, Swords Business Park east and south of Seatown roundabout, Tionscail
Industrial Estate adjacent to Seatown Roundabout, and historic quarries adjacent to Chapel
Lane.

Table 18.4 provides a summary of the functional values applied to each section of the
alignment. Area MN101 is defined as Lissenhall to Nevinstown and not Belinstown to
Swords. The functional value applied to this area is ‘Medium’.

In Volume 2, it is submitted that all of the impacts identified for the construction phase for
this section of the route were found to be of low significance.

It is submitted that all of the impacts identified for the operational phase for this section of
the route were found to be of low significance. The application of good housekeeping
practices were again advanced as mitigation measures to protect groundwater sources,
inclusive of containment of substances within the depot, the provision of a hydrocarbon
__________________________________________________________________________________
PL.06F.NA0003
An Bord Pleanala
Page 215 of 690

interceptor at the park & ride facility, adequate drainage of hardstanding areas, and
appropriate measures for treatment of trade effluent and domestic sewage.

Area MN102 – Swords Stop to Dublin Airport North Portal

From Volume 1, it is noted that the subsoils consist or predominantly made ground, that the
depth to bedrock within the area varies significantly and ranges from 2.0 to >38m bgl, that
the aquifer underlying the area is classified as a ‘locally important aquifer that is moderately
productive in local zones’, and that the the groundwater in the area is used for industrial
purposes. The depth of groundwater south of the Swords area ranges from 1.0m bgl
approximately to 12.12m bgl. In general, the groundwater in this area is expected to flow in
an easterly direction towards coastal areas and the proposed alignment crosses an area where
the groundwater vulnerability ranges from high to low. The applicant’s consultants have
defined the groundwater vulnerability as high to extreme, with subsoil consisting of low
permeability glacial tills and groundwater encountered within 3-5m of the surface. The
potential sources of historic/current contamination in the area include Airside Business Park
and a petrol station and scrap yard adjacent to the entrance to Boroimhe Estate.

Table 18.4 provides a summary of the functional values applied to each section of the
alignment. Area MN102 is defined as Nevinstown to Fosterstown South. The functional
value applied to this area is ‘Medium’.

In Volume 2, it is submitted that all of the impacts identified for the construction phase for
this section of the route were found to be of low significance.

It is submitted that all of the impacts identified for the operational phase for this section of
the route were found to be of low significance. The application of good housekeeping
practices were again advanced as mitigation measures to protect groundwater sources,
inclusive of maintaining the substation at the Fosterstown Stop and appropriate measures for
treatment of trade effluent and domestic sewage.

Area MN103 – Dublin Airport

From Volume 1, it is noted that the subsoils consist or predominantly made ground, that the
depth to bedrock within the area varies significantly and ranges from 2.0 to >38m bgl, that
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the aquifer underlying the area is classified as a ‘locally important aquifer that is moderately
productive in local zones’, and that the groundwater in the area is used for industrial
purposes. The depth of groundwater in the area ranges from 1.3m bgl approximately to
23.22m bgl. In general, the groundwater in this area is expected to flow in an easterly
direction towards coastal areas and the proposed alignment crosses an area where the
groundwater vulnerability ranges from high to low. The applicant’s consultants have defined
the groundwater vulnerability as high. The potential sources of historic/current contamination
in the area include aircraft hangars, aircraft refuelling areas and car parks in the airport, light
industrial premises at the airport, and historic quarries at the airport.

Table 18.4 provides a summary of the functional values applied to each section of the
alignment. Area MN103 is defined as Fosterstown South to Dardistown. The functional value
applied to this area is ‘Low’.

In Volume 2, potential impacts at the construction stage, such as localised alteration of the
direction of groundwater flow due to tunnelling and the installation of pipes for the
construction of bridges, as well as potential for impacting on groundwater quality, are
identified. At the operational stage, impacts such as the potential for the construction of a
tunnel within an aquifer resulting in localised depression of the water table and migration of
surface contaminants are noted. It is submitted that all of the impacts identified for the
construction phase for this section of the route were found to be of low significance.

It is submitted that all of the impacts identified for the operational phase for this section of
the route were found to be of low significance. The application of good housekeeping
practices were again advanced as mitigation measures to protect groundwater sources,
inclusive of maintaining the substations and appropriate measures for treatment of trade
effluent and domestic sewage. At the construction stage, construction of the bored tunnels are
not estimated to require continuous significant dewatering but would require the removal of
groundwater seepage into the tunnel by means of a sump, pump and rising main arrangement.

Area MN104 – Dublin Airport South Portal to Santry Avenue

From Volume 1, it is noted that the subsoils consist or predominantly made ground, that the
depth to bedrock within the area varies significantly and ranges from 20 to >23m bgl, and
that the aquifer underlying the area is classified as a ‘locally important aquifer that is
moderately productive in local zones’. The depth of groundwater in the area ranges from
0.44m bgl approximately to 7.79m bgl. In general, the groundwater in this area is expected to
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flow in a south easterly direction towards lower lying coastal areas and the proposed
alignment crosses an area where the groundwater vulnerability ranges from high to low. The
applicant’s consultants have defined the groundwater vulnerability as high to extreme, with
subsoil consisting of low permeability glacial tills and groundwater encountered within 3-5m
of the surface. The potential sources of historic/current contamination in the area include park
and ride facilities for the airport, used car sales yards and a truck wash facility near Sillogue
Golf Course, the Tesco distribution centre south of the M50, a petrol station on the Ballymun
Road, Northwood Business Park, and an area where construction and demolition material is
understood to have been disposed to the north of the M50 roundabout in Sillogue.

Table 18.4 provides a summary of the functional values applied to each section of the
alignment. Area MN104 is defined as Dardistown to Northwood. The functional value
applied to this area is ‘Medium’.

In Volume 2, it is submitted that all of the impacts identified for the construction phase for
this section of the route were found to be of low significance.

It is submitted that all of the impacts identified for the operational phase for this section of
the route were found to be of low significance. The application of good housekeeping
practices were again advanced as mitigation measures to protect groundwater sources,
inclusive of maintaining the substations at the Dardistown Park and Ride and Northwood
Stop, use of a hydrocarbon interceptor at the Park and Ride, and appropriate measures for
treatment of trade effluent and domestic sewage.

Area MN105 – Santry Avenue to Albert College Park

From Volume 1, it is noted that the subsoils consist or predominantly made ground, that the
depth to bedrock within the area varies significantly and ranges from 18.5 to >30m bgl, and
that the aquifer underlying the area is classified as a ‘locally important aquifer that is
moderately productive in local zones’. The depth of groundwater in the area ranges from
1.15m bgl approximately to 12.18m bgl. In general, the groundwater in this area is expected
to flow in a south easterly direction towards lower lying coastal areas and the proposed
alignment crosses an area where the groundwater vulnerability ranges from high to low. The
applicant’s consultants have defined the groundwater vulnerability as high to extreme, with
subsoil consisting of low permeability glacial tills and groundwater encountered within 3-5m
of the surface. The potential sources of historic/current contamination in the area include
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Ballymun Industrial Estate, areas where waste is sometimes disposed of at Geraldstown
Woods, and an electrical substation at Coultry Drive.

Table 18.4 provides a summary of the functional values applied to each section of the
alignment. Area MN105 is defined as Northwood to DCU. The functional value applied to
this area is ‘Medium’.

In Volume 2, it is submitted that all of the impacts identified for the construction phase for
this section of the route were found to be of low significance.

It is submitted that all of the impacts identified for the operational phase for this section of
the route were found to be of low significance. The application of good housekeeping
practices were again advanced as mitigation measures to protect groundwater sources.

Area MN106 – Albert College Park to Mater Stop

From Volume 1, it is noted that the subsoils consist or predominantly made ground, that the
depth to bedrock ranges from 12 to 16.5m bgl, and that the aquifer underlying the area is
classified as a ‘locally important aquifer that is moderately productive in local zones’.
Groundwater depth in Drumcondra ranges from 1.14m bgl to 6.8m bgl and from 3.14m bgl
next to the Royal Canal to 12.5m bgl at the Mater Hospital. In general, the groundwater in
this area is expected to flow in a south easterly direction towards the Irish Sea and the
proposed alignment crosses an area where the groundwater vulnerability ranges from high to
low. The applicant’s consultants have defined the groundwater vulnerability as high. The
range of potential sources of historic/current contamination in the area is identified.

Table 18.4 provides a summary of the functional values applied to each section of the
alignment. Area MN106 is defined as DCU to Mater. The functional value applied to this
area is ‘Low’.

In Volume 2, it is submitted that all of the impacts identified for the construction phase for
this section of the route were found to be of low significance.
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It is submitted that all of the impacts identified for the operational phase for this section of
the route were found to be of low significance. The application of good housekeeping
practices were again advanced as mitigation measures to protect groundwater sources.

Area MN107 – Mater Stop to St. Stephen’s Green

From Volume 1, it is noted that the subsoils consist or predominantly made ground. The
depth to bedrock in the city centre ranges from 7 to 27m bgl. The aquifer underlying the area
is classified as a ‘locally important aquifer that is moderately productive in local zones’.
Groundwater strikes were recorded at depths ranging from 4.1 to 8.om bgl from Parnell
Square to Trinity College. Static groundwater levels from Trinity College to St. Stephen’s
Green ranged from 0.5m to 6.66m bgl. Groundwater depth in the city centre ranges from 2.2
to 6.2m bgl. In general, the groundwater in this area is expected to flow in a south easterly
direction towards the Irish Sea and the proposed alignment crosses an area where the
groundwater vulnerability ranges from high to low. The applicant’s consultants have defined
the groundwater vulnerability as high. The wide range of potential sources of historic/current
contamination in the area is identified.

Table 18.4 provides a summary of the functional values applied to each section of the
alignment. The functional value applied to this area is ‘Low’.

In Volume 2, it is submitted that all of the impacts identified for the construction phase for
this section of the route were found to be of low significance.

It is submitted that all of the impacts identified for the operational phase for this section of
the route were found to be of low significance. The application of good housekeeping
practices were again advanced as mitigation measures to protect groundwater sources.

Volume 3, Book 1 of 2, presents maps on baseline groundwater. These include illustrated
calculations of groundwater levels along the alignment. Annex E, Volume 3, Book 2 of 2,
provides details of estimated groundwater levels and GSI well card data.

Surface Water
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Under Volume 1, the geographical scope of the assessment comprised any watercourses and
floodplains that are intersected by the alignment or lands 500m to either side of the centreline
of the alignment. A desktop review was carried out to establish the baseline surface water
environment. In addition, chemical and biological water sampling of surface watercourses
along the route corridor was undertaken in April 2008. It is stated that the flood assessment
was carried out on a qualitative basis because potential flood zones have not yet been
identified in Ireland. This assessment was carried out by means of a site walkover, a visual
inspection of the area around relevant watercourses and a review of archival material on
previous flooding events. A description of the baseline environment focused on the
watercourses within the study area, namely Broad Meadow and Ward Rivers, Sluice River
and tributaries, River Mayne, Santry River, River Tolka and its tributaries, Royal Canal,
River Liffey, ponds at St. Stephen’s Green, and unnamed streams and ditches along the
alignment.

Table 19.5 provides a summary of the functional values applied to each watercourse within
each section of the alignment.

In Volume 2, the study area focused on all watercourses within 500m of the proposed
alignment. This volume describes the source and types of potential impacts and details the
mitigation measures to be put in place. Mitigation measures are defined for adverse impacts
deemed to be of medium or greater significance prior to mitigation. The residual impact is
then evaluated in terms of magnitude and significance for the construction and operational
phases. The potential construction and operational impacts identified were impacts on
hydrodynamics and flooding (including construction of the Bailey bridge in Area MN107),
and water quality. The construction phase mitigation measures in relation to potential impacts
on hydrodynamics and flooding were noted and include design standard compliance and
Fisheries Board guidelines compliance of culverting and bridge strengthening, and
attenuation of runoff and water collected in sumps pumped into the nearby surface drainage
systems.

The construction phase mitigation measures in relation to potential impacts on water quality
include treatment of water collected in sumps in silt traps and hydrocarbon interceptors prior
to discharge, fitting of oil separators at discharge points, compliance with discharge
requirements of the Council, treatment of contaminated groundwater using specialised
treatment equipment, use of silt traps and hydrocarbon interceptors, use of bunded areas for
refuelling, and regular monitoring of water. The operational phase mitigation measures in
relation to potential impacts on water quality include meeting with discharge licence
requirements, application of a pipe and gully system at the depot with runoff passed through a
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bypass separator, areas of high risk drained to a separate effluent drainage system connected
to full retention oil separation, installation of a geo-cellular system and oil interceptor at the
Belinstown park & ride and at Fosterstown, regular checking and maintenance of the geocellular system and oil interceptor at the park and ride, and fitting of oil separators at all
discharge points.

The findings on an area basis included the following:

Area MN101 – Belinstown to Swords

From Volume 1 it is noted that Area MN101 includes the Broad Meadow and Ward Rivers
and the functional value applied to this area is ‘Medium’. The rivers are classified as
moderately polluted. It is noted that historically flooding occurred in the area and that
recently the channels of both rivers have been improved.

It is submitted that the ditches at Belinstown depot and other ditches north of the Broad
Meadow River along the proposed scheme cannot be categorised in terms of functional value
because biological water quality and other data is not available. Results of the analysis of the
physical and chemical properties of surface water samples taken are provided. With regard to
the Broad Meadow and Ward River confluence, details are provided on the rivers’ Q values
and the results of chemical grab sampling are provided. The Broad Meadow River is found to
be a moderately polluted river with a Q value of 3. Q values of the Ward River from latest
EPA monitoring range from 2 to 2-3.

In Volume 2, the operational phase mitigation measures identified in relation to potential
impacts on hydrodynamics and flooding include detailed control on storm water runoff at the
depot site, on-site attenuation at the depot, compliance of the drainage system with specified
codes of practice, assessment to identify areas of flood risk, design of storage systems at the
stops and park & ride sites to accommodate the 100 year storm. The residual impacts at the
construction stage were defined as low. The magnitude of residual impacts at the operational
stage was described as low.

Area MN102 – Swords Stop to Dublin Airport North Portal
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From Volume 1 it is noted that Area MN102 includes streams associated with the Sluice
River and tributaries. They are generally of poor quality. Little food or water quality data
exists on them. They are considered to be of Medium functional value. They can be subject to
localised flooding.

In Volume 2, the mitigation measures in relation to water quality were identified. The
summary of residual impacts refers to all bridge and culvert design and ditch diversion being
in accordance with the requirements of the OPW and Section 50 of the Arterial Drainage Act
1945 and that approval would be sought from the OPW for the construction of the culvert.
The contractor would also adhere to the requirements of the Eastern regional Fisheries Board
when selecting a culvert design. The magnitude of impact on the Forrest Little Stream is
assessed as very low. The baseline functional value assigned to the Sluice River is medium.
The significance of the impact is, therefore, determined to be Low.

Area MN103 – Dublin Airport

From Volume 1 it is noted that Area MN103 includes the River Mayne. The river is
moderately polluted. It has a small catchment and is subject to varying flows. Some localised
flooding can occur.

In Volume 2, the mitigation measures were identified. The significance of the residual
impacts at the construction phase was deemed to be Low. The stream at Forrest Little north
of the Naul Road would be culverted. All bridge and culvert design and ditch diversion would
be in accordance with the requirements of the OPW and Section 50 of the Arterial Drainage
Act 1945 and approval would be sought from the OPW for the construction of the culvert. It
is noted that cumulative impacts on surface water could potentially occur due to the
development of Dublin Airport Terminal 2. The impacts are determined to be Low due to
surface water impacts for the proposed scheme being assessed as being of low magnitude and
significance.

Area MN104 – Dublin Airport South Portal to Santry Avenue

From Volume 1 it is noted that Area MN104 includes the Santry River. The river is classed as
seriously polluted. It has a small catchment and is subject to widely varying flows. No
significant flooding issues have been reported for the river.
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In Volume 2, the operational phase mitigation measures identified in relation to potential
impacts on hydrodynamics and flooding include on-site attenuation at the Dardistown park
and ride, compliance of the drainage system with specified codes of practice, assessment to
identify areas of flood risk, design of storage systems at the stops and park & ride sites to
accommodate the 100 year storm. The residual impacts at the construction stage were defined
as low. The magnitude of residual impacts at the operational stage was described as low.

Area MN105 – Sanntry Avenue to Albert College Park

From Volume 1 it is noted that no identified rivers traverse the area.

In Volume 2, the residual impacts at the construction stage were defined as very low. The
magnitude of residual impacts at the operational stage was described as low. Where possible
groundwater would be recharged to the groundwater aquifer and, where not feasible, it would
be discharged to foul or storm water sewers. If insufficient capacity is available, it will be
discharged to a receiving surface water body after treatment, subject to agreement and
licensing.

Area MN106 – Albert College Park to Mater Stop

From Volume 1 it is noted that MN106 includes the River Tolka and the Royal Canal. The
Tolka is moderately polluted and a major flood study has been undertaken. Historically,
flooding has occurred in different areas close to the route corridor. The water quality of the
Canal is generally believed to be good. There is no information on flooding on the Canal.

In Volume 2, the residual impacts at the construction stage were defined as low. The
magnitude of residual impacts at the operational stage was described as low. Where possible
groundwater would be recharged to the groundwater aquifer and, where not feasible, it would
be discharged to foul or storm water sewers. If insufficient capacity is available, it will be
discharged to a receiving surface water body after treatment, subject to agreement and
licensing.

Area MN107 – Mater Stop to St. Stephen’s Green
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From Volume 1 it is noted that Area MN107 includes the River Liffey. It is classes as slightly
polluted in the city centre area. It is a salmonid river. Areas outside the route corridor are
liable to flooding.

In Volume 2, detailed measures to mitigate potential impacts associated with works on the
River Liffey are to be subject to the outcome of further hydraulic modelling. No additional
cross sectional river channel area is to be affected by the piles. Bridge design would be in
accordance with the requirements of the OPW and Section 50 of the Arterial Drainage Act
1945. As the connection between the Grand Canal and the ponds in St. Stephen’s Green is
gravity fed, the risk of water migrating from the Green to the Canal is considered
insignificant. In relation to potential impacts on the passage of salmon in the Liffey, if
necessary, a foreshore licence would be obtained for the construction works. The residual
impacts at the construction stage were defined as low. The magnitude of residual impacts at
the operational stage was described as low. Where possible groundwater would be recharged
to the groundwater aquifer and, where not feasible, it would be discharged to foul or storm
water sewers. If insufficient capacity is available, it will be discharged to a receiving surface
water body after treatment, subject to agreement and licensing.

Volume 3, Book 1 of 2, presents maps on baseline surface water. These include illustrated
calculations of groundwater levels along the alignment. Annex F, Volume 3, Book 2 of 2,
provides results of chemical water sampling of surface water bodies along the route corridor,
emission limit values for surface water discharges, and relevant surface water legislation.

Air and Climatic Factors

Under Volume 1, the study area in relation to air quality and dust and microclimate was
175m either side of the alignment and construction compounds. Assessment of air quality in
terms of changes in traffic movements associated with the operation and construction took
into account the entire road network and all links within the vicinity of the alignment.
Information was obtained on existing air quality, meteorological conditions, sensitive and
important land uses within 150m of the scheme, and on road links where traffic flows would
change. The sensitivity of healthcare facilities is acknowledged. This volume identified road
links where exceedences of the NO2 limit value for the do minimum scenarios in 2011 and
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2029. A summary of the results of the baseline categorisation on an area by area basis is
provided.

In Volume 2, the study comprised all areas within 175m of the central alignment or
construction compounds and areas within 200m of road links where changes in air quality are
predicted to occur. This volume describes the source and types of potential impacts and
details the mitigation measures to be put in place. Mitigation measures are defined for
adverse impacts deemed to be of medium or greater significance prior to mitigation. The
residual impact is then evaluated in terms of magnitude and significance for the construction
and operational phases. The impact the scheme would have on air quality is assessed after the
first year of construction 2011. The impact the scheme would have on air quality during
operation is assessed for 2029. Assessment methodologies for dust, vehicle emissions,
microclimate and climate change are provided. A range of types of impact were identified in
relation to dust, vehicle emissions, microclimate and climate change. The mitigation
measures proposed in relation to dust include the application of good site practices and
applying appropriate measures in relation to tarmac laying. Planting and retention of existing
vegetation is referred to in relation to microclimate.
The findings on an area basis included the following:

Area MN101 – Belinstown to Swords

From Volume 1, the baseline categorisation results indicate the functional value in relation to
air quality is Medium and High, while in relation to microclimate it is High.

In Volume 2, the assessment of residual impacts at the construction stage alludes to the six
compounds proposed to be located within the area. The construction activities having the
potential to give rise to dust are identified, as are the potential receptors within 50m of a
construction site, namely St. Columcille’s Boys and Girls national School and retreat centre,
and 50-100m between Estuary and Seatown, including Estuary Court, Nethercross Court, and
Seatown Villas, and 50-100m of construction compound 4 near Swords Stop. In relation to
vehicle emissions one street link where a breach of the NO2 limit value is predicted to occur
in 2011 is the link road from M1 Northbound to the R127 north of Lissenhall. All of the
changes in NO2 and PM10/PM2.5 concentrations are found to be medium to low. Microclimate
and climate change changes are described as low.

Area MN102 – Swords Stop to Dublin Airport North Portal
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From Volume 1, the baseline categorisation results indicate the functional value in relation to
air quality, where there are land uses of Low functional value, is ‘Low’ and with some
limited residential receptors High, while in relation to microclimate it is High.

In Volume 2, the assessment of residual impacts at the construction stage alludes to the two
compounds proposed to be located within the area at Fosterstown and Fosterstown underpass.
The construction activities having the potential to give rise to dust are identified, as are the
potential receptors within 50m of a construction site, notably Carlton Court where potentially
dust deposition could be significant for a period of five months. Another residential area 50150m south west of Fosterstown Stop could potentially be significantly affected by dust for a
period of 14 months. The potential impacts for residents west of construction compound 6
could result for a period of up to four years. In relation to vehicle emissions, one street link
where a breach of the NO2 limit value is predicted to occur in 2011 is the link road from M1
Northbound to the R127 north of Lissenhall. All of the changes in NO2 and PM10/PM2.5
concentrations are found to be medium to low. Microclimate and climate change changes are
described as low. If the proposed scheme is implemented, PM10/PM2.5 concentrations are
predicted to decrease substantially alongside several road links.

Area MN103 – Dublin Airport

From Volume 1, the baseline categorisation results indicate the functional value in relation to
air quality, where there are land uses of Low functional value, is ‘Low’, while in relation to
microclimate it is High and Low.

In Volume 2, the assessment of residual impacts at the construction stage alludes to the one
compound proposed to be located within the area north of Dublin Airport, a TBM extraction
compound. The construction activities having the potential to give rise to dust are identified.
As much of the works would be underground it is predicted there would be no resulting
emissions of dust to ambient air. In relation to vehicle emissions, one street link where a
breach of the NO2 limit value is predicted to occur in 2011 is the link road from M1
Northbound to the R127 north of Lissenhall. All of the changes in NO2 and PM10/PM2.5
concentrations are found to be medium to very low. Microclimate and climate change
changes are described as low. If the proposed scheme is implemented, PM10/PM2.5
concentrations are predicted to decrease substantially alongside several road links. At the
operational stage, ventilation shafts at the stop and portals are estimated to represent a very
minor source of particulate matter emissions.
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Area MN104 – Dublin Airport South Portal to Santry Avenue

From Volume 1, the baseline categorisation results indicate the functional value in relation to
air quality ranges from Low to Very High, while in relation to microclimate it is High and
Low.

In Volume 2, the assessment of residual impacts at the construction stage alludes to the three
compounds proposed to be located within the area (Compounds 8, 9, and 10). The
construction activities having the potential to give rise to dust are identified, as are the
potential receptors within 50m of a construction site. It is noted that there are a few
residential receptors within 50m of Compound 10, the alignment and Northwood Stop where
works would be at-grade. Where the alignment goes into cut-and-cover at the end of this area
there would be potentially significant exposure to dust for a residential area to the east of
Ballymun Road. In relation to vehicle emissions, one street link where a breach of the NO2
limit value is predicted to occur in 2011 is the link road from M1 Northbound to the R127
north of Lissenhall. All of the changes in NO2 and PM10/PM2.5 concentrations are found to be
medium to very low. Microclimate and climate change changes are described as low. If the
proposed scheme is implemented, PM10/PM2.5 concentrations are predicted to decrease
substantially alongside several road links. The ventilation shafts at the south portals are
estimated to represent a very minor source of particulate matter emissions.

Area MN105 – Santry Avenue to Albert College Park

From Volume 1, the baseline categorisation results indicate the functional value in relation to
air quality ranges from High to Very High, while in relation to microclimate it is High and
Low.

In Volume 2, the assessment of residual impacts at the construction stage alludes to
compounds 11 and 11A proposed to be located within the area. The cut-and-cover tunnel
through Ballymun is acknowledged as having the potential for fugitive dust releases along the
length of the works during the excavation phase. The potential sensitive receptors within 50m
and 100-150m are identified. St. Pappin’s Church and Youth Centre, Ballymun Junior
Comprehensive School are within 50m, while DCU uses would be within 150m. There are
residential properties within 150m of the construction compounds and also potentially
affected by the cut-and-cover tunnelling. In relation to vehicle emissions, one street link
where a breach of the NO2 limit value is predicted to occur in 2011 is the link road from M1
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Northbound to the R127 north of Lissenhall. All of the changes in NO2 and PM10/PM2.5
concentrations are found to be medium to very low. Microclimate and climate change
changes are described as low. If the proposed scheme is implemented, PM10/PM2.5
concentrations are predicted to decrease substantially alongside several road links. The
ventilation shafts at the stops are estimated to represent a very minor source of particulate
matter emissions.

Area MN106 – Albert College Park to Mater Stop

From Volume 1, the baseline categorisation results indicate the functional value in relation to
air quality ranges from High to Very High, while in relation to microclimate it is High and
Low.

In Volume 2, the assessment of residual impacts at the construction stage alludes to the six
compounds proposed to be located within the area. Compounds 13, 14 and 15 are each stop
box compounds with the potential to generate dust. Griffith Avenue, Drumcondra and Mater
Stops would be underground stop boxes constructed using a cut-and-cover method with some
potential for dust formation. As well as the residential properties close to the five
construction compounds, there are potential non-residential receptors in the area. Those
within 50m include St. Patrick’s College playing fields and Boys National School, health
centre and community uses, and the Mater Hospital. Those within 100m are St. Michael’s
House and Colaiste Caoimhin, and those within 150m are Scoil Caitríona and Scoil Mobhí,
St. Alphonsus Monastry, Archbishop’s House, and Holy Cross College. In relation to vehicle
emissions, one street link where a breach of the NO2 limit value is predicted to occur in 2011
is the link road from M1 Northbound to the R127 north of Lissenhall. All of the changes in
NO2 and PM10/PM2.5 concentrations are found to be medium to very low. Microclimate and
climate change changes are described as low. If the proposed scheme is implemented,
PM10/PM2.5 concentrations are predicted to decrease substantially alongside several road
links. The ventilation shafts at the stops are estimated to represent a very minor source of
particulate matter emissions.

Area MN107 – Mater Stop to St. Stephen’s Green

From Volume 1, the baseline categorisation results indicate the functional value in relation to
air quality ranges from Low to Very High, while in relation to microclimate it is High and
Low.
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In Volume 2, the assessment of residual impacts at the construction stage alludes to the three
compounds proposed to be located within the area with Compounds 17 and 18 being stop box
compounds with the potential to generate dust. At St. Stephen’s Green, the construction of
the loop tunnel by traditional drill and blast methods would generate dust. The non-residential
sensitive receptors in the area within 50m are Rotunda Hospital, Trinity College, Church of
Ireland converted to a tourism information office, and the Royal College of Surgeons. DIT
and the School of Music is within 100m, and Belvedere School, swimming pool and
community uses and Trinity College is within 150m. It is submitted that patients at the
Rotunda Hospital may experience impacts on health from dust, which may be significant.
Residents in the Parnell Square area close to Compound 16 would be subject to fugitive dust
emissions for more than 12 months. In relation to vehicle emissions, one street link where a
breach of the NO2 limit value is predicted to occur in 2011 is the link road from M1
Northbound to the R127 north of Lissenhall. All of the changes in NO2 and PM10/PM2.5
concentrations are found to be medium to very low. Microclimate and climate change
changes are described as low. If the proposed scheme is implemented, PM10/PM2.5
concentrations are predicted to decrease substantially alongside several road links. The
ventilation shafts at the stops are estimated to represent a very minor source of particulate
matter emissions.

The results of baseline categorisation in terms of functional value are illustrated on the maps
on baseline and impact air and climatic factors in Volume 3, Book 1 of 2. Annex G, Volume
3, Book 2 of 2, constitutes the air modelling report.

Landscape and Visual Impact

Volume 1 considers the landscape character and resources that may be caused as a result of
the proposed development and also considers potential impacts on visual amenity. The study
area corresponds to the potential zone of visual influence of the proposed scheme. Baseline
categorization provides for the identification of Local Landscape Character Areas (LLCAs)
and important viewpoints, undertaken in accordance with the Guidelines for Landscape and
Visual Impact Assessment 2002. A total of 25 LLCAs is identified and described. A number
of viewpoints were selected to represent a range of viewing opportunity within the study area.

In Volume 2, the potential for landscape and visual impacts arising from the construction and
operation of the development is considered. This volume describes the source and types of
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potential impacts and details the mitigation measures to be put in place. Mitigation measures
are defined for adverse impacts deemed to be of medium or greater significance prior to
mitigation. The residual impact is then evaluated in terms of magnitude and significance for
the construction and operational phases. The residual impacts are assessed based on the
assumption that all mitigation planting will be established successfully and good growth and
development will have taken place over a 15 year period from implementation of the
planting. Residual impacts that persist after mitigation are evaluated in terms of magnitude
and significance. The construction mitigation measures identified comprise a schedule that
could reasonably be described as good work practice. The landscape mitigation measures for
the operational phase are illustrated in Landscape Insertion Plans within the body of the
volume. The measures include ecologically sensitive integration of the scheme into the
receiving environment, consideration of landscape character and context in preparation of the
landscape design, use of landscape planting treatments that require minimal long term
maintenance, and the creation of a range of habitats to enhance local biodiversity. The
specific planting and earthworks proposed within each area are detailed for each LLCA. In
Area MN107 this also provides for reinstatement of monuments, walls and railings,
waterbodies, etc.

The findings on an area basis included the following:

Area MN101 – Belinstown to Swords

From Volume 1, four LLCAs are identified in the baseline categorisation of landscape,
namely Lissenhall farmland (LLCA1), Broad Meadow River Corridor (LLCA2), St. Anne’s
Estate and environs (LLCA3), and Swords and Seatown residential areas (LLCA4). The
sensitivity of the landscape to the proposal is described as ‘High’ for the first three, while the
fourth is described as ‘Medium’. For the baseline description of visual amenity, 6 viewpoints
are identified for LLCA1, 3 for LLCA 2, and 4 for LLCA 4 within the area. The viewer type
is identified and the viewpoint sensitivity is rated. The ratings were predominantly classified
‘High’ throughout.

In Volume 2, the assessment of residual impacts at the construction phase refers primarily to
the impacts arising from the activities and locating of construction compounds within the four
LLCAs. The assessment of residual impacts at the operational phase describes the impacts
on landscape in terms of direct and indirect effects within the four LLCAs. Visual impact
assessment is undertaken from specific viewpoint locations within the four LLCAs. In
relation to direct effects for LLCA1, reference is made to loss of hedgerow, changes to
topography, changes arising from the introduction of structures, and loss of landscape
elements and features. With regard to indirect effects, in LLCA1, the multi-storey car park is
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noted to the most visually prominent element. The significance of the landscape impact is
assessed as being ‘High’. It is predicted that there will be adverse visual impacts associated
with the infrastructure during years 1 to 15 as the planting will be in an immature state. For
LLCA2, the direct landscape impacts include those arising from the provision of a new
bridge west of the existing bridge over the Ward River with loss of mature trees. This impact
is considered to be ‘Very High’. It is again predicted that there will be adverse visual impacts
associated with the infrastructure during years 1 to 15 as the planting will be in an immature
state. For LLCA3, it is noted that the alignment will function as an elevated structure for
334m. It is also noted that the alignment would be clearly visible from the R132 and from
open spaces. The magnitude of change is assessed as being very high. The significance of the
landscape impact is deemed ‘Medium’ and visual impact is judged as being ‘Medium’. For
LLCA4, note is made of the Estuary viaduct, extending 714m from Estuary Roundabout to
the Seatown Roundabout. Regarding visual impact and taking mitigation into account,
predicted visual impacts range from ‘Medium’ to ‘Very High’.

Table 13.9 presents a summary of residual impacts on the landscape, while Table 13.10
presents a summary of residual impacts on visual amenity at selected viewpoint locations.
The residual impact on landscape in LLCA1 is determined to be High due to vegetation
losses, introduction of earthworks and the depot and associated buildings arising from the
depot and multi-storey car park, the alignment and the two stops. The impacts in LLCA3 and
LLCA4 are determined to be Medium due to losses of vegetation and introduction of
structures at ground level, with the sources of impact the alignment as an elevated structure,
Estuary Viaduct, Seatown and Swords Stops, footbridges and the portals to the Malahide
Roundabout.

Area MN102 – Swords Stop to Dublin Airport North Portal

From Volume 1, part of LLCA4 and three other LLCAs are identified in the baseline
categorisation of landscape, namely Crowcastle semi-urban farmland (LLCA5), Nevinstown
residential and commercial area (LLCA6), and Fosterstown open farmlands (LLCA7). The
sensitivity of the landscape to the proposal is described as ‘Low’. For the baseline description
of visual amenity, 2 viewpoints are identified for LLCA 4, 2 for LLCA5, and 1 for LLCA7.
The viewer type is identified and the viewpoint sensitivity is rated. The ratings were
predominantly classified ‘High’ throughout.

In Volume 2, the assessment of residual impacts at the construction phase refers primarily to
the impacts arising from the activities and locating of construction compounds within the four
LLCAs. The assessment of residual impacts at the operational phase describes the impacts on
landscape in terms of direct and indirect effects within the four LLCAs. In relation to direct
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effects for LLCA4, reference is made to loss of a linear stretch of vegetation adjacent to the
southbound carriageway of the R132, severance of hedgerows north of Pinnock Hill
Roundabout, the impact of the Pinnock Hill Viaduct. With regard to indirect effects, in
LLCA4, the landscape impact is determined to be Medium due to the visibility of parts of the
scheme. It is predicted that there would be adverse visual impacts associated with the
infrastructure during years 1 to 15 as planting would be immature. In relation to direct effects
for LLCA5, reference is made to loss of hedgerow, loss of land to accommodate the park and
ride, changes to local topography with the introduction of embankments, and changes arising
from the introduction of structures – i.e. the viaduct, Fosterstown Stop, the pedestrian bridge,
and the park and ride facility. With regard to indirect effects, in LLCA5, the landscape impact
is determined to be Low. It is predicted that there would be adverse visual impacts associated
with the infrastructure during years 1 to 15 as planting would be immature. In relation to
direct effects for LLCA6, reference is made to loss of vegetation outside Airside Retail Park,
severance of two gardens east of the R132, severance of a petrol station, two residential
properties and a scrap yard west of the R132, changes to local topography with earthworks
associated with the Fostertown underpass, and changes arising from the introduction of
structures – i.e. the at-grade section outside Airside Retail Park. With regard to indirect
effects, in LLCA6, the landscape impact is determined to be Low. It is predicted that there
would be adverse visual impacts associated with the infrastructure during years 1 to 15 as
planting would be immature. In relation to direct effects for LLCA7, reference is made to loss
of hedgerow and severance of farmland, changes to local topography with earthworks, and
changes arising from the introduction of structures – i.e. the proposed bridge crossing over
the access road to McComish Patio Centre. With regard to indirect effects, in LLCA6, the
landscape impact is determined to be Low. It is predicted that the bridge structure would be
visible at short range only. There would be adverse visual impacts associated with the
infrastructure during years 1 to 15 as planting would be immature.

Table 13.9 presents a summary of residual impacts on the landscape, while Table 13.10
presents a summary of residual impacts on visual amenity at selected viewpoint locations.
The residual impacts on landscape in LLCA4, LLCA5 and LLCA6 are determined to be
Medium due to losses of vegetation, with the sources of impact being the Pinnock Hill
Viaduct, earthworks and embankments, and bridge crossing. Viewpoint 5b at the driveway to
Céim Dearg dwelling house would have a post mitigation impact rated High, with views of
the viaduct, park and ride, lighting columns and planting.

Area MN103 – Dublin Airport

From Volume 1, part of LLCA7 and one other LLCA are identified in the baseline
categorisation of landscape, namely Airport (LLCA8). The sensitivity of the landscape to the
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proposal is described as ‘Low’. For the baseline description of visual amenity, no viewpoints
within the area were identified.

In Volume 2, Table 13.7 presents a summary of residual impacts on the landscape, while
Table 13.8 presents a summary of residual impacts on visual amenity at selected viewpoint
locations. The residual impacts on landscape range from Medium in LLCA7 due to the
earthworks, cuttings and embankments, to Low in LLCA8. Viewpoint 7a at a dwelling
entrance to McComish Patio Centre would have a post mitigation impact rated Medium, with
views of overhead infrastructure, LMVs and embankment in the distance.

Area MN104 – Dublin Airport South Portal to Santry Avenue

From Volume 1, two LLCAs are identified in the baseline categorisation of landscape,
namely Santry semi-developed farmland (LLCA9) and Balcurris and Santry Area (LLCA10).
The sensitivity of the landscape to the proposal is described as ‘Low’ in relation to LLCA9
and Medium in relation to LLCA10. For the baseline description of visual amenity, 1
viewpoint is identified for LLCA9 and 3 for LLCA10. The viewer type is identified and the
viewpoint sensitivity is rated. The ratings varied from Low to High.

In Volume 2, in LLCA9 most of the alignment is track laid in embankment or in cutting,
where the landscape is of low sensitivity. The quality of the landscape in LLCA10 is high and
there would be considerable change to this area. Table 13.7 presents a summary of residual
impacts on the landscape, while Table 13.8 presents a summary of residual impacts on visual
amenity at selected viewpoint locations. The residual impacts on landscape range from
Medium in LLCA9 due to the tunnel portal, Dardistown Stop and park and ride, cuttings and
embankments, and bridges, to High in LLCA10 due to the Northwood Stop, embankments
and cuttings, bridges and road realignment. Post mitigation impacts from viewpoints range
from Low to High (Viewpoint 10c on Ballymun Road).

AreaMN105 – Santry Avenue to Albert College Park

From Volume 1, a small part of LLCA10 and two LLCAs are identified in the baseline
categorisation of landscape, namely Ballymun urban centre (LLCA11) and Collins Avenue
Residential Area (LLCA12). The sensitivity of the landscape to the proposal is described as
‘Medium’ in relation to LLCA11 and High in relation to LLCA12. For the baseline
description of visual amenity, 2 viewpoints are identified for LLCA 11 and 2 for LLCA12.
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The viewer type is identified and the viewpoint sensitivity is rated. The ratings varied from
Low to High.

In Volume 2, in LLCA12 the construction impacts on landscape and visual receptors are
considered of High significance where the alignment moves away from the centre of the main
road due to the proximity to Our Lady of Victories Church and Albert College housing estate.
At the operational stage, it is noted that, within LLCA11, above ground elements will be
visible at the Ballymun Stop such as ventilation vents, entrance stairwells and balustrades. It
is stated that they would be designed to harmonise with the civic plaza. Within LLCA12, a
large number of mature trees would be lost which form a significant feature along the
Ballymun Road in the vicinity of Albert College Lawn. Two buildings would be demolished
and garden boundary walls, trees and shrubs and trees would be lost temporarily. The
entrance buildings and light and exhaust buildings would be introduced, with a predominant
use of glass. Major changes in views from Ballymun Road are predicted as a consequence of
the loss of a large number of mature trees and shrubs, particularly at Albert College Drive
and Albert College Lawn. Table 13.7 presents a summary of residual impacts on the
landscape, while Table 13.8 presents a summary of residual impacts on visual amenity at
selected viewpoint locations. The residual impacts on landscape are determined to be
Medium in LLCA11 due to the loss of trees along the central reservation of Ballymun Road
by the cut-and-cover method of construction and the Ballymun Stop, and High in LLCA12
due to the loss of trees along the central reservation of Ballymun Road, loss of mature trees in
open spaces, and loss of two large trees forming part of an important avenue (DCU entrance)
arising from the cut-and-cover method of construction and the DCU Stop. Post mitigation
impacts from viewpoints range from Low to High (Viewpoint 12b at the corner of St.
Pappin’s Road and Ballymun Road).

Area MN106 – Albert College Park to Mater Stop

From Volume 1, a small part of LLCA12 and six LLCAs are identified in the baseline
categorisation of landscape, namely Griffith Avenue parkland (LLCA13), Griffith Avenue
residential area (LLCA14), Tolka River and environs (LLCA15), Drumcondra Road Lower
area (LLCA16, Royal Canal (LLCA17), and Dorset Character Area (LLCA18). The
sensitivity of the landscape to the proposal ranges from Low through to High (LLCA13 and
LLCA16). For the baseline description of visual amenity, 2 viewpoints are identified for
LLCA 13, 2 for LLCA14, and 1 for LLCA16. The viewer type is identified and the viewpoint
sensitivity is rated. The ratings varied from Low to High.

In Volume 2, Table 13.11 presents a summary of residual impacts on the landscape, while
Table 13.12 presents a summary of residual impacts on visual amenity at selected viewpoint
__________________________________________________________________________________
PL.06F.NA0003
An Bord Pleanala
Page 235 of 690

locations. The residual impacts on landscape are determined to be not significant in LLCA15
and LLCA17. In LCA14 they are determined as Low, with the loss of vegetation and play
area arising from the location of the ventilation building at St. Patrick’s College noted. In
LLCA16 the impacts on landscape are determined to be Medium due to the new buildings
and structures on the street elevation at Drumcondra Stop. In LLCA18 impacts are again
considered Medium with the loss of character from removal of buildings (5 properties) and
loss of mature trees at the location of the Mater Stop. Post-mitigation impacts from
Viewpoints range from Low to High. Viewpoints 13b at the rear of Elmhurst convalescent
home and 14b at St. Patrick’s Boys National School are assessed as High.

Area MN107 – Mater Stop to St. Stephen’s Green

From Volume 1, a small part of LLCA18 and seven LLCAs are identified in the baseline
categorisation of landscape, namely Parnell Square East and Frederick Street area
(LLCA19), O’Connell Street area (LLCA20), River Liffey and Quays (LLCA21),
Westmoreland Street area (LLCA22), Trinity College (LLCA23), Grafton Street are
(LLCA24), and St. Stephen’s Green (LLCA25). The sensitivity of the landscape to the
proposal is described as High for each. For the baseline description of visual amenity, 3
viewpoints are identified for LLCA 19, 1 for LLCA20, 1 for LLCA22, 1 for LLCA24 and 3
for LLCA25. The viewer type is identified and the viewpoint sensitivity is rated. The ratings
are predominantly High.

In Volume 2, Table 13.12 presents a summary of residual impacts on the landscape, while
Table 13.13 presents a summary of residual impacts on visual amenity at selected viewpoint
locations. The residual impacts on landscape are determined to be not significant in LLCA21,
LLCA23 and LLCA24. In LCA19 they are determined as Low, with the removal and
replacement of walls and railings, loss of vegetation and new streetscape structures arising
from the location of the Parnell Square Stop. In LLCA22 the impacts on landscape are again
determined as Low, with the introduction of new streetscape structures arising from the
location of the O’Connell Bridge Stop. They are determined to be Medium in LLCA20 due to
the introduction of new structures in the streetscape at the location of the O’Connell Bridge
Stop. In LLCA25 impacts are considered Very High with the loss of a large area of
vegetation (some 40 trees), a change in character of the park, and the introduction of new
structures into the park due to the St. Stephen’s Green Stop, entrances, servicing structures,
lift and emergency access. Post-mitigation impacts from Viewpoints range from Low to Very
High. High impacts are determined for the Parnell Square area and St. Stephen’s Green end
of Grafton Street and High to Very High in the St. Stephen’s Green area.
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Volume 3, Book 1 of 2, illustrates the study area and illustrates the Local Landscape
Character Areas along the alignment, as well as the identification of important viewpoints.

Material Assets

For each sub-area MN101 to MN107, the following was considered under the topic of
‘Material Assets’:

Agronomy

Volume 1 defines the study area as encompassing agricultural and horticultural land holdings
in the area of the scheme. Nine farms are directly affected, with a total land area of 579 ha.
The study area comprises approximately 351 ha. It is noted that of the agricultural lands in
the study area, 93% are located in the Fingal area and 5.7% are within the Dublin City
Council area. Reference is made to the average farm size being larger than the average farm
size for County Dublin, to the tradition of vegetable and tillage crop farming, and to the range
of zoning provisions affecting farm lands.

In Volume 2, the potential for impacts on agronomy arising from the construction and
operation of the development is considered. This volume describes the source and types of
potential impacts and details the mitigation measures to be put in place. Mitigation measures
are defined for adverse impacts deemed to be of medium or greater significance prior to
mitigation. The residual impact is then evaluated in terms of magnitude and significance for
the construction and operational phases. The potential types of impacts identified were landtake, severance, and disturbance by way of traffic, noise, lighting, dust and other effects.
Mitigation measures identified included minimising land-take, reinstatement of land taken
temporarily, provision of access for severed land parcels, reinstatement of water and
electricity supplies where necessary or provision of alternatives, addressing disturbance
concerns prior to design finalisation, appointing a key contact during the construction phase,
employment of mitigation measures for noise and vibration and measures to prevent the
spread of dust, reinstatement of top soil where soil disturbance occurs, and ensuring the
drainage design intersects any existing field drains and carries drainage water to a suitable
outfall.
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Recommended mitigation measures at the construction phase include restoring affected
access points after construction, restoring water and power supplies after construction,
reinstating land within the construction compounds, providing livestock handling facilities,
fencing off all construction areas, and reinstating temporary land take areas.

The findings on an area basis included the following:

Area MN101 – Belinstown to Swords

From Volume 1, the functional values of the farms within this area are each deemed to be
‘High’, with each being good quality land with high yield potential.

In Volume 2, with regard to the assessment of residual impacts at the construction phase, it is
noted that there are 192 ha. of agricultural land within the area affected by the scheme. As
well as this, indirect impacts on farmers who use the local road network are also noted. These
impacts are considered to be of Very Low magnitude and insignificant. The significance of
impacts for three out of the four farms in the Area is deemed to be ‘High’, with a ‘Medium’
impact determined for the fourth farm. In relation to land take, some 66 ha. of agricultural
land would be required for the scheme, of which 21.6 ha. would be required for construction
compounds and traffic diversions and returned to land owners after construction. One farm
yard would be directly affected. The magnitude of the construction phase from land loss is
deemed very high and the significance of the construction phase remains high. The
magnitude of the construction phase severance impact is deemed high and is considered to be
of high significance. For disturbance, the magnitude of the construction phase impact is
deemed medium and is considered to be of medium significance.

With regard to the assessment of residual impacts at the operational phase, it is noted that
approximately 44 ha. of agricultural land would be required for the operation of the scheme.
In relation to land-take, it is considered that farm buildings are replaceable and alternative
access can be provided. The magnitude of the operational phase is deemed very high and the
significance remains high. The magnitude of the operational phase in relation to severance is
deemed medium and the significance is also deemed medium. Disturbance in the form of
noise sources and lighting is acknowledged. Due to the predominance of arable farming in
the area and the low sensitivity of farm animals to noise sources, lighting and dust, the
residual impact is deemed of very low magnitude. Changes in traffic volumes are considered
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to be insignificant. With regard to drainage disturbance and impacts on water sources and
water quality, the magnitude of impacts are considered to be very low.

Area MN102 – Swords Stop to Dublin Airport North Portal

From Volume 1, the functional values of the two farms within this area are presented. The
smaller farm is deemed Medium, comprising good quality land, of a small size, and zoned
industrial. The larger farm is deemed to be of High functional value with good quality land
with high yield potential.

In Volume 2, with regard to the assessment of residual impacts at the construction phase, it is
noted that there are 49 ha. of agricultural land within the area affected by the scheme – two
farms, one of 2 ha. used for grazing horses and one of 47 ha. used for cereal growing. Indirect
impacts on farmers who use the local road network are also noted. These impacts are
considered to be of Very Low magnitude and insignificant. The significance of impacts for
the smaller farm is deemed High and for the larger farm is deemed Medium. In relation to
land take, some 12 ha. of agricultural land would be required for the scheme, of which 7 ha.
would be required for construction compounds and traffic diversions and returned to land
owners after construction. The magnitude of the construction phase from land loss is deemed
very high. The magnitude of the construction phase severance impact is deemed high and is
considered to be of significance. For disturbance, the magnitude of the construction phase
impact is deemed Low and is considered to be of Low significance.

With regard to the assessment of residual impacts at the operational phase, it is noted that
approximately 4.8 ha. of agricultural land would be required for the operation of the scheme.
In relation to land-take, the magnitude of the operational phase is deemed Medium and the
significance remains Medium. The magnitude of the operational phase in relation to
severance is deemed medium and the significance is also deemed medium. Disturbance in the
form of noise sources and lighting is acknowledged. Due to the predominance of arable
farming in the area and the low sensitivity of farm animals to noise sources, lighting and dust,
the residual impact is deemed of very low magnitude. Changes in traffic volumes are
considered to be insignificant. With regard to drainage disturbance and impacts on water
sources and water quality, the magnitude of impacts are considered to be very low.

Area MN103 – Dublin Airport
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From Volume 1, the functional value of the one farm within this area is deemed Very Low,
comprising medium quality land, with low yield potential and limited use because of the
proximity to the airport.

In Volume 2, with regard to the assessment of residual impacts at the construction phase, it is
noted that there are 9 ha. of agricultural land within the area affected by the scheme. All of
the land has a very low functional value because it is poor quality and is zoned as part of
Dublin Airport which restricts agricultural activity. Indirect impacts are considered to be of
Low magnitude and insignificant. In relation to land take, some 2.9 ha. of agricultural land
would be required for the scheme, of which 1.5 ha. would be required for construction
compounds and returned to land owners after construction. The magnitude of the construction
phase from land loss is deemed very high and of low significance. The magnitude of the
construction phase severance impact is deemed medium and is considered to be
insignificance. For disturbance, the magnitude of the construction phase impact is deemed
Very Low and is considered to be insignificance.

With regard to the assessment of residual impacts at the operational phase, it is noted that
approximately 1.36 ha. of agricultural land would be required for the operation of the
scheme. In relation to land-take, the impact is considered of Low significance. The magnitude
of the operational phase in relation to severance is deemed medium and is considered not to
be significant. Disturbance in the form of noise sources and lighting is acknowledged. The
residual impact from disturbance is considered not significant. With regard to drainage
disturbance and impacts on water sources and water quality, the magnitude of impacts are
considered to be not significant.

Area MN104 – Dublin Airport South Portal to Santry Avenue

From Volume 1, the functional value of the one farm within this area is deemed Medium,
comprising good quality land, with high yield potential and zoned industrial.

In Volume 2, with regard to the assessment of residual impacts at the construction phase, it is
noted that there are 81 ha. of agricultural land within the area affected by the scheme. All of
the land has a medium functional value because it is zoned industrial. Indirect impacts are
considered to be of Low magnitude and insignificant. In relation to land take, some 36 ha. of
agricultural land would be required for the scheme, of which 25.3 ha. would be required for
construction compounds and traffic diversions and returned to land owners after construction.
The magnitude of the construction phase from land loss is deemed very high and of High
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significance. The magnitude of the construction phase severance impact is deemed Very High
and is considered to be of High significance. For disturbance, the magnitude of the
construction phase impact is deemed Medium and is considered to be of Medium
significance.

With regard to the assessment of residual impacts at the operational phase, it is noted that
approximately 11 ha. of agricultural land would be required for the operation of the scheme.
In relation to land-take, the impact is considered of Medium significance. The magnitude of
the operational phase in relation to severance is deemed Very High and is considered to be of
High significance. Disturbance in the form of noise sources and lighting is acknowledged.
The residual impact from disturbance is considered not significant. With regard to drainage
disturbance and impacts on water sources and water quality, the magnitude of impacts are
considered to be not significant

Area MN105 – Santry Avenue to Albert College Park

No agricultural lands are recorded within this area.

Area MN106 – Albert College park to Mater Stop

From Volume 1, the functional value of the one farm within this area is deemed High,
comprising good quality land, with high yield potential. It is stated that development is
unlikely and the land is likely to be used for agriculture in the long term.

In Volume 2, with regard to the assessment of residual impacts at the construction phase, it is
noted that there are 20 ha. of agricultural land within the area affected by the scheme. All of
the land has a high functional value. In relation to land take, some 2.9 ha. of agricultural land
would be required for the scheme, of which 1.74 ha. would be required for construction
compounds and returned to land owners after construction. The magnitude of the construction
phase from land loss is deemed Medium and of Medium significance. There would be no
land severance. For disturbance, the magnitude of the construction phase impact is deemed
Low and is considered to be of Low significance.

With regard to the assessment of residual impacts at the operational phase, it is noted that
approximately 1.13 ha. of agricultural land would be required for the operation of the
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scheme. In relation to land-take, the impact is considered of Low significance. There would
be no impact from severance. The residual impact from disturbance is considered not
significant. With regard to drainage disturbance and impacts on water sources and water
quality, the magnitude of impacts are considered to be not significant.

Area MN107 – Mater Stop to St. Stephen’s Green

No agricultural lands are recorded within this area.

Volume 3, Book 1 of 2, illustrates the baseline agronomy in the study area. Results of the
baseline categorization are also illustrated.

Archaeology, Architectural Heritage and Cultural Heritage

Volume 1 describes and evaluates the existing environment in the area of the proposed
development with respect to all known archaeological and architectural sites comprising both
the built environment and sites of cultural and historical significance. Sites of archaeological
potential and properties of architectural merit are also identified and considered. The width of
the study area extended to 250m either side of the alignment in the case of designated
features or areas of archaeological potential in Greenfield areas, 100m in developed areas,
and 50m around proposed tunnelled sections, while properties that would be impacted on and
townland boundaries that would be intersected were also included. A wide range of data
sources were used to compile the baseline. A description of significant features along the
proposed alignment is provided.

Volume 2 examines the impact of the proposed scheme on archaeology, architectural and
cultural heritage within each Area. It is stated that the proposed mitigation measures for
archaeological impacts have been further developed and detailed in an Archaeology Strategy
document for the proposed scheme. The Strategy itself or details contained therein are not
provided in the EIS. This volume describes the source and types of potential impacts and
details the mitigation measures to be put in place. Mitigation measures are defined for
adverse impacts deemed to be of medium or greater significance prior to mitigation. The
residual impact is then evaluated in terms of magnitude and significance for the construction
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and operational phases. Direct effects associated with ground disturbance during construction
are identified.

The findings on an area basis included the following:

Area MN101 – Belinstown to Swords

From Volume 1, the description of significant features along the alignment was considered in
the context of a range of areas, which included Belinstown to Balheary Demesne, Balheary
Demesne to Seatown, and Seatown to Swords. Recorded monuments, the protected structures
of Lissen Hall and Lissenhall Bridge, and townland boundaries are identified. All of the
features are given a baseline categorization of ‘Very High’.

In Volume 2, the potential visual impact on Lissenhall Bridge is noted. The mitigation
measures for each feature is referenced and included archaeological assessment followed by
excavation where any deposits are known to be present, drawn sections and photographic
surveys of townland boundaries, landscaping to minimise severance of Lissen Hall from its
avenue, maintaining construction compounds appropriately, sensitive design of new
structures, and application of vibration reduction measures for Lissenhall Bridge. The
residual impacts arising from the construction stage for Lissenhall Bridge are deemed to be
‘Very High’, with the effects on Lissen Hall deemed to be ‘Medium’.

Area MN102 – Swords Stop to Dublin Airport North Portal

From Volume 1, two features comprising Sites of Archaeological Potential were identified in
Fosterstown North and South and are deemed High functional value.

In Volume 2, no impacts are anticipated during the operational phase. The mitigation
measures for each feature is referenced and included archaeological assessment followed by
excavation where any deposits are known to be present and drawn sections and photographic
surveys of townland boundaries. The residual impacts arising are deemed Very Low
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Area MN103 – Dublin Airport

From Volume 1, three features comprising the site of a ringfort, a house, and the site of a
castle were identified and each are deemed Very High functional value.

In Volume 2, no construction or operational impacts are envisaged and no mitigation
measures are determined to be required.

Area MN104 – Dublin Airport South Portal to Santry Avenue

From Volume 1, three features comprising Sites of Archaeological Potential were identified
and are deemed High functional value.

In Volume 2, the potential visual impact on three identified structures of architectural merit at
construction and operational phases are also noted. The mitigation measures for each feature
is referenced and included archaeological assessment followed by excavation where any
deposits are known to be present, drawn sections and photographic surveys of townland
boundaries, use of sensitive landscaping to minimise severance from curtilage of structures of
architectural merit, and sensitive design of above ground structures. The residual impacts
arising from the construction stage range from Very Low for the Sites of Archaeological
Potential and townland boundaries to Medium for structures of architectural merit.

Area MN105 – Santry Avenue to Albert College Park

From Volume 1, two features comprising a church and house were identified and are deemed
Very High functional value.

In Volume 2, it is noted that Westfield House, Ballymun Road (MN105_C01) is a structure
of architectural merit and the impact of the development would result in its total loss. The
mitigation measures associated with ground disturbance during construction for Westfield
House would be a full measured drawing and photographic survey. Standard archaeological
assessment would also be undertaken in Albert College Park. The significance of the impacts
taking into account mitigation is deemed Low.
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Area MN106 – Albert College Park to Mater Stop

From Volume 1, a number of protected structures in the vicinity of the alignment are
identified and are deemed of Very High functional value.

In Volume 2, reference is made to the loss of structures on St. Alphonsus Avenue, St.
Vincent’s Centre for the Deaf, Leo Street and North Circular Road and partial loss of
structures on St. Alphonsus Road, as well as on any surviving archaeological deposits in the
vicinity of the Mater Stop. Reference is also made to direct effects arising from potential
vibration at the construction stage for Elmhurst nursing home and its gate lodge (structures of
architectural merit), Hollybank House, Glenarm House and St. Alphonsus Monastery
(Protected Structures). Secondary effects by way of reduction of groundwater levels
impacting on archaeological layers or foundations for historic structures are also noted. At the
operation stage, it is not anticipated that there would be any impacts, although impacts
through vibration affecting the integrity of a structure are alluded to. The impact on protected
structures and structures of architectural merit above the tunnel sections is deemed Very Low
significance. The mitigation measures associated with ground disturbance during construction
for the structures to be demolished or partially lost would be full measured drawings and
photographic surveys. The impacts would remain High. In relation to vibration, a system of
monitoring would be put in place for Elmhurst nursing home and its gate lodge, Hollybank
House, Glenarm House and St. Alphonsus Monastery. When mitigation measures are in
place, the impact from TBM vibration is considered Very Low but drill and blast is High. In
relation to secondary impacts, mitigation takes the form of ensuring the natural water levels
are maintained.

Area MN107 – Mater Stop to St. Stephen’s Green

From Volume 1, a large number of protected structures, national monuments, recorded
monuments, sites of archaeological potential, and conservation areas in the vicinity of the
alignment are identified and are deemed of Very High functional value.

In Volume 2, impact assessment for zones of archaeological potential, conservation areas,
sites of archaeological potential, protected structures, national monuments, and recorded
monuments is set out. Reference is made to removal of national monuments, loss of
basements of structures, removal of surviving archaeological deposits, and impacts on
historic streetscapes. Reference is also made to direct effects arising from potential vibration
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at the construction stage for a wide range of protected structures due to their lying directly
above bored tunnels or in the vicinity of a cross passage or the O’Connell Bridge Stop to be
excavated using a drill and blast technique. Secondary effects by way of reduction of
groundwater levels impacting on archaeological layers or foundations for historic structures
are also noted. Mitigation measures are to ensure there would be no significant reduction in
local groundwater levels at Parnell Square, O’Connell Bridge and St. Stephen’s Green. The
potential visual impacts at construction stage on the Parnell Square and River Liffey
Conservation Areas, the O’Connell Street Architectural Conservation Area and St. Stephen’s
Green are noted, as are those during the operational stage. The potential vibration impacts
during operation for a range of protected structures are identified. The impacts are deemed
Very Low significance. The mitigation measures associated with ground disturbance during
construction for the basements to be demolished would be full measured drawings and
photographic surveys. Archaeological assessment after site clearance within the Zone of
Archaeological Potential, restoration of street furniture in conservation areas,
surveys/methodology for removal, storage and reinstatement of national monuments, and
sensitive design for the new bailey bridge are also included. In relation to vibration, a system
of monitoring would be put in place. When mitigation measures are in place, the impact from
TBM vibration is considered Very Low but drill and blast is High. In relation to secondary
impacts, mitigation takes the form of ensuring the natural water levels are maintained. In
relation to mitigation of potential visual impacts, emphasis is placed on sensitive design of
above ground structures.

Annex H, Volume 3, Book 1 of 2, illustrates the baseline archaeological, architectural and
cultural heritage along the alignment. Book 2 of 2, provides information supporting the
archaeology, architectural heritage and cultural heritage chapters of the EIS which consists of
details on previous excavations, recorded archaeological finds, and cartographic sources.

Non-Agricultural Property

This section of the EIS excludes consideration of publicly owned property. Rights of way to
be temporarily or permanently extinguished as part of the scheme are not included. Non
agricultural properties are considered to be valuable economic and social resources that,
among other things, provide residential amenity for humans, with such properties viewed as
an asset of economic importance. This section of the EIS, thus, considers non-agricultural
properties that are to be acquired and permanently demolished, those a portion of which are
to be acquired on a permanent basis, those of which a portion of which are to be acquired on
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a temporary basis, and those to which access would be directly restricted or altered as a result
of the scheme.

Volume 1 describes and evaluates the existing environment. All of the residential properties
to be impacted upon are within 50m of the alignment. A schedule of all the non agricultural
properties to be impacted on is provided on an area-by-area basis. Each has been afforded a
functional value of ‘Very High’. None of the properties are recorded as Protected Structures
or are subject to a preservation order.

In Volume 2, the mitigation measures identified, and where applicable, include replacement
of footbridges with alternative pedestrian crossings and maintaining access where possible to
the remainder of properties where parts of properties are to be occupied. Compensation,
where demolition of properties is to occur, is payable. Compensation is also payable to
owners of property that is subject to temporary acquisition.

The findings on an area basis included the following:

Area MN101 – Belinstown to Swords

From Volume 1, seven properties are listed as properties to be impacted on by the scheme.

In Volume 2, it is noted that there are no properties to be demolished within Area MN101.
The assessment of the residual impacts arising for properties impacted during the
construction phase is scheduled for the seven properties. The land acquisitions were deemed
to be of ‘Medium’ significance, with the provision of compensation the mitigation measure
provided. At the operational stage, the positive impact on property prices with regard to
proximity to the scheme was highlighted.

Area MN102 – Swords Stop to Dublin Airport North Portal

From Volume 1, 16 properties are listed as properties to be impacted on by the scheme.
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In Volume 2, the assessment of the residual impacts arising for properties impacted during
the construction phase is scheduled for the 16 properties. The land acquisitions were deemed
to be of ‘Medium’ significance, with the provision of compensation the mitigation measure
provided. At the operational stage, the positive impact on property prices with regard to
proximity to the scheme was highlighted.

Area MN103 – Dublin Airport

From Volume 1, 19 properties are listed as properties to be impacted on by the scheme.

In Volume 2, the assessment of the residual impact at the construction stage arising for the
one property to be acquired within Dublin Airport lands concludes the impact would be very
positive as it would be in compliance with the Airport Masterplan objectives. At the
operational stage, the positive impact on property prices with regard to proximity to the
scheme was highlighted.

Area MN104 – Dublin Airport South Portal to Santry Avenue

From Volume 1, it is seen that 14 non-agricultural properties are identified as being impacted
upon by the proposed scheme.

In Volume 2, in relation to residual impacts for the construction phase, no direct impacts on
non-agricultural property are deemed to occur. At the operational stage, the positive impact
on property prices with regard to proximity to the scheme was highlighted.

Area MN105 – Santry Avenue to Albert College Park

From Volume 1, 13 properties are listed as properties to be impacted on by the scheme.

In Volume 2, the assessment of the residual impacts arising for properties impacted during
the construction phase is scheduled for the 13 properties. The land acquisitions were deemed
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to be of ‘Medium’ significance, with the provision of compensation the mitigation measure
provided. At the operational stage, the positive impact on property prices with regard to
proximity to the scheme was highlighted.

Area MN106 – Albert College Park to Mater Stop

From Volume 1, 23 specific properties and reference to various properties situated above the
tunnel alignment are listed as properties to be impacted on by the scheme.

In Volume 2, the assessment of the residual impacts arising for properties impacted during
the construction phase is scheduled for the 23 properties. The land acquisitions were deemed
to be of ‘Medium’ significance, with the provision of compensation the mitigation measure
provided. At the operational stage, the positive impact on property prices with regard to
proximity to the scheme was highlighted.

Area MN107 – Mater Stop to St. Stephen’s Green

From Volume 1, reference is made to various properties situated above the tunnel alignment
and various basements on Parnell Square East, part of the grounds of the Rotunda Hospital
and part of St. Stephen’s Green as properties to be impacted on by the scheme.

In Volume 2, the assessment of the residual impacts arising for properties impacted during
the construction phase is scheduled for the properties. The land acquisitions were deemed to
be of ‘Medium’ significance, with the provision of mitigation – a property protection scheme
for those properties above the bored tunnel, compensation in relation to the basements
effected on Parnell Square East and the grounds of the Rotunda, and reinstatement at St.
Stephen’s Green. At the operational stage, the positive impact on property prices with regard
to proximity to the scheme was highlighted.

Utilities
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Volume 1 considers the utilities along the alignment that are operated by public and private
utility companies and authorities. The study area encompasses all areas where utilities could
potentially be affected by elements associated with the scheme, being a minimum of 84m
from the alignment. A summary description for each utility found in the seven sections of the
route is provided.

In Volume 2, there is a description of the source and types of potential impacts and details of
the mitigation measures to be put in place. Mitigation measures are defined for adverse
impacts deemed to be of medium or greater significance prior to mitigation. The residual
impact is then evaluated in terms of magnitude and significance for the construction and
operational phases. Mitigation measures include alternative measures to ensure continuity of
service whilst diversion occurs. A summary of the mitigation measures for specific utilities
within each Area are specified.

The findings on an area basis included the following:

Area MN101 – Belinstown to Swords

From Volume 1, a summary description of the seven utilities within Area MN 101 is
provided. These are:

•
•
•
•
•
•
•

Stormwater and foul water drainage along the R132
Fingal County Council 30 inch water pipe in the Lissenhall area
Two 38kV overhead electricity lines
Electrical distribution network
Gas distribution network
Telecommunications network, and
Fingal County Council water distribution network.

All of the utilities are afforded a functional value of ‘Very High’.

In Volume 2, the magnitude of the residual impact following the application of mitigation
measures is deemed to be very low at the construction stage and the operational stage is seen
not to impact on utility services.
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Area MN102 – Swords Stop to Dublin Airport North Portal

From Volume 1, a summary description of the five utilities within Area MN 102 is provided.
These are:

•
•
•
•
•

Drainage along R132
Electrical distribution network
Gas distribution network
Telecommunications network, and
Two ESB substations close to the alignment near Airside Retail Park

All of the utilities are afforded a functional value of ‘Very High’.

In Volume 2, the magnitude of the residual impact following the application of mitigation
measures is deemed to be very low at the construction stage and the operational stage is seen
not to impact on utility services.

Area MN103 – Dublin Airport

From Volume 1, a summary description of the four utilities within Area MN 103 is provided.
These are:

•
•
•
•

Internal services to Dublin Airport
Surface water drainage
Electrical distribution network, and
Telecommunications network.

All of the utilities are afforded a functional value of ‘Very High’.

In Volume 2, the magnitude of the residual impact following the application of mitigation
measures is deemed to be very low at the construction stage and the operational stage is seen
not to impact on utility services.
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Area MN104 – Dublin Airport South Portal to Santry Avenue

From Volume 1, a summary description of the three utilities within Area MN 104 is
provided. These are:

•
•
•

10kV overhead electricity lines
Telecommunications networks and masts, and
Fingal County Council water distribution network.

All of the utilities are afforded a functional value of ‘Very High’.

In Volume 2, the magnitude of the residual impact following the application of mitigation
measures is deemed to be very low at the construction stage and the operational stage is seen
not to impact on utility services.

Area MN105 – Santry Avenue to Albert College Park

From Volume 1, a summary description of the nine utilities within Area MN 105 is provided.
These are:

•
•
•
•
•
•
•
•
•

Stormwater drainage along the M50
Dublin City Council Traffic network
Gas distribution network
Telecommunications network
Water distribution network and arterial works
Drainage network
40bar gas transmission pipe
Overhead electricity lines (110kV and 38kV)
Drainage network including arterial watermains at Ballymun.

All of the utilities are afforded a functional value of ‘Very High’.
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In Volume 2, the magnitude of the residual impact following the application of mitigation
measures is deemed to be very low at the construction stage and the operational stage is seen
not to impact on utility services.

Area MN106 – Albert College Park to Mater Stop

From Volume 1, a summary description of the nine utilities within Area MN 106 is provided.
These are:

•
•
•
•
•
•
•
•
•

Electrical distribution network
Gas distribution network
Telecommunications networks including Irish Rail signalling cables
Water distribution network and arterial works
Drainage network
Two 40bar gas transmission pipes just outside construction zone
220kV ESB powerline located near the Collins Avenue/Ballymun Road intersection
Two 38kV ESB powerlines
Internal services to Mater Hospital

All of the utilities are afforded a functional value of ‘Very High’.

In Volume 2, the magnitude of the residual impact following the application of mitigation
measures is deemed to be very low at the construction stage and the operational stage is seen
not to impact on utility services.

Area MN107 – Mater Stop to St. Stephen’s Green

From Volume 1, a summary description of the ten utilities within Area MN 107 is provided.
These are:

•
•
•
•
•

Electrical distribution network including ESB substation
Gas distribution network
Telecommunications network
Water distribution network and arterial works
Services feeding local businesses, hospital and residents in the area of Parnell Square
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•
•
•
•
•

Multiplicity of services feeding local businesses and residents in the area of
O’Connell Bridge
Major sewer in the area of Parnell Square
Luas substation
Distribution mains and multiplicity of communications around main access areas of
St. Stephen’s Green
Drainage network including arterial watermains at Parnell Square, O’Connell Street,
North Circular Road and St. Stephen’s Green.

All of the utilities are afforded a functional value of ‘Very High’.

In Volume 2, the magnitude of the residual impact following the application of mitigation
measures is deemed to be very low at the construction stage and the operational stage is seen
not to impact on utility services.
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5.0

ASSESSMENT

5.1

Introduction and Reporting Timeframe

The Principle

The development of Metro North is not disputed in principle. Notwithstanding the number of
observations received on this application for a Railway Order, it is evident that the
development of a light rail system serving key destinations in Dublin City, and with
definitive interchanges with other existing and proposed transport systems, is welcome
among the residents and business community of this city. What is particularly notable, with
very minor exception, is that a light rail system is supported, notwithstanding the range of
system alternatives that could otherwise be pursued. On this premise and having regard to
stated national, regional and local policy support, I contend that it is futile to seek to compare
and contrast this proposal with other alternative systems with any intent to demonstrate that
other alternative systems may, with some greater understanding, prove possibly or potentially
to be a more desirable system alternative. This is not to ignore the reality that the applicant
has clearly considered such alternative systems in the Environmental Impact Statement and
through the Oral Hearing process, which has addressed alternatives such as alternative rail
links and providing more dedicated bus services on varying alternative routes, inclusive of
utilising the Port Tunnel. With such alternatives having been outlined and, indeed, discussed
through the application process, it is reasonable to conclude that, in the context of what is
required in accordance with meeting the provisions as they relate to Environmental Impact
Assessment, system alternatives have been adequately considered. I am satisfied to conclude
that the principle of Metro North is publicly accepted and I unequivocally commend that
view to the Board. Setting the principle aside, it is evident that where the route goes, how this
route affects people and property, where stations are placed, how the development is
undertaken, what limits are set for construction and operation, what the real impacts would
be, what other alternatives need to be considered, and a plethora of other issues remain to be
discussed to determine if this Railway Procurement Agency proposal is acceptable at the
locations where it is proposed.

The Process to Date

I consider that it is incumbent on me to clarify the lengthy procedures to date to get to a
position whereby I can reasonably draw conclusions on this proposal so that in some way the
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Board is informed adequately in order that it can make a balanced adjudication on this
Railway Order application. Some 200 observations were made on this proposal. The Oral
Hearing lasted some 39 days, and taking place over more than a one year period. Further
information was sought and received during the course of these proceedings. Extensive
proofs of evidence, a formidable range of informative documentation, and a wide range of
other written texts, drawings and documents were obtained and needed to be read and
absorbed.

It must be stated at the outset that the quality of information provided in the original
application submission to the Board was at best seriously deficient. The Environmental
Impact Statement presented itself as a background, outline document with very generalised
content, notwithstanding its tome-like format. It was effectively a supporting document that
sought to justify the scheme based on little presented analytical data. While it may be argued
that the conclusions drawn were based upon sound investigations and research, there was
very little presented in the original application to allow the Inspectorate or the Board to draw
such a conclusion. The Board could not, in my opinion, have taken any reasonable, balanced
decision based upon such a glaring deficiency of reliable information against which the
proposal could be measured. An Environmental Impact Assessment could not have been done
as the original Statement did not provide the necessary data to allow those adjudicating on
this major development to determine its acceptance or not. The reality of these shortcomings
demanded a request of information from the applicant that required the applicant to at least
provide details on the actual impacts on particular sensitive receptors from which conclusions
could be drawn on environmental impact, assessment made and a reasonable determination
be made of the proposed mitigation measures, with the residual effects then understood. From
the range of analyses undertaken, impacts on other sensitive receptors could be inferred along
the route.

As has been seen from the Oral Hearing process and from the further information request a
significant amount of information had to be extracted from RPA to allow a proper assessment
of the proposal to be undertaken. This was a slow and arduous task, not helped by a
reluctance shown at times, certainly at the outset, in providing information or coming forth in
presentations by the applicant of information that should have already been presented as part
of the EIS or as part of submissions to the Hearing and further information processes. Matters
such as the need to demand from the applicant rebuttals to observer submissions should not
be required. The lack of integrated professional input into the Environmental Impact
Statement and the consequential disjointed presentation to the Oral Hearing was clearly
evident, when an originally proposed schedule of 20 submissions from the applicant at the
Hearing became some 53 in number (with several other important expert witness
presentations being made after the applicant had completed its original submission). I am
drawing attention to such matters because it is important to be informed of some of the key
reasons for the necessary delays in the application process to allow one to get to the position
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that the Board is now at, namely to be able to take a decision. Also, it is apparent that the
contribution by public observers and prescribed bodies to the Hearing process was
significant, but this was critical to allow for a comprehensive understanding of the issues and
concerns of those likely to be effected.

It is my firm belief, based upon the EIS that was submitted, that the applicant appeared not to
have an understanding of the real requirements of an Environmental Impact Statement and
the content required to be contained therein for such a significant infrastructure project, as the
information that has had to be acquired over time to achieve an acceptable level of
information to allow a proper assessment of this project has demonstrated. The approach of
effectively broad-brushing determination of impacts and providing broad-brush, generalised
mitigation measures, with the ultimate ‘out clause’ of hiding behind a conclusion that the
contractor will be required to adhere to certain specified limits, without actually setting out
how this is to be achieved, is wholly unacceptable and does not allow for an adequate
assessment of environmental impacts for significant effects arising from this proposal. The
applicant appeared from the original submitted application to be somewhat flippant in the
approach to dealing with real issues and the effects on real people. The impression that
appeared to have been given was one of a formality and an almost pre-determined outcome.
The delays in the making of a recommendation on this proposal categorically arise from a
necessity to acquire adequate information from the applicant to assess this most significant
development proposal. One cannot be seen to rubber-stamp a proposal, as would have
appeared to have been the outcome with a grant of permission based upon the deficient EIS
submitted with this proposal. I am now satisfied that a reasonable standard of submission has
been achieved which allows for a full assessment following the prolonged and somewhat
tiresome extraction of information from the applicant.

I note that on many occasions the applicant has alluded to the environmental impact
assessment being a ‘process’ and I would suggest that employing this concept of a ‘process’
to this application has been maximised, allowing the applicant to fully present its position in
an effective manner, allowing agreements and accommodations to be made, and, importantly,
allowing those most likely to be effected by this proposal to express their concerns, to offer
their views and considerations to aid the Board in its decision-making, and to seek to have
these concerns acknowledged and potentially addressed by the applicant. In many instances
the applicant has successfully achieved this outcome.

5.2

The Development in the Context of National, Regional and Local Policy
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Metro North is a project that has been evolving over a number of years. Indeed, it is evidently
one of the most significant public transport projects to be pursued and it is clear that at
national, regional and local levels it is a project that is widely supported. What follows are
my considerations of this proposal relative to a range of national, regional and local policy
documents and strategies. This does not represent the full extent of such publications but
offers a reasonable flavour of some of the more relevant texts.

NATIONAL POLICY

A Platform for Change – Outline of an Integrated Transportation Strategy for the Greater
Dublin Area – 2000 to 2016

A Platform for Change was published in October, 2000 by the Dublin Transportation Office.
It set out a vision of an integrated multi-modal transportation strategy for the Dublin area. A
metro system was seen to be a key element of the transport network. The Strategy envisaged
a link from Dublin City Centre to Swords via Dublin Airport. I note that at this early stage the
alignment was different to the proposed scheme, with the routing as presented in the
document passing through Cabra and the Finglas area rather than through Ballymun. It is
important to note, however, that a route linking the City Centre to the Airport was promoted,
and, indeed, that this Strategy included the extension of the route from the Airport to Swords.
I would argue that, even at this early stage, there was a beginning, a middle and an end to a
‘concept’ route that was supported and, most importantly, that the route before the Board
reflects and includes these three principal nodes.

While I accept that the proposed routing varies somewhat from that shown in A Platform for
Change, I must acknowledge the extent of evaluation of routing alternatives that the applicant
has undertaken to allow comprehensive conclusions to be drawn on the optimum route. In the
formative years of routing a scheme such as this, it is imperative that optimisation of routing
is achieved based on sound-footed evaluation and assessment, having considered matters
such as demand, key locations, land use implications, etc. It is of no surprise, having
undertaken such comprehensive evaluation, that, firstly, RPA came up with a small group of
route corridors for comparison and combinations of such route corridors, and, secondly, that
the selected route corridor varies from that presented in A Platform for Change. The
procedure moving on from this early stage has adapted the scheme and policy has then
moved on to reflect the final outcome.
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The provision of key infrastructure and service improvements advocated by A Platform for
Change is reflected in the proposal before the Board. It advocates a significant modal shift in
the direction of public transportation and provides for an improved integrated transport
network.

Transport 21

Unquestionably, Metro North, as is proposed in this application for a Railway Order, is in
keeping with the Government’s capital investment framework for rail infrastructure in the
Greater Dublin Area provided for under Transport 21. Metro North is evidently part of the
programme and is seen as an essential component. Ultimately, Transport 21 is a programme
of capital investments that seeks to improve management of the transport network and,
importantly, to increase the use of public transport. The aims of this programme, by the
implementation of projects such as Metro North, are to increase accessibility, ensure
sustainability, expand capacity, increase use, and enhance the quality of service. The
proposed project, for the service corridor it accommodates, meets with these aims. It greatly
improves the movement of people involved in a wide range of community, business and
social activities. It patently supports a more sustainable form of transportation within a
significant catchment of the Greater Dublin Area (GDA), providing key links between the
City Centre and Airport, serving key educational institutions, hospitals, etc., and it would
draw upon the established car user as it proves an efficient and attractive mode of transport.
Invariably, it facilitates significant integration with other public transportation services. It
provides a significant expansion to the city’s public transport network and I would argue,
importantly, that it would in itself prove to be a catalyst for the further expansion and
integration of light rail throughout the GDA. The quality of service from an assured system
operating at high frequency on dedicated track would prove to be most desirable.

Metro North is presented in Transport 21 as having a beginning at St. Stephen’s Green and
potentially serving DCU, Ballymun and Dublin Airport before terminating at Belinstown,
Swords. I do not need to address the compliance of the proposed scheme with this investment
strategy any further as it clearly does comply.

National Development Plan 2007-2013
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The Government’s current National Development Plan was published in 2007. The
prioritisation of infrastructural investment is a key component of this Plan. Under the heading
of ‘Economic Infrastructure’, it is a key objective to deliver a radically upgraded public
transport system in line with the timetable in Transport 21, especially in the Greater Dublin
Area. The Plan acknowledges the objective to promote the switch from car usage to public
transport in order to promote efficiency, quality of life, competitiveness and environmental
sustainability. It is further acknowledged that dependence on the car and bus network to
reduce congestion in Dublin City is unsustainable environmentally and that what is required
is a complete transformation in the public transport network in the GDA. The first project
advanced in the NDP in line with Transport 21, under the Public Transport Programme
within the GDA, is ‘Completion of the Metro North line from city centre to Swords via
Dublin Airport’. The Plan notes that a significant element of investment in projects in the
GDA will be funded by Public Private Partnerships (PPPs). Metro North is a key component
of Transport 21. It is clear from a reading of the Plan that Metro North is not only supported
but is categorically promoted in this Plan.

Department of Transport Statement of Strategy 2005-2007

The principal objective of this Strategy is to underpin economic growth and competitiveness
and to contribute to social development through the efficient and effective delivery of an
appropriately regulated, sustainable, safe and integrated transport system. Six high level goals
are identified, namely integration, investment, safety, competition, regulation and reform, and
delivery. The Department Strategy seeks to increase the number of people using public
transport, to increase the modal share of public transport, and to adopt an integrated approach
to public transport provision.

Following on from this, the Department, in its Agreed Programme for Government Report
April 2007 reinforces the integrated policy espoused in the Strategy and promotes Transport
21, expressly pressing for the delivery of the metro from St. Stephen’s Green to Swords on a
PPP basis.

It is apparent that the Department’s promoted integrated transport system policy is in favour
of and, indeed, is somewhat dependent on the delivery of the metro.
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National Climate Change Strategy 2007-2012

This Strategy, published by the Department of the Environment, Heritage and Local
Government in 2007, outlines the measures by which Ireland is to meet its commitment to
limit greenhouse gas emissions over the 2008-2012 period to 13% above 1990 levels. Under
the Sectoral Analysis chapter on transport, the Strategy acknowledges that the provision of
infrastructure through the continued implementation of Transport 21 will result in a switch
from private to public forms of transport. This modal shift is seen as one of the key ways of
reducing transport-based greenhouse gas emissions.

Once again it is evident that the projects being advanced under Transport 21 are viewed as
making a significant contribution by promoting the switch from private car to public transport
options. Again it must be stressed that Metro North is a key component of Transport 21 and,
by inference, it contributes to limiting greenhouse gas emissions. The project as proposed is,
thus, consequentially wholly compliant with the Strategy’s aims and objectives.

National Spatial Strategy 2002-2020

The National Spatial Strategy 2002-2020 was published by the Department of the
Environment, Heritage and Local Government in 2002. The Strategy seeks a better balance of
social, economic and physical development and population growth between regions. In
Chapter 3, the Strategy notes that investment in public transport will assist in promoting a
more efficient and competitive Greater Dublin Area. The continuing health of Dublin is seen
to be critically dependent on creating an efficient and high quality system of public transport
connections within the Dublin area to improve access to employment, education, services and
amenities.

It is on the basis of the latter that I reasonably conclude that the development of Metro North
meets with the aims and objectives of the NSS for the Greater Dublin Area by significantly
expanding the investment in public transport and introducing a new dedicated high quality
light rail option for consumers that functions in its own right as an important element of
public transport infrastructure, while notably expanding the integrated transport network
linkages across a significant component of the GDA.
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REGIONAL POLICY

Regional Planning Guidelines for the Greater Dublin Area 2004-2016

The Regional Planning Guidelines for the GDA notes that, to support balanced regional
development in the context of the National Spatial Strategy, the GDA’s transport networks
must address congestion in major urban areas by increasing the use of public transport and
alternate modes of transport. They recognise that transportation, in particular public
transportation, is one of the key issues for the GDA. They acknowledge the need to plan and
provide for sustainable infrastructure corridors through the provision of sustainable transport
modes and implementing agreed programmes for infrastructure improvement. The Guidelines
emphasise the need to continue to improve the accessibility and connectivity of the GDA. It
is noted that the planned and orderly development of the GDA is vital in the achievement of
the strategy through the promotion of a reduction in travel demand, a sustainable balance
between public and private transport modes and by the integration of land use and
transportation planning. It is recognised that the proposals in A Platform for Change provide
a framework upon which the strategic movement network can be based. The objectives of
this DTO document are supported and it is recommended that priority should be accorded to
the measures and projects included in this document. Their implementation are seen to create
extensive, high quality, fully accessible, integrated networks for rail, Luas, Metro, bus and
roads. The Guidelines list a Metro Airport route as one of the components of the Strategic
Public Transport Infrastructure Priorities.

It is apparent that the Regional Planning Guidelines are supportive of sustainable transport
modes, improving accessibility and connectivity in the GDA, seeking a greater balance
between public and private transport modes, and, indeed, the development of a metro, with a
link to the airport. It is, therefore, reasonable, arising from the likely outcome of the
development of Metro North in terms of meeting with these Guidelines’ aims and objectives
in the context of transportation for the GDA, to conclude that the proposed development
before the Board is compatible with the policies and objectives espoused in the Guidelines.

In addition to the above, it is apparent that Metro North is wholly supported in the recently
published Regional Planning Guidelines for the Greater Dublin Area 2010-2022.
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Rail Park & Ride Strategy for the Greater Dublin Area

This rail-based Park & Ride Strategy was published by Dublin Transportation Office in
November 2004. The objectives included developing a strategy for the GDA and
recommending a set of locations where investment in the provision of additional Park & Ride
spaces would contribute to the achievement of the transport objectives outlined in A Platform
for Change. Locations relating to the first and second phases of Metro were identified as
possible Park & Ride facilities. The first phase related to an indicative network running from
north of Bray at Shanganagh to the Airport via the city centre. The first section of Phase 2
was understood to comprise an extension from the Airport to Swords. The Strategy shows
three park & ride facilities where they relate to the current proposal before the Board – a
proposed facility north of Swords and one south of Swords (both evidently part of Phase 2),
and one at Metropark south of the airport. The Strategy differentiates between ‘Strategic’ and
‘Local’ park & ride. ‘Strategic’ park & ride is defined as the provision of facilities where the
national road network meets the rail network. The implementing agency is required to
demonstrate in a business case that the number of spaces proposed at a ‘Strategic’ facility is
compatible with the intended function. While actual size is not specified, a view on preferred
scale is given. For ‘Local’ park & ride it is recommended that sites be kept as small as
possible and that in normal circumstances they would not exceed 300 spaces. A site-specific
business case is required to determine the exact size of these facilities. The site north of
Swords is viewed as a ‘Strategic’ facility with a figure of 2000 spaces referred to, while the
facilities south of Swords and at Metropark are viewed as ‘Local’, each accommodating 300
spaces. The Strategy notes that rail park & ride is a key characteristic of public transport
networks, and that it increases the effective catchment area of the rail network, which can
result in an overall shift from car towards public transport within the GDA. The Metropark
facility is seen as a ‘Local’ park & ride to serve dispersed local development to the west of
this location. It is noted that it is dependent on suitable local road access from the N2 area.
The facility south of Swords is also seen to be a ‘Local’ facility and is intended to serve the
residents of Swords and the surrounding area who are outside the walking catchment of the
station and are not served by feeder bus services. The facility north of Swords is classified as
a ‘Strategic’ park & ride to serve the demand from southbound traffic on the M1 that is not
intercepted by the park & ride site on the northern suburban rail line.

I recognise that this Strategy pre-dates the definitive routing of Metro North. Setting this
aside, it must be acknowledged that the indicative locations of the three proposed park & ride
facilities associated with the application before the Board, their scale, and intended functions
appear wholly compatible with this Park & Ride Strategy. I support the position that
providing park & ride facilities are an integral part of this proposed development to ensure
the interception of car traffic, to increase the catchment area of Metro, and ultimately to
expand the shift to public transport. I will be addressing the issue of siting and scale of the
proposed park & ride facilities in greater detail individually later in this report while looking
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at area-specific concerns raised. Section 6 of the Strategy considers key success factors for
both strategic and local park & ride facilities and these factors will be important in drawing
conclusions on the compatibility and acceptability of each of the three park & ride proposals
now before the Board.

LOCAL POLICY

Fingal County Development Plan 2005-2011

The Fingal County Development Plan has provided policies and objectives to accommodate
the proposed development within its administrative area. Specific policies such as Policy TP7
(to prioritise public transport by safeguarding future Metro and promoting and facilitating the
provision of new Metro), Policy TP12 (to facilitate and promote the development of a new
and improved rail-based transport system, including a Metro link, from the city to Swords via
the airport), and Policy TO25 (to promote the development of economic activities and
employment generation, strictly in association with the provisions of the Metro, of lands to
the south of the airport) clearly demonstrate the planning authority’s commitment and intent
for this proposal. Objective T06 seeks to facilitate and promote the route by protecting the
RPA’s preferred route, by implementing integration with development of adjoining lands and
by implementing a development contribution scheme. It is notable that the adoption of
Variation 29 seeks to provide a statutory basis for the development. This variation also seeks
to incorporate the Council’s Strategic Vision for Swords (not a statutory document). This
document sets out a land use strategy for lands adjoining the Estuary and Lissenhall Metro
Stops. Ultimately, the intent of Variation 29 is to pursue the aim of maximising economic and
employment opportunities for Swords arising from the proposal and to promote the routing,
station locations, park & ride facilities, and depot location in the Council’s administrative
area that are advocated by RPA. This variation has provided an extensive list of objectives (as
evidenced in Section 2 of this report) to maximise the opportunities arising from Metro
North.

It is evident from the above that Fingal County Council’s Plan has been adapted to
accommodate the proposal that is pursued by RPA. The adoption of Variation 29 adequately
demonstrates this.
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Dublin City Development Plan 2005-2011

While Dublin City Council has not been seen to adjust its Plan to adopt the definitive routing
of Metro North within its administrative area, it is clear that the Plan’s established policy
invariably favours the development through supporting the sustainability principles set out in
the National Spatial Strategy, Dublin Transportation Office’s ‘A Platform for Change’ and
the Regional Planning Guidelines (Policy T1). Under Policy T1, it also commits itself to the
objective of identifying the specific lands required or likely to be required for the
transportation and related infrastructure needs of the city, including metro links, during the
period of the next Development Plan from 2011-2017 and to the creation of a new zoning for
such lands. The Council also supports the measures currently being implemented or proposed
by the Railway Procurement Agency to provide new infrastructure including the provision of
a Metro. The Plan also states that the Council supports a City Centre rail connection to
Dublin International Airport with a preference for stops at Dublin City University and
Ballymun. The Plan states that city suburbs, particularly on the northside and westside,
should be the priority for new rail infrastructure and it is an objective to ensure the delivery
of such services. The Council policy is also to encourage modal change from private car use
towards increased use of more sustainable forms of transport such as public transport (Policy
T2). It is also the policy to cooperate with the Railway Procurement Agency in order to
increase passenger capacity and increase rail efficiency (Policy T4).

It is apparent from these Plan provisions that the Council supports the development proposal,
wishes to provide the environmental conditions to accommodate it, and is definitive about
where it should serve within its administrative area. The scheme as proposed by RPA
coincides with the intentions of the Council. The proposal clearly supports the intent to
increase public transport use and its routing aligns itself with the intention to deliver new rail
infrastructure to the northside city suburbs.

Section 49 Contributions

Dublin City Council and Fingal County Council have adopted Supplementary Development
Contribution Schemes for Metro North under section 49 of the Planning and Development
Act 2000. These are to facilitate contributions from developers which would benefit from the
new infrastructure. These contributions are made to the scheme developers via the relevant
local authority to help cover the cost of the scheme. A band of approximately 1 km either side
of the rail line is taken as the transportation corridor within which benefit will accrue to
development. A line has been drawn defining the corridor that rationalises the 1 km distance
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to nearby features such as roads and other boundaries. This distance is considered to
represent a reasonable walking distance corridor to stations along the proposed line. The
project is seen to benefit the scheme area, enabling its development in a sustainable manner
to higher densities in accordance with the Development Plans and the Residential Density
Guidelines. The project is seen to improve the attractiveness and marketability of the scheme
areas for residential, commercial and retail development and to add significantly to the value
of land in the area.

The geographical corridors through which application of the schemes are attained reflect
accurately the routing corridor proposed by RPA in the current Railway Order application.

Dublin Airport Masterplan 2006 & Airport Local Area Plan 2006

These Plans establish the development strategy and determine the policies to be pursued in
the development of the Airport and lands in the vicinity, inclusive of supporting
transportation infrastructure. The policies and objectives distinctly facilitate and support the
development of Metro North within the applicable functional areas. It is a specific objective
to provide for the development of a transport interchange including a Metro station at the
centre of the airport campus and it is also a policy to ensure the station is provided to best
international standards for public transport interchanges. It is an express priority of Fingal
County Council to facilitate Metro North.

It is notable that Fingal County Council and Dublin Airport Authority are wholly supportive
of the scheme as proposed by RPA. It is apparent that the scheme is in keeping with the
policies, objectives and the infrastructural development proposals for the Airport.

Ballymun Masterplan 1998-2004

The Masterplan is a detailed urban design proposal for the future development of 198
hectares of land at Ballymun. A specific transportation objective of the Plan is to provide for
the development of a light rail system in co-operation with the national public transport
authority and other agencies and to promote the extension of public transport services
through the residential area of Ballymun to optimise accessibility. The Ballymun
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Regeneration Progress Reports acknowledge that provision was made in the design and
implementation of the Main Street to facilitate the development of the Luas from the city
centre along the new street. It is noted that the development of the Metro or Luas will seek to
reduce demand for private car journeys and maximise the use of public transport. It is further
noted that BRL have liaised with and facilitated the RPA in the development of its Metro
Study. It is recognised that key Government decisions in relation to public transport links to
Dublin Airport are vital to maximise the synergy of public and private investment in
Ballymun.

It is apparent from the development of the Plan and the continued operations of BRL that the
development of a metro / light rail system through Ballymun, to improve public transport
serves and accessibility thereto, is actively pursued. The principle of the development is, thus,
evidently supported and promoted.

Ballymun North Local Area Plan 2005

The lands in the North Ballymun LAP are to the west of Ballymun Road and south of the
M50. The Plan acknowledges the proposed rail link between the city centre and Swords via
the Airport and suggests that a station is to be located on the eastern edge of the LAP lands. It
is recognised that the development of the LAP lands in tandem with the Metro line and
station provide the opportunity to intensify development. There is a specific Transportation
Objective (T02) to accommodate a Metro Station / Public Transportation Hub at the eastern
edge of the site. The location of the proposed Metro station is seen to offer the opportunity of
providing an integrated transportation hub involving metro, bus services and cycling
facilities. It is noted that the hub is to be developed in consultation with RPA and other
appropriate agencies.

I note from the associated LAP drawing that the location of the Metro Station Transportation
Hub is sited in the vicinity of Ballymun Road and the eastern edge of the LAP area. This is a
short distance south west of the proposed Northwood Stop and north of the proposed
Ballymun Stop. While deducing that the positive impacts seen to arise with the advent of
Metro North in this area is reasonable, the siting of the station in the general vicinity shown
would appear to support some of the Observers’ opinions that the appropriate siting of the
Northwood Stop should be west of its present position to make it more accessible and to
create better integration, particularly with bus services. This location also brings with it the
potential positive benefits arising from proximity to intensive development in the future on
presently undeveloped land. Importantly also, it reinforces a position that one could facilitate
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the launch of the Tunnel Boring Machine (TBM) from this general area if the pursuit of the
development through Ballymun was via bored tunnel and not cut and cover as is currently
proposed. These matters will be discussed in greater detail later in this report.

Other Non- Statutory Documents

I note the documents Metro North – A Link to the Future and Economic Development
Strategy for the Metro North Economic Corridor prepared by Indecon. The former, prepared
on behalf of Dublin City and Fingal County Councils, Dublin Airport Authority and RPA,
had a role in identifying the areas that could be subject to the Supplementary Development
Contribution Schemes. The latter referred to the Metro North Economic Corridor as it
applies to the Fingal area, i.e. the area of land approximately 1km either side of the proposed
Metro North as it extends from Lissenhall to the south Fingal area. It set out a 20 year
strategy for the development of Swords and the Corridor to coincide with the delivery of
major infrastructure. It identified undeveloped land banks seen as relevant to the Corridor and
important to the future economic development of the area. The report envisaged significant
land use changes within the Fingal area. Key recommendations of the study included targeting
an increase in population to 128,000 (mainly in Swords), facilitating an additional 37,000 jobs
(notably high-tech employment), offering strong support proposals for a University Campus in
the MNEC and facilitating the establishment of a hospital within the Corridor. The Strategy
proposed that the Swords-Lissenhall, Dublin Airport Eastlands and Metropark sites should be
targeted for development.

5.3

Area by Area Assessment

It is proposed to assess the overall development on a geographical area by area basis in
accordance with those areas into which the routing is defined in the application and EIS.

5.3.1

AREA MN101 – BELINSTOWN TO SWORDS STOP

There is an extensive range of issues requiring consideration under Area MN101. These
include:
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•
•
•
•
•
•
•
•
•

Depot Siting
Flooding at the Depot Site
Archaeology at the Depot Site
Miscellaneous Issues relevant to the Depot Design, including deposition of spoil,
physical constraints, mounding, and the question of landfilling
Belinstown Park & Ride Facility
Belinstown Area Observations
The Stops in Area MN101, including observations received
Archaeology and Architectural Heritage along the Alignment in Area MN101
Miscellaneous Issues relating to Area MN101, including the Fingal County Council /
RPA Agreement, submissions from prescribed bodies, the route alignment, and
effects on public roads.

Depot Siting

Details from the EIS

The proposed depot site occupies an area of approximately 36 hectares and comprises
agricultural lands north of the town of Swords, to the west of the M1 motorway and east of
Batter Lane, which is a local road serving local traffic needs. Section 5 of the Environmental
Impact Statement refers to the issue of ‘Alternatives’ and under Section 5.5.5, depot location
and design were discussed. Other depot location options that were considered were Sillogue,
Dardistown, Fosterstown, and Lissenhall. The applicant’s conclusions drawn on these were:

•
•
•
•

Sillogue was the least preferable based on operational and environmental reasons.
Dardistown performed well operationally but land costs and development plans
rendered the location unsuitable.
Fosterstown performed well operationally but there were many negatives such as
greenbelt designation, level changes and the need for watercourse diversions.
Various locations at Lissenhall were eliminated as they occupied land designated for
the future development of Swords.

The EIS states that detailed discussions with Fingal County Council resulted in the route
being extended beyond Lissenhall to a new terminus at Belinstown. Three depot locations
were then looked at – north of the likely route of the Swords Western Bypass and west of
Batter Lane; south of the likely route of the Swords Western Bypass and west of Batter Lane;
and north of the likely route of the Swords Western Bypass and east of Batter Bane. The area
south of the proposed bypass was eliminated as it would detract from the development area
available north of Swords and this was also opposed by the Council. Areas east and west of
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Batter Lane were both seen as being of archaeological interest but that impacts could be
mitigated. The lands to the east of Batter Lane were preferred because the environmental
impact was seen to be limited by existing landform.

Details from the Oral Hearing

At the Oral Hearing, RPA submitted that identification of the optimum location for the
maintenance and stabling depot is critical as it impacts the operational efficiency of the entire
scheme. Reference was made to depot location options being considered as including
Sillogue, two at Dardistown (one within the airport safety zone and one outside the zone),
Fosterstown and two locations in the Lissenhall area ( Lissenhall North and South).
Reference was also made to development potential of lands and the archaeological impacts at
Lissenhall were noted. It was noted that, while the Lissenhall North location performed less
well operationally and had some additional environmental impacts, it was seen to be the only
location which did not require the acquisition of a significant amount of land earmarked for
future development. It was stated that this location had the support of the local authority.
RPA noted that a number of alternative locations and layouts for the depot in this area were
considered. RPA addressed the three alternative locations. RPA also submitted the location of
the depot site offered the opportunity to locate the large strategic park & ride site outside of
lands earmarked by Fingal County Council for high density development to a location which
would be accessible from the proposed Swords Western Ring Road. It was stated that this
required the addition of a surface stop at the depot, which had the added advantage of
minimising empty running.

At the Hearing RPA once again referred to three alternative layouts in the Lissenhall North
area – an east / west layout north of the Lissenhall development area and east of Batter Lane
(the proposal); an east / west layout within the Lissenhall development area and east of Batter
Lane; and a north / south layout north of the Belinstown Stop and west of Batter Lane. These
alternative locations are shown on Slide 3 (Drawing Ref. B/MN/0000/DA/001/B01) of Mr.
Spalding’s presentation. RPA stated that the layout within the Lissenhall development area
would occupy expensive potential development land and would reduce Section 49
contributions from developers, as well as being opposed by the Council. The option north of
the Belinstown Stop was stated to make future connections to the coastal communities more
intrusive and less efficient and would result in additional crossings of Batter Lane, thus
creating more intrusion to local properties. Archaeological impacts were also alluded to for
the current proposal and the alternative south of it. The proposed depot location was seen to
provide the most economic and efficient location. RPA submitted the level of the depot was
to be set generally above existing ground level to avoid excavating in the area of
archaeological interest, to allow adequate cover to the culvert needed for stream diversions,
and to prevent views along the whole depot area from Batter Lane. It was noted that the depot
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needed to be some 700 metres in length to provide adequate stabling areas for track and
circulatory requirements. It was stated that the eastern boundary cannot be closer to the M1
than shown if adequate space is to be left for a slip road connection of the possible future
Swords Western Ring Road to the M1. It was, furthermore, submitted that Metro must pass
through the centre of the proposed Lissenhall Development Area in order to provide an
accessible alternative sustainable transport corridor and the track must connect to one end of
the depot to allow efficient circulation. It was stated that the Belinstown Stop is also located
north of the proposed line of the Swords Western Ring Road so as to minimise costs by
bridging over the tracks and not the platforms as well.

Considerations

In my opinion, there are at least three important issues to be considered when reviewing the
issue of siting of the depot. One is policy, i.e. how does this proposal comply with established
strategies and objectives. I wish to consider this issue last. Another is the suitability of the site
when due regard is had to planning and environmental constraints – such as flooding,
archaeology and traffic. A third issue is strategic planning, i.e. where the site would be best
located in terms of proper planning and sustainable development.

Taking the latter issue first, this should always be a most significant determinant from the
outset and should not be soley determined on the basis of economic cost. It is apparent from
my understanding of this project that events have overtaken the strategic siting of the depot
and consequential impacts have led to the depot being sited further north than was originally
envisaged. It would appear that the siting of the depot at Belinstown is a relatively recent
decision. I suggest this on the basis that there are significant environmental constraints
associated with this location more so than the location further south that was originally
envisaged. The proposed site is particularly geographically constrained. It is squeezed
between Batter Lane and the M1 on top of an Area of Archaeological Interest and on lands
that flood. The very limited considerations offered on these issues up to the time of the
making of this application (and through the preparation of the EIS) demonstrate this
conclusion on its recent choice as a site. Ultimately, it appears the Belinstown site has been
chosen on the basis of economic cost not sustainable planning. It is countryside, agricultural
land and so is better value than lands further south where it was undoubtedly intended to be.
The lands to the south where the depot appeared intended to be developed are not zoned lands
and they are not serviced lands. There is no statutory plan for the development of these lands.
There are evidently developer-led intentions for these lands and the local authority has clearly
supported the future development of these lands by opposing the development of the depot at
that location. This is despite the lack of any plan-led approach to development at this
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location. There is no statutory basis for the conclusions drawn on the undesirable siting of the
depot where it appears to have originally been proposed at Lissenhall. The aspiration of
development lands obviously has increased the costs of such a location and this has pushed
the site of the depot further north and further into countryside away from any urban area.

Having regard to the above, it appears the depot site changed from Lissenhall because that
land was being pushed forward as development land. This consequentially has pushed up
land prices and has made RPA review its location. Again, it is noted that the lands at
Lissenhall where the depot should have been placed remain lands unzoned for development. I
ask the Board, in considering strategic planning and development, should a development (i.e.
a large depot described by the applicant on a number of occasions as an “industrial-type”
development) be on lands appropriately zoned for such development, or at least be closer to
an urban centre and be more serviceable? Furthermore, I must point out to the Board that it is
not a question of whether the depot should be north or south of the proposed Swords Western
Ring Road. I pressed the local authority on a number of occasions at the Oral Hearing for an
update on this proposed road, that being what its status is, what is the position in relation to
routing and alignment options, etc. There is no preferred option and there are no alternative
alignments for consideration at this stage for this road. I am firmly of the view that the
current position is that there is an aspiration that sometime in the future it is hoped that
Swords will expand dramatically northwards from where it is at present and that the best
place to put the depot is at a location so remote that it will not impact on landowner and
developer aspirations for development of their lands. The local authority is pursuing this
position. I note the publication Your Swords – An Emerging City - Strategic Vision 2035.
This establishes principles rather than indicates a nature or scale of development. It is not a
statutory plan. It is a ‘vision’ that is evidently likely to be subject to much change. It begs the
question: where is the plan-led development in this area?

Moving on from the Lissenhall lands, it should additionally be pointed out that there is no
statutory plan affecting the development of the depot lands. I would suggest that there
remains, in terms of proper planning and sustainable development, the opportunity to site the
depot closer to Swords and generally in the vicinity where it was originally proposed in
Lissenhall, north-west of Estuary roundabout on agricultural lands. There is less physical
constraint in this area and potentially less adverse impacts arising for archaeology and from
flooding. It is a question of cost for the applicant now, not a best strategic planning option.
Land acquisition with development intentions has altered the depot location and the local
authority appears intent on validating this position, despite, firstly, no statutory planning
framework in place to allow for it and, secondly, no understanding of the expectation of when
and if development between Swords and Belinstown is likely to happen in the foreseeable
future and in what form it would take. The applicant’s reference to the Belinstown Stop being
located north of the proposed line of the Swords Western Ring Road so as to minimise costs
is wholly misleading as again it is noted that Fingal County Council has not fixed the routing
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of this proposed bypass. The emphasis placed by the applicant on the relevance of the Swords
Western Ring Road is entirely misplaced at this time and is being used as a relevant factor in
determining the siting of the depot.

This issue has very significant implications for addressing the concerns of a number of
observers in Area MN101 who are opposed to the siting of some very extensive and high
mounds on the depot site lands and who, in the event of the depot proceeding as proposed,
wish to see the development pushed further east towards the M1 and away from residential
property. Given there is nothing fixed in relation to the proposed bypass route, the need for
mounds can reasonably be questioned. Given there is no defined route (or even options for
consideration) there is no validity in the position put forward by RPA that the eastern
boundary of the depot cannot be closer to the M1 than shown if adequate space is to be left
for a slip road connection to the possible future Ring Road to the M1.

Once again, I must conclude the final selection of the depot site appears recent, rushed and
not fully analysed for the consequential impacts. The economic cost issue has clouded the
need for a strategic planning choice to be made.

The next issue is the environmental impacts of the siting of the depot at Belinstown. The
selection of the site at Belinstown has brought with it many difficulties. Placing a large
industrial type development on a configured site that is geographically constrained has been
referred to earlier. This is clearly not the case further south where there is greater land area,
greater distance between the M1 to the east and the local road network to the west, and where
there are greater separation distances from residential and other properties. The chosen depot
site sits on a known Area of Archaeological Interest. I note and accept that testing has
occurred at this location as a result of the further information request by the Board and I note
that it is intended that the depot site is to be significantly filled. However, it must be pointed
out that lands further south clearly do not lie within this Area of Archaeological Interest. On
the issue of flooding, there has been very specific and detailed local knowledge provided now
to the Board through the Oral Hearing to clearly demonstrate that the depot site floods and
does so to a significant degree. I cannot be as informed about the lands further south where it
appears RPA originally intended the depot to be but suffice to say the proposed depot site is a
flooding concern. Therefore, it is entirely reasonable to submit that the siting of the depot as
proposed has significant planning and environmental concerns and there will be substantive
impacts arising from the development of these lands.
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The final issue that I wish to allude to is the compliance of this depot siting with established
strategies and policies. It must be stressed that national policies, strategies and other relevant
documentation and publications acknowledge the routing of Metro North from St. Stephen’s
Green to Swords via the Airport. It cannot be confirmed that the depot site is acknowledged
as being at Belinstown. What is also particularly of note is Fingal County Council’s Section
49 Development Contribution Scheme. The Scheme area extends just as far as the proposed
depot site. It does not extend northwards beyond this site. The route of Metro North itself is
seen to go just north of Balheary Demesne, much further south than proposed by RPA. It is
notable from Dublin City Council’s scheme that the scheme area extends approximately 1km
south of St. Stephen’s Green. The Fingal County Council Scheme which is intended to apply
to 1km either side of the metro route would suggest that it was designed to apply to a shorter
route and from this I would gauge that a depot site was anticipated to be sited in Lissenhall
further south of where is now proposed. I note that the varied Fingal County Development
Plan takes cognisance of the current location of the depot site. Taking these observations into
consideration, there can be no express reason to determine that the proposed depot site is
wholly supported by strategic and local policy.

In conclusion, I must also note that there has been no strategic thinking given over to the
potential siting of a depot in the Dardistown / Metropark area close to where the tie-in with
Metro West will undoubtedly be. From the EIS (section 5.5.5), I note the possibility of a
combined depot for Metro North and Metro West fleets was considered at Lissenhall,
Sillogue and Abbotstown. The study concluded that a combined depot was technically
feasible and would provide financial and operational benefits. However, because they are two
separate projects at different stages of development, it was considered to provide a combined
depot would introduce greater life-long contractual risk to both projects and, therefore, this
option was not progressed. I note that two options were considered at Dardistown for the
development of a depot to serve this development alone. Given that this location will be the
tie-in for Metro West with Metro North, it clearly was an issue that warranted greater
consideration in the interests of proper planning and sustainable strategic development.

Flooding at the Depot Site

This is a very significant issue for the Board to consider and it has implications for progress
of the overall development. There is evidently a problem with flooding in the Belinstown
area, including the site on which it is proposed to develop the depot facilities, Belinstown
Stop and the associated strategic park & ride facility. I propose to indicate what is intended to
occur at the development stage on these lands relevant to this issue, to highlight some of the
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local concerns, to review the applicant’s proposals to address this issue, to provide details on
Fingal County Council’s position, and then to offer my opinion on these proposals.

The Development Works

The depot site incorporates an area of some 36 hecatres. The applicant’s strategy in respect of
waste spoil, as explored at the Oral Hearing, is that it will be used within the scheme and that
only a small percentage of the total would be disposed of off-site to licensed landfill. The
majority of excavated material from the tunnel launch site and from the excavation of the
station boxes themselves is to be disposed of at the depot site. The total volume of excavated
material in the project is estimated at 2.9 million cubic metres. Around 2 million cubic metres
is to be deposited, with the remainder to be re-used in other projects, sent to landfill or used
for quarry capping. The depot site is intended to be filled almost throughout, up to four
metres over existing ground level on parts of the site, notably at the southern end. Large
landscaped mounds are to be provided some 12 metres in height immediately south of the
tram stabling area and the infrastructure facility and south of both components of the multistorey car park.

The Observers’ Position

Most of the local objections to the development of the depot site at this location referred to
flooding as being a serious issue for this site and the general area. It was apparent during the
course of the Oral Hearing by the evidence produced by Observers, and clearly by the
weather experienced last November/December, that the Observers are correct to present this
as an important consideration when assessing the depot proposal at this location.
Photographic evidence produced by Stephen Joynt and Barry Hare and video and other
evidence produced by John Bond in particular demonstrated that there is a significant
flooding problem in this area.

Mr. Joynt is a resident of Batter Lane and, referring to photographic evidence, he submitted
that the issue of flooding in this area was not a question of ditches filling or becoming
blocked and overflowing in wet weather but that the whole area effectively gets flooded.
While acknowledging that the filling of the depot site would protect that site from flooding,
he expressed concern that this will result in properties such as his own being flooded instead.
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Mr. Hare considered this was an issue that was not receiving the respect it deserves and that
he is concerned about the amount of water to be displaced by the station, car park and
shunting yard. His photographs showed flooding from November and December 2009 of the
roads and land in the area, including the depot site. Mr. Bond’s submission included a DVD
which showed a flooding event in 2000 resulting from the effects of a high tide, full moon
and bad storm, whereby a stream behind his house that is downstream from a river burst its
banks and flooded an extensive area which is in the vicinity of the depot site. He noted that
the 1 in 100 year flood event occurred twice in the mid and late 1990s in this area. He further
noted that there was flooding of residential properties and farmlands and of the road network
(making the road impassable) and this had taken place in August of last year. Mr. Bond’s
local knowledge of the area leads him to conclude that the area is not a flood plain as such
but rather is an area that floods on a regular basis. It is his understanding that there is not a lot
of development in the area for this reason. He notes that it can take many days for rain to
dissipate from lands in the area. Mr. Bond also alluded to the impression that, when the
applicant is talking about addressing the flooding problems, RPA is talking only of the depot
site itself, despite the intended placement of a large amount of spoil and the construction of
large mounds that will act as a dam and result in flooding of his and other properties.

The Observers concerns have been acknowledged in the GWP Report, i.e. the Report of the
Independent Engineering Expert Panel, which reviewed the Environmental Impact Statement
and other elements of the Railway Order application for Metro North for residents groups and
other interested parties. It is acknowledged that the depot, station, park & ride facility and
permanent landscaped mounding to accommodate tunnel spoil at Belinstown will be
constructed in the catchment of the Broad Meadow River. The report noted the residents’
experience that applications for houses and extensions in the locality have generally been
refused on the basis of flood risk and avoidance of building on the flood plain. The grave
concerns about flood risks, especially given their experience of flooding, are recognised. This
report, thus, notes that the effects of the development on flood risk have been consistently
raised, that flooding is already a problem at this location, and that residents always
understood that flood risk was a major planning constraint on development. The raising of
land and the construction of buildings and other structures in the catchment of the Broad
Meadow River and close to its flood plain were acknowledged as being of concern to locals.

The Applicant’s Position

The submitted Environmental Impact Statement did not address the issue of flooding in
Belinstown. It acknowledged the potential for flood risk at the depot site. No flood risk
assessment was carried out and reported for the EIS. The Board’s further information request
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noted the potential risk and sought details on the effects of the proposed filling and the
development of the proposed mounds, sought the undertaking of a baseline survey, the
undertaking of a flood risk assessment, and the quantification of risks. Details of
modifications to the filling, off-site improvement works to drainage channels and receiving
waters, and the provision of flood defences were also sought. In response to this request, the
applicant submitted that the EIS addressed the area of flood risk by stating that all
watercourse crossing points will be subject to Section 50 applications to the Office of Public
Works to obtain approval for the crossing point design. The response noted the conclusions
drawn by Fingal County Council’s own report on flood risk assessment at Belinstown.

The applicant’s submitted flood risk assessment with the further information response refers
to the surface water system in the locality and the surveys undertaken. It is noted that the soils
in the area of the depot comprise mineral alluvium to the east and limestone-derived till to the
west, and have moderate permeability. Some of the pertinent points arising from the
applicant’s flood risk assessment include the following:

Consideration of the Flood Zone

•
•
•

The catchment of the Lissenhall Stream upstream of the depot is very small
(estimated as 0.25 sq.km.) and very flat.
No flood risk and management studies have been completed in the vicinity of the
surface sections of Metro.
There is no definitive floodplain mapping in the vicinity of the depot.

Existing Sources of Flooding

•

The flat fields south of the depot site are observed to pond during periods of wet
weather. The calculated capacity of the stream of about 0.45 cumecs is about the same
as the predicted peak flow for a 1 in 100 year storm of 0.46 cumecs, indicating that
flooding of the fields is generally due to the undulating nature of the ground, and the
relatively low permeability of the soils rather than from overflow from the stream.
Thus, ponding is caused by direct rainfall rather than overflow from the stream.

Vulnerability Criteria

•

‘Vulnerability’ of the catchment of the Lissenhall Stream is rated as low as there is no
significant development in the catchment. The fields are not providing storage nor
protecting land further downstream.
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Sources of Flooding and Previous Events

•
•

•
•

•

•

A review of flood records on the OPW website shows there are no recorded flooding
incidents in the Lissenhall Stream catchment.
Flooding of Batter Lane and gardens appears to come from the north, flowing from
the fields, across the gardens and onto the lane. LIDAR contours confirm this is the
trend of the ground surface in the vicinity. It is likely that this flooding of the western
end of Batter Lane is due to flooding of field ditches in the flat land at the watershed
between the Lissenhall and Turvey streams.
Whilst the installation of new drains along Batter Lane will help to remove
floodwaters from its western end, the construction of the depot will not have any
effect on the source of the flooding in that area.
Protection of the houses from flooding would necessitate cleaning of the field drains
to the north-west, and a review of the adequacy of the existing drainage network.
Such work would be beyond the remit of the RPA as it has no direct impact on the
Metro North proposals and the Metro North proposals have no impact in this area.
Flooding in the vicinity of the two properties on Batter Lane facing the depot is
localised rather than as a result of significant overland flow. The installation of formal
drains along both sides of Batter Lane and discharging to the Lissenhall Stream will
alleviate this problem.
During heavy rainstorms the Lissenhall Stream floods over Batter Lane at its low
point south of Jet View Farm. This is a regular occurrence but water depths are
shallow.

Impacts of Flooding

•

•

A new high capacity culvert for the Lissenhall Stream will be provided beneath Batter
Lane. The lane will be raised by almost 1.2 metres to provide headroom for this
culvert. This will result in a marked reduction in the incidence of flooding on the lane
at its low spot just south of Jet View Farm. The new culvert will protect Batter Lane
from flooding events well in excess of 1 in 100 years.
Raising the level of the depot to 10.5mOD will avoid any risk of flooding of the site,
or the maintenance and administration buildings. The multi-storey car park (MSCP)
will have one basement level below Batter Lane at a floor level of 5.6mOD,
connected by a ramp to Batter Lane and will have to be protected by a raised ramp at
the entrance and the new drains between the depot and the lane.

Access and Egress

•

The flooding events would not prevent cars using Batter Lane or entering or leaving
the MSCP.
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Surface Water Management

•
•
-

-

-

Raising the depot level allows the existing watercourses to pass beneath the tracks in
culverts. The depot will be raised to a level of 10.5mOD and Batter Lane and
bungalows to the west are at 7.8mOD.
Construction of the depot includes:
Provision of a 1.4m diameter culvert for the Lissenhall Stream beneath both Batter
Lane and the depot itself. The culvert is sized to accommodate the 1 in 100 year
storm, with a 20% allowance for global warming, 60% allowance because it is in an
arterial drainage area, and a 60% allowance for error. These criteria were agreed with
the OPW.
Installation of new road drains on both sides of the lane in the vicinity of the depot to
conduct away any localised flooding of the carriageway.
South of the depot where Metro crosses an existing ditch, a 1200mm diameter culvert
will be provided beneath the tracks to maintain the continuity of the local drainage
network and allow for cleaning. The adjoining ditch will also be cleaned out and
overhanging vegetation removed for a distance of 30 metres upstream and
downstream of Metro.
The depot site will incorporate sustainable drainage principles. Rainwater is harvested
and stored for use. Total storage of 5500 cubic metres is provided to reduce discharge
rates to the equivalent of 2 litres per second per hectare, commensurate with runoff
from natural grounds. Storage will be by means of open ponds wherever possible.

Displaced Water

•

Surface water running off the depot bunding and mounding will be collected in
perimeter drains and discharged to the Lissenhall Stream.

Reducing Flood Risk

•
•

•

The existing risk of flooding in the Lissenhall Stream catchment is low, with no
reported or observed incidents relating to the watercourse. The stream channel has in
excess of the 1 in 100 year flood.
Flooding occurs where the stream crosses Batter Lane, on Batter Lane opposite the
depot, and along the western end of Batter Lane. Construction of the depot will
substantially reduce the risk of flooding at the road crossing and alongside the depot.
It will have no effect on flooding at the western end of the lane but will help to
dispose of the water from its downstream end.
The depot will occupy a large area of arable land that is currently subject to ponding
in wet weather. However, the Sustainable Urban Drainage provisions incorporated
into the depot design and the large flat area of ballasted track will ensure that the
depot does not constitute additional runoff to the remainder of the catchment.
Flooding in the depot area is not associated with overflow of the Lissenhall Stream so
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•
•

the effective storage capacity of the catchment would not be reduced and existing or
future downstream development would not be adversely affected.
In terms of site improvement works, Metro North will clean out the Lissenhall Stream
and drainage channels to a distance 30m either side of the Metro works.
Regular maintenance of the culvert, drains and storage facilities associated with the
proposed depot is specified in the Metro infrastructure contract.

Conclusions

•
•

In terms of any need to provide modifications to the landform over those already
envisaged and the need for the provision of flood defences, no such modifications or
provision is required.
The Metro development will not prejudice any future development downstream of the
depot site.

At the Oral Hearing, RPA submitted it is not the role of RPA to address flooding in the wider
area as a whole but that a number of measures are being put in place to make sure that RPA do
not worsen the situation and to make sure that there is no flooding on the depot site itself. It
was submitted that the works, and particularly the works to improve Batter Lane, will have
additional beneficial effects in relation to some of the very localised flooding problems. It was
submitted further that the filling and mounding would not have implications for other lands in
the vicinity with the installation of the drainage systems proposed. It was noted that any
waters collected in the attenuation tanks will be released into the drainage system at a
controlled rate. RPA submitted that the proposed works would go a long way to alleviating
the type of flooding referred to by the Observers and would mitigate those impacts. With regard
to the flooding demonstrated in the DVD submitted by Mr. Bond, it was stated that this was
not a typical flood in the area.
During the course of the Hearing, it was anticipated that further substantive details were to be provided by the
applicant, as over a period of days the applicant’s representatives on a number of occasions submitted that there
was a team working on a response to the Observer submissions received at the Hearing. No further substantive
submission was made. RPA did state that it had carried out a fairly thorough review in the office and was not in a
position to put the matter much further than has already been done in the evidence. It was submitted that RPA will
carry out certain works that will, it is believed, have the effect of ameliorating somewhat the position in relation to
any flooding, carrying out works at the depot site and in its immediate environs which will make the flooding
situation better. It was further submitted that the issues that have been raised by observers are of a more general
and more wide-ranging nature and extend to areas over which RPA doesn't have any control as a result of the
approval of the Railway Order. It was suggested that addressing the concerns must be a matter for the observers in
conjunction with Fingal County Council. It was repeated that the development of the depot site at Belinstown will
not worsen the flooding position either as regards the RPA lands or any adjoining lands so there will be no
additional adverse impact in respect of any adjoining landholders. It was stated that the raising of the ground level
in connection with the development of the facility will not result in any additional flooding risk affecting
neighbouring landowners. Furthermore, it was submitted that the photographs provided relating to the lands on
which it is proposed to site the facility seem to indicate poor drainage effectively and surface water ponding in
various areas because it simply cannot drain away because of the nature of the ground conditions. It was noted
that this will be addressed in the context of RPA's development and that situation should be improved. RPA
acknowledged this may have implications for the surrounding areas and stated there will also be various
cleaning out of culverts and ditches that should assist in the general drainage pattern.
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Fingal County Council Position

The local authority’s position has been informed by the commissioned HalcrowBarry Flood
Risk Assessment Report. Details from this include the following:

Existing Hydrological Features of the Area

The proposed Metro North Depot site is located in the drainage area of the Lissenhall Stream, which flows out
into the Irish Sea at Seapoint. The catchment area of this stream is sandwiched between the Turvey River
catchment to the north and east and to the Broadmeadow River catchment to the west. The main Lissenhall Stream
rises to the south of Jet View Farm, crosses the Batter Lane via a partially blocked and undersized culvert, and
continues along in an overgrown ditch to cross the proposed Depot area. A small tributary of the Lissenhall
Stream rises between the R132 and the M1, flows due west and crosses the M1 before joining the main stream just
to the south of the Depot. The combined Lissenhall Stream then flows due south for approximately 1 kilometre,
crosses the R132 and the M1 via approximately l.5 metre diameter pipe culverts, after which it flows in a southeasterly direction for approximately 1 kilometre to outfall though a non return gate valve to the sea near
Seapoint.
The Lissenhall Stream has a catchment area of approximately 0.3 km2 upstream of the proposed Depot, and
serves primarily as an agricultural drainage ditch. The channel has limited flow carrying capacity near the
proposed Depot, and as a result of its almost flat gradient and the channel sections overgrown with vegetation
and debris. During the site visit, stagnant water was observed in the stream near the proposed Depot, possibly
indicating a shallow ground water table. All culvert crossings observed in the vicinity of the proposed Depot
were blocked with sediment and vegetation debris at the time of visit. Channel and culvert constrictions appear to
be attributable to the almost flat channel gradient, overgrown ditches, undersized culverts and poorly maintained
channels and culverts.
The soil type of the Lissenhall Stream catchment consists mainly of either alluvium or poorly drained mineral.
According to the EPA soil and subsoil mapping report (August 2006), the soil type near the proposed Metro
North Depot and near the Lissenhall outfall to the sea is 'mineral alluvium', whereas the soil type of the remaining
areas of the catchment is mainly 'deep poorly drained mineral'. The Fig. 4.18 (I) of the Flood Studies Report
(1975) shows the soil type of Lissenhall Stream catchment as 'Class 2', indicating high winter rain acceptance
potential.
It is observed during the site visit that a section of Batter Lane just to the south of the Jet View Farm at the
crossing by the Lissenhall Stream appeared to have a recurrent flooding problem during extreme rainfall events.
This section of the road is located at the lowest point and the surface water from both directions of the road
accumulating here cannot pass through the
undersized/blocked culvert and limited flow capacity of the channel section.
Review of historical floods at the proposed Metro North Depot at Belinstown.
A summary of the Flood Report at Belinstown Area, downloaded from www.floodmaps.ie website shows a total
of 11 flooding locations in the vicinity of the Belinstown. The floodmap report in Appendix B shows no flooding
records in the Lissenhall Stream and also no flooding near the proposed Depot area.
Surface Water Management at the Depot
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Storm runoff from the Metro North Depot is to be managed using a combination of SUDS
and conventional pipe systems, as per the recommendations of the Greater Dublin Strategic
Drainage Study, and includes on-site attenuation in underground storage tanks and balancing
ponds that restrict outflow to the Greenfield discharge rates.

The replacement of the culvert at Batter Lane and under the depot area is noted.
Conclusions and Recommendations
It is recommended that the following additional works are undertaken:

Improvements in the road drainage system and channel cleaning/regrading and culvert replacement works from
30 metres upstream of Batter Lane (on all tributaries) to the R132 to assist in the containment of additional flows
as a result of the upstream conveyance works.

Overall, the local authority’s position can be synopsized as follows:

•

•

•

•

•
•

Following a review of preliminary flood mapping data from the Fingal East Meath Flood Risk
Assessment and Management Study (FEM FRAMS) and technical submissions from Halcrow Barry
Consulting Engineers and the RPA, Fingal County Council is satisfied that the developments as
proposed will not increase the level of flood risk at any location along its route.
The proposed improvement works in the road drainage system and adjacent channel in addition to the
implementation of a stormwater management system within the depot site at Belinstown will help to
alleviate the existing recurrent flooding problem at the northern end of Batter Lane. The replacement of
the culvert crossing under Batter Lane and diversion of the existing channel through the 1.4m diameter
culvert will assist in alleviating the flooding in the vicinity of the depot. Improvement works to the road
drainage system, channel regrading and cleaning will be undertaken from 30m upstream of Batter Lane
to the R132 and will assist in the containment of additional flows.
Localised flooding at the south west corner of Batter Lane is associated with a separate catchment and
will not be impacted by the construction of the depot at Belinstown which will discharge to the
Lissenhall stream at a different location. The recurrent flooding at this section of Batter Lane is due to
local conditions and will not be directly affected by the construction of the depot. The proposed surface
water management system at the depot site, which follows the principles of sustainable drainage
(SUDS), will ensure that surface water runoff will be restricted to the greenfield runoff rate.
Draft flood mapping for the Turvey, Lissenhall, Ward and Broadmeadow rivers have been produced as
part of a strategic catchment-based flood risk assessment study for the Fingal and East Meath area
(FEM FRAMS). The main objective of this study is the identification of existing and potential future
flood hazard and risk areas within the study catchment. A range of flood risk scenarios have been
considered as part of the assessment. The flood mapping will provide the strategic information base
necessary to allow relevant stakeholders to evaluate the consequences of future development on the
environment. Following a review of the draft mapping from this study Fingal County Council is
satisfied that the proposed depot site at Belinstown is not located with an area of flood risk.
The flood maps for the Ward catchment show an area of flooding at Balheary Demesne which will need
to be taken into consideration as part of the RPA's mitigation strategy to ensure consistency with the
Planning System and Flood Risk Management Guidelines.
Fingal County Council is satisfied that the potential flood risk associated with the proposed
development has been fully considered by the applicant. Agreement has been reached between Fingal
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•

•

County Council and the RPA in relation to all water and drainage matters and all requirements have
been incorporated into the FCC/RPA Agreement document (see paragraphs 5 and 25 of that agreement).
Future planning and Section 50 applications must have due regard to the findings of the FEM FRAMS
study and the terms of the Fingal County Council RPA agreement envisage the RPA liaising with both
Fingal County Council and the OPW in relation to the successful implementation of mitigation measures
which may require works within or over a watercourse.
The Flood Risk Assessment carried out by the RPA shows that there is no flood risk associated with the
construction of the Metro North Belinstown Depot and there will be some reduction of flood risk at the
intersection point of the Lissenhall stream and Batter Lane.

Fingal County Council conclude that the improvement works proposed by the RPA, including
the provision of a 1 .4 metre culvert under Batter Lane and the proposed depot, the upgrade of
the road drainage network, and channel cleaning and regrading will help to improve the
localised flooding problem at Belinstown.

Assessment

Overview

There is a dilemma for the Board in seeking to satisfy itself as to the acceptability of the
choice of the depot site at Belinstown because the site, road network and lands in the vicinity
flood. I note that the applicant highlights the low point on Batter Lane between areas relating
to the catchments of the Lissenhall and Turvey Streams and suggests there is ‘ponding’ of
lands south of the depot site. The reality is that Batter Lane has regularly suffered significant
problems with flooding and the depot site itself suffers from flooding. The details provided at
the Oral Hearing confirm this for the Board. This questions (what appears to me to be) the
recent selection of the Belinstown site for the depot, station and park & ride and the extent of
investigation undertaken to determine the suitability of this site for this development.

The depot site occupies a large area, covering approximately 36 hectares. What is happening
on this site is that most of the spoil from the tunnels and station boxes is being deposited
there. The depot site area is proposed to be raised to a level of 10.5mOD. Batter Lane and
bungalows to the west are at 7.8mOD. Up to 12m high expansive mounding is to be placed
on top of this fill within the site and close to the western edge of the site in the vicinity of the
proposed park & ride facility. The headquarters and administration building and associated
facilities, the LMVs maintenance and stabling facilities, the infrastructure maintenance
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facility, the station itself and the 2000 space multi-storey car park forming the park & ride
facility are to be placed on this levelled area. There is an integrated system of roads, surface
car parking areas (totalling 259 spaces), tracks, and hardstanding proposed throughout the
site. The totality of development proposed for this large site comprises very substantial
changes to the landform and brings potentially significantly different changes to the flow
regime and surface water patterns of the site and wider area.

There is a lot not known about flooding and its potential in this area. No flood risk and
management studies have been completed in the vicinity of the surface sections of Metro and
there is no definitive floodplain mapping in the vicinity of the depot. One could query why
these have not been done for such a significant development proposal to allow this issue to be
satisfactorily determined. Soils on the depot site can be subject to saturation during periods of
heavy rainfall and substantial ponding occurs. Batter Lane is prone to very extensive
flooding. Residential properties in the immediate vicinity suffer from this flooding also. It is
apparent that building a number of large new structures and paving and surfacing a large area
obviously takes up storage area for flood waters. This, together with the filling and mounding
proposed, has implications and likely problems for lands adjoining and further downstream.
The applicant’s solution to this is to provide large storage reservoirs on the site to hold waters
and then to discharge these waters at a controlled rate such that normal flows would not be
exceeded. The applicant appears continually to be seeking to resolve the flood problems for
its site while ignoring the implications these works have for other properties. The applicant
places the onus of the flooding problem at this location on the local authority to resolve and
does not either see, nor is willing to accept, that the proposed development is likely to have
consequential adverse impacts for properties in the vicinity. The placing of vast amounts of
waste spoil, the building of high embankments, the covering of large areas, and the
construction of extensive structures across this large site must alter the surface water system
in this area and cannot be ignored. Surface water at times of flood must be displaced. The
lands are being deep filled in a low area where water naturally ponds in times of wet weather.
Building up Batter Lane, the site and providing embankments along the west side of this site
must act as barriers to the existing natural drainage pattern at this location. The substantive
filling for the site is to take place at the lowest point where the site floods most. I would
suggest that this will create a barrier to the movement of flood waters. There must be a duty
of care placed on the applicant to ensure that the applicant demonstrates that the proposed
development will not have significant adverse environmental impact for other people and
properties at this location. The proposed works and the applicant’s explanation as to how they
will not affect others do not tally. Certainly, the site improvement works will improve the site
but they most likely will disimprove the scenario for other properties in the vicinity. It is my
position, reluctantly, to inform the Board that the development of this site as proposed is
likely to exacerbate the flooding problems of others in the vicinity. The onus is being placed
on the local authority to resolve these problems. The local authority is satisfied with the
applicant’s proposals for the site. This suggests an acceptance of the applicant’s view that the
proposed development will not worsen flooding in the area. The local authority does not
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appear to have any strategy to address the flooding issue in this area and the likely worsening
impacts arising from the proposed development.

Other points I need to make in relation to some of the issues raised include:

•
•

•

A review of flood records on the OPW website showing there are no recorded
flooding incidents in the Lissenhall Stream catchment does not mean there has been
no flooding as it is evident that the area has experienced significant flooding.
What is unknown is compounded by the applicant using terminology such as flooding
of Batter Lane and gardens appears to come from the north and it is likely that this
flooding of the western end of Batter Lane is due to flooding of field ditches in the
flat land at the watershed between the Lissenhall and Turvey streams.
The evidence for Batter Lane would clearly suggest that the flooding events that occur
would, indeed, prevent cars using Batter Lane or entering or leaving the MSCP.
Residents are evidently somewhat trapped in this area in times of flood.

My overall considerations on the proposed depot site and the potential flood risk leaves the
Board in a position whereby if it permits the proposal as is before it now, it does so in the
knowledge that this development, without any proposals to alleviate neighbouring concerns
and without any understanding of the consequences of the application of mitigation to
address such obvious adverse effects, will have detrimental impacts for third parties, which
should evidently have been addressed prior to the determination of this proposal. A potential
alternative to eliminate this concern is to suggest that all filling of this site by the spoil
generated would be prohibited. The outcome of this is that the site still remains to be filled to
some degree to provide for a working platform for structures and this, together with the
imposition of the extent of structures themselves proposed, impacts by way of flood water
being displaced elsewhere beyond the Railway Order lands. It also begs the question as how
then does one evidently address the removal and disposal of waste generated by this very
significant project. To where does the spoil go? It is an inherent part of the assessment of this
project to know how the vast amount of waste spoil is to be transported, to where, and if the
alternative locations have the capacity to accommodate it. One cannot split the assessment of
this component of the development from the remainder of the proposal. If the Board is to
accept the depot development as is proposed at this time, there is need for a significantly
greater understanding of the impacts for other properties and the drainage systems in the
vicinity arising from the site improvement works, the structures and ancillary roads and
services. In my opinion, there is likely to be a need for modifications as a result. There will
be a need for off-site improvement works to mitigate flood risk beyond the Railway Order
lands. There will likely be need for flood protection measures for properties in the vicinity.
Perhaps the opportunity to utilize tunnel spoil as part of a flood defence network in areas
vulnerable to flooding could prove valuable. The likelihood is that works would extend
beyond the Railway Order area. The reality is that the exacerbation of the flooding problem
for others would likely arise from this proposed depot site development and one cannot seek
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to foist the responsibility of remediation on the local authority or on the local community. A
comprehensive assessment should have been done to confirm the acceptability or otherwise
of this depot site. The applicant’s submissions to date demonstrate the likelihood of a
relatively recent decision to site the depot north of where it was originally proposed without
undertaking the necessary baseline survey work and fully assessing the flooding problem at
this location and consequences of the development. I note the applicant’s response to the
evidence of Mr. Bond to the Oral Hearing that the flooding he represented was not a typical
flood in the area. It is my opinion that there have been several instances demonstrated by the
local community that flooding is a significant problem and, importantly, it is a recurring
problem. This problem is not going to recede for this area where there is no strategy to deal
with flooding at this location and is going to become more problematic with the pursuit of the
depot development at this location.

I wish to repeat, however, that I am satisfied that the applicant’s works that include the
culverting beneath the site and Batter Lane, the raising of the level of Batter Lane and the
improvement of drainage channels along both sides of this road, together with very extensive
on-site attenuation, are likely to resolve the flooding threat to the site. The revision / choice of
the Belinstown site up from the Lissenhall area (as is my understanding of where the original
depot site would have been) may have been done with good intent to accommodate land
acquisition for future development and to meet those aspirations and those of the local
authority for future development of the Swords area (albeit that there was clearly no statutory
development planning in place for this area). This, in my opinion, may have proven to be
somewhat unwise.

The Development in the Context of Flood Risk Management Guidelines

The proposed depot development at the Belinstown location is likely to exacerbate flooding
at this location by displacing the natural drainage pattern due to the site’s filling, by
accelerating and increasing surface water runoff, by altering watercourses, and by removing
the natural flood water storage that the site provides.

The Department of the Environment, Heritage and Local Government publication The
Planning System and Flood Risk Management: Guidelines for Planning Authorities, dated
November 2009, requires the planning system at national, regional and local levels to:
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•

Avoid development in areas at risk of flooding, particularly floodplains, unless there
are proven wider sustainability grounds that justify appropriate development and
where the flood risk can be reduced or managed to an acceptable level without
increasing flood risk elsewhere;

•

Adopt a sequential approach to flood risk management when assessing the location for new
development based on avoidance, reduction and mitigation of flood risk; and

•

Incorporate flood risk assessment into the process of making decisions on planning applications and
planning appeals.

Planning authorities are to ensure that development is not permitted in areas of flood risk, particularly
floodplains, except where there are no suitable alternative sites available in areas at lower risk that are consistent
with the objectives of proper planning and sustainable development. Where such development has to take place,
in the case of urban regeneration for example, the type of development has to be carefully considered and the
risks are to be mitigated and managed through location, layout and design of the development to reduce flood
risk to an acceptable level.
Planning authorities are to ensure that only developments consistent with the overall policy and technical
approaches of the Guidelines will be approved and permission will be refused where flood issues have not been,
or cannot be, addressed successfully and where the presence of unacceptable residual flood risks to the
development, its occupants or users and adjoining property remains.
The core objectives of the Guidelines include:
•

Avoid inappropriate development in areas at risk of flooding;

•

Avoid new developments increasing flood risk elsewhere, including that which may arise from surface
water run-off;

•

Ensure effective management of residual risks for development permitted in floodplains; and

•

Avoid unnecessary restriction of national, regional or local economic and social growth.

I do note, however, that the Guidelines, along with other strategies and policy documents in
recent years, espouse the view that proper planning and sustainable development may, in
exceptional circumstances, allow for some development in areas of flood risk, provided that
the risk is managed appropriately.

The key principles of a risk-based sequential approach to managing flood risk in the planning
system, as set out in the Guidelines, are:

1.
2.
3.

Avoid development in areas at risk of flooding.
If this is not possible, consider substituting a land use that is less vulnerable to flooding.
Only when both avoidance and substitution cannot take place should consideration be
given to mitigation and management of risks.

Inappropriate types of development that would create unacceptable risks from flooding
should not be planned for or permitted.
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Exceptions to the restriction of development due to potential flood risks are provided for
through the use of the Justification Test, where the planning need and the sustainable
management of flood risk to an acceptable level can be demonstrated.
Principle actions when considering flood risk management in the planning system identified
in the Guidelines include:
•
•
•
•
•
•
•

Identification and consideration of flood hazard and potential risk at the earliest stage
in the planning process.
Preferentially locate development in areas with little or no flood hazard, thereby
avoiding or minimising the risk. Development in the context of the Guidelines
includes all construction, such as transport and utility infrastructure.
Development should only be permitted in areas at risk of flooding when there are no
alternative, reasonable sites available in areas at lower risk that also meet the
objectives of proper planning and sustainable development.
Where development is necessary in areas at risk of flooding, an appropriate land use
should be selected.
The risks to development in flood-prone areas should be managed to ensure that
development is not subject to unacceptable risks.
A precautionary approach should be applied, where necessary, to reflect uncertainties
in the flood datasets and risk assessment techniques, and the ability to predict the
future climate and performance of existing flood defences.
Flood risk to, and arising from, new development should be managed through
location, layout and design incorporating sustainable drainage systems.

The proposed depot development at Belinstown is in an area of flood risk. The nature and
extent of the development (inclusive of below ground parking) is vulnerable to flooding. The
mitigation being employed would likely address the flood risk for the development site but
the consequential impacts for others could potentially be significant. Whether this is
considered an ‘inappropriate’ type of development because of its consequences should, in my
opinion, be viewed in the context of the need for the depot development at this location and
the potential to have it provided elsewhere. In relation to the principal actions when
considering flood risk, some preliminary comments are:

•
•
•

•

I remain uncertain that the issue of flood hazard and risk was identified and
considered in the selection of this site for the depot, stop and multi-storey car park.
This transport infrastructure is not located in an area with little or no flood hazard.
The siting of the development at an alternative site at lower risk should, and should
have been, examined. It is unknown if the siting of the development in lands to the
south in Lissenhall could provide a reasonable alternative that meets with proper
planning and sustainable development.
One must also ask: is a development, described by the applicant as an ‘industrial-type’
development, on a large site in this agricultural area (if development in some format is
to be accommodated), the most appropriate land use to encourage at this location?
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•
•

•

I remain unsatisfied that the risks to development in this flood-prone area are to be
managed adequately to ensure that other property and development in the area is not
subject to unacceptable further risk.
It could be reasonable to take the view that a precautionary approach should be
applied until such times as there is clarity on flood risk data for this area, flood risk
and management studies have been completed in the vicinity, and floodplain mapping
is provided. The uncertainties about the sources, pathways and receptors need
clarification.
It is worth repeating again that flood risk to the proposed depot development would
appear to be managed adequately by the on-site drainage system design and layout
and by the incorporation of SuDS. It is the flood risk to others arising from this depot
development that causes potential environmental problems.

The Guidelines state a site-specific flood risk assessment should in general include:

•

Plans showing the site and development proposals and its relationship with
watercourses and structures which may influence local hydraulics;

•

Surveys of site levels and cross-sections relating relevant development levels to sources of flooding
and likely flood water levels;

•

Assessments of:
-

All potential sources of flooding;

-

Flood alleviation measures already in place;

-

The potential impact of flooding on the site;

-

How the layout and form of the development can reduce those impacts, including
arrangements for safe access and egress;

-

Proposals for surface water management according to sustainable drainage principles;

-

The effectiveness and impacts of any necessary mitigation measures;

-

The residual risks to the site after the construction of any necessary measures and the means
of managing those risks; and

-

A summary sheet which describes how the flood risks have been managed for occupants of
the site and its infrastructure.

The extent of the flood risk assessment submitted by the applicant in response to the further
information request would appear limited and has not addressed each of these important
elements in detail. Furthermore, I note that the Guidelines state that the flood risk assessment
should be incorporated into the EIA process where one is required. It appears to me that this
matter has been incorporated late into the assessment process and should have been addressed
in detail before the submission of the EIS and most certainly at the time of selection of this
site over a site elsewhere in Lissenhall.
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The Guidelines require a ‘Justification Test’ be applied where planning authorities are
considering proposals for new developments in areas at a high or moderate risk of flooding.
The depot site is evidently subject to periodic flooding. The immediate vicinity is similarly
affected. There has been a regularity of flooding in recent years and the extent and
implications of these flooding experiences have been demonstrated by Observers.
Determining whether or not the site is in an area that is at a moderate risk of flooding one
cannot be definitive about based on the lack of clarification of information on this subject. If
one applies a precautionary approach to this depot site and immediate environs which are
vulnerable to flooding (which I would suggest is reasonable given the scale of the
development proposed for the depot site), one should reasonably consider the criteria under
the Guidelines that need to be satisfied. These are stated as follows:

When considering proposals for development, which may be vulnerable to flooding, the
following criteria must be satisfied:

1.

The subject lands have been zoned or otherwise designated for the particular use or
form of development in an operative development plan, which has been adopted or
varied taking account of these Guidelines.

2.

The proposal has been subject to an appropriate flood risk assessment that demonstrates:

*

The development proposed will not increase flood risk elsewhere and, if practicable, will reduce
overall flood risk;

*

The development proposal includes measures to minimise flood risk to people, property, the economy
and the environment as far as reasonably possible;

*

The development proposed includes measures to ensure that residual risks to the area and/or
development can be managed to an acceptable level as regards the adequacy of existing flood
protection measures or the design, implementation and funding of any future flood risk management
measures and provisions for emergency services access; and

*

The development proposed addresses the above in a manner that is also compatible with the
achievement of wider planning objectives in relation to development of good urban design and
vibrant and active streetscapes.

The depot site is located outside zoned lands and lands designated for development. The
original proposal, to develop the site further south closer to Swords in Lissenhall would have
placed the depot in lands that are deemed designated for development through the Strategic
Vision for Swords. I remain of the view that the applicant has not ably demonstrated that the
proposal would not increase flood risk off this site or reduce the overall flood risk in the area.
The depot site is being treated in isolation and measures to minimise flood risk to other
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people and property beyond the site have not been developed. In light of this, there can be no
understanding of how residual risks can then be managed.

I note that the Guidelines recommend that only in very limited circumstances should
conditions which require the provision of significant drainage systems, major alterations,
flood related structural work or significant relocation of development be attached to planning
permissions. I do not believe the Board is in a position to identify the necessary measures that
would need to apply to alleviating the potential flood risk problems arising from the
development of the depot site at this stage. One could not reasonably condition that a full and
proper ‘Justification Test’ be undertaken and then draw up mitigation measures to be
employed without knowing the environmental consequences. The large-scale filling of this
site with waste material and the reduction of the permeable surfaces on such a large site at
this location needs to be fully understood before one can reasonably determine what
measures need to be put in place.

The Guidelines further state that permission should be refused where flood issues have not
been, or cannot be, addressed successfully and where the presence of unacceptable residual
flood risks remain for the development, its occupants and adjoining property. If one took this
position for the depot site this would have serious consequences for the overall development
as it has detrimental impacts on the need to dispose of the waste spoil in an alternative
manner, as well as evidently requiring the applicant to re-visit original sites for the depot or
seek a new site altogether. Unless the level of detail necessary to take a balanced decision on
this element of the proposal can be obtained, the taking of such a decision to permit it could
reasonably be considered premature.

It appears from my reading of the Guidelines, whereby this depot proposal constitutes a
large-scale development in an area of flood risk outside of a zoned area where there is little
known of the flood zone, the applicant should be required, in consultation with the planning
authority (Fingal County Council), to prepare an appropriate Strategic Flood Risk
Assessment (SFRA) and to meet the criteria for the Justification Test. The Board would then
assess the proposal against the Justification Test as it applies to the development management
process. Where the information is not sufficient to fully assess the issues involved, the Board
would be left in the position whereby the development would not be approved on the basis of
flood risk and / or on the grounds of prematurity prior to addressing flood risk. Due to the
lack of detail available to the Board at present, the Board is some way away from being able
to draw any such conclusions.

If the Board is considering the depot sited at this location there is a need to obtain details
equivalent to a Strategic Flood Risk Assessment and to acquire a more comprehensive Site__________________________________________________________________________________
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Specific Flood Risk Assessment to provide the key outputs as required under Technical
Appendix A of the Guidelines and to justify the depot at this location. Evidently, this requires
a significant volume of detailed information now not before the Board.

Finally, I note that the Guidelines were published in November 2009, after the making of the
planning application, the submission of the EIS and the submission of further information.
The Consultation Draft Guidelines have been in place since September 2008 and effectively
mirror the main components of the adopted Guidelines. The further information response
should have been better informed by these, leading to a much more substantive response to
the issues raised by the Board in its further information request.

Conclusion

From my reading and understanding of the extent of details provided in the application, I
conclude that there appears to be a lack of clarity in relation to the causes of the flooding of
the depot site and its environs. The applicant clearly seems to be indicating that it is
groundwater flooding, where the level of the water stored in the ground rises as a result of
prolonged rainfall to meet the ground surface and flows out over it, i.e. when the capacity of
the underground reservoir is exceeded. There is some acknowledgement of overland flow
from the north-west. The observers appear to be suggesting that from local knowledge there
is some degree of overland flow, i.e. when rainfall is exceeding the infiltration capacity of the
ground to absorb it near the depot site this excess water flows overland, onto Batter Lane and
ponds on and in the vicinity of the depot site. There are also the implications arising from the
potential of river and associated tributary flooding in the vicinity leading to water flowing
onto lowlying areas. Thus, there is a complexity to the flooding issue at Belinstown and the
flood zone is not clearly understood at this time.

The potential increase in flooding due to this proposed development at the depot site could
affect the upstream areas due to the restriction of the capacity and conveyance function of the
watercourses in the area and the natural flood system. It can also potentially affect
downstream areas by decreasing the volume available for flood storage in this lowlying area,
by altering flow routes with the infilling, mounding and alteration to the established drainage
system, and by change to the type and rates of discharge from the structures and paved areas,
potentially increasing the flow pattern from reduced permeable surfaces.
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Considering the ‘flood risk’ at the depot location, I note that the Observers have made
representations to the Oral Hearing that 1 in 100 year floods occurred in the mid and late
1990s and that there was severe flooding in the area in 2000. There was also significant
flooding at the end of last year in the Belinstown area. These observations were not disputed
by the applicant. It would appear from these findings that the ‘flood risk’ is real at this
location and over the last 15 years there have been several incidents of substantial flooding in
this area. The consequences of this flooding appears primarily to be flood damage to
residential lands, arable cropland, and the making of vehicular and other movement on the
local road network somewhat impassable or significantly impeded.

The flood risk assessment undertaken by the applicant appears to me to lack clarity on the
understanding of where the flood water affecting Batter Lane and the depot site comes from
(the source), how and where it flows (the pathways), and those properties specifically
affected by it (receptors). Notably, it does not address the consequences of the development
for those likely to be affected by the changed environment arising from the substantive
development and changes to be made here. The flood risk assessment undertaken by the
applicant did not clearly calculate the probability of flooding occurring in this area, assess the
hazards or examine the vulnerability of receptors. Extreme events, such as those presented by
Observers, should have been examined to address how runoff from the development affects
the area and how the development is predicted to function, including the utilisation of Batter
Lane as one of the main accesses to this depot. One of the difficulties I also see with the flood
risk assessment presented is that it is more of a ‘flood risk management’ presentation that is
somewhat limited in its understanding of the flood zone environment. Its primary focus is to
minimise the risks arising for the depot site. Notably, there is no modelling of the
hydrological processes involved in this area to understand the catchment-wide impacts
arising. One must realise that the applicant is seeking to re-contour an extensive area and is
introducing significant embankments, which together are likely to alter the area’s drainage
system.

The ultimate aim of permitting the depot development at this location must be to avoid, or at
least minimise, the increase in flood risk in Belinstown. I remain unsatisfied that I can
conclude for the Board that this is the case with the applicant’s proposal at Belinstown.

On a final related issue (and one that I consider very important and relevant), I acknowledge
that the waste spoil that is to be deposited on the depot site would exceed the threshold for the
annual intake associated with the installation for the disposal of industrial and domestic waste
as set out under the Planning and Development Regulations in meeting with the EIA
Directive. This element of the overall development is a significant development in its own
right. It is inherently associated with the overall development and is an intrinsic part of the
depot development, as well as ensuring that waste spoil is managed effectively. It is not a
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component of the development that can readily be split from the assessment of the remainder
of the project. Notwithstanding the significant scale of this element of the development, it
must be noted that there is little environmental assessment of this part of the development,
and in particular the consequences of its impact on other lands and properties in the vicinity.

Archaeology at the Depot Site

Context

The submitted Environmental Impact Statement acknowledged that the site of the proposed
depot was on and in the vicinity of an archaeological complex and the site of Belinstown
Castle. The EIS states that the construction of the depot and associated facilities will have an
impact on any surviving archaeological deposits on the depot site and that the magnitude of
these impacts prior to mitigation is very high. RPA noted at the Oral Hearing that the
construction of the depot would necessitate the removal of seven Recorded Monuments,
listed as enclosures, archaeological complexes and a castle site. At that time it was proposed
that site-specific archaeological test excavation would take place at a later date and that,
should archaeological material be shown to be present, archaeological excavation would then
be required. It was submitted that, should significant material be discovered, then
‘preservation in-situ’ or ‘preservation by record’ would be considered.

The applicant has developed an Archaeological Strategy for Metro North. This has been
prepared to inform and assist in the design of an approach to the evaluation and management
of archaeological heritage and the mitigation of construction impacts on archaeology during
the development of the project. The Strategy supplements the provisions outlined in the EIS
for the mitigation of impacts on archaeological heritage arising from the project. It is a live
document and is managed by the RPA Project Archaeologist and continues to evolve on a
phased basis to ensure that it remains appropriate and effective in managing archaeological
risk throughout the project up to construction commencement. It is intended that an updated
archaeological strategy would be provided to the InfraCo in advance of construction
commencement. The overall approach to archaeological mitigation as detailed in the Strategy
has been agreed with the Department of the Environment, Heritage and Local Government.
This document provides a base from which to plan the execution of the works. It, thus, allows
for appropriate proposals for mitigation to be agreed between RPA and the DoEHLG on an
ongoing basis as each phase of works is completed up to and including the construction
phase. The Strategy notes that the project has an ambitious construction programme and
cannot cater for the resolution of all archaeological issues and considerations in advance of
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the construction contract. The Strategy acknowledges the depot site as a sensitive
construction location due to the site incorporating a Recorded Monument (Belinstown Castle)
and it notes that the site has very high potential for below-ground archaeological
sites/remains. It also notes the sensitivity of the proposed park & ride facility, with its
proximity to Belinstown Castle and a known Archaeological Complex.

Having regard to the above, it is clear that the choice of the site for the depot at Belinstown
has potential consequential impacts on known sites and structures of particular archaeological
sensitivity. Up to the stage of the further information request by the Board there was little in
terms of testing and investigation into the implications of the depot development on the site’s
archaeological value. The Department of the Environment, Heritage and Local Government
had, in its original submission, highlighted a number of limitations of the application in
relation to archaeology, to where archaeological testing would have been appropriate, and the
Department had identified specific areas where geophysical survey and test trenching prior to
a Railway Order grant should take place.

A large component of the Belinstown depot site and associated park & ride facility is located
within an archaeological complex and the site of Belinstown Castle – Monument Nos.
DU007-036, DU008-056, DU008-05601, DU011-007, DU011-00701, DU011-00702, and
DU012-001 apply. Up to the stage of the further information request there had been no
specific test excavations carried out in relation to that element of the depot development
likely to impact on this significant complex. This is obviously a location of known
archaeological sensitivity and with a very high potential for below-ground archaeological
sites/remains. The applicant had proposed to undertake the necessary archaeological testing
after acquiring a Railway Order. In my opinion that geophysical survey and test trenching
was a minimum requirement for this site at the planning application stage for Metro. After
such testing would be carried out then a real understanding of the likely impacts of the
development could be gauged and details could then be presented on methodologies for
archaeological excavation (if they are required). Thus, the Board’s further information
request sought clarity on the nature and extent of the archaeology on the depot site. A
geophysical survey was requested, followed by centreline and offset test trenching.

In response to this request the applicant undertook the requested testing on the depot site. The
geophysical survey report recommended that archaeological test trenching is carried out on
geophysical anomalies identified in the depot area in order to confirm the nature and extent of
features. It was submitted that this proposal is in accordance with the approved
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Archaeological Strategy for Metro North which requires that intensive centreline and offset
test trenching will be carried out as RPA Enabling Works.

The archaeological testing was carried out at the site of the proposed depot between 18th and
21st September 2009 under Excavation Licences as required under Section 26 of the National
Monuments (Amendment) Act 1930 issued by the National Monuments Section of the
Department of Environment, Heritage and Local Government. For the purposes of
archaeological assessment, the Metro North route was sub-divided into fourteen testing areas,
Testing Areas 1–14. The proposed Belinstown depot area corresponds with Testing Areas 1,
2 and 3. The testing in these areas was carried out under three separate DoEHLG licences
registered as 09E448, 09E449 and 09E450. In accordance with the DoEHLG licence
conditions, separate assessment reports were required for each licence. The assessment report
for Testing Area 3 is an interim report as Testing Area 3 includes an area of land outside the
Belinstown depot footprint which is the site of the proposed Belinstown Stop. This area was
inaccessible at the time due to the presence of potato crops. It was submitted that, on
completion of the testing in this area, the interim assessment report for Testing Area 3 would
be revised and the assessment reports would be submitted to the Department of the
Environment, Heritage and Local Government in accordance with the licence reporting
conditions. The other reports addressed the nature and location of archaeological material on
site and the impact of the proposed development on such archaeological material. The reports
detailed further archaeological mitigation proposals to be carried out in advance of
construction works.

For Testing Area 1, no archaeological sites or features were identified during the course of
testing. This Area is a location for proposed tracks and vehicle stabling areas. It was noted
that this area would be directly impacted by site preparation works (including removal of
topsoil). The mitigation strategy refers to the townland boundary impacted as being fully
recorded and reference was made to a zone around Test Area 2 extending into the north end
of Test Area 1 (where there was a lithic find), employing mitigation by excavation, as being
appropriate at this location.

For Testing Area 2, four archaeological sites in addition to one isolated feature were
identified during the course of testing. The presence of a possible sub-circular enclosure, a
possible spread of burnt material, and numerous isolated pits and linear features identified in
the geophysical survey, was confirmed. The location of the proposed reed bed and retention
pond on the east side as well as dense sections of train line and associated buildings on the
west side are intended within this Testing Area. Archaeological remains were identified in 13
of 91 test trenches establishing 5 sites of archaeological potential within sub-area 1 of Testing
Area 2. These consisted of:
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Belinstown 1: an archaeological complex comprising a double ditched enclosure and
associated rectilinear annex/enclosure;
Belinstown 2: A number of isolated features containing burnt stone and fire cracked material
indicative of a prehistoric burnt mound site;
Belinstown 3: A deposit of burnt and fire cracked stone indicative of a prehistoric
burnt mound site;
Belinstown 4: A large deposit of burnt and fire cracked stone indicative of a
prehistoric burnt mound site or fulacht fiadh; and
Belinstown 5: an area comprising a linear feature, an isolated pit feature, and a burnt spread
comprised of burnt and fire cracked stone indicative of a prehistoric mound site.

Belinstown 1 is in the approximate area of the reed bed and retention pond. The ground
works associated with the creation of these ponds will be detrimental to the archaeological
features identified. Belinstown 2-5 are located in the area which will be occupied by the
proposed track, vehicle stabling and wash, and associated buildings. The site preparations
works including topsoil removal as well as groundworks associated with the construction of
these elements of the depot will have a direct impact on all the archaeological features
identified during testing. With regard to mitigation, where an impact on areas of
archaeological significance/potential is deemed unavoidable for Belinstown 1-5, preservation
by record is recommended. This will involve archaeological excavation carried out under the
terms of an archaeological excavation licence granted by the Department of the Environment,
Heritage and Local Government and the National Museum of Ireland. The proposed
excavation of sites Belinstown 1-5 have been suggested with the intention of enforcing a
minimum 10m buffer zone around the recorded limits of a site which must be
archaeologically investigated in advance of construction. It is also noted by the applicant that
during excavation previously unknown archaeological features may be identified which will
require expansion of the excavation areas to ensure this 10m buffer zone is maintained. It is
recommended that a buffer of a minimum of 20m should be employed for Belinstown 1.
Similarly it is noted that during the excavation of Belinstown 1 previously unknown
archaeological features may be identified which will require expansion of the excavation
areas to ensure this 20m buffer zone is maintained.

Testing Area 3 is the area in which it is proposed to develop the multi-storey car park, the
headquarters building, car parking areas and tracks associated with the depot. In Testing Area
3, two sites of archaeological potential were identified, Belinstown 6 and 7. Belinstown 6
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comprises a pit infilled with burnt mound material and is interpreted as a possible burnt
mound trough. Belinstown 7 is a second pit feature and also includes two curvilinear features.
Belinstown 6 and 7 are located at the proposed location for the multi-storey car park and
tracks associated with the depot. Because they would be impacted by site preparation works
and sub-structure works it is recommended that suitable areas around these two sites be
archaeologically excavated prior to the commencement of construction. The mitigation to be
employed for Belinstown 6 and 7, where impact cannot be avoided, is to be ‘preservation by
record’.

Department of the Environment, Heritage and Local Government Position

In the original written submission to Board, the Department stated there are a number of areas
of archaeological potential identified in the EIS where archaeological testing would have
been appropriate, allowing for a reasoned mitigation strategy to be devised. It was considered
that specific mitigation needed to be outlined for each section of the project. It was stated that
the RPA is currently in discussion with the Department in relation to an Archaeological
Strategy for Metro North. It was suggested that the author of the cultural heritage section of
the EIS did not appear to have assessed or analysed the Archaeological Strategy and that the
programme of mitigation that had been proposed as part of that strategy should, insofar as
possible, have been included as part of the proposed mitigation in the EIA. The Department
recommended that the mitigation as agreed in the archaeological strategy document be
included in any grant of permission. Details of the mitigation required were provided in
reference to Greenfield locations and specific areas, including at Belinstown Castle.

At the Oral Hearing, Ms. Catherine Desmond, an Archaeologist with the National
Monuments Section of the Department of the Environment, Heritage and Local Government,
submitted the National Monuments Section has been engaged in discussions with the Railway
Procurement Agency for the past two years regarding the proposed Metro North project. The
results of these talks were that the Department had reached agreement in relation to most
issues and are fully supportive of the proposed Metro North project. The talks resulted in the
preparation of the Archaeological Strategy document which the RPA have submitted to the
Board, and it was noted that RPA are committed to complying with it. It was drafted by the
RPA in consultation with the National Monuments Section of the Department of Environment
Heritage and Local Government. Ms Desmond stated the Department is satisfied that adequate
investigations and testing have been undertaken by the Applicant to allow a full and proper
assessment of this proposal. She noted that the Department's first preference is for
preservation in situ and would rather nothing went on the depot site but acknowledged that if
the depot is to be developed at Belinstown, then preservation by record would be acceptable
mitigation.
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Fingal County Council Position

The agreement reached between Fingal County Council and RPA has no specific
recommendations in relation to archaeology at the depot site.

Assessment

The applicant’s surveys and site testing have added greatly to the understanding of the
archaeology of the depot site and this is to be welcomed, as it was most desirable prior to the
making of any decision to have this information at hand.

I note that it is intended to substantially fill the depot site with spoil material generated by
tunnelling activities. The filling of the site prior to construction is likely to assist in
‘preservation in-situ’ for archaeologically sensitive areas to which the filling would apply. It
is, however, notable that the Department and the applicant, through its testing and
development of mitigation measures, acknowledge that the development at the depot and
park & ride facility will result in the removal of archaeological sites where it is proposed to
develop reed bed and retention ponds, train lines, a range of depot buildings, and the multistorey car park. Furthermore, it is notable that the Department appears satisfied that the
applicant’s approach and mitigation is satisfactory and is satisfied to submit that adequate
testing has been undertaken to allow for a proper assessment to be undertaken. Clearly, the
development of an Archaeological Strategy, whereby it is continuously updated, is a reasoned
approach to the development of the project, responding with appropriate mitigation as more
information becomes available. The reality of the development of the depot site and park &
ride is that the loss of archaeology obviously erodes the extent of the archaeological
monuments at this location, consequently undermining the archaeological value. This is a
reality of the development proceeding and is considered acceptable or not based on this
knowledge. Overall, I consider the Department is taking a pragmatic view of the implications
and is a position with which I would concur.

There is, however, one issue which I feel needs to be alluded to, which reinforces once again
the particular difficulties of selecting this Belinstown location for the depot and park & ride.
This issue once again is the important issue of the site selection and the consideration of the
alternative sites. Locating the depot site further south in the Lissenhall area (to where it
appears to have originally have been intended to be developed) would evidently move this
development further away from archaeologically sensitive areas, and notably away from
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significant archaeological complexes. The likely adverse archaeological implication is yet
another development constraint that appears to have got little recognition from the applicant
at the outset. The choice of Belinstown evidently sought to accommodate developer
opportunity on future development lands that have no development status at present. These
lands are not at present tied in to a statutory planned approach to development north of
Swords. This observation compounds the concern about the selection of this location when an
alternative site on agricultural lands further south appears to have significantly better
opportunity to avoid more environmentally sensitive locations.

Miscellaneous Issues Relevant to the Depot Design

Deposition of Spoil

As I have alluded to earlier, the depot site would become a very large landfill for waste
material arising from the tunnelling and development of the stop boxes. This will be a vast
development exercise over a lengthy period to transport materials onto the site and to spread
the spoil. This large element of the construction of the depot site would be minimised by the
utilisation of a dedicated access road and the avoidance of Batter Lane for HGV movement.
The filling of this site clearly raises the established ground levels which raises the level at
which structures would be developed thereon. This has a consequence of placing new
structures at a higher finished floor level and would make the development more visible than
if the site was not filled. The depot development is, as described by the applicant, an
industrial-type development. Being placed in an agricultural area and placing structures on a
more elevated site intensifies the visual incoherence of such a development type at this rural
location. I note and accept that the siting of a depot facility has to ultimately be in a rural area
where there is adequate space and separation distance from developments to meet the needs
of a metro depot. It must, however, be acknowledged that the filling of the site brings with it
overall design implications which ultimately affect the visibility of the depot.

Physical Constraints

The applicant submitted at the Oral Hearing that the depot is located outside of the Lissenhall
development area because it would occupy a large space required for development. It was
also submitted that the depot is required to be some 700m in length to provide adequate
stabling areas for track and circulatory requirements. It was stated that the eastern boundary
could not be closer to the M1 than shown as adequate space is to be left for a slip road
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connection to the possible future Swords Western Ring Road to the M1. It was stated,
furthermore, that Metro must pass through the centre of the proposed Lissenhall development
area in order to provide an accessible location for the stop on a sustainable transport corridor,
and the track must connect to one end of the depot to allow efficient circulation around the
depot. The applicant also maintained that the Belinstown Stop is located north of the
proposed line of the Swords Western Ring Road so as to minimise costs by bridging over the
tracks and not the platforms as well. It was argued that the multi-storey car park had been
arranged around the stop to provide the most efficient access possible for car users to metro,
thereby maximising the attraction of park & ride.

The applicant’s submission is that the implications of the siting of the development at this
location, due to its constraints, are such that the depot buildings, stop and park & ride facility
cannot be moved further east so that impacts on residents to the west of Batter Lane could be
lessened. I note the reasons given above and I would contend that there are a number of
considerations given that could be reasonably queried. I note the one constraint identified by
the applicant relating to the slip road connection of the proposed Ring Road to the M1. The
local authority clarified for me that there is no defined route for this road and no defined
route options. Thus, this is not a definitive physical constraint at this present time. The lands
to the south of the proposed depot are not lands with a statutory development plan status and
again at this time, and looking into the future, it would appear these lands will not be subject
to substantive development in the immediate term. The physical constraints, in terms of
moving the site further north in the Belinstown direction, has resulted in a more physically
constrained geographical area as Batter Lane and the adjoining residential properties become
a constraint on the western side. South of the proposed site the physical constraints on
sensitive receptors could reasonably lessen as separation distances increase. The layout of the
development to meet stop requirements and to allow efficient circulation could reasonably be
designed to meet requirements.

Mounding
RPA at the Oral Hearing set out the reasons for the proposed mounds at the depot site. The mounds were stated
to be forming the boundary for the depot and park & ride facility, which occupies a large area of an industrial
nature, and would present itself as a natural screen. It was submitted that the depot site is located on the
boundary of a proposed development zone and screening the facility is key to minimising the potential for
negative environmental effect associated with it. It was noted that the mounding incorporates extensive
woodland planting to provide a natural screen between that industrial zone and the proposed development zone to
the south which is planned to be a green city. It was argued that the screening as designed is in line with best
national and international practice, to avoid the impression of an industrial landscape in the centre of a mixed
use parkland setting. It was further submitted that the screening would minimise the visual effects of the facility
for some existing residents on Batter Lane. It was further suggested the mounding would also serve as a form of
noise barrier in minimising the noise effects associated with the park & ride and depot activities. Reducing the
landscape mounding would seem to mean spoil disposal being significantly more costly, resulting in additional
negative environmental effects. In reference to the use of the mounds for the proposed Swords Western Ring
Road, RPA submitted that, with the Roads Authority becoming aware of the proposed mounding, RPA would, if
required, design the mounds to an engineering standard to allow the road to be put on top of them in the future.
RPA dismissed the alternative option of providing a wall as it would be of a limited height and, given the
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elevated nature of the depot site and the proposed park and ride, it would be unsuitable. I also note the
submission by RPA in April last year which also referred to the mounds at the depot as forming part of the
Swords Western Bypass.

At the Oral Hearing, the Consultant for William & James Flynn sought the removal of the
mounds on the depot site in the vicinity of the park & ride in order to minimise the land take
from the Observers. It was argued that there was no need for the mounds. Options for the
removal of mounds, where the extent of park & ride was considered not to be needed, were
presented also. It was considered that alternative screening could be provided. The need for
the mounds as visual screens and to combat noise was disputed. An alternative of spreading
the spoil that form the mounds and, consequently, raising the depot site by 0.4m was also
suggested as an option.

It is my submission to the Board that the mounds as proposed at the depot at this time play
little, if any, important environmental role. The depot site is proposed to be used as a landfill
for waste material arising from the tunnelling and stop construction. The filling of the site and
development of mounds clearly make significant economic sense to the applicant as it
disposes of a waste that would otherwise go elsewhere, and most likely at a substantial cost to
the applicant. The lands to the south of the depot site are lands potentially developable some
time in the future. They have no development status and the applicant’s reference to screen
industrial development from a ‘Green City’ is somewhat misplaced at this time, albeit that I
acknowledge that this could reasonably be viewed by the applicant as a consequential benefit
at some future time. Fingal County Council confirmed for me at the Oral Hearing that there
are no statutory plans prepared for the lands south of the depot site and that there is no Local
Area Plan being prepared at present for these lands. Thus, it is reasonable to conclude that, at
present, what is being considered for lands south of the depot site is aspirational only. In
reality, a lot could alter by the time an actual plan and development commences for the lands
to the south, notably in the context of changed economic times.

The use of the mounding in relation to the development of the Swords Western Ring Road is again also
aspirational. Fingal County Council appears somewhat favourably disposed towards this idea, with the opinion
offered at the Oral Hearing that the proposed landscaping mounds along the southern perimeter of the
Belinstown Depot could be utilised as embankments for the proposed future road and could be constructed to suit
the future road foundations. The Board has in this report already been informed that this road is not at the stage
of even selecting a range of route options and appears to be some way off the selection of a preferred route.
Thus, the definitive need for the use of the mounding as part of a future new road is unfounded. Indeed, this
proposal appears to pre-empt route selection and design for this road and would be premature to promote in
some form.
The filling of the site and the development of the mounds along the west side in the vicinity of the park & ride
close to Batter Lane would result in a significant visual screen. Mr. Flannery for RPA in April last year
submitted that the depot site would be filled to approximately 3m over Batter Lane. The mounds on top of this
will significantly change the landform for residents living on the other side of Batter Lane and looking out in the
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direction of the depot. The layout of the mounds would suggest that they are not sited to minimise the visual
impact for these residents but rather are sited in a manner to screen the industrial development from the
agricultural lands to the south. The widespread filling of the land is generally likely to perform more of a screen
for the residents.

The mounding is unlikely to form a substantive noise barrier for residents on the west side of
Batter Lane for similar reasons. It would function as such for future development to the south
due to their layout and orientation. I would query, based on the applicant’s range of
submissions in this application, why there would be any need for noise barriers, given the
applicant contends that the application of mitigation will ensure there is no significant
adverse environmental impact arising from the depot development. I submit that the
industrial-type development would invariably bring changes to the existing environment that
would be unwanted by the residents of this location in terms of noise, nuisance, disturbance,
visual intrusion, etc. This will happen for residents if the depot proceeds at this location. The
applicant is employing mitigation measures to minimise such impacts but there will remain
impacts that are of an adverse nature for residents and I do not believe that this can be
refuted, nor indeed is it categorically denied. If the proposed depot is to go at this location, it
must be acknowledged that the living environment changes for residents and the introduction
of the mounds at this site do little to minimise noise impacts. By elevating the depot site and
putting mounds on elevated ground, the development is most likely going to be more visible.
Making the depot more visible, which is accepted by the applicant as an industrial-type
development, makes the development more incongruous visually for residents of the area, I
would anticipate.

At this time, there is no reason to stand over the filling of the depot and the construction of
large mounds for any particular reason other than for cost reasons. This in itself is very much
a justifiable reasonable for the applicant to pursue. There are, as the Observers have
submitted, a wide range of other options that could be pursued. Clearly, the removal of
mounds will give back a couple of hectares of land to the Flynns in the future. If this
development needed screening in the future arising from a very significant extension of
Swords northwards towards Belinstown then a range of options could be pursued at that time.
If the Board is content to allow for this site to be used for a depot, station and park & ride
facility, and prior to this as a landfill for waste material, then the spoil associated with the
mounds could justifiably be spread across the site as proposed by the Observers because they
play no notable role in benefiting the local environment.

Land Filling at Depot

The issue of the adequacy of the assessment undertaken for the filling of the depot site was
raised by parties at the Oral Hearing. Mr. Peter Sweetman argued that it is clear from
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decisions of the European Courts of Justice that the land fill in this case requires full EIA and
that is not available. RPA submitted that much of the material excavated in one part of the site
can be reused in other parts of the site and therefore the extent of the material which will be
required to be disposed of is reduced to a very significant degree. It was argued that the
Environmental Impact Statement and the documentation lodged identifies the haul routes for
the waste, identifies how they will be removed from the sites, what roads they will actually
use, and indicates a range of landfill sites with access off the M50 where ultimately the waste
is to be transported to and that will accommodate that waste. In support of this, the applicant
produced on Day 17 of the Hearing maps and schedules of quarries and landfills in the
Greater Dublin Area and a schedule of National Roads Authority road schemes nationally.

It is my submission to the Board that the filling of the depot site is a very significant
component of the overall development at Belinstown. What has been provided by the
applicant is how much waste is to be transported and from where it is coming. 2 million cubic
metres of spoil is proposed to be deposited on the depot site and 0.9 million cubic metres of
spoil is intended to go to cap quarries, be deposited in landfill, or go to road schemes. I
understand the predicament with not being able to be more specific about the disposal of the
latter, albeit that this is a significant volume of waste. What is important is that some 70% of
the waste spoil is intended to be placed on the depot site and there has been no environmental
assessment of this activity. I am of the view that it cannot be correct to separate this element
of the development from the proposal or to argue that it is simply moving spoil from one part
of the site to another. It clearly is not. The implications of this are likely to have very
significant impacts for the local environment at Belinstown in terms of drainage, traffic,
noise, nuisance, visual impact, etc. Many of these issues from the landfill activity have not
been assessed in their own right. While accepting there is intended to be a dedicated new road
from which spoil would be deposited, traffic impacts will pose a significant change for the
area. On purely numerical terms, where a HGV transports 15m3 of spoil, the filling of this
site will require over 133,000 truck movements onto this site. This would be a very large site
improvement works operation and has consequences which I am not satisfied has been
addressed in a substantive manner in this application. It cannot be readily set aside. It has
consequential impacts arising from the choice of this site as the depot. The implications for
flooding have been alluded to earlier. This is a concern that remains unclear.

Belinstown Park & Ride Facility

Introduction
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The EIS notes that the park & ride sites are located and sized in accordance with the strategic
plan prepared by the Dublin Transportation Office Rail Park and Ride Strategy for the
Greater Dublin Area 2004, which followed on from work done under A Platform for Change.
It was further noted that a site was identified north of Swords, comprising 2000 spaces. The
EIS states that traffic analysis indicated that there is likely to be significant demand for 2000
spaces at the Lissenhall Park & Ride site from commencement of service on Metro North.
Two options for the layout - surface and multi-storey - were considered, with the multi-story
option favoured. Three locations for the multi-storey were considered – on the Balheary
playing fields, just north of the Retreat House Road, and adjacent to the M1/R132 Lissenhall
Interchange. All were rejected because they were found to occupy land with important
development potential and would result in additional traffic movements at the congested
Lissenhall Interchange. The EIS states that, in conjunction with a decision to move the
terminus stop to the Belinstown area, it was considered that a multi-storey structure built over
the Belinstown Stop would maximise accessibility, whilst occupying a minimum of
additional land and reducing land cost per hectare. The car park was initially located
symmetrically over the stop but was subsequently moved to leave 800 spaces to the west of
the stop and 1200 to the east. It was stated that this was to reduce visual impacts on residents
of the four adjacent houses on Batter Lane. The car park was also arranged to have one
basement level to further reduce its impact, whilst still allowing connecting bridges to
oversail the tracks. The EIS further states that the car park is located to allow it to be accessed
directly from the proposed Swords Western Bypass, if that project is realised.

In the applicant’s response to the Board’s further information request on park & ride, it was
acknowledged that the DTO policy on park & ride states that facilities should be provided at
locations where the national road network meets the public transport networks and that the
facilities should be located where cars accessing park & ride services do not add unduly to
congestion on the road network. The applicant considers park & ride a key component of any
transport system in a low density city, such as Dublin, as it enables the catchment of the system
to be extended beyond those living within natural walking distance of the points of access, thus
encouraging modal shift from private car to public transport. The applicant also acknowledges
that park & ride does not necessarily reduce the overall number of car journeys, but it reduces
traffic in the city centre as journeys are intercepted on their way.

Considerations at the Oral Hearing

At the Oral Hearing, RPA clarified a wide range of issues relating to the development of the
strategic park & ride facility at Belinstown. The issues discussed and clarified included:

Overview of the Catchment and Scale

__________________________________________________________________________________
PL.06F.NA0003
An Bord Pleanala
Page 305 of 690

•
•
•
•

The 2000 space multi-storey car park is to attract commuters from a wide catchment
along the M1 motorway and the old Belfast Road, the R132 and its surrounding areas.
More cars could be attracted and intercepted from the M1 than 2,000 but 2,000 strikes a
balance between the objective of modal shift and getting people out of their cars.
RPA’s traffic impact assessment shows that the car park of 2,000 did not unduly create
additional congestion.
The need to reduce the facility by up to 30% due to it being a facility to serve a
number of other public transport developments not yet realized, as requested by
landowners of the depot site, is refuted because it is justified on Metro North alone.

Previous Experience

•
•
•
•
•

The presence of park & ride facilities has been a major contributor to the success of
Luas, particularly on the Luas Green Line.
From the experience of Luas, the success of a Park & Ride facility depends greatly on
the quality of the rail service provided on the railway corridor, as well as the quality in
terms of the frequency of the service and the onward journey time.
People make their choices about how they make their journey on the basis of how long
they are going to take.
Experience of the high utilization of Luas car parks where there is a high frequency of
service was alluded to.
Reference was also made to the overutilization of existing railway car parks along the
eastern seaboard in the north Dublin area.

DTO Strategy

•
•
•
•
•

•
•

RPA participated in the preparation of the DTO Strategy document.
The Strategy recommends that the case for each park & ride be examined by the
implementing authority.
A business case was prepared for Metro as a whole, including the park & ride sites.
Strategic park & ride sites were referred to as such because they are seen to support
other strategies aimed at getting cars off the road, such as cordon charging or reducing
car parking in the city centre.
The Strategy recommends the size of a car park at a strategic Park & Ride location be
guided by three things only - the amount of available and suitable land, the available
rail capacity, and the quantum of traffic flow on the adjacent road network that could
be intercepted.
At Belinstown there is sufficient available and suitable land for the car park.
The available rail capacity is 10,000 passengers per hour per direction initially (which
can grow) and can easily cater for the demand arising throughout the entire day from a
2,000 space Park & Ride facility.
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•

•

The average annual daily traffic using the M1 motorway north of Lissenhall junction is
52,000 vehicles or approximately 26,000 vehicles in each direction. South of this
interchange between the Lissenhall Interchange and the Airport exit, the average annual
daily traffic rises to 80,000 vehicles or approximately 40,000 vehicles in each direction.
Additional vehicles are coming from Lissenhall Interchange itself, from the R132,
arriving there from Donabate and also from traffic arising at the Drynham Interchange
from Malahide. Therefore, it was hoped that the park & ride would intercept traffic
from Rush, Lusk and Skerries also. The facility would also attract commuters from
the surrounding area.

Modelling

•
•
•
•
•

•

•
•
•
•
•

The patronage modelling carried out for Metro North demonstrates that the site is
likely to be fully occupied from the opening of the scheme.
The strategic facility was hoping to intercept only 5% of the existing traffic to fill the
facility - a modest target on a congested road network.
Modeling showed that 1,284 cars would use the facility on a daily basis, and that
related to the passive behavior only.
There would be around 970 cars in the morning peak two-hour period and then a
further 360 in the off peak period.
Taking that local usage into account, this is leaving only just over 700 spaces for
intercepting traffic on the national road network, meaning the facility is trying to capture
less than 3% of the 26,000 cars that are arriving on the M1 north of the Lissenhall
junction.
RPA assumed an arrival profile of 700 vehicles arriving at peak period, regarded as
quite a high assumption. RPA wished to make sure that infrastructure being proposed
in the vicinity of the Park & Ride could handle significant volumes of traffic accessing
the Park & Ride site both via the R132 and Batter Lane.
RPA tested up to 25 different model scenarios in relation to Park & Ride access,
particularly in relation to the impact it would have on Lissenhall interchange and Batter
Lane.
RPA looked at a range of distribution assumptions in relation to where the traffic was
coming from and they considered 100% accessing from Batter Lane, and 100%
accessing from the R132 and all accessing via the Lissenhall interchange.
The modeling undertaken by RPA was done to understand how much traffic would be
generated essentially by the Park & Ride usage of the site.
Strategic Park & Ride is very difficult to model for.
Usually, the size of a Strategic Park & Ride is predominantly a policy decision based
on what one wants to achieve with the public transport system both in terms of the
system itself that one is proposing and also how it integrates with the rest of the public
transport network. Thus, the modeling was not used to determine the size of the Park &
Ride but rather was used to determine the impact, particularly of traffic accessing the
facility.

Batter Lane
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•
•
•

The Batter Lane access is intended to intercept people from the R132.
Those travelling south on the M1 would be directed to the depot access road in advance
of the Swords Western Ring Road being constructed.
Batter Lane, with no connection to the M1, has a roundabout connection at the R132
and it is predicted that people who are intercepted from Rush, Lusk, Skerries and
places along the R132 would use Batter Lane.

Miscellaneous Usership Issues

•
•
•
•
•

Users would include those seeking to interchange onto the Luas Green Line at St.
Stephen's Green, interchanging on to the Luas Red Line at Abbey Street, and
interchanging on to the Maynooth Railway line at Drumcondra.
If and when Metro West is built, people whose destination is along the Metro West
corridor would also probably choose to use this Park & Ride facility.
With reference to access to the airport and use of the facility, it is important to RPA
that the facility does not become a car park for Dublin Airport, being used for
overnight stay.
RPA would be putting in a pricing policy that discourages people taking overnight trips
and using this car park.
There are some 3,000 workers within the Airport currently. A lot would come from the
Swords area and areas north of Swords, with the facility proving to be a particularly
attractive proposition for them.

Assessment

It is my submission to the Board that the basis for the RPA decision to provide a ‘Strategic’
park & ride facility at the depot site to intercept traffic beyond the northern outreaches of the
scheme, and to provide for a facility with a capacity of 2000 spaces is fundamentally correct.
The applicant has ably demonstrated its need and its purpose.

Compliance with the DTO Rail Park & Ride Strategy

The basis of a ‘strategic’ park & ride facility comes from the DTO Rail Park & Ride Strategy
for the Greater Dublin Area, dated from November 2004. This Strategy has never been
formally adopted. However, it is reasonable to conclude that it represents an agreed position
among a range of important interested parties, including the Railway Procurement Agency.
Furthermore, there has been no publication or strategy replacing it. Thus, it is my submission
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that it is a wholly acceptable document to give due regard to when considering the issue of
the park & ride facilities as they relate to Metro North.

The objectives of the Strategy included recommending a set of locations where investment in
the provision of additional Park & Ride spaces would contribute to the achievement of the
transport objectives outlined in A Platform for Change. While I note that locations relating to
the first and second phases of Metro were identified as possible Park & Ride facilities and
that the first phase did not include any development north of the Airport, with the current
development of the proposed route and its extension northwards, it is evident that the
principle of a park & ride facility associated with Metro North north of Swords was clearly
flagged at that stage. Thus, it is reasonable to expect that with the proposed expansion of the
route northwards beyond Swords would come the development of a park & ride facility north
of Swords.

The DTO Strategy differentiates between ‘strategic’ and ‘local’ park & ride facilities and it is
clearly highlighted that the facility north of Swords is proposed as a ‘strategic’ facility.
Furthermore, it is clearly highlighted that this strategic facility is intended to have a capacity
of 2000 car spaces. Therefore, the applicant’s current proposal is wholly in keeping with the
Strategy. Certainly, the principle of its general location and scale could not reasonably be
questioned, in my view. It is important to note that the Working Group members who
prepared the Strategy were CIE, Dublin Bus, Bus Éireann, RPA, DTO and the Greater Dublin
Area road authorities. It was a group that was fairly representative of transportation interests.

‘Strategic’ park & ride is defined as the provision of facilities where the national road
network meets the rail network. The implementing agency is required to demonstrate in a
business case that the number of spaces proposed at a ‘Strategic’ facility is compatible with
the intended function. The applicant has not divulged this business case in the submissions to
the Board. However, I note that RPA has provided extensive detail to the Oral Hearing (some
of which is synopsised above) to justify the scale of the proposal. While actual size is not
specifically put forward in the Strategy, a view on preferred scale was given for the facility
north of Swords. The facility north of Swords is classified in the Strategy as a ‘Strategic’ park
& ride to serve the demand from southbound traffic on the M1 that is not intercepted by the
park & ride sites on the northern suburban rail line.

Section 6 of the Strategy considers the key success factors of rail park & ride. Subsection 6.2
refers to ‘Strategic’ park & ride. The size of the strategic park & ride is to be guided by the
amount of suitable available land, available rail capacity and the quantum of traffic flow on
the adjacent road network that could be intercepted. The applicant has addressed these factors
at the Oral Hearing. Suffice to say the amount of land to develop the multi-storey car park is
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available and it is suitable in the way that it is directly associated and linked with a station
and the depot site. With the development of Metro, the available rail capacity will be in place,
with a high quality and frequency of service. The quantum of traffic flow on the M1 in
particular should ably meet with this determinant.

In terms of location for ‘Strategic’ park & ride, it is required that the car park should be well
located relative to the National Radial Road Network, be well signed from the road, and
require a short and easily executed deviation to access it. The park & ride facility at
Belinstown lies a short distance west of the M1 national primary road. It should be
remembered that the facility north of Swords is classified as a ‘strategic’ park & ride in the
Strategy to serve the demand from southbound traffic on the M1 that is not intercepted by the
park & ride sites on the northern suburban rail line. In terms of siting and proximity to a main
road, it could not reasonably be argued that this location defies the requirements of the
Strategy. The provision of signage to intercept approaching traffic is a logistical matter that
can relatively easily be applied to inform motorists and guide them along the desired access
route. There is an issue with the matter of deviation to access the facility. The facility is
ultimately ‘strategic’ due to it serving the M1 southbound traffic. The location of the facility
on this site at Belinstown requires deflecting vehicles off the M1 at Lissenhall, onto the
R132, and via a dedicated access road that goes past Lissenhall Stop and up to the
easternmost multi-storey block. I note that the Strategy reflects the siting of the depot further
south in Lissenhall and shows a park & ride further south than now proposed. Clearly this
original siting would have had the depot, station and park & ride at Lissenhall and would
have provided a significantly shorter route to the car park. It is a question of whether a 2.5 /
3km deviation off the M1 is considered a short and easy deviation. It is my opinion that the
complexity of the deviation has been overcome by the time the motorist leaves the R132 to
gain access to the car park. Whether the park & ride is at Lissenhall or Belinstown, the
deviations as far as the new access road would have to be made. I do not consider that the
additional journey time along a dedicated access road would cause a substantial delay in
travel time and, thus in itself, discourage motorists from seeking access to the strategic park
& ride facility.

In considering these locational requirements, I have, up to this point, deliberately avoided
addressing the issue of principle of providing a multi-storey car park on the west side of the
Belinstown Stop because this component of the facility would be accessed from Batter Lane,
which is not proposed to be used as a route by traffic intercepted from the M1. This is
intended to intercept people from the R132 and those travelling from the Rush, Lusk and
Skerries direction. While one would anticipate that most of the traffic would be intercepted
from the M1, the proposal to attract additional traffic via a dedicated route that includes
utilising Batter Lane is likely to result in notable traffic increases for this local road arising
from the provision of a block accommodating up to 800 cars, as well as the large areas of
surface parking associated with the depot. I note that a measure to address the inadequacy of
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the local road network includes the widening of Batter Lane where it adjoins the site’s
western boundary from the multi-storey car park northwards and eastwards as far as the
bridge over the M1. The road would be widened to provide a 6.0m wide carriageway and a
2.0m wide footpath would be provided on the east and south verges. This should greatly
improve access at that location. I do not foresee that there should be demonstrative changes
for utilisation of the local road network further south in the Swords direction as evidently
traffic associated with the park & ride on this side of the Stop is coming primarily from the
north.

Reference has been made to the park & ride site having access off the proposed Swords
Western Bypass in the future. I have alluded to the current position relating to this intended
future road. There are no alternative route corridors or preferred route at this time. While I
acknowledge that access from this new road could improve access arrangements to the park
& ride, I consider that this route designation is in its infancy and it would be unreasonable to
imply it has a significant role at this stage.

The provision of the dedicated access road off the R132 and the local road improvements on
Batter Lane should address the next strategic park & ride requirement set out in the DTO
Strategy relating to impact of the facility. It is required that the location should not result in
undue congestion on the road network by cars entering or exiting it. A Transport Impact
Assessment is required to be carried out as part of a detailed business case. The applicant has
indicated to the Hearing that a business case was made for the park & ride facility. The
details provided to the Hearing have clarified the purpose of the park & ride, the vehicular
movement predicted and the measures to intercept traffic in a manner to minimise congestion.

The final DTO requirement for strategic park & ride relates to control, including pricing. The
applicant has clearly indicated whom it is intended and whom it is desirable to attract to the
strategic park & ride facility. The issue of the facility becoming a car park for airport traffic
has been discussed and the applicant is fully au fait with the undesirability of this facility
having such a function. It is evident that measures would be taken to control use, including
the introduction of charging in a manner to eliminate overnight stay, while ensuring the
facility functions to serve its purpose.

Precedent

Prior to concluding on the park & ride at Belinstown, I wish to address Observer argument at
the Oral Hearing which suggested that the Board has established a precedent of refusing
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station-related car parking which is viewed as applicable in this instance. Reference was
made to the refusal of a 3,100 space car park in the vicinity of the airport under Planning Ref.
PL 06F.23299. There is a significant difference between that proposal and the current park &
ride proposal. It is most important to remember in the former case the Board stressed the
priority of the provision of public transport and the curtailment of unnecessary private car
movement. Also in that case, the creation of traffic congestion and militating against the use
of public road transport was paramount. The current proposal’s intent is opposite that in the
previous case. It seeks to improve access to public transport and to reduce commuter and
other traffic into the city, thus reducing congestion. The road carrying capacity and the
capacity of existing and proposed junctions are not in question. It is, therefore not anticipated
that significant congestion will arise for the road network in the vicinity of the park & ride,
albeit that traffic will increase on the local road network.

Conclusion

In conclusion, I am satisfied to submit to the Board that the park & ride facility meets with
the DTO Strategy requirements. It is sited alongside a major artery into the city and can
reasonably be expected to intercept volumes of traffic seeking to enter the city on a daily
basis. It would not be a particularly difficult site in terms of journey time off the main road or
in terms of gaining access. The question of scale is one of achieving a balance. In reality, the
applicant is seeking to attract a very small percentage of traffic off the main road. This is
clearly attainable. Whether it is marginally bigger or smaller is not really the question. The
applicant has demonstrated that the size of the facility complies with the DTO requirements
and has shown that the infrastructure to serve the scale of the development, including land
area, new and improved road infrastructure, etc. can sustain the scale of activity. It is
anticipated that the facility should serve its primary purpose – intercepting traffic off the M1.
The role to serve Rush, Skerries, Lusk and other surrounding areas via Batter Lane is a
substantial component and the measures being taken to do this are adequate. Finally, I am of
the opinion that the applicant has ably demonstrated that the success of the strategic park &
ride is not dependent on the completion of all or any other component of the suite of
infrastructure proposed under Transport 21. Diverting relatively small proportions of traffic
off the M1 and R132 to achieve a viable strategic park & ride facility at Belinstown in its
own right is attainable. The quality and frequency of a light rail service that serves an
important array of city-bound destinations would ensure its attractiveness.

Belinstown Area Observations
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I propose to seek to address the concerns raised by Observers in the vicinity of the depot,
Belinstown Stop and the strategic park & ride facility.

James & William Flynn

The observers are landowners of approximately 54 hectares of farmland at Belinstown. The
proposed depot and park and ride facility would be sited on the lands. The Observers are two
separate landowners but the lands are farmed together. I note that the development of the
depot facility will result in the Observers’ overall holding being severed into three parcels of
land. The northernmost parcel of land contains the buildings for housing machinery and
would be separated from the other two parcels of farmland by the depot and multi-storey car
park. The other two parcels would be separated from one another by the rail line and
proposed internal access road. Utilisation of the public road would be required for ongoing
access for linkage between the northern and other parcels of land. Concerns raised relate to
severance, access to parcels of land created, the excessive scale of the park and ride facility
and the need for phasing of its provision, the excessive land take and scale of the landscape
mounding, and the need to re-zone the observers’ lands to integrate with the RPA proposals
and to maximise the land potential.

In written response to this submission by way of a letter dated 6th February, 2009, RPA
referred to addressing the severance issue by providing access off Batter Lane or a farm
access around the eastern and southern boundaries, and maintaining access between the two
southernmost parcels of land south of the proposed Stop by using a road crossing proposed
by the County Council. Confirmation of maintaining access was given. It was submitted the
park & ride would be fully utilised from the outset. It was submitted that there is a need for
the mounding to screen the industrial landscape from the lands to the south. It was noted that
the issue of rezoning is a matter for the local authority.

Following the receipt of the applicant’s further information, the observers noted their
previous concerns in relation to mounding to the south of the multi-storey car park and
referred to the implications raised in the further information request in relation to archaeology
and flooding. It was submitted the removal of the proposed mounding would reduce the
potential impact on the archaeology of the area and would allow the observers to retain a
greater proportion of their lands. It is further submitted that the removal of the mounding
option would also have a reduced impact on the existing water course at this location.
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At the Oral Hearing the concerns of the Observers were reiterated by their consultant. A
number of amendments were proposed to minimise the disruption that would result from the
development. A further submission on behalf of the Observers included cost implications of
the land take associated with the mounding and provision of the two park & ride car park
blocks. The need for the scale of the Park & Ride and the need and function of the mounding
was further explored also. A schedule of conditions was submitted on behalf of the Observers
reflecting their requests. A document referring to the environmental impacts of the proposed
amendments, following the format of the applicant’s EIS, was also submitted to demonstrate
there would be no significant adverse effects arising from the amendments.

In response to the submissions, RPA submitted, in relation to the designation of the land on
which the depot is proposed to be built, that the lands to the south of the depot are the
designated lands for development and not the depot site. In relation to the proposal to
construct mounding, it was submitted the mounding was needed to form the boundary for the
depot and the Park & Ride facility which occupies a large area and it is of an industrial nature.
Furthermore, it was stated that it incorporates extensive woodland planting to provide a
natural screen between that industrial zone and the proposed development zone to the south, it
runs along Batter Lane and assists in minimising visual impact of the depot for the residents of
Batter Lane, as well as assisting in providing some noise mitigation. On the cost-related effects,
it was noted that eliminating or reducing the landscape mound would result in additional spoil
transport and disposal costs to landfill sites or to other project sites and that has an additional
cost. On the issue of the multi-story car park, the scale of the car park was defended in terms of
it being a strategic park & ride facility in accordance with the DTO policy and on lands with
the capacity to meet with the policy requirements. In relation to the issue of severance and
access to the Flynn land holdings, it was noted that the scheme does not sever James Flynn’s
lands and that William Flynn’s lands are divided into three parcels. It was submitted that the
largest parcel already has access from Batter Lane, the adjacent parcel is accessible from this
first parcel by using the road crossings being provided, and it was stated in relation to the
third parcel that RPA would be happy to provide an access to it from Batter Lane, subject to
the agreement of the Road Authority. Further comment was offered on items A-L of the
Observers’ submission, representing requested amendments and conditions.

In seeking to address the Observers concerns and requests, I will detail each amendment and
the response of RPA before offering my own considerations. It should be noted, however,
that the issues of the scale of the park & ride facility and the need and purpose of the
landscaped mounds have been addressed earlier in this assessment.

Item A
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An amendment was made to the Draft Railway Order drawings in June 2009 to provide an
access track (Drg. No. LMN0000DBS001L01). This track does not access the Flynn lands at
the north end of the farm and it is requested that this be amended by extending the track
westwards.

RPA stated that the access track was provided in relation to the Observers Sean and Noel
Brangan to address severance and did not relate to the Flynn lands. It was submitted there is
insufficient space within the proposed land take to provide the additional length of access track
suggested by the Flynns and that to provide the access track as requested would acquire
additional land take from both Padraig Flynn and from James Flynn. RPA do not accept the
proposal is necessary.

Providing the requested access track requires further land take that goes beyond the land take
applying to the Draft Railway Order application. The applicant has ably demonstrated how
access can and will be provided. I concur with the position that the additional track is not
required. Adequate provision is being made.

Item B

The provision of an at-grade crossing on the rail line and proposed depot access road to the
south to allow for movement of farm machinery and equipment, in accordance with the
County Council’s proposals, is requested.

RPA submitted it has already agreed the crossing can be used for agricultural activities.

It is my submission that there is provision of an at-grade crossing that will accommodate the
Observers’ needs.

Item C
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The removal of the westernmost mounding to the south of the MSCP to reduce land take is
requested.

RPA consider the removal of this mound is inappropriate for reasons already identified.

Refer to the considerations on issue of mounding set out earlier in this assessment.

Item D

The removal of the easternmost mounding to the south of the MSCP to reduce land take is
requested.

RPA consider the removal of this mound is inappropriate for reasons already identified.

Refer to the considerations on issue of mounding set out earlier in this assessment.

Item E

It is requested that the access to the north off Batter Lane proposed to be used for exit from
the park and ride be used for entry and exit.

RPA submit that the access to the Park & Ride is via one-way system and it is not possible to
eliminate the entry flow without the complete reconfiguration of the car park.
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There is a degree of complexity with the access to the depot and exit for the park & ride. If
entry and exit to the park and ride were to be accommodated at this location the potential for
greater conflict would result. The park & ride has been designed to accommodate this oneway traffic system and would clearly need to be reviewed as a consequence of the requested
amendment. This would have design layout implications. There is validity to the applicant’s
justification for this arrangement.

Item F

It is requested that the access to the south relating to the MSCP off Batter Lane intended for
entry to the MSCP be used as an access to the Flynn lands.

RPA submit the proposed access point is not necessary as there is an access to this parcel of
land further south on Batter Lane.

The access arrangements for the MSCP are considered above. The Observers do not dispute
there is an access available further south to the affected parcel of land.

Item G

A request is made for the removal of the western car park and a relocation of the CPO
boundary in order that a greater proportion of lands stay in the Observers’ ownership.
Alternatively if the western car park remains, it is requested the CPO boundary be revised
and the mounding to the south of both car parks be removed, leaving more lands in the
Observers’ ownership.

RPA submit it is not appropriate to eliminate or reduce the mounding and changes to the CPO
are inappropriate.
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Refer to the considerations on issues of the scale of the MSCP and mounding set out earlier
in this assessment.

Item H

It is requested that once culvert realignment on the Observers’ land takes place at the northwest end of the depot site the lands return to the Observers’ ownership.

RPA note the culvert would be located below ground and are amenable to handing back the
surface lands to the Flynns, subject to them granting the necessary rights of access by way of
licence to RPA for future maintenance.

The applicant’s response adequately addresses the Observers’ request.

Item I

It is requested that a new access be provided at the existing culvert site to give William Flynn
independent access to this parcel of land.

RPA are happy to provide an access subject to the agreement of the Roads Authority. RPA
considered the location should be further south, away from the bend in the road.

The applicant’s response is considered a reasonable response. Relocating the entrance further
south would be most appropriate in the interest of traffic safety, given the horizontal
alignment of the public road at this location.

Item J
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It is requested that the western car park be omitted, with the lands remaining in the
Observers’ ownership, as the amount of parking is seen as excessive.

RPA have confirmed the reason for the scale of the park & ride. It is submitted the
arrangements around both sides of the stop is to minimise walk time from cars to the stop
itself.

Refer to the considerations on issue of the park & ride set out earlier in this assessment.

Item K

The provision of an access to the eastern car park could be provided from Batter Lane if the
western car park is not constructed. It would be north of the station and would cross the
Metro line at grade.

RPA submitted this would result in a huge amount of vehicle movement over railway points
and switches, resulting in very high maintenance, down time and costs associated with
additional wear and tear and damage to the points and switches.

This request would have significant implications for the layout of access arrangements into
and out of the depot and MSCP. I accept the concerns of the applicant on likely impacts on
points and switches. There would potentially be significant effects for the maintenance
facility and ongoing rail operations. I note that the applicant’s access arrangements seek to
minimise the extent of at-grade crossings, notably for public access.

Item L

The taking of lands at the north-west corner of the holding to realign Batter Lane is noted.
The Observers request assurances the lands will be taken permanently and be landscaped to
prohibit illegal camping.
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RPA submitted that the lands permanently taken will be landscaped in such a way that will
minimise the risk of illegal camping or settlement.

Adequate landscaping at this location should reasonably address the Observers’ concerns in
relation to this issue.

Sean & Noel Brangan

The observers are owners of 25.12 hectares of farmland, part of which forms a significant
component of the proposed temporary and permanent land take for the depot site, notably
along the southern, central and eastern part of this site - Refs. M10-A3, M10-A4, M10-T3,
and M10-T2 apply. Concerns are raised about loss of arable lands, severance and blocking of
access, temporary land take having an impact on lands of very high functional value,
undermining the development potential of the lands, and impact on access to utilities. The
observers also note that a significant portion of their lands does not appear to have been
identified in the Book of Reference as being in their ownership – (a) Ref. No. M10-A1: lands
running parallel to the M1 and the access to their land, (b) Ref. No. M10-T1: a temporary
land-take strip of land. A revised Book of Reference entry is requested. It is further noted that
Table 14.3 of the EIS refers to a permanent land-take of 11.05 hectares which is less than that
identified on the mapping and more than that identified in the extracts from the Book of
Reference.

The applicant has made provisions to accommodate the Observers’ concerns. RPA is able to
provide access to the severed land south of the depot by continuing the existing access track
southwards alongside the M1 and over the eastern edge of a proposed landscaping mound and
this can be maintained during the construction period. RPA provided details of this on Day 2
of the Oral Hearing. RPA has taken steps to clarify the landholding ownership issue. I note
that RPA on Day 1 of the Oral Hearing clarified property details of lands in the ownership of
Sean Brangan. RPA on Day 2 also referred to the revision of ownership details with regard to
Ref. M10-A1. Regarding the issue of the development potential of the remainder of the
landholding, it is apparent that there are no lands zoned for development south of the depot
site at this time. The impact on future development potential cannot reasonably be addressed
at this stage.
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Padraig Flynn

The observer objects to the acquisition of his lands at Belinstown as it is seen to reduce the
viability of family farming. At the Oral Hearing, the Observer’s consultant focused on the
loss of an access track to an agricultural building on the land. It was requested that access be
maintained to the building at all times. Reference was also made to a commitment being
made to providing secure fencing between the CPO boundary and retained lands.

In a written response dated 4th February, 2009, RPA stated the proposal is in accordance with
Transport 21 and the National Development Plan. Reasons for the selection of the depot site
were also provided. At the Hearing, RPA submitted the applicant is seeking to acquire the
minimum amount of land needed. It was also stated that a revised track can be provided to the
agricultural building from within the field it is sited along the new boundary of his land. It
was further submitted that RPA are willing to construct the revised access along the revised
boundary to an equivalent standard.

I note that there is an existing unpaved trackway to the Observer’s agricultural building. The
track follows the perimeter of the holding and the access would be severed by the land take
for the depot. Rail track associated with the stabling area extends close to the north-eastern
corner of the site immediately adjoining the Observer’s property. Hard standing and fencing
encroaches on the agricultural track as proposed. It is my submission that the restrictions on
the site configuration would indicate that there would be a need to acquire the proposed area
the subject of concern to the Observer. I consider the RPA’s proposal to replace the track
along the revised boundary to a similar standard as exists is wholly in order. I note in the
Observer’s closing submission to the Hearing that it was submitted that he would accept the
offer of a similar quality track should the Board not amend the CPO boundary to allow Mr.
Flynn use the existing track. I note also that it is intended to provide palisade fencing along
the boundary and I consider this acceptable to meet the Observer’s needs.

James & Siobhan Flynn

The observers reside north of the depot site on the east side of Batter Lane. The dwelling’s
road frontage in the form of the front boundary wall and gate entrance piers would be
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removed to allow for road widening along Batter Lane (Refs. M12-A2 and M12-T2 apply).
Concerns are raised in relation to the loss of garden space and shrubbery, the potential to
provide lands on the opposite side of the road as an alternative, construction and traffic noise,
property devaluation, and the maintenance of access during construction. These concerns
were reiterated at the Oral Hearing. Reference was also made to a concern about the proposed
road improvement works north of the site on a road corner, resulting in light spillage from
passing traffic.

I note that RPA are committed to reinstating the garden and replacing walls and piers and
gates to a similar standard to that which exists. They are also committed to doing these works
as early as possible, to maintaining access to the property at all times and could provide
additional screen planting within the Observer’s garden. These are reasonable measures
within the applicant’s control to seek to minimise the Observers’ concerns. Contrary to the
applicant’s view that the Observers’ property value is likely to increase arising from the
proposed development, I consider the impacts both at construction and operational phases
create a significantly different living environment for residents of this area and the negative
impacts arising from the change of use could not be construed as employing a greater value to
residential properties at this location.

Stephen & Heather Joynt – Belinstown

The observers, residing in Batter Lane, Belinstown opposite the proposed park & ride and the
depot, have raised concerns about the location of the multi-storey car park, the height of the
car park, noise pollution during construction, use of local roads during construction, the
volume of traffic using the roads, light and air pollution, flood risk, access to the car park,
security concerns, and operating hours and associated nuisance. The submission to the Oral
Hearing reiterated these concerns and impressed upon the Board the consideration that the car
park and station should be relocated to where it was originally intended at Lissenhall.

The applicant responded to the Observers’ original concerns by way of a letter dated 30th
January, 2009 and this response was submitted to the Oral Hearing in April, 2009.

The Board will note that I have addressed a number of the Observers’ concerns earlier in this
assessment. I do, however, wish to offer some comment on each as follows:
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Car Park Location

•

•

The applicant’s primary reason for the choice of location of the depot, Belinstown
Stop, and MSCP is to ensure that this component of the development is sited outside
of the proposed Lissenhall Development Area. I emphasise again that the
development of the area to the south, where the depot, final stop and park & ride was
originally supposed to be, remains an area that has no formal development status. It is
an area to which no statutory development plan applies and is an area for which there
would be no understandable reason why it should be promoted to stretch the
development of Swords in the foreseeable future. This original area to the south is
clearly in a more isolated location away from residential property, closer to main
roads, and, in my opinion, would appear to be less likely to cause adverse
environmental impact, most particularly for residents of the area. There is, thus,
validity to the Observers’ argument on this issue.
The siting of the depot at Belinstown brings with it physical constraints to the layout
of the facility at this location and, therefore, the applicant’s explanation as to why the
MSCP needs to be sited where proposed is understandable. It is not simply a question
of mirroring the layout. Access to the MSCP across an active depot needs to be
provided in a safe and efficient manner and must avoid obvious conflicts.

Height of MSCP

•
•

•
•

•

•

It has been submitted in evidence to the Oral Hearing by RPA that each block of the
MSCP would be approximately 11m in height from ground level to parapet level.
I note that it is proposed to fill the depot site to some 3m over ground level in general.
The MSCP is located on the lower lying land and will be in a filled area. It is further
noted that there is to be mounding immediately south of the MSCP and that there
would be two smaller mounds adjoining the north-western corner of the MSCP block.
It is acknowledged that the applicant proposes to site the lower level of the MSCP
below ground level.
The depot site will be filled up to some 3m over existing ground level. Thus, not a
great deal will be achieved visually by the provision of one level of car parking below
ground level.
The raising of ground levels and the placing of what are relatively high structures for
this locality will increase the visibility of the development for residents living
opposite. The larger agricultural structures in the area are generally sited away from
residences.
The mounding and associated planting will help to soften the visual exposure of the
structures but not entirely block them out. The landform changes in themselves will
create a vista of elevated landscape immediately east of the residential properties on
Batter Lane.
The Observers’ dwelling faces south-east. It will look directly towards the MSCP.
Evidently, the view will change from one over lowlying agricultural lands to one over
an elevated car park structure and rail stop. The view north-eastwards from within the
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•

property will also incorporate an altered landscape, to one forming an industrial type
raised over Batter Lane. The landscape insertion plans in Chapter 13 of the EIS
provide a good representation of the layout changes arising for residents in the area.
The conclusions of the EIS accept that the residual visual impacts arising for the
dwellings at this location in Belinstown to be of ‘high significance as the western
elevation of the MSCP will be visible at short range and metro vehicles would be
partly visible. (See Table 13.10, Chapter 13, Book 1, Volume 2 of EIS).

Noise Pollution / Use of Local Roads / Light and Air Pollution / Car Park Access / Security

•
•

•

•
•

•

•

•

•
•

The site of the proposed depot is in a quiet rural area at present.
The extensive filling of this site, development of mounds nearby, the site
improvement and site preparation works, and the construction of the structures on the
site will constitute a significant development and will result in a significant change to
the living environment of the Observers, creating noise, nuisance, dust and
disturbance over a lengthy period.
The operation of the depot and park & ride will create a different living environment
over that presently experienced, introducing regular vehicular traffic noise, an
elevated depot facility (which will be illuminated at night), and industrial-type
operations over an expansive land area.
The predicted peak hour traffic flow for Batter Lane is 500 vehicles per hour.
While the new access road within the overall site is intended to function as the main
access to the depot, it is noted that it is expected that long and heavy goods vehicles
will use Batter Lane as a secondary access to the depot. The road improvement works
along Batter Lane will ensure that such vehicular movement can be accommodated.
Traffic using the access to the depot and park & ride off Batter Lane will
predominantly come from the north. Entrance to the depot has been moved some 20m
further north than originally proposed and thus, the potential vehicular movements
associated with the depot and imposing on the Observers would be minimised to some
degree. Moving the entrance even further north, as proposed by the Observers, would
draw this entrance and associated internal road network into a much more confined
area that would undermine its functioning and that of the depot itself.
The entrance to the western block of the MSCP is south-west of the frontage of the
Observers’ dwelling. Relative to existing circumstances, there will be extensive new
regular vehicular movements past this residential property where vehicles seek to gain
access to the MSCP. This has evident changes for the living environment of the
Observers.
I note that Batter Lane is an established short cut into the north west of Swords at
present and the local road experiences significant volumes of traffic during peak
periods. There may be some displacement of this traffic with usership of the
Belinstown Stop.
The internal access road is to be used for the transportation of spoil to the site. This
removes transportation impacts on Batter Lane associated with the filling of the site
and the development of the mounds.
The applicant’s proposals in relation to security fencing, monitoring of the depot and
MSCP operations, such as using CCTV, the employment of security personnel, etc.
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are reasonable measures to minimise concerns relating to the potential security risk to
residents of the area.
Flood Risk

•

This is a matter that has been dealt with in depth earlier. There are concerns relating
to the selection of this site and the development proposals affecting other properties in
the vicinity.

It is reasonable to conclude that if the depot, stop and park & ride facility are developed at
this location in the manner proposed by the applicant that there would be significant changes
to the living environment of the Observers. These changes could not be viewed as positive
changes, excepting there will be improved public transport available to the residents. The
siting of a depot, stop and park & ride facility of this scale and form at any similar rural
location close to residential properties will have similar adverse impacts for the residents. If a
depot / stop / park & ride are to be accommodated, they must by the nature of their use
adversely affect the environment of those living in the immediate vicinity. The choice of the
Belinstown site is one where the local area is relatively sparsely populated. The consequences
of the development at this location are that it will adversely affect those living nearby.

Mary & John Bond

Mary and John Bond reside west of the depot, stop and park & ride facility and a short
distance south-west of the Joynts. The concerns raised in their original written submission
and the oral submission to the Hearing focused on three issues – flooding, traffic, and the
siting/height/design/scale of the park & ride facility. These issues have been addressed in
detail earlier. There will be consequential adverse impacts for the living environment of these
Observers with the siting of the depot, stop and park & ride at this location.

John & Ann Graham

The observers reside immediate west of the MSCP in Belinstown close to the Joynts and
Bonds. They raise concerns about the location of the car park, light and noise pollution,
__________________________________________________________________________________
PL.06F.NA0003
An Bord Pleanala
Page 325 of 690

operational hours, the use of Batter Lane as a feeder route, flooding, inadequate
noise/vibration/air quality monitoring, and working hours. There will be consequential
adverse impacts for the living environment of these Observers with the siting of the depot,
stop and park & ride at this location.

Matt & Linda Graham

The observers reside west of the depot, stop and park & ride at Belinstown. They have
expressed concerns about the development at Belinstown in place of Lissenhall. Noise and
disruption at construction, the unsuitability of the access road, flooding, proximity to housing
of the car park and stabling yard, adverse lighting effects, and vibration from traffic are issues
raised. These issues have generally been dealt with earlier. I note that vehicular traffic
associated with the construction phase is intended to use a dedicated access road, thus
minimising the vibration impacts on nearby residences arising from heavy construction
traffic.

Barry & Sally Hare

The observers, residing at Jamestown, approximately 0.5km west of the depot, park & ride
and stop, seek repositioning of the station, depot and multi-storey car park away from
dwellings and nearer to the R132 and with a dedicated access, and request that for
construction stage a separate road is built before work starts and temporary road closures be
kept to a minimum. Other concerns raised include noise, hours of work, flooding, and light
pollution associated with the construction stage and traffic access, operating times of the
MSCP, and lighting at the operational phase. At the Oral Hearing emphasis was placed on the
issue of flooding.

These issues have been addressed earlier in this report. It is notable that a dedicated access
road for construction traffic is proposed by the applicant. The hours of operation at the depot
would be consistent with that anticipated with such a facility. The timeframe for construction
is influenced by the delivery of spoil to the site in the first instance. The actual construction
of structures will be phased within a reasonable timeframe for this scale of development.
Measures are proposed in terms of limits on noise, transportation, etc. to ensure that
disturbance arising for residents during the construction phase is minimised.
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Sylvia Jones & Thomas Guy

The observers, residing at Jamestown and close to the Hares, request the upgrading of the
entire Batter Lane to cater for increased traffic to and from the park and ride facility,
including the junction with Balheary Road. I accept that there is likely to be car traffic
seeking to access the MSCP and the depot from parts of Swords from the southern direction
along Batter Lane. There would not be additional HGV traffic arising from the development
from this direction. Having regard to whom the facility seeks to service via the accesses off
Batter Lane, there is unlikely to be a significant component of car traffic using the depot and
associated facilities that derives from the south. I note the applicant submits that traffic levels
are unlikely to increase due to the provision of Metro and suggest it is a matter then for the
local authority to improve that part of the road network that is substandard, including the
junction with Balheary Road (Magillstown Road).

Michael Jones

The observer from Magillstown, raises concerns in relation to the proposed depot and the
issues of flooding in the vicinity and additional traffic arising along Batter Lane, leading to
the need to upgrade the whole Lane. These issues have been addressed in detail earlier. I
accept that there is likely to be car traffic seeking to access the MSCP and the depot from
parts of Swords from the southern direction along Batter Lane. This is unlikely to be a
significant component of traffic using the depot and associated facilities. I note the applicant
submits that traffic levels are unlikely to increase due to the provision of Metro and suggest it
is a matter then for the local authority to improve that part of the road network that is
substandard, including the junction with Balheary Lane.

Kevin & Mary Fox

The observers reside in Balheary, approximately 0.5km south-west of the depot site. They
have expressed concerns in relation to the area changing from a rural to an urban
environment with the coming of the proposed development, flooding, light, traffic and noise
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pollution, additional traffic congestion, and the unacceptable height of the administration
offices and car park. Reference was also made to developers acquiring the lands at Lissenhall
where the depot was originally proposed to go and thus forcing the depot to be relocated to
the current location. A query was raised as to the guaranteeing of gaining planning
permission elsewhere in the locality away from the proposed development

The majority of these issues have been addressed earlier. I note that the Observers reside
some 500m away from the proposed stop, MSCP and depot. The depot, stop and MSCP will
result in a significant complex being provided on a large site. The development will be
visually prominent in the locality and will be visible at night due to lighting. The proposed
screening will help to minimise visual intrusion for these Observers. I do not anticipate the
traffic problems associated with the operation of the new development to be disimproved
significantly for these Observers, given the location of the proposed entrances to the
development. In relation to acquiring planning permission for a house elsewhere, this is an
issue for the local planning authority and not for the consideration of the Board at this stage.

Mary & Des Rainey

The observers, resident at Balheary House and west of LIssenhall Stop, raise concerns about
the likely change in character of the area with rezoning of lands and the adverse impacts
arising from flooding in the Belinstown area associated with the depot development, the need
to contain access to a construction road for construction traffic, the need to restrict traffic on
the local road, i.e. Ennis Lane, the need for the development of the Swords Western Relief
Road, ensuring containment of noise levels and hours of operation in the area, and the need to
relocate the park & ride facility on the site and to monitor night time lighting. At the Oral
hearing emphasis was again placed on the flooding issue.

Most of these issues have been addressed earlier. The Observers request that the Swords
Western Relief Road proceed as a condition of the Railway Order. This is beyond the
consideration of the Board in this application. I accept that there is likely to be car traffic
seeking to access the MSCP and the depot from parts of Swords via the Magillstown Road. It
is not anticipated that this will constitute a significant volume of the traffic destined for the
MSCP.
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Jack & Joyce Fleming

The observers, residing in Batter Lane immediately north-west of the depot site, raise
concerns with regard to the railway marshalling yards, park & ride facility, etc. in relation to
air pollution, noise, traffic and access, damage to property, land take and intrusion, visual
impact from spoil storage / hoarding / lighting / the car park, and flooding.

Most of the issues raised have been addressed earlier and will otherwise be dealt with in
following paragraphs. There will be a notable regular change in vehicular movement along
Batter Lane as access to the depot site and to the western block of the MSCP is provided for
south of the Observers’ dwelling. As the access to the depot on Batter Lane will
accommodate long and heavy goods vehicles, the type of traffic likely to be experienced will
alter also. It is noted that the new access road to the south of the depot is intended as the main
access to the depot however. Mitigation measures will be applied at construction stage to
minimise dust generation and noise and an Environmental Management Plan will be put in
place. The impacts will be monitored. The proposed road improvement works have some
direct physical impact with the land take along the frontage (Refs. M12-T4 and M12-A4
apply). It is acknowledged by RPA that any damage caused to the Observers’ property would
require to be rectified by the contractor, but this is viewed as extremely unlikely. The
proposal will have a substantial adverse impact on the quality of the Observers’ living
environment by the significant construction works and by the significant change in land use
beside the Observers’ dwelling.

Una Donnelly

The proposal would result in the acquisition either temporarily or permanently of seven
sections of lands from the observer in the vicinity of Batter Lane. Reference Nos. M12-T6,
M12-A6, M12-A5, M11-T4, M11-A3, M11-A5, M12-T5 apply and relate to lands to the
north and west of the depot site. The main areas of concern are, firstly, the loss of land along
Batter Lane by its realignment and the effects on farm access, and, secondly, the impact of
the depot development on drainage by increased volumes of runoff, the lack of an
independent drainage route towards the sea, the need for attenuation, and probable flooding
arising.

I note that the road improvement works along Batter Lane at the location affecting the
Observer’s property relate to lands primarily between the road and hedgerow bordering the
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lands. There is, thus, minimal impact on the farm land. The applicant also proposes to
maintain the existing access to the farmland. The drainage and flooding issues effecting this
location have been dealt with in detail earlier.

Brian & Ailbhe Doyle

The observers, residing at Bealinstown House, Batter Lane, north of the depot site where
Batter Lane turns east prior to crossing over the M1, object to the siting of the depot due to
the original proposal being to site it at Lissenhall and developer pressure leading to the
relocation, traffic and access problems, the provision of a better alternative access from the
existing bridge over the M1, flooding, impact of noise and hours of operation, light pollution,
and the inappropriate siting of the park & ride facility.

Once again, most of these issues have been addressed earlier. It is noteworthy that the
channelling of vehicular traffic past this residence to the depot and MSCP will increase the
regularity and likely volume of vehicular traffic at this location. The proposed road widening
works will increase the carrying capacity of this road and should ultimately reduce traffic
conflict on this local road. The provision of an alternative access road from the existing
bridge over the M1, while a desirable solution to residents’ concerns, is likely to bring with it
logistical problems for the applicant as significant changes would be necessitated to
accommodate such a new access without conflicting with the operational traffic and safety
needs of the depot, stop and MSCP. I note also that there would be a need to step outside of
the current Railway Order land take area to accommodate such changes. A substantially
changed living environment is expected for these Observers with the development of the
depot at this location.

Ger Dwyer & Others

The Observer submission was received from Michael and Ger Dwyer, Tom, Pat and Kathleen
Kiely and Jacinta and Eoin Cope who reside north-east of the depot site off Batter Lane.
Upgrading of Batter Lane and Magillistown Road, provision of a pedestrian walkway from
the Dublin Road to the Magillistown Road, protection of roads and land prior to and during
construction, control of construction traffic, and communication with residents are requested.
There is no objection in principle to the proposed siting of the depot and in general the
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requests from the Observers are being met in the approach being taken by the applicant to the
development at this location. The upgrade of Magillstown Road is not being pursued as the
likely effect on this road is not estimated to be significant.

Note: Having regard to the sensitivity and potential adverse impacts of the proposed
development on property on Batter Lane in the vicinity of the depot, the Board sought
further information in the form of an environmental report to describe the potential
environmental effects for the construction and operational phases. This report
considered the impacts of the depot, park & ride and stop on five residential
properties occupied by the Joynts, Bonds, and Grahams. The changes to the living
environment of residents are apparent from the extent of works and operations to be
undertaken in the vicinity of these houses. For example, the filling of the site and
track laying will take four years to complete and will be a lengthy, noisy process over
a long working day. The completed development at Belinstown will introduce a
complex of structures that has profound landscape character changes for this rural
area. The traffic environment on Batter Lane will alter by attracting regular increased
traffic volumes.

THE STOPS IN AREA MN101

Belinstown Stop

Belinstown Stop is intended to serve the 2,000 space park & ride facility at this location.

Belinstown Stop is an at-grade stop with two 6m wide island platforms located south of the
proposed depot. The 2000 space strategic park & ride would flank the stop – a block to the
east incorporating 1200 spaces and an 800 space block to the west. Vehicular access linking
the blocks would be provided over the stop.

Many of the issues raised by the Observers in the Belinstown area refer to the totality of
development at the depot, including the stop. Comments in relation to flooding, depot site
selection, etc. equally apply to the development of the stop at this location also and my
considerations are not going to be repeated.
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Lissenhall Stop

Lissenhall Stop is proposed because Fingal County Council wishes to see the area
surrounding the stop being developed with high density commercial and residential
development.

Lissenhall Stop is a provisional stop. It is located in a Greenfield site to the west of the
interchange between the M1 and R132. This is an at-grade stop with two 3.5m wide side
platforms. It would be accessed from the proposed access road linking the R132 and the
depot at Belinstown. It would be directly accessed from the footpaths forming part of this
new road. Cycle lanes would also be provided as part of this new road. The stop would
provide car set down areas at its northern end and bus lay-bys and bicycle parking at its
southern end.

The stop would be on lands for which there is no specific zoning for urban development. It is
on lands which form part of the area to the north of Swords which are indicatively illustrated
as forming part of the lands for future development in the document Your Swords An
Emerging City: Strategic Vision 2035. Variation 29 of the Fingal County Development Plan,
which seeks to give some status to this Vision, includes Objective LOH: “To create a
sustainable mixed use urban environment to the north of Swords at Lissenhall which will be
fully integrated with the Metro North line, traversing the development lands and its associated
stops and Park 'n Ride facility.” I note that the applicant has informed the Board that this area
is to be subject to future County Development Plan variations, a Local Area Plan and an
Appropriate Assessment.

As part of the Board’s further information request, the applicant was required to provide an
explanation as to why it was intended to fully construct this stop at this undeveloped location
in the absence of any statutory development plan applying to the location. Fingal County
Council’s written submission to the Board had originally indicated that RPA proposed to
develop the stop at Lissenhall in the first instance and welcomed this. It was clarified in the
response to the further information request that RPA agreed that the stop would be built and
operational prior to the roll out of development in the area and that it was not proposed to be
constructed initially as the presence of platforms would require speed restrictions as LMVs
passed through the stop. RPA accepted that, in the absence of development, there is no
demand for a stop at Lissenhall. The applicant has submitted in the further information
response that it would be incorrect to hold that there is an absence of any statutory
development plan status relative to the lands as Variation 29 applies to them.
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The Agreement between Fingal County Council and the applicant was submitted to the Board
at the Oral Hearing on 1st December, 2009. Agreement 6 relates to the Lissenhall Stop. It is
agreed that the stop will be provided in tandem with the development of the area in the
context of a Local Area Plan and that the costs would be borne by RPA. The two bodies are
to work to identify an appropriate trigger/critical mass for the development of the stop, if it is
not constructed from the outset. It is further agreed that RPA will provide four at-grade metro
crossings for vehicles and pedestrians in the Lissenhall area. The crossings are to be located
at a minimum of 200m spacings, with an additional four intermediate pedestrian-only
crossings. The crossings are to be provided during the Metro construction to avoid disruption
to operations at a later stage and Metro is to be given priority at all of the crossings.

I note that Lissenhall Stop is intended to be developed in conjunction with the development
of the area. There is no development in this area that would warrant the siting of a depot at
this location at this time. There are no statutory development plan provisions to facilitate new
development in this area at present. Fingal County Council’s Senior Executive Planner
informed the Oral Hearing that there is no Local Area Plan for these lands but that it is
envisaged that a plan will be developed. In the Council’s closing submission to the Hearing it
was further noted that the Lissenhall area, while identified as a Strategic Development Area, is
as yet undeveloped and it was confirmed that this area will require variation under the existing
development plan in relation to its zoning and will also require a Local Area Plan. While
perceived as not essential that the full stop be provided from the outset of the opening of the
line, Fingal County Council is of the opinion that enabling works and proposed
vehicular/pedestrian crossings should be provided for.

It is apparent that the illustrative development proposals forming the Strategic Vision
document are aspirational only. I would suggest there is likely to be little development in the
medium term to encourage the opening of a stop at Lissenhall. There is little merit in
pursuing the development of a stop at this location at this time. It can only reasonably be
developed if there is a demand for it. There is none and will be none in the foreseeable future.
Thus, not providing the stop at this time is perceived as wise. Ample provisions are being
made in the wider area with the stop at Belinstown and the stops further south to meet the
current needs of the Swords area.

Development from R132 to Lissenhall
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Reference has been made earlier to the provision of access to Belinstown from the R132 via a
dedicated depot access road. This road is proposed to be developed at an early stage of the
construction programme to facilitate the movement of construction traffic. It has been agreed
between RPA and Fingal County Council that the proposed Belinstown Depot Access Road
through the Lissenhall area will be built to a public road standard and it is envisaged that
Fingal County Council will take this road in charge as a public road. The road will have a new
signalized junction with the R132 just north of Estuary Roundabout. It will be a single
carriageway with footpaths/cycleway that primarily runs along the east side of the rail line as
it comes south from Belinstown Stop before separating to access the R132. The existing
Ennis Lane is proposed to be diverted eastwards at a point north of Balheary House on to the
southern end of the proposed depot access road. A turning head will be provided south of
Balheary House close to where the proposed rail line would traverse the original Lane. It is
proposed that pedestrian links would be maintained for people accessing the Emmaus Centre
from the bus stop on the R132 at Lissenhall Bridge.

Detailed submissions have been received from the Observer Bovale Developments Ltd.
(Lissenhall) in relation to the development of the Lissenhall Stop, the rail line and the
proposed new access road and the implications for the future development of the area. The
observation supports the proposal and the provision of a station at Lissenhall as part of the
initial scheme. The observers own lands in the vicinity of the Lissenhall stop and proposals
for the development of these lands are outlined in the written submission. It is submitted that
the provision and early delivery of the station is central to the build-out and sustainable
development of the Lissenhall lands as identified in the Economic Development Strategy for
the Metro North Economic Corridor (MNEC) and Vision for Swords documents. Reference
is made to ongoing considerations in relation to access and crossing points to the lands.

Following the receipt of the applicant’s further information, the observer made a submission
in response to Item 5 of the request, i.e. provisional stops. It was stated that it is likely that the
development of the Lissenhall lands will occur in the near future. It was suggested that it
would be appropriate for the Board to assess the Lissenhall Stop so it can be constructed as
part of the scheme. It is submitted that the stop is likely to be required by the opening date of
the project.

The Observers submitted to the Oral Hearing that there will be development on their lands in
the Lissenhall area prior to the operation of Metro North. Amendments were sought to the
proposal at this location. These included the relocation of the entrance of the depot access
road on the R132 approximately 110m eastwards, provision of two additional crossing points
to accommodate future loading and signal ducting, an amendment to the depot access road
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and Ennis Lane Diversion Road to reconfigure the road layout to provide for cycle lanes on
both sides and to widen the combined cycle/footpath on both sides, the provision of future
access points to the Observers’ lands, and relocation of an existing turning head and increase
in the extent of a right of way to be extinguished and extent of existing road to be
permanently closed. In the initial submission to the Hearing, the Observers submitted that
legal agreement between Bovale Developments, Balheary Properties and RPA require that
the Lissenhall Stop shall be finished and made ready for operation as part of the subject
works when Bovale Development has completed and sold fifty residential premises. In a
follow-up submission, the Observers presented six recommended conditions which were
requested to be attached with the Railway Order. The request for the proposal to move the
access further along the R132 was omitted.

The applicant’s response to the submission at the Hearing addressed the requested conditions.

In seeking to address the Observers requested 6 no. conditions, I will detail each condition
and the response of RPA before offering my own considerations.

Condition 1

This condition requests the depot access road to be modified to include reconfiguration of the
road layout to provide for a third lane, the widening of the combined cycle / footpath on the
western side of the road, and the provision for a combined cycle / footpath on the eastern side
of the road. The reason given is to provide for sustainable transport and to reduce conflict
between pedestrians and cyclists.

The applicant’s response to this condition given at the Hearing was that it was not accepted
that adding a road lane and two cycle lanes to increase the width of the road by between five
and six metres could be accommodated within the existing land take. The Observers’ cross
section details submitted in support of the request was refuted as providing an adequate
design. RPA consider the proposal unnecessary, noting it assumes what the future design of
the development of the area would be and that there would be a sole road through the heart of
a town centre. It was noted that this may not be the case. It was further highlighted that when
the metro is built before the development of the area the sole purpose of the road would be as
an access to the park & ride and that the road could be widened in the future if the final design
of the road is indicated in a LAP.
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I concur with the applicant’s position in relation to the development of the depot access road.
There is no understanding at this time how and if lands are to be developed in the Lissenhall
area. It would be premature to be seeking to design a road network at a time when there is no
understanding of the form and layout of development to potentially be developed at some
stage in the future. The principal road network through any developed lands in this area could
greatly vary from a principal spine road. Also, the form of any principal spine could vary. The
spine route could, for example, constitute two carriageways flanking the rail line. The road as
designed by RPA is adequate to meet the development needs known at this time, i.e. to serve
the depot and park & ride at Belinstown. I further concur with RPA that to provide any
increased road width to meet the Observers’ needs to a proper standard would result in a
necessary land take that goes beyond that which forms part of the current Railway Order
application.

Condition 2

This condition requests the modification of the Ennis Lane diversion road to include a
reconfiguration of the road layout to provide for a third lane, the widening of the combined
cycle / footpath on the western side of the road, and provision for a combined cycle / footpath
on the eastern side of the road. The reason given is the same as that for condition 1.

The applicant noted that this condition related to the southern portion of the new depot access
road. The response given to condition 1 was seen to equally apply to this condition. It was
later submitted that there is not a need for cycle facilities along the diverted lane given the
level of use anticipated. It was noted that the proposed road provided for pedestrian facilities.

It appears that the Observers are seeking pedestrian and cycling facilities along the diverted
Ennis Lane. I note that pedestrian facilities are proposed along the new road. Therefore, the
Observers’ request is being met in relation to this. Further comment on the need for extra road
space has already been addressed in my comments on Condition 1. There is no necessity at
this time for these extra provisions and the proposal as designed will meet its perceived needs.

Condition 3
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This condition requests the provision of five future access points to the Lissenhall lands as
outlined in a submitted drawing. The reason given is to ensure that future accessibility to the
Lissenhall lands can be provided off the depot access road and Ennis Lane diversion road.

The applicant noted that there had been negotiation with the local authority and it was
considered four was the appropriate number of vehicular crossings in the area. It was noted
that more pedestrian crossings were being provided. It was argued that providing more
vehicular crossings would detract from the efficiency of the metro in this area. The applicant
submitted that, in the absence of an LAP for the area, it is inappropriate to pin down the
location of crossing points or their number. It was argued that the appropriate way to deal with
this is through agreement with the local authority.

Once again I note that these lands are subject to no statutory development plan. It is entirely
premature to be determining the exact number of crossing points into fields off the rail line at
this time. The determination of crossing points must be subject to agreement between RPA
and the local authority when there is an understanding of a tangible plan for development of
this area. There is no such tangible plan at this stage. Without an understanding of how
development (if any) is to occur in this area in an agreed planned manner there could be
potential conflict for the metro line where additional crossings are inappropriately provided for
in advance of development.

Condition 4

This condition requests the modification of the proposed turning head and increase extent of
right of way such that the turning head would be relocated, the increase in the extent of the
right of way be extinguished, and extent of the existing road to be permanently closed. The
reason given is to eliminate the possibility of undesirable, illegal dumping and other antisocial activity occurring in the cul-de-sac and to reduce severance caused by the scheme.

RPA submitted that it was considered not possible to extend the extinguishment of the right of
way where it has not already been included in the Railway Order. It was acknowledged that
the extinguishment of a right of way was a function of the local authority. It was also reported
that from consultation it was noted that it was very important to residents at Emmaus that a
pedestrian access from the R132 be kept. Thus, it was considered inappropriate to extinguish
the pedestrian access. RPA indicated a willingness to discuss with the local authority
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appropriate measures to deal with anti-social behavior or illegal dumping, including gating
that portion of the road.

Evidently, extending the extinguishment of the right of way does not form part of the Railway
Order application. A proposal to extend this in the future would require the approval of the
local authority. The applicant has detailed why it is necessary to maintain pedestrian access
and this I consider to be an acceptable reason for it. I note that the Emmaus facility is a retreat
and conference centre under the patronage of the Christian Brothers and the Sisters of the
Holy Faith. I consider it acceptable also that the applicant agree with the local authority the
most appropriate way to deal with any anti-social activity or illegal dumping at this location if
it arises in the future.

Condition 5

This condition requests the provision of two additional crossing points to the Lissenhall lands
to accommodate future loading and signal ducting. The reason given is to provide for future
development on lands at Lissenhall in accordance with the Swords Strategic Vision and to
reduce future disruption to Metro North.

RPA submitted that standard track design includes ducting underneath the track at regular
spaces to allow cables to be passed underneath the track at any point in time in the future. It
was considered that there was no necessity to specifically condition such crossings as it is
standard design.

The need to provide for future ducting is evidently accommodated in the design of the
proposed scheme. I do not consider that there is a necessity to apply such a requested
condition in this context.

Condition 6

This condition requests the Lissenhall Stop to be included in the Railway Order to enable the
stop to become operational when the appropriate trigger/critical mass for development (e.g. 50
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residential units) are in place adjacent to the stop. The reason given was to ensure the stop will
be operational once the appropriate development demand is in place.

The applicant submitted at the Hearing that Fingal County Council is the appropriate authority
to determine the appropriate trigger level. Reference was made to the agreement reached with
the Council in relation to this.

I note from questioning of the Observers’ consultant that it is the position of the Observers that
the development of 50 residential units within a few hundred metres of Lissenhall Stop would
generate sufficient demand for the opening of the station. There appeared to be a reliance on
the MNEC document to justify the opening of the station when such a number of units would
be developed. I note that no actual rationale has been provided as to why this level of
residential development at this distance from the stop should ultimately be adequate to
determine that the Lissenhall station should be developed and opened. I note for the Board that
the MNEC document envisaged a vast amount of mixed use development northwards out of
Swords. This evidently is not going to occur in the medium term and it would not be an
appropriate document to rely on to apply a trigger mechanism for the opening of a Lissenhall
Stop.

Estuary Stop

Estuary Stop is proposed because Fingal County Council wish to see the area developed with
high density commercial and residential development.

Estuary Stop is located at the northern edge of Swords. It is proposed to be an at-grade stop
with two 3.5m wide side platforms located between Balheary playing fields and the R132
north of Swords on the west side of the R132. The Stop is accessed by signal controlled
pedestrian crossings of the R132 north and south of the stop. Revisions were provided to the
Oral Hearing which included the provision of a footbridge (Balheary Footbridge) to the south
of the stop linking the stop and the lands east of the R132. A car set-down area and bus stop
would be provided close to its southern end. Bicycle parking would be provided at either end
of the stop also adjoining the pedestrian crossings.
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As part of the Board’s further information request, the applicant was required to provide an
explanation as to why it was intended to fully construct this stop at this undeveloped location.
The response referred to this stop serving the existing large populated area to the north of
Swords, including Applewood Village, Newcourt, Seatown Park, Estuary Court, Nethercross
Court and Castlegrange, as well as the southern part of the Lissenhall development area. It
was stated that this stop is expected to be a very important stop in terms of forecast patronage
on Metro North. It is noted that it serves an area with poor accessibility where there is a
current public transport deficit and a congested road network. The estimates of Peak AM
hour boarders at the stop for the 2006 population is 443 southbound boarders and 738 for the
future year forecast. The applicant concludes that these model results show a reasonably
significant demand at the stop from day one. An ‘Accessibility Map’ provided in the further
information response shows the walking catchment of the stop within 12 minutes, based on
the existing road network. This shows the accessibility of the residential areas referred to
above and Balheary Business Park and other businesses along the R132.

The position of Fingal County Council has been from the beginning of the application
process that the Estuary Stop must be provided at the outset to serve existing development as
well as future development within the catchment area of the stop. I note the agreement
between RPA and the Council. Agreement 7 applies. It is agreed that the stop shall be
constructed as part of the main works and be operational from the outset. It is further agreed
that a footbridge over the R132 will be constructed by RPA as part of the works to connect
the stop with Fingallians GAA Club grounds and the east of the R132. RPA also agreed to
make a fixed contribution towards linking the existing footpath and cyclepath network in the
area. The proposal for the new footbridge is shown in the updated alignment drawings
submitted to the Board and is referred to as the Balheary Footbridge. There does not appear
to be a Structure Drawing of the proposed footbridge in the documentation submitted to date
to the Board. This footbridge would be sited to the south of the stop. Agreement 14 between
the Council and RPA set out specific details in relation to the form and design of the
proposed footbridge.

I note that when the application for the Railway Order was lodged with the Board Estuary
Stop was intended as a provisional stop to be developed some time in the future.
Circumstances changed by the time the Oral Hearing opened and it was then confirmed by
the applicant that it was intended to proceed with the development of the stop in the first
instance. This led to the need for clarity on this matter and the further information request
followed. The development of this stop in the first instance must be based on a clear
understanding that the stop will attract adequate patronage, based upon it being sited at a
location which is accessible to existing and future development.
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It is reasonable to assume that determining the appropriate siting with regard to future
development should have regard to the likely developability of the area in the medium term.
It is apparent from the documents and strategies on the development of Swords being pursued
by the planning authority that Swords is intended to be developed northwards to follow the
routing of Metro North northwards. Estuary Stop, located at the northern edge of the town,
can serve new development north of the town. If the town is to expand in the medium term
this stop can ably accommodate new patronage. This new patronage is, however, likely to
materialise some time into the future as substantive development is most unlikely in the short
to medium term.

Turning then to the stop functioning to meet existing demand, it must be noted that the
applicant has based its change from pursuing a provisional stop to a stop first off on
residential demand arising from a number of estates at the northern end of the town. The first
matter that strikes me when looking at the development of stops to serve the needs of Swords
is that this town, based on the provisions now being made, would be better served with stops
than Dublin City Centre. Effectively, Swords would be served by the Fosterstown, Swords,
Seatown and Estuary Stops and there would be an intent also that the Belinstown Stop and
park & ride would serve commuters from north-west Swords. There is a desire also that
Lissenhall would be developed some time in the near future. Dublin City Centre has three
stops. The second matter that strikes me is that there is a very significant overlap of
catchments if one was to follow the catchments generated along existing roads by a 12
minute walking distance. The defining of a walking catchment as being twelve minutes
would appear to me to be somewhat short as people would reasonably be expected to be open
to walking longer distances to get to a rail stop where regular services are provided. The
catchment for Estuary Stop clearly overlaps with Seatown Stop. Most importantly, many of
the residents from the residential areas which Estuary Stop is dependent on for patronage,
such as Seatown Park, Estuary Court and Newcourt, would evidently and logically make their
way to Seatown Stop to board Metro and would alight at Seatown to make their way home. It
would not be practical to entice people to a stop which would require people to walk further
and to have to cross the busy R132 to get to a stop on the other side of the road. The outcome
of patronage using the Seatown Stop is that the forecast demand in the further information
response cannot be relied upon. It is my submission that the estimate of Peak AM hour
boarders would have to be substantially down from that estimated by the applicant. I cannot
see how Estuary Stop would prove more attractive than Seatown Stop for the residents of this
area.

Based on these findings I am of the view that Estuary Stop should remain a provisional stop,
as was the applicant’s original proposal, until it is clearly demonstrated at some time in the
future by further new development that there is indeed a real demand for this stop. The
further information response has not clarified why it is now considered appropriate to
develop this stop at this time and demonstrated what has changed from the initial application
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stage to result in this change. As can be seen, from Fosterstown to Seatown, Swords is being
well served by stops to meet current needs and foreseeable needs in the medium term.

Finally, I note the Observer Fingallians GAA, located at Newtown adjacent to the Estuary
Roundabout and east of the R132, is opposed to the original signalised pedestrian crossing
proposed in lieu of the existing footbridge across the R126 at this stop. In the event that
Estuary Stop is provided in the first instance or in the future, it is apparent that the proposed
Balheary Footbridge would form part of the development. This will address the issue raised
by the observer.

Seatown Stop

Seatown Stop is intended to serve the residential areas north of Swords and local retail and
business parks. Bus interchange facilities are intended to accommodate bus feeder services
from west Swords.

The Seatown Stop is an at-grade stop with two 3.5m wide side platforms located in the
median of the R132 a short distance south of Seatown roundabout. The permanent land take
extends east of the existing R132 to provide for this new median and to accommodate road
widening in the vicinity to ensure there are two general traffic lanes and a bus lane for
southbound road traffic. The stop is accessed by signal controlled pedestrian crossings at each
of the four platform ends. New footpaths would be provided each side of the R132. Car setdown areas would be provided on opposite sides of the road north and south of the stop, as
would bicycle parking. A bus lay-by would also be provided on the west side of the R132.
RPA has agreed with Fingal County Council that a transparent screen will be provided
between road traffic and the Metro along the full length of the stop platform.

From the details provided by the applicant to the Oral Hearing, it is clear that, as part of the
decision to provide a provisional additional stop at Estuary Stop, Seatown Stop was relocated
to the south of Seatown roundabout on the R132 from an original location north of the
roundabout. The applicant submitted that this was to ensure an even spacing of the stops
around Swords.
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Having regard to the above, it is important to clarify matters following my considerations on
the Estuary Stop. If the applicant seeks to gain a better and more equal spacing of stops for
Swords, RPA could propose to relocate the stop north of Seatown roundabout. Obviously,
this change would require permission. However, it is my submission that the existing
Seatown Stop location meets the needs of the area adequately. Patrons from the residential
areas to the north could walk the relatively short distance to access this stop. It must be noted
that I am not suggesting in relation to the Estuary Stop that a facility should not be provided.
What I am saying is that this should be a provisional stop at the initial stage of development,
in the same way as Lissenhall, because there is clearly no substantive development in the area
to warrant its development in the first instance. The residential areas that exist off the R132 to
the north are not being deprived of a stop because Seatown Stop can readily meet their needs
and the area’s needs into the medium term until there is substantial development north of
Swords to warrant the development of a stop at Estuary. It is important to note that Item
15.4.4 of the Agreement between Fingal County Council and RPA requires a footpath link
from Seatown Stop south to Chapel Lane and north to Seatown Road on both sides of the
R132. I consider that this will make an important contribution to accessibility for residents in
this area.

Estuary / Seatown Area Observations

There are a number of Observations submitted to the Board which relate to the Estuary and
Seatown Stop locations, primarily concerned with access. I propose to address each.

Salix Trust Ltd. (Swords)

The observer is the owner of the North Dublin Corporate Park, Swords. This complex of
warehousing and distribution units is immediately east of the proposed Seatown Stop.
Concerns are raised about construction and operational traffic disruption and the effects of
the conversion of the Estuary and Seatown Roundabouts to signal controlled junctions. The
need for specific mitigation measures for key landholdings directly affected is identified and
the need to re-examine the conversion to signal controlled junctions is submitted.

The applicant’s written response to this observation was by letter dated 3rd February, 2009.
RPA stated it was able to confirm:
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-

The maintenance of pedestrian and vehicular accesses during construction is included
in the Dublin Metro North – Construction and Maintenance Requirements.
The contractor will be required to liaise with adjacent landowners to minimise overall
disruption caused by works in the area.
The speed limit on the R132 will be reduced from 80 to 50 kph.
The conversion of Seatown Roundabout to a four arm signal controlled junction is a
requirement of Fingal County Council.

At the Oral Hearing, RPA discussed the stretch of the route between Estuary and Seatown
Roundabouts. It was explained that Metro is on viaduct through this area to avoid causing
additional traffic congestion at the roundabouts and consequent delays to LMVs. Noting the
removal of pedestrian overbridges in the area, it was also submitted that, in order to provide
alternative facilities for pedestrians, the existing roundabouts will be re-modelled as signal
controlled junctions incorporating full pedestrian and cycle facilities. It was further explained
that an elevated route is chosen as underpasses would be well below flood levels in nearby
rivers and would be susceptible to inundation. Providing a Metro level above the existing
footbridges was seen to require much longer ramps and would cause greater visual intrusion.
Raising footbridges was also seen as resulting in visual intrusion and the bridges being
visually intrusive, while provision of pedestrian subways was seen as unattractive to
vulnerable pedestrians. It was noted that Fingal County Council supports the layout.

At the Oral Hearing also RPA discussed the contents of the prepared Scheme Traffic
Management Plan (STMP). A presentation was given on Module C “Local Assessment by
Area”. For Area MN101 there was a description of the local traffic management
arrangements and mitigation measures during the construction and operational phases.
Details referred to included changes to Estuary and Seatown roundabouts, realignment of the
R132, alterations to junctions along the R132, provisions at stops, works to footbridges, and
bus stop arrangements. It was noted that, in general, the existing number of traffic lanes
approaching Estuary and Seatown roundabouts would be maintained during construction,
with hard shoulders and bus lanes being suspended to facilitate the works. Alterations are to
be made to junctions along the R132 to require traffic to divert around works areas. Two
general traffic lanes are to be maintained in each direction along the R132. Traffic
management arrangements are acknowledged as complex and numerous due to the alignment
crossing and traversing the median of the R132, as well as passing through key junctions. It
was further acknowledged that construction of stops will require localised traffic
management measures to facilitate diversion of traffic lanes and to maintain access during the
works. To facilitate design requirements the removal of the Estuary and Seatown footbridges
are seen as necessary, to be replaced by at-grade signalized crossings. It was noted that the
change of the two roundabouts to signalized four-way junctions were agreed with Fingal
County Council. It was repeated that a 50kph speed limit would be imposed on the R132
during the works. RPA acknowledge that the likelihood is that local impacts from the main
construction works would be high in the area and that there will be significant impacts on
general traffic. Severe impacts are predicted on the R132 due to Metro construction vehicle
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movements between the works sites and the depot. It was noted that provisions for the road
network during operation of the scheme will include the realignment of the R132 to provide
two general traffic lanes and a continuous bus/cycle lane from the Malahide roundabout to
Estuary roundabout and that Estuary and Seatown roundabouts will become four-arm
signalized junctions.

I note that the Observer’s business is wholly dependent upon road access. With the
development of Metro at this location there is obviously going to be some level of disruption
to general traffic as the new development is constructed and adaptation of the junctions at
Seatown and Estuary occurs. This is inevitable and this is acknowledged by the applicant. In
my opinion, the applicant is taking measures to accommodate and to minimise disruption for
the business premises. The STMP is applying reasonable mitigation measures to ensure this.
This is a live Plan that is subject to refinement to meet with changing needs as they arise.
Access from the public road network is to be ensured through the Construction and
Maintenance Requirements and it is intended that the contractor will be able to liaise with the
business premises owner. These are reasonable measures for the construction phase of the
development.

Regarding the changes to the roundabouts to signalised junctions, it is firstly apparent that the
routing of Metro through this part of Swords is proposed to be down the central median of the
R132. Diverting the route elsewhere obviously falls outside of the Railway Order land take.
In addition, the layout along the central median is the most appropriate routing with the
minimum of intrusion for properties either side of this road. The consequences of providing
the route along the median in the form of a viaduct is evidently in the interest of safety to
avoid traffic congestion and delay to the Metro vehicles. I am of the view that signalcontrolled junctions and proposed speed limit restrictions are necessary and adequate
provisions to ensure public safety at these locations and to aid pedestrian crossing. These
provisions will not inhibit the warehousing operation of the Observer to any quantifiable
degree. Access arrangements onto the R132 will remain and access to the main road network
in the area necessary for the Observer are not prohibited.

Total Produce Ltd.

The observer, operator of a fruit and vegetable packaging and distribution facility at Swords
Business Park east of Seatown Roundabout, raises concerns about traffic disruption at
construction and operation stages, as well as temporary noise, dust and vibration during
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construction. Emphasis is placed on the conversion of the Estuary and Seatown Roundabouts
to signal controlled junctions having a direct and significant negative effect and the need to
re-examine this. It is submitted that an approach taken to mitigate traffic disruption should be
devised with affected landowners.

The principal issues raised in this Observation have been addressed in the considerations on
the Salix Trust Ltd. observation.

MKN Property Group / Blackrock International Land PLC

The observers are owners of warehousing and distribution units at Swords Business Park that
lie immediately west of Total Produce Ltd. In the written observation to the Board it is noted
that the business, occupied by DHL, is wholly reliant on road-based transportation links.
Concerns are raised about construction and operational traffic disruption, noise, dust and
vibration impacts on the property, and particularly the effects of the conversion of the Estuary
and Seatown Roundabouts to signal controlled junctions. The need for specific mitigation
measures for key landholdings directly affected, in consultation, is identified and the need to
re-examine the conversion to signal controlled junctions is submitted.

Considerations on these matters have already been given above with reference to the
observation by Salix Trust Ltd.

The Observer made a submission to the Oral Hearing and introduced an issue which
comprised the suggestion of relocating the Seatown Stop northwards. The Observer sees this
as providing better links to key destinations in the area, notably to the northern portion of
Swords town centre and Main Street. It was argued the proposed location is effectively a onesided stop because the opposite side of the road is occupied by a primary school whose
occupants would have limited use of the Metro. The catchment benefits of the proposed
relocated stop were outlined. It was argued that the relationship between the Swords Stop and
the applicant’s proposed Seatown Stop is weakened when an assessment of the service
catchment is carried out for each. Relocating the Seatown Stop northwards was viewed as
mitigating the clear overlap and sub-optimal nature of the individual catchments. It was
acknowledged that the Observer’s proposed station would need to be an elevated station. The
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Observer also detailed the considered engineering requirements of the relocated stop. It was
envisaged that the Rail Order would not need to be widened to facilitate the construction of
the elevated station.

In response to this submission, RPA contended the engineering feasibility of the relocated
elevated stop was in question, primarily because the associated lift and stair cores would
interfere with either the road carriageway or the elevated tracks. It was also noted that the site
for the stop proposed by the Observer potentially raised a concern relating to the road
alignment at this location and the need to avoid curves at the stop location. The applicant
noted there is a greater land bank to the east of the R132 where the stop is currently proposed
than to the north of the roundabout. The additional cost of the alternative elevated option was
also referred to. It was argued that clear linkages with Swords and residential development
were being provided with the current stop proposal. It was submitted that if one designed
access points to either side of the R132 to the alternative elevated stop that this would impact
physically on adjoining houses and would be outside the referenced lands. Reference was
made also to the distances between the proposed stop and Swords and Estuary Stops and it
was contended nothing is effectively gained in overall terms with regard to separation
distance by the proposed relocation. It was submitted that the proposed stop is more
accessible to the Observer’s lands than the relocated stop north of the roundabout.

Fingal County Council agreed with the applicant’s submission.

In considering the proposal by the Observer to relocate the proposed Seatown Stop north of
Seatown roundabout and to form an elevated stop, there are a number of concerns. The
applicant is correct that there are engineering design difficulties. An elevated stop will require
a design that encompasses the provision of access via stair and lift cores. These cannot be
provided without encroaching on the road space of the R132. Thus, this is not an option.
Another matter of note is that, if it was proposed to create access from either side of the R132
to gain access to the elevated stop, the physical works would have to encroach on property
outside of the land take set out in the Rail Order application. This, for example, would lead to
residential land take on the west side of the road at Mantua Park. Physically, an elevated stop
cannot be accommodated as proposed by the Observer because of these constraints.

Moving to the issue of how the stop serves its catchment, I am firmly of the view that there is
not a huge degree of difference for access for the residents of areas to the north of Seatown
roundabout. Residents from Newcourt, Seatown Park, Estuary Court, etc. can still easily
access the proposed stop to the south of the Seatown roundabout. The proposed stop also
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provides satisfactory access into Swords via Chapel Lane. This stop adequately serves the
northern end of this town. There are not excessive walking distances involved for patrons
coming from the northern end of the town. I remain firmly of the view that this stop
adequately accommodates this end of the town’s needs and at this time there is no need to
provide an Estuary Stop to serve existing development that can readily be served by the
Seatown Stop. The site for the Estuary Stop is about one kilometre north of the Seatown Stop
and is sited on the outer edge of the town proper. To draw in patronage from within and in the
vicinity of this area should not be considered an excessive catchment for pedestrian and
cycling patrons seeking to board at Seatown.

Finally, for clarification at the Hearing, I drew the attention of the applicant to the position of
the original siting of the Seatown Stop before the making of the application. This was
proposed north of Seatown roundabout and I sought details of where it was to be, how it was
then proposed to be accessed and how it was subsequently relocated. It was clarified that it
was proposed to be further north of Mantua Park at a green area and would have been an
elevated stop. It would have been accessed via stair and lift cores at the green area. It was
submitted that Fingal County Council sought more stops in Swords and this led to the
changes made.

Percy Nominees Ltd.

The observer has property at Seatown, Swords (Woodies) immediately north-east of Seatown
roundabout. The concerns for the property relate to pedestrian and vehicular access and the
need to replace the footbridge at Seatown rather than remove it.

The applicant’s written response to this observation was by letter dated 22nd December, 2008.
RPA stated it was able to confirm:

-

Pedestrian and cycle crossings have been incorporated into the design of the four-arm
signal controlled junction at Seatown.
The speed limit on the R132 will be reduced from 80 to 50 kph.
The maintenance of pedestrian and vehicular accesses during construction is included
in the Dublin Metro North – Construction and Maintenance Requirements.
The proposed pedestrian and cycle crossings at the Seatown junction provide direct
links to Woodies. The provision of a footbridge across Estuary Road is not considered
an attractive link for pedestrians en route between Seatown Stop and the outlet.
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-

-

The timing of traffic signal phases would be a matter for the Roads Authority but
pedestrian phases would be on an ‘on-call’ basis and at intervals not exceeding 50
seconds.
The contractor will be required to liaise with adjacent landowners to minimise overall
disruption caused by works in the area.

At the Oral Hearing the Observer submitted that the applicant’s written response had given
certain reassurances that are welcomed. It was requested that the Board attaches conditions to
the Railway Order requiring pedestrian and cycle crossings be incorporated into the design of
the proposed signal controlled junction, the speed limit on the R132 be reduced to 50 kph,
and access to Woodies be maintained for pedestrians and vehicles throughout the
construction period. In response the applicant noted that these provisions are to be met.

It is apparent that the requests by the Observer are to be met by the applicant’s proposal.
Access is to be maintained to the premises throughout the construction period. The design of
the signal controlled junction incorporates pedestrian crossing facilities. The local authority
has agreed with RPA to reduce the speed limit from 80 kph to 50 kph. I do not consider that it
is necessary to incorporate specific conditions in any decision to grant permission for the
proposed development.

Siemens Healthcare Diagnostics Maunfacturing Limited

The observer’s premises are located at Chapel Lane, Swords east of the R132 between the
Malahide and Seatown roundabouts. Road frontage of this property would be acquired and
the proposed Seatown substation and a bus stop would be sited on the Observer’s existing
property. Concerns raised in the written submission to the Board relate to the need for
adequate boundary treatment along the common boundary associated with the temporary land
take, clarification on the extent of permanent land take associated with the Chapel Lane
replacement bridge, suitable boundary treatment arising from the permanent land take,
vibration from tunnelling in the vicinity and stray current interference with product testing
and calibration, lack of specific vibration assessment, the appropriate siting of a substation
close to the facility, clarification needed on the construction impacts on traffic movements on
the R132 and the Malahide roundabout, and the adequacy of a relocated access gate.

The applicant’s written response to this observation was initially by letter dated 26 January,
2009. Details included:
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-

-

-

-

In relation to the temporary land take, the metro contractor will re-erect the existing
main palisade fencing and security of the site will be maintained and the boundary
fence can be supplemented by a site hoarding.
In relation to the permanent land take, RPA will hand back land acquired in the
vicinity of the Chapel lane footbridge with the exception of a right of access over a
strip for maintenance purposes.
Final boundary treatment is to be as existing palisade fencing and in the vicinity of the
bus stop it will be at the top of a 2.0m high planted slope.
RPA and the Observer are in the process of clarifying the requirements relating to
sensitive equipment.
Results of investigations into electrical interference will be provided and appropriate
mitigation measures will be provided, if necessary.
Regarding vibration, a desk top analysis is being done to determine vibration that
could be anticipated. Monitoring of piling elsewhere will inform the analysis.
Appropriate requirements to mitigate impacts will be incorporated into the
Construction Contract.
The layout of the Malahide roundabout will be maintained during construction.
The proposed alternative access is superior to the one it is replacing.
The proposed substation location was chosen to make use of land that was currently
unavailable for development. Moving the substation is considered inappropriate,
especially since the effects of electromagnetic interference are likely to be negligible.

In a second letter dated 23rd February, 2009 RPA referred to having engaged an advisor to
carry out an investigation into possible effects of stray current and the location of the
proposed substation.

At the Oral Hearing (Day 27) the Observer stated that, as a result of detailed discussions with
RPA, both parties have reached an agreed position in relation to Metro North proposals as they
impact upon the facility at Siemens and this agreed position was confirmed by the RPA in a
letter dated 21 December 2009. Siemens confirmed that, subject to the agreements set out in
the letter of 21 December being incorporated into the Railway Order, the concerns set out in its
submission to the Board have been addressed. Key elements of the agreement were outlined at
the Hearing and included adherence to specific vibration limits, provision of a stray current
protector, applying planting along boundaries and reservation of airspace above the lands
required for the substation. Reference was also made to a revised land-take relating to the
construction of the substation.

Later during the Hearing, the applicant described proposed changes at Siemens in relation to
the siting of the substation. These changes reflected the agreement. It was submitted that RPA
had agreed to change the location of the Seatown substation in order to reduce the Siemens
land take and to ensure that the design is coordinated with Siemens proposed development
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plans for the site. This modification to the scheme is to be done by rotating the substation
through 90 degrees from the original location.

I note that the permanent land take associated with this property is required for the widening
of the northern lane of the R132 due to Metro being routed along the central median of the
road, for the provision of a bus stop and lay-by on the edge of the R132, and for the locating
of a substation at the north-west corner of the Observer’s land. I note that one of the needs for
temporary land take relates to the replacement of the Chapel Lane footbridge.

I acknowledge the proposed modifications to the development as it applies to the Siemens
site. When this was first mooted at the Hearing I confirmed with the applicant that the land
take at this location would be altered. The applicant was then requested to follow a specified
list of procedures. A newspaper notice was published on 18th December, 2009 advertising the
proposed modifications relating to the substation on the Siemens lands. Drawings were put on
public display and the public was afforded the opportunity to make written submissions to the
Board on these modifications. No submissions were received. The most recent drawings and
details submitted to the Board accurately reflect the proposed modifications.

Regarding the potential impacts on the Siemens property, I note that there are no significant
environmental impacts arising from the proposed modification on these lands. The letter
dated 21st December, 2009 sets out an agreed position between RPA and Siemens. The
Observer is satisfied that the provisions set out in the letter meet with its needs. No
significant environmental consequences result from complying with these provisions.

Swords Stop

Swords Stop is intended to serve Swords town centre and Pavilions Shopping Centre. Bus
interchange facilities are intended to make the stop accessible to commuters living in west
Swords, Malahide and Feltrim. The stop will link with the Swords Quality Bus Corridor.

Swords Stop is an at-grade stop with an 8m wide island platform located in the median of the
R132. It is located a short distance south of where the route alignment comes up from the
underpass at the Malahide roundabout. The permanent land take extends east of the existing
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R132 to provide for the median changes and to accommodate road widening in the vicinity to
ensure there are two general traffic lanes and a bus lane for southbound road traffic. The stop
is accessed by signal controlled pedestrian crossings at both platform ends. New footpaths,
bus stops, lay-bys, car set-down areas and bicycle parking are provided on both sides of the
R132. The Pavilions Shopping Centre is located on the west side of the R132 at this location.
The lands to the east are undeveloped.

Fingal County Council’s proposals for this location are that this Stop and general area will
become a major transportation interchange and commercial core area for Swords. It is
intended that this Stop would be integrated with the delivery of “Metro Plaza” and “Metro
Box”, which have been subject to Part 8 of the planning process. “Metro Plaza” would be a
high quality public space above the Swords Stop and the R132, forming part of a multi-modal
interchange/public orientation point. There would be a bridge over the R132 linking with the
Plaza and the Stop. The bridge is proposed to accommodate priority bus services and
pedestrian/cyclist movements and public transport over the R132 and to ensure connectivity
between town centre zoned lands east and west of the R132. The “Metro Box” would be an
underpass under the R132 and Metro North providing access to underground car parks east
and west of the R132.

Agreement 9 of the overall agreement between RPA and Fingal County Council relates to the
development of the stop at this location. It is stated that detailed layout plans have been
agreed to facilitate the integration of the stop with the proposed Plaza and to accommodate
the proposed underpass by widening the platform to 8 metres to accommodate stair and lift
connections, adjusting the location of the stop and extending it 6 metres to the south.
Commencement of works at the stop is to be staged to allow completion of the Plaza and
underpass. RPA are to undertake advanced works for the box subject to a fixed contribution
from the local authority. A transparent screen is to be provided between road traffic and the
Metro along the full length of the platform. The limits of deviation are to be restricted such
that there will be no change to the alignment in the vicinity of the Stop.

The applicant has reasonably met with the requirements of the planning authority in order
that its future development needs can be addressed at this location. The proposed stop as
planned in the application can adequately proceed with or without the new development
proposed by the local authority.
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Swords Stop Area Observations

There are a number of observations submitted to the Board which relate to the Swords Stop
location. I propose to address each.

Michael & Tom Bailey (Bovale Developments Ltd.) (Barrysparks, Swords)

The observation supports the proposal. The observers own lands east of the Swords Stop
(known as Barrysparks) and opposite the Pavilion shopping centre. A masterplan for the
lands has been developed on behalf of the property owners and details of this are submitted.
It is noted that the Barryspark site would be developed around a transportation interchange.
The observers promote the early development of these lands to maximize the economic
benefit to Metro North and the local authority. There is a permanent and temporary land take
proposed. The observers seek clarification in respect of the permanent land take that any
excess lands not required for the scheme revert to Bovale. It is requested that access to the
lands be maintained during and post construction, applying to both the permanent and
temporary land take. Furthermore, it is suggested that the proposed ESB substation needs to
be relocated to an alternative location.

The applicant’s written response to this observation was by letter dated 23rd February, 2009.
RPA stated that the permanent land take is required only for the scheme and any excess lands
would revert to Bovale. It was noted that the maintenance of pedestrian and vehicular access
during construction is a requirement of the contract and is included in the Construction and
Maintenance Requirements. It was further stated that, since the Council was granted Part 8
planning permission for the car park access under the R132 and the Swords Stop, the
proposed traction substation would need to be relocated. It was noted that the Observer had
identified a location on its lands that would be suitable. It was stated that RPA would submit
a request to An Bord Pleanala at the public inquiry for a condition to be included in the
Railway Order for an amendment to the Book of Reference and the relevant Property
Drawing for the permanent and temporary land take associated with the new site for the
substation.

On Day 2 of the Oral Hearing RPA submitted a number of changes to the application
drawings. This included Plan MN 0000 GA S002 L01 which showed the location of the
substation for the Swords Stop moved to a new position south-westwards. The location of the
proposed bicycle parking associated with the stop was also moved slightly.
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The Observers’ submission to the Hearing was that they fully support the proposed scheme
and any changes that had come before the Board at the Hearing.

I note that the property land take of the original application and the land take associated with
the proposed changes to the location of the substation on Day 2 of the Hearing vary slightly.
The land take remains within the present ownership of the Observer and the Observer is in
agreement with the changes proposed. I note the observer is wholly supportive of the Metro
development at this location.

Teba Ltd. / Tempore Ltd.

The observer Teba Ltd., part owner of the Pavilion Centre to the west of the Swords Stop, is
wholly supportive of the proposal. The observer has concerns relating to the potential impact
during construction and the need to maintain unhindered vehicular access to the centre at all
times in particular, the need for clarification on expected levels of disruption to accesses and
roads, and the impact on the centre’s utilities. The works associated with the development of
the Malahide Road roundabout underpass, the Swords Stop/R132 works, and the Pinnock Hill
roundabout viaduct are noted as being most significant. The observer seeks to be part of a
steering group to manage the localised construction works impacts. Conditions are
recommended in relation to formation of a steering committee, preparation of a construction
management plan specific to the Swords area, agreed utility mitigation measures, an
insurance/compensation package, and the provision of an emergency call-out/repair service.

The observer Tempore Ltd., owner of lands at the Pavilions Centre that is adjacent to the
Swords Stop, is also wholly supportive of the proposal. The observer has concerns in relation
to access from the R132 to a new Phase 3 redevelopment of the centre, as well as congestion
on the Malahide and Dublin Roads, loss of footfall due to disruption to public transport
access, and impacts on utilities. Reference is made to the EIS lacking in clarity on the
timeframe, phasing, duration and implementation of mitigation measures. Conditions are
recommended in relation to formation of a steering committee, preparation of a construction
management plan specific to the Swords area, agreed utility mitigation measures, and an
insurance/compensation package.
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The applicant’s written responses to these observations were by letters dated 22nd December,
2008. It was stated that RPA requires the Metro North Contractor to liaise with adjacent
affected parties, the Roads Authority, Fingal County Council and An Garda Síochána to
minimise the cost and disruption caused by the works, and will include detailed discussions
with the observers in relation to access to the Pavilions Centre. A Steering Committee was
considered inappropriate as direct discussions were seen to be more efficient. It was noted
that a Construction Management Plan would be available in the year ahead. Regarding utility
diversions, it was stated that these will be managed by the relevant utility authority and that
there was no reason to suppose there would be any loss of service. It was noted that
diversions in the area of the Pavilions Centre will be undertaken in advance of the main
works as part of the planned provision of an underpass being promoted by Chartered Land
and others. It was stated that there will be no road closures in the vicinity of Pavilions centre
and the proposed closures of part of Pinnock Hill roundabout will not prevent access to
Pavilions. It was noted that the maintenance of pedestrian and vehicular accesses during
construction is included in the Construction and Maintenance Requirements.

At the Oral Hearing the consultant for both observers submitted the principal concern was
maintenance of the continued operation of the shopping centre during the construction phase.
It was requested that the Board require RPA/FCC to liaise directly with a representative of
Teba Ltd. as centre operators during the construction phase of Metro North in Swords. A new
issue was raised which related to a portion of the lands included in the Rail Order application
shown as a temporary land take to accommodate reconstruction of an existing pedestrian
bridge by the RPA. It was noted that these are controlled by the Observer. The Board was
asked to include a condition in the final order to accommodate the two potentially competing
aims relating to development at this location. It was noted that on 12 January 2010 Tempore
and RPA entered into a binding agreement which facilitates the arrangement. It was further
noted that the RPA have submitted to the Board Drawing No. S001L01 showing a modified
pedestrian bridge design over the R132, comprising a change from a cable stay bridge to a
truss bridge. It was submitted that the agreement reached between RPA and Tempore is one
whereby neither party wishes to impede the other's ability to develop their respective projects
subject to a number of reasonable safeguards being put in place and that the essence of the
agreement enables either party's development to precede the other such that neither prejudices
the other from occurring. The proposed condition was submitted to the Hearing, which
acknowledged that a new application would be made by Tempore to include for a new design
and layout of the footbridge at this location. The caveats and conditions that are to apply to
this agreement were detailed by the observers’ consultant. It was noted that, if RPA elect to
construct the Rail Order Design, RPA acknowledge that Tempore may at any subsequent time,
subsequent to obtaining planning permission, construct a variation to the footbridge in
accordance with the Tempore Permanent Design. Reference was made to the Hansfield station
precedent which came before the Board under Ref. NA001. It was clarified that the
submission represented the agreement that had been reached with RPA.
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In response to the submission, RPA acknowledged that there is an agreement in place and all
the material terms of that agreement were reflected in the submission that had been made on
behalf of the Observers. It was requested that the Board does not impose a condition in
relation to liaising with affected parties as the applicant is committed to fully consulting with
the Observers.

Following these submissions to the Hearing a copy of a letter from Tempore Ltd. to RPA,
setting out its understanding of the agreement was submitted to the Board by RPA. This is
substantively the agreement between the parties. A minor amendment was submitted to the
last bullet point of the agreement on Day 30 of the Hearing to the satisfaction of both parties
and to that of Fingal County Council.

In considering the issues raised in these observations, I acknowledge that diversions and
some delays are likely to arise from the works associated with the Malahide underpass, the
R132 road works and the construction of the viaduct in the vicinity. I note, however, that the
construction of the development at this location will allow for the retention of two lanes of
traffic in each direction along the R132. Also, the Malahide Road roundabout will be
maintained while the underpass is being constructed. For the viaduct construction, road
diversions will be put in place for short periods of time and some of the more disruptive
works would be undertaken at night during periods of low traffic flow. It is reasonable to
anticipate that, with the construction of a project of this nature along the R132, there will be
some degree of disruption to business premises. However, the applicant is taking adequate
measures to minimise this disruption. I note that the applicant is committed to ensuring the
Contractor is wholly engaged with affected parties through consultation during the
construction phase. Maintenance of pedestrian and vehicular accesses during construction is
included in the Construction and Maintenance Requirements. I do not consider that there is a
necessity for a specific condition requiring liaison when this is clearly a requirement for the
Contractor to adhere to.

Regarding the agreement between RPA and Tempore, this appears to be a reasonable
undertaking between the parties to address potential conflictual implications arising from
each new development. Both Tempore Ltd. and RPA agree to the attachment of a condition
in the Railway Order. The agreed wording is as follows:

“It is acknowledged that Tempore intend to re-apply for planning permission for the
development of that portion of the Pavilions site adjacent to the junction of the Malahide
Road and the R132 (Ref. PL 06F.232710 refers to previous application) including the lands
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under Temporary Site Reference No. M1K-T4. The proposed development will include a new
design and layout of the footbridge comprising the ramps on the western side such that the
Tempore development integrates with the proposed pedestrian bridge over the R132 at the
edge of that site. If such redesign is permitted it shall supersede the design as shown in the
Railway Order or such design as may be approved subject to modifications or otherwise by
An Bord Pleanala pursuant to the terms of the Metro North Rail Order.”

I have no objection to the attachment of an appropriate condition reflecting the intent of this
condition in the event of the Board approving the Railway Order. The remaining terms of the
agreement do not encroach on the interests of other parties in any adverse manner and assist
in meeting the needs of both new developments.

Archaeology and Architectural Heritage along the Alignment in Area MN101

Before reaching the Estuary Stop, the track alignment crosses the Broad Meadow River on
the old Lissenhall road bridge, which is a protected structure. The parapets of the bridge are
of massive rough hewn masonry. These are to be retained and new copings would be
provided to the south to match the existing. The Balheary Bridge (also a protected structure)
forms a Ward River crossing a short distance to the south and it is not possible to fit both
tracks over the existing bridge. It is proposed that the southbound alignment would be carried
on the old bridge and the northbound track would be located over a new bridge just upstream
of Balheary Bridge, referred to as the Ward River Bridge in the application. This new bridge
will cross the river immediately west of the existing bridge at a distance of between 0.2m
(minimum) and 4m (maximum).

Having regard to the above, the structural works include:

•
•
•
•

The strengthening of the existing historic five span arch Lissenhall Bridge;
The construction of a new masonry faced in-situ reinforced concrete wall to retain the
track between Lissenhall Bridge and the new Ward River Bridge;
The construction of a new single span Ward River Bridge with fully integrated
abutments on piles; and
The strengthening of the existing two span arch Balheary Bridge.

The works to the existing Lissenhall Bridge will include bridge stabilisation to ensure its
load-bearing capabilities. It is proposed that a 350mm thick concrete slab be constructed
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across the upper surface of the structure to assist in distributing the applied loading and
waterproofing the structure. The works will require removal of undergrowth, replacement of
missing masonry, and re-pointing of the entire bridge structure.

The EIS noted that both bridges are protected structures and Lissenhall Bridge is a recorded
archaeological monument. It was acknowledged that ground works will impact on the
embankment between them, the walls of which are to be removed. It is also acknowledged
that Lissenhall Bridge will be impacted by structural works to enable it to carry the LMVs
and that this will impact on the original fabric. The assessment prior to mitigation concluded
that the magnitude of impact is very high, affecting an area of very high functional value, and
thus the impact is considered to be of very high significance. The EIS also recognised the
potential impacts arising for the visual integrity of the bridge structure and potential vibration
impacts. The mitigation measures proposed in the EIS were archaeological assessment and
recording of structures, sensitive design of above ground structures, and vibration reduction
measures. It was evident that the works had the potential to result in significant residual
impact.

Having regard to the archaeological, historical and architectural value of the existing bridge
structures intended to be used in the proposed development and to the residual impacts
remaining with a potential to be very high, a more comprehensive understanding of the
potential impacts of the development were considered necessary. The Board sought further
information in relation to the impact of the proposed development on Lissenhall Bridge, a
bridge of medieval origin. It was requested that an archaeological inspection of the river
along the approaches to and the site of the bridge be undertaken and that a detailed
architectural survey and assessment of the bridge structures, including an assessment of the
proposed construction interventions, be undertaken.

The further information response provided details on an underwater archaeological
assessment and metal detection survey of the Broad Meadow River along the approach to and
site of Lissenhall Bridge. The archaeological assessment included a survey of Lissenhall
Bridge and the riverbed and attendant bank structures at Broad Meadow River. An account of
the bridge and its phases of construction were presented. The report included an impact
assessment of the proposed works. It was concluded that no further pre-construction
archaeological requirements are deemed necessary. The report recommends that
archaeological monitoring is carried out for all riverbed and bankside ground disturbance
works during construction.

The further information response also provided an architectural survey and impact
assessment of the Bridge. The photo-mosaics and drawn elevations of the western and eastern
__________________________________________________________________________________
PL.06F.NA0003
An Bord Pleanala
Page 358 of 690

facades of the Bridge, prepared as part of the underwater archaeological report, were
reviewed as part of the architectural evaluation. A stone by stone survey of the Bridge was
not completed. The applicant submitted that this would have required the removal of
extensive amounts of shrubs and vegetation from the Bridge. It was submitted that invasive
works on the Bridge, which is a protected structure, would be subject to Railway Order
approval and that the survey would be undertaken in advance of the main construction works.
The report proposes a series of mitigation measures at construction stage in line with best
conservation practice.

The further information response produced a number of relevant findings that were
previously unknown at the time of the preparation of the EIS. These findings reinforced the
archaeological and historical sensitivity of this location and the need for appropriate survey
and assessment to inform the application of appropriate mitigation. From the survey work
undertaken, it has been concluded that Lissenhall Bridge and Balheary Bridge are part of the
same continuous structure that was built across the Broad Meadow and Ward Rivers. The
existing medieval Lissenhall Bridge is a protected structure and a recorded monument. It was
noted that the central section of the bridge may retain structural evidence to suggest a late
fifteenth-century construction and it has been recognised that it may be the oldest surviving
road bridge within a 10-mile radius of Dublin city. Balheary Bridge is a protected structure.
The survey work and report also revealed that an adjacent single-arched culvert and several
riverine features, including a weir location and associated walling, five sections of river
revetment wall located upstream of Balheary Bridge, and a single-arched bridge structure
west of Balheary Bridge, are of historic and architectural interest and each retain an inherent
archaeological interest. Having regard to what is known of the sensitivity of this location, I
concur with the findings of the archaeological report that archaeological monitoring, by a
suitably qualified archaeologist, be undertaken during construction works and that this should
focus on all riverbed and landside ground disturbance activities. I note that the archaeological
monitoring requirements recommended in the underwater archaeological assessment have
been incorporated into the applicant’s Archaeological Strategy document. In the event that
archaeology is identified at construction stage, it is a requirement that archaeological issues be
fully resolved in advance of further construction works.

Regarding the architectural assessment, I note that this relied on the survey work undertaken
for the archaeological assessment. I note that a stone by stone survey of Lissenhall Bridge was
not undertaken. The applicant has recognized that this is necessary and is a vital part of the
conservation package for works to the Bridge. It is submitted that this will be completed in
due course to ensure there is a complete architectural record in advance of bridge interventions
and construction in the area. The report notes that the most significant works proposed will
ensure the ongoing structural stability of the bridge by carrying out any necessary structural
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work. The report clearly identifies necessary works from an architectural conservation
viewpoint. I am satisfied that this report has identified the critical works to be undertaken and
sensitive approaches necessary, including removal of the existing road surface, trial
excavations to determine the level at which the original bridge arch commences, and the
laying of a replacement slab on a continuous membrane which separates the original bridge
structure from the new slab, as well as referring to proper installation of guardrails and form
and finish of retaining walls. I am satisfied that these appropriate measures will protect the
important protected structures and recorded monument. It is important to note that the
mitigation measures to be employed are to be incorporated into the relevant contract
documents to ensure the works are carried out in accordance with recommended conservation
requirements. Application of these measures will minimise potential adverse impact on the
fabric and integrity of the affected structures. On-site monitoring of the construction works
will be required and evidently monitoring of Lissenhall Bridge will be required during the
operational phase to address any adverse impacts from movement or settlement. The
architectural impact assessment proposed a series of mitigation measures for the construction
phase so that best conservation practice is followed. I note that these have been incorporated
into the Archaeological Strategy document and into the relevant contract documentation for
construction stage.

At the Oral Hearing, I confirmed with the Department of the Environment, Heritage and Local
Government, that the Department is satisfied that adequate investigations had been undertaken
by RPA to allow a full and proper assessment of the proposal. The Department was also stated
to be satisfied that the level of detail provided on the structural integrity of Lissenhall Bridge
is adequate. It was also clarified for me the position relating to the finding that Balheary
Bridge, Lissenhall Bridge and various features in the vicinity originally formed a single
structure dating from a similar period. It was noted that the status of Balheary Bridge and the
other features could potentially be altered such that they could become national monuments
similar to Lissenhall Bridge. However, it was noted that more survey work needs to be done to
help decide if they are national monuments. Even if they proved to be so, it was stated that the
Department is still satisfied with the applicant’s proposal.

In conclusion, I note that Lissenhall and Balheary Bridges have been retired from use since the
1970s when the adjoining dual carriage way was constructed. The proposed works to be
undertaken will secure the fabric of these structures and will provide for their load-bearing
function. It is my opinion that it will be a welcome feature to see both Lissenhall and Balheary
Bridges in use as part of the Metro scheme. The pattern of deterioration will be halted, these
structures will be maintained and each will put to a new and appropriate use.
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Miscellaneous Issues relating to Area MN101

Agreement between Fingal County Council and RPA

The agreement document between Fingal County Council and RPA and submitted to the Oral
Hearing represents the current position of the local authority in relation to the proposal. This
document has a number of agreements that apply to Area MN101 and include the following:

•
•
•
•
•
•
•
•
•
•
•
•
•
•
•
•
•
•
•
•
•
•
•

Architectural Merit
Architectural Design
Landscaping
Depot and Park & Ride Site
Lissenhall Stop
Estuary Stop and Balheary Footbridge
Seatown Stop
Swords Stop
Viaduct Design
Footbridge Design
Pedestrian and Cycle Facilities
Connectivity with Bus Network
Construction Compounds
Noise
Malahide Road Roundabout Underpass
Roads
Foul Drainage/Surface Water
Water Supply
Stray Current
Existing Watercourses
Archaeology/Conservation
Community Gain
CPO Issues

It is noted that most of the details contained in this agreement as they apply to Area MN101
are satisfactory. This, therefore, obviates the need for applying a wide range of specific
conditions to any grant of approval for the development within this area that would otherwise
be required to be agreed between the local authority and the developer.

Some comment on a range of items of agreement is required as follows:

__________________________________________________________________________________
PL.06F.NA0003
An Bord Pleanala
Page 361 of 690

-

-

I note that it is agreed that Lissenhall Stop be built in tandem with the development of
the area. I concur with this position.
I do not concur with Agreement 7, which is that Estuary Stop be constructed as part of
the main Metro works. Reasons have been given earlier for this recommendation.
Traffic management during construction is required to be agreed with the Council and
is to be included in the Construction and Maintenance Requirements for the works
contract. I note that financial penalty clauses would apply and these are welcome as
they would be an incentive to minimise local disruptions.
Regarding flood risk, I note that Item 21.18 of the agreement requires the applicant to
undertake an appropriate flood risk impact assessment and that this is to identify and
quantify the potential risks from all sources including coastal, fluvial, pluvial and
groundwater and propose methods of controlling those risks to an acceptable level. The
applicant is also required to confirm in writing that the proposals do not increase the
risk of flooding to any adjacent area and reference is to be made to DoEHLG/OPW
Guidelines on flood risk management. RPA further agrees to comply with any
additional requirements in relation to flood prevention measures. As has been detailed
earlier in this assessment, there are serious concerns about the potential impact of
flooding on adjacent lands arising from the deposition of some 2 million cubic metres
of waste spoil on the depot site. Carrying out “an appropriate flood risk impact
assessment” after a decision is issued that would constitute an approval for the project
and not knowing the flood risk effects of the deposition, the mitigation measures to be
applied, and the residual impacts appears somewhat inappropriate and unacceptable,
given the potential consequences for the sustainable development of the depot at
Belinstown.

Submissions from Prescribed Bodies

Dublin Bus

In its written submission to the Board, Dublin Bus submitted that, due to the scale of the
proposal and its strategic importance, it requested additional time to give the proposal greater
consideration. As a result, comments were restricted to Area MN107. It was submitted that
more consideration needed to be given to assess the implications for Dublin Bus of
construction outside the city centre, including Ballymun, Drumcondra and Swords.

The applicant’s written response to this observation was by a letter dated 26th February, 2009.
It was noted that the RPA’s Scheme Traffic Management Plan goes beyond the city centre and
addresses construction traffic impacts and mitigation for the Swords area. RPA also submitted
that Dublin Bus would be one of the key stakeholders involved in the Traffic Forum to be
established.
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At the Oral Hearing, Dublin Bus submitted that a key policy issue is priority for buses during
the construction phase and that Dublin Bus will want high levels of certainty from the
planning process. In the context of the STMP, it was contended that minimising impacts on
bus operations should be a requirement, not an objective. Dublin Bus submitted that the traffic
management plans should be taken to represent a minimum standard that would be acceptable.
In relation to Area MN101, it was also submitted the closure of lanes in both directions along
the entire length of the construction works area along the R132 would severely undermine bus
reliability in the whole Swords area. It was noted that the STMP mentioned only routes 33 and
33B, while in practice routes 33, 33A, 33B, 33X, 41, 41A, 41B, 41C, 43 and 102 operate in
the Swords area. On the basis that traffic congestion in the Swords village area generally will
worsen, Dublin Bus maintained that a bus gate (or its equivalent) be introduced to help traffic
calm the core of the town centre and divert general traffic more towards the M1. It was further
submitted that the existing bus lanes on the R132 should also be retained (as per Ballymun
Road) and that the removal of bus lanes is wholly unacceptable.

I note that two lanes of traffic are proposed to be maintained in each direction along the
R132. Junction alterations in this area will require traffic to divert around works areas and the
alterations will reduce the overall capacity of the route. The consequential impacts will be
significant on the Dublin Road in Swords, with traffic flows in the AM peak hour predicted
to rise by 44%. Traffic flows will also increase on Main Street, Swords. Bus services running
through the Swords area are predicted to experience between one and five minute increases to
journey times in the AM peak period. The impact on Routes 33 and 33A are rated as severe. I
note that there is no definitive mitigation measures designed to reduce these impacts to date.
However, RPA acknowledge the impacts and are determined to discuss the impacts with the
intent of reducing them. RPA submitted that they would discuss the ‘bus gate’ provision with
Fingal County Council. However, I note that Fingal County Council submitted to the Oral
Hearing that this matter would require careful consideration and were of the view that the risk
of some delay to bus services in Swords during the construction phase would be tolerable. I
note that the Board’s Traffic Consultant considers that the incorporation of a Swords bus gate
as a mitigation measure in the STMP would not be an appropriate response. Following on
from these submissions, I note for the Board that the applicant’s Scheme Traffic Management
Plan specifically addresses construction traffic impacts and mitigation for the Swords area and
is a ‘live’ document subject to change as the process continues. Furthermore, it is important to
note that Dublin Bus will be included in the determination of traffic-related issues along the
full length of Metro North, including the Swords area, because it will be a member of the
Traffic Forum to be established which will involve all key stakeholders.
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An Taisce

At the Oral Hearing, An Taisce argued that the development would have a significant effect on
protected species and on Broadmeadow Estuary, a Special Protection Area and Special Area
of Conservation, due to the effect of the proposed wiring associated with the development
over Lissenhall Bridge. The adequacy of assessment of the impacts on Annex IV species was
also questioned. It was submitted that the otter, an Annex IV species, was prevalent on the
Broadmeadow River. Reference was also made to impacts on bats within this area.

The applicant responded by submitting the issue was considered by the appropriate experts at
the initial stage of the Environmental Impact Statement and there was no risk identified in
respect of Lissenhall Bridge or the associated wires attached to it to the flight of any birds. It
was stated that there was a flight path survey carried out in respect of bird movements as part
of the general consideration of likely effects in the area and it was determined there would not
be a likely significant effect. It was submitted also that, if there is any risk to bird flight paths
by the overhead conductor system for Metro, then the standard small discs that are attached to
wires would be attached to deter birds from striking the lines. In relation to otters, it was stated
that there is no effect on otters of a type that would require any intervention by way of
derogation or otherwise. The types of surveys undertaken were identified and included
detailed field surveys, walkover surveys to identify any signs of otters on their paths and their
likely presence and their likely effect, as well as a habitat assessment separate and distinct
from the ecological assessment. Furthermore, it was submitted by the applicant that no
roosting areas for bats that are likely to be affected along the line were identified and that there
is no effect that would be such as to require derogation.

The Broad Meadow / Swords / Malahide Estuary contain a SPA (Site Code 004025), a cSAC
(Site Code 000205), and a pNHA. The Broad Meadow / Swords SPA site lies approximately
730 metres east of the proposed alignment and the Malahide Estuary cSAC lies approximately
240m east of the alignment. The site is of international importance due to the population of
light-bellied brent geese that visit the site each winter. The site is of high conservation
importance because of the high diversity of birds which feed, roost and spend winter there.

I note from the submitted EIS that the study area for flora and fauna generally comprised an
area within 500m of the centerline of the proposed alignment and that the study area for
designated sites comprised all areas within 10km of the centre line of the proposed alignment.
Thus, the width of the study area at this location (in the vicinity of Broadmeadow Estuary)
was 10km. Study areas for otter and bat habitats were specifically provided for.
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I note that a Phase I Habitat Survey was carried out for all areas within 500m of the central
line of the proposed alignment. This survey identified habitats which are suitable for a range
of protected fauna species that could be affected. This led to more detailed surveys being
undertaken for badger, otter, bats and amphibians. A flight-line survey of wintering birds in
the area of the Broad Meadow SPA was also carried out to inform the impact assessment.
Information on the presence of bird species and the potential for breeding habitat was also
recorded during the Habitat Survey. Three species of international importance were recorded
in the study area – Light-bellied brent goose, Kingfisher, and Little egret. Light-bellied brent
geese were recorded crossing the proposed alignment north of Swords at heights exceeding
50m. Little egret were recorded foraging along the Broad Meadow River. The EIS states that
behavior of the species indicates the proposed development may cause an increase in mortality
as the species currently crosses the N1 at low elevations. Kingfishers are also associated with
the Broad Meadow River, providing suitable foraging habitat. This suitable foraging is
predominantly east of the proposed alignment.

I note that a full assessment of the potential impact on designated sites was carried out. Annex
D, Book 2 of 2, Volume 3 of the EIS provides this report. This comprised a Habitats
Regulations Assessment. It also included Bat Fauna Studies. A Habitats Regulation Screening
and an Appropriate Assessment were undertaken for the Broad Meadow/Swords SPA and for
Malahide Estuary cSAC. Detailed mitigation measures to prevent pollution of the Broad
Meadow and Ward Rivers during construction and operational phases are identified.

Having regard to the above, I am satisfied that substantial survey work was undertaken in the
Broad Meadow and Ward River areas to inform the applicant for the assessment of impacts on
birds and other protected species.

I further note that there is an extensive range of mitigation measures proposed in the EIS
which the applicant has committed to. Those relevant to the issues raised by An Taisce
include:

-

Undertaking pre-construction surveys for protected species;
Ensuring works are undertaken at appropriate times of the year;
Maintaining pathways and foraging routes;
Ensuring construction areas are made safe;
Minimizing lighting impacts;
Incorporating ‘safe-hop-over’ features into the design of new bridges where flight
paths of important birds species could potentially be affected;
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-

Use of tall trees in landscaping to encourage important bird species to fly over LMVs;
and
Commencing bridge strengthening works and construction of new bridges after sunrise
and finishing before sunset to avoid disturbance impacts on otters.

In addition to this, the following comments and observations are offered on impacts on
protected species:

Birds

-

-

-

The proposed routing at Lissenhall and Balheary Bridges immediately adjoins the busy
R132 and the lands at this location are not main habitats associated with protected bird
species.
Clearance of vegetation is to be carried out outside the bird breeding season.
While short-term disturbance to kingfisher and little egret is possible from noise during
construction, significant long-term effects on movement are not predicted.
While RPA acknowledge there is a risk of collision to bird species from operating
vehicles and overhead wires where the route crosses habitat corridors, bird detectors
are to be attached to overhead lines at the Lissenhall, Balheary and Ward River
Bridges to encourage little egret to fly sufficiently high to avoid collisions.
While brent geese were observed flying in excess of 50m high over the R132, none
were observed in the area of the proposed scheme. Their flight paths were observed at
heights well above the proposed LMVs. Adverse impact is, therefore, not predicted.

Otters

-

Otters are not known to breed in the area.
Construction works will not require any in-river work along the rivers and, thus, there
will be no barriers to movement.
Night time works is to be avoided.
Directional lighting is to be used to avoid disturbance.
Mammal ledges are to be provided in the new bridge design to ensure that otters can
continue to move along the river.

Bats

-

The work at the river crossings are to occur throughout daylight hours.
Areas of foraging habitat at the bridge locations are small and localised and will be
affected only temporarily.
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Having regard to An Taisce’s submission to the Hearing, it must be noted that no evidence
was produced to verify claims that the routing at this location would impact on Annex IV
species nor was information produced on birds that could potentially be affected by the
overhead conductor system.

Finally, I note that Lissenhall and Balheary Bridges are long established bridges and have
been used up to quite recently as public roadways. They have continued to be used as
pedestrian pathways to active amenity areas which adjoin them and are sited alongside a busy
dual carriageway. Reverting to a public transport use is, in my opinion, not unreasonable.
Proposing to route the alignment elsewhere in this area across the Broad Meadow and Ward
Rivers would be likely to introduce the alignment into more ecologically sensitive locations.
Use of the existing bridges ensures there will not be a loss of natural habitat at these other
locations. I acknowledge that the development of the new Ward River Bridge will result in a
small loss of bank side habitat. Three trees will be lost to allow for the installation of the
supporting abutments. However, there will be no loss of in-stream habitat. I note further that
Method Statements for the construction of these abutments are to be agreed with the relevant
authorities.

Having regard to all of the above considerations, I am of the view that the proposed
development is unlikely to result in adverse impact on protected species in the vicinity of the
Broad Meadow and Ward Rivers and I am of the view that the use of the Lissenhall and
Balheary Bridges are appropriate to assist in minimizing ecological impacts.

Department of the Environment, Heritage and Local Government

Considerations by the Department on archaeology within Area MN101 have been discussed
earlier in this assessment.

The Route Alignment in Area MN101

The alignment begins at Belinstown, approximately 2km to the north of Swords where the
depot, a strategic park & ride and a stop is located west of the M1 motorway and east of Batter
Lane. It passes southwards across greenfield lands to the Lissenhall provisional stop and
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continues southwards across the Broad Meadow and Ward Rivers, running at surface level
along the western verge of the R132 to the proposed Estuary Stop. It then rises onto an
elevated section of track, crossing over the Estuary Roundabout, travels along the median of
the R132 and over the Seatown Roundabout before descending to the at-grade Seatown Stop
in the central median of the R132. The alignment then proceeds southwards on the surface of
the central median and then descends to pass under the Malahide Roundabout. The alignment
emerges from the underpass at the south of this roundabout to the surface in the median and on
to the Swords Stop in the median of the R132 and east of the Pavilions Shopping Centre. This
stop marks the end of Area MN101.

Issues relating to the alignment within Area MN101 have already been discussed in this
assessment under a range of headings. The public concerns raised and the implications of
selecting the depot site have been addressed. I note also the considerations offered on the
submission on the siting of the various stops. Reference has been made as to how and when
they are to be developed. My conclusions are that there are particular concerns about the
selection of the depot site when the development of this component of the scheme was
originally to be sited further south in Lissenhall and nearer the R132 and its interchange with
the M1, as well as the consequential impacts of the filling of this site and flooding for
adjoining properties. Also, the delaying of the development of the Lissenhall Stop in the first
instance is supported. However, I consider the applicant’s submission in the original
application to the Board that Estuary Stop also be a provisional stop should be supported.
Swords is extremely well served by stops for the medium term to meet the needs of a town of
this size. Further south of Estuary Stop I have no objection to the routing and stop siting
within Area MN101.

In relation to the track alignment, and the use of viaducts in particular, it is proposed to assess
this issue in a combined manner with the assessment of the track alignment in Area MN102
later in this assessment.

Effects on Public Roads

There are a number of permanent changes proposed to public roads in the vicinity of Metro
within Area MN101. These include:

-

The widening of Batter Lane north of the depot access;
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-

Diversion of Ennis Lane over an at-grade crossing of Metro to the north to form a new
junction with the new depot access road;
Provision of a signal-controlled junction at the junction of the new depot access road
and the R132;
Realignment of the R132 to provide two general traffic lanes and a continuous bus
lane from the Malahide Roundabout to Estuary Roundabout; and
Signal-controlled junctions replacing Estuary and Seatown Roundabouts.

The impacts of these and other changes have been discussed earlier in this report. I consider
the impacts on the public road network to be necessary and acceptable provisions in the
interests of public safety and to complement the proposed Metro scheme.

5.3.2

AREA MN102 – SWORDS STOP TO DUBLIN AIRPORT NORTH PORTAL

There is a wide range of issues for consideration that are applicable to Area MN102. These
include:

•
•
•
•
•

The track alignment, including the proposed viaducts
Fosterstown Stop and Park & Ride Facility
Fosterstown Underpass
Area Observations
Miscellaneous Issues relating to Area MN102, including Fingal County Council /
RPA Agreement, Submissions from Prescribed Bodies, and Effects on Public Roads.

The Track Alignment

In considering this issue, I propose to look at the alignment within Area MN102 while also
offering consideration on the totality of the viaducts through Areas MN 101 and 102.

Within Area MN101, the alignment rises onto an elevated section of track south of the
proposed Estuary Stop, crossing over the Estuary Roundabout, travels along the median of the
R132 and over the Seatown Roundabout before descending to the at-grade Seatown Stop in
the central median of the R132. The alignment then proceeds southwards on the surface of the
central median and then descends to pass under the Malahide Road Roundabout. It emerges
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from the underpass at the south of this roundabout to the surface in the median and on to the
Swords Stop in the median of the R132. Within Area MN102, south of the Swords Stop the
alignment rises up onto an elevated section of track to cross over Pinnock Hill Roundabout,
continues south to an at-grade stop at Fosterstown on the east side of the R132 and to the
north of the Airside retail park and then continues southwards along the east side of the R132
and then descends via an underpass to cross under the R132 south of the junction at Airside
and Boroimhe. It then emerges from the underpass and passes under a new accommodation
bridge serving a local business to rise to the surface and then onto embankments to pass
through a greenfield area. A turn back facility is provided in this area to the north of the
airport to allow some Metro services to reverse at the airport in the future. A new agricultural
underpass is to be located beneath the turn back facility. This marks the end of Area MN102.

From south of the Estuary Stop in Area MN101 to the turn back facility at the end of Area
MN102 the alignment has been described by some observers as forming a ‘rollercoaster’. The
choice of route alignment has, however, necessitated this approach. Having chosen the route
corridor, it is my submission that the alignment is generally the correct option. It utilises the
R132 margins and the central median in a manner that reduces potential conflict with private
property. Ultimately, the road itself will functionally improve as the associated road widening
is put in place and pedestrian and bus facilities are upgraded and added to. The choice of
tunnelling under the Malahide Roundabout eliminates a potentially conflictual position with
road-based traffic. Significantly, this important junction can maintain operation for the most
part through the construction period. Providing an underpass under the R132 south of Airside
is essential to gain a satisfactory approach to the airport and it manages to address conflict
with a range of properties east and west of the R132 that would otherwise have arisen with
any at-grade or alternative alignment. I note and accept that there are a number of sensitive
areas identified by Observers and these will be addressed in upcoming sections of this
assessment.

It is my submission that the provision of the underpasses on the R132 and the at-grade
alignments do not appear to cause particular concerns as alignment options. I note the
concerns of the Observers Joseph and Juliana Boland and Maureen Ó Scanaill and these will
be addressed shortly. The alignment also on the approach to the airport after the crossing of
the R132 via embankments, with the accommodations being employed to meet property
needs, appears not to cause particular difficulties. The main concern with the alignment, in
my opinion, arises with the extent of the viaduct from south of Estuary Stop to Fosterstown
Stop.
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The Estuary viaduct to cross over the Estuary and Seatown Roundabouts will have an
approximate length of 860m, with a maximum track height over existing ground level of
9.1m. This is a very extensive structure. The Pinnock Hill viaduct to carry the proposed
scheme over the Pinnock Hill Roundabout will have an approximate length of 390m, with a
maximum track height over existing ground level of 7.5m. I note that the proposed northern
stretch of viaduct south of the Estuary Stop has not resulted in the submission of observations
from residents of Estuary Court to the east or Seatown Villas and Mantua Park to the west.
The viaduct will be visible from estates such as Seatown Villas, Seatown Terrace, Seatown
Walk, and Mantua Park, although retained existing tree lines and vegetation will greatly
assist in screening the scheme. The areas on both sides of the R132 to the north of these
residential areas are open green areas. The viaduct will run down the central median where it
is flanked by the residential estates. It will be visually dominant from within this road
corridor. It is critically important that a structure almost a kilometre in length and notably
high requires to be of a high architectural quality and durability as it will remain a significant
architectural set piece for this streetscape. Its acceptability in this locality is premised upon its
setting within a busy dual carriageway corridor, relatively remote from residential properties,
in order that it minimises intrusion. I note that the southern stretch over Pinnock Hill
Roundabout causes concerns to the residents of Carlton Court. These will be addressed in
forthcoming sections of this assessment.

I note the agreed position with Fingal County Council which addresses a wide range of
issues. Emphasis has been placed on architectural merit (Agreement 2) and particular
attention has been paid to viaduct design (Agreement 13). This is complemented by other
elements of the agreed position, particularly landscaping (Agreement 4). High aesthetic
design quality is essential and very specific requirements form part of the agreement. These,
in my opinion, are to be welcomed and obviate the need for the application of detailed
conditions with any approval of the Railway Order on the issue of viaduct design. Emphasis
on slender design is important and minimising the mass and volume of the viaduct supports is
critical. I note that Fingal County Council is to continue to be involved in the architectural
assessment of the Tender’s proposal up to financial close and this is to be welcomed.
Creating and forming a restructured transport corridor, with an improved road and a new
metro system, must be appropriately framed and the detailed proposals for landscaping along
the R132 should greatly assist in achieving this. The range of associated landscaping
mitigation measures relevant to the Estuary and Pinnock Hill viaducts are set out in Tables
13.4, Volume 2, Books 1 and 2, of the EIS and are complemented by the proposals shown in
the landscape insertion plans. These provide for protection of much of the existing vegetation
and compensatory and additional planting along the R132. Detailed tree and hedgerow
surveys have been undertaken and have been submitted by RPA to the Board at the Oral
Hearing. I acknowledge that additional planting will take time to mature to provide the
maximum desirable screening along this section of the route corridor. Seasonal changes will
also influence the visibility of the scheme. Overall, the proposals enhance the setting of the
new system along this section of the scheme.
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I now propose to seek to address the concerns raised by Observers in Area MN102 who have
raised particular concerns about the impact of the scheme along this section of the alignment.

Residents of Carlton Court

The observers reside in an estate to the west of the R132 and north of Pinnock Hill
Roundabout. The residents object to the elevated section in the vicinity on visual and noise
grounds. Alternatives are suggested, including the running of the metro on the surface of
Pinnock Hill Roundabout, under the roundabout and routing along the east side of the Swords
bypass.

The applicant’s written response to this observation was by letter dated 24th October, 2008.
RPA submitted:

-

-

-

-

The route would be at road level from opposite No. 45 Carlton Court to opposite No.
104. It will then climb to 8.2m high opposite No. 180 and from there will climb at
3.1% over the Pinnock Hill Roundabout to the Fostertown Stop. Trams will be at
3.3m high above the top of the viaduct.
Noting the residents’ proposal to carry Metro beneath Pinnock Hill Roundabout in an
underpass, it was submitted that, even if the Fosterstown Stop was redesigned as an
open cut stop 10m deep, a gradient of over 6% would be required to pass from the
Stop to an underpass of Pinnock Hill roundabout. This is considered unacceptable as
it would exceed the maximum permitted gradient. It was noted that lowering the stop
may not be possible because the additional stairs or escalators required for access
would be difficult to accommodate, whilst still allowing a passenger bridge over the
R132 and allowing Metro to pass between Reid’s store and the R132. Making the stop
more than 10m deep was seen to require special additional fire precautions that were
considered inordinately expensive. Over and above these considerations, PRA viewed
an underpass of Pinnock Hill Roundabout as an option that would result in substantial
additional costs.
An at-grade crossing of Pinnock Hill Roundabout was seen to result in unacceptable
delays to trams and road traffic, especially when the frequency of Metro is increased
to two minute headways.
The suggestion to close off the link road east from Pinnock Hill Roundabout and to
run Metro at-grade along the east side of the R132 and over Pinnock Hill Roundabout
was dismissed because Metro is committed to providing a Swords Stop in the central
reserve of the R132 opposite the Pavilions shopping centre. It was noted that crossing
the southbound carriageway of the R132 to its eastern verge would require a long
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-

-

skewed underpass or cause major delays to road traffic if a skewed at-grade crossing
was used. It was noted that additional land take would be required on the east side of
the road. It was also argued that the closure of the link road east of Pinnock Hill
would be detrimental to businesses here.
The residents suggestion of providing a screen wall along the estate’s western
boundary of the R132 high enough to prevent overlooking was stated to need to be
between 4m and 7.5m in height and it was contended the visual intrusion from this
wall would far exceed that of intermittent views from Metro through a tree screen. It
was further noted that between Nos. 45 and 120A trams would be no higher than road
vehicles. RPA suggested it was willing to provide additional evergreen planting
between Carlton Court and the R132 boundary to provide additional screening.
Shadow effects from the viaduct on the residents’ houses in the early morning were
referred to and it was submitted substantial screening is already caused by the existing
tree screen. The provision of a wall as requested was seen to cause a permanent
shadow for a longer period in the mornings.

At the Oral Hearing, the Carlton Court residents suggested that Metro would appear like a
rollercoaster in this area, going under and over roundabouts. Alternative options from north
of the Airport outwards, to include open cut and realignment eastwards or undergrounding,
were suggested. It was submitted that if the proposal proceeded, extenuating measures would
need to be put in place, such as the construction of a high boundary wall and provision of
sound insulation for houses.

In response to the submission, RPA submitted that the alternatives proposed were not feasible
and that RPA endeavours to make Metro more accessible where possible, with the most
accessible stops being at ground level. It was repeated that the provision of a wall was viewed
as having a significant adverse impact on the residents. RPA submitted that to entirely shield
the view the wall would have to be 8.2 metres opposite No. 180 Carlton Court. It was also
submitted that the provision of noise mitigation was viewed as unnecessary. RPA predict that
daytime and night time noise levels will reduce with a reduction of buses on the adjoining
regional road being experienced and slow speeds being imposed.

In assessing the impact of the development for Carlton Court residents, I first propose to
briefly consider the range of options that could be broached. The residents proposed two
alternatives at the Oral Hearing, namely by open cut and undergrounding. The open cut
would commence from the Airport north portal and would include realigning the route on the
east side between Pinnock Hill Roundabout and Malahide Roundabout. The undergrounding
option would continue all the way to the terminus. It is evident that both of these options are
materially and substantively different from that presently proposed. Either option would
require a fundamental review of the design and alignment of the scheme way in excess of
seeking to address potential adverse impacts that may arise for a short stretch of route
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immediately north of Pinnock Hill Roundabout. The feasibility of these options has not
clearly been espoused and I cannot reasonably recommend to the Board a complete review of
the scheme north of the airport based upon a potential impact over a short section that may
otherwise be addressed by alternative methods. It is my submission also that the
undergrounding of the route on the southbound approach to Pinnock Hill Roundabout and on
to Fosterstown Stop would be a significant undertaking that would be a very substantive
alternative design for this proposal. This would require extensive cut and cover and there
would be a particular difficulty with achieving an acceptable gradient as the routing then
seeks to come to the surface along a particular tight stretch on the east side of the R132.
Critically, in a less built-up, urbanised location such as this where the routing is within an
established transport corridor, Metro would and should be attempting to develop and procede
at-grade as much as possible in the interests of efficiency and accessibility. Regarding an atgrade approach as suggested by the residents, it makes no sense for an at-grade option over
Pinnock Hill Roundabout as this would result in serious traffic congestion at a busy
roundabout, undermining the efficiency of the road network and the new light rail system. To
place the alignment along the east side of the R132 causes a number of problems. This would,
as the applicant has pointed out, result in a likely need to shift the Swords Stop eastwards.
This would force a notable change in land take and it would site that stop away from where
development exists, i.e. further from the Pavilions shopping centre and further from Swords
town centre. Furthermore, this option would result in closing off the link road east of Pinnock
Hill Roundabout and it would cause significant problems for the businesses who utilise and
depend on this local road network.

In considering the observers’ particular concerns about impacts, the following needs to be
acknowledged:

-

-

-

The R132 is a busy by-pass for Swords and, therefore, there is established traffic
noise in the vicinity of Carlton Court as southbound traffic approaches and
northbound traffic exits Pinnock Hill Roundabout.
The residents have the benefit of a high wall that is backplanted with trees to screen
the road traffic from view. There is no view across the road from ground level.
As the LMVs would proceed southwards they would commence climbing
approximately opposite No. 104 Carlton Court and they would be at their most
elevated point from the perspective of the residents opposite No. 180. As the LMVs
proceed northwards it is obvious that the descent would occur from Pinnock Hill
Roundabout northwards.
From approximately No. 120 Carlton Court LMVs would commence being seen as
exceeding the height of existing larger road vehicles on the southbound approach and
from Pinnock Hill Roundabout as far as No. 120 for the northbound approach.

Having regard to these observations, it is clear that any potential adverse impacts for
residents of Carlton Court would be confined to approximately 11/12 housing units nearest
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the route. Three of these units would have eastern gables facing the alignment and these
would be the closest units to the rail alignment. The other houses would have their front
elevations facing eastwards in the direction of the new route. Six of these houses are set back
slightly more from the internal estate road than the others. The height of the viaduct, at its
highest point when opposite Carlton Court, will be such that the rail level is about 6 metres
above ground level. There would be a minimum separation distance of 45 metres between the
front elevations of the most sensitive houses and the new rail line. There is an estate road, a
1.8m high block wall, a tree screen, a grass margin, and the northbound regional road
carriageway between the rail line and the estate houses. The most elevated part of the viaduct
will be closer to Pinnock Hill Roundabout and away from the estate. It is my submission to
the Board that, with the provision of additional infill tree screening along the western margin
of the R132 on lands within the control of the applicant, the proposed development should
not cause a significant visual intrusion for the residents potentially to be affected within
Carlton Court. In addition, it is my submission that raising the established high wall would be
more obtrusive for residents in terms of casting shadow than any viaduct, given the
separation distance. This higher wall would likely prove to be a substantial disbenefit for the
residents.

In conclusion on the visual influence of the viaduct at this location, I consider that it is worth
noting for the Board that the routing of the viaduct north of Pinnock Hill Roundabout has a
greater separation distance from Carlton Court than the Estuary viaduct routing with Mantua
Park further north. It is also important when making this comparison to note that the route is
climbing or descending in the vicinity of Carlton Court and, therefore, potential visual
intrusion is lessened. Also, it is relevant to note that any overlooking from LMVs towards
Carlton Court is towards the public face of the dwellings and not towards the private rear
garden spaces and the back of the buildings.

On the issue of seeking to address visual intrusion and noise arising for the residents, I note
that the Board had sought further information from RPA in the form of trackside screening
options at this location. I note further that the applicant’s response did not provide the plans,
sections and elevations of trackside screening options as requested. Having regard to my
considerations above, I accept that views of LMVs would be intermittent and that it is
unlikely there would be a serious question of adverse impact undermining residents’ privacy.
The submitted cross sections ably indicate the separation distances and intervening features
that aid in screening. Regarding the issue of noise, I note that predicted noise levels from the
operating Metro would be slight and RPA is of the view that providing a noise barrier is not
required. At the Oral Hearing, RPA raised concerns about the application of trackside
screening potentially picking up vibration from the deck of the viaduct and re-radiating it
and, therefore, increasing noise. It was submitted that any such structure would have to be
designed as a specially isolated noise barrier. I accept that if the Board considered that noise
mitigation should be applied in the form of a barrier because of the sensitivity of the nearby
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residents that one would be seeking to design a barrier where it is not required according to
the specification. While I have no reason to doubt that the maintenance of LMVs and the
viaduct track will ensure noise levels can meet with the applicant’s predicted level of ‘slight’,
I note for the Board that RPA has accepted application of suitable noise measures relating to
the viaduct in its agreement with Fingal County Council. Agreement 18.1 states: “Any noise
barriers on the Viaducts shall be unobtrusive, transparent acrylic material and located at
track level.” One could reasonably apply such measures on the Pinnock Hill Roundabout in
the vicinity of Carlton Court to reassure residents in relation to noise. If the Board considered
this as a necessary mitigation here, I would also suggest that a similar mitigation measures be
applied at Estuary viaduct north of Seatown Roundabout in the vicinity of Mantua Park.

THE STOP IN AREA MN102

Fosterstown Stop & Park & Ride

Fosterstown Stop serves the residential areas of Boroimhe and Abbeystone and the nearby
Airside Retail Park. Bus interchange facilities are to be provided for feeder bus services from
River Valley and west Swords.

Fosterstown Stop is an at-grade stop with a 6m wide island platform located on the east side
of the R132. It is located just south of Pinnock Hill Roundabout and “Ceim Dearg”, a private
residence and veterinary practice, and is immediately north of Airside Retail Park. The stop is
accessed at grade from the south or by a footbridge (with associated stairs and lift) over the
R132 at the northern end. Bus stops are to be provided on both sides of the road and a car set
down is to be provided on the west side of the road. New footpaths are to be provided on both
sides of the R132.

There is an associated park & ride facility proposed immediately to the east of the Stop,
which comprises a 300 space surface car park, constituting a ‘local’ park & ride facility. The
park and ride is accessed from the Drynam Road east of Pinnock Hill Roundabout, via a
service road for Airside Retail Park and then by a new link road into the site.

Agreement 10 of the overall agreement between RPA and Fingal County Council applies to
the development of the Fosterstown Stop. This includes the agreement to provide a footbridge
to connect to the west side of the R132, relocation of proposed bicycle stands and provision
of additional bicycle stands.
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It is my submission that the agreement between RPA and the local authority introduces
important additional elements for the adequate functioning of this stop.

With regard to the associated park & ride facility, the justification for the siting of the park &
ride is provided for in the “Rail Park & Ride Strategy for the Greater Dublin Area”. While
the Strategy was prepared before the preferred route was finalised for Metro North, the
desired park & ride sites identified included an approximate location south of Swords for a
local park & ride facility. The location in the general area of Fosterstown, just south of
Swords, is in keeping with the principle of the siting of the development espoused in the
Strategy. The Strategy also sought the provision of a ‘local’ park & ride facility with an
indicative total of 300 car parking spaces being provided. Clearly, the proposal meets with
these requirements. The purpose of the facility is to provide access to Metro North to those
living in the following areas:

-

South and west Swords, including Rivervalley and Boroimhe
Malahide, particularly Yellow Walls and Seabury
Estates along the Malahide to Swords Road, including Gainsborough, Abington and
Waterside
Feltrim and Kinsealy
Holywell
Other local areas beyond the effective walking distance catchment of the stop.

The Board sought further information on this park & ride facility in relation to the planning
and transportation rationale for the selection of this site, having regard to the attraction of
commuters and to access route accessibility. Clarification was provided on whom it was
proposed to serve and the routing from these catchment areas. It was concluded in the
response that the Transport Impact Assessment carried out as part of the EIS showed that no
significant negative impacts on traffic are expected in the area during the operational phase.
The issue of the facility becoming a car park for the adjoining retail centre was raised at the
Oral Hearing and the applicant indicated that the pricing policy to be applied would
effectively discourage such activity. I am satisfied the applicant’s pricing policy can
adequately address any casual use of this car park. Having regard to these considerations, it is
apparent that this facility meets with the specific requirements for local park & ride facilities
set out in the Strategy in principle in relation to size, local traffic impacts, and control of the
use of the operation.
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Before considering specific submissions received in relation to the stop and park & ride a
number of other points of note should be made briefly. Firstly, it is apparent that the siting of
the stop and park & ride on the east side of the R132 would best serve the commuters whom
it is hoped to be attracted to this stop, as most are intended to travel from the east direction
via the Malahide and Drynam Roads. Secondly, the siting of the stop on the road edge close
to the Pinnock Hill Roundabout, where there is an incline rising to the stop and the existence
of a busy dual carriageway, would not facilitate the provision of a safe vehicular access off
the R132. In my opinion, the provision of an access off Drynam Road will meet the needs of
those attracted to this location best.

I now propose to seek to address the concerns raised by Observers in Area MN102 who have
raised particular concerns about the impacts of the Fosterstown Stop and Park & Ride
facility.

Maureen O’Scanaill & Family

The observers’ property is at “Céim Dearg”, Milton Fields, Swords, where there is a
registered veterinary hospital and dwelling. The references associated with the land take
proposed at this holding are: Permanent - M2A-A3 and M2A-A1 and Temporary – M2A-T1,
M2A-T3, and M2A-T5. A detailed submission was made to the Board addressing significant
concerns about the impact of the proposed stop and park & ride facility on the operation of
the veterinary hospital and on the family residence. The Observers were of the understanding
initially that there would be no acquisition of their property and that there was to be no park
& ride facility at this location. It was argued that the proposal for a park & ride should have
provided a Transport Impact Assessment, recommendations on the size of the car park,
proposals for controls and pricing mechanisms, proposals for complementary parking
controls in the area, and an assessment of capital and operating costs. It was submitted that
these steps have not been taken and no business case has been set out. Access off the Drynam
Road was seen to be seriously deficient to serve the development and the road off the retail
centre service road was seen to create significant severance. Noise pollution, visual intrusion,
and the land take undermining the hospital being able to upgrade to bovine and equine status
were also raised. There was also concern about part of the land take adjoining the park & ride
beside the Observers’ property being used for development in the future. The Observers
request that their lands be leased to permit them to control the use of the road through their
land or, alternatively, they seek a negative covenant in any acquisition so that they can
control the use of the road. Alternative development options were put forward. These
included routing Metro North through Airside Business and Retail Park rather than along its
western boundary and providing a stop at that location, siting the park & ride on the west side
of the R132, providing access to a park & ride located on the east side of the R132 from
Pinnock Hill Roundabout, and realigning the proposed access road through the Observers’
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land and achieving a sharper gradient to reduce the land take. Inadequate assessment of the
impact of the construction compound opposite the Observers’ property was also raised. The
failure to carry out an adequate strategic environmental assessment of plans and policy
relevant to the proposal, breach of the EIA Directive rendering the Order void, and conflict
with the European Convention on Human Rights were issues also raised.

Having regard to the sensitivity and potential adverse impacts of the proposed development
on this property, the Board sought further information in the form of an environmental report
to describe the potential environmental effects for the construction and operational phases on
“Céim Dearg”. Following this submission of further information, the observer submitted that
no part of the additional information alters or detracts from the submissions made originally.
It was further submitted that the entire traffic management analysis of the proposed access
road to the Fosterstown park & ride facility is fundamentally flawed as it is based upon data
extracted from manual classified accounts taken in October 2006.

At the Oral Hearing, the Observers’ representatives reinforced the concerns detailed in the
written submissions. Emphasis was placed on the severance caused by the proposed road
across the landholding, the vehicular access arrangements from the public roads, noise,
antisocial behaviour impacts, and lack of compliance with principles governing park & ride
sites. It was stated that a disproportionate burden has been placed on the Ó Scanaills as they
have lost a portion of the land for the viaduct, they have a construction compound situated
within 50-100 metres of them, their land is being used as the access road for the materials for
the construction of the Fosterstown stop and they are going to permanently lose 25% of their
land and their business will be rendered either wholly impossible or significantly undermined.

The applicant provided a written response to the written observation by letter dated 27th
February, 2009. A further response to the written submission after the receipt of the further
information was provided at the Oral Hearing and detailed submissions were provided by
RPA in relation to the concerns raised at the Hearing.

Prior to considering the range of detailed issues raised by the Observer, I must first submit to
the Board that the development of the Fosterstown Stop, and the park & ride facility in
particular, will have significant adverse impact on the property of “Ceim Dearg” through its
construction and operation when compared to the existing environment in which the
veterinary hospital and residence is located. I do not consider that there is any point in
denying the reality that the development of Metro at this location as proposed will disimprove
the living and working experiences of the Ó Scanaill’s. The residence and veterinary practice
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enjoy the setting of structures within a relatively spacious and open greenfield environment.
The lengthy construction period of works at the Fosterstown Stop and in the vicinity,
operating from the construction compound opposite, will create nuisance. The operation of
the park & ride, notably the use of the access road through this property, will cause severance
and poses potential nuisance and disturbance by its use. In selecting this location for this
development, the applicant must seek to minimise these adverse impacts. However, I
consider that there cannot be a total remedy of the difficulties that will occur for this property
if Metro is to proceed.

The following points need to be considered as relevant to the acceptability of the Fosterstown
Stop and Park & Ride, some of which have been alluded to earlier:

-

-

-

-

-

-

-

-

The principle of the siting and scale of a local park & ride facility in the general area
of Fosterstown is established in the Rail Park & Ride Strategy for the Greater Dublin
Area.
The EIS, in considering alternatives in relation to the park & ride, relies on the Rail
Park & Ride Strategy for the selection of the site at Fosterstown.
The predicted local construction impact forming part of the EIS, Area MN102,
Volume 2, Book 2 was updated through the Scheme Traffic Management Plan,
Module C “Local Assessment by Area”. This addressed works between Malahide
Roundabout and Fosterstown and between Pinnock Hill and the Airside road junction.
The EIS addressed the predicted local operational impact for general traffic, public
transport, pedestrians and cyclists and residual impacts after mitigation measures.
The EIS provides for an array of strategic and local mitigation measures.
The Metro North Traffic Model (MNTM) shows a decrease in traffic volumes
throughout Area MN102 during the operational phase of the scheme. This is seen as a
direct result of the modal shift from car to the proposed scheme.
The RPA further information response provided a Traffic Impact Assessment of the
impacts specifically on “Céim Dearg”.
A cost benefit analysis of Metro as a whole, including the park & ride sites, has been
accepted by Government. This is subject to commercial confidentiality rules and do
not form part of the considerations of the Board.
“Céim Dearg”, the residence and the veterinary practice, while having the benefit of
forming a significant spacious holding, is located in the immediate vicinity of the
busy R132, Pinnock Hill Roundabout, and Airside Retail Park.
Siting the park & ride on the east side of the R132 in the vicinity of Drynam Road and
the Malahide appears as a preferred location for this development if one is seeking to
attract the commuters from the east it is intended to serve.
Accessing the park & ride off either Pinnock Hill Roundabout or the R132 is not as
functionally effective and, indeed, both I suggest would pose particular traffic safety
concerns.
Drynam Road is an important link road that serves a diverse range of local and
through traffic needs.
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-

The service road off Drynam Road to Airside Retail Park serves a wide range of
heavy goods and other delivery vehicles and adequately meets these needs. There is
no evidence to suggest the gradient poses particular problems for vehicles.

In terms of the issue of land take and the impacts, it is important for the Board to note two
relevant matters that can significantly aid in minimising impacts, namely:

-

RPA is willing to acquire the plot of land severed by the new access road if it is
considered to be not useful to the Observer.
RPA has agreed with Nethercross Holdings, a property owner of lands between the
park & ride and “Céim Dearg”, to acquire a substantive plot originally intended to be
temporarily acquired. RPA has indicated to the Ó Scanaills that that land (the
temporary land take M2A-T4) could be offered to them as part of the overall
compensation or acquisition package.

It is my submission that this could prove to be a viable plot to be acquired by the Ó Scanaill’s
in any settlement at this location which could assist in maintaining a satisfactory holding for
the running of the veterinary practice at “Céim Dearg” and it would prove to be an important
buffer between the park & ride and the Observer landholding.

In seeking then to address specific issues, I note that the applicant has responded in some
detail to these concerns both in written format and at the Oral Hearing. Some of the important
points which merit drawing the Board’s attention include:

Deficiencies in Park & Ride Access

The following is noted:

-

The layout of the proposed park & ride access is in accordance with accepted
standards for a road carrying the expected traffic load.
Traffic analysis has been undertaken for the junction with the Drynam Link Road and
is predicted to operate without undue congestion.
The use of the access road to the rear of the Airside retail units does not pose any
safety or operational problems.

I note the Observers’ concerns in relation to the access off Drynam Road. The road itself has
the carrying capacity to accommodate the traffic to be generated. The access road off it is
established and accommodates the servicing of the retail park. Safe access arrangements off
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this road are proposed and the design of the existing access road can accommodate the
proposed development. I do not anticipate that the generation of car traffic off and onto the
Drynam Road associated with the park & ride facility should pose a greater traffic hazard due
to the Drynam Road alignment when compared with its existing use.

At the Oral Hearing, RPA clarified that the Metro North Traffic Model was developed in
2006 and that the forecasts underpinning the future years (2011) in terms of growth are likely
to be overestimated given the deterioration of the economy and its impact on traffic levels.
This is a reasonable determination.

Impact on Property

In terms of the impact of the access road on the Observer property, I note that RPA has
presented three alternative layouts through the land that could be accommodated within the
land take. Evidently, there is one preferred routing shown in the application drawings. The
two others provide for a compressed access road that lessens the land take and a curved
access road that lessens the amount of severed land. This degree of flexibility, while limited
to within the land take, allows consideration of alternative routing that may minimise
potential impacts on the Observer property. The latter option, while removing the proposed
roundabout at the junction with the existing access road and bringing the access and road
cutting closer to the residential property, reduces the amount of land severed for the
functioning of the veterinary practice. If the remaining severed land was acquired by RPA
and the Nethercross Holdings plot was acquired by the Observers, the overall holding for the
veterinary practice would appear to improve materially and would remain as a unified plot. In
terms of the impact on the lands regarded as important to the functioning of the veterinary
practice, this option would significantly minimise the overall adverse impacts in land take
terms. The new cutting would be brought closer to the formal grounds of the house but this
would be a marginal change. The acquisition of the severed land would also remove the need
to provide suitable access for the landowner off the new road to gain access to the leftover
lands.

I note that the new access road off the service road would be provided in a cutting. This
would have significant beneficial consequences for minimising noise, disturbance and
nuisance impacts. The cutting will also improve the circumstances for the “Céim Dearg”
occupants by functioning as an important screen. It is not intended to provide footpaths along
the new access road and this should assist also in minimising pedestrian use. I note that
pedestrian access to the stop is adequately provided for at grade and via a pedestrian bridge
over the R132.
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Use of the Land adjacent to the Ó Scanaill Property

I accept that RPA has a corporate governance duty to protect the value of any assets it
acquires. Thus, the provision of a negative covenant would not appropriate. I note the lands in
question are zoned for industrial and employment uses. Similarly, I do not consider that the
leasing of the lands and ultimate control of the use of the access road being in the control of
the Observer would be either appropriate or feasible in the interest of ensuring the
maintenance of the access to the park & ride. Furthermore, I note that the proposal by the
applicant seeking to allow for a transfer of the bulk of adjoining lands to the Observer would
greatly assist in allaying the concerns about the future use of these lands.

Alternatives to the Proposed Metro Route

In considering alternatives to the applicant’s proposal, I consider each introduces concerns as
each would entail deviating from the land take presently proposed. Recommending such
alternatives to the Board without detailed assessment of the environmental impacts arising
from these options could not reasonably be done in the first instance. In addition, a clear
understanding of the consequences for the overall routing of the scheme arising from such
options is unknown at present.

Specifically, I submit that routing Metro North through Airside Business and Retail Park
would be likely to have consequential impacts on businesses at this location, notably at
construction stage. There is no understanding of where the stop and park and ride would be
sited and the effects of the design changes.

Siting the park & ride on the west side of the R132 would not best serve the commuters it is
intended to serve who primarily come from an eastern direction. Also, where this would be
sited and how access would be gained is unknown. Access from the R132 could also prove a
traffic hazard in the vicinity of Pinnock Hill Roundabout.

I have previously alluded to the provision of access to a park & ride located on the east side
of the R132 from Pinnock Hill Roundabout and the likely traffic hazard arising from such an
access.
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With regard to realigning the proposed access road through the Observers’ land and
achieving a sharper gradient to reduce the land take, the applicant has proposed two routing
alternatives which seek to minimise the land take and the applicant has offered to acquire
severed land. These alternatives provide for steepening of the access road side slopes and a
curved access road to lessen land take impacts.

Miscellaneous Issues

I note that the works in the vicinity of “Céim Dearg” will take place over a period of
approximately two years and will be in stages. The area of the park & ride will act as the
main works compound for all construction work in the area, including the cut and cover
works to the south of Fosterstown Stop. Initially access will be from the R132 and then via
the new park & ride access road.

The main pedestrian accesses to the Stop are from the R132 and the Airside Retail Park. No
pedestrian access is provided for along the new access road. Security, CCTV, and other
measures will also aid in minimising adverse impact arising from anti-social behaviour and
disturbance from use of the park & ride.

In conclusion, I acknowledge that there will be adverse impacts arising for the “Céim Dearg”
property with the development of the Fosterstown Stop and Park & Ride facility. The
applicant’s design has done much to minimise impacts with the alternative routing of the new
access road, the placing of the road in cutting, and limiting pedestrian access from the R132
and Airside Retail Park. The proposal to acquire severed lands and the offer of lands now
going to be permanently acquired from Nethercross Holdings are proposals that will
substantively improve the operational circumstances of the veterinary practice, in my
opinion. The applicant’s further information response also details an extensive schedule of
mitigation measures to be applied which ultimately aim to minimise adverse environmental
impact on “Céim Dearg”.

Nethercross Holdings Ltd.
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The observer’s property is located south east of Pinnock Hill Roundabout, Swords at the
location of the Fosterstown park & ride facility. Permanent land take refs. M2A-A5 and
M2A-A6 and temporary land take refs. M2A-T4, M2A-T7, and M2A-T9 relate to this
holding. It is intended to compulsorily acquire only part of the property and it is submitted
that this renders the remaining portion unviable. It is requested that the whole of the property
be incorporated into the CPO.

In the applicant’s written response to this observation, by letter dated 22nd January, 2009,
RPA submitted that, in the event of the Railway Order being granted, it agrees to acquire the
entire holding of the Observer.

It is evident that this response has met with the Observer’s request. There are no significant
environmental impacts arising from the proposed acquisition of the remainder of the
Observer’s landholding at this location. Originally intended to be temporarily acquired, the
remainder of the lands are located around the perimeter of the overall holding. The permanent
acquisition of the lands associated with the temporary land take M2A-T4 immediately adjoins
the Ó Scanaill holding and it is apparent that this could prove to be a viable plot to be
acquired by the Ó Scanaill’s in any settlement at this location, as suggested by the applicant,
which could assist in maintaining a satisfactory holding for the running of the veterinary
practice at “Céim Dearg”.

David Daly

The observer, with a landholding proposed to be acquired as part of the southern end of the
park and ride facility at Airside Retail Park (permanent land take ref. M2A-A8; temporary
land take ref. M2A-T10), requests an additional 717m2 be also acquired as it would be
incapable of use following severance.

In the applicant’s written response to this observation, by letter dated 16th January, 2009,
RPA submitted that, in the event of the Railway Order being granted, it agrees to acquire the
entire holding of the Observer.
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It is evident that this response has met with the Observer’s request. There are no significant
environmental impacts arising from the proposed acquisition of the remainder of the
Observer’s landholding at this location.

Irish Property Unit Trust & Irish Life Investment Managers

The observers, who are joint owners of Phase 1 of Airside Retail Park, own a narrow strip
proposed to be temporarily acquired south of the Fosterstown Stop (Ref. M2A-T11). While
supporting the proposal, the Observers request the Board to attach conditions to the railway
order that ensures temporary works will not inhibit traffic movements to and from a service
yard of the retail park throughout the construction period, and that requires that the mitigation
measure set out in the EIS which ensures the access road to the retail park remains open
through the construction period is implemented. It is further requested that the observers are
consulted prior to planting of screening in order to ensure views of the retail park from the
R132 are not adversely impacted on.

The applicant’s written response to this observation was by letter dated 22nd December, 2008.
RPA confirmed that the temporary works at this location will not prevent traffic movements
to and from the service yard through the construction period, though the road will also be
used by construction vehicles and plant. It was also confirmed that pedestrian and vehicular
access through the retail park junction with the R132 will be maintained during construction,
though there will be local traffic lane diversions as the cut and cover tunnel in the vicinity is
built. It was further noted the proposed landscaping along the R132 will consist of low
understorey trees and shrubs similar to those existing in the area.

Having regard to the written response of RPA, I am satisfied that each of the Observers’
concerns will be met. While there will be some traffic diversions, with a project of this nature
and scale this is to be anticipated. Access, however, maintained to the retail centre and the
proposed landscaping will not undermine the visibility of the retail centre.

FOSTERSTOWN UNDERPASS
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Fosterstown underpass is designed to allow Metro to cross under the R132 from its east side
adjoining the junction with Nevinstown Lane to the west side of the road just behind roadside
development. It takes the form of a twin box structure with dividing wall, secant pile side
walls and retained cut on the approaches. It has a length of 211.5m (450m including ramp
retaining walls) and has a width of 13m. It will take approximately 15 months to construct.

One observation was submitted by Joseph and Juliana Boland in relation to the proposed
development at this location. The observers, residing in Nevinstown, have properties
potentially subject to temporary possession and permanent acquisition. The observers’
business property, a crash recovery service and second hand vehicle parts outlet, is located on
the west side of the R132 and would be affected by the construction of the portal to the R132
underpass – Refs. M2B-A10 (permanent) and M2B-T10 (temporary) apply. This would
include the acquisition of part of a shed/workshop structure. Concerns relate to access, health
and safety, the need for confirmation of the extent of temporary possession and land
acquisition, building disruption arising from partial demolition, security, and viability of the
business operation. Their residential property is located on the east side of the R132. The
house was originally a set of semi-detached cottages, with accesses maintained along the road
frontage. Refs. M2B-A4 (permanent) and M2B-T4 (temporary) apply to this holding. The
permanent acquisition relates to a front corner section of the garden. The concerns relate to
general access to the property by Metro workers, impact on light by the works, disruptions to
utilities, impacts on the garden, access, and noise.

Following the applicant’s further information submission, the observers repeated concerns
about the impact of the works on their business and the need to be accommodated. Concerns
were also raised about the effects of the works on the business’ environmental test results that
are required for noise, dust levels and water. Furthermore, adverse impacts by way of noise
and vibration on their property due to proximity and the siting of the cut and cover section
immediately to the front of their property were stressed, as were concerns about security,
retention of access, and impacts on natural habitats.

The applicant’s written response to the initial written observation was by letter dated 16th
December, 2008. A response to the second submission was given at the Oral Hearing.

At the Oral Hearing, the Observer reiterated the concerns raised in the written submissions.
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In considering the issues raised by the Observer in the written and oral submissions, I note
the following:

The Business Premises

-

-

-

Access will not be prohibited to the premises. Traffic management measures are to be
put in place to divert traffic around the works as the underpass is being built.
RPA are ultimately responsible for maintaining the boundary wall that will separate
the business premises from the Metro.
RPA are limited to compulsorily acquiring the lands that are referenced. Limits of
deviation can only be exercised within the acquired land unless additional land is
acquired by agreement. The extent of deviation provided for cannot be exceeded.
It appears that the Observers have not yet fully teased out with the applicant the extent
of appropriate actions to be taken in relation to the building on the site that is intended
to be partially acquired. The applicant is willing to discuss the details of the actions
with the Observers.
The Metro works site is to be securely hoarded and there will not be any open access
to the rear of the Observers’ premises.
There is a small amount of land being acquired from this business premises in one
corner at the rear of the site, approximately 328 square metres. It cannot reasonably be
concluded, based on the Observers’ submissions, that the viability of the business will
be undermined by this acquisition.

The Residential Property

-

-

-

-

-

The portion of the property being temporarily acquired will be securely hoarded from
the rest of the property. Metro employees and contractors will not have access to the
remainder of the residential property.
The RPA has no intention to build any permanent or temporary structures over public
roads in the vicinity of the Observers’ property, other than structures shown on the
plans.
RPA do not anticipate that there will be any disruption to utilities as a result of the
construction works.
Mitigation to be applied includes reinstatement planting wherever trees and vegetation
are lost as a result of the construction works. RPA is satisfied to meet with the
Observers to discuss reinstatement plans for their garden. A visual inspection of the
vegetation at this location has been completed.
The EIS predicts there will be no significant impact on birds or aquatic fauna in the
area during construction. Mitigation measures are set out in the EIS in relation to
protecting flora and fauna and RPA are to apply the appropriate measures at this
location.
The total area of the garden being permanently or temporarily acquired represents less
than 7% of the area of the property.
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-

-

The surface of the property will be reinstated following completion of the works and
access to the garden would be available after the completion of these works. The
second entrance to the property would also be available after the completion of the
works. The other vehicular access to this residence will be maintained throughout the
works.
The EIS proposes limits on night time noise to ensure significant impacts on residents
at night are minimised.
The EIS predicts that the magnitude of operational noise at this location will be low.
The EIS predicts that residual impacts from vibration would be at insignificant levels
from the construction works and no residual impacts are predicted at the operational
phase.

At the Oral Hearing, RPA effectively confirmed the above in its submissions. The Observers
were assured about RPA’s commitment to reinstating the garden area. RPA detailed the
extent of land take and clarified matters for the Observers’ understanding in relation to the
acquisition and legal title of the property. The operation of the business premises in terms of
being able to communicate on the site during the works, effects on alarm systems, etc. were
discussed and RPA confirmed that these operations would not be undermined by the
activities proposed to be undertaken. Dust mitigation measures were explained and provision
of hoarding to screen the development was also detailed. It was further clarified that the
extent of road works to be undertaken were those shown in the Railway Order drawings and
there were no additional works to be undertaken over and above this. In relation to noise
impacts, it was noted from the EIS that without mitigation, construction of the Fosterstown
underpass would result in noise impacts up to 18 dB above the assessment criteria and residual
noise impacts of 8 dB above the assessment criteria predicted at the junction further south,
which is a high impact. It was acknowledged that there would be a requirement for further
mitigation and that would be in the form of acoustic panelling on the barriers or any other
accommodation that the contractor might wish to come to with the local residents in the area.

Having regard to these observations and measures to be employed by RPA, it is my
submission that there will not be significant long-term adverse environmental impacts on
these properties. I acknowledge that there will be some degree of nuisance and disturbance
arising from the construction of the project, which one would anticipate with the nature of the
construction at this location. Traffic diversion and noise impacts are the most notable for this
location. However, the construction period is short term, the works effects will dissipate as
the works progress, and, thus, overall any significant adverse works impacts should be short
term.

Finally, an important offer from RPA came out of detailed discussions at the Oral Hearing in
relation to the Observers’ concerns, which was that RPA were satisfied to include the Boland
property within the Property Owners Protection Scheme. In my opinion, this is to be
welcomed. This Scheme has been developed to accommodate persons living on top of the
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bored tunnels and close to the deep underground stations. Being part of the Scheme should
help allay Observer concerns about addressing structural damage to their property.

Fosterstown Accommodation Bridge, Accommodation Underpass and Culvert

There are a number of structures proposed to be built along the approach to the boundary
with Area MN103. Fosterstown Accommodation Bridge is proposed to carry an existing
access road over the line of the scheme. This road serves as an access to an existing precast
works. It will comprise a new reinforced concrete box, with a length of 8.3m and a width of
10.6m. South of this there will be an agricultural underpass north of the airport boundary to
provide access between fields divided by the proposed scheme. This again comprises a new
reinforced concrete box, with a length of 25m and a width of 5m. A culvert to cross an
existing stream is also proposed in the immediate vicinity.

I note that the Board has received two observations from McComish Ltd. and Shaun
McComish in relation to impacts of the development on their property. The Observers
manufacture concrete products west of the proposed line at Cloghran. They object to the
proposed compulsory purchase of the lands, claiming they are unnecessary and unlawful and
that there are other alternative and suitable lands available. It is also submitted that the
proposal is not in accordance with Development Plan provisions and the proposed
accommodation works are inadequate.

The applicant made a written response to these observations by letter dated 4th February,
2009.

I note for the Board that no oral submission was made to the Oral Hearing by the Observers.

It is my submission that each of the proposed structures is a necessary element of
infrastructure to minimise impacts on landholdings affected by the scheme and to ensure
access is maintained for properties, including to the precast works at Cloghran. The
accommodation bridge will be wide enough to provide for two-way vehicular traffic. RPA
has given an assurance to the Observers that, in the event that additional wider crossings of
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Metro are required in the future, it would not object to these in principle, provided safe
operation of the railway was not compromised and planning permission was obtained.

On the general submissions in relation to the proposed compulsory purchase, alternative
lands and compliance with development plans, the following is noted:

-

-

-

-

The applicant has kept to a minimum width of land take to accommodate the proposed
development. There is no understanding from the Observers of how the land take is
excessive for RPA needs.
The CPO procedures have been applied and are being followed in accordance with
requirements. There is no understanding of how RPA’s approach is either unlawful or
unnecessary.
The alternative routing of the line has been considered in the EIS and throughout the
planning application process to date. The Observers have offered no opinion on these
considerations nor have they demonstrated any alternative routing for consideration.
Fingal County Development Plan has made provisions which seek to accommodate
the development as currently proposed. It has not been demonstrated by the Observers
how the proposal fails to comply with the provisions of this Plan.

Miscellaneous Issues relating to Area MN102

Fingal County Council / RPA Agreement

The relevant details of the agreement relating to Area MN102 have been outlined in previous
sections of this assessment. Adhering to the content of these elements of the agreement is
merited.

Submissions from Prescribed Bodies

Dublin Bus was the only prescribed body to make particular references to impacts of the
development within Area MN102. Concern was expressed about the loss of bus lanes on the
R132 during construction works. Mr. Derry O’Leary for Dublin Bus noted that minimising
impacts on bus operations should be a requirement of the Scheme Traffic Management Plan,
and not just an objective.
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Closure of bus lanes along the length of the construction works along the R132 will
undoubtedly have some impact on bus reliability in the general area. Road diversions to
accommodate roadside and on-road development will also increase congestion on the
approaches to Swords. RPA, however, intend to maintain two lanes of traffic along both sides
of the R132. I acknowledge that Dublin Bus request that existing bus lanes on the R132 be
retained to resolve its concerns. I note the view of the Board’s Transportation Consultant that
a reduction in capacity for general traffic would be likely to cause significant traffic flow
increases in the surrounding network. Mr. Wallace also noted that that Fingal County Council
noted the R132 bus lanes are used by only one bus service which gained little benefit on the
approaches to Malahide Road and Pinnock Hill Roundabouts. It was concluded that the
maintenance of two lanes for general traffic during the construction phase is the most
appropriate layout for the R132, as is proposed in the STMP. This conclusion appears
reasonable, given the potential adverse impacts on general traffic arising from retaining such
bus lanes.

I note the bus-related provisions at the operational stage of Metro. The provisions will be
enhanced, bus lanes will be provided on both sides of the R132 and stops will be provided on
both sides of the R132 in the vicinity of the Fosterstown Stop. General traffic will be reduced
due to modal transfer to Metro and this will improve reliability and journey times through
this area for Dublin Bus.

Effects on Public Roads

As alluded to above, two general traffic lanes in each direction along the R132 is intended to
operate during the construction of Metro in this area. The north and south bound bus lanes
will be removed. The Airside R132 road junction will be temporarily reduced. This will
require localised diversion for right turning traffic exiting the retail park. The road changes
also have consequential impacts for pedestrians and cyclists.

Traffic concerns have been raised by the Observers Maureen Ó Scanaill, Irish Property Unit
Trust and Irish Life Investment Managers, and Joseph and Juliana Boland. An assessment of
these concerns has been undertaken in previous sections of this report.
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5.3.3

AREA MN103 – DUBLIN AIRPORT

The range of issues for consideration applicable to Area MN103 includes:

•
•
•

The Route Alignment
Tunnelling
The Airport Stop

The Route Alignment

The alignment enters two bored tunnels to the north of Dublin Airport – one for northbound
and one for southbound Metro services. A tunnel portal and ventilation building is located at
this point. There are two emergency tunnel exhaust vents provided here. The alignment
traverses the airport underground in a southerly direction and passes under Collinstown Lane
(Airport South Perimeter Road). This marks the end of Area MN103. The Airport Stop is an
underground stop located along the tunnelled section close to the existing airport terminal and
its new second terminal at the airport’s Ground Transportation Centre.

The routing of the alignment within this area is seen to cause no particular adverse
environmental impacts. This first section of Metro North’s tunnelling traverses Dublin
Airport lands and the landowner has raised no concerns about the proposed routing. I note for
the Board that no details of the agreement between Fingal County Council and RPA apply to
this section of the route. In addition, I note that there are no significant traffic impacts
associated with the construction and operational phases in Area MN103. A routing for
construction vehicles accessing the proposed Airport Stop has been agreed with Dublin
Airport Authority. The routes will be separate from normal airport traffic.

Tunnelling

The TBM is to be launched and serviced from a tunnelling worksite located at Dardistown
within Area MN104 to the south of the airport. A single TBM is proposed to be used for the
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tunnels at this location. The TBM will be driven in a northerly direction. After one tunnel is
complete from the southern drive the TBM will be dismantled and returned to the southern
portal, it will be reconstructed and then the second tunnel will be driven. The tunnels will
take between two and three years to construct.

Once again there have been no objections or concerns raised in relation to the tunnelling
proposed through this area.

Airport Stop

Airport Stop is proposed to provide easy access to the existing airport terminal and Terminal
2. It forms part of the airport’s Ground Transportation Centre.

The Airport Stop is an underground stop with a 14m wide island platform located east of the
existing multi-storey car park and the terminal buildings. It will be accessed from the
airport’s Ground Transportation Centre. Piled walls will be installed down to rock level
around the perimeter of the stop box. The ground within the box will be excavated in stages.
The Stop will take between two and three years to complete.

One observation was received from within Area MN103 and this came from Dublin Airport
Authority. This written observation from this prescribed body offered its full support for the
project. In a reply to the applicant’s further information response, the Authority requested
RPA work with the Irish Aviation Authority to ensure there is no electromagnetic
interference that would impede the safe and effective operation of the Airport. It was also
requested that risks associated with excessive lighting be discussed with DAA and the IAA
prior to commissioning of the lighting. The Authority further submitted that it will work with
RPA to ensure that disruption to road users in the vicinity of the Airport is kept to a
minimum.

At the Oral Hearing, Dublin Airport Authority submitted that it views Metro North as an
absolutely essential element in the airport mobility management strategy. It was stated that the
Authority has worked with the RPA since 2005 to determine the best alignment through the
Airport lands that serves both the RPA and the Dublin Airport Authority and that will
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safeguard Terminal 1, the new terminal and other buildings against potential vibration and
settlement. It was submitted that the proposal safeguards an integrated Ground Transportation
Centre in the central area of the Airport. The station box location is seen to have been optimised
to serve both Terminal 1 and Terminal 2.

Having regard to the position of the Airport Authority, it is reasonable to conclude that
significant agreement has been reached with RPA in relation to the development of the
underground stop. The siting and access arrangements appear satisfactory to meet both RPA
and the Authority’s needs and, critically, the proposal is integrated with the Ground
Transportation Centre, maximizing accessibility. I note from my questioning of the Authority
at the Oral Hearing that it is not amenable to having its lands compulsorily acquired and is
seeking to reach agreement with RPA. However, I am satisfied to conclude that the proposal
is agreed upon in principle and in much of the detail. It will ultimately achieve an essential
link between the airport and Dublin city centre, culminating in a degree of connectivity which
allows the airport to keep apace with many of Europe’s main airports.

5.3.4

AREA MN104 – DUBLIN AIRPORT SOUTH PORTAL TO SANTRY AVENUE

There is a wide range of issues for consideration that are applicable to Area MN103. These
include:

•
•
•
•
•
•

The Route Alignment
The Stops in Area MN104
The Depot Siting Alternative
Other Structures
Area Observations
Miscellaneous Issues relating to Area MN104, including Fingal County Council /
RPA Agreement, Submissions from Prescribed Bodies, and Effects on Public Roads.

The Route Alignment

South of Collinstown Lane the alignment emerges from the tunnel and rises to surface level.
The airport south portal and ventilation building is located at this point. The alignment turns
south-west to cross agricultural lands on the way towards the M50. Dardistown Stop is
located in this agricultural area. A park & ride facility with 300 surface parking spaces is
proposed immediately to the north of this stop. Space is being provided at the stop for a
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future link to the proposed Metro West line. A 110kV substation is also being located in this
area. Further south the alignment crosses the M50 and the Old Ballymun Road on bridges.
South of these bridges the alignment passes over the culverted Santry River and descends to
surface level at the Northwood Stop located near Santry Lodge. After this stop the alignment
descends into a cut and cover tunnel along the R108, Ballymun Road. The tunnel passes
under Santry Avenue and this marks the end of Area MN104. This is the boundary between
the administrative areas of Fingal County Council and Dublin City Council.

North of the M50 the route traverses primarily agricultural lands. The important issues
relating to this section of the routing relate to facilitating the future link with Metro West,
facilitating the development of the Metropark lands which are earmarked for development,
and accommodating existing development. South of the M50 the principal issues, prior to the
routing going into cut and cover, relate to the siting of the Northwood Stop and
accommodating existing development.

My immediate considerations on the routing are that the proposed development adequately
provides for the tie-in of Metro West at Dardistown. There is no particular landowner or
public concern with this tie-in location. I also consider that the development is designed to be
flexible to accommodate the future development of the Metropark lands. It is not possible to
be definitive in terms of accommodating connectivity, certainly until a Local Area Plan is
prepared and, indeed, until specific development proposals are somewhat conceptualised. The
applicant can only reasonably accommodate existing access and make allowances for the
potential to cross the alignment by new development. I note also that the applicant has
designed the scheme to accommodate access to existing development in the vicinity.
Extensive considerations were offered at the Oral Hearing on accommodating proposed and
existing development north of the M50 and these will be addressed in detail later. Regarding
the development south of the M50, detailed provisions have been made by RPA to ensure
access is maintained at the construction and operational phases for a range of commercial and
other activities. Again these were addressed in some detail at the Hearing and will be
discussed in detail later in this assessment. The question of the siting of the Northwood Stop
requires some consideration also to determine if its location best serves the catchment it is
intended to serve.

THE STOPS IN AREA MN104
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Dardistown Stop and Park & Ride

Dardistown Stop is located south of Dublin Airport on lands earmarked for new development.
The associated park & ride facility is intended to allow for transfer from car to metro from
the M50 and the Swords Road.

Dardistown Stop is an at-grade stop with a 17.7m wide island platform and 3.5m side
platform located approximately 300m north of the M50 in the proposed Metropark
development area. It lies immediately outside of the airport outer safety zone. Platform and
track layouts provide for a future operational link to Metro West. The stop is accessed at
grade. A bus stop, bus set down area, car set down area, and bicycle parking is provided.

There is an associated park & ride facility to the north of the Stop, which comprises a 300
space surface car park, constituting a ‘local’ park & ride facility. This facility is located just
inside the airport outer safety zone. The park & ride is accessed from an upgraded
Ballystruan Lane which proceeds northwards to Collinstown Lane (Airport Southern
Perimeter Road). Ballystruan Lane is to be realigned and widened and will provide for two
lanes of traffic and combined footpath and cycleway. A 110kV substation will be located
immediately to the west of the park & ride facility.

Agreement 11 of the overall agreement between RPA and Fingal County Council applies to
the development of the Dardistown Stop. This focuses on minimising severance for land
users and facilitating additional future crossings. While I note that RPA proposes to maintain
all existing connections across the proposed alignment, it is my submission that the element
of this agreement relating to facilitating additional future crossings is obviously important to
ensure the optimum development of the MetroPark lands. However, at this stage of planning
for these lands, it is not possible to be definitive about future crossings.

With regard to the associated park & ride facility, I note that the justification for its siting in
Metropark lands is provided for in the “Rail Park & Ride Strategy for the Greater Dublin
Area”. I note again that this is a strategy that has never been formally adopted and that the
strategy was prepared before the preferred route of Metro North was finalised. However, it is
the most comprehensive and up-to-date strategy undertaken, it clearly provided for the
linking of these facilities with the Metro North development, and the strategy, importantly,
specifically identifies a 300 space local park & ride facility south of Collinstown Lane in the
Metropark lands. Having regard to these observations, it is my opinion that it is reasonable to

__________________________________________________________________________________
PL.06F.NA0003
An Bord Pleanala
Page 397 of 690

conclude that the siting of a park & ride facility at this location must be acceptable in
principle.

The Board sought further information on this park & ride facility in relation to the planning
and transportation rationale for the selection of this site, having regard to the attraction of
commuters, to vehicular route accessibility and to the undeveloped nature of the Dardistown
Stop site area.

It was clarified that the purpose of the facility is to provide access to Metro North to those
living in existing dispersed local development to the east and west of Dardistown. This
included the following areas:

-

North Finglas and North West Ballymun, including Lanesborough and Poppintree
areas
Meakestown
St. Margarets
North Santry, including Turnapin and Northwood
Clonshaugh and Darndale
Commuters on the N2, coming from Kilshane, Ashbourne and towns further north.

It is also expected that Dardistown park & ride would serve future development areas along
the northern fringe such as Dubber and Sillogue to the west of the alignment and would also
serve the Metro West line. The applicant also has noted that the park & ride will play a key
role in reducing the number of cars entering the city on key event days due to its easy
accessibility from the M50, such as for events in Croke Park. The applicant has further noted
that the Rail Park & Ride Strategy has highlighted that the usage of this park & ride facility is
dependent on suitable road accesses from the N2 area. It is accepted that attracting traffic
from the N2 is crucial to the success of the facility and has great benefit in removing car
journeys from within the M50 cordon. It is intended to use variable message signs on the
M2/N2 and M50 indicating route and space availability to help attract such traffic.

I note that RPA predict that a 300 space park & ride at Dardistown would be very lightly
utilised in an average morning peak hour initially and that, with the introduction of Metro
West and future build out of the area, it would become better utilised.

With regard to vehicular route accessibility, it was clarified that the facility would be
accessed from the Airport Perimeter Road and from the M50 via the R108. It is noted that the
route from the M2/M50 junction to the park & ride would take less than 5 minutes and RPA
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submit that the Transport Impact Assessment has demonstrated its use will not add unduly to
congestion on the road network. The following are the identified routes for each of the
anticipated catchments:

Catchment

Vehicular Access Route

North Finglas and North West Ballymun,

R122 – Airport Southern Perimeter Road

including Lanesborough and Poppintree

Meakestown

R122 – Airport Southern Perimeter Road

St. Margarets

R122 – Airport Southern Perimeter Road

North Santry, including Turnapin and Northwood

R132 – Airport Southern Perimeter Road

Clonshaugh and Darndale

R32 – M50 – R108 – Airport Southern
Perimeter Road

Commuters on the N2, coming from Kilshane,

N2 (M2) – M50 – R108 – Airport
Southern

Ashbourne and towns further north

Perimeter Road

It is my submission to the Board that an important question needs to be addressed which
relates to the timing of the development of the Dardistown Stop and the park & ride facility,
and, indeed, to the function and scale of the park & ride. I accept the rationale for the
development of a stop and park & ride in principle. However, timing is important and the best
development approach must be pursued. It could reasonably be argued, given the
development’s remote siting and the undeveloped nature of the lands at this location and in
the vicinity, that provisional arrangements only are made at the initial stages of the
development of Metro North. I note the development status of the MetroPark lands. The
MetroPark lands, although principally in agricultural use, are mainly zoned in the current
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Fingal County Development Plan “to facilitate opportunities for science and technology
based employment and associated and complimentary uses in a high quality environment in
accordance with an approved local area plan.” I note for the Board, however, that no LAP has
been prepared for these lands and the process of undertaking the preparation of an LAP has
not commenced. Having regard to these observations, I submit that there is a strong
possibility that there will not be significant development of these lands, certainly in the short
to medium term.

Another important point is that the ‘local’ commuters whom the stop and ‘local’ park & ride
is intended to facilitate will be travelling some distances and in some instances circuitous
routes to get to the stop. I am not convinced that the case for determining that there will be a
substantive draw of drivers from places such as North Finglas, Northwood, Santry,
Clonshaugh and Darndale has been proven. Neither has it been shown that the scale of
development existing in places such as Meakestown and St. Margarets would likely draw a
lot of commuters to the park & ride. Ultimately, they may not be drawn to the new light rail
system, with other public transport options being available in their areas, if the choice of a
public transport option is made to gain access to the city. I would suggest that providing bus
links to areas within the light rail corridor and the application of an integrated ticketing
system to allow for a shift from road to rail is likely to produce more patronage from these
areas than commuters driving cars out of the suburban village areas and for many over the
M50 to a park & ride.

A significant point to be made is that the difficulty with developing the stop and park & ride
at this time is that the park and ride could potentially function as a ‘strategic’ park and ride
facility, given its accessibility to the major road network in the vicinity. It can and is intended
to serve commuters coming off the N2 and could evidently attract significant numbers of
commuters off the M50. This facility would then ultimately function as a ‘strategic’ park &
ride in my opinion (albeit that its size is limited) and would not serve any ‘local’ need. This is
not necessarily undesirable as the outcome would inevitably be to lessen the commuter car
traffic into the city centre and, thus, to ease city congestion. The applicant notes that
attracting traffic from the N2 is crucial to the success of the facility and further notes it has
great benefit in removing car journeys from within the M50 cordon. Variable message signs
on the M2/N2 and M50 are proposed to attract traffic from these routes. It is my view that
there could be a significant demand for this facility from these main roads in the short to
medium term as MetroPark and the wider area remains undeveloped. In this context, it is my
opinion that the facility complies more with the definition of a ‘strategic’ facility as it
intercepts traffic from major roads rather than serving local needs.

The conclusion drawn by the applicant in its further information response offers an important
alternative. It is stated:
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“Prior to the build out of the Dardistown area, the case for Dardistown Park & Ride is
dependent on attracting commuters from a widely dispersed catchment and particularly from
commuters using the N2/M2 and the M50. Pending this build out, a smaller facility could be
developed.”

The applicant is clearly suggesting that a smaller facility could initially be built until such
time as Metropark is significantly developed.

Another issue relating to the park & ride is that it has the potential to become a car park for
those using the airport while there is little local demand for its service due to lack of
development in the catchment. Pricing policy controls may curb this potential use. However,
if the stop was to procede on the basis of the MetroPark lands being earmarked for
development, then to aid in the minimisation of such use the phasing in of the car park could
be introduced, along with the pricing controls, to reduce the attractiveness of airport users.

In terms of the efficiency of constructing the overall development, it is my submission that it
is best that the choice is made either to develop the whole of the development at this location
in the first instance or to treat it as a provisional stop and park & ride to be developed in the
same way as Lissenhall, i.e. that a trigger mechanism is applied relating to a specific number
of residential units provided on MetroPark lands in the future. I do not foresee that this
approach would in any way undermine the developability of Metro West as its development
could also trigger the immediate construction of the stop and park & ride if it had not already
been developed.

Obviously constructing the total development in the first instance could maximise the use of
the car park by attracting commuters off the M50. The pricing policy would have to be
designed to effectively eliminate overnight and long stay airport visitors to maximise its
appropriate usage. While understanding the remote location of this stop and park & ride as it
presently exists, I am of the view that, despite it having no true existing catchment other than
from the M50, this attraction can make it a viable proposition from the outset and ultimately
it will assist in reducing commuter traffic into the city. Such patronage cannot hope to be
attracted by other stops in the vicinity without park & ride provision.

Observations
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I now propose to seek to address the concerns raised by Observers in Area MN104 who have
raised particular concerns about the impact of the scheme along the section of the alignment
north of the M50.

The Byrne Family

The observers own a parcel of land known as MetroPark, bounded by the M50, the Southern
Airport Perimeter Road, Naul Road and the Santry Road. The initial written observation
focuses on internal connectivity within the lands being significantly compromised by the
proposal, providing for only one low capacity vehicular access and crossing from the local
road network to the major development area, with no provision for station access to the major
development area, and, due to inappropriate station design, severing of potential access to the
station from the major development area to the south. The observer included
recommendations to amend the Draft Order.

Significant time was given over to the concerns of the Observer at the Oral Hearing.
However, as a result of the time spent the applicant and RPA came to an agreement which I
consider delivers an appropriate response to meet with the needs of RPA and the
development of Metropark lands in the future. The concerns raised at the outset related
primarily to gaining appropriate provisions for future access to the Dardistown station and the
development of suitable crossings. A further issue raised was in relation to an agreement that
RPA had been reached with Hainvale Ltd. and Irish Processors Ltd. on access. This issue will
be discussed following the considerations on the MetroPark lands.

In support of their argument in relation to how the scheme should be developed relative to
MetroPark lands, substantive submissions were received from consultants on behalf of the
Observer on:

-

the planning implications of the draft Railway Order for the Observer in the context of
national, regional, local and emerging planning policy;
realigned existing and additional proposed crossings (three in total and referred to as
Crossings A, C, and E)) and the provision of a southern platform at Dardistown;
the provision of services and utilities to the MetroPark lands, including the relocation
of the 110kV substation within the landholding; and
the economic benefits resulting from the development of MetroPark.
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Agreement was reached between the parties on the concerns and took the form of 8 no. draft
conditions requested to be attached with the Railway Order. The Observer undertook and
submitted an environmental impact assessment report on the consequences of the proposed
changes. RPA confirmed that it was satisfied with the assessment undertaken and concluded
that the changes would have slight or neutral environmental effects. RPA noted for the
benefit of the Board that the proposed modifications arising from the agreement all fell within
the Railway Order land take. It was further noted that, at this juncture, there is no permission
being sought for the construction of Crossing C, the northerly crossing. It will be the subject of
a future planning application. I clarified also for the benefit of the Board that Hainvale Ltd.
and Irish Food Processors were supportive of this agreement, subject to the access road
serving their property and a right of way remaining.

The following are the draft conditions requested to be attached:

(i)

The design of the access road, bridge crossing (E) and roundabout from the
R108 to Ballystruan Lane as described in the First Schedule of the Draft
Railway Order under Work No.’s 18 to 27 (inclusive) as indicated on Plan
No.’s MN RO 104 B-C, MN BR 104 B-C and MN RO 104 3-4 shall be
modified as shown by Drawing Numbers ILTP drawing 008 Rev 002 dated 9th
January 2010 and ILTP Drawing 030 Rev 001 dated 13th January 2010 and
Scott Wilson / TJOC drawings S101069_RO_S_004 Rev C dated April 2009
and drawing S101069_RO_S_007 Rev B dated March 2009.
Reason: To facilitate adequate vehicular access to existing and future uses on lands
zoned Objectives ST1 and GI, to negate potential severance effects, and to ensure
the proper operation of Metro North.

(ii)

The RPA shall facilitate the construction of a crossing of the alignment at or
near the location of the existing farm crossing of the Turnapin stream should
planning permission for such a crossing be obtained. The construction of such a
crossing shall not be taken to be at variance with this Railway Order.
Reason: To facilitate adequate vehicular access to existing and future uses on lands
zoned Objectives ST1 and GI, to negate potential severance effects, and to ensure
the proper operation of Metro North.

(iii)

The design of a metro line and metro bridge as described in the First Schedule
of the Draft Railway Order under Work No.’s 28 and 29 and as shown on Plan
No.’s MN RO 104 C-D and MN BR 104 C-D shall be modified as shown by
Drawing Numbers ILTP drawing 008 Rev 002 dated 9th January 2010 and
Scott Wilson / TJOC drawing S101069_RO_S_002 Rev B dated 13th February

__________________________________________________________________________________
PL.06F.NA0003
An Bord Pleanala
Page 403 of 690

2009 and drawing S101069_RO_S_005 Rev B dated March 2009. These
include a two-span under-bridge, crossing A, at the northern end of the metro
bridge that crosses the M50 motorway approximately 240 metres east of the
M50 Ballymun Interchange.
Reason: To facilitate adequate vehicular, pedestrian and cycle links and
permeability through lands zoned Objectives ST1 and GI, to negate potential
severance effects, and to ensure the proper operation of Metro North.
(iv)

The design and layout of a metro stop currently referred to as Dardistown as
described in the First Schedule of the Draft Railway Order under Work No. 18
and as shown on Plan No.’s. MN RO 104 A-B, MN ST 104 A-B1 and MN ST 104
A-B2 shall be modified as shown by ILTP Drawing Number 016A Rev 001 dated
4th January 2010 and ILTP Drawing 030 Rev 001 dated 13th January 2010 to
include a revised 3.5 metre wide southern lateral platform serving the metro
southbound line, as submitted to the oral hearing on 11th day of January 2010.
Unimpeded access shall be provided from this metro stop and the southern
platform to the Byrne family lands.
Reason: To facilitate the proper integration of the future development of the lands
zoned Objectives ST1 and GI with the Dardistown stop, to negate potentially
adverse severance effects, and to ensure the proper operation of Metro North.

(v)

The proposed substation identified in the First Schedule of the Draft Railway
Order under Work No. 13 and as shown on Plan No’s. MN SS 104 A-B may be
relocated to an alternative location if planning permission is obtained for such an
alternative location.
Reason: To mitigate the impact of the proposed development on lands zoned
Objective ST1 and to which an objective is attached to provide for an intensive
employment node, and to ensure the proper operation of Metro North.

(vi)

The Schedule of Utilities contained in Item 2 Appendix D of the RPA's
Response to the Request for Further Information dated 1 October 2009 be
modified to incorporate ducting for such additional utilities crossing necessary
to facilitate the servicing of zoned lands at Dardistown at the general location as
are shown in the report of T.J. O'Connor & Associates submitted to the inquiry,
the precise location to be agreed between the RPA and Hugo Byrne, both
parties acting reasonably.
Reason: To mitigate the impact of the proposed development on lands zoned
Objective ST1 and to which an objective is attached to provide for an intensive
employment node, and to ensure the proper operation of Metro North.
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(vii)

During the temporary occupation there shall be granted to Hugo Byrne, his
heirs and assigns, a Right of Way to pass and to repass by any means and for
any purpose at all times over and across the lands identified as M40-T1 on RPA
Drawing Number MN-P104 O-A along the route identified by green and purple
markings on the ILTP Drawing 020 Rev 001 and the said route shall cross the
alignment of the metro wherever the current crossing of the Turnapin stream is
located. The precise route of such may be varied from time to time by
agreement between the parties, both acting reasonably.

Reason: To ensure adequate access from the Airport Southern Perimeter Road
(Collinstown Lane) to the retained lands.

(viii)

RPA shall provide farm access to Hugo Byrne along the maintenance road
running from the Southern Perimeter Road to his field to the east of the
alignment.

Reason: To provide farm access for Hugo Byrne.

It is my submission to the Board that the proposed changes in these conditions make adequate
provision for the future development of MetroPark lands, meet with RPA’s needs, do not
undermine existing access arrangements for other third parties, and, importantly, do not
culminate in any significant environmental impacts for these lands. On this basis, it is my
view that the changes are reasonable and sustainable.

What is effectively proposed by the conditions is a means of access through an already
proposed embankment on the MetroPark side of the M50. This embankment has always been
part of the Railway Order. In addition, there is a modification of a crossing, referred to as
Crossing E, in the form of a slight realignment of a junction, changing it from a mini
roundabout to a more straightforward traditional type road junction. Thirdly, the platform
provision appropriately serves the MetroPark lands immediately to the south.

I note Condition nos. (ii) and (v). These are conditions which are subject to future planning
applications. It is my opinion, as a result of these requirements, it could reasonably be
decided not to include these conditions. Condition (ii) relates to the facilitation of a new
crossing, Crossing C to the north-east. Condition (v) relates to the relocation of the
substation. Given that there is agreement between RPA and the Byrne family that the
proposals can proceed, if permission is issued, then their omission from the Railway Order
would not appear improper given that they can only be pursued through another approval
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mechanism. Tying these conditions in at this stage when it is not definitively known how
MetroPark lands are to be developed in the future appears to me to be premature at this stage.

I note for the Board that accepting these proposals are provided for in Section 43(2) of the
Planning and Development (Strategic Infrastructure) Act 2006. The Board is permitted to
attach conditions and make modifications that it thinks proper. For clarification again, it is
evident that the proposed changes seeking to be accommodated in the Railway Order are not
very substantive and they do not result in significant adverse environmental impact for those
potentially affected. Furthermore, those potentially affected by these minor modifications are
in agreement with the proposals.

Finally, I note for the Board that Fingal County Council stated at the Oral Hearing that it is
satisfied with the revised access arrangements as agreed between the RPA and the Byrne
family in so far as they will minimise the future disruption to Metro North whenever these
lands are developed in accordance with a Local Area Plan that is to be prepared for the zoned
lands in the wider Dardistown area. Fingal County Council has noted that it will be examining
the detailed development of the MetroPark lands through the preparation of a local area plan
for the lands. As part of this work the Council will be undertaking a detailed land usetransportation assessment of the local and strategic road network in the area. The need for any
additional crossings within the plan lands will also be addressed within an LAP process. It is
my opinion that this reinforces my view that the attachment of condition nos. (ii) and (v) are
not necessary at this early stage of the planning process for these lands.

Irish Food Processors / Hainvale Ltd.

Irish Food Processors is a leaseholder of land off Ballystruan Lane. The land take refs.
applicable to this holding are: M4A-A5, M4A-T4, M4B-A3, M4B-A4, M4B-T4, M4A-A4,
M4A-A5, M4A-A4, and M4A-A2. In the initial written observation to the Board concerns
were raised relating to the impact of the development on its beef processing plant. Reference
was made to a proposed new road, roundabout layout, and relocation of the plant’s entrance
being unacceptable, the need for changes to internal site arrangements, extinguishment of
rights of way, lack of detail on actual construction works, inappropriate siting of a substation
at the Dardistown stop, and the lack of a south facing platform inconveniencing IFP
employees.
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Hainvale Ltd. is a beneficial owner of land located off Ballystruan Lane and aligns itself with
the submission made by Irish Food Processors Ltd. In the initial written observation to the
Board it was argued that the relocation of Ballystruan Lane is unsuitable for the existing
operation on the site and is unsustainable, limiting the lands future development. The
proposed substation at this location was considered too large and inappropriately located and
the singular north facing platform of the Dardistown Stop was seen to have a detrimental
effect on the observer lands to the south of the stop, presenting severance issues.

At the Oral Hearing it was submitted that an agreement had been reached between RPA and
Irish Food Processors / Hainvale Ltd. A copy of the agreement was submitted for the Board’s
consideration. The Observers submitted that the applicant has agreed to carry out certain
works which will accommodate the reconfiguration of the Observers’ land, which is
necessitated by the Railway Order. RPA went through the detail of the agreement and it was
noted that the only physical change to the plans consequent upon the agreement is the removal
of a footpath on the east side of a road from a roundabout down to the entrance into the IFP
plant. It was further noted that the road design in the Order application provides for a road
approximately 7m wide and the removal of a footpath allows for an 8m wide road to meet
with the Observer’s request and puts back in place what was there already. A right of way is
to be maintained to the observer’s property.

While the Byrne family at the Oral Hearing initially opposed the provisions of the agreement
for a number of reasons, including allowing an unlimited right of way and the provision of
new vehicular connection across the Byrne family lands, this opposition was retracted later.

The principal issue in this instance is evidently one of access. The agreement reached
between Hainvale / IFP and RPA applies to a range of issues including:

-

Temporary access being guaranteed during the period of construction works;
Provision of a wider permanent access road and this road to be subject to the findings
of a road safety audit;
Reconfiguration works required to accommodate a new entrance;
The steps which the RPA are going to take in order to accommodate the necessity for
a second entrance;
Works to disturbed areas;
Conditions applying to temporary land takes;
Provision of a right of way;
Facilitation of future rail crossings;
Controls applicable to a works compound, and
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-

Approaches applicable to any future planning applications.

Considering the scheme’s impacts on Hainvale / IFP lands and the agreement reached, it must first be
acknowledged that the proposed development interferes with access to the Observers’ property. A right of way
presently exists. A roadway serves the Observer lands. Alternative arrangements are required. The applicant is
clearly making accommodation for the changes that result from the new scheme, providing a right of way and
making vehicular access arrangements to meet the development’s needs. The current proposal severs access to
the waste water treatment site and Hainvale/IFP requires some form of alternative access that will allow them to
have access to their waste water treatment facility. The agreement provides for an alternative access to that site
along a road that was always proposed to be constructed. Thus, the agreement provides no significant changes to
the Railway Order drawings. The only main issue relates to the widening of a road and this constitutes a very
minor alteration. The provisions allowed for in the existing right of way are only replicated. There are no
adverse environmental impacts arising from these proposed modifications. Importantly, there is now agreement
between Hainvale Ltd. / Irish Food Processors, the Byrne family, and RPA. I consider the minor modifications
to be reasonable, suitable, and sustainable. The implications of the agreement have no adverse consequences for
any other third party.

Whitehall Rangers

The observers’ lands are home to Whitehall Rangers football club and are north of the
proposed Dardistown Stop. The land take refs. applicable to this holding are: M41-A6 and
M4A-A3 (permanent) and MM4A-T5, M4A-T3, and M41-T4 (temporary). Ballystruan Lane
to the west is proposed to be upgraded by realignment and widening as part of the proposed
development. It is submitted that the associated temporary and permanent land take has a
material and significant adverse impact on the continued use and operation of the facilities. A
submission is made on enhanced connectivity around the Dardistown Stop, thus making the
upgrading of Ballystruan Lane unnecessary. Reference is made to the developability of the
lands under emerging planning policy changes for the wider area associated with the metro
development.

At the Oral Hearing, the Observer’s consultant stated that it was not intended to make a
formal submission and the written submission received by the Board remains the position of
the Observer. RPA noted that there had been negotiations between the Agency and Whitehall
Rangers in relation to trying to address their concerns, with those negotiations having reached
a fairly advanced stage. It was stated that it is still hoped RPA will deal with any issues that
the football club has.

In a written response to the observation by letter dated 6th February, 2009, RPA had clarified
that the maintenance of pedestrian and vehicular accesses during the construction phase of
the development is included in the Construction and Maintenance Requirements. It was noted
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the proposal is in accordance with the Fingal County and Dublin City Plans and is supported
by the authorities.

I note the impacts of the proposed development on this football club. These arise from the
upgrading of Ballystruan Lane. The effect of these necessary changes is that there will be a
temporary loss of the eastern football pitch to carry out works to a ditch, a permanent loss of
a part of a training ground to the south of a western pitch to facilitate the road widening and
alignment, and a permanent loss of land that would affect the use of the western football pitch
and training ground, potentially making them unsuitable for their purpose. The upgrading and
realignment of Ballystruan Lane is essential, however, to provide suitable and necessary
access to the Dardistown Stop and park & ride. While acknowledging the impacts will result
in a negative impact on the operations of the club, the works to Ballystruan Lane are
necessary and unavoidable. There is, in my opinion, a potential opportunity for the lands to
be re-organised to accommodate a playing pitch during the construction of Metro and they
may be realised with ongoing discussion between the parties. With the proposed development
reaching operational stage, obviously road and rail accessibility greatly improves for this
Observer. I note also that the Observer has drawn the attention to the Board to the fact that
these lands are currently zoned “to facilitate opportunities for science and technology based
employment and associated and complimentary uses in a high quality environment in
accordance with an approved local area plan.” With the development of Metro North and the
preparation of a local area plan for these and adjoining lands, it is most probable that these
lands could have a new use in the medium term.

Northwood Stop

Northwood Stop is intended to serve the area of North Ballymun, which is zoned for
development.

Northwood Stop is an at-grade stop with an 8m wide island platform located south of the
M50 and east of Ballymun Road. It lies immediately west of the Old Ballymun Road, which
serves a number of commercial properties and a small number of residences, and to the east
of the R108 linking the M50 with Ballymun. The stop is accessed at grade, with a new entry /
exit arrangement off the Old Ballymun Road. There are provisions for bus drop off, car set
down, and bicycle parking.
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Chapter 5, Volume 1 of the EIS deals with alternatives and it is noted that three alternatives
were considered for the Northwood Stop – an at-grade stop east of the R108 (current
proposal), an elevated stop above the central reserve of the R108, and an open cut stop west
of the R108 and closer to the Santry Avenue junction. The elevated stop was rejected as it
was an integral part of an elevated option through Ballymun. The stop to the west of the R108
was rejected because its passenger catchment was seen to overlap with the catchment of the
Ballymun Stop, it would be less accessible because it would be below ground level, it would
cause greater disruption during construction because it involves two additional crossings of
the northbound carriageway of the R108, and because it was more expensive.

Agreement 12 of the overall agreement between RPA and Fingal County Council applies to
the development of the Northwood Stop. This refers to R108 east-west connectivity being
enhanced by way of a future underpass to ensure Ballymun North LAP lands / Balcurris area
has adequate access to the stop and to ensure pedestrian and public access. RPA agree to
make a financial contribution to this future link. It is further agreed that RPA will make a
fixed contribution towards linking the existing footpath and cyclepath network in the Fingal
area and the Council has, in this area, identified improving the Santry River walkway for
pedestrian and cyclist connectivity between the Northwood Stop and Santry Demesne.

The siting and timing of this stop are the principal issues relating to its development. These
issues were discussed at the Oral Hearing.

I propose to seek to address the concerns raised by Observers in Area MN104 who have
raised particular concerns about the impact of the scheme along the section of the alignment
south of the M50. This will allow for detailed considerations of these principal issues.

Cllr. Andrew Montague

The observer made a written submission to the Board which raises concerns with regard to
the siting of the Northwood station, suggesting it should be west of the R108 adjacent to
housing. Other issues raised were the need for noise monitoring during construction and
operation and consequences where limits are breached. The acceptable noise limit of 75 dB
during day-time construction was viewed as too loud.
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The Councillor’s stop location concerns were reiterated at the Oral Hearing. He considered
the stop location to be wrong as it is remote, is beside Tesco's distribution centre where there
are large numbers of HGVs coming and going from that area, is very difficult to access by
public transport in order to get an integrated system, and is very difficult for cyclists and
pedestrians to access. It was noted that if buses, pedestrians and cyclists are heading
northwards to the station they have to cross the dual carriageway and for buses this is out of
their normal route. The location of the station was seen to be very close to the M50, resulting
in a large part of the catchment area being sterilised by this road. It was submitted that, in
order for this location to work, RPA has indicated an underpass will be needed so that people
coming from the west side of Ballymun Road can access the station and it was stated that
RPA has indicated they are willing to make a financial contribution towards it. This was seen
as showing an acceptance that the station is in the wrong location. An underpass was
regarded as a very unsatisfactory fix. It was stated that, if the station is to be located where
proposed, the underpass will be required and that a condition is necessary requiring the
underpass be provided as the Railway Order does not provide for it. It was further suggested
that the placing of the station where proposed would result in loss of developable land due to
the necessary underpass reducing the land area. The moving of the station to the west side of
the Ballymun Road was favoured. It was noted that at that location the land is owned by the
City Council (Ballymun Regeneration) and is undeveloped. It was submitted that there is a
strong case for this public investment by Government to have the benefit of using publicly
owned land. The other advantages seen with this option were stated to be that it is on the
main Ballymun Road and not out of the way, an underpass would not be required, there
would be no diversion of bus routes, the station location would be further south and away
from the M50, and it would be closer to housing and would attract people from Popintree and
Santry Cross.

In response to this submission, RPA submitted whether the stop is on the east or the west side
of the R108, the people on the other side of the road are going to find it difficult to access. It
was noted that a full bus interchange facility is proposed at Northwood Stop. It was further
submitted that the proposed location is within the catchment of Santry Demesne and the west
side of the road is largely undeveloped. It was noted that the City Manager and the Fingal
County Manager wrote to RPA confirming their support for the Northwood Stop in its present
location. In relation to the necessary underpass, it was stated that effectively what Dublin City
Council and Fingal County Council were suggesting would happen in this area is that a new
road would be built that would cross underneath the R108 and that the only place it can cross
underneath the R108 is actually further north in the vicinity of the proposed stop, where the
R108 rises up to cross over the M50 and there is space underneath it.
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It is my submission that Cllr Montague presents an entirely reasonable proposition and raises
a significant number of concerns about the siting of this stop. I must first state that the
existing catchment associated with any Northwood Stop is very limited. Whether east or west
of the R108, it must be noted that there is a limit to the catchment from the north due to the
existence of the M50. If sited to the west of the R108, it would be located in a largely
undeveloped area relating to any residential population, albeit that it would be a lot more
accessible to the new IKEA development and it would enhance public accessibility to this
outlet. If sited to the east of the R108, I suggest to the Board that Cllr Montague is correct in
his observations as it serves little residential catchment and the operation of the stop is
inhibited somewhat by the operations of the large Tesco distribution centre that uses the Old
Ballymun Road. I am aware and note the Santry Demesne proposals south-east of the
proposed stop and I submit that the dense development of this area is likely to be well into the
future. If there is any question of defending siting of the stop at this location based upon
potential future development of these lands, it is my submission that this must be challenged
in current times. There are no bus or cycle links to this location and buses would be following
a circuitous route into a cul-de-sac to this stop, turning in off the R108 at a busy signal
controlled junction. In practical terms, access to any stop west of the R108 would prove
significantly better. Also the stop itself would prove more attractive for car drop off directly
from the R108. Pedestrian crossing facilities could readily be provided to serve as access
from the east for pedestrian, bus set down and car drop off.

The proper and successful functioning of the proposed Northwood Stop is dependent on
infrastructure which does not form part of the Railway Order application. An underpass will
be required below the R108 to ensure access can be gained from west of the R108 to serve
the development of the Ballymun North LAP area. It is not known when this will occur, but it
is evident that it would, at the earliest, coincide with the development of the LAP lands. The
Santry River walkway is proposed by Fingal County Council to be upgraded. However, when
this upgrade would occur and how much this will prove to be attractive to persons from the
Santry area is unknown. These deficiencies beg the question why is the Northwood Stop not
sited on Ballymun North LAP lands.

The successful operation of this stop will be dependent on the build out of the LAP lands. I
note the Ballymun North LAP. The Board must note that this is a current statutory Plan. The
Plan acknowledges the proposed rail link between the city centre and Swords via the Airport
and suggests that a station is to be located on the eastern edge of the LAP lands. It is
recognised that the development of the LAP lands in tandem with the Metro line and station
provide the opportunity to intensify development. There is a specific Transportation
Objective (T02) to accommodate a Metro Station / Public Transportation Hub at the eastern
edge of the site. The location of the proposed Metro station is seen to offer the opportunity of
providing an integrated transportation hub involving metro, bus services and cycling
facilities. It is noted that the hub is to be developed in consultation with RPA and other
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appropriate agencies. It is my submission that the siting of a stop on these lands, adjoining the
R108, in the vicinity of lands earmarked for intensive development and easily accessible from
the road network in the vicinity presents the best siting for this stop. Indeed, the stop,
according to the Plan, would be located opposite the junction of the R108 and the Old
Ballymun Road. The proposed route alignment in the vicinity follows the centre of the R108.
There would be no need for further acquisition of lands for the route alignment. The siting of
the stop at this location in the first instance would attract drop off patronage. I have no doubt
that this siting would spur on the development of the LAP lands. I would also suggest that
there is more chance, with the siting of the Northwood Stop west of the R108, of attracting
patronage from the Poppintree area than there is of attracting patronage to the Dardistown
park & ride from Poppintree. The siting of the proposed stop, on the other hand, is remote
and presents significant problems in terms of access and in terms of a more limited
catchment.

I note and accept that these considerations present some difficulties with the development of
the scheme as there would be a new station location. However, I strongly contend that now is
the time to get the stop locations correct. There is no significant demand from any established
catchment at this location and achieving adequate patronage will be dependent on build out of
this area. Such modifications associated with a relocated stop, while subject to a revised
Order for these elements of the scheme, would effectively be on publicly held lands in a Plan
area that has planned for this development. The Board should note that the implications of
accepting this relocated stop location does not have to result in any realignment of the route
to the north and over the M50 as the route could continue along the currently proposed
alignment, albeit that the a choice of routing across the R108 would need to be made. Why
there was a deviation from a location west of the R108 has not been adequately detailed,
especially in light of a publicly approved LAP which provides for it west of where it is now
proposed and alongside the R108. Seeking approval for any revisions could occur while the
development proceeds elsewhere. Thus, the project does not necessarily result in unwanted
delay.

I note for the Board the considerations of Ballymun Regeneration Ltd. (BRL) in relation to
the Northwood Stop. The written submission requested an increased span of the overbridge to
the north of the Northwood Station to allow for adequate access to and from Northwood
Station. RPA has agreed to this. BRL referred to the inappropriate siting of the proposed jet
fan substation in the context of a Framework Plan for Balcurris. Details of this Plan were
appended to the written submission. At the Oral Hearing the issues were repeated. It is
important to note that the considerations on the Northwood Stop are on the provision of the
stop as proposed and not on any alternative siting on Ballymun North LAP lands. It should
also be noted that the Balcurris Framework Plan referred to and presented in the written
submission is very much a single illustration and does not constitute a formalised document.
It is evident that development is not likely to occur in the medium term on these lands with
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the development of the Northwood Stop as proposed and in the form the indicative block
layout drawing presents itself. Getting the station location correct is most important and this
will spur on the area’s development. Siting the station as shown in the statutory LAP is most
desirable.

Another important issue that the siting of the stop west of the R108 raises is that, if the Board
was to consider the provision of Metro via bored tunnels through Ballymun instead of cut and
cover, this presents the opportunity for a tunnel launch at this location, which is very close to
the M50 and ideal for improved transport of spoil materials. The issue of bored tunneling
versus cut and cover will be discussed when I offer considerations on Area MN105.

On the issue of the dismissal of the alternative stop west of the R108 as set out in the EIS, it
is my submission that there is little difference in terms of overlap with the Ballymun Stop
when compared to the proposed stop. I do not accept that it is less accessible because it would
be below ground. Adequate access provisions would ultimately be made as in all other below
ground stops. Any additional disruption that may arise at construction stage is countered by
the improved accessibility of such a stop. Furthermore, the vehicular access required to
develop this stop is greatly enhanced by this location, being so close to the M50. Any
additional cost with the development of a stop west of the R108 is also countered by the
likely improved patronage in the short term at this location, when one compares the likely
delayed development of lands east of the proposed Northwood Stop. Finally and importantly,
the public monies that will need to be invested in the provision of an underpass below the
R108 and the development of pedestrian and cyclist networks along the Santry River are
substantive and these would not be a knock-on effect of the siting of the stop as currently
proposed if the alternative was chosen.

In conclusion, even if the Board was to agree to the siting of the proposed Northwood Stop, I
would suggest that it could be reasonable to consider it as a provisional stop in the same way
as the Lissenhall or Estuary Stops, until there is some build out of the lands west and east of
the R108 and there is some evidence of the likelihood of the development of the R108
underpass. As I have stated earlier, the siting of the stop west of the R108 is likely to spur on
development in the short term and will be immediately accessible for car and bus drop off
and the development of a Public Transportation Hub as envisaged in the LAP. I would
suggest that siting the stop remotely where proposed would not immediately initiate such
usage and development change.
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Setting aside the stop location, and if one accepts the proposed siting of the Northwood Stop,
my considerations on the other observations received in relation to the scheme in this area are
as follows:

Roddy Comyn

Roddy Comyn was a new Observer who made a submission at the Oral Hearing. He owns lands at the M50
Ballymun Interchange, east of the R108 and the proposed rail line bisects the subject lands before entering lands to
the northeast and crossing the M50. The Northwood Stop is located to the south of the property. The subject
lands are zoned “Neighbourhood Centre” and they are subject to a local objective within the Fingal
Development Plan to permit tourism and infrastructure and leisure uses. It was stated that the lands are deemed
to have excellent mixed use development potential. Mr. Comyn welcomes the provision of Metro North in
general, but has three areas of concerns with the proposal as they relate to his landholding, namely the proposed
alignment through his landholding, the proposed extent of land acquisition by the applicant for the railway
corridor and related embankment, and the arrangements for access to serve his lands in the future. He requests that
the alignment be moved eastwards to the boundary of his lands to maintain the development potential of the
lands. He considers the extent of land acquisition and areas of land take for the embankment of the rail corridor
is excessive and asks the applicant to consider the possibility of minimising or putting it on stilts, if possible, at
this location to maintain the maximum potential for the development of lands in the future. Finally, it was stated
that access has been provided to the lands and the Observer is anxious that this access is maintained going
forward if there is any deviation from the current alignment.

RPA responded by saying that the Observer’s proposed alignment would fall far outside the
reference lands, would conflict with the Hainvale/IFP plant to the north and to the south with
a site to be developed by Lidl. On the issue of land take, it was submitted that RPA
endeavours to minimise the land take at all times and the amount of land being acquired from
Mr. Comyn in this instance is the minimum that could be acquired. On the issue of access, it
was stated that it is not intended to change what is on the Railway Order plans and the
arrangements adequately serves his land.

It is my submission to the Board that the alignment as proposed already minimises to a great
extent the effect of the scheme on the Observer’s landholding at this location. The route
would affect the easternmost part of this holding and would allow the bulk of the holding,
which lies west of this, to be developed in the future. I do not concur with the view that the
alignment needs altered. The proposal will greatly enhance the developability of this holding
and will not impede substantial development. In terms of the land take, RPA is endeavouring
to acquire the minimum amount of land for the embankment and rail lines at this location and
I do not foresee this take as being excessive. The applicant has committed to providing a new
dedicated access road to the lands from the Old Ballymun Road, which forms part of the
Railway Order application, and this will ensure adequate access provision is made for any
new development in the future.
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Hugo Byrne

The observer’s two plots of land totalling 4.5 ha. are located on the south side of the M50,
east of the Ballymun interchange at St. Anne’s, Ballymun and north east of the proposed
Northwood Stop. It is submitted the lands are in an ideal location to provide development to
compliment the metro stop. The lands are designated ‘Neighbourhood Centre’ in the Fingal
County Development Plan. Concerns raised include severance arising from the proposed line
cutting through both parcels of land and creating access problems, excessive and unnecessary
land take, the need to provide an underpass beneath the line to reduce severance, and
servicing difficulties that may arise for the development of the lands. Following the receipt of
the applicant’s further information, the observer requested the Board, when considering the
alignment design options through Ballymun, to include design options for the Northwood
overbridge as this has a material effect on the observer’s lands.

At the Oral Hearing, in support of the submission in relation to how the scheme should be
developed relative to the Observer lands, substantive submissions were received from
consultants on behalf of the Observer on:

-

-

the planning and development implications of the draft Railway Order for the
Observer property;
revising the Northwood overbridge to accommodate better access to the Observer’s
lands, retaining the existing access to the family home, and accommodating a
footbridge across the M50 parallel to Metro; and
difficulties of servicing the Observer lands resulting from the proposed bridge
structure;

The Observer presented proposed draft conditions for consideration to provide for the
modifications sought. A drawing was submitted to the hearing showing a proposed revised
abutment on the northern side of the overbridge allowing for the access to be retained to the
Byrne family home and provision for future widening to accommodate a right turning lane
into that development. The drawing also outlined an area of land that would be made available
to facilitate the changes. It was submitted that the Rail Order could then omit plot MMC
M4C/04, which is the access being proposed under the Rail Order. It was noted the proposals
went beyond the land take area but it was submitted that the Observer’s solicitors had
prepared a document which confirms that the Railway Procurement Agency, its agents and
assigns shall have permissions to enter on Hugo Byrne's lands for the purpose of creating the
access referred to. It was submitted, furthermore, that it did not appear that there will be any
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necessity to transfer the lands in ownership to the RPA or for any CPO requirement as the
lands belong to Mr. Byrne and he is consenting to their use for the purposes of creating the
access.

In response to this submission, RPA noted the original application drawings needed to be
changed with regard to the access avenue into the family home and that, following
discussions with Dublin City and Fingal County Councils and Ballymun Regeneration, the
overbridge was widened and was submitted to the Oral Hearing in April 2009 as Drawing
LMN000B5 S002 P01. It was noted further that the future road network has to be developed
as part of the LAP for this area. In relation to the suitability of the underpass as a means of
providing the future linkages in this area as it develops, RPA consider the local authorities to
be the appropriate agencies to agree on the suitability of the underpass. In relation to
severance of the garden of the family home, it was submitted that there were two possible
options - to do what is proposed which is to provide access along the public footpath under the
new over bridge to access the land from a gate at the west end of the site or, alternatively, to
provide a pedestrian subway underneath the embankment, linking the two portions of the
garden. It was felt the latter would be a very unattractive option and would be something that
could attract a lot of anti-social behaviour. It was further submitted that, if the Byrnes
preferred the underpass there would be no problem providing it. In relation to utilities, it was
noted that the presence of the railway and the over bridge does not preclude the installation of
utilities in the road to service parts of land on either side of railway line at a future date. Noting
that the area of the garden on the west side of the embankment is not currently serviced, it was
stated that RPA would not propose to install utilities as part of the works to an area that does
not have current services. It was acknowledged that, because RPA were severing the access
into Santry Lodge, an alternative permanent access into those lands from the Old Ballymun
Road had to be provided.

The principal issue in relation to the impact of the development on the Observer’s lands
relates to severance. The Observer owns two plots of land – a large plot east of the Old
Ballymun Road and a small, triangular plot to the west. The rail alignment splits the larger
plot and a new access arrangement splits the small plot. The impact on the developability of
the large plot, its serviceability and the provision of appropriate access are the critical issues
for the Observer. I note that the applicant submitted a revised drawing in April, 2009 relating
to this location.

It is my submission that the applicant, following consultation with the relevant planning
authorities, has produced a reasonable layout option to address access to severed lands at this
location. While both the large and small plots will be severed, access will be provided and
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there is evidently further opportunity for access links to the road network. Any relocation of
the access road through the severed small triangular plot would bring the land take outside of
the Railway Order land take. The undeveloped lands are unserviced at present and it is
evident that their serviceability will not be prohibited in the future. At this time, one does not
know the intention of the future road layout in the vicinity of this area as a Local Area Plan
has to be prepared by Fingal County Council, which will guide the road layout for the overall
development of the area. The applicant has made provisions for access to the existing land
uses. This is entirely reasonable. Changes have been made to the overbridge which could
reasonably be viewed as future-proofing access to both sides of the railway route at this
location in accordance with the modification submitted to the Hearing in April, 2009, i.e.
Drawing No. LMN000B5 S002 P01. There can be no further movement beyond this in
seeking to address the Observer’s concerns, in my opinion. I note also Item 12.2 (Northwood)
of the agreement reached between Fingal County Council and RPA. This has been referred to
earlier and relates to a future underpass to provide access between the Ballymun North LAP
area and the Northwood Stop. RPA is to make a financial contribution towards this. This is a
gesture which can contribute positively to the further provision of access to lands in this area.
I would suggest that it is not an obligation on the Board to suggest either the extent of this
contribution or the method of application of this contribution through this Railway Order.
The agreement is clearly a binding arrangement as to how RPA and the development of
Metro North can be seen to accommodate the needs of the planning requirements of the
administrative authority. Fingal County Council support the access arrangement suggested in
the RPA's drawing of April as being appropriate in the context of the potential for an LAP.

I am of the view also that adequate accommodation is being made to provide access to the
family home at this location. It is proposed to relocate the existing access junction off the Old
Ballymun Road to a new position off the Tesco distribution centre access road. This is a
necessity as the proposed overbridge would be too close to the existing access. This relocated
access is evidently designed to meet its current need. In meeting its current need, I do not
accept that the proposal will constitute a significant traffic hazard on the Tesco distribution
centre access road or due to the proximity of the junction of this road with the Old Ballymun
Road. Finally, regarding a possible footbridge over the M50, I do not consider, firstly, that
the need or purpose for this has been demonstrated. Secondly, this would require a material
revision of the planned structure over the M50.

In conclusion, it is my submission that it is not the role of RPA in this instance to seek to
provide an array of access arrangements to potentially suit development of lands that may or
may not arise in the future. The applicant is making appropriate arrangements to
accommodate new access where severance arises and is not prohibiting the developability of
severed lands in this instance.
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Stephen McEvoy

The observer is the owner of a site at Santry Woods that is intended to be compulsorily
acquired by the RPA. The objection refers to the EIS not adequately assessing alternative
transport solutions, not revealing how alternatives were assessed, providing no adequate
assessment of the necessity to route the line through his lands, and the compulsory purchase
rules not adequately compensating him for the loss of the lands.

RPA made a written response to this submission by letter dated 4th March, 2009.

I note the objection to the proposed scheme as it affects the Observer’s property is somewhat
general in nature. Consideration of Chapters 5 and 6 of Volume 1 of the EIS describes the
extensive range of alternative system concepts, principal route options and other alternatives
and details the alignment. Therefore, I contend the Observer’s claims are unfounded. It is
apparent also that the extent of compensation for the acquisition of the Observer’s property is
not a matter for the Board to adjudicate on.

Dunlix Investments (Ireland) Ltd.

The observer has 1.85 hectares of land at the location of the proposed Northwood Stop and at
the time of the written submission was working towards processing the lodgement of a
planning application. The lands are zoned ‘Neighbourhood Centre’ in the Fingal County
Development Plan. A detailed concept design proposal for the site was submitted, illustrating
the integration of the proposed railway works with new development. The Observer’s
submission to the Oral Hearing referred to ongoing negotiations with RPA and notification of
Fingal County Council about their development intentions.

I do not foresee that there are particular concerns for the Board that require to be addressed in
relation to this observation. Negotiations appear to be continuing, with the intent of resolving
any outstanding issues.
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Tesco Ireland Ltd.

The observation focuses on the traffic control measures, particularly during the construction
phase and the consequences for the operation and viability of Tesco’s strategic distribution
centre east of Ballymun Road. It is requested that access/egress measures be put in place to
address congestion implications, that two lanes of traffic are maintained at all times during
construction on the R108/Ballymun Road, a right turn lane is maintained at all times during
construction at the junction of the R108 and the Old Ballymun Road, the flow of traffic is not
disrupted along the Old Ballymun Road where Northwood Station is accessed and pedestrian
safety is ensured, and that the proposed RPA access adjacent to the Tesco access gate is
revised to negate traffic hazard and to ensure free flow of Tesco trucks. Realignment
proposals of the latter are presented.

The RPA’s written response to this submission, by letter dated 20th January, 2009, confirmed
that vehicular access at the junction with the Old Ballymun Road will be maintained during
construction, though local diversions will be put in place as the road is lowered and rebuilt. It
was also confirmed that vehicular access will be maintained through the junction with the
R108 and two traffic lanes will be maintained in each direction along the R108.

At the Oral Hearing, the Observer noted that there exists a general agreement on the traffic
solution to the primary concern which is the junction of the R108 and the Old Ballymun Road
but that clarification was needed to be given on particular lane and road alignment requirements
during construction which An Bord Pleanála is requested to condition on any grant of
permission. There were also specific requests with regards to periods of construction and, in
particular, a requirement of a properly operating traffic system during the busy Christmas
period. The following conditions were asked to be included in any decision made by An Bord
Pleanála:

•
•

The alternative junction layout as shown on Drawing number SK-007 (attached with
the Tesco submission) providing two lanes off the R108 Ballymun Road and two lanes
onto the R108 Ballymun Road is provided during the construction works;
The RPA and their agents ensure that two-way access is maintained to the Tesco
Ireland Limited Central Distribution Centre along the Old Ballymun Road at all times,
where practicable. Should there be any instance where this situation is not feasible, then
the RPA (and/or their agents/contractors) immediately contact the Central Distribution
Centre manager to inform him with no less than two weeks notice of the issue so as to
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•
•

avoid any adverse effect on the Tesco Ireland Limited delivery schedules and business
operations.
One-way working is to be restricted to no more than 12 weeks operation on the Old
Ballymun Road.
One-way working shall not be permitted on the Old Ballymun Road during the 14th
November and 14th January inclusive.

It was submitted that Phase 2 and 3 of the proposed works will have a significant adverse
impact on the junction capacity and operation as there are lane reductions proposed from the
Santry Business Park approach, thus limiting the capacity of the junction.

RPA in response noted that it is not proposed to introduce new bus lanes where there aren't any
at the present time on the stretch of the R108 which is of concern and RPA have agreed to keep
two general traffic lanes open from the M50 to the Santry Business Park entrance, thus
addressing Tesco's concern.

In considering the issues raised in this observation, I must note, firstly, that the Tesco
Distribution Centre is of national importance to the Observer and has been sited immediately
south of the M50 for ease of distribution of goods. There is good access off the R108 to this
site and it is reasonable that the Observer seeks assurance that adequate access prevails. I note
that the focus of the Observer’s concerns is on the construction stage of Metro North
primarily. On the issue relating to the operational phase, I do not consider that, with the
proposed bus and car drop off facility proposed at Northwood Stop, there should be any
significant impediment to vehicular movement associated with the distribution centre. The
bus stop and drop off would be on a new dedicated access road off the Old Ballymun Road. I
note that a lot of the land at this location has been zoned for mixed use development and the
road network would be required to be designed to accommodate future growth of this area.
Looking then to the construction phase, there is likely to be up to a two year construction
phase as the Northwood Stop is developed, an embankment and rail line is constructed, and a
lowering and improvement of the Old Ballymun Road is undertaken. Evidently, diversions
will be put in place to minimise disruption to existing vehicular traffic. It is my view that the
measures proposed are reasonable. RPA has committed to maintaining two lanes of traffic off
the R108 and two lanes onto the R108 through the works phases in this location. This should,
ultimately, address the Observer’s principal concerns. The applicant is also satisfied to meet
with the Observer’s concerns in relation to protecting its important Christmas period. Clearly,
with lines of communication being open between the Contractor/RPA and the Observer as an
important stakeholder in this area, these localised concerns should be readily addressed.
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Cosgrave Developments

The observer, owner of lands at Santry Demesne east of the Northwood Stop, seeks
confirmation of the location of the stop as proposed. Reference is made to planning
permission being granted for the lands and to the extent of development built out to date.
Reference is also made to a new Master Plan being developed for the site.

RPA acknowledged the support of the Northwood Stop by letter dated 22nd December, 2008.

The Board will note my considered opinion on the siting of the Northwood Stop. It is clear
that there has not been substantive development of the Santry Demesne lands in the
immediate vicinity of the proposed stop and, in the current economic climate, there is
unlikely to be substantive development. Furthermore, I note that the Observer has also now
sought to revise its proposed methodology for the development of these lands and seeks to
prepare a new master plan. It is my opinion that the siting of the Northwood Stop west of the
R108, significantly in line with the statutory Ballymun North LAP, presents the most
accessible stop and is likely to be more beneficial in the immediate term and more functional
in the longer term. It will also avoid the need for substantial support infrastructure paid for by
public monies.

M50 Bridge

The new crossing of the M50 motorway would be by way of a four span bridge with
reinforced earth abutments. The bridge would have an overall length of 115m and a width of
9.6m. It would be 9.3m over the M50 road level. The National Roads Authority has raised no
concerns in relation to this structure. While short term lane closures would result, traffic will
be diverted via slip roads at the Ballymun Interchange which lies a short distance to the west.

The Depot Siting Alternative
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Acknowledging that I have alluded to this issue earlier when considering the siting of the
depot at Belinstown, I consider that it is important to give due regard to the deficiencies, as I
see them, in relation to how there appears to have been inadequate consideration of the siting
of the depot at Dardistown. The siting of a depot on the Metropark lands close to the tie-in of
Metro West with Metro North, in my opinion, would have represented a better strategic
planning decision than remotely siting the depot north of Swords at the end of the line. This
location could best have served the needs of two interconnecting light rail lines. The EIS
considered the alternatives for a combined depot for both these lines at Lissenhall, Sillogue
and Abbotstown. There appears to have been no consideration of a combined depot at
Dardistown, which appears to have been a deficiency in considering alternatives.

When looking at the Metro North depot locations alone the EIS considered the locations of
Sillogue, Dardistown, Fosterstown, Lissenhall and Belinstown. Dardistown was seen to
perform well operationally by virtue of its location in the middle of the route and its
proximity to the airport, offering better service start up and greater productivity of drivers in
terms of empty LMV running. It is my opinion that these attributes could equally apply to a
combined depot for Metro North and Metro West, with the depot notably adjoining both
routes. I note that the Dardistown location as a stand-alone depot for Metro North was
rejected because land costs and development plans rendered this location unsuitable.

It is my firm opinion that sustainable and proper strategic planning has suffered because of
developer-led interests in the Dardistown area and the appropriate siting of a combined depot
(or indeed a Metro North depot) has not been plan-led. The opportunity for less empty
running of LMVs and better start up of services from this location would appear to be greater
here than a remote depot at the end of the line. The chosen location could ultimately result in
a further depot being required for Metro West, or if used at Belinstown, would likely result in
potentially increased empty running of LMVs and inefficiencies in terms of driver
productivity. I note that the two projects are separate and are at different stages of
development. However, the choice of depot location at Dardistown would have allowed a
phased introduction of depot development (if needed) to meet emerging needs. Locating the
depot at Belinstown evidently does not produce the benefits of locating it at the tie-in. In
conclusion, it is my submission that consideration should have been given to the siting of a
depot at Dardistown, on strategic planning grounds, which would have allowed for a
combined depot facility with the future introduction of Metro West. Land use zoning can
change to suit the best strategic planning conditions and, for such a critical part of the overall
infrastructure, the land cost component should not deflect the public agency from ultimately
making the best strategic planning choice.
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Miscellaneous Issues relating to Area MN104

Fingal County Council / RPA Agreement

The relevant details of the agreement relating to Area MN104 have been outlined in previous
sections of this assessment. Adhering to the content of these elements of the agreement is
merited if the location of Northwood Stop is accepted.

Submissions from Prescribed Bodies

None of the submissions from prescribed bodies raised particular concerns about the routing
of the alignment and siting of the stop in Area MN104.

Effects on Public Roads

Details of the effects of the proposed development on the road network within Area MN104,
namely the Old Ballymun Road, R108 and M50, have been addressed above.

5.3.5

AREA MN105 – SANTRY AVENUE TO ALBERT COLLEGE PARK

There is a wide range of issues for consideration that are applicable to Area MN105. These
include:

The Route Alignment
The Area Stops
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Area Observations
Miscellaneous Issues relating to Area MN105, including Dublin City Council / RPA
Agreement, Submissions from Prescribed Bodies, and Effects on Public Roads.

The Route Alignment

From Santry Avenue the alignment continues southwards in a cut and cover tunnel beneath
Ballymun Road to a shallow underground stop at Ballymun, which is adjacent to the
proposed new civic plaza. The route then continues south in a cut and cover tunnel along the
Ballymun Road and crosses under Collins Avenue before reaching DCU Stop. DCU Stop is a
shallow underground stop on the east side of Ballymun Road beside Albert College housing
estate. The route within Area MN105 ends at the access road into DCU, south of the DCU
Stop.

Cut and cover tunnels are to be constructed as follows:

-

The tunnel side walls are installed using diaphragm wall techniques.
The structural concrete roof slab is then cast on ground excavated between the walls.
After the roof has been cast, the soil beneath is excavated and removed and internal
struts are installed.
The base slab is then cast.
The central wall is then cast and grouted up to the roof slab.
The tunnel is then backfilled and road works are completed.
A structural concrete slab track is then laid in the boxes and then track, the overhead
catenary system (OCS), and control systems are fitted.

Traffic diversions are required around the works. It is proposed that two lanes of traffic
would be maintained northbound and southbound on the Ballymun Road. There will be
temporary road closures in the vicinity.

Construction of the cut and cover tunnels in Area MN105 is estimated to take approximately
two years, based on work proceeding on two fronts – from Northwood southwards and from
DCU northwards.
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The critical issue in relation to the alignment is the choice of a cut and cover option over
other options, and notably a bored tunnel option.

Chapter 5 of the EIS considers ‘Alternatives’ and within this the vertical alignment through
the Ballymun area is discussed. The various alignments considered were – elevated, at-grade,
in retained open cut, in cut and cover tunnel, and in bored tunnel. The following conclusions
were drawn:

-

-

-

-

-

The elevated option is beneficial because it offers a fully segregated track alignment
at an economic cost, as well as minimising long term traffic impacts. It was
eliminated because of its visual impacts on properties and severance effects of its
approach ramps.
The at-grade option was seen to offer significant cost savings and greater
accessibility. It was eliminated due to the negative long term impacts on traffic at the
Balbutcher Lane / Shangan Road junction, the consequent impacts on service
reliability, and severance cause by the tunnel portal ramps.
The retained open cut option offers a fully segregated track alignment at an economic
cost and minimises long term traffic impacts along Ballymun Road. It was eliminated
because it requires high protective walls, resulting in significant visual impacts and
severing properties either side of Ballymun Road.
The cut and cover option was seen to offer the benefits of a fully segregated track
alignment and minimising long term traffic impacts along Ballymun Road, though at
a greater cost compared to the elevated and retained cut options. The biggest
disadvantage was seen to be the high level of disruption caused by the construction of
the cut and cover tunnel.
The bored tunnel was seen to have few advantages over a cut and cover tunnel option,
other than in terms of reducing construction disruption. It was seen to have
considerable disadvantages, particularly in relation to higher construction cost and
poorer accessibility.

The EIS states that the cut and cover option was supported overwhelmingly by local residents
and was supported by Ballymun Regeneration Ltd.

The Board sought further information on the proposed alignment through Ballymun. This
was sought following the acknowledgement of the Parsons Brinckerhoff Report Dublin
Metro Alignment Feasibility Report City Centre – Airport and the EIS of how disruptive this
alignment option would be during the construction phase when compared to all others and
because the applicant had clearly not eliminated the bored tunnel option through Ballymun in
a written response to an observation made to the Board. The applicant’s response referred to
the alignment options considered, the selection criteria applied, and the conclusions drawn
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from the evaluation made. It included a summary of public consultation on the alignment
options and key stakeholder views. The possibility of the development of the scheme by
bored tunnel was also considered.

In the evaluation undertaken for the various options the cut and cover and bored tunnel
options performed best from the perspective of long term environmental impacts. The key
difference between the two related to the potential for long-term socio-economic impacts on
business in the Ballymun Town Centre associated with the longer construction programme
associated with the bored tunnel option (4 years as opposed to 3).

In the evaluation of social and economic benefits, i.e. in terms of social inclusion and
transport economic benefits, there was seen to be no significant difference between the
options.

In the evaluation of transport integration, i.e. in terms of integration with other public
transport modes and accessibility to the local catchment, the bored tunnel option was seen to
have greater disadvantage due to the vertical movement to reach the platform level.

In the evaluation of cost, the capital cost of construction of the bored tunnel option was
estimated to cost between €300m and €350m more than the surface option compared to
between €150m and €200m for the cut and cover option over the surface option. It was stated
that selecting this option would result in the scheme exceeding the affordability limit set by
Government under Transport 21. It was further stated that, under Department of Finance rules
as set out in “Guidelines for the Appraisal and Management of Capital Expenditure”, this
would require the project to be redesigned so as to come within the affordability limit. The
bored tunnel option was viewed as not being a feasible option from a capital cost perspective.
In terms of operating and maintenance costs, the bored tunnel option was found to have the
highest costs of all options.

In the evaluation of operational efficiency and safety, i.e. in terms of journey time,
operational reliability and operational safety, there was seen to be no significant difference
between the options, with the exception of the surface option having less operational
reliability.

In the evaluation of achieving efficiency and minimising risk during construction, in terms of
the timescales for construction and the risks to the programme, the bored tunnel option was
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found to have the longest construction programme due to the construction of deep
underground stops at Ballymun and DCU, and it was found to have the greatest risk to the
construction programme due to the possibility of encountering unexpected ground conditions,
the reliance on precast concrete manufacturers for the tunnel lining, and the risks of building
the deep underground stops within a busy road.

The further information response, in dealing with the issue of whether the bored tunnel option
is one for consideration, acknowledged the deviation limits being sought to allow the PPP
contractor the flexibility needed to maximise the potential for the State to benefit from
innovative design and construction technologies. RPA stated:

“While the Environmental Impact Statement has been prepared on the assumption that the
tunnels in Ballymun would be cut-and-cover tunnels, it is not RPA’s intention to dictate
construction methodologies to the tenderers for the construction of the scheme. Thus, if a
tenderer considered it feasible, it would not be precluded from suggesting a bored tunnel
methodology within the above limits of deviation always provided that the contractor
demonstrated that this could be done within the environmental limits set by the EIS and the
Railway Order.”

Immediately following this and in conclusion, it was stated:

“The bored tunnel option with deep underground stops at DCU and Ballymun, Option E, is
not an option for consideration, for the reasons set out earlier in this report. Insisting on a
bored tunnel is also not an option for consideration, as tenderers may not find it feasible to
bore tunnels within the limits of deviation.”

I sought clarification on this issue at the Oral Hearing. The applicant submitted, from the
point of view of the attractiveness and accessibility of the stops at DCU and Ballymun, bored
tunnelling is not a preferred option and, from the point of view of capital cost, it is probably
not an affordable option. It was further submitted that, if the contractor came up with a method
of bored tunnelling on a much shallower depth than a deep tunnel and was able to maintain the
shallow stations as proposed, and if he was able to design a station that did not exceed the
limits of deviation in terms of depth and was able to manage the risks of boring a tunnel very
close to the surface of the street, (which would have significant risks in terms of settlement)
then RPA would consider it. But it was noted the contractor would have to demonstrate that he
can do so without exceeding any of the limits set in the EIS for noise, vibration and settlement,
etc. and he would have to demonstrate that he can build such a system within the land take so
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that he would be able to launch tunnel boring machines further north within the land take than
are referenced.

On the issue of the vertical alignment through Ballymun, I wish to note the following:

•

•

•
•

•

•

•

It appears that the options available for consideration by the local community in the
Ballymun area were: elevated, surface, retained open cut, and cut and cover. The
bored tunnel option does not appear to have been an option placed before the local
community. (See submissions from Ballymun Community Organisation Network and
Albert College, Ballymun Road & Greenfield Park Residents Associations).
The EIS states that the cut and cover option was supported overwhelmingly by local
residents. A principal argument made by residents at the Oral Hearing was that the
bored tunnel option was not presented as an alternative to the people of the Ballymun
area. The further information response given by RPA would also suggest that the
residents of the area were not presented with a bored tunnel option. Appendix B of the
further information response ‘Alignment Option through Ballymun’ (Item 8)
constitutes a submission by Ballymun Neighbourhood Council (BNC). This notes that
BNC gives its support to the cut and cover option, while it is clear from this
submission that there were four options presented, namely the elevated, open trench,
surface, and cut and cover options.
The elevated option was one pursued by the applicant at the early stages of the design
for the scheme.
It is noted that the RPA’s evaluation in the further information response did not
differentiate between the options in relation to ‘Noise’. It is further noted that the
issue of ‘Vibration’ was scoped out as it was concluded that any potential operational
vibration issues could be mitigated at the design stage.
The conclusions of the applicant’s further information response are, at best,
confusing. The applicant wants the deviation limits left in place, which affords the
PPP contractor the flexibility of potentially pursuing a bored tunnel option. At the
same time, the applicant appears to be stating that this is not an option for
consideration.
The bored tunnel option is materially and substantively different from the cut and
over option. The EIS does not address the bored tunnel option in detail for Ballymun.
If this option was pursued it would require a revision to the scheme and a new
approval for this revision. Furthermore, the environmental impacts arising from this
option would need to be identified and assessed and would likely require to be set out
in a new EIS.
It would appear from what the applicant is submitting in terms of cost that the bored
tunnel option cannot be a realistic option. However, why it is not feasible to go
through the Ballymun area by bored tunnel when it is elsewhere cannot reasonably be
deduced from the level of information available to the Board. The application details
provide no information on the affordability limit set by Government and why it is not
affordable to provide bored tunnels in Ballymun and why it is affordable to do so
from, for example, Griffith Avenue to Drumcondra is not readily understood.
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•

Leaving the issue of affordability aside, I acknowledge the legitimate position of the
applicant that it is commonplace to attempt to keep construction as shallow as possible
so that the scheme is as accessible as possible. I also acknowledge that if one is to
provide a cut and cover option one needs streets wide enough to build the cut and
cover option, while allowing traffic to be managed and flows to be maintained during
construction. Clearly, Ballymun Road is a wide street with six lanes and a central
median which lends itself more easily to this option when compared to streets further
south towards the city centre, which narrow significantly and are consequently more
confined and unable to permit the cut and cover construction option.

Given that this is the only substantive cut and cover stretch of the route of Metro North and
the clear inference that the cost of bored tunnelling is prohibitive, one could reasonably
question the allowance of the vertical deviation by up to 10m downwards from the levels
shown on the plans, as is being requested by RPA. In my opinion, due to the significant
differences between the proposed scheme for the Ballymun area and a bored tunnel option, it
makes no sense to leave the vertical deviation limit in place. The environmental impact has
been considered for the cut and cover option. It has not been considered for the bored tunnel
option. Leaving the choice to pursue a bored tunnel option to a PPP contractor is not a tenable
position, given that the consequential environmental impacts are so materially different. If the
Board proposes to give approval to the scheme as proposed for this location, it is not
appropriate that this would leave an option for bored tunnelling at the discretion of the
contractor. If the Board considers the choice of a bored tunnel option is the best option for
Ballymun then the Board should clearly require a new approval be sought for this stretch of
the route. In the case of the latter, consideration could be given to the siting of the tunnel
launch site to the north of Ballymun on undeveloped land immediately south of the M50.
This would greatly improve accessibility to the M50 for the disposal of the vast amounts of
spoil arising and would be effective in addressing the extensive nuisance likely to be caused
by HGV traffic through the Ballymun area. Evidently, the consequential impacts of selecting
this alternative option is one firstly of economic cost, which would add significantly to the
overall scheme, and, secondly, the timeframe would alter in two ways – the construction of
the bored tunnel and deeper and larger stations at DCU and Ballymun would take notably
longer as clarified by the applicant and, importantly, the knock-on effect of relocating the
tunnel launch and requiring a new approval for this tunnel launch and the bored tunnel option
would likely delay the start-up of the TBM.

As a final comment I note the submission of Dr. Massarsch wherein he endorses the shallow
tunnel option through Ballymun by cut and cover. He does, however, recommend that the
contractor presents a comparison of the cut and cover and bored tunnel options based on
more detailed geotechnical and geological information to validate the assumptions of large
tunnel depth and stop box size on which the RPA evaluation is based.
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Observations were received in relation to the alignment options. Considerations on these are
as follows:

Peter Tintari

The observer asks why there is no explanation as to why the section from DCU to Ballymun
is by cut and cover and not by the TBM method, and why there is a discontinuation of the
emergency tunnel between these two stations. Arguments are made as to why the TBM
system should proceed beyond Ballymun town centre. Lack of information on completion of
the project and bus-feeding routes were raised and the need for underground pedestrian
access to the DCU station was stressed.

The applicant’s written response to this observation was by letter dated 5th March, 2009. This
response stated that the Railway Order plans show a cut and cover tunnel along Ballymun
Road, but do not preclude the option of tunnel boring. It was further stated that the contractor
may choose to use either method, provided he does not exceed the limits stated in the
Environmental Impact Statement on noise, dust or vibration etc. and provided he works
within the limits of deviation. Clarification on the other issues raised was also given.

It is my submission to the Board that the response given to this Observer necessitated the
clarification sought to be provided by way of further information. I remain, however, of the
view that the response given is somewhat confusing and that a bored tunnel option cannot be
pursued resulting from this application as it does not form an alternative option which has
undergone environmental impact assessment, notwithstanding any limits of deviation being
sought. The route from Northwood to the DCU Stop is proposed as cut and cover and can
only be developed by cut and cover under this application. Developing the route by bored
tunnel requires a new approval.

Albert College, Ballymun Road & Greenfield Park Residents Associations

The Residents Associations, in their written submission, submitted that a bored tunnel as far
as Northwood would greatly mitigate adverse impact. It was also submitted that this was the
preference of communities at this location during the earlier phases of public consultation and
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that the preference for cut-and-cover was only pursued by communities following the
decision by RPA that it was not an option due to prohibitive cost. Comparisons of the bored
tunnel option and cut-and-cover option, using the evaluation criteria used by RPA, are made
to demonstrate the positive outcome of pursuing the former.
At the Oral Hearing, it was asked, if there is bored tunnelling from St. Stephen's Green out to Albert College
Park, what is the differential construction risk that would be associated with this option if there is a continuation of
bored tunnel through Ballymun and on as far as Northwood. In addition, it was submitted that the residents would
regard cut and cover as a vastly superior option to any of the surface or open cut or elevated structure options but
that there didn't seem to have been a holistic evaluation of the comparative merits of the deep bore versus the cut
and cover. On the construction phase impacts, concerns were raised about noise, vibration, structural damage,
risk, dust and parking. On alignment selection, it was questioned how one would single out on particular design
or configuration at one location, in the context of a 17km route, and determine this to be the burden which
results in the project exceeding the Government’s affordability limit. It was requested that there needs to be
proportionality and consistency of treatment in relation to other elements of the overall construction.

There is a legitimacy in the questions raised by the residents in their submissions with regard
to why cut and cover for Ballymun and why bored tunnel for everyone else in the city and,
furthermore, why is it the bored tunnelling option in Ballymun that exceeds the Government
affordability limit. These are questions that cannot be answered based upon the information
provided by the applicant in this application. I note and acknowledge the benefits espoused
by the residents of pursuing a bored tunnel option through Ballymun. However,
notwithstanding the proposed limits of deviation, I firmly am of the view that this is such a
significantly different development option from that actually proposed and environmentally
assessed that this is not a development option which can be pursued under this Railway Order
application. Therefore, in the context of approving this application, it is not a development
option available to the Board. It is my opinion that the Board would be required to seek a
revision of this part of the scheme if it is to concur with the views of the residents. I would
have no doubt that, from an operational perspective, there would be significant environmental
benefits for the residents of running a bored tunnel through the Ballymun area when
compared to the cut and cover option. I repeat again that I have concerns in relation to noise
and vibration impacts during the operational phase, notably for residents where the alignment
comes away from the central median of Ballymun Road. However, I acknowledge there are
mitigation measures which can be put in place to alleviate much of this concern. In relation to
groundborne noise, I note the recommendation of the Board’s Consultant on Vibration and, in
particular, the recommendation to set limits in accordance with European and international
practice. Setting the limits recommended will make the groundborne noise impact
substantively more tolerable. This places significantly greater demands on RPA in order to
comply with these accepted standards and the Board should not deviate from insisting on the
obligation to meet these standards. The choice of rail track type for this sensitive location and
other mitigation can assist in reducing adverse impact and must be considered to address the
potential adverse environmental effects arising from noise and vibration.
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Albert College Park Residents Association

At the Oral Hearing, the Secretary of the Association submitted that, when the present plan
for a cut and cover tunnel was adopted this satisfied the concerns of most people. It is apparent
that this submission runs contrary to the submission by Albert College, Ballymun Road &
Greenfield Park Residents Associations.

Ballymun Regeneration Ltd.

The Observer has made a written submission that notes RPA has not demonstrated how the
affordability limit was set in relation to different parts of the proposed development and it is
contended that, as no detailed costings have been made available, it is difficult to comment
on the RPA statement that the bored tunnel option would exceed the affordability limit set by
Government. The observer has no objection to a bored tunnel option being adopted subject to
a design solution for the station being developed which maximises both daylight penetration
into the station and opportunities for active supervision of public spaces within the station.

This issue relating to this observation has already been alluded to earlier. I concur with the
inability to comment but have particular reservations about any pursuit of a bored tunnel
option where the environmental impacts of such an option are unknown.

In conclusion, my views on the alignment through Ballymun are as follows:

•
•

The option of using bored tunnels from the tunnel launch at Albert College Park to
Northwood has not been considered in any substantive manner by RPA in this
application. It has been considered in outline form as an alternative.
There would be many positive impacts associated with the bored tunnel option for the
Ballymun area. The construction phase would eliminate many adverse traffic impacts
along the route. Noise, vibration and settlement would be less intrusive. At the
operational phase, when compared to the cut and cover alternative, the impacts by
way of noise and vibration would be less for residents of this area.
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•

•
•

•
•
•

•
•

I am concerned that the impacts by way of noise, vibration and settlement from the
cut and cover proposal could prove to be significant at the construction and
operational phases for those properties closest to the route where the alignment comes
away from the central median of Ballymun Road, for example in the vicinity of Albert
College estate. Mitigation to ensure the scheme meets with international best practice
limits and standards must be adhered to. Significant mitigation will be required to
reduce impacts to acceptable levels. Requiring a vibration-isolating trackform and
maintenance are key measures to ensure the impacts are kept low for residents.
I am satisfied that the cut and cover routing along the central median of Ballymun
Road, due to the adequate road width to accommodate maintenance of traffic flow
during construction, is a viable development option.
I do not lend significant weight to the issue of accessibility when comparing the cut
and cover and bored tunnel options. Both the DCU and Ballymun Stops would be
below ground, the former at some 10m bgl and the latter likely to be double that. Both
would require provision of adequate stairs and lifts.
Notwithstanding the lack of information on the economic costs of alternatives, it is
apparent that the bored tunnel option would be significantly more costly than the cut
and cover option.
The scale of the Ballymun and DCU Stops, arising from a bored tunnel alignment,
would cause significant disruption at these locations during construction periods of up
to five years.
The selection of a bored tunnel option could reasonably result in a review of the
tunnel launch site northwards such that it would be on undeveloped lands just south of
the M50, which would remove significant HGV movement through Ballymun. This
would require a new approval however. Alternatively, the tunnel launch site at Albert
College Park, as proposed under the current scheme, could be used.
A new approval for the bored tunnel option as far as Albert College Park would be
required. This would extend the timeframe for construction of this stretch of the route
and for the two stops and would extend the overall timeframe for the TBM works.
If the Board concurs with the alignment as proposed in the Railway Order application,
the allowance of a vertical deviation by up to 10m downwards from the levels shown
on the plans, as is being requested by RPA, must be removed and a more stringent
deviation limit must apply.

In conclusion, and with particular emphasis on the last point made, I consider that limiting
the deviation can only be construed by RPA as appropriate. I note this for the Board on the
basis that at the Oral Hearing in April, 2009, in response to the concerns raised by Albert
College, Ballymun Road & Greenfield Park Residents Associations in relation to limits of
deviation, RPA stated that it has confirmed that no significant deviation is likely between
Collins Avenue and Albert College Lawn. Thus, no significant deviation should be permitted.

The Stops in Area MN105
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Ballymun Stop

Ballymun Stop serves the new Ballymun Town Centre. It provides access to local amenities,
including the Civic Centre, Ballymun Shopping Centre and the Axis Theatre and will also
serve the residential community of this area. It is intended to provide bus interchange with the
Ballymun Road Quality Bus Corridor.

Ballymun Stop is an underground stop with two 3.5m wide side platforms and is located west
of the Ballymun Civic Plaza and just south of the Ballymun Road / Shangan Road junction.
The stop is accessed from ground level via stairs and lifts.

With traffic management provisions in place, the construction of the stop will occur as
follows:

-

Diaphragm walls will be installed and the ground will be excavated to base slab level.
The structural base slab will be cast and this will be followed by the mezzanine floor
and roof slab.
Ballymun Road will then be reinstated and traffic will be diverted over the main box.
The western stop access corridors will then be constructed.
The electrical and mechanical fit out will be undertaken, followed by the architectural
finishes.
The existing road layout over the box will be reinstated.

The scheme was revised at the stop during the course of the Oral Hearing. Agreement had
been reached between RPA, Dublin City Council/Ballymun Regeneration Ltd., and Treasury
Holdings (Ballymun Shopping Centre) such that it is now proposed that at the Ballymun Stop
there would be a central access to the shopping centre on the west side of Ballymun Road
instead of the two links originally envisaged. This necessitated a slight change to the land
take, which was agreed with Dublin City Council, who is the owner of the land affected. As a
consequence of the changes, the applicant was requested to follow a specified list of
procedures. A newspaper notice was published on 18th December, 2009 advertising the
proposed modification, drawings were put on public display and the public was afforded the
opportunity to make written submissions to the Board on the modifications. The most recent
drawings and details submitted to the Board accurately reflect the proposed modifications.
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Setting aside the vertical alignment issue relating to the overall development within the
Ballymun area, the other important issues relating to the stop include how the development
links in with the Civic Plaza development being undertaken by Ballymun Regeneration Ltd.
(BRL) and how it ties in with the proposed new Ballymun Shopping Centre. Each of these
will be addressed in the context of considerations of the observations made by these
Observers. Other particular Observer concerns will also be addressed.

Ballymun Regeneration Ltd.

In its first written submission to the Board, the observer raises three issues to be expanded
upon, namely Northwood station, land acquisition throughout Ballymun, and the location and
treatment of the Jet Fan Station north of former junction between St. Margaret’s Road and the
R108. In the second submission, the observer seeks a number of modifications to the Railway
Order and the attachment of a number of conditions to mitigate potential negative impacts.
The modifications and conditions relate to the Jet Fan substation at Balcurris north of the
Ballymun Stop, temporary acquisition of lands within Ballymun, land acquisition of the
public road and at Ballymun Plaza, the Ballymun station, reinstatement issues, traffic issues,
the Northwood station, and a range of miscellaneous issues. At the Ballymun Stop, it is
considered that a condition should be attached which allows work on the plaza independent
of the metro works, that noise control of exhaust vents within the plaza be required and the
careful design of vents and shafts within the median of the Ballymun Road be provided, that
prohibition or minimisation of line deviations are applied due to the detailed procedures
undertaken to date in relation to the proposal, and that the location of cycle facilities be
altered. Emphasis is placed on the high standard of reinstatement. The observation includes a
detailed submission on the requirements for reinstatement at Main Street and the Plaza. In a
submission following the receipt of the applicant’s further information, the observer made
reference to the utilities diversion works and the alignment option through Ballymun.

At the Oral Hearing, BRL welcomed the Metro North proposal and viewed its
implementation as a crucial part of the completion of the regeneration of the area. It was noted
that BRL have worked with the RPA over a number of years, particularly in relation to the
Ballymun Stop. It was submitted that RPA have agreed to build the Jet Fan sub-station at the
location identified on the Railway Order and subsequently pay for its relocation within any
development being carried out by BRL or others. Commitments by RPA were outlined in
relation to a range of land takes and the construction of the scheme in the context of
development of BRL lands. BRL are of the firm belief that during the construction phase two
lanes of traffic in each direction along Ballymun Road should be retained for general traffic.
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I note from the submission to the Oral Hearing that BRL now has an understanding with RPA
in relation to the jet fan station and the various temporary possessions of lands. The Observer
is also satisfied about proposals relating to noise, traffic, the Northwood station, tree
protection and utilities. I note further that the provisions being made assure BRL that Metro
North and Ballymun Town Centre construction contracts can proceed concurrently. In
relation to permanent acquisition of lands, BRL has referred to a legal agreement having been
entered into between RPA and Dublin City Council which is acceptable to BRL. It is
apparent that significant consultation is ongoing between RPA and BRL. BRL clearly
indicated at the Oral Hearing that, in relation to the Ballymun Stop and reinstatement, their
“Requirements Document for Reinstatement” is being updated in consultation with RPA. I
note the original document was submitted with the written submission to the Board and a
revised document (subject to RPA agreement) was submitted to the Oral Hearing.
Importantly, it is intended that, when completed, this document will form part of the tender
documents for Metro North. This should adequately address design issues and interface areas
for the parties. I am satisfied that the applicant is seeking to adequately meet the Observer’s
requirements in relation to the Ballymun Stop and BRL’s other matters of concern/interest.

Ballymun Community Organisation Network

The observer made a submission following the receipt of further information from the
applicant. On the issue of realignment options through Ballymun, the submission focuses on
the preservation of the civic plaza at Ballymun as a community amenity space and reference
is made to a preferable bored tunnel option. Concerns are raised in relation to ground water,
surface water and flooding, archaeological impact, the inappropriate integration of a stop with
the civic plaza, and inadequate costings for alternative alignment options.

The applicant responded to this submission at the Oral Hearing. An important point was
made that, regardless of whether Metro is constructed using bored tunnel or a cut and cover
method through Ballymun, the concourse level of the Ballymun Stop would remain
unchanged in respect of its integration with developments to the east and west of the Stop.
Other issues raised were adequately dealt with, notably in relation to ground and surface
water impacts.

I note the ongoing consultation between BRL and RPA in relation to how the proposed
Ballymun Stop is to tie-in with the civic plaza. I am satisfied that there is an appropriate
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mechanism in place to achieve a balanced, agreed position on this matter and that the
contractor is bound to meet with these requirements through the tender documents. It is,
however, clear that the development of the civic plaza and the development of Metro North /
Ballymun Stop are schemes that are independent of one another, albeit that, if one follows the
other, there will be tie-in and reinstatement measures to be taken. The Ballymun Stop is, thus,
being proposed by RPA as a stand-alone development as part of the Metro North scheme,
whether new development occurs or not east and west of it, and how the civic plaza is finally
designed and developed is subject to a separate planning approval.

I have discussed the bored tunnel versus the cut and cover issue earlier. Once again, I accept
the legitimacy of the Observer’s argument in relation to RPA making use of comparative
costings where neither the public nor the Board have the basis upon which to assess the
comparisons made. I further accept that safety risks for the Ballymun Stop associated with
the bored tunnel option could only be viewed as equal to all other such stops on the route.

Ballymun Shopping Centre Ltd.

The initial written submission to the Board, while supporting the project and the inclusion of
a metro stop at Ballymun, expressed a desire to ensure appropriate links between the metro
stop and the observer’s proposed town centre development is better addressed. As has been
alluded to earlier, the scheme was modified at this location to provide a central access to the
proposed shopping centre from the Ballymun Stop. The most recent drawings and details
submitted to the Board accurately reflect the proposed modifications. The Observer’s
submission to the Oral Hearing noted that planning permission had been granted to Ballymun
Shopping Centre Ltd. and it was reiterated that a key element of the development will be
effective integration with the Ballymun Stop. The Observer considers the proposed modified
Ballymun Stop design represents the optimal solution for the station and its inclusion in the
Railway Order is strongly supported. It is considered that the revised design fully addresses
the concerns of Ballymun Shopping Centre Ltd about the original design.

The revised changes to the Stop, to accommodate the Observer’s requirements, result in the
merging of two separate entrances into a single connection to the Ballymun Town Centre at the
-1 mezzanine level, which also provides access to street level. The entrance will be to the west
of the stop. The two original entrances to the west side of the Ballymun Road have been
removed. The revised design also includes improved natural ventilation and light openings.
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Two fireman’s lifts at street level have been deleted by relocating the lift to the end of each side
platform. The associated vent ducts on the eastern side have been relocated into proposed
planters at street level. I note that there have been no objections raised to the revisions
proposed. I have no difficulties with the revisions made and there are no significant
environmental impacts arising from the proposed modifications. The modifications are likely
rather to improve accessibility with new development, which is to be encouraged.

Dublin City University Stop

DCU Stop is intended to serve local residents, the staff and students of the university, and the
Helix Theatre. It will link with the feeder bus links along Collins Avenue that serve
Beaumont, Whitehall and Finglas.

The DCU Stop is an underground stop with a 6m wide island platform, located west of Albert
College estate on the eastern verge of Ballymun Road and north of the entrance to DCU and
Albert College Park. The stop is accessed via stairs and lifts from two surface entrance
buildings north and south of the stop. No. 1 Albert College Lawn and Westfield to the north
of this property are required to be demolished to accommodate the stop. Diaphragm walls
will be installed around the perimeter of the stop and the ground in between will be excavated
in stages. The permanent stop walls, floor and roof slabs will be cast in structural concrete.
The electrical and mechanical fit-out and the architectural finishes will then follow. The stop
is estimated to take approximately 18 months to construct.

The EIS considered four alternatives for this stop – an open air stop on Ballymun Road, an
underground stop on Ballymun Road, an open air stop in Albert College Park, and an
underground stop in Albert College Park. The Albert College Park options were dismissed
because of loss of amenity and landscape and significant visual impacts for residents on
Ballymun Road.

It is my submission that there can be no justification for eliminating the options of siting the
DCU Stop in Albert College Park for the reasons given. It cannot be a question of visual
impact for residents with the stop located in a public park away from residential properties.
Furthermore, the impacts on the north-western corner of a public park of no special landscape
character (effectively a playing pitch at this location bounding roadways with railings and
trees/hedgerow), when compared to the accepted potential noise, nuisance, disturbance
impacts of a roadside option as proposed, cannot merit exclusion as a realistic option.
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Looking at the two options of a park location or a roadside location, it is apparent that the
potential for the greatest adverse impacts for residents, particularly those located adjoining
the proposed stop at Albert College Court and Albert College Lawn, must be significantly
greater for the proposed development than placing a stop in the corner of the park alongside
the DCU entrance generally in the area where the tunnel launch site and works compound is
to be located.

The development of this stop was also an issue for consideration in the Board’s request for
further information. An independent examination of the feasibility of construction of this stop
in the corner of Albert College Park and a comparative analysis of this with the preferred
option was requested. The independent assessment was undertaken by the Atkins Group. The
applicant did not offer opinions or considerations on the independent response given.

When looking at the response given in the independent assessment, I note firstly that the brief
included the identification of the optimal location for a DCU Stop within the Park and the
associated horizontal and vertical track alignment between Griffith Avenue Stop and Collins
Avenue, as well as the comparative assessment. I note, however, that this was to be done
whilst ensuring the following:

-

Minimising the surface impacts on the park,
Minimising the depth of the stop, and
Providing the appropriate level of detail.

The first two restrictions would appear on face value to have a significant impact on the level
of assessment to be permitted. Why one would seek to minimise the surface impacts on the
park in its north-west corner, a park of no particular special value at this location, would
ultimately limit the scope of the area that could be assessed. Minimising the depth of the stop
ultimately undermines the ability to comprehensively assess a bored tunnel option and deeper
stop for this location. This is reinforced when it is noted that the outline station box design for
the alternative assessed was to be restricted to a platform level less than 12m below ground.

Setting these issues aside, this report looked at four alternative design options for a DCU Stop
within the park. The selection decision to choose Option A (‘Proposed Alternative Design’)
as more preferable than others, in my opinion, was not completely convincing. If one was to
consider the footprint and impact on the park as a principle issue, one could reasonably have
chosen Option D. This was a proposal which rightly located the stop in the north-west corner
of the park and almost parallel to the park edge, with a single entrance to the north. This
would appropriately serve its catchment which lies to the north and yet would evidently be
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away from the immediate vicinity of residential properties. I do not accept that the loss of a
few trees in the north-west corner of this park should be used as one of the criteria that
undermine the selection of this location for this alternative stop. Furthermore, I do not accept
that the issue of increased visual impact from Ballymun Road merits reference as an issue
that is relevant, when the current proposal seeks to locate the stop directly on the edge of
Ballymun Road. I do not accept that the affects of the alignment, resulting in the placing of
the route underground south of the stop such that it would run under one house at the eastern
end of Hampstead Avenue, merits reference as being in any way significant, given that there
are many, many properties under which it is proposed to route Metro North south of this
location. Ultimately, I see Option A as minimising park land take while keeping the stop
construction, and guiding access and egress away, from the residential properties in Albert
College estate. For these reasons the decision of the independent assessment proceeded with a
comparative analysis that was not, in my opinion, a best case comparative analysis.

I note the alignment and design standard comparisons of the proposal for DCU Stop and the
proposed Alternative Design chosen by the independent assessor. It is apparent that the
alternative is in accordance with the RPA’s design standards.

In terms of the report’s assessment of the two options with regard to station box size, location
and alignment, some comments include:

-

-

-

-

They both provide adequate pedestrian access.
The argument that the proposed stop would provide a more even distribution of
passengers at platform level and the dual entry would provide a more accessible
station cannot reasonably be concluded. This stop will primarily serve access into
DCU and some residents in the vicinity. The single entry at the edge of the park
alongside the actual college entrance could readily serve this demand just as well
when compared to the proposed stop.
Saying the proposal would be safer than the alternative is a matter that could be
rectified by the correct siting and putting in place the correct standard of service one
would get in any underground stop, such as security, lighting, etc. If this was to be a
serious issue, then the siting of Griffith Avenue Station behind residential properties
on this road must be called into question.
The physical impacts on the park as a reason for not choosing the alternative are
overplayed in my opinion. When one considers the impacts on trees, grassland and
railing in comparison to impacts on real people and their residential property, both in
terms of construction and operational impacts of a stop, I clearly understand what
should take precedence as a deciding factor, and it should not be trees and grass.
Regarding passenger evacuation and emergency provisions, the report argues that the
proposal provides better access and facilities for emergency services because of the
proximity of Ballymun Road and because the alternative would require an
intervention shaft between the Ballymun and DCU Stops. It is clear from the details
of the design of the alternative that emergency provisions can be provided to meet
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-

safety requirements. An emergency access can be provided from within the park
along with the emergency services being able to use the public road to access the
northern entrance/exit. Furthermore, it is apparent that the separation distance
between DCU and Ballymun Stops is very marginally increased. Derogation can
readily be sought for the need for an intervention shaft, as was sought under the
proposed scheme for the route in the vicinity of the airport where greater distances
between stops actually apply than would do so with a stop in Albert College Park.
In terms of tunnel and station ventilation, the alternative option would be further away
from sensitive residential property.

With regard to the report’s assessment of environmental impacts during construction and
operational stages, the first point that should be made is that the siting of a station on the edge
of the park brings the construction and operational components of this stop further away from
sensitive people who reside alongside the proposed location for the stop. It is my opinion that
any assessment must acknowledge that the siting of the stop in the corner of the park would
cause less noise, less vibration, less settlement, less residential land take, and would result in
less anti-social behaviour with consequences for the residents nearest this stop, while proving
to be readily accessible to the catchment it seeks to serve. It is notable that the emphasis on
the land take within the park is regarded as high, while it is determined to be medium for the
proposed stop despite the significantly larger land take and the fact that Westfield House and
No. 1 Albert College Lawn has to be demolished to accommodate the proposed stop.

On the assessment of local transport infrastructure impacts, the construction impacts of a stop
within the park should be significantly less for general traffic than constructing a stop directly
on the edge of Ballymun Road. There would be no significantly tangible difference for
pedestrians, cyclists or buses for either option.

The assessment of civil engineering impacts demonstrates there is no difference in terms of
geotechnical impact. Clearly there would be less utility diversions for a stop in the park and
there would be more space to undertake these diversions. It is notable that in terms of
tunnelling the alternative could result in the location of the tunnel further away from existing
houses in the Albert College estate. There would be a marginal increase in tunnel depth with
the alternative.

In terms of cost, the report concludes the alternative would cost in the region of €2.7m more
than the proposal. What is important to note is, firstly, the additional costs are associated with
the intervention shaft provisions, which could readily be subject to derogation when one sees
such derogation applied elsewhere along the route, and, secondly, the assessment of costs
fails to consider land costs, which one would anticipate would be greater for a stop that
impinges on developed land when compared to lands in a public park. Clearly, constructing
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the stop alongside residential property would of necessity be more costly due to the greater
extent of mitigation to be employed.

In conclusion on the assessment undertaken, I submit that many of the conclusions drawn in
the independent report could reasonably be viewed as subjective. The provision of an
alternative in the park could just as easily have been determined to be significantly better for
people living in this area than the proposed option. Indeed, in the following sections of this
report the submissions of observers who have raised detailed concerns about the DCU Stop
will be addressed.

Albert College, Ballymun Road & Greenfield Park Residents Associations

In their initial written submission, the residents expressly requested the Board to seek the
relocation of the DCU Stop to the north-western corner of Albert College Park,
approximating to Option 4 of the alternatives set out in the EIS. In association with this, it
was requested that a moderate lateral westward movement of the rail alignment between
Collins Avenue and the DCU Stop would avoid or reduce many adverse impacts on up to 8
homes on Ballymun Road between Collins Avenue and Our Lady of Victories Church, up to
30 senior citizens in Albert College Court, and residents of Albert College estate in general.
Other issues discussed included DCU Stop design, car and service vehicle parking, anti-social
behaviour at DCU Stop, and remedial landscaping. Construction impact concerns for the
local community were detailed. Transportation of spoil from the tunnel launch site
northwards to Northwood by rail via the cut and cover tunnel was also suggested. The extent
of deviations being sought was raised as a concern.

Following the receipt of further information by the applicant, the observer made a detailed
submission in relation to the further information request and information received on the
DCU Stop. A critical assessment of the independent report on this issue was made and an
alternative compromise ‘hybrid’ option was mooted which effectively shifts the preferred
option in a southerly direction, with one of its entrances at the north west corner of Albert
College Park. Other concerns raised relate to the noise and vibration impacts affecting the
quality of life of many residents along the east side of Ballymun Road, in similar manner to
that predicted for No. 2 Albert College Park. Other adverse impacts arising from passenger
noise, anti-social behaviour and nuisance are referred to. The period of ‘relocation’ for
residents during the construction phase was also queried.
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At the Oral Hearing, the residents made a detailed submission on a wide range of issues. Their principal issues
of concern were:

-

Optimising the location and design of the DCU Stop.
Optimising the vertical alignment.
Minimising construction phase impacts.
Protecting sensitive receptors.

The Oral Hearing afforded the Observers the opportunity to detail the ‘hybrid’ option and to
express the desire for the bored tunnel option through Ballymun.

RPA made written and oral responses to the issues raised. The applicant confirmed there
would likely be no significant deviation of the alignment between Collins Avenue and Albert
College Lawn. The proposal for transportation of spoil by rail was seen to extend the duration
of construction and delaying the opening of Metro. It was submitted the ‘hybrid’ option
would not have any significant advantages over the proposed DCU Stop. It was not accepted
that the stop entrances would attract loitering or anti-social behaviour. It was submitted that
capital cost was not the sole reason for not going underground in the Ballymun area. It was
clarified that there would be a maximum of 32 construction vehicles per hour per direction
using Ballymun Road approaching the M50, representing an accumulation of the construction
vehicles generated by each work site on Ballymun Road and the Griffith Avenue Stop.

My considerations on the bored tunnel versus cut and cover for the Ballymun area have been
set out earlier and I do not propose to discuss this issue in any further detail. At the outset I
wish to acknowledge the sensitivity of the DCU Stop location, particularly with regard to the
elderly residents of Albert College Grove and the proximity of the stop and cut and cover
route alignment to housing at this location. I note also the sensitivity of the wider community,
an area where there are a number of schools and community facilities in the immediate
vicinity of the proposed works. There are legitimate concerns about the construction impacts
for these latter sensitive receptors, and in particular the substantive HGV movements from
the tunnel launch site that will arise.

In relation to the suggested ‘hybrid’ option, this was an option that the residents sought to be
assessed after the submission of the applicant’s further information response. The further
information request sought consideration of alternatives and a comparison between one
alternative with the proposed stop at DCU. I do not consider that a further analysis of a
‘hybrid’ option is now reasonable. In my opinion, the Board has sought substantive analysis
and assessment of the appropriate siting of the DCU Stop. In the same manner that the
residents have come up with an alternative ‘hybrid’ option, I consider that I, or indeed the
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Board, could alternatively come up with a range of other ‘hybrid’ options that the applicant
could be requested to analyse and assess. I do not believe that the process would be best
served by an exhaustive exercise of considering alternative locations and formats for the
DCU Stop. The most relevant alternatives of a stop at the location proposed and one within
Albert College Park have been addressed and I am satisfied that this permits the Board to
draw its own conclusions on the best environmental option for the siting of the DCU Stop. It
is my opinion that the most desirable alternative is the one originally requested by the
residents, namely a stop in the north-west corner of Albert College Park.

In conclusion, I once again acknowledge the sensitivity of the location of the DCU Stop. I
have grave reservations about the potential impacts for the elderly residents adjoining this
proposed stop at the construction stage. These residents will be seriously discommoded with
the stop construction and the cut and cover tunnel alongside their properties. The operational
phase also raises concerns in relation to noise, nuisance and disturbance for these residents.
Clearly the choice of cut and cover for Ballymun increases adverse impacts for residents
when compared to the bored tunnel option. The cost saving, and not positive environmental
outcome, in my opinion, is the determining factor for deciding on the alignment choice and,
consequently, the shallower stop. I can only foresee that, if the proposed development is
pursued, the choice of relocation for a number of residents living in close proximity to the
stop is a most likely outcome, not just one for the occupants of No. 2 Albert College Lawn. If
medium impacts arise for residents for the operational phase, these are evidently significant
impacts and the consequences for residents are thus of concern. The residents most likely to
be most adversely impacted are senior citizens and they are particularly vulnerable and least
likely to wish to be relocated from their homes.

Albert College Park Residents Association

The Secretary of the Association submitted to the Oral Hearing that there was a general
feeling that people would prefer the station to be located in Albert College Park but that it had
been repeatedly said by the RPA that a survey had been taken some years previously and the
majority of the people who replied to the survey were not in favour of the permanent loss of
use of Albert College Park. It was noted that the reply to the survey was very small and took in
a far larger area than just the Albert College estate. It was suggested that the residents on the
western side of Ballymun Road, while they are basically in favour of Metro North and the
DCU stop, their main thrust always seemed to be to have the stop sited as far as possible from
their houses, which would be the underlying reason for only having one entrance at the
southern end of the station site. It was submitted that the lack of concern by residents is for the
reason that they see the Metro stop as a particularly good thing.
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The residents’ position is somewhat different to that of the Albert College, Ballymun Road &
Greenfield Park Residents Associations submission. It is noteworthy that the desired location
for the DCU Stop is in the park and not that currently proposed.

Other Observer Submissions
Vera Hunt

Residing at 162 Ballymun Road, the observer raises concerns about hoarding blocking the
driveway, 24 hour works and effects on house alarms, reduction on quality of life from
construction works, structural damage to houses from the construction, and road closure
disruption.

The applicant responded to the concerns raised by letter dated 11th December, 2008.

I note that the Observer resides just north of Our Lady of Victories Church, where the
alignment deviates from the central median of the road to the east side of the road. It is
evident that the Observer is concerned about the construction impacts of the development.
The applicant’s response has adequately addressed the issues raised, in my opinion. I note the
following:

-

Where access is restricted by the cut and cover works, alternative parking will be
provided and pedestrian access to the dwelling will be maintained.
Ballymun Road will remain open throughout the construction period.
There will not be 24 hour working in this location.
The contractor will be obliged to comply with environmental limits set.
In terms of potential damage, surveys will be undertaken and assessment of risk of
damage will be undertaken. Monitoring will occur and remedial works will be carried
out. The Property Owners Protection Scheme would apply as a safeguard.

Over and above these submissions, I note that the Observer’s house is set back from the
alignment and is further from the route when compared to houses immediately to the south
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and when compared to houses further south in the vicinity of the DCU Stop. I am satisfied the
Observer’s concerns in relation to the construction impact can be satisfactorily addressed.

Donal & Linda O’Sullivan

The observers are owners of 2 Albert College Lawn, a semi-detached house just north of the
DCU entrance onto Ballymun Road and immediately east of the proposed DCU Stop. They
have particular concerns with regard to the effects of the demolition of No. 1 Albert College
Lawn, the effects of temporary possession of portions of their gardens, the effects of
excavation and construction works, security, health, visual impact, and floodlighting concerns
at the operational stage.

I note that the Observers’ residence abuts No. 1 Albert College Lawn, a property to be
demolished with the construction of the DCU Stop. The demolition and potential impacts of
the construction of the stop and alignment at this location prompted the request for further
information in relation to the impacts of the development on No. 2. The house will be located
approximately 2.5m east of the DCU Stop box wall. I note from the applicant’s submission to
the Oral Hearing that RPA are providing the Observers with independent advice in relation to
the impacts of the demolition. It was noted that the temporary land take of garden is for the
purposes of rebuilding a boundary wall and also that the stop site would be securely hoarded
off from all properties. The finished DCU Stop is intended to be separated from the
Observers’ property by a high boundary wall and a screen of trees. It is important for the
Board to note that RPA submitted to the Hearing that it has indicated to the Observers that it
would be willing to either acquire their whole property or relocate them temporarily for the
duration of the construction works. The applicant’s response to the further information
request has confirmed that the Observers are to be temporarily relocated for the duration of
the construction works associated with the construction of the DCU Stop. This evidently
addresses the concerns of the Observers during the construction phase of the scheme and is
the most appropriate mitigation measure, given the likely adverse impacts arising from the
construction of the stop box and running tunnels. I note that the construction works in the
vicinity of No. 2 is estimated to take approximately 3 years.

The applicant’s response to the further information provided more clarity for the Observers
and the Board in relation to impacts on this property. Particular mitigation measures to
control vibration damage from demolition works by internal strengthening of No. 2 are noted,
as are setting specific limits for other construction works. Mitigation for groundborne noise
and vibration during operation is particularly important. Mitigation measures for settlement
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are to include building protection measures in the form of propping and underpinning of No.
2 prior to the construction of the DCU Stop box. In relation to other potential impacts
referred to by the Observers in their written submission, notably at the construction phase, the
response to the further information request adequately sets out the mitigation measures to be
employed to address concerns.

As a concluding note relative to the wider area, given the approach to be taken by the
applicant by way of temporary relocation of the Observers, the further information provided
did not meet with the overall intention of this request. It was intended that, because the
impact arising for No. 2 Albert College Lawn was viewed as a potentially ‘worst case’
scenario at this location from the construction and operation of the DCU Stop, the
consideration of the impacts could be used by others in the vicinity to compare and contrast
likely impacts arising for themselves. The principal mitigation measure to be employed by
RPA for the construction phase is to relocate the Observers during this phase. While the
applicant clearly indicated at the Oral Hearing that the contractor could opt for relocation of
residents during times of construction where there is most nuisance and disturbance, this may
not be a feasible option for many of the elderly residents in the immediate vicinity who reside
immediately north of No. 1 Albert College Lawn within the Albert College estate.

I note that there are controls on night time noise and night time works and, with tunnelling
works not occurring during night time, the effects on residents further north of No. 2 should,
for this period of the day during construction, prove to be insignificant. In terms of
operational noise, I note that emphasis has been placed on testing of emergency tunnel
ventilation fans and patrons accessing the stop. I note that testing would be during the day for
one half hour every fortnight and this should not cause significant adverse impact.
Attenuation is to be included within the fan ventilation shafts to ensure the noise criterion
level NC 25dB is achieved. The considerations of the Board’s Noise Consultant on this issue
will be addressed later in this report and adherence to specified requirements will have more
positive outcomes for residents. I accept that there is always the potential for noise, nuisance
and disturbance for the residents of this area due to the proximity of the DCU Stop to the
Albert College estate. This is a security and operational issue which the operators will have to
address in daily operations at every stop location. The question of noise (airborne and
groundborne) from the stopping and movement from LMVs and the effects for the residents
of Albert College estate is one that requires consideration. The considerations of the Board’s
Consultants on Noise and Vibration by way of setting limits and maintaining operations are
set out in their reports.
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The application of vibration-isolating trackform and ongoing maintenance of the track will be
required to reduce any potential significant adverse vibration impact during the operational
phase.

In terms of settlement arising from the construction stage, the detailed ground investigations
and surveying of buildings prior to construction works commencing should inform the
contractor of specific mitigation measures that will need to apply to other residences in the
vicinity of the DCU Stop. All buildings with the potential to be affected by settlement are to
be monitored for movement. Clearly, the measures provided for No. 2 Albert College Lawn
in its specific ground movement impact assessment, as part of the further information
response, would be required to be applied to other residential properties in the vicinity of the
DCU Stop where the ground investigation and surveying demonstrates the need for such
measures in order to meet specified limits. This could reasonably involve similar building
protection measures to those intended for No. 2.

Na Fianna CLG

This observation relates to the implications for the club of withdrawal of public sporting
facilities at Albert College Park due to the construction of the project. The need for the
provision of alternative facilities is stressed. At the Oral Hearing, the Observer submitted that
the pitch at Albert College Park is a vital piece of social capital for the area and is used by the
club and Ballymun Kickhams. It was requested that the planning permission include a
condition that appropriate arrangements be made to fund alternative pitches and that those
arrangements be made with the sports clubs involved rather than with the City Council.
The applicant responded to this observation by letter dated 9th February, 2009 and at the Oral
Hearing.

I acknowledge that the use of Albert College Park for the tunnel launch site and as a
construction compound will prevent the use of public facilities in the area affected during the
construction phase of the development. This cannot be avoided if the park is to be used for
these purposes. It is my submission that the applicant’s response to the Observer is entirely
reasonable in this instance. RPA has noted that the responsibility for providing public football
pitches lies with the Parks Department of Dublin City Council. RPA has discussed the issue
with Dublin City Council and it has been agreed that a financial contribution will be made
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which will allow the Council to provide alternative pitches for all users of the Park’s pitches
during the construction period. The local authority is the correct body to be making the
alternative arrangements with RPA. It is right that the Council, as owners of the pitches,
should decide if and how alternative arrangements should be made.

Miscellaneous Issues relating to Area MN105

Dublin City Council / RPA Agreement

An agreement document between Dublin City Council and RPA was submitted to the Oral
Hearing on 22nd April, 2009. The document has a number of city-wide agreements that also
apply to Area MN105 and include the following:

•
•
•
•
•
•
•
•
•
•

Architecture & Planning
General Conditions applicable to all stations, street interventions, etc.
Archaeology
Noise, Vibrations & Settlements
Drainage
Water
Parks, Landscaping & Biodiversity
Roads & Streets (General)
Traffic
CPO Issues

Specific references to Area MN105 include:

-

Architectural design and appropriate pedestrian crossings relative to DCU Stop;
The need for the archaeological assessment of Albert College Park;
Relocation of water mains in the Ballymun Road;
A condition survey of landscape elements of Albert College Park and adjoining lands;
A trees/hedgerow survey of Albert College Park;
Reinstatement proposals for the Park;
Management of public use of the Park; and
A contribution towards the provision of alternative pitches resulting from
displacement;
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A further position paper on the further information was submitted to the Oral Hearing on 30th
November, 2009. This constitutes the City Council’s views on the further information and
RPA’s response thereto. Dublin City Council’s view on the further information submission on
No. 2 Albert College Lawn acknowledges that there are other particularly sensitive residential
properties in the vicinity of the proposed DCU Stop, namely Nos. 16 and 31 Albert College
Grove and the Senior Citizens Apartments at Albert College Court. The request for the need to
address the impacts on these properties in the same manner as proposed for No. 2 Albert
College Lawn is noted by RPA and RPA has agreed to provide all necessary mitigation
measures to ensure full compliance with the Railway Order and the EIS. With regard to DCU
Stop, the Council’s preference is for the current proposal in view of the adverse impacts the
alternatives are seen to have on Albert College Park. The adverse impacts on the Park are
detailed in this response to the further information.

It is noted that the details contained in the agreement have removed the request by the local
authority for specific conditions to be attached to a Railway Order that would otherwise be
required to be agreed between the local authority and the developer. I note that any decisions
on varying the choice of route alignment, siting of the DCU Stop, the siting of the tunnel
launch and the siting of the Northwood Stop would each have consequential impacts for the
agreed positions between RPA and Dublin City Council. I acknowledge that very detailed,
over-riding positions on a wide range of issues have been agreed in the document submitted to
the Oral Hearing on 22nd April, 2009 and these will ensure adherence to acceptable standards
of design, with a significant input from the local authority to ensure satisfactory development
of the scheme.

Submissions from Prescribed Bodies

Dublin Bus noted at the Oral Hearing that RPA acknowledges that, at construction stage, the
development will have a significant impact on traffic conditions on Ballymun Road. It was
noted that bus lanes are to be retained along the road and that they support over 20 buses per
hour in the peak period. It was submitted that the bus lane operating hours need to be
strengthened during the works such that they are open 24 hours everyday.

I note that the construction works along Ballymun Road will result in the loss of a lane on
each side of the road. Bus lanes are to be retained. Bus lanes are at present suspended from
10.00 to 16.00 during the week along the road. It is my submission that the reduction of one
lane of general traffic on both sides of this road and the retention of bus lanes as is proposed,
given the constraints applying for all traffic arising from the works, is a reasonable approach.
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Public transport needs and maintaining a level of service are clearly a priority. The Roads
Authority’s responsibility for traffic management and input to the implementation of the
scheme’s traffic management plan will aid the process of providing a satisfactory level of
service for the local community.

Effects on Public Roads

The effects of the proposed development on the Ballymun area by way of transportation of
spoil from the tunnel launch site will be discussed later in this assessment under the section
relating to the transportation of spoil. Thus, I propose not to deal with this matter at this stage,
other than to acknowledge that there is potentially a significant construction traffic impact for
Ballymun Road.

The operational phase will make a significant positive contribution towards public transport
and will inevitably have a consequential positive impact on the road-based traffic on the busy
road network in this area. In terms of local residents’ concerns about car parking arising from
stops and parking for service vehicles at the operational phase, it is my submission that this
will be a traffic management issue that will be the responsibility of Dublin City Council
ultimately. Therefore, measures required to be put in place are specifically for the
consideration of the local authority and not for RPA.

In terms of the construction impact, the cut and cover tunnelling along Ballymun Road, the
construction of Ballymun and DCU Stops, and the diversion of utilities will invariably have
consequential impacts for the road network. One lane of traffic is to be removed on both sides
of the Ballymun Road. This road will be left with two lanes northbound and southbound and
one lane on each side will be designated for public transport. Evidently, there will be some
disruption at junctions at times when construction is taking place at such locations and this
will impact on junction capacity. In general, it is estimated that some traffic diversion will
occur to lightly trafficked residential roads in the area and RPA acknowledge that local traffic
management measures will need to be employed which will be agreed with the City Council.

5.3.6

AREA MN106 – ALBERT COLLEGE PARK TO MATER STOP
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There is a wide range of issues for consideration that are applicable to Area MN106. These
include:

•
•
•
•
•
•
•

The Route Alignment
The Tunnel Launch Site
The Effects of Tunnelling
The Area Stops
The Ventilation and Intervention Shaft
Area Observations
Miscellaneous Issues relating to Area MN106, including Dublin City Council / RPA
Agreement, Submissions from Prescribed Bodies, Settlement Impacts on Other
Infrastructure, Effects on Public Roads, and Serving of Notice on Observers.

The Route Alignment

The alignment continues in a cut and cover tunnel across Albert College Park and then enters
twin bored tunnels near the southern boundary of the Park. It remains underground in bored
tunnel through the remainder of the area and until its termination at St. Stephen’s Green. The
next stop is Griffith Avenue which is located in the south-west corner of agricultural lands on
the north side of Griffith Avenue. The alignment proceeds in a south-easterly direction,
reaching St. Patrick’s College playing fields where an emergency access and ventilation shaft
is located in the south-west corner of the playing fields. The alignment then continues under
the Tolka River and reaches the Drumcondra Stop. This stop is located to the west of Lower
Drumconrdra Road and is adjacent to St. Joseph’s Avenue. An interchange is provided here
with Iarnród Éireann’s suburban rail services to Maynooth. The alignment then proceeds in a
south-westerly direction passing under a second mainline railway and the Royal Canal as far
as the Mater Stop. The Mater Stop is located under the hospital’s existing surface car park.
The alignment through this area ends where the tunnels pass under St. Joseph’s Parade.

There were a significant number of concerns raised by Observers in relation to the route
alignment through Area MN106. The issue of alternatives, including the alignments
considered in Area MN 106, will be discussed in detail later in this report.

The Tunnel Launch Site
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Albert College Compound will be established to facilitate the launch of the main Tunnel
Boring Machines (TBMs). It will provide the support facilities required for tunnelling. The
main offices for the tunnelling works will be located in Albert College Park. Access to the
compound will be from a new signal controlled junction on Ballymun Road. The compound
will take approximately three months to establish. On completion of the bored tunnel works,
the tunnel box will be cast in structural concrete.

The Board sought further information on the proposed tunnel launch site to gauge a better
understanding of the range of activities proposed to be carried out in Albert College Park.
Comprehensive details are provided in Item 10 of the further information response. The
development on the site would include:

-

The tunnel launch;
Segment storage;
A spoil disposal enclosed structure;
A bentonite treatment facility (where bentonite tunnelling is proposed)
Water treatment and conditioning;
Grout batch plant;
Material storage structures;
Several other storage structures;
Fitters and electricians workshops;
A complex of main offices;
Welfare and foreman’s offices;
A substation;
Water storage; and
Surface car parking.

The site would be enclosed by hoarding and would be illuminated at night.

The applicant clarified at the Oral Hearing that, if the Contractor decided to batch his own concrete, the most
likely position of a batcher would be at the airport compound site so it can serve more sites at a location where
there is probably more use for in-situ poured concrete. Thus, it is expected that batching concrete will not take
place at the tunnel launch site and readymix concrete will be used at this location. It was clarified that, during
the tunnelling operation, there is only a limited requirement for concrete, as the majority of the tunnels are lined
with precast concrete segment. I note that the main use for poured in-situ concrete in the tunnels is for the track
bed and this will be installed when the tunnels are completed. Concrete will be delivered to the tunnel segments at
various locations along the route other than Albert College Park, at the most convenient location where the
concrete is going to be poured.

The TBMs are to be assembled on the portal approach in the compound. The pre-cast
concrete tunnel lining segments, which are delivered by road, will be taken to the TBMs by
rail mounted bogies. Spoil will be removed from the cutting head by conveyor, or rail
mounted wagons, and loaded onto lorries in Albert College Park. To keep pace with the
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TBMs, approximately 1,000m3 of material will be removed from the site each day, equating
to approximately 100 spoil truck movements to and from the site daily, at a rate of 10 trucks
per hour over a 10 hour day. On average, there would be an additional 2 deliveries per hour
over a 12 hour day relating to tunnel lining segments, plant, cement, track work, etc. Air will
be supplied to the tunnel by ducts from a compressor in the Park, together with electrical
power for the TBMs and lighting. Seepage water will be extracted from the tunnel by a
system of pipes and pumps and treated at the head works before being returned to local
watercourses.

It is estimated that 100 staff will be based at the site compound.

Concerns were raised by residents of the area, by written and oral submissions to the Board,
in relation to the development within Albert College Park. The concerns of Albert College,
Ballymun Road & Greenfield Park Residents Associations have been referred to earlier.
Residents of Hampstead Avenue & The Rise also raised concerns. Reference was made to the
determination of baseline noise for their area, the need for realignment of the tunnel on
Hampstead Avenue to east of the gate lodge off Hampstead Avenue, the limit of deviation of
the two tunnel alignments being too great, the need for remedial action in relation dust,
exhaust fumes, and airborne material at the construction stage, traffic management
requirements and parking restrictions in the area. Reference was also made to flood
management, maintenance of the development, preservation of Albert College Park for public
use, the need for an independent arbitration body, a monitoring system and a property
protection scheme, health risks associated with chemical treatment of soils, control of
floodlighting at night, property evaluation provisions, and control on site work time limits.

The applicant responded to this submission by letter dated 9th February, 2009. I note that the
limits of deviation are to be constrained in the vicinity of the park. It is apparent that
environmental controls are set out in the EIS to minimise nuisance and water management
and treatment are to meet with City Council requirements. The Property Owners Protection
Scheme is to apply to those affected by the tunnelling works. Measures to prevent overspill
lighting are to be provided. The residents have also been informed of the methods of
communication that will be employed to accommodate concerns or complaints.

At the Oral Hearing, the residents noted the area is located between two major construction
sites - Albert College Park and Griffith Avenue Stop and that on one side of Hampstead
Avenue all the dwellings face directly on to Albert College Park. It was anticipated that a
significant amount of disturbance and disruption would result during the project lifetime, for
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approximately 6 years during construction and additionally potentially during operation. Most
of the issues raised in the written submission were reiterated. In response to the submission,
RPA referred to the control of dust at source, clarified the approach to parking, submitted that
nothing would be done to exacerbate the ponding of water in the area, and stated that in
relation to maintenance a service contract would be awarded. The monitoring to be put in
place was outlined, the property protection scheme was clarified, and it was noted that a
Public Relations Plan is to be drawn up. It was also submitted that light levels would be
appropriate for the construction activities on the site.

In considering the concerns raised and the potential environmental impacts arising from the
tunnel launch site, it must first be noted that the location chosen for the tunnel launch site is
one of high sensitivity. I note it is a public park and this use will be lost for some five years
during the development of Metro North. This use, however, will return on completion of the
construction phase. Thus, more importantly, it is the impacts for people residing in the
vicinity that must be focused on. The site will be one of the busiest over one of the most
prolonged periods throughout the development of Metro. It has significant potential to cause
disturbance and nuisance to residents both day and night. I note that HGV movements,
deliveries and other vehicular movements will not occur during the night-time period.
However, tunnelling and surface support to tunnelling are to take place during the course of
the construction at night. TBM activity is to be allowed at night if the relevant groundborne
noise requirements can be achieved at receptors that are sensitive to night-time noise impact
above the tunnel. During night-time tunnelling, spoil will be removed from the tunnel portal
and stockpiled in a covered stockpile within the site. Except for removal of spoil from the site
and deliveries to the site, all other activities at the surface to support the tunnel works will be
the same as for the day shift. Significant potential for nuisance arises from conveyor systems,
cranes, maintaining the TBMs, grout batching plant, fork lift activities, compressors, pumps,
hoists, bentonite separation plant, etc. I acknowledge that the tunnelling works themselves
can be accommodated reasonably at night, where limits can be set and disturbance to
residents of the area can be avoided. However, the potential impacts for nearby residents in
Hampstead Avenue and on Ballymun Road could be significant from the support works.
There is a clear need to keep tight controls on this part of the operation as these activities will
have to be tolerated by residents for some 3-4 years or even longer. This will be a significant
construction site working around the clock throughout the week. It is critical that noise,
vibration and nuisance-generating activities are minimised.

A principal concern relates to noise. I note that there are some notably quiet locations with
some particularly sensitive properties in the area immediately proximate to the tunnel launch
site. This includes part of Hampstead Avenue, Hampstead Private Hospital and Elmhurst
Convalescent Home. The dominant night-time noise affecting these properties at present
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derives from traffic on Ballymun Road. This type of noise is established and has been
tolerated and has become the norm for these properties. It is a constant for residents. Further
intrusion into their noise environment by a wide range of construction activities that may be
impulsive or tonal, particularly at night-time, is a concern and adhering to reasonable limits to
ensure that noise does not cause significant disturbance is essential. Some of these locations
presently experience what one could reasonably describe as low night-time noise levels.
Indeed, they could be viewed as very low, or almost what one would expect in a rural
environment, notwithstanding their suburban location. In my opinion, it is difficult to allow a
blanket limit for night-time noise associated with the construction works when such a limit
seeks to permit noise levels which are notably higher than the ambient night-time noise levels
for these properties. I accept that the limits proposed to be set may well be established
practice. However, I must acknowledge that there will be a notable change in the night-time
noise environment for the occupiers of these properties and clearly this change is not a
positive change. The potential for impulsive and tonal noises from the range of activities to
take place on the tunnel launch site is likely to add to this concern.

The concerns raised by the Board’s Consultant on Noise would appear to support my position
and he raises a number of important points. Mr. Walsh notes that the quiet nature of the
environs of the Hampstead Private Hospital and the Elmhurst Convalescent Home is not
shown in the data provided by the applicant. He suggests that describing the noise climate by
one or two 15-minute measurements is too brief. It is noted that these sensitive receptors are
located in the environs of the tunnel launch site and a major works compound and that
absolute values are proposed as the criteria for acceptability without regard to how quiet the
area currently is. I accept, however, that Mr. Walsh, despite the data deficits, acknowledges
that the project can be completed in compliance with the stipulated noise limits and with
adequate consideration for any noise-related community problems which may arise.
Evidently, the recommended pre-construction ambient noise surveys requested by Mr. Walsh
will aid in overcoming the data deficit and provide a fuller understanding of the noise
environment. Indeed, and importantly, I have noted that, in response to residents’ concerns
raised at the Oral Hearing, RPA submitted that more detailed, continuous and extensive
baseline noise monitoring will take place prior to the commencement of construction and that
noise monitors are to be installed which will run for continuous periods.

A number of residents have raised concerns about parking in the vicinity of the tunnel launch
site. I note that there will be a substantive on-site surface car park, providing 150 car parking
spaces. I do not anticipate that problems associated with car parking by employees on nearby
residential streets should be a significant problem. A specific mobility management plan is to
be developed for this busy site and this should assist in minimising impact on local streets by
seeking alternative means of access for employees. For example, it is intended that the site
would be used as a bussing point for operatives using other work sites such as at Griffith
Avenue and Drumcondra.
__________________________________________________________________________________
PL.06F.NA0003
An Bord Pleanala
Page 457 of 690

An important feature to note in relation to the operation of the tunnel launch site is the
proposal to establish an Environmental Monitoring System. This will demonstrate that all
requirements from the EIS are managed and implemented. This is to be independently
audited on an annual basis. The monitoring programme will include noise, vibration, and air
quality. I note further that surface water discharge is required to be in accordance with a
discharge license that would be issued by the City Council. Also, traffic will be monitored in
conjunction with the City Council as part of the Scheme Traffic Management Plan and will
be reported to the Traffic Forum. Therefore, the mechanisms will be put in place to ensure
that the operation of this busy compound will be compliant with the standards required to be
met.

In conclusion, I have alluded earlier to the issues of bored tunnelling through Ballymun and
the potential siting of the tunnel launch site south of the M50 and north of Ballymun on
undeveloped lands. The chosen tunnel launch site brings with it much sensitivity – a public
park, private residences, and hospital and patient care accommodation in the vicinity. The
alternative location does not carry with it the same degree of sensitivity. It appears quite
extraordinary to me that, when it came to the question of siting a tunnel launch site in Albert
College Park, the sensitivities of this location could be seen to be addressed by the applicant.
Yet, when it came to the siting of a stop in the corner of the Park, it was viewed as a highly
sensitive location from an ecological and amenity perspective. I acknowledge, however, that
one is a temporary impact and one is a permanent impact, albeit that the temporary impact
will be over a number of years. The sensitivity of this location and the best alignment option
for Ballymun still poses a significant issue for the Board to determine in the best interest of
strategic planning and for the community which the scheme seeks to serve and ultimately in
the interest of sustainable development.

The Effects of Tunnelling

A substantial number of observations were made in Area MN106 that focused primarily (but
not exclusively) on the impacts arising from tunnelling in the area. Submissions received
included those coming from:

Courtlands Residents Association

Leonard Carty & Others

Donal O’Donoghue

Breda & John Walsh
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Patricia O’Donoghue

Georgina Doyle & Others

Michael Walsh

Elizabeth Hollywood & Charles Earley

Alan & Catherine Beirne

John Daly

John A. Baushel

Marie Daly

Emer & Frank Lawlor

Maureen Kennedy

Frank & Mary McCormack

Rita Doherty

Susan Taylor

John & Rita Maguinness

Corpus Christi Girls National School

Aidan & Barbara Hynes

Francis Doherty & Shane Cryan

Brendan Bonass & Others

The main issues of concern included:

•
•
•
•
•
•

Construction and operational impacts on Corpus Christi Girls National School
Construction and operational impacts of tunnelling on residential properties by way of
noise, vibration, and health and safety
Flooding
Traffic impacts arising from spoil and air quality impacts
Vermin and other health concerns
Need for agreement and consultation

Corpus Christi Girls National School

This school is an all girls primary school situated at the junction of Homefarm Road and
Valentia Road. The school building includes a basement beneath the west wing of the
original building and it has an extension to the rear. Its curtilage includes an open school
yard. I understand that there are approximately 400 pupils in the school. The proposed
alignment of Metro North will run in tunnels beneath the property. The tunnels will be in
bedrock in the vicinity of the school. Details of the impacts on the school were submitted as
part of the response to the Board’s further information request and this included detailed
mitigation measures.

Acknowledging that there were a substantial number of concerns relating to the alignment of
the proposed tunnel under the school property, I note that the observation from the school
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itself provided the most substantive overview of the concerns arising from the proposal.
Setting aside the issue of selection of route alignment, the most significant concern relates to
settlement arising from the proposed tunnelling. A desire to avoid the school by routing
through open ground to the east and north of the playground is requested. Conditions in
relation to health and safety are sought. Continuous monitoring is requested and a request is
made that the school be included in the Property Owners’ Protection Scheme. It is further
requested that the same restrictions apply to the school in terms of vibration levels as apply to
hospitals and other inhabited buildings. Electromagnetic interference and construction traffic
impact for students are also of concern. The concerns raised were reiterated at the Oral
Hearing.

RPA, in response at the Oral Hearing, conclude that no significant impacts are predicted for
the school. Ongoing consultation with the school was referred to. It was noted that, while
technically possible to route around the school, this would not significantly alter the impacts
on the school. The possibility of very slight damage to the structure was acknowledged,
although considered unlikely given the predicted magnitude of the greenfield settlement
profile. RPA are satisfied to include the school in the Property Owners’ Protection Scheme.
RPA has also agreed to include the school as one of the buildings selected along the
alignment to be monitored in terms of ground and building movements and ground
movement monitoring is to continue until it is demonstrated that ground movements that
could potentially result in damage have ceased. It was submitted that instrumentation and
monitoring plans, linked to action and contingency plans, are to be developed by the
contractor in conjunction with RPA. The latter plans are to include pre-determined trigger
levels, with the monitoring regime tied to pre-determined response levels and corresponding
actions. It was submitted that baseline movement monitoring is also to take place six months
before the TBMs potentially have an impact on the school. It was noted that the impacts on
human health were assessed as not significant and that RPA had consulted with the school’s
Board of Management. No detrimental impacts by way of electromagnetic radiation are
predicted by RPA.

In responding to the issues arising in relation to settlement and the potential to deviate away
from the school structure, I acknowledge the applicant’s position that the impacts of
tunnelling are not necessarily less when tunnels are located to the side of a property rather
than under it. This is a reasonable position to hold as it is the shape and curvature of ground
movements that are critical factors in determining potential risk of damage rather than the
magnitude of ground movement. RPA note that it is quite possible that moving the route
slightly away from the school could place the property in the zone of settlement trough where
the predicted greenfield settlement slope profile is steeper, thus resulting in an increased risk
of change in vertical movement over a shorter length, or on the point of inflection of the
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settlement profile where the settlement curve switches from a hogging to a sagging profile.
This could, thus, increase the differential settlement and magnitude of tensile strains that
could potentially be transmitted into the structure, resulting in an increased risk of property
damage. Furthermore, I acknowledge that routing the tunnels around the school is likely to
lengthen the period of construction and, therefore, the period over which the school is
subjected to construction noise and vibration. It should be noted that the magnitude of
settlement predicted for the school is less than 5mm and that the greenfield settlement trough
profile has a slope less than 1/5000 which indicates that very slight or superficial damage is
only likely. The Board should further note that the tunnel alignment at this location is located
within the limestone bedrock and the TBMs would positively support the ground throughout
the excavation phase prior to tunnel lining being installed. I also note for the Board that the
magnitude of settlement for the school’s yard is predicted to be imperceptible. On the basis of
these observations and considerations, I do not consider that the proposed routing of the
tunnels will have a significant adverse impact on the school or its occupants. In drawing this
conclusion, I note that the considerations of the Board’s Consultant on vibration and
settlement support such conclusions. Dr. Massarsch submits that the impact on the school
during the construction phase will be noticeable but, if the proposed mitigation measures are
implemented, construction activities should not cause unacceptable residual impact. He
further states, importantly, that there is no danger to the building and its occupants from
ground vibrations or settlements. If settlement occurs, it is estimated that this will be limited
and damage could be readily repaired.

Considering groundborne noise impacts on the school during the construction phase, I note
Dr. Massarsch has submitted that, during the passage of the TBM, the groundborne noise
level is likely to be 46dB LAma,s and is regarded as being just around the level which would
have the potential to interfere with education. A significant effect is not predicted due to the
relatively short duration. Regarding impacts by way of vibrations at the operational phase, I
note that there would be greater than 19m of ground cover at this location above the tunnels.
Resiliently supported rail would be provided and it is predicted that there would not be a
significant impact on the school.

I further note the extent of monitoring, action and contingency plans proposed. These will
specifically allow a comprehensive understanding of the development’s impacts on the
school and will develop appropriate responses, if required. This is an important and
significant element of the control of the works’ impacts on the school and is to be welcomed.
This evidently meets with the Observer’s request on this matter. In addition, I note that the
Observer’s desire to be included in the Property Owners’ Protection Scheme has been
accepted. Furthermore, electromagnetic radiation is predicted not to have any adverse impact
on the school or its occupants. The traffic impacts are those which impact on a wide area and
do not specifically relate to the school itself. Construction traffic routing will be referred to in
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detail later in this report. However, I note that construction traffic will not impact on the
roads in the immediate vicinity of the school property.

Impacts of Tunnelling on Residential Properties

The residents who made observations within Area MN106 invariably raised concerns about
the tunnelling impacts on their properties, notably vibration, groundborne noise and
settlement.

Construction Phase

It is noted that tunnelling within the area will primarily be within rock. The extent of
tunnelling works with potential impacts on residential properties within this area includes:

-

Passage of the TBM within the tunnels
Cross passage east of The Rise
Cross passage near Bantry Road
Cross passage at Home Farm Road
Cross passage east of Ferguson Road
Crossover at St. Patrick’s College
Cross passage near Woodvale Road
Cross passage near Carlingford Road
Cross passage under the Royal Canal
Cross passage near Kenmare Parade

Some work on the tunnels is anticipated to continue around the clock in order to achieve
efficiencies and to keep the work safe. Tunnelling working hours are to be controlled and
limited by restrictions set out in the EIS, notably in relation to noise to ensure disturbance to
residents is prohibited. The choice of TBM is to be a matter for the construction contractor.
However, the responsibilities to control settlement and groundwater levels are an obligation. I
have noted that the TBM is likely to be adaptable between open and closed face working.
This is intended to maintain the maximum rate of progress and, thus, to minimise the duration
of any potential disruption.
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In terms of the potential adverse impacts of the passage of the TBM, it is first to be noted that
residents would experience a relatively short duration of exposure to vibration during the
construction phase as the TBM passes. The machines are estimated to progress at a rate of
approximately 75 metres per week. In quiet areas, vibration heard as groundborne noise may
be heard over a period of up to six weeks for each tunnel drive. At night, groundborne noise
levels are to be restricted to ensure that the works do not cause noise disturbance. Noise
levels are to be continuously monitored to ensure contractor compliance with requirements
and to avoid causing disturbance to residents. Therefore, given the short duration involved
and the restrictions intended to limit to impact of the tunnelling, adverse impact on human
health is not predicted to arise.

The cross passages will likely be excavated by drill and blast. There is potential for
significant adverse impact arising from these components of the work. Blasting will not take
place in residential areas at night. The charge weight per delay will have to be restricted to
limit PPV to the low impact category for daytime and noise levels will be continuously
monitored. Given the proposals by RPA to limit the charge weight in each instance to achieve
this standard, no significant impact is predicted.

In the context of airborne noise, I note that there is unlikely to be any such noise arising from
rock excavation of cross passages or crossovers by explosives or other means as such
processes will occur underground. The report of the Board’s Noise Consultant reaffirms this.

In terms of settlement impacts, of the 165 buildings identified by the Stage 1 Assessment for
further consideration in the area, 27 have been identified to be the subject of a detailed Stage
3 Assessment. It is predicted that none of the buildings will exceed a damage category of 2,
with the exception of the Mater Private Hospital, which has a predicted damage category of
3. The impacts on the hospital will be considered later in this report. After application of
mitigation at the construction stage for the sections of tunnel alignment between the stops,
maximum predicted settlement ranges between 10mm between Albert College Park and
Griffith Avenue Stop, reducing to 2mm between Home Farm Road and Drumcondra Stop and
increasing to 5mm south of Drumcondra Stop to Mater Stop. Having regard to this, it is
predicted that settlement for residential properties in Area MN106 will not be significant.

I note, furthermore, that the applicant proposes a wide range of mitigation measures to ensure
the contractor adheres to standards to minimise disturbance to residents during the
construction phase. These include:
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-

Limits set for noise, groundborne noise etc., especially at night-time and at weekends;
Continuous monitoring to ensure adherence to noise and vibration requirements;
Prohibiting blasting at night in residential areas and giving suitable advance warning;
and
Development and implementation of an Environmental Management Plan in
accordance with ISO 14001.

The applicant foresees no requirement to provide alternative accommodation for residents
during intrusive stages of the works in the area as limits set in the EIS are expected to be met.
The applicant considers the issue of alternative accommodation only arises if the contractor
wishes to exceed the noise and vibration limits set out in the EIS and with the agreement of
residents.

Reference was made a number of times by Observers in writing to the Board and at the Oral
Hearing to the implications of the use of rock bolts for properties. Rock bolts would only be
used to stabilise the tunnel excavation during the construction phase if this is required. They
are installed by drilling a small diameter hole into the rock from the face of the excavation.
The bolt is then inserted and is grouted into position. This has the positive outcome of
reducing the risk of ground movements. Rock bolts will not cause damage to overlying
property and will not be required at the operational phase.

Overall, the risk of significant damage to residential properties in this area is deemed to be
very low. Ground movement of a small magnitude is predicted. Potentially affected buildings
will be assessed for risk of damage, surveys will be undertaken, and protective measures
developed. Those with potential to be affected will be continuously monitored throughout the
construction period. If cracking or other adverse impacts occur remedial works will be
undertaken. The applicant’s Property Owners’ Protection Scheme is intended to assist
residents by way of remediation in the vicinity of the tunnel and stop works, where necessary.

Operational Phase

At the operational stage, it is predicted there will be no further ground movement. The
modelling undertaken by the applicant predicts no significant effect from the operational
phase in terms of groundborne noise or vibration. The groundborne noise and vibration limits
set out for the operational phase within the EIS are to be contractual obligations that the
contractor is required to achieve. The contractor is obliged to use a track system to achieve
specified limits. Based on this, it is anticipated that there would be no adverse impact on
human health arising for residents of this area at the operational stage.
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Very low vibration and groundborne noise impacts are predicted with the use of standard
resilient rail support. The contractor will be contractually obliged to maintain the track,
wheels and vehicles to a high standard so that potential impacts arising from noise will be
minimised. It is estimated that the curvature of the track and tunnels will not cause the
flanges of the wheels to impinge on the rail. I note, furthermore, that RPA has confirmed that
the tilt of the track, the rate of gain of curvature, and the profile of the wheels and railhead are
designed to keep the wheels running centrally between the two rails during normal running,
braking and acceleration. Switches and crossings have also been designed to minimise
discontinuities and, thus, reduce noise. The cost of maintaining the infrastructure over the life
of the concession is to be built into the contract price.

Finally, I note the findings of the Board’s Consultant on Vibration and Geo Hydrology.
Specific limits are recommended to be set in accordance with national and international best
practice and to protect residential communities. These include re-addressing building damage
assessment criteria, provision of intermediate building survey/inspection under the Property
Owners’ Protection Scheme, increasing field monitoring, lowering the proposed groundborne
noise level during the operational phase to 35dB during night-time in all residential areas, and
applying internationally accepted guideline values relating to the effects of vibration as set
out in DIN 4150. I note that the proposal to lower the groundborne noise level at night-time at
the operational phase is lower than that proposed in the EIS. This will evidently have
implications for the contractual obligations required to be met. I consider that the application
of these measures will greatly assist in minimising potential adverse impact for the residential
communities in Area MN106.

Flooding and Groundwater Impacts

A number of residents raised concerns about potential flooding impacts arising in the Griffith
Avenue area and in the vicinity of the Tolka River.

While the development of the Griffith Avenue Stop will increase the extent of paved area at
this location, it is not anticipated that significant additional runoff will be generated as a
result. I note that Dublin City Council has not expressed particular concerns about the
consequential impacts arising being significant or that the surface water system cannot
accommodate the new development. I note also that the overall development is required to be
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designed to comply with the Greater Dublin Strategic Drainage Study, requiring runoff
storage and discharge at rates equivalent to run-off from undisturbed land.

In relation to the River Tolka, I am very conscious of the river’s history of severe flooding. I
am aware of the Tolka River Flooding Study and the recommendations set out therein. As a
result of Interim Reports, works have been ongoing to alleviate flooding and to upgrade
defences, including new walls and embankments, scour damage repair, general channel
maintenance, etc. I do not consider that the proposed development will contribute in a
significantly adverse manner to undermine the positive works undertaken to date. The
proposed tunnels are to be some 25m under the river and the tunnel walls are to include
waterproof membranes. If there is any residual seepage, drainage systems will be installed
and pumping will be provided. However, it should be noted that all underground structures
are to be designed as undrained, watertight structures and will not function as drains
themselves. Water seeping into tunnels will be collected at the low point in the ventilation
shaft and from there it will be discharged to the Tolka River via a new outfall in Griffith
Park. The amount of these flows will be insignificant in respect of flood risk. Treatment of
these waters is to be provided if deemed necessary by the local authority.

I wish at this stage also to further acknowledge that the consequences for impacts on the
groundwater table are not predicted to be significant. The geology of the area and use of the
TBM makes significant drawdown of the water table unlikely. I note once again that all
permanent underground structures are designed as undrained, watertight structures and, thus,
they will have no significant long-term impact on groundwater levels. Dr. Massarsch has
noted that the TBM will operate in closed face mode at pressure above that of the natural
groundwater pressure, where significant inflows of water can be anticipated, in order to
prevent significant groundwater inflows into the tunnel during construction. The extent of
temporary groundwater lowering is restricted to limits to which the contractor is required to
adhere to. Monitoring of the water table before and during construction works is to be
undertaken to ensure controls and limits specified are continuously met. I note, furthermore,
that Dr. Massarsch is satisfied that no significant impacts arising from changes in
groundwater are expected to occur during the construction and operational phases.

Finally, I must also acknowledge the detailed agreement between Dublin City Council and
RPA, to the agreements reached in relation to drainage and notably to the flood risk impact
assessment procedures to be followed as set out in agreed Condition 34.

Having regard to the proposed construction methodology for the tunnel boring, to the
predicted ground conditions, and to the mitigation measures to be employed, I do not
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consider that the development will contribute to increased flooding experiences of residential
properties within Area MN106.

Construction Traffic Impacts

The construction traffic concerns within Area MN106 focus primarily on the removal of
spoil. It is intended to address the issue of the traffic impacts associated with the removal of
spoil for the project later in the report. Otherwise the effects on public roads in this area will
be considered at the end of this section of the report.

Vermin and Other Health Concerns

A significant number of submissions by Observers within Area MN106 raised concerns about
the potential impact of the tunnelling and excavation works on vermin in the area, on health
impacts arising from dust, and on radon and radiation. Dr. Martin Hogan addressed issues in
his submission to the Hearing on behalf of RPA. He addressed the concerns relating to
Leptospirosis (Weils Disease) and Aspergillus fumigatus. He noted that nothing in the
construction or operational phases will encourage an increase in rodent numbers and that
necessary measures will be put in place to mitigate dust generation.

While acknowledging the concerns of Observers in relation to these matters, I do not consider
it a significant environmental concern with this proposal. I accept the applicant’s position that
there is nothing to encourage growth in rodent numbers. I accept, however, that rodent
control measures will be required in tunnels at the operational phase. This is acknowledged
by the applicant and controls are to be put in place. It is, therefore, likely that rodent numbers
could indeed decline. The adverse impacts on human health anticipated by Observers to arise
from rodents with the advent of the proposal is, thus, not likely to occur. The developer of
this project will be required to adhere to all relevant requirements under Health and Safety
legislation that would be applicable to the effects on its employees and the consequences
arising for residents in the area arising from the development. The operator will be required
to have in place sufficient control measures.
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In relation to Aspergillus fumigatus, I note firstly that the proposed construction project
should be viewed no differently from any other construction project in that, by its nature,
works sites will generate dust and measures must be employed to limit dust impacts for
sensitive receptors. Secondly, I note that the mitigation measures proposed in the National
Guidelines for the Prevention of Nosocomial Invasive Aspergillosis During
Construction/Renovation Activities are to be followed by the developer and no significant
additional risk should, by implication, result. I note also that there has been extensive
consultation with the more vulnerable service providers in this area, namely the Mater Private
Hospital to seek to achieve best practice in relation to dust control.

In relation to radon and radiation, I note that a monitoring programme is to be put in place to
ensure that no adverse impacts arise as a result of the tunnel construction due to migration of
ground gases. The contractor is required to comply with the requirements of the Radiological
Protection Institute of Ireland and no detrimental effects are, therefore, predicted.

Need for Agreement and Consultation

The Observers Brendan Bonass, Mary Baker and Ann O’Dwyer bring to the attention of the
Board that they are freehold owners of properties along the proposed alignment within Area
MN106 and note that no permission has been issued by them to RPA in relation to works and
it is requested that the project should not proceed without consultation.

I note the procedures being employed by RPA are in accordance with statutory requirements.
I further acknowledge the extensive engagement undertaken by RPA with occupiers of
properties along the alignment in order to allow those affected to gauge a greater
understanding of the impacts of the project. This has included meetings with occupants of
some of the properties that are in the ownership of the Observers. I am satisfied that, in the
context of informing the Observers about the impacts of tunnelling on their properties, the
EIS and direct discussions provide the necessary approach to seeking to address the concerns
of those likely to be affected by the construction and operation of Metro.

The Stops in Area MN106
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Griffith Avenue Stop

Griffith Avenue Stop is on Dublin City University lands off Griffith Avenue. It is intended to
serve the residential enclaves of this area, including Upper Drumcondra Road, St. Mobhi
Road and Home Farm Road.

Griffith Avenue Stop is an underground stop with a 12m wide island platform, located to the
north of Griffith Avenue and south of Elmhurst Convalescent Home on DCU lands. The
lands are flanked to the east by the Walnut residential estate and to the west by The Rise and
Hampstead Park. The stop is accessed via escalators and lifts.

Construction will commence with the installation of piled walls down to rock level around
the perimeter of the stop box. The ground within the box will be excavated. On completion of
the stop structure the electrical and mechanical fit out and architectural finishes will follow.
The construction of the stop is estimated to take between two and three years, before testing
and commissioning. Construction traffic routes to the stop will be via Griffith Avenue and
Ballymun Road. A new access will be constructed onto Griffith Avenue.

Specific concerns in relation to the development of this stop have been raised by a number of
Observers, including Griffith Avenue and District Residents Association, Bernadette and
Karen Donnelly, Brendan Gaffney and Valerie Smith, Margaret and Victor Barry, Pauline
Walsh, and Philip Reilly. Many of the issues raised by these Observers, such as flood risk,
radon, monitoring, control of vermin, etc. have been discussed in the previous paragraphs and
will not be reconsidered in this part of the assessment. The range of concerns relevant to the
stop relate to:

-

Justification for the stop;
Station design details;
Construction works impacts, including noise, vibration and settlement;
Landscape impacts;
Lighting controls;
Parking;
Anti-social behaviour; and
Adjoining DCU development.

Stop Justification
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A number of Observers, by written submissions to the Board after the making of the
application, queried the justification of a stop at Griffith Avenue. This is based on matters
such as the density of residential development in the vicinity, the lack of park & ride facilities
being proposed, proximity to the DCU Stop, etc.

I note for the Board that at the early stages of the Oral Hearing details were provided by the
applicant on the transport model used to forecast demand for Metro North. This model was
built specifically for RPA to forecast patronage and revenue and was independently audited.
The model predicts demand for an average hour within the AM peak period of 7.30 to 9.30
and for an average off-peak hour within a period of 13.30 to 15.30. The applicant has
submitted that the stop is justified in its own right and is not dependent on further
development in the area. RPA predict that some 900 passengers will use the stop in the
morning peak hour in 2016. I note that this compares well with a number of stops throughout
the route. This is sustained through to predicted forecasts to 2040. The consequences of not
providing a stop at Griffith Avenue would result in a tunnelled route of some 2.5km between
Drumcondra and DCU Stops and, thus, a significant catchment population would fail to be
served by this development. This could not be construed as sustainable.

Station Design

At the time of initial considerations by Observers of the stop structure design there was
limited details available which led to a number of Observers raising concerns in relation to
the amount of design detail on Griffith Avenue Stop for consideration by the public. The
details provided on the Griffith Avenue Stop are now as detailed as all other underground
stops submitted with the application. I note, furthermore, that the applicant presented to the
Oral Hearing 3D images of the Griffith Avenue Stop that have greatly aided in the
understanding of the visual appearance of Metro structures at this location. While concerns
have been expressed about the proposed canopy at the entrance to the station, I conclude that
it is an integral component of the stop design, is well placed behind the tree-lined street, and
does not undermine the visual quality of the street. The entrance is a subtle, low scale element
that adequately announces access to the stop.

In addition to these considerations, I note that Dublin City Council has an agreement with
RPA which includes specific details agreed in relation to the form and design of Griffith
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Avenue Stop. These are set out in Condition 3(g) of the agreement and provide for a future
detailed Masterplan for the DCU lands and high quality architectural treatment.

Construction Works Impacts

I note from the applicant’s submissions to the Oral Hearing and in response to Observer
submissions that the works at the Griffith Avenue Stop box would primarily take place during
the day. It is not anticipated that there would be significant works at night. Such works would
only occur if a large concrete pour cannot be completed during the day and this work extends
into the evening. Tunnelling works in the immediate vicinity, as has been referred to earlier,
will be limited by the noise restrictions set out in the EIS to ensure disturbance to residents is
avoided. Blasting will not take place at night in this residential area.

I note that rock breaking will be required for the construction of the stop. Groundborne noise
arising for buildings above the stop is estimated to result in a low impact by day and a
medium impact by night. This medium impact has the potential to affect sleep. However, it is
estimated that there would not be a significant effect on human health as the exposure would
be of a short duration. Dr. Massarsch considers the levels of groundborne noise proposed
during the construction phase appear to be reasonable but notes they can potentially give rise
to complaints from residents. RPA has submitted that the contractor will make efforts to find
agreements with residents in areas where levels of groundborne noise are likely to be high or
where impact magnitudes are exceeded.

In relation to settlement, the assessment of geotechnical impacts and risk of building damage
is carried out in three stages, which includes prediction of ground movements, assessment of
response of buildings and infrastructure, review and update, and a further detailed assessment
of buildings and infrastructure where such structures are carried over to this stage and
implementation of protection measures where appropriate. The process undertaken to date
has predicted that none of the buildings in the vicinity of Griffith Avenue Stop will exceed a
damage category of 2, regarded as a slight impact. All buildings potentially at risk due to
settlement will be monitored, which will commence before tunnelling and excavation works.
I note that the risk management concept to be applied is to follow and adopt the guidance
provided by A Code of Practice for Risk Management of Tunnel Works, published by The
International Tunnelling Insurance Group in 2006. The applicant has also a Pre-Contract
Technical Risk Register that covers ground movement, building response and monitoring. A
more comprehensive risk management system is to be introduced. I note that Dr. Massarsch
is satisfied with the risk management approach to be undertaken by RPA. Finally, in terms of
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Observer concerns about settlement and potential building damage, I note the applicant has
put in place the Property Owners’ Protection Scheme and this will apply to residential
properties within 50 metres of the Griffith Avenue Stop. This affords the opportunity to agree
and rectify any building damage up to a value of €30,000 and there is a definite monitoring
procedure put in place before, during and after the construction works.

With the combination of ground movements resulting from the stop construction and
tunnelling and the corresponding ground slope, it is noted that settlement may occur that may
result in the need for planned road maintenance along Griffith Avenue during the
construction phase.

In relation to airborne noise, I note that the Board’s Noise Consultant, Mr. Walsh, has noted
that RPA has shown a strong commitment generally to controlling the levels of airborne noise
through design and mitigation from within work sites and by informing the Oral Hearing that,
where this is not possible, other mitigation options will be employed. The applicant’s
Construction Noise Management Plan provides guidance on the range of measures to be
employed and Mr. Walsh notes that most of the mitigation measures can be designed and
built in before construction work begins. Mr. Walsh also notes that RPA are committed to
avoid, as much as is possible, night-time work that would be of a noisy character to minimise
disturbance to residents. Recommendations by Mr. Walsh in relation to noise monitoring
during the construction phase of the scheme include monitoring at The Rise and two locations
on Griffith Avenue. Specific recommendations for noise levels effecting residential
properties during the construction phase which would apply throughout the scheme are set
out in Mr. Walsh’s report.

With regard to hydrogeological impacts, I note from the considerations of Dr. Massarsch that
the impact of the Griffith Avenue Stop box on a macro/regional scale will be negligible as
groundwater flow is insignificant and attenuation is high within the glacial till. I note further
that groundwater levels are to be monitored prior to, during and after completion of the
scheme.

In conclusion, I acknowledge that the applicant proposes an extensive range of mitigation
measures that have been set out in the submitted EIS and further detailed at the Oral Hearing.
The contractor will be obliged to adhere to these requirements. These mitigation measures are
to be employed invariably to minimise and avoid disturbance to residents and other sensitive
receptors, particularly at night time and other more sensitive periods. While noise will result
from the construction works at Griffith Avenue Stop that will potentially adversely impact on
the residents in the vicinity, there will be an ongoing extensive monitoring regime to measure
the impacts and changes resulting from the works, to inform the contractor of the outcome
__________________________________________________________________________________
PL.06F.NA0003
An Bord Pleanala
Page 472 of 690

and, importantly, to enable RPA to ensure the contractor is in compliance with all obligations
required by the EIS and set out in the contract documents.

Lighting

A number of concerns have been expressed about the lighting of the works compound and the
associated effects arising from the development of the stop at Griffith Avenue. The first point
that needs to be noted is that the stop is located in an urban area where street lighting is in
place to serve the main street in this location, that being Griffith Avenue, and the residential
streets served off it and flanking the lands proposed to be developed. Another point to note is
that there are significant dense tree screens to the west and south of the stop site. These will
assist in dissipating light spillage from the works area onto residential streets. Furthermore,
the stop will be securely hoarded. The works compound is estimated to be some 40 metres or
more from the nearest house on Griffith Avenue. I am conscious that lighting is evidently
required to ensure a safe working environment and to uphold security of the works site. I am
aware that the applicant proposes that modern luminaries will be utilised and this invariably
will seek to minimise the degree of overspill and glare that may arise. I further note that the
stop site location does not immediately abut residential properties.

Landscape Impacts

A number of concerns have been raised about the construction impact of the development on
trees on Griffith Avenue. There is validity in raising these concerns as Griffith Avenue is
most notable as an important tree-lined boulevard in Dublin City.

I am satisfied that the development of the Griffith Avenue Stop should not result in a
significant degradation of this important street by way of the loss of important trees that flank
the street’s carriageway. The application provides for the retention of the tree lines on
Griffith Avenue. There is to be a paved pedestrian entrance into the stop forecourt.
Significantly, RPA has clearly stated that the contractor will be contractually obliged to
protect all trees that are not scheduled for removal, especially those on Griffith Avenue. I
further note that the landscaping of this stop site is to be enhanced by the proposal to plant
approximately 40 new trees around the stop.
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Parking

Concerns about parking at the construction stage and arising from the operational stage of the
stop have been raised by Observers.

In relation to the construction phase, I note for the Board that the contractor is obliged to
provide adequate on-site parking for staff. Furthermore, complementary to such provisions,
the contractor is also required to provide local bus services to bring employees to work. As
can be noted from considerations of the development of the tunnel launch site, it is intended
that that site would be used as a bussing point for operatives using other work sites such as at
Griffith Avenue. I am satisfied that there should not be adverse consequences for Griffith
Avenue arising for demand for on-street parking.

In relation to increasing demand for parking in the vicinity of Griffith Avenue Stop during
the operational phase, I first note that there is no proposal to accommodate a park & ride
facility at this location. This is entirely appropriate as it would only attract additional carbased traffic into the built-up urban area and to its residential estates. The stop is designed to
serve a demand predicted to come from within the catchment of the stop. Effectively, the stop
would be accessed by pedestrians. The applicant has acknowledged through the application
process that there could be additional pressure for on-street parking in the vicinity of the stop.
Evidently, the accommodation of any greater parking demand and the restriction of such
parking will be responsibility of the City Council. I consider that it is reasonable to conclude
that the development of the scheme should ultimately reduce private car usage in the area.
These conclusions on the operational phase are supported by the Board’s Traffic Consultant.

Anti-Social Behaviour

It must be stated at the outset that this is a common concern for many Observers in the
vicinity of Metro stops throughout the entire route in relation to the development of Metro. A
particular feature of concern at Griffith Avenue Stop is the proposal to provide a canopy at
the front of the stop, with the potential to attract anti-social behaviour within a sheltered place
where people can congregate.

I have noted that the applicant is conscious of the concerns raised and has sought to employ
appropriate mitigation measures to minimise the potential impacts arising from anti-social
behaviour at stops. The measures to be employed at the Griffith Avenue Stop include the
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staffing of the stop at all times during opening hours. Also, CCTV cameras will be used to
monitor the areas around the stop entrances on a 24-hour basis. While the canopy area
associated with the stop is intended to remain open at night, the stop entrances would be
locked outside of operating hours and the entrance would be gated and fenced off. The
applicant has submitted to the Oral Hearing that the canopy could be reduced in size or
omitted altogether to address residents’ concerns. Clearly the canopy is an integral part of the
overall design of the stop and I consider the mitigation measures being employed should
address, in a substantive manner, the concerns relating to anti-social behaviour.

Development of DCU Lands

I note that the lands on which it is proposed to develop Griffith Avenue Stop are in the
ownership of Dublin City University and are undeveloped at present. Written submissions to
the Board and to the Oral Hearing made reference to proposals being considered by DCU for
this location and to the inter-relationship of the Metro development with future new
development on the lands. Outline details of a Masterplan for these lands which provides for
mixed use development (referred to as Masterplan for Elmhurst Lands, DCU) have been
submitted by a number of Observers. The plan clearly gives due recognition to the provision
of the Griffith Avenue Stop as forming part of the overall development.

In considering the proposals by DCU for these lands it must first be said that any such
development by the university would be subject to a separate planning application to Dublin
City Council. Secondly, it must be stated that the development of the DCU Metro Stop is not
reliant upon a simultaneous development of the lands by DCU. The stop is proposed by RPA
as an independent development that can proceed in its own right. Proceeding with the stop
and returning temporarily acquired lands to DCU should not undermine the future
developability of these lands. Again, it is noted that DCU has a clear understanding that new
development would intentionally be integrated with the Metro stop on these lands. The
applicant also has had at all times, through the application process, an understanding of the
development intentions developed to date by DCU. I do see any conflict between the
proposals. The development of the lands by DCU in whatever form, if any, in the future
would be subject to separate assessment.

Drumcondra Stop
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Drumcondra Stop is regarded as an important interchange stop, allowing for transfer between
Metro and the Maynooth suburban rail line. It is also intended to link with the Quality Bus
Corridor on Drumcondra Road. It serves local residential communities, St. Patrick’s College,
Clonliffe College, and Croke Park.

Drumcondra Stop is an underground stop with a 12m wide island platform and is located
north of the existing Iarnród Éireann Drumcondra station. There is a direct connection from
the stop to the existing station. The stop is accessed via escalators and lifts. As well as
serving local residential communities, the stop will also serve Croke Park, St. Patrick’s
College and Clonliffe College.

The initial construction works will involve the demolition of existing buildings within the
stop (including St. Vincent’s Centre for the Deaf) and hoardings will be erected along site
boundaries. A site access will be created onto Lower Drumcondra Road opposite Clonliffe
Road. Rock breaking will be required for the construction of the stop. Stop box works will
commence with the installation of a piled wall down to rock level around the perimeter of the
stop box. The piles will be extended into the rock to the base level of the stop at the north and
south ends of the box. The ground within the box will be excavated. On completion of the
stop structure the electrical and mechanical fit out and architectural finishes will follow.
Construction traffic will access the site via the Port Tunnel and Clonliffe Road and will leave
via Lower Drumcondra Road. It is estimated that the construction of the stop will take two to
three years to complete, prior to testing and commissioning.

The EIS considered five options for the stop as follows:

1.
2.
3.
4.
5.

A mined stop beneath Drumcondra Road;
Partial mined/cut and cover stop in land adjacent to St. Joseph’s Avenue;
A cut and cover stop beneath Drumcondra Road;
A mined stop under St. Joseph’s Avenue; and
A cut and cover stop in land adjacent to St. Joseph’s Avenue.

The first four options were eliminated due to engineering, construction and traffic impacts.

The sensitivity of the siting of this stop is reflected in the extent of local concerns expressed
in a wide range of observations submitted by local residents, notably in St. Joseph’s Avenue,
St. Alphonsus Avenue and St. Alphonsus Road. Specific concerns in relation to the
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development of this stop have been raised by Iona and District Residents Association,
Griffith Avenue and District Residents Association, All Hallows Residents Association, John
and Eva Mc Dermott, Sheila Burke, Christy McCormack, Rita Hurson, Dawn Mulligan and
Ken Lacey, Karen Griffin, Shane McGeary and Orla Canavan, Kieran Carolan, James Hunt,
Matthew and Aideen Kelly, Damien Coleman, Quinn’s Public House, and Nathy and
Margaret Groarke. Concerns were raised by a number of the Observers in relation to
alternative routing in the vicinity and alternative siting of the stop. The issues of alternatives
will be considered later in this report. Other common issues such as concerns relating to
vermin have been addressed previously. The range of concerns relevant to the stop relate to:

-

Demolition of structures of architectural heritage and station design;
Construction works impacts, including noise, vibration, settlement and traffic impacts;
Noise and vibration arising from the operational phase;
Excessive land take;
Impact on Iarnród Éireann infrastructure;
Crowd management associated with Croke Park;
Property devaluation; and
Impacts on commercial properties.

Demolition of Structures of Architectural Heritage and Station Design

References were made to the incompatibility of the proposed Drumcondra Station design by
Iona and District Residents Association and by a number of other Observers during the Oral
Hearing. Concern was expressed about the proposal being out of keeping with the character
of the existing streetscape and the area and requests were made for the proposed facade to be
redesigned. A particular concern was the proposed demolition of St. Vincent’s Centre for the
Deaf to make way for the new stop, regarded locally as a structure of high architectural merit.
It is particularly notable that, at the initial stages of the planning application, the concerns of
the residents of the area appeared to be supported by the Department of the Environment,
Heritage and Local Government and by Dublin City Council. The Department’s written
submission to the Board submitted that it was unclear why the construction of the stop box
required a footprint that will demolish a number of structures of architectural heritage merit
in the vicinity and it was argued that a reduction in the extent of the footprint could retain
these structures and allow them to be incorporated in the final design of the stop. In Dublin
City Council’s written submission to the Board it was submitted that RPA had not fully
justified its decision to locate the station entrance and associated structures on the St.
Vincent’s Centre lands rather than utilising the existing Iarnrod Eireann station as an
entrance. Emphasis was placed on better integration of the two stations and examining other
entrance options. The key requirement for the planning authority was the preparation of a
Masterplan for the station and adjoining lands within the control of RPA and this was to
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include the feasibility of retaining St. Vincent’s Centre. The effective uniformity of public
and private opinion on the need to seek the retention of the St. Vincent’s Centre is evident at
the early stages following the submission of the application by RPA. I note that the local
authority has somewhat changed its position with the advent of an agreement with RPA and
that, from my examination of the issue at the Oral Hearing with the Department’s
representatives, the Department appears a little less concerned about the demolition, albeit
that there remains a concern about a concerted need for specific mechanisms to ensure
appropriate new building design prevails.

The proposed demolition remains, in my opinion, another significant issue for the Board to
address in its determination of this application. St. Vincent’s Centre for the Deaf is a threestorey, mid-19th century complex comprising a three-storey entrance building, a former
oratory and an eleven bay return building to the rear. I acknowledge that the building is not
on the Record of Protected Structures in the current Dublin City Development Plan.
However, it remains a significant and, indeed, important element of the streetscape on
Drumcondra Road. The complex also plays an important role for the residents in the
immediate vicinity as it acts, along with the other Drumcondra Road properties nearby, as a
buffer for the St. Joseph’s and St. Alphonsus residents who reside at present in quiet
residential streets. One must question the loss of such a fine structure of acknowledged
architectural heritage. There has not been a comprehensive justification for the inability of
RPA to retain and utilise this structure as part of the new development around the proposed
Metro and existing Iarnród Éireann stations. I acknowledge that the retention of this structure
would require different stop box construction methodologies to be employed and potentially a
variation on the exact siting of the stop. The retention of this structure will clearly address the
concerns of those who express concern about the impact of a new structure on the character
of the area.

In looking to the agreement between Dublin City Council and RPA to gauge an
understanding of how the issue was resolved for the planning authority, I note that the loss of
the structure remains a concern for the planning authority, albeit I acknowledge from the Oral
Hearing that the planning authority are committed to accepting the applicant’s proposals.
RPA has submitted that the feasibility of retaining St. Vincent’s Centre has been explored
previously during the development of the Reference Design. However, it is stated in the
agreement that St. Vincent’s Centre is required for both the construction phase of the works
for access and egress and is a key part of the Stop design affording good levels of
accessibility and visibility from Drumcondra Road and providing opportunities for managing
large crowds on Croke Park match days. These reasons were also provided in the submission
in April, 2009 by RPA. On the issue of the construction phase, a way in and a way out for the
disposal of spoil and transportation of materials is a poor reason, in my opinion, for the loss
of this structure. Furthermore, this proposed demolition to make provision for access at the
construction phase greatly exposes the residents of this area to potentially some of the worst
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effects of the construction phase of this project. Regarding accessibility during the
operational phase, I do not accept that the retention of the structure will not allow this stop to
function adequately. It remains a poor design choice to remove a structure of architectural
merit to replace it with a modern structure, little of which is known about the specifics, given
the Reference Design approach to the application. This will be a busy stop during match and
concert times at Croke Park and I acknowledge this. The existing rail stop experiences this at
present and it is managed. Crowd control is ultimately the responsibility of An Garda
Siochana and channelling of crowds to public transport systems (both overground and
underground) should not necessitate the demolition of St. Vincent’s Centre.

There is an opportunity to achieve an improved integrated station serving both rail and metro
and in doing so to retain the most notable structure of architectural merit at this location. How
appropriate linkage of the rail and metro stations to provide a common entrance, and indeed a
common transportation centre, was not pursued and achieved at this location is a concern that
reflects a disjointed and piecemeal approach between two public bodies responsible for
differing rail-based transport and ultimately presents itself to the public realm as an
unsatisfactory conclusion to rail infrastructure in Drumcondra. This is an incongruous
approach to transport development in Drumcondra. Siting metro stations in the vicinity of
sensitive structures and utilising these structures is commonplace in many historic city areas.
Indeed, as the route proceeds to Dublin city centre, stations are proposed in much more
sensitive locations and structures are to be retained during the construction phase of these
stops (e.g. Fusilier’s Arch and O’Connell Bridge). A better design option should be sought
for the Drumcondra Stop, not alone to retain St. Vincent’s Centre but to achieve what should
always have been an integrated transportation centre, which the proposal is not.

If the Board considers the structure merits demolition and the development at this location is
best served by the RPA new station proposal then I must acknowledge that the applicant has
informed the Board, through its responses to the Observers, that the contract for the
construction obliges the contractor to appoint world class architects to finalise the detailed
design of all the underground stops and that it is expected that these designs will be agreed
with Dublin City Council’s Architecture and Planning Departments. At the Oral Hearing, the
Board was informed that the main PPP construction contractor will appoint an Architectural
Design Team and that the team shall include specialists in conservation architecture, lighting
design, building acoustics, accessibility, landscape architecture, pedestrian modelling, 3D
graphic design, branding and sustainable architecture and design. The brief is also to develop
a distinctive and iconic design for the architectural elements of the scheme. The Hearing was
also informed that the proposed station is designed to contrast with the existing built
environment in order to emphasise the presence of a new and modern facility behind the
streetscape. These proposals, hopefully, would yield a desirable replacement structure at
Drumcondra. Furthermore, I must also acknowledge that RPA is committed to working with
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Dublin City Council on a Masterplan for this location. Clearly, this will aid a progressive
approach to the redevelopment of this area.

Construction Works Impacts

Noise, vibration, structural damage and traffic impacts are the principal issues of concern for
most of the residents relating to the construction phase of the development in the vicinity of
the Drumcondra Stop. These concerns are justified, in my opinion, as the development of the
Drumcondra Stop will potentially produce some of the worst construction impacts for
residents along the entire routing of Metro North. This is reflected in the nature of the works,
the proximity of the works to the residential properties on St. Joseph’s Avenue and St.
Alphonsus Avenue, and the length of time of the works at this location (some three years for
the stop construction alone). The most significant amount of demolition will take place at this
location due to the proposed siting of the stop and the method of construction. Dunbeg, Saint
Alphonsus Avenue, Nos. 2, 3, 4, 5, and 6 St. Alphonsus Avenue, and St. Vincent’s Centre for
the Deaf are proposed to be demolished. The demolition works and the exposure of the
adjoining residential properties, which heretofore have been shielded from disruption, noise
and nuisance emanating from Drumcondra Road, will provide a hostile living environment
for the residents of St. Joseph’s Avenue and St. Alphonsus Avenue during substantial periods
of the construction phase of this stop. The houses are located on the opposite side of very
narrow streets from a major construction site, they open directly onto the footpaths and it
must be acknowledged that the disruption and nuisance likely to arise will be very significant,
notwithstanding any commitments by the applicant to control contractor works to within
specified limits.

To address these concerns RPA has an extensive schedule of mitigation measures which
include:

•
•
•
•
•
•
•

Hoarding off from public areas of the stop work site;
Measures to avoid undue disturbance to residents during night times, Sundays and
bank holidays;
Monitoring of noise during construction to ensure the contractor complies with limits;
Restriction of groundborne noise levels at night and monitoring during construction;
Prohibition of blasting at night and suitable advance warning to be given of blasting;
Requirement for the contractor to comply with strict environmental controls to
mitigate any nuisance from dust on adjacent properties and the development and
implementation of an Environmental Management Plan;
Access to the stop work site to be directly off Lower Drumcondra Road;
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•
•
•

Prohibition of the use of St. Joseph’s Avenue by construction traffic and keeping this
road freely accessible at all times from St. Anne’s Road and St. Alphonsus Road
during the construction phase;
Maintenance of access for vehicles, pedestrians and the mobility impaired to all
houses and premises fronting onto the works; and
Provision of a turning circle where the works require the closure of one end of St.
Alphonsus Avenue for the construction phase, to allow residents to enter and leave the
Avenue via Lower Drumcondra Road.

RPA has predicted that there will be no significant health impacts associated with the project
and is satisfied that concerns relating to Aspergillus and Leptospirosis are adequately
addressed.

RPA acknowledges that slight vibration may be felt up to 20 metres from the cutting face of
the TBMs and that vibration will also be heard as groundborne noise.

In terms of potential damage to property during the construction phase, RPA has concluded
that this will be extremely low generally in the area. All structures where there is potential for
effects from tunnelling operations are to be assessed for risk of damage, surveys are to be
undertaken and measures are to be developed for those structures likely to be effected.
Monitoring is to take place during and for a period after the construction works. I note that
RPA has carried out an assessment of the potential effects of ground movements on
properties in the area, with regard to age, character and condition. Once again, I note the
Property Owners’ Protection Scheme has been established to offer further reassurance to
property owners.

While a number of residents raised concerns about inadequate tunnel depth in this area, RPA
are assured that the depths to the top of the tunnel from ground level are unlikely to have any
significant negative impact on properties.

In acknowledging the likely adverse impacts for residents of this area, the Board sought
further information on the impacts of the development by selecting No. 12 St. Joseph’s
Avenue for more specific and detailed consideration. This was required to gauge a better
understanding of the impacts for individual residents in the area. The house is a mid-terrace
structure that has been extended to the rear that lies directly west of the Drumcondra Stop.
The range of construction works likely to impact on the living environment for residents in
this location are:
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-

Site establishment,
Demolition of buildings,
Utility diversions,
Installation of stop box walls,
Excavation and strutting of the box,
Construction of the base slab,
Construction of walls, floors and roof structures to ground level,
Construction of builds and structures above ground, and
Finishing works.

The stop site is to have hoarding provided around its perimeter and this is to be fencing some
2.44m high. As noted earlier as mitigation, construction access is to be from Drumcondra
Road. The construction works, setting aside finishing, is predicted to take in excess of three
years. The applicant’s further information provides a detailed overview of the construction
methodologies and timescales. The information provided more specific information on the
principal issues of noise, vibration, settlement and traffic. Considerations on these are as
follows:

Noise

I note that baseline noise measurements were not taken for No. 12 but reference was made to
results for St. Vincent’s Centre for the Deaf. It can reasonably be determined, given the
shielding of St. Joseph’s Avenue from Drumcondra Road by this Centre, associated structures
and boundary treatment, that the baseline noise environment for St. Joseph’s Avenue is a
significantly quieter environment. Indeed, I would contend that the residential properties of
this location behind Drumcondra Road have a distinctive asset, which is their quiet living
environment in such an active urban location, despite the proximity to a very busy main road,
a rail station, and local neighbourhood commercial core.

Predicted unmitigated noise impacts during construction of the stop were detailed in the
further information for a property 12m north of No. 12 (at No. 15). This showed a predicted
noise level of 91 LAeq,T, an accepted ‘Very High’ impact. The noise criteria required to be met
are set out in the response for weekdays, weekends, bank holidays and for different times of
the day. I note that, with the exception of unexpected circumstances, activities for increased
airborne noise levels are to be limited to core working hours. Reference will be made to the
considerations of the Board’s consultants in upcoming paragraphs. Suffice to indicate that
there are concerns about the noise criteria proposed to be applied. To achieve the applicant’s
noise criteria a comprehensive schedule of mitigation measures are to apply, details of which
are provided in the response. Most of these measures could be termed good work practice and
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site management. I note that these standard mitigation measures result in the residual noise
impact being reduced to ‘High’. The response then sets out some details on special mitigation
measures, including a low noise piling rig, attenuated support plant and local noise barriers
for the station box and ticket hall bored piling phase, as well as application of acoustic
enclosures to engines and additional exhaust silencers at the excavation of the station box.
The applicant appears content to conclude that, with the application of these special
mitigation measures, the periods in which the noise impact assessment criteria noise levels
are exceeded will be sufficiently brief to avoid significant noise impacts.

Considering what is now known, I conclude that there is some degree of uncertainty about the
likely noise impact for the residents at this location arising from the construction phase.
There is an acceptance that the works associated with the station box and ticket hall bored
piling phase (lasting approx. 6 months) and the excavation of the station box (lasting approx.
11/2 years) will result in noise limits being exceeded, and likely to be significantly exceeded at
times. Despite the application of special mitigation measures this adverse impact will not be
avoided for periods undefined. Therefore, there is no assurance as to how long high noise
impacts will prevail for residents. Such adverse impacts will not permit tolerable living
conditions for residents. If it remains the policy of RPA (as stated) that soundproofing is not a
mitigation measure to apply, it is reasonable, thus, to conclude that the procedures that would
apply elsewhere in such circumstances, where for periods that limits cannot be met, residents
will be afforded the opportunity to relocate during the “sufficiently brief” periods where the
noise impact assessment criteria noise levels are exceeded. The applicant and contractor must
be consistent in the approach dealing with this issue. Indeed, particularly because of the likely
adverse impact on what can only be viewed as a quiet living environment at present and the
very significant change likely to arise from the construction phase.

Vibration

Vibration impacts from the construction phase will arise from three sources – the
construction of the stop, tunnel boring, and excavation of the cross passages at St. Ignatius
Road and Carlingford Road. Rock breaking will be required at the stop and drill and blast
will be required for the cross passages. It is predicted that the vibration and groundborne
noise effects will be short term and, thus, no adverse human health effects are predicted.
Again, the application of and adherence to limits are to apply to ensure significant effects do
not arise. The use of the TBM is to be limited at night unless limits are adhered to, as is to
apply elsewhere. Limitations on explosive charges used are, as elsewhere, to apply. Vibration
limits from other plant are to apply, as elsewhere. Rock breaking at night is to be avoided and
groundborne noise predictions are estimated to be ‘Medium’ impact by day. Vibration from
the passage of the TBM is predicted to cause vibration in the very low category and
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groundborne noise from this source is predicted to be in the medium category. Vibration is to
be continuously monitored at the work site.

Having regard to the predictions for vibration from the various potential sources, it is
reasonable to conclude that the construction impacts can be managed and continuous
monitoring can allow adequate responses where there is the potential to exceed specified
limits. I note once again that there will be a comprehensive regime in place to keep residents
informed of the works and an open communication policy to allow residents to directly
engage with RPA to address concerns and problems arising during the construction phase.

Settlement

As referred to earlier, No. 12 St. Joseph’s Avenue is sited directly opposite the proposed
Drumcondra Stop and this was chosen for further detailed consideration to give a better
understanding of the impacts for this and other residents of the area. The further information
response included a ground movement assessment for No. 12. I further note that a Stage 1
Preliminary Ground Movement Assessment and a Stage 2A Preliminary Building Response
Assessment have been undertaken throughout all of Area MN106. The further information
states that the results of the Stage 1 assessment for No. 12 show that the house lies within a
zone where the maximum Greenfield settlement is less than 10mm and the differential
Greenfield settlement across the building is less than 5mm. The associated Greenfield
settlement profile across the house has a slope of approximately 1 in 4000. The further
information identifies a comprehensive schedule of mitigation measures to be applied. No. 12
has been assessed as falling within the predicted damage category of “negligible”. A
definitive monitoring programme for buildings with the potential to be affected by settlement
is to apply and the row of houses along St. Joseph’s Avenue are likely to be monitored due to
their proximity to the Drumcondra stop box.

Once again, having regard to the predictions on settlement and estimated damage potential, it
is reasonable to conclude that the construction phase impacts in terms of settlement will not
be significant and will be appropriately managed with ongoing monitoring. I note the
Property Owners’ Protection Scheme will apply to the properties in the vicinity of the stop.

Traffic
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The applicant’s provisions relating to traffic during the construction phase have already been
alluded to earlier. Of course there will be disruption to residents by the construction of this
stop over a lengthy period of time with the closure of St. Alphonsus Avenue to facilitate the
works. However, the applicant is making the appropriate arrangements to retain pedestrian
and vehicular access to the properties in the vicinity of the stop. Access from St. Joseph’s
Avenue to Drumcondra Road is to be provided via St. Anne’s Road North and St. Alphonsus
Road.

In addition to my own considerations above, I note the following from the Board’s
Consultants:

Noise

Mr. Walsh accepts, in general, that the project can be constructed in a manner consistent with
good environmental practice and that it is possible to control noise levels from construction
plant. However, he notes specifically that at St. Joseph’s Avenue it may not be possible to
achieve noise limits recommended by construction site mitigation measures alone. He
suggests that in such instances there may be a requirement to upgrade sound insulation of
houses or provide some other offsetting measure. I have referred earlier to the possibility of
relocation during particularly disturbing periods, for example. He contends that noise levels
in the range of 75 to 80+ LAeq may arise for significant periods and there must be
appropriate safeguards put in place where noise levels exceed 70 LAeqperiod.

Notwithstanding these recommendations, I note that further on-site physical mitigation is
seen as an opportunity to help address the significant noise impacts for St. Joseph’s Avenue,
notably in the form of the provision of a substantially higher noise barrier on the construction
site boundary after initial demolition work. Mr. Walsh notes a barrier of 4m or more in height
could be built and could potentially screen the houses from construction noise. This is a
measure which appears entirely appropriate and will ultimately aid the developer by
minimising the likely period of relocation of residents that would otherwise be needed and/or
the necessity to introduce soundproofing to address intolerable noise. I acknowledge that
there remains the problem arising from the demolition of the buildings at this location prior to
the stop box construction works proper. I am of the view that the impacts of such demolition
are very much short-term and should not themselves necessitate other specific mitigation
such as soundproofing, as is suggested.
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Mr. Walsh also suggests there is merit in considering the option of allowing construction
work to proceed on Saturdays at the Monday to Friday noise limits for shorter hours, up to
1400 hours, which would be beneficial potentially as noisier works would be permitted for
this extra period and likely be completed earlier to the benefit of residents.

Another important and relevant observation by Mr. Walsh is that relating to the determination
of ‘significance’ as it applies to daytime construction noise. It is noted that the proposed
Noise Criteria for urban areas is 75 LAeqperiod and that ‘Significance’ is defined as the
boundary between ‘Slight’ and ‘Moderate’ impact or 3dB in excess of the criterion. He notes
that the daytime construction noise is considered to be ‘significant’ when the level reaches 78
LAeqperiod in urban areas for the 12 hour period 0700-1900. It is argued that 78 LAeq12hr is
verging on intolerable. It is further noted that the EIS significance level is at least 3dB higher
than that defined in BS 5228:2009. Mr. Walsh has concluded, based on his own experiences
of the noise criterion of 75 LAeq12hr being requested, that any level in excess of 70 LAeqperiod
could not be recommended without safeguards for affected residents, where such noise levels
would be generated for many months. This is a significant issue for the Board to adjudicate
on and I note the inconclusiveness of the understanding of how long ‘high’ noise impacts will
occur for residents from such lengthy works as the station box and ticket hall bored piling
phase and the excavation of the station box. I note that Mr. Walsh particularly picks out St.
Joseph’s Avenue as a location where noise levels of 78 LAeq could not be construed as just
‘significant’. He notes that this would be 20 to 22 dB above the ambient readings shown in
the EIS for this location. He recommends that an appropriate daytime construction noise
criterion in St. Joseph’s Avenue, without further safeguards, should be 70 LAeqperiod. The
conclusions drawn by Mr. Walsh appear merited for this particular location and, indeed, may
need to be seriously considered for other locations in the vicinity of this stop. Evidently, this
has implications for the construction methodologies to be employed. I note again my
considerations on improving the screening around the perimeter of the work site to improve
conditions for residents. This may assist the contractor in minimising noise impact. However,
setting a reasonable limit of 70 LAeqperiod for St. Joseph’s Avenue and neighbouring
properties appears an appropriate response to address the stark change to be experienced for
the residents of this area, an area which comprises essentially quiet residential streets.

Finally, I note that the conditions recommended by Mr. Walsh provide for comprehensive
noise monitoring during the construction phase at St. Joseph’s Avenue, St. Alphonsus
Avenue and St. Alphonsus Road. Given the sensitivity of this location, comprehensive
monitoring at these locations must not be optional but rather a requirement during the
construction phase.

Vibration and Settlement
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Dr. Massarsch notes the various construction activities and measures proposed to be
employed to minimise the potential adverse impacts relating to vibration and settlement from
the various sources. Control of blasting is noted to mitigate vibration impacts significantly for
works associated with cross passages in the area. Some very localised predicted settlements
of 15mm along St. Joseph’s Avenue are noted from the combination of ground movements
from stop construction and tunnelling. He further notes that none of the buildings in the area
are predicted to exceed a damage category of 2.

While predicted levels of groundborne noise throughout the scheme are seen to be generally
reasonable, Dr. Massarsch acknowledges that levels could potentially give rise to complaints
from residents. It is noted that RPA is committed to the contractor making efforts to find
agreements with residents in areas where levels of groundborne noise are likely to be high or
where impact magnitudes are exceeded. Reference is made to the possibility of temporary
relocation or other forms of compensation being explored.

Overall, I note that Dr. Massarsch is satisfied to conclude that the construction methods
proposed are suitable and that the environmental risk assessment procedures are in
accordance with those accepted by the tunnelling industry. Revisions to damage
categorisation and the strengthening of the Property Owners’ Protection Scheme are
recommended by Dr. Massarsch and following through with these should bring more
assurance to residents potentially affected by the works in this area. Extensive field trials to
optimise construction procedures and to control environmental impact due to settlement,
vibration and groundborne noise are also recommended, which are sensible mechanisms to
guide the ongoing construction of the development.

Traffic

Mr. Wallace acknowledges the traffic management arrangements to be put in place associated
with the construction of the Drumcondra Stop, as well as the parking and bus service
arrangements to be put in place for construction staff (a concern raised by a number of
residents). No particular concerns are raised about localised construction traffic impacts,
albeit that there is an acknowledgement of the impact of the significant HGV flows along
Drumcondra Road arising from the overall project.

__________________________________________________________________________________
PL.06F.NA0003
An Bord Pleanala
Page 487 of 690

Finally, I note that there is a greater sensitivity of some properties to the construction phase
compared to others in the vicinity of the Drumcondra Stop. One such property is No. 1 St.
Alphonsus Avenue, which immediately backs onto the stop. Nos. 2-5 on this side of the street
are being acquired and demolished as part of the proposal. No. 1 will be particularly
vulnerable to the construction-related impacts of this stop over the full extent of works in this
area. I note that the applicant has been in consultation with the Observers Dr. Shane McGeary
and Orla Canavan. The proposed development includes the temporary acquisition of part of
the property. RPA has submitted in response to the Observers’ concerns that it is willing to
temporarily or permanently acquire the property. The Observers have refuted any claim that
they could avail of the opportunity to have their house purchased by RPA. The Observers did
not make a submission to the Oral Hearing. However, the applicant repeated at the Hearing
that it did offer to rent or buy the property and that RPA remains willing to discuss the
purchase of the property on a negotiated basis. It would appear that there is the potential to
address the understandable concerns of the Observers by RPA acquiring this property.
Otherwise, living conditions for the occupiers of this dwelling during the construction phase
will prove to be unacceptable, in my opinion.

Operational Phase Impacts

Many of the residents in the vicinity of the Drumcondra Stop raised concerns in their written
and oral submissions in relation to the operational phase of Metro, particularly vibration and
airborne noise. Adverse impact for residents potentially can emanate from operation of the
LMVs through wheel/rail interaction during movement, testing of emergency ventilation
fans, and the operation of other plant such as escalators and other mechanical services.

I note that a number of Observers raised concerns about potential adverse impacts arising
from parking during the operational phase. This issue has been referred to earlier. Suffice to
state that it would be inappropriate to accommodate parking facilities in the vicinity of this
station as it would only encourage undesirable road traffic in the area. Responsibility for
parking in the area correctly lies with the local authority. It is reasonable to conclude that, in
general, Metro North would be expected to reduce private car usage.

Overall, the applicant’s response to Observers is that the EIS predicts there will be no
significant noise or vibration impacts during Metro’s operation. Many of the conclusions
drawn by the applicant have been alluded to earlier in this report and apply to the tunnelled
section and underground stations in general. Some of the more specific details include:
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•
•
•

•
•
•
•

No airborne noise impacts will occur from the operation of the LMVs.
Access to the Drumcondra Stop will be from Drumcondra Road.
Emergency ventilation fans at the stop are only to be tested during the daytime and
not on Sundays or bank holidays. The fans will only operate in emergencies and for
testing. Noise levels may be up to 70-75dB immediately next to the vents but testing
will take place only for about 30 minutes once every two weeks.
Groundborne noise and vibration limits are to be contractual obligations that the
contractor has to achieve.
RPA are assured that the limits they have set are achievable with standard modern
track systems.
The contractor will be required to design a vibration-isolating trackform. The
proposed track specification in the vicinity of St. Alphonsus Road is to be the same as
that under hospitals and theatres.
The operator will be required to maintain the railway so that the groundborne noise
and vibration from the operation do not exceed the “low impact” category.

When considering the issue of the operational phase impacts of the Drumcondra Stop and the
tunnels in the vicinity, the proximity of residential property to the stop is a significant
determinant on the outcome of impact for residents for years to come with the operation of
this scheme. What are critically important are the limits to which the RPA seek the scheme to
achieve. In looking at this, the primary issue must first be are the limits reasonable, i.e. do
they adhere to national and international standards to ensure a safe living environment for the
scheme’s neighbours, and, secondly, can these standards be maintained. This is clearly a
development that will operate for the lifetime of the established residents and beyond. Thus,
it is critical to have the limits and standards that are sought to be achieved to be correct in the
first instance and be continually met through the scheme’s operation.

Setting of standards and limits is obviously a very critical issue for the functioning of the
scheme. What has come to light in the reports from the Board’s Consultants is that the limits
and standards being sought by RPA to apply for the operational phase are not wholly best
practice and, thus, do not constitute limits that make for an appropriate living environment for
residents. In acknowledging this, I refer to the considerations of the Board’s Consultants as
follows:

Vibration

Dr. Massarsch has noted that modelling of the likely intensity of vibration and groundborne
noise from the operation of vehicles has been carried out using likely design and operational
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parameters for vehicles expected to be offered by prospective operators, the most important
of which are wheel/rail roughness, bogie unsprung mass, suspension stiffness and speed. He
further notes that a particular feature of the operation of a newly designed railway is that the
incorporation of resilient rail support and the use of welded rail have the result that
significant effects due to vibration and groundborne noise are completely avoided provided
that the appropriate form of track support is selected and an adequate maintenance regime is
followed.

Dr. Massarsch’s conclusions on vibration and groundborne noise during the operational phase
bring forward a very significant issue for the functioning of the tunnelled section of this
scheme, which, on following through with compliance with his recommendation, have
significant implications for the living conditions for residents in the Drumcondra area (and
elsewhere) when Metro is running. Ultimately, Dr. Massarsch has concluded that the
proposed groundborne noise level during the operational phase of the projected is too high.
The limit set by RPA is 40dB and Dr. Massarsch has recommended that this limit should be
reduced to 35dB during night-time in all residential areas. This, therefore, has implications
for the nature of the mitigation to be incorporated in the design and operation of the scheme,
with a focus on achieving acceptable design standards and maintaining these acceptable
standards. Essentially, these are attainable standards that are applicable elsewhere in modern
metro operations and what is being requested of the applicant is not only reasonable but
appropriate to ensure Metro North compares with best and established modern practice. Dr.
Massarsch’s report has given due regard to international standards and regulations and to the
requirements for similar railway tunnel projects in Europe, including the Crossrail project in
the UK which was heavily relied upon by RPA in support of many of its considerations on
this issue.

I conclude that the limiting values on groundborne noise suggested by RPA should be revised
in accordance with Dr. Massarsch’s recommendation to ensure groundborne noise for
residential buildings at night meet best practice. Dr. Massarsch’s conclusion on this issue is
pertinent:

“... groundborne noise levels applied at the Metro North Scheme should not fall short of the
environmental requirements which are applied in countries with comparable geological
conditions and similar environmental ambitions.”

Overall, adherence to the limits and recommended revised limits will assist in Metro being
satisfactorily integrated into the Drumcondra area.
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Airborne Noise

Mr. Walsh submits that, except for emergency ventilation fans, little attention has been
devoted in the EIS to fixed and permanent plant. He notes the applicant’s position that noise
from fixed plant is assumed to be insignificant if it is less than NC25 inside neighbouring
buildings at night (to avoid sleep disturbance) or not to exceed the existing LA90 background
noise. It is noted that all fixed plant is to be designed to meet these standards. However, Mr.
Walsh is assured in his view that NC25 may be acceptable during daytime but that it is not so
at night. I observe that the application of this standard, if viewed as unacceptable, is
particularly relevant to the experiences of residents in the vicinity of the Drumcondra Stop
given the acknowledged quiet residential living environment that prevails. Mr. Walsh rightly
acknowledges, in my opinion, the need for an emphasis on pre-existing ambient levels in
bedrooms at night and he puts forward the position that internal ambient noise levels at night
in many houses in suburbs around Dublin are of the order of 18-25 LA90. He notes that the
noise from fixed plant will operate for many years and expresses the need for control of plant
such that it does not cause undue discomfort or significant sleep disturbance. He suggests that
a maximum increase of 3dB should be the objective. Mr. Walsh submits that applying the
NC25 standard would mean that in many rural and suburban locations the night time
LA9015min could be exceeded by between 10 and 15dBA. Clearly this constitutes a very
significant change for those that would be affected. I note that Mr. Walsh also refers to the
Crossrail project in the UK in support of his position. He demonstrates that the Crossrail
scheme is expected to result in substantially lower indoor noise levels than NC25, notably in
quieter areas.

Mr. Walsh concludes that the RPA indoor noise level of NC25 (i.e. 35.6 dBA) for fixed plant
would be as high as many current outdoor ambient noise levels. This is regarded as
unacceptable at night time at an inhabited location. He makes specific recommendations to
minimise the adverse impacts likely to arise. It is recommended that the facade noise level
from all combined permanent trackside equipment and stop equipment (including electrical
equipment and normally running ventilation fans) which are on at night should not exceed, at
any sensitive receptor, the lower of 45 LAeq15min or the lowest recurring night time ambient
level LA9015 Min during the night in quiet rural locations. He further recommends that night
noise should be non-tonal and non-impulsive and that the indoor LA90 increase due to fixed
plant should not exceed 3 dBA. He requests all fan testing to be carried out during the hours
of 0800 to 1900, i.e. daytime. I note, furthermore, that Mr. Walsh has alluded to a schedule of
locations determined to represent quieter areas along the proposed Metro alignment,
identifying noise-sensitive receptors, and this includes the low noise ambient location in the
vicinity of the Drumcondra Stop.
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As with my considerations on Dr. Massarsch’s recommendations, I consider the conclusions
and recommendations of Mr. Walsh to be intent on achieving best practice and, ultimately, to
achieve an acceptable living environment for people residing in quiet locations, such as St.
Joseph’s Avenue and St. Alphonsus Avenue. Airborne noise from fixed plant that is intended
to operate all day, every day must not be oppressive and prove unacceptable. Accepting that
the noise environment must, and will, change for residents of this area (and indeed other quiet
areas along the alignment), seeking to minimise impacts to reasonable levels of change,
where they are reasonably attainable, must be aspired to. Invariably, meeting the
recommendations set out will require additional mitigation and these measures will require
modifications to the designs, heretofore, not definitively provided for at this stage of the
development process.

In conclusion on the impacts from the operational phase of Metro in the vicinity of the
Drumcondra Stop, it must be a requirement that permitting the scheme must accommodate an
acceptable living environment in the area. The requirements to provide acceptable living
conditions at night time by the revisions required to meet the standards as recommended by
the Board’s Consultants are reasonable, sustainable, and meet best practice, while ultimately
protecting an acceptable standard of residential amenity. With the measures employed to
operate and maintain the scheme in accordance with these requirements and the additional
other limits set out in the EIS, I consider the operational phase of the development in the
vicinity of the Drumcondra Stop is sustainable.

Impact on Iarnród Éireann Infrastructure

Written submissions received by the Board following the receipt of the Railway Order
application included a submission from Córas Iompair Éireann/Iarnród Éireann. This raised a
range of concerns in relation to the continuity and safety of train services during and after the
period of construction, with particular reference to tunnelling effects under the MGWR line at
Whitworth Road and GSW line at Drumcondra Station, to the impact on the structural
integrity of the Drumcondra station and railway line and to the construction of a footbridge
over the railway line. I note for the Board that when the Authority made its submission to the
Oral Hearing it was stated that there were now no outstanding items of disagreement. I note
further that it has been the position of RPA that the mainline railway station will not be
affected by the construction of Metro and that no changes are proposed to the Irish Rail
services. Furthermore, RPA note that passengers are to continue to access the mainline
station as at present.
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To conclude on this submission, it is important to refer to the potential environmental impacts
arising from the construction phase for the established rail service in the Drumcondra area.
The potential issue of concern must primarily relate to settlement impacts on the existing
infrastructure. On this matter I note for the Board some of the considerations of Dr.
Massarsch. Dr. Massarsch has noted that the passing of the bored tunnels beneath the
embankment on which the rail track runs could potentially affected the line by both bored
tunnelling and the construction of the Drumcondra Stop. However, he acknowledges that the
embankment is predicted to settle approximately 7mm and that this places it in the negligible
damage category. It is acknowledged also that, in accordance with limiting track geometry
criteria provided by Irish Rail, the prediction of the deformation of the rails are within
acceptable limits and that operation of the railway will not be compromised during the
construction phase. I note that this conclusion is to be supported by a detailed condition
survey prior to construction. Dr. Massarsch further reports that it is predicted that the
settlement at St. Joseph’s Avenue railway bridge will be 7mm and at Drumcondra railway
bridge it will be 2mm. This is not expected to result in damage to these structures. Each of
these bridges is to be subject to Stage 3 Assessment to take account of individual bridge
components.

Having regard to these observations, the principal concerns initially raised by CIE/IE appear
manageable and the development will not pose a significant risk by way of settlement to the
established rail infrastructure.

Excessive Land Take

A number of the Observer submissions alluded to the excessive nature of the proposed
subterranean land take in the vicinity of Drumcondra Stop. This was not in any way validated
or the claim substantiated.

It is my submission to the Board that, in response to the claims of each of the Observers who
raised this issue, the extent of land take being sought at this location is required to carry out
the development as proposed in the application. The land take allows for the development of
Drumcondra Stop and the tunnels in the vicinity. Also, it will allow for the installation of
rock anchors at the stop to tie the walls of the below grade stop to the surrounding rock. It
also allows for the installation of rock bolts to stabilise the excavation in the bedrock. It
should once again be noted that the subterranean land take will not undermine the future use
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of properties overhead and should not normally undermine any future further development of
property in the vicinity.

Crowd Management

Iona & District Residents Association have rightly acknowledged the significance of the
Drumcondra Station in serving nearby Croke Park. Concerns focus on how the new
development will facilitate crowd management, routing of spectators, traffic impacts, and
health and safety impacts, as well as the need for an understanding of the operational
scheduling of Metro services.

I note the response by the applicant to these concerns. RPA has submitted that the
construction and operation of Metro will not affect the control of Croke Park crowds. This I
accept is not necessarily in dispute. RPA also correctly note that crowd control will continue
to be managed on an event by event basis by An Garda Síochána. This is an important
observation in seeking to address the Observer’s concerns. Ultimately, crowd management
and control will be the responsibility of An Garda Siochána and this, undoubtedly, will be
carried out with the co-operation and assistance of the relevant authorities, including Dublin
City Council, RPA and Iarnród Éireann. In relation to scheduling of Metro services and
understanding pedestrian routing alternatives, I consider that these are operational
arrangements that are not necessarily available at any given time and are not fixed, with inbuilt flexibility and allowance for change. Clearly, the additional public transport service and
station and the accommodation of marshalling within the two rail stations will facilitate
improved access to Croke Park and will allow for better management of increased numbers
attending the venue.

Property Devaluation

This is an issue that is a common Observer concern throughout the entire route of Metro
North. There is a serious concern by property owners that the development of the Metro
tunnels, stops and ancillary infrastructure under and alongside properties will adversely
impact on the value of these neighbouring properties.
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The applicant has a uniform response to each of these concerns. It is argued that experience
from other cities where similar systems have been built suggests that the value of properties
close to the line of a Metro, whether it is within tunnel or on the surface, will actually
increase in value once a Metro is operational as a direct result of the improvement in the
public transport system. Furthermore, it is maintained that this effect is likely to be greatest
for those properties that are closest to stops.

I note for the Board that RPA submitted to the Oral Hearing in April, 2009 an Advice Report:
Impact of Metro on Property Values, dating from September 2007. This backs up the
applicant’s response to the Observers concerns on this issue and it is noted from this report
that other studies have concluded that, even with tunnels running directly under a property,
value is not adversely affected. The report has noted that land banking is already taking place
along the Metro route, with an understanding that new lands will be opened up, accessibility
will be increased leading to redevelopment and higher value use. The report concludes Metro
will not have a negative impact on properties under which it runs and that, as transport
infrastructure improves, property values will increase.

It is my submission to the Board that the empirical evidence would suggest that the
conclusions drawn by the applicant are accurate. The claims by Observers are not supported
by facts that refute the applicant’s position. I do understand that this is a conclusion drawn on
the operation of the scheme. I also understand that there are genuine concerns about property
values arising from potential adverse impacts from the construction phase. This phase in
overall terms can reasonably be determined to be short-term. Furthermore, the applicant’s
impact assessment suggests that, in the main, there are slight or negligible impacts likely to
arise for residential property, not alone in Drumcondra but throughout the alignment. The
applicant has reasonably developed its Property Owners’ Protection Scheme to address
potential impacts and to alleviate residents’ concerns. With due regard to mitigation,
devaluation of property is not predicted to result in this area.

Impacts on Commercial Properties

Three particular Observer submissions have been received which require some reference,
namely:
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-

The viability of a project with planning permission to the rear of 48-50 Lower
Drumcondra Road (Damien Coleman);
Viability of the Quinn’s Public House premises; and
Impacts on a shop and post office (Groarke’s).

My considerations on these are as follows:

Impact on 48-50 Lower Drumcondra Road

The Observer Damien Coleman is concerned about the viability of a project for which he
received planning permission to the rear of 48 and 50 Lower Drumcondra Road. Planning
permission was granted on appeal by the Board for the demolition of derelict structures at the
rear of 48 and 50 Lower Drumcondra Road and the construction of a two-storey building
comprising section 50 student accommodation.

The applicant’s written response to the Observer notes that the proposed Metro works will
not have any material effect on the existing buildings or the proposed development.

I note for the Board the following:

-

There was no further representation on behalf of Mr. Coleman after this submission;
and
Planning permission for the proposed development was granted in November, 2003.
This development was required to be completed prior to the commencement of the
Oral Hearing. I have no knowledge of works being completed, an extension of time
being granted, or a withdrawal of the Observer’s submission.

Impact on Quinn’s Public House

The Observer’s concerns relate to the impact on the property’s value and viability as a result
of the loss of land and substratum and disruption during construction works. Loss of a rear
access for deliveries as an emergency exit route and the impact on the potential to extend the
property are alluded to.

__________________________________________________________________________________
PL.06F.NA0003
An Bord Pleanala
Page 496 of 690

I am satisfied that the applicant’s provisions address the Observer’s concerns. The substratum
land take is essential for the development as proposed at this location. The future use of the
Observer’s property at this location is not eroded. The further development of the property at
any time in the future would be subject to planning permission being acquired. Also, in terms
of permanently acquiring the rear access to this property, this is to be done to allow for the
construction of the stop and because the stop structure lies close to ground level. I note that
the applicant is satisfied, on completion of the construction works, to grant a right of way
over the land to the Observer to allow continued access. Access to the rear of the premises
during the construction phase is to be maintained throughout. Therefore, I consider RPA has
done as much as is possible to minimise the adverse impacts on the operation of this business
premises.

Impacts on Groarke’s Shop and Post Office

The Observers, owners of 32-38 Lower Drumcondra Road abutting the proposed
Drumcondra Stop, raise concerns about the disparate nature of the two rail stations (existing
and proposed) at this location either side of their property, the erection of a high level bridge
over their property at the rear impacting on the intended development of their land (a
permitted apartment development), the impact of the massing and materiality of the two
bridges proposed for this location, the use of lands left in abeyance, access and means of
escape problems to and from St. Joseph’s Avenue, impeding vehicular access to their
property, and lack of agreements to undertake the development. Reference has also been
made to concern about pedestrian movement in the vicinity of Clonliffe Road junction
particularly on match days at Croke Park. The submission to the Oral Hearing focused on the
impacts of the development on the Observers’ business, the servicing of same and the impact
of the proposal on the future development of the Observers’ lands.

RPA, in response, refer to the adequacy of pedestrian crossings to facilitate movement in the
area and the use of RPA Customer Service Officers and Gardaí to manage passenger
circulation. Reference was also made to the need for the replacement of the footbridge over
the Irish Rail platform for safety reasons and as a means of escape. RPA are aware of the
proposed development to the rear of the property and it is noted that the proposed bridges are
over 30m from the development. Business delivery access is to be maintained throughout the
construction phase and it is RPA’s submission that the shop will benefit through increased
footfall at this location. It is noted that air rights have been referenced in the application over
the laneway for the pedestrian bridge to the outbound Irish Rail platform and over the
laneway for the cantilevered pedestrian bridge to the inbound Irish Rail platform. In addition
to these considerations, I note from the Oral Hearing that RPA are at all times open to
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facilitate access during the construction phase where alternative arrangements need to be put
in place. It was further submitted that the existing entrance into the Irish Rail station is
restricted and would be unsuitable for a combined entrance. It is argued that the new Metro
station creates a combined entrance.

In considering the Observers’ concerns it must be acknowledged that these concerns are
merited as the property in question is not alone abutting this significant work site but is also
to be squeezed between two railway stations. Given the development of a stop at this location
(whether some structures in the vicinity are retained or not), Groarke’s business premises will
be significantly impacted by the construction works for a lengthy period. However, while this
is so and is similar for many other premises where construction works are to take place, I note
that the applicant is at all times seeking to retain access to the business premises and to
maintain the serviceability of this premises. I do not consider that much more can be
guaranteed or delivered on this issue.

On the issue of the rationale for provision of two rail stations at this location, I have
suggested earlier that this must be in question. At no time has the applicant satisfactorily
addressed the separation of stations at Drumcondra and firmly disproved the need for a single
rail station. There is an inference that the proposed Drumcondra Station provides for a
combined entrance to the two stations, while it is contended the existing entrance to the
mainline rail station would be inadequate. In reality, the two stations are seen to be operating
significantly in isolation, with some linkage from the proposed new station. I repeat that it is
my view that the separation of stations should reasonably be reviewed to provide a logical
single transportation centre and to achieve a hub that ultimately seeks to minimise the
demolition of structures of architectural merit and streetscape value to this location. The
approach to providing rail stations at this location is somewhat confused and each rail
authority is clearly seeking to achieve independence rather than inter-dependence. In the
knowledge that this location is to be the subject of a Masterplan and that the desire of Dublin
City Council and, indeed, the Department of the Environment, Heritage and Local
Government was ultimately to retain St. Vincent’s Centre, I suggest that developing plans
after deciding upon and agreeing to a disjointed transportation development hub loses some
of its purpose. Another implication of achieving a better integrated transportation centre at
Drumcondra is that a review of the potential need, design and layout of bridge structures,
considered in some way debilitating to the development and functioning of the Observers’
existing and proposed developments, could greatly alleviate the potential adverse impacts on
32-38 Lower Drumcondra Road and the new development.
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Mater Stop

Mater Stop serves the Mater Hospitals and local communities in the Dorset Street area and
Phibsborough. It also allows access to Mountjoy. It is intended that the stop will link with the
Quality Bus Corridor on Dorset Street.

I propose to address the issues relevant to this stop under the following headings:

-

The evolution of the proposed stop design
The agreement between RPA and Mater Private Hospital
The position of Mater Campus Hospital Development Ltd. & National Paediatric
Hospital Development Board
The impact of the development on Leo Street
Considerations of the Board’s Consultants
Other Observer submissions.

The Evolution of the Proposed Stop Design

Mater Stop is a stop that has undergone significant review, consultation and change since the
making of the application to the Board. This has taken place to address the serious and
justified concerns about the potential adverse impact of the construction and operational
phases of Metro North on the existing and proposed hospitals at this location, and Mater
Private in particular which is located immediately south-east of the proposed stop. The
consequences of the final design, which was presented to the Oral Hearing after it was reopened following the receipt of further information, is that there is now an agreement in place
between RPA and Mater Private Hospital. The changes, while seeking to address the
hospital’s needs, ultimately have implications for other neighbouring properties and their
occupants, none more vulnerable to impact than the residents of Leo Street.

Mater Stop is acknowledged by RPA as being located in a very confined site. It is bounded to
the north by North Circular Road, to the east by houses which front onto Leo Street, to the
west by the proposed Mater Misericordiae Hospital and proposed National Paediatric
Hospital, and to the south by the Mater Private Hospital and Eccles Street.

The details relating to the original Mater Stop may be outlined as follows:
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Mater Stop is an underground stop with a 9.8m wide island platform that is located in the
north-east corner of the Mater Hospital site where there is an existing surface car park. The
stop is accessed via escalators and lifts. The new Mater Adult Hospital under construction is
to incorporate a stop entrance within its north eastern corner, offering direct access from
North Circular Road. The stop is to be constructed by RPA as an enabling works package in
advance of the main construction contract. Construction will commence with the installation
of piled or diaphragm walls down to rock level around the perimeter of the stop box. The
ground within the stop box will be excavated. On completion of the stop structure the
electrical and mechanical fit out and architectural finishes will follow. It is estimated that the
construction of the stop will take two to three years to complete, before testing and
commissioning commences.

In December, 2009, RPA presented to the Oral Hearing a revised proposal which provided
for the following:

-

-

The inclusion of a second entrance to the Stop within the proposed National
Paediatric Hospital (NPH) and off from Eccles Street and incorporation within NPH
of the southern emergency escape core.
The relocation of the southern emergency fans ventilation structure and substructure
about 20m away from Mater Private Hospital.
The shortening of the overall box length by moving the southern, and part of the
eastern, diaphragm wall that housed the southern emergency ventilation fans and
emergency escape core about 20m further away from the Mater Private Hospital.

The new smoke extraction vent located to the rear of Leo Street properties will be enclosed
by a 3m high wall to match the height of the existing boundary walls to these residential
properties. At this stage it remains uncertain whether the second entrance will be constructed
by RPA in advance of the construction of NPH or whether it will be constructed at the same
time as the NPH. Both options were considered in the assessment undertaken by the applicant
in support of the revised design for this stop. The second entrance is intended, however, to be
constructed and operational before the opening of Metro North. The outcome of the revised
design is that Nos. 24-26 Leo Street would be retained, no longer requiring demolition.

The Stop is now intended to be laid out as follows:

-

The stop box will be located in the north-east corner of the existing Mater Campus
and will be constructed almost entirely below ground.
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-

-

-

The footprint of the stop box commences at the interface with North Circular Road.
The northern emergency ventilation fans and escape core will continue to be sited in
the footprint of 398 and 400 North Circular Road and the structure has been revised
following discussions with the planning authority.
The northern stop entrance will remain over the footprint of the former Mater
Hospital Energy Centre.
From this entrance, the box runs parallel with the rear gardens of the properties along
Leo Street for a distance of approximately 147m where the construction haul route for
the new Adult Hospital is at present. The box structure will end at a location adjacent
to the rear of No. 23 Leo Street.
The southern entrance to the Stop will be located approximately 20m west of the
Mater Private Hospital and will be accessed from Eccles Street through the NPH.

As well as presenting the revised drawings to the Hearing, an Environmental Report for the
Revised Design of Mater Stop was also prepared. This took the format of the submitted EIS.
The report concluded there is a net positive effect when comparing the revised design with
the original proposal and that the negative impacts from the original design are substantially
mitigated further.

I note the following from the Environmental Report:

Airborne Noise

•
•

The residual airborne noise at the construction stage for Leo Street and Eccles Street
residents is ‘High’.
The southern emergency ventilation structure will be relocated to the rear of Nos. 15,
16 and 17 Leo Street. During the operation of the scheme, the emergency ventilation
fans will be regularly tested, with noise levels up to 70-75dB(A) experienced
immediately next to the fans. Noise levels in adjacent buildings are predicted not to
exceed Noise Criterion level NC 25dB.

Vibration

•
•
•

The potential impacts at the Mater Private Hospital due to tunnelling at the
construction stage remain unchanged.
Predicted vibration exceeds the tolerance level for a range of existing hospital
equipment.
The revised design does not result in a significant change to the groundborne noise
impact for the buildings in Leo Street except that the southern headwall will be
slightly nearer.
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•

•

•

•
•
•
•
•

To alleviate the effects of vibration on theatre operations at Mater Private Hospital,
the operation of the TBMs at night and throughout the weekends is proposed. This
would result in groundborne noise levels being exceeded at night in certain wards but
would have the effect of TBMs not operating during theatre operating hours. The
alternative to this is to accept that groundborne noise limits would be exceeded in
certain wards (in the order of one week for each TBM) or the hospital would have to
provide alternative locations for patient care or to temporarily suspend certain
services.
The implications of this mitigation measure is that there would be a consequent
adverse impact for Leo Street residents for the period while the TBMs excavated
away from the stop box southwards. Temporary relocation of residents during nighttime working periods is seen as an appropriate mitigation. It is suggested that,
depending on the agreed working pattern for the TBMs, the effect could last for as
little as two weekends.
Vibration from the stop box construction, principally from the diaphragm walling,
may be perceptible in Leo Street buildings. The contractor will be required to adhere
to vibration limits for occupied sensitive rooms in inhabited buildings as defined in
the EIS. Vibration from other plant will be controlled by monitoring to ensure that
vibration does not exceed specified values according to DIN 4150.
Controls on blasting as prevails elsewhere will apply.
It is predicted that certain laboratory equipment and the eye laser will be effected in
the hospital and specific mitigation measures are proposed.
The effect of the increased distance of the diaphragm wall of the stop box to the Mater
Private Hospital is that the revised vibration predictions are less than half the
amplitudes predicted in the original design.
A vibration-isolating trackform is to be designed and the railway will be maintained
so as to ensure that groundborne noise from the operation of Metro does not exceed
the ‘Low’ impact category.
The railway will be maintained so that vibration from the operation does not exceed
the ‘Low’ impact category by day, the ‘Very Low’ category by night, or the limits for
vibration-sensitive equipment.

Radiation

•

Should it be proven that there is any detrimental effect caused by electromagnetic
fields by the operation of Metro, suitable measures will be provided to ensure that
such effects are mitigated. If mitigation is necessary, a revised layout of the traction
system would be implemented.

Traffic

•

The stop location is off-road and the impact on traffic and transportation at the
construction phase will be limited. The site will have individual access arrangements
for construction traffic.
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•

Since the Mater Stop box construction is to be carried out as a separate package ahead
of the main construction works, a detailed traffic impact assessment has been carried
out.

Settlement

•

•
•
•
•

•
•

The predicted impacts of ground movement arising from the revised design are such
that the effect on clinical equipment arising from the construction of the stop box is
far less marked and it is predicted that there will be no effect on clinical equipment
arising from ground movement caused by the stop excavation.
Analysis has indicated that maximum tensile strains that would equate to damage
levels are within the ‘negligible’ category for all of the properties in Leo Street, North
Circular Road, St. Joseph Street, Josephine Avenue and Leo Avenue.
A large number of properties in Leo Street have single extensions at the rear and
damage is possible at the interface although current analysis indicates that damage
levels are unlikely to exceed the slight to moderate category.
The construction of the tunnels continues to result in the tolerances for the Mater
Private Hospital’s two linear accelerators being exceeded.
Mitigation against settlement induced by tunnelling is the proposed remounting of the
linear accelerators onto an adjustable foundation such that the effect of differential
settlement may be taken out. The time taken to decommission and re-commission the
linear accelerators in addition to the time to install the adjustable floor is estimated to
be about five months.
The residual impacts for all buildings in the vicinity of the stop are predicted to have a
damage category of ‘Negligible’.
No further impacts are predicted at the operational phase.

I note from the above that the proposed revisions have many merits. These include:

•

•

The provision of a second entrance onto Eccles Street. This, in my opinion, makes the
functioning of this stop more logical. It now properly serves the needs of those using
the major hospitals at this location. In land use and traffic management terms, it
creates a more sustainable stop.
The retention of Nos. 24-26 Leo Street. The loss of these structures would clearly
change the composition of the streetscape. Their retention keeps the street intact and
the integrity of the terrace is maintained. The intrusion by new development is limited
to the North Circular Road end. In the context of the significant hospital-related,
large-scale development that is ongoing at this location, the changes introduced by the
proposed exhaust vent structure is tenable and is significantly more in respect with the
scale and mass of development on Leo Street. The revised design, thus, has positive
benefits in terms of landscape, visual amenity and land use.
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•

The relocation of the southern emergency fans ventilation structure and substructure
and the shortening of the overall box length evidently have positive impacts for the
Mater Private Hospital. They clearly reduce disruption impacts by way of airborne
noise, vibration, and settlement.

The implications of the changes do, however, present changed circumstances also that could
potentially increase adverse impacts elsewhere. The new location for the emergency tunnel
exhaust vent raises additional concerns for Leo Street residents and the development of the
new entrance onto Eccles Street could in itself have consequences for the operation of Mater
Private Hospital. It should also be noted by the Board again that the revised design changes
for the stop do not address any concerns relating to the tunnelling as the alignment evidently
remains the same. I note, however, as part of the agreement between RPA and Mater Private
Hospital, that options to alter the proposed tunnel alignment in the immediate environs of
Mater Private Hospital are to be further explored. I have clarified for the benefit of the Board
at the Oral Hearing that any such alternative alignment clearly falls within the scope of the
deviation limits sought in the application to the Board and do not go outside of the land area
associated with the Railway Order application.

The Agreement between RPA and Mater Private Hospital

It is reasonable to conclude that, up to the period of the submissions by Observers under the
Hospitals and Theatres Module of the Oral Hearing (i.e. the last module before closing
submissions), Mater Private Hospital had very serious concerns about the proposed
development of the Mater Stop and the proposed tunnelling in the vicinity. Most of the
concerns focused on the impacts by way of vibration, noise, settlement, radiation and traffic.
The Hospital became even more concerned as details emerging from the further information
request made the Mater Private Hospital more aware that suspension of services and
relocation of critical hospital infrastructure were RPA’s most relevant mitigation measures to
deal with the most adverse disruptive construction impact realities, and these measures were
clearly being presented without the consent of the Hospital itself. The further information
request, in bringing the real impacts more intensively to light, and the Oral Hearing, as a
mechanism for continuous dialogue and opportunity for discussion and review and a period
for focusing priorities, proved, in my opinion, most advantageous as many of the most
serious concerns of the Hospital became known, were addressed and agreement was reached.
The outcome of an agreement with the Hospital has meant that the Board will not have to
adjudicate and, effectively take sides, on some of the most contentious impacts of the
construction phase of Metro North. I take this view in the understanding that the
arrangements agreed to take place provide for improved environmental conditions that will
allow one of the significant hospitals in the State to continue to function to acceptable
__________________________________________________________________________________
PL.06F.NA0003
An Bord Pleanala
Page 504 of 690

standards as works proceed with Metro. The Board should note that the details of this
agreement only came before the Hearing in early March of this year, demonstrating the
lengthy discourse and extent of detailed considerations necessary for the parties to achieve a
sustainable development programme.

The agreement with the Hospital deals with the Observer’s concerns under a range of
headings, including settlement, groundborne noise from the stop box, groundborne noise
from the tunnelling works, vibration, traffic management, airborne noise, electromagnetic
interference, air quality, utilities and monitoring.

The overall position of Mater Private Hospital is that, while there will still be disruptions in
service and inconvenience and disturbance to the hospital and its staff, the impacts have been
minimised to a level that is considered acceptable in the interests of enabling the Metro North
project to proceed. Furthermore, it is submitted that, if the mitigation measures are put in
place, Metro North poses no risk to patient welfare. Mater Private Hospital is of the view that
the proposal to limit tunnelling to the weekends represents the best possible means of
protecting the interests of all, including residents of the area. The Hospital is to put in place
external contingency plans to provide for any loss of service. I also note that, in the event of a
medical emergency arising and a need for use of effected equipment, RPA will suspend work
for the duration of the emergency where this is necessitated. I further note that an
understanding on vibration tolerances for equipment has been reached also.

Evidently, there has been a vast amount of work undertaken by RPA and information
exchanged since the making of the application with the intention of addressing the concerns
of Mater Private Hospital. Indeed, the procedure of testing and review is ongoing. A small
degree of the assessment and information exchange can be gauged from the submissions of
supporting documentation forwarded to the Board through the Oral Hearing. The extent of
information that was divulged to the Board through Mater Private Hospital for example in
March of this year included:

-

Mater Stop Borehole Logs
Time Dependent Settlement Report
Concept design of adjustable linac machine foundation
Draft GBN Noise Contours
Alternative Stop Box scaled drawings
Comments on Mater Private Hospital EMI testing
Findings of survey regarding base plate distortion
Outline draft of instrumentation and monitoring systems
Proposal for use of compensation grouting
Sparker test method statement and supporting information
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-

Revised GBN and vibration predictions for Stop box construction
VAR024-3 MPH – Revised Scope for indicative stage 3 analysis Rev A
Metro Stop Box and Tunnels, Review of Construction Induced Time Dependent
Ground Movements – Joint Report
Drainage Survey Report – Mater Private Hospital.

I note for the Board that the arrangements now agreed between RPA and Mater Private
Hospital are extensive in order to mitigate adverse impacts. It is important in this assessment
to outline some of the more critical aspects of this agreement. These include:

Effects of Ground Movement on Clinical Equipment

•
•
•
•

The Varian linear accelerator will function until tunnelling works commence and will
then cease until completion of tunnel induced excavations.
The Siemens linear accelerator is to be decommissioned, an adjustable floor provided
and a new linear accelerator installed and commissioned.
The base frame of the new CT Simulator is to be adjustable.
If mitigation for the eye laser is necessary it will be agreed.

Effects of Ground Movement on Medical Gases and Building Services

•

Required mitigation is being finalised to ensure medical pipes that cross the west
wing and the main building are not compromised. The Hospital is to determine the
mitigation deemed necessary.

Effects of Ground Movement on Building Structure

•

Mater Private Hospital has a predicted damage category of ‘Negligible’ and the
Hospital is in agreement with this assessment.

Traffic

•
•

During construction, HGVs are precluded from using Eccles Street between Dorset
Street Lower and the Mater Stop site entrance off Eccles Street.
The construction traffic route down the western facade of the Hospital is to be within
a tunnel type construction, the route is to have a speed restriction of 10kph, and there
is to be a recognised maintenance standard for temporary access roads.
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•

Exit from the works compound is to be onto North Circular Road, as has always been
the proposal.

Human Health

•

Agreement is in place to deal with the prevention of impacts from Aspergillus and
Leptospirosis.

Airborne Noise

•
•

Internal airborne noise limits within wards have been agreed on the basis of Health
Technical Memorandum 08-01. Limits will include for the cumulative effects of the
construction of the new Mater Adult Hospital.
Other mitigation measures are likely to include provision of a 4m high hoarding to the
southern perimeter of the stop box compound, enclosure of the power pack of the
hydrofraise milling machine, limiting other plant to 76dB at 10 metres, and enclosing
the road along the western facade of the hospital in a tunnel type construction.

Vibration and Groundborne Noise

Stop Box Construction:

•
•
•

The acceptable criteria for vibration in terms of clinical equipment and patient welfare
have been agreed. Where limiting criteria cannot be achieved, mitigation measures are
agreed.
The predicted groundborne noise levels will not exceed the criterion for noise
intrusion to be met inside all wards from external sources.
Mitigation measures are to include reduction in the hydrofraise power output if
required, weekend working allowing for exceedance of the groundborne noise
criterion (recognising that wards in the Hospital’s west wing are not occupied at
weekends), and possible temporary suspension of affected services.

Tunnel Boring:

•

The acceptable criteria for vibration in terms of clinical equipment and patient welfare
have been agreed.
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•

Work by TBM over the limited section of the alignment passing the Hospital is to be
carried out by working continuously over weekends (1800 Friday to 0600 Monday),
lasting between three and four weekends per TBM.

Electromagnetic Interference

•
-

The following studies are to be completed as agreed between the parties to inform the
detailed design of the track traction layout to fully mitigate the effects of
electromagnetic interference:
An updated forecast of track current following mitigation measures,
Testing of the effect of coasting light rail vehicles, and
Cathode ray immunity testing within the Hospital.

Utilities

•
•
•

The Hospital is to be provided advance notice of any planned service outages.
In the event of unplanned outages, the contractors will make every effort to effect
repairs immediately.
The Hospital will be afforded the opportunity to comment on contractors’ method
statements for works on services that could affect the security of the Hospital’s
supplies.

Construction Nuisance

•
•

Mitigation measures for the prevention of dust are to be provided in accordance with
the applicant’s response to the Board’s further information relating to the Mater Stop.
The appropriate sections of the contractors’ environmental plans that deal with the
prevention of dust emissions shall be provided to the Hospital for comment.

Monitoring and Liaison

•

•

RPA will carry out all monitoring required to ensure the safe operation of all clinical
equipment and patient welfare. Monitoring will be provided for ground movement,
airborne noise, vibration and groundborne noise, and electromagnetic interference for
both the construction and operational phases.
Mater Private Hospital will be afforded a direct contact with the individual(s)
responsible for the construction of the Mater Stop and adjacent tunnelling such that
matters of environmental concern may be discussed both before and during the works.
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It is evident from the comprehensive agreement now in place between RPA and Mater
Private Hospital that provisions have been made to allow for the satisfactory construction and
operation of Metro North in the vicinity of Mater Private Hospital.

The Position of Mater Campus Hospital Development Ltd. & National Paediatric Hospital
Development Board

While both of these Observers had raised a number of issues for the Board’s consideration
from the outset of the application submission, notably noise, vibration and electromagnetic
interference, by the time of the making of submissions to the Oral Hearing in the final
Module, full support was offered on the proposal, including the proposed second entrance
onto Eccles Street. The Hospitals’ representatives, similar to Mater Private Hospital, also
supported the extended working hours over the weekend from 1800 hours Fridays to 0600
hours on Mondays during the most critical period for adverse effects on the Mater Private
Hospital. RPA also confirmed at the Oral Hearing that measures to be undertaken for Mater
Private Hospital in relation to electromagnetic interference would apply where required for
the other Hospital Observers also. It is, therefore, reasonable to conclude for the Board that
the revised design and extensive mitigation measures to be employed by RPA and its
contractors meet the needs of these two Observers.

The Impact of the Development on Leo Street

Excepting the patients and staff in Mater Private Hospital, the residents of Leo Street are the
most susceptible sensitive receptors in the vicinity of the proposed Mater Stop. The changes
to the stop and submissions to the Oral Hearing have introduced some concerns in the context
of the relocation of the southern emergency fans ventilation structure, while other concerns
such as a possible entrance to the stop via Leo Street have been removed.

The residents have not been opposed to the development in principle and have at all times
sought the application of necessary measures to limit the impacts on their properties, notably
from noise, vibration and construction-related nuisance. Reference to the age of the existing
houses and poor foundations have resulted in serious concerns about the effects of tunnelling
and the stop box excavation. The residents have sought independent assessment of impacts.
Furthermore, tunnelling is requested to be undertaken during the day and the residents are
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concerned about safety and security if they are required to move out of their homes during the
construction works. The scale of the ventilation structures is a further issue of concern, along
with potential noise and smoke emanating therefrom.

In my opinion, RPA has responded to many of these concerns in an adequate and responsible
manner through submissions to the Oral Hearing and I concur with the view that the
measures being applied would mainly address the legitimate concerns of the residents. Some
of the most significant issues and responses to note are:

Settlement

RPA predict that settlement due to tunnelling will be extremely unlikely to cause significant
damage and that any damage caused to Leo Street houses will be corrected with minor
decoration. RPA has carried out an assessment of the potential effects of ground movements
on the properties, taking the age, character and condition of the buildings into account. It is
submitted that the assessment demonstrates the properties will experience ground movement
of very small magnitude. This was re-affirmed by Professor Burland for RPA at the Oral
Hearing, who submitted that the Stage 2A analysis undertaken on the properties showed the
level of damage predicted to be negligible. It is noted that the residents have been invited to
join the Property Owners’ Protection Scheme.

Vibration

RPA acknowledges that vibration and groundborne noise levels may cause disturbance to
residents as the TBM leaves the Mater Stop box travelling south towards the city centre. The
applicant notes that this cannot be mitigated at source and the only mitigation available to
reduce impacts relates to tunnelling hours. RPA has considered four options as follows:

-

Option 1 – To operate normal TBM working hours of 07.00 to 23.00 for six days per
week;
Option 2 – To works at nights only for six days per week;
Option 3 – To work 24 hours per day to pass the area as quickly as possible; and
Option 4 – To work extended hours over the weekends from 18.00 Friday to 0600 on
Monday.

Option 4 is RPA’s preferred option as the other options have significantly greater impacts for
residents. It is expected to last three or four weekends per tunnel drive. The applicant has
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submitted that the effects on the residents would be felt most on the first weekend and would
be far less significant the following weekend and not noticeable on the third weekend. RPA
would intend to relocate the affected residents for the periods of disturbance. The applicant
has clarified that there would be no disturbance to residents during the week. RPA are of the
view that this option presents a better outcome than requiring the suspension of clinical
services in the Mater Private Hospital. I would also concur with this position. It was also
confirmed for residents at the Oral Hearing that appropriate arrangements would be put in
place to ensure the security of residents’ properties while they are unoccupied. This should
greatly reduce the concerns of residents who will of necessity require relocation no matter
what option for tunnelling works was pursued. The reality of constructing the stop box and
providing the tunnel alignment at this location is that the residents will be affected by the
works such that living conditions for short periods will be intolerable. The best option is to
ensure these periods are limited and Option 4 will be the least disturbing. All other options
have greater adverse impacts for the residents, producing lengthier periods of disturbing work
while houses are inhabited.

The Ventilation Structures

RPA has noted that the northern emergency ventilation fans and escape core has been agreed
with the planning authority and that it is not overlooked by Leo Street houses. Regarding the
southern ventilation structure, it is noted it will be no higher than the rear walls of the Leo
Street properties and will not now form part of the existing terrace. It was clarified that the
scale of the two structures is different because the fans at the northern end are mounted in a
vertical orientation, while the fans at the southern end are mounted horizontally inside the
stop box. The purpose of the ventilation structure is to allow smoke exit the underground
station in the event of a fire. Smoke or fumes will not be exhausted during routine testing.
The emergency ventilation fans are to be fitted with exhaust silencers and are to be attenuated
such that noise levels in adjacent buildings will not exceed noise criteria level NC 25dB.
Testing is to be limited to day time. The unacceptability of the Noise Criteria Level NC 25dB
has been referred to earlier in this assessment and I will again give due consideration to this
in forthcoming paragraphs. Suffice to indicate at this stage that the purpose, need and layout
of the ventilation structures have been explained and the merits of the arrangements are
acknowledged. The implications for Leo Street are improved with the revised design for the
Mater Stop as the intrusion on the streetscape is eliminated and Nos. 24 to 26 are retained.

Miscellaneous Issues

The residents have raised concerns about the future ownership and occupancy of the houses
now not to be demolished and the provision of boundary walls relating to these. These are
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matters for RPA to address in the future. It is clear that these structures now do not form, nor
are they intended to form, part of the Mater Stop development. RPA clarified at the Oral
Hearing that it is not intended to alter the established use of these houses.

The concern raised about access to the Mater Stop from Leo Street has been eliminated,
notably with the additional entrance now being provided off Eccles Street and the retention of
the houses on Leo Street.

Finally, the residents will be afforded the same methods of communication during the
construction period as others along the alignment. RPA has been putting forward a
comprehensive communications strategy to keep residents updated on works, to offer
information and to have a mechanism in place to address complaints.

Considerations of the Board’s Consultants

Settlement and Vibration

Overall, Dr. Massarsch is satisfied to conclude that the construction methods proposed by the
applicant are suitable for the project and that the environmental risk assessment procedures to
be employed are accepted by the tunnelling industry.

The staged assessment of settlement risks as proposed is found to be acceptable.

Dr. Massarsch acknowledges that it is necessary to monitor ground vibrations during the
initial phase of construction and to develop site-specific correlations for modelling and
prediction of ground vibrations. He notes that, prior to construction of piles or diaphragm
wall panels close to vibration-sensitive structures or installations, a detailed work schedule
needs to be prepared by the contractor. Furthermore, prediction of ground vibration will be
made and verified by field monitoring and control to avoid exceeding vibration thresholds.
This is evidently important at locations such as in the vicinity of Leo Street where diaphragm
wall panels will be provided along the perimeter of the stop box in close proximity to
occupied houses.
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Levels of groundborne noise proposed are considered to be reasonable from a construction
viewpoint but Dr. Massarsch notes that they can potentially give rise to complaints from
residents. It is acknowledged that the contractor is to seek agreement with residents where
levels of groundborne noise are likely to be high. Temporary relocation of residents is noted.
This is clearly a position which the residents of Leo Street face for some of the work periods,
in particular as tunnelling boring proceeds southwards on the hospital grounds.

A critical conclusion applicable throughout the proposed tunnelled section of the route is that
drawn by Dr. Massarsch on the limiting of groundborne noise during the operational phase.
This has been addressed earlier. Suffice to conclude that reducing the limit to 35dB during
night-time has clear positive impacts for the sensitive neighbouring hospitals and residents in
the vicinity of the Mater Stop.

Dr. Massarsch has noted that agreement has been reached between RPA and Mater Private
Hospital on how geotechnical and ground vibration impacts can be mitigated. It is further
noted that the responsibility to fulfil the requirements of the agreement lie with RPA.

Airborne Noise

In relation to the issue of airborne noise at the construction phase, I note that the proposed
development of the Mater Stop is to be a top-down construction. When the top deck is
installed this should significantly reduce impacts from the works at the stop box. I note,
however, that up to this stage Leo Street residents for example will be susceptible to periods
when noise limits will be exceeded. I further note that from the construction of the guide
walls for the diaphragm walls associated with the stop box to the installation of the top deck
this could take up to a year. Evidently, effects for residents will vary as diaphragm wall panel
installation proceeds during this period. RPA confirmed at the Oral Hearing that a period of
about a week for a residential property would cover the noisy working period relating to this
element of the works, with the works occurring between the hours of 7.00 and 19.00. Again I
wish to note for the Board that this relates to the stop box construction and not to any tunnel
boring impacts. Clearly the airborne noise impacts for residents during the construction phase
could prove significantly adverse at times when specified limits are exceeded. I note from the
Oral Hearing that RPA set out some additional mitigation measures over those provided for
in the EIS to seek to minimise adverse noise impacts. These were:
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-

Provision of a 4 metre high hoarding to the southern perimeter of the Stop box construction compound;
Enclosing of the power pack of the hydrofraise milling machine; and
Limiting other plant to 76dB at 10 metres.

Mr. Walsh has raised a number of concerns in relation to the construction and operational
phases of the development. The particular effects on Leo Street and recommendations for the
area associated with the Mater Stop are detailed as follows:

Mr. Walsh acknowledges the agreement that RPA has with the Mater Private Hospital.

Mr. Walsh acknowledges that at Leo Street, where houses are so close to the proposed Mater
Stop construction site, it may not be possible to achieve the noise limits recommended at the
construction phase by the application of the proposed mitigation measures alone. He
considers that houses in this location could require upgrading of sound insulation or other offsetting measures. Mr. Walsh also expresses concern that the space available may be
insufficient to allow placement of a screening barrier during construction and that this will
necessitate potentially temporary relocation of residents until the stop top deck is in place,
upgrading of sound installation of houses, or other off-setting measures. He notes that noise
levels in the range of 75 to 80+ LAeqperiod may be likely for significant periods of time and he
is adamant that noise levels of 70 LAeqperiod and above without appropriate safeguards for
nearby residents cannot be recommended. I have alluded to this issue of ‘significance of
noise impact’ earlier in this report as referred to by Mr. Walsh and do not propose to repeat
Mr. Walsh’s serious concerns on this issue. Suffice to indicate again that the applicant’s
request for a noise criterion of 75 LAeq12hr is not recommended without safeguards being
applied.

Mr. Walsh also refers to the implications of the works at the Mater Hospital site coinciding
with the Mater Stop works and the potential for adverse impact for Leo Street residents. He
makes reference to the need for a mutually agreed procedure to be adopted by both
contractors to minimise the noise impact. His specific recommendations refer to the setting of
specific maximum noise levels at sensitive receptors and upgrade works to achieve
acceptable noise limits during the construction phase.

Another important element of Mr. Walsh’s recommendations at the construction phase
relevant to the development in the vicinity of the Mater Hospitals is that relating to detailed
noise monitoring. Mr. Walsh acknowledges the need for unattended noise monitoring at Leo
Street.
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On the issue of the operational phase, I have alluded to Mr. Walsh’s concerns about the
applicability of the NC25 criterion as it applies to emergency ventilation fans. I note that Mr.
Walsh concludes that NC25 may be acceptable by day but is not at night at any inhabited
location. Acknowledging that fixed plant will operate for many years, he considers that due
cognisance must be given to existing ambient noise levels, with an increase of 3 dBA being
the objective. Mr. Walsh’s specific recommendations for ventilation fans, in terms of limits
not to be exceeded at night and for testing, as well as for control of testing times, have been
referred to previously.

Traffic

Mr. Wallace notes that access to the Mater Stop work site would be taken from the west end
of Eccles Street and that no trucks would be permitted to pass the frontage of the Mater
Private Hospital. It is acknowledged also that Metro North in operation is predicted to reduce
private car usage in favour of public transport.

Other Observer Submissions

Finally, I note the submissions of Blend Residents’ Committee and Ruadhán MacEoin as they relate to the
Mater Stop.

The Residents’ Committee expressed the need for the siting of an entrance onto Eccles Street
to address safety issues and the effects of a sole entrance onto North Circular Road and
concern about the demolition of houses on Leo Street. It is my submission that the revised
design has now addressed these concerns in a substantive manner.

Mr. MacEoin raised an issue about the siting of access at the Mater Stop and the impact of
the direction and siting of access in times of a fire. Once again, I note the revised design, the
provision of an additional entrance and the obligation of the development to comply with all
relevant Building Regulations relating to fire and life safety. I am satisfied that the proposed
development adequately addresses the concerns raised.

__________________________________________________________________________________
PL.06F.NA0003
An Bord Pleanala
Page 515 of 690

Ventilation and Intervention Shaft

Nature, Extent and Purpose

A ventilation and intervention shaft is provided between the Drumcondra and Griffith
Avenue Stops at St. Patrick’s College. The site forms the south western end of the playing
fields of St. Patrick’s College. It is bounded by the residential properties of Ferguson Road to
the west, by St. Patrick’s Boys National School immediately to the south fronting onto
Millbourne Avenue and by the College buildings to the east.

A ventilation shaft is required between stops to provide safe egress to the surface and access
for emergency services where the distance between stops or between a stop and the tunnel
portal exceeds 1km. At this location there is a permanent hard standing for emergency
vehicles, a new access off Millbourne Avenue and a new surface structure. The structure is
approximately 34m x 18m x 8m high. Access to and from the tunnels from the surface is
provided by a pressurised stairway and a fire fighting lift. An equipment room is provided at
tunnel level.

The emergency shaft has two key functions:

(a) As an intervention point to provide a safe egress and access route between the surface
and the running tunnels, and
(b) To provide a tunnel ventilation connection to the tunnels to split the alignment
between Griffith Avenue and Drumcondra Stops into two ventilation sections thereby
allowing two LMVs in the running tunnel between these stops.
RPA has submitted that it is critical that two LMVs can be present in each of the running
tunnels between Griffith Avenue and Drumcondra Stops so that the required level of service,
i.e. two minute headways, can be provided.

I note also that the shaft also provides the following:
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-

A safe and quick access from the surface into the running tunnels for fire fighters and
rescue personnel,
A fire main connection to the surface for pressurisation by the fire tender attending
any incident at the shaft location, and
An outlet for the low point sump in the running tunnels for tunnel drainage.

Construction of the shaft will initially involve earthworks and the construction of a reinforced
retaining wall. A piled wall to rock head level will be installed around the circumference of
the shaft and excavation will proceed to shaft level. The cross passages at the foot of the shaft
and the emergency crossover caverns north of the shaft may be excavated from the shaft. The
internal structure will be installed and the building walls will be formed in in-situ structural
concrete. Mechanical and electrical plant will then follow. Construction traffic will access
and leave the site via Millmount Avenue and Drumcondra Road. It is estimated that the
construction of the shaft will take approximately two and a half years.

Environmental Issues

A wide range of concerns were submitted as observations to the Board, particularly from
residents of Ferguson Road to the west of the ventilation shaft site. Submissions from
residents received included those from Patricia & Diarmuid Doyle, James Grant, Patrick and
Kathleen Hassett, Nuala O’Shea, Maeve Stanley, Winnie Maxwell, Marian Callinan, Mary
McLaughlin, Mary Flanagan, Angela and Carmel Morgan, Róisín Ní Ceallaigh, Jean
McLeod, Bernard McLeod & Jacqueline Whelan, and Michael Casey. St. Patrick’s College,
on whose property it is intended to construct the shaft, also made a submission. The
residents’ concerns include:

-

Noise, settlement/structural damage and vibration impacts during construction;
Noise and vibration during the operational phase;
Anti-social behaviour; and
Impacts on land-filled areas.

These concerns were reiterated at the Oral Hearing. The importance of communication with
residents was stressed where difficulties arise during the construction phase.

Construction Phase Impacts
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I note that there will be a significant range of construction activities taking place at this
location that could potentially have substantial impacts for residents and the school in the
vicinity. The development to be constructed within the sports grounds includes:

-

Twin bored tunnels
A ventilation and emergency escape shaft
A crossover tunnel, and
A cross passage.

The crossover tunnel is required to enable LMVs to move from one track to another and
would only be used when normal operations are disturbed, i.e. at times of emergency. RPA
has submitted that the crossover at this point has been located within the sports fields within
the limestone bedrock to minimise impact on property adjacent to it.

Cross passages are provided at a set distance along the length of the running tunnels (a
maximum of 250m separation), which has resulted in one being required just north of the
proposed crossover tunnel. They provide for the efficient evacuation of passengers from an
incident in one tunnel to a place of safety in another tunnel and provide access for emergency
personnel. I note that RPA has consulted with Dublin Fire Brigade in relation to the spacing,
content, size and structural support for the cross passages.

Significant issues of concern were addressed by the applicant at the Oral Hearing in relation
to development in the vicinity of Ferguson Road. Issues were clarified in relation to the
construction methodology of the crossover tunnel, the maintenance of track, potential
vibration effects, the timeframe for the construction of the crossover tunnel, potential for rock
breaking at night, the consequences of blasting exceeding permitted limits, communication
between the contractor and residents about potential night-time works and consequential
impacts, monitoring and access. RPA noted that there would be a 24 hour hotline available
during the construction phase to register concerns, as well as a designated person from RPA
for each area who can be contacted by residents (including the area in proximity to the
ventilation shaft). Addressing concerns of anti-social behaviour, it was further noted that any
parked construction plant would be in a secured compound around the intervention shaft.

RPA also submitted to the Hearing, in response to the Observer submissions, that the impact
of ground movements on the Ferguson Road area would not be significant and it would not
cause significant damage. RPA clarified that extensive research had been carried out into the
area. It was submitted that the vibrations from tunnel boring would not cause vibrationinduced settlement and that the works themselves would not cause water ingress. In
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recognition of the history of subsidence in the area, RPA are committed to undertaking
baseline monitoring in Ferguson Road before the start of construction to understand how that
area is affected by subsidence.

A wide range of mitigation measures will apply to seek to minimise the impact of the construction
phase of the development on residents in the area. Many of these are similar to those proposed to
apply to the tunnel boring. These include:

-

Tunnelling working hours to be controlled and limited by restrictions set out in the
EIS, notably in relation to noise to ensure disturbance to residents is prohibited;
Blasting to be prohibited in residential areas at night, with the charge weight per delay
restricted to limit PPV to the low impact category for daytime;
Continuous monitoring to ensure adherence to noise and vibration limits;
Development and implementation of an Environmental Management Plan in
accordance with ISO 14001, which also applies to nuisance arising from dust; and
Application of methods to manage works in order to avoid any impacts from changes in the
water table, with all underground structures being designed as undrained, watertight
structures.

As is common through the process of mitigation to be employed, limits are to be set and the
contractor will be obligated to adhere to these in order that disturbance to residents is avoided.
Importantly, there will be continuous monitoring and this will be undertaken by a suitably qualified
and competent specialist.

Many of the residents expressed particular concern about the potential impact of subsidence on their
properties. RPA has continuously submitted that the risk of significant damage to residential
properties in this area is extremely low. I note, as with other areas, that all structures that lie within
the zone where there is a potential for effects from tunnelling and sub-surface construction are to be
carefully assessed for risk of damage, with surveys undertaken and buildings monitored. It is
important for the Board to note that RPA’s geotechnical and tunnelling specialists have completed
an assessment of the potential effects of ground movements on the properties on Ferguson Road.
Where settlement is predicted to arise it is predicted to be of a small magnitude. As with all other
locations, where cracking occurs suitable remedial works are to be carried out. The Property
Owners’ Protection Scheme will also apply in this area and those to which the scheme applies in the
vicinity of the ventilation shaft, tunnels, and crossover have already been invited to participate in
the scheme.

__________________________________________________________________________________
PL.06F.NA0003
An Bord Pleanala
Page 519 of 690

The underground crossover will require the installation of rock bolts to stablise the tunnel
excavation and will itself reduce the risk of ground movements. I note that the additional
substratum referenced which is outside the footprint of the tunnels at this location is being acquired
to permit the installation of the rock bolts. Reference has been made earlier in this report to this type
of work and it is repeated that RPA have concluded that there will be no adverse impact arising for
properties overhead.

With regard to the construction traffic movements in the vicinity of Millbourne Avenue, I note that
the contractor will be required to agree the detail of the traffic management arrangements with, and
to the satisfaction of, the local authority. It should be noted that the heavy construction works
associated with the ventilation and emergency escape shaft is estimated to take approximately
12 months. The peak flow of traffic is estimated to be up to 12 vehicles per hour (6 in and 6
out). Construction traffic will access Millbourne Avenue via Millmount Avenue. In
acknowledgement of the siting of the development adjoining a national school, mitigation
measures are to include the restriction of construction traffic movements at school drop-off
and pick-up times. It should also be noted that heavy construction traffic will not use
Ferguson Road.

Finally, I note that St. Patrick’s College made a written submission to the Board following
the making of the application. This referred to realigning the ventilation building and
compound walls and to the development of retaining walls. Other minor design changes and
provisions were also alluded to. RPA submitted to the Oral Hearing that it developed the
design of the ventilation shaft in close consultation with the College’s architects. It was noted
that the positioning of the ventilation building will align with the primary geometry of the
main campus building. Retaining walls and guardrails are to comply with safety standards
and the approach to design details on retaining walls, fencing, etc. have been agreed with the
College. I note that a number of enabling works, to be undertaken before the main works, are
to be employed to mitigate disruption to the College and adjoining school and these will limit
the contractor’s work site. These will include the relocation of school playgrounds, limiting
tree removal, and construction of a new entrance at Millbourne Avenue. Liaison with the
College by the contractor is to be required on issues such as temporary land use, lighting and
safety.

Operational Phase Impacts

I note that the EIS predicts there will be no significant noise or vibration impacts during the
operational phase in the vicinity of the ventilation shaft.
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The Board should note that the emergency tunnel ventilation fans will normally operate only
in the event of a fire in the tunnels. However, the fans will require regular testing and this will
occur once every two weeks and will last approximately 30 minutes. I note for the Board that
the fans are proposed to be tested outside of school hours. In terms of airborne noise, I
acknowledge that the Board’s Noise Consultant is satisfied with the limits proposed to be set
out for the emergency ventilation fans for the fan testing, namely a noise level not greater
than NC 25 (c.36 dBA). I also note that the shaft head house structure will be sunk 1.15m
below the ground level of the school which is located to the south. The structure will be 8m
above the existing ground level. The louvers on the ventilation building are to be at a height
where any smoke is ventilated above the level of the school. The louvers through which the
fans discharge are to be located on the north wall and roof of the head house in order that any
discharge would be blown clear of the school and the emergency services access. The louver
facing towards the school is to be a fresh air intake louver. I note also for the Board that RPA
has submitted that the head house building and compound have been arranged in consultation
with St. Patrick’s College and this has been done to minimise the effect on the College and its
development plans and to maintain access around the College’s existing buildings.

RPA has concluded that the shaft does not represent a significant source of environmental
PM10 emissions as it merely transfers PM10 at the concentrations found underground and
emits them to the open atmosphere where they immediately become diluted by a factor of a
hundred or more, even close to the shaft.

The emergency access and ventilation shaft will be enclosed by walls at least two metres
high. This area will not be accessible to the public. On this basis, it is reasonable to conclude
that negative impacts by way of anti-social behaviour are unlikely to arise for the residents of
the area. It should also be noted that the ventilation shaft is also fully walled off from the
adjoining national school and will be accessed only from a dedicated entrance off Millbourne
Avenue.

There is to be no high intensity security floodlighting of the ventilation building compound,
except in the event of an emergency. An emergency evacuation protocol is to be developed
by the operator and approved by the Railway Safety Commissioner and the emergency
services.

Further Information
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I note that the Board has at all times been conscious of the potential significant environmental
impacts arising from the development proposals within the sports fields of St. Patrick’s
College. To gauge an understanding of potential impacts, the Board’s further information
request included a request that required the applicant to clearly demonstrate the anticipated
likely effects on one property in the vicinity (No. 71 Ferguson Road) in order that there
would be a clear understanding of the likely impacts for the residents of this area from the
development of the ventilation and intervention shaft, the crossover tunnel, the cross passage
and bored tunnels. No. 71 is in the immediate vicinity of the crossover tunnel and cross
passage. The nearest running tunnel is approximately 8m to the rear of the property and it is
approximately 150m north of the escape and ventilation shaft. The further information
response provided comprehensive details of the construction works, methodologies and
timeframes to be employed with the underground and overground works in the vicinity. In
terms of potential effects, the following is noted:

Airborne Noise

-

The highest construction noise at No. 71 would be LAeq T 71dB, below the 75dB
assessment criteria, even without mitigation.
Mitigation on site to reduce noise will be provided. Airborne noise during operation
will be limited to noise from mechanical plant in the shaft building and this will be
designed to avoid noise impacts at much closer buildings.

Vibration

-

-

-

-

With regard to vibration and effects on buildings, the contractor will be required to
ensure, by selection of construction methods, monitoring and control, that significant
effects do not occur, i.e. that vibration does not exceed 12mm/s ppv.
With regard to vibration and effects on people, the contractor will be prevented from
operating the TBM at night unless the level of groundborne noise in occupied
sensitive rooms of inhabited buildings does not exceed 40 dB LAmax,S, the only
exception being in cases where there are no complaints. No other work that would
cause a significant effect will be permitted at night.
In the case of blasting, there will be limitations on explosive charges used and the
charge weight per delay will be limited.
Vibration from other plant is to be in accordance with specified limits set out in DIN
4150.
The residual impact for vibration from the TBM is predicted to be in the very low
impact category. Groundborne noise is likely to be in the low impact category by day
and medium impact category at night if tunnelling occurs. Vibration from blasting
(during the day only) will be limited such that it does not exceed the low impact
category.
Vibration during the construction phase will be monitored above the tunnels during
tunnelling and above the crossover tunnel.
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-

For operational purposes, the contractor is required to design a vibration-isolating
trackform and to maintain the railway to ensure vibration does not exceed the very
low impact category at night and low impact by day.

Settlement

-

-

-

A Stage 1 Preliminary Ground Movement Assessment and a Stage 2A Preliminary
Building Response Assessment have been undertaken throughout all of Area MN106.
It is predicted that No. 71 will experience less than 2mm movement and the garden to
the rear less than 5mm. The house falls within a predicted damage category
“negligible”.
The predicted settlements will not present a risk to utilities and services that enter the
building.
All buildings with the potential to be affected by settlement will be monitored for
movement and Ferguson Road will be extensively monitored throughout construction.
RPA will undertake baseline movement monitoring in the area to establish whether
there is ongoing subsidence. RPA are aware, having reviewed historical mapping, that
there is the possible presence of a backfilled quarry, gravel pit and sand pits in the
vicinity of Ferguson Road.
A significant range of mitigation measures will be applied to minimise the impacts
from settlement.

Traffic

-

-

Construction traffic will not be permitted to use Ferguson Road, Home Farm Road,
Walsh Road or Millbourne Avenue east of the site entrance. It will exit from the shaft
to Millmount Avenue and Drumcondra Road.
Construction traffic will operate in the area outside of school drop off and pick up
times.

Considerations of Board’s Consultants

The Board’s Consultants have also made reference to the effects of the elements of the
ventilation shaft and crossover and to the consequences arising from the construction and
operation. I note the following:

Noise

__________________________________________________________________________________
PL.06F.NA0003
An Bord Pleanala
Page 523 of 690

From an overall perspective, Mr. Walsh notes:

•
•
•

The project as a whole can be completed in compliance with the stipulated noise limits,
and with adequate consideration of any noise-related community problems which may
arise, and a speedy response to, and mitigation of, any noise excess identified;
RPA have shown a clear commitment to control the levels of airborne noise; and
Most of the noise mitigation measures associated with RPA’s Construction Noise
Management Plan can be designed and built in before construction work begins.

Mr. Walsh has specified a number of locations within Area MN106 for noise monitoring during
construction and this includes a number of locations in the immediate vicinity of the ventilation
shaft and close to Ferguson Road. Specified construction noise criteria recommendations and how
they apply to residential properties and schools are specifically identified. He requires ventilation
fan testing to be carried out during daylight hours only and that nearby residents be advised in
advance of the proposed test times. As the testing would be audible, it is stated to be desirable that
testing would not be carried out outside of the hours of 0800 to 1900. He notes that a regular test
day and time of test would facilitate such advance notice.

Vibration

Dr. Massarsch notes the vibration impacts at the construction stage arising from the cross passage to
the east of Ferguson Road and the crossover tunnel. There is some 27-28m of ground cover at these
locations. With regard to blasting, limiting PPP to ensure the low category impact is achieved by
way of restricting the charge weight per delay is noted. In relation to settlement, it is noted that none
of the buildings in the area are predicted to exceed a damage category of 2.

Dr. Massarsch’s conclusions include:

-

Overall, the construction methods proposed are suitable.
The scheme will be planned and implemented according to environmental risk assessment
procedures accepted by the tunnelling industry.
The staged assessment of geotechnical risks is suitable for the project.

The effects of implementing a number of Dr. Massarsch’s recommendations will have positive
impacts for the residents and occupiers of buildings in the vicinity of the ventilation and emergency
escape shaft. These include:
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-

If damage corresponding to Category 2 is noticed, construction work should be stopped and
construction methods and/or equipment be modified in order to avoid further damage;
The Property Owners’ Protection Scheme should provide for an intermediate building
inspection / survey when damage corresponding to Category 2 is noticed; and
The proposed groundborne noise level during the operational phase should be limited to
35dB during night-time in all residential areas.

Traffic

Mr. Wallace noted the restrictions to be placed on construction traffic from the ventilation and
emergency escape shaft in term of access arrangements and times of vehicular movement. There
are no particular concerns raised about traffic impacts for this area during both the construction and
operational phases of the development.

Having regard to all of the above, it is considered that the construction and operation of the
ventilation and emergency escape shaft and the nearby crossover and cross passage in the
grounds of St. Patrick’s College will be undertaken in accordance with acceptable
methodologies and, following the application of a wide range of mitigation measures, the
residual impacts will not result in significant adverse environmental effects for the residents
and occupiers of buildings in the vicinity.

Miscellaneous Issues relating to Area MN106

Dublin City Council / RPA Agreement

An agreement document between Dublin City Council and RPA was submitted to the Oral
Hearing on 22nd April, 2009. The document has a number of city-wide agreements that also
apply to Area MN106. These have been detailed earlier in this report.

Specific references to Area MN106 include:
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-

Design detail relating to the original Mater Station;
Development of a Masterplan around the Drumcondra stop; and
Development of a Masterplan around the Griffith Avenue Stop and focus on
architectural treatment.

A further position paper on the further information was submitted to the Oral Hearing on 30th
November, 2009. This constitutes the City Council’s views on the further information and
RPA’s response thereto. Dublin City Council’s views on the further information submissions
include those in relation to St. Joseph’s Avenue, Ferguson Road, and Corpus Christi Girls
National School, as well as the tunnel launch site. The applicant has offered responses to the
local authority’s considerations.

It is again noted that the details contained in the agreement have removed the request by the
local authority for specific conditions to be attached to a Railway Order that would otherwise
be required to be agreed between the local authority and the developer. I acknowledge that
very detailed, over-riding positions on a wide range of issues have been agreed in the
document submitted to the Oral Hearing on 22nd April, 2009 and these will ensure adherence
to acceptable standards of design, with a significant input from the local authority to ensure
satisfactory development of the scheme.

Submissions from Prescribed Bodies

I note my considerations on this issue when dealing with the Drumcondra Stop. Iarnród
Éireann raised concerns about the potential impacts of tunneling under the existing rail lines
at two locations in the Drumcondra area. The northernmost line is located immediately south
of the Drumcondra Stop and is a twin track on a retained embankment. The embankment is
predicted to settle 7mm and this places it in the negligible damage category. The second
existing line is between the Drumcondra and Mater Stops and is a twin track within a retained
cutting alongside the Royal Canal. The masonry wall forming the retained cutting is predicted
to settle by some 10mm, and this places it also in the negligible damage category. It is
predicted that the deformation of the rails are within acceptable limits and that operation of
the railway lines will not be compromised during the construction works. I note that a
detailed condition survey is to be undertaken prior to the construction works to verify these
conclusions.
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Settlement Impacts on Other Infrastructure

The tunnel route is proposed to pass beneath the Tolka River and the Royal Canal. The
retaining walls and St. Patrick’s Footbridge over the Tolka are predicted to settle by
approximately 3mm. It is, therefore, predicted that no structural damage would arise. Twin
bored tunnels and a cross passage will pass beneath the Royal Canal. There is a predicted
settlement of 10mm and it is predicted that the lining of the canal will not incur damage.

The tunnel passes beneath St. Joseph’s Avenue railway bridge and Drumcondra railway
bridge. It is predicted that these structures would be subject to 7mm and 2mm settlement
respectively and would not result in damage. The two bridges are to be subject to Stage 3
Assessment to take account of individual bridge components such as bearings.

Based upon the predicted maximum settlement for affected roads in the area due to the
construction works associated with stop cut and cover construction and tunnelling, provision
may need to be made for planned road maintenance, in particular at Griffith Avenue, North
Circular Road and Eccles Street.

Effects on Public Roads

The effects of the proposed development on the Griffith Avenue, Drumcondra and Mater
areas by way of transportation of spoil from stop sites will be discussed under the section of
this assessment relating to the transportation of spoil. Thus, I propose not to deal with this
matter at this stage, other than to acknowledge that there is potentially a significant
construction traffic impact for Area MN106.

I note that during the construction phase access will be maintained for vehicles, pedestrians
and the mobility impaired to all houses and premises fronting onto the works. Existing
pedestrian levels of service are to be maintained. Accessibility is, thus, predicted to not be
severely affected.

Localised traffic impacts will be greatest in the vicinity of the Drumcondra Stop works where
St. Alphonsus Avenue will be closed at one end for up to three years. A turning circle is
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proposed to be provided to allow residents enter and leave via Lower Drumcondra Road. St.
Joseph’s Avenue will not be closed during the works. Access to the stop’s work site will be
solely from Lower Drumcondra Road. The contractor is to be contractually obliged to
provide adequate on-site parking for staff or to arrange for local bus services to bring
employees to work.

In terms of public transport impacts during the construction phase, bus and rail services will
continue in the area and there will be no significant impact as works sites will be located off
road.

The operational phase will make a significant positive contribution towards public transport
and will inevitably have a consequential positive impact on the road-based traffic on the busy
road network in this area. In terms of local residents’ concerns about car parking arising from
stops and parking for service vehicles at the operational phase, it is my submission that this
will be a traffic management issue that will be the responsibility of Dublin City Council
ultimately. Therefore, measures required to be put in place are specifically for the
consideration of the local authority and not for RPA.

Serving of Notice on Observers

An issue was brought to the attention of the Oral Hearing by Mr. Peter Sweetman which
related to the serving of notice on affected parties. This referred to the serving of notice on
Mr. Gerry Lynch, a co-occupant of an upper floor in No. 8 O’Connell Street, and to the
serving of notice on Mr. Sweetman himself.

The applicant served notice on Mr. Lynch on 3rd December, 2009. It was evident from the
details provided to the Hearing that the applicant served notice as soon as it came to light that
Mr. Lynch was a co-occupant of the upper floor of No. 8 O’Connell Street. He was served
with all of the relevant documentation by hand. The applicant had made enquiries about the
occupancy of this building on 14th January, 2008 and this occupant had not been identified at
that time. It was clear that the applicant could not have been aware that this person was an
occupant of the building and took action immediately when the information was provided to
them. In my opinion, this was the only appropriate procedure that could have been followed.
In conclusion, I note that Mr. Lynch made no submission to the Hearing to address the issue
raised by Mr. Sweetman.
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In terms of the serving of notice on Mr. Sweetman relative to his interest in the Hollybank
Estate, the applicant served notice on Eugene F. Collins Solicitors, who informed the
applicant that they acted for the Estate. The applicant was aware that there were a number of
beneficiaries of the Estate. Mr. Sweetman noted that the Solicitors did not act for him and had
not corresponded with him. Mr. Sweetman argued that the Estate was not properly served. He
submitted that Section 41 of the 2001 Act requires notice to be served on him as an owner of
land within 14 days of the receipt of the application by the Board. Mr. Sweetman submitted
that he had informed the applicant of his interest in the estate and that notice should have
been served on him and not Eugene F. Collins Solicitors. He questioned the validity of the
application. The applicant detailed the difficulties experienced in serving notice on Mr.
Sweetman when they sought to personally serve notice on him. It was submitted that the title
was investigated appropriately and the legal owners of the Estate were served.

I note that Mr. Sweetman was personally served the appropriate notice after the notice had
been served through the Solicitors. He was made fully aware of what was happening and
attended the Oral Hearing throughout. He was permitted the opportunity throughout the
process to make comprehensive submissions and he availed of this opportunity. He was not
prejudiced in any manner in the application process. Mr. Sweetman acknowledged at the
Hearing that he was not inconvenienced as he was aware of the application. I note that other
persons who were referred to as not having been served notice in the appropriate manner did
not, since the drawing of the attention to this by Mr. Sweetman, seek to inform the Board in
writing or attend the Hearing to place their concerns before the Board for consideration.

5.3.6

AREA MN107 – MATER STOP TO ST. STEPHEN’S GREEN

There is a wide range of issues for consideration that are applicable to Area MN107. These
include:

•
•
•
•

Route Alignment
Area Stops – Parnell Square, O’Connell Bridge, St. Stephen’s Green
Tunnelling in the City Centre
Impacts of other structures.
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The Route Alignment

On leaving the Mater Stop the alignment of Metro North turns south-east under the Dorset
Street / North Frederick Street junction and down to Parnell Square East where Parnell
Square Stop, a cut and cover stop, is to be constructed. To the south of Parnell Square, the
alignment proceeds in tunnel under O’Connell Street to O’Connell Bridge Stop. The Stop
will be located under the Liffey River. Access is to be provided from the north and south of
O’Connell Bridge to the Stop. The access to the north is intended to facilitate interchange
with the Luas Red Line traversing O’Connell Street via Abbey Street. The alignment
proceeds under Westmoreland Street and College Green and under buildings between
Clarendon Street and Grafton Street. The terminus stop is St. Stephen’s Green Stop and it is
located in the north-west corner of the Green. Entrances to this stop are outside the Green on
St. Stephen’s Green North and St. Stephen’s Green West. It is intended that this stop will
allow interchange with the Luas Green Line services and the proposed Iarnród Éireann
Interconnector. Turn back of LMVs will be via a tunnel loop under St. Stephen’s Green.

Section 5.4, Volume 1 of the EIS refers to the development of route options. I note that the
city centre alignment options underwent significant review, resulting in the D’Olier Street
and Upper O’Connell Street stops being combined into a single stop at O’Connell Bridge and
the alignment from O’Connell Street following on to Drumcondra. I note that consultation
with Dublin City Council resulted in the provision of an additional stop at Parnell Square,
which was aimed at supporting regeneration in this area and serving a greater catchment in
the city centre.

It is my submission to the Board that the alignment through the City Centre provides the most
desirable alignment as it allows for the provision of city centre stops where they are
meaningful and, ultimately, sustainable. The route clearly serves the core of the city centre.
Much has been made in written submission and submissions to the Oral Hearing on behalf of
traders of the desire for realignment and a stop in Marlborough Street. It is my firm opinion
that this is short-sighted as it presents itself as an option to limit the construction impacts of
Metro on the busier city centre streets. If one is utilising Metro for the benefit of accessing
the city centre, one invariably is looking to access Parnell Square, O’Connell Street, Henry
Street, Westmoreland Street, Temple Bar, College Green, Grafton Street, St. Stephen’s Green
and the surrounding shopping and business streets. If one is seeking to link with other quality
public transport one requires easy accessibility to the principal bus termini in the city centre,
to the DART and suburban rail lines, and to Luas lines. The alignment selected by RPA
represents the best service meeting these needs. Deviation away from this alignment, with its
associated stops, ultimately produces inconvenience for the customer and cannot be construed
as meeting the needs of the city centre.
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Dublin City Centre Business Association, in particular, has argued the case for a deviation of
the alignment and the provision of a stop at Marlborough Street. I cannot accept in principle
that this is a sensible option and one better than the proposed scheme for the reasons set out
above. This issue was discussed in detail at the Oral Hearing and I am satisfied to offer the
Board my opinion that the constraints of the site in the forecourt area of the Department of
Education are too great to accommodate an alternative stop site and would result in
significant demolition of structures in the vicinity of the stop site. The reality of realigning
the route as suggested and effectively eliminating some of the city centre stops is also that an
intervention shaft would be required in the city centre area, resulting in potentially some very
serious impacts in some of the city’s most sensitive areas, where it would likely be required
in the vicinity of College Green.

The Stops in Area MN107

Parnell Square Stop

Parnell Square Stop is intended to serve the Rotunda Hospital and the Parnell Square and
Upper O’Connell Street area. The Stop is located predominantly beneath the east side of the
Square and partially in the Rotunda Hospital lands. The design of the stop box extends from
north of the Gate Theatre up to the north-east corner of the Square.

Parnell Square Stop is an underground stop with a 9.8m wide island platform. Access is via
escalators and lifts from Parnell Square East.

Piled walls will be installed to form the main stop structure. Extensive grouting of the ground
and the soil / rock interface will take place to reduce ground water flow into the excavation.
A temporary deck will be installed spanning the walls and the ground within the box will be
excavated in stages. The permanent stop floor and roof slabs will be cast in structural
concrete. Electrical and mechanical fit-out and architectural finishes will follow the
completion of the stop structure. All construction traffic will access the site via Drumcondra
Road, Gardiner Street and Parnell Street and will depart via Dorset Street and Drumcondra
Road. A bus lane will continue in operation along the east side of Parnell Square East during
the stop’s construction. Parnell Square Stop will take two to three years to construct before
testing and commissioning.
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The siting of this stop adjoining one of the State’s busiest maternity hospitals (Rotunda), in
the immediate vicinity of one of the city’s finest Georgian terraces (Cavendish Row), beside
a significant public amenity space (The Garden of Remembrance), abutting some of the city’s
finest structures of architectural merit with their established sensitive uses (Ambassador and
Gate Theatre), and lying just south of Abbey Presbyterian Church - a notable landmark and
building of architectural merit itself, epitomises the complexity of the development of Metro
North in Dublin City Centre. This location more than any other, in my opinion, produces a
microcosm of the range of issues, structural and operational, common throughout the entire
city area affected by Metro. Its development, as with the other city centre stops, demands a
particular sensitivity. Ultimately, the construction phase is producing a very large hole in and
abutting principal city centre streets. Fitting the stop box in such a confined space, allowing
commercial and business activity to prevail, developing the stop facility, and operating the
stop presents significant challenges for the applicant and is seen as a significant threat to the
range of established uses that at present function particular well in the vicinity.

The sensitivity of this stop location is reflected in the extent of local concerns expressed in
the range of observations submitted to the Board by property owners, occupants of buildings
and public-spirited bodies, agencies and individuals. These include:

The Rotunda Hospital
Gate Theatre
Millennium Theatre Company
Abbey Presbyterian Church
Gaelscoil Coláiste Mhuire
Hotel St. George
Castle Hotel

The range of concerns relevant to the stop includes:

-

Impacts on The Rotunda Hospital;
Impacts on theatre / library uses;
Impacts on structures of significant architectural heritage; and
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-

Impacts on the function of other established uses in Parnell Square.

Impact on The Rotunda Hospital

The Rotunda Hospital has from the outset been fully supportive of Metro North and the
development of a stop at Parnell Square. It has also from the outset expressed concerns about
how the proposed Metro stop does not fit with the hospital’s development plans and how then
it has consequences for the hospital’s future development. The concerns expressed by the
complex of hospitals in the vicinity of the Mater Stop were inevitably real concerns for The
Rotunda, notably noise, vibration, air quality, electromagnetic interference, and health and
safety. Protection of the hospital’s buildings, services and infrastructure and the maintenance
of critical clinical services were paramount. The hospital had justifiable concerns about the
potential impact of the development on the Human Assisted Reproduction Ireland (HARI)
unit, private and semi-private clinics, the neonatal unit, and other clinical and operational
services within the hospital complex. It was acknowledged that, if the stop structure was to
proceed as proposed, this would require the hospital to relocate a wide range of services
within the hospital grounds and this would evidently cause great difficulties for the hospital’s
operations.

It should be noted also in this assessment that the Board had an understanding of the potential
significant impacts for the hospital and an understanding of the concerns of The Rotunda
Hospital. This is in the context of the adequacy of information contained in the Railway
Order application to allow the Observer to have knowledge of the likely impact for the
hospital’s functions. This culminated in the Board’s request for further information that
sought an environmental report specific to the likely impacts of the construction and
operation of Metro on the hospital. The response to this request provided a higher degree of
understanding of the likely effects for this sensitive receptor that could not otherwise be
readily gauged from the EIS.

Despite the extensive concerns and despite the reality that the construction of the stop box
will result in adverse impacts for the range of hospital services referred to above, I note that
RPA has completed an agreement with The Rotunda Hospital. Relevant design and
construction details of this were presented to the Oral Hearing on 3rd March of this year. It is
appropriate to outline some of the important elements of the agreement as follows to allow an
understanding to be gained of how the array of concerns raised by the Observer now seeks to
be addressed:
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•

•
•
•
•
•
•
•
•
•
•

The Rotunda Hospital is required to relocate the HARI unit.
It was confirmed by the hospital’s representatives at the Oral Hearing that it would be
located to the north-west of the hospital grounds at the location of the hospital’s
existing car park. It was also confirmed that this would not conflict with the proposals
and timing of the hospital’s development plans.
The stop design is to be such that it will not inhibit future development overhead to be
undertaken by the hospital.
Controlled access to the hospital from the stop is to be accommodated.
The Observer is to be informed of and permitted to comment on the construction
works.
Provision is to be made for independent settlement monitoring for the full duration of
the works and there is an obligation to implement the recommendations of the
independent monitor.
Compliance with BS 5228:2009 Noise and Vibration Control on Construction and
Open Sites is required. Noise and vibration monitoring obligations also form part of
the agreement.
Development and compliance with an Environmental Management Plan is to apply.
The construction works are to comply with National Guidelines for the Prevention of
Nosocomial Invasive Aspergillosis
Relocation of the ESB substation and maintenance of supply for the hospital is
agreed.
Maintenance of vehicular access to the hospital and its services are to be
accommodated.
There is a requirement to limit vibration effects on sensitive clinical equipment.

I note for the Board that the Board’s Consultants do not have specific concerns arising from
the agreed position between the parties.

Finally, I am satisfied to offer the view to the Board that this agreement, while giving
assurances to The Rotunda Hospital, does not have consequential impacts in a material and
substantive manner that would adversely affect the environmental conditions of other
sensitive receptors in the vicinity. It is, thus, an agreement that should be encouraged and
pursued.

Impacts on Theatre / Library Uses

This section of the assessment seeks to consider the effects of the development on the uses of
the Gate and Ambassador. As well as their use, these buildings are also formidable structures
of hugely important architectural and historical merit in themselves and there is an evident
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concern about potential structural impacts arising from the construction phase of Metro and
from groundborne noise and vibration at the operational phase.

Overview of the Issues and Submissions

Gate Theatre

The Gate Theatre made a written submission to the Board and presented detailed submissions
to the Oral Hearing. The Observer’s concerns relate to both the construction and operational
impacts on the theatre’s operations. Noise and vibration associated with the tunnelling and
the construction of Parnell Square Stop is a particular concern. The potential adverse impacts
on performances, both evening and matinee, and ‘production time’ between performances, as
well as effects on the new Gate Lab, were clearly serious concerns. The Observer is aware
that the EIS identifies the impact of construction noise as being ‘very high’ and ‘significant’
during the day. It is argued this will have severe impacts for matinees and production time
and for the functioning of the new Gate Lab. It was further submitted that any significant
construction noise during the evening period would prevent shows taking place and
ultimately close the theatre for the construction phase. The carrying out of works after
11.30pm was seen to have the least effects on the theatre’s workings. It is requested that, if
noise and vibrations prove to be intrusive during performance times, tunnelling be suspended
for these times. It was further submitted that the theatre’s schedule is predictable and could be
forwarded six months to a year in advance for the contractor to work around. The
implications of applying the deviation limits were also viewed as having potentially greater
adverse impacts than prevail at present under the proposal. Specific conditions to limit the
impacts of construction on the theatre were recommended to the Board at the Oral Hearing.
Provisions for car access and deliveries and maintenance of pedestrian accessibility are also
requested. The concerns for the operational phase of Metro relate to noise and vibration
emanating from the LMVs and plant. Finally, I note from the submission by the Rotunda
Hospital that it is the landlord of the Gate Theatre and it offers support to the theatre’s
submission. The hospital is concerned about the contractual implications resulting from the
construction works.

RPA initially responded to the concerns raised by way of letter dated 27th February, 2009. An
overview of the response is as follows:

-

In terms of vibration, RPA predicts that during the construction phase some slight
vibration may be felt up to 20 metres from the cutting face of the TBM and that
vibration will be heard as groundborne noise. In quiet areas, audibility may be
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-

expected to occur over a period of up to six weeks for each tunnel drive. Groundborne
noise levels are to be monitored to ensure contractor compliance with obligations and
levels are to be restricted at night to avoid noise disturbance.
During the operational phase, it is predicted there will be no significant noise or
vibration impacts.
Pedestrian and vehicular access is to be maintained at all times during the
construction phase.
In relation to settlement, a Stage 3 Detailed Response Assessment is to be undertaken
for the Gate and if it shows that the predicted impact exceeds ‘slight’ protection
measures will be designed to limit the impact to ‘slight’.

An important response to the Observer’s concerns was put on the record of the Oral Hearing
by the Observer, constituting a letter from RPA to the Gate Theatre. This was received by the
Observer on 2nd March, 2010, the day before the Observer’s submissions to the Hearing. An
outline of the details of this is as follows:

Airborne Noise

-

-

-

Appropriate mitigation measures are to be put in place to ensure limits set out in the
EIS are met. If further mitigation is required other suitable measures will be
investigated and put in place.
With due regard to the attenuation effect of the glazing in the rehearsal room, the
predicted construction airborne noise level is no greater than existing airborne noise
from traffic at Parnell Square.
Where a particularly noisy activity is scheduled, RPA will, where practicable,
schedule such activity at a time that suits the Gate.

Groundborne Noise

-

-

-

When the contractor is appointed, the construction programme will be outlined to the
Gate which will cover the expected TBM movement and stop box construction
timelines. Ongoing liaison will ensure the Gate is aware if there are any deviations
from the programme.
Following the launch of each TBM from Drumcondra Stop, RPA and its contractor
will keep the Gate regularly informed of the progress of the TBMs and advise of
updates of the estimated time of arrival of the TBMs at the Gate.
RPA will instruct the contractor to ensure that groundborne noise from TBM
movement will not exceed 40dB after 20.00 in the vicinity of the Gate.
When the diaphragm wall of the stop box is being toed into rock and the base of the
stop box is being constructed this will not be carried out after 20.00.
Continued liaison will overcome difficulties in relation to stop box impacts on
matinees and production week.
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Traffic

-

Pedestrian access through the entrance at Parnell Square East will be maintained for
the construction phase.
Vehicular access to the Parnell Square West entrance will be maintained for the
construction phase for Gate customers.
Large delivery vehicles will require derogation from the City Council and RPA will
be supportive of this.

Soil and Geology

-

-

The Stage 3 Indicative Assessment of the Gate has been completed and shows that,
when taking account of the building’s inherent stiffness, the ‘Greenfield’ damage
category reduces to ‘negligible’. Mitigation is not required.
RPA will employ independent monitors for the full duration of the works. When predetermined trigger levels are reached remedial measures will be implemented. RPA’s
contractor will be bound to implement the recommendations of the independent
monitor.

Third Party Liaison

-

Engagement with the Gate will be intensified during construction via a team of
Community Liaison Co-ordinators.
RPA will complement this with its free phone service during construction hours.

Ambassador

The Millennium Theatre Company, on behalf of the Ambassador Cinema, expressed
concerns about settlement and noise attenuation due to the route of the tunnels and the
geological conditions of this particular location. I note also from the Observer and from the
written submission to the Board from The Rotunda Hospital (the landlord of the Ambassador
Theatre) that the hospital is in final negotiations with Dublin City Council regarding the
relocation of the Dublin City Library to the site. It was submitted that this is a key component
of the City Council’s redevelopment plan for this area. The Rotunda is concerned that the
construction works may delay the progression of the plan.
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RPA responded by letter dated 27th February, 2009 to the written concerns. An overview of
the response is as follows:

-

-

RPA has undertaken a detailed survey of the Ambassador structure and notes it is a
robust structure.
The ground movements on the structure from the Stage 2A Initial Response
Assessment is ‘moderate’. This exceeds the allowable category of ‘slight’ and the
contractor will be required to undertake a Stage 3 Detailed Response Assessment to
determine whether the prediction is overly conservative when the stiffness of the
structure and the interaction with the ground is taken account of. Protection measures
will be designed to limit the impact to ‘slight’ if required.
A further assessment is being undertaken by RPA to take account of the building’s
structural stiffness as it is recognised as being one of historical significance.
On operational noise and vibration, the EIS predicts there will be no significant
impacts.

Considerations

In considering the issues raised by the Observers, I note and fully understand the serious
concerns for the functioning of these buildings. The construction of the stop and the
tunnelling in particular have potentially serious implications for the function of the theatre
use and any library use due to noise, vibration and general disruption to access to buildings in
particular. The clear implications of adverse impact of a development of this scale in the
vicinity of these structures are compounded by three notable inter-related elements of the
scheme, namely the running of the westernmost tunnel for Metro directly under the buildings,
the close proximity of the stop box, and the particularly complex geological conditions that
prevail in this particular location.

A significant outcome, through continued consultation and by the focusing of attention on the
relevant issues at the Oral Hearing, has resulted in the production of a letter of understanding
between RPA and the Gate Theatre. It is my position that the implementation of the details of
this, together with the requirements for the developer to meet with the needs of the adjoining
Rotunda Hospital, should result in the construction and operation of Parnell Square Stop and
the tunnels being tolerable for the established uses. The principal issues outstanding remain
the concerns for the theatre of application of deviation limits and impacts on production
week. Otherwise, there appears now to be an understanding that the limits being set,
mitigation measures being employed, and the condition of the structures will ensure that
adverse environmental conditions will not prevail for these uses during the construction and
operation of Metro. Notwithstanding the value of these agreements, I wish to impress upon
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the Board my own concerns relating to the difficult geological conditions at this particular
location where tunnelling is to occur in glacial sands and gravels and the potential impacts of
working in these mixed ground conditions. I will return to this issue in considering the
Board’s Consultant’s report by recounting the Consultant’s considerations.

Returning to the two outstanding issues for the Gate Theatre, I wish to first address the
question of deviation limits. It is my submission to the Board that deviation could only be
extremely limited at this location due to the potential construction and operational effects for
the sensitive receptors in the vicinity. Meeting specified limits to achieve an acceptable
environment for a hospital, theatres, potentially a library, and highly valued buildings of
historic and architectural merit within the constraints of Parnell Square does not allow for
significant deviation without culminating in potentially substantial and material change to the
environmental conditions for these buildings and their uses. I also note the constraints for
deviation at this location resulting from the amount of land referenced by RPA. Applying
deviation limits, culminating in worsening conditions for the Gate Theatre and the
Ambassador, is not a likely outcome.

With regard to the impacts of the proposed construction works on the Gate Theatre’s
‘production weeks’, it is my submission to the Board that for logistical reasons the contractor
is unlikely to meet with all of the Observer’s requirements on this matter. I note that the
applicant has taken considerable steps to significantly minimise the effects of tunnelling on
the theatre’s performances. There is to be continual liaison and every effort is being made to
inform the Observer of the scheduling of the works. There remains the potential that
production weeks could be impeded in some ways by the works where they coincide.
However, to stop tunnel boring during part or all of a production week is not feasible, not
alone on cost grounds but on scheduling terms and for the outcome to which such stoppages
hope to achieve. It is my position that rehearsals and other activities that may be impeded in
these production week periods should reasonably be accommodated by alternative
arrangements. Furthermore, I cannot accept that the adverse impact could be viewed as a
continuous intrusion upon such weeks as the movement of the TBMs will not be continuous.
Such works cease for periods to allow for the installation of tunnel linings. Thus, there will be
periods when there will be no significant groundborne noise impacts experienced during
production weeks.

I note Dr. Massarsch’s conclusions on the impacts by way of groundborne noise and
vibration on the Gate and Ambassador. Importantly, he concludes he is satisfied the
mitigation measures being employed will be sufficient to limit effects to acceptable levels.
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With regard to the operational impacts of Metro on theatre, library and other uses, it should
be noted at this stage that the presence of sensitive receptors such as the Gate Theatre and the
Ambassador will require the installation of floating slab track as far as Parnell Street in order
to avoid significant groundborne noise or vibration effects.

It is my conclusion that not all eventualities can be accounted for by the applicant in the
deliverance of such a project. However, all is reasonably being done to allow the use and
function of the theatre and other uses to prevail at the construction and operational phases of
this development. There will be some nuisance. There will be some inconvenience.
Minimisation of this through liaison and responses to needs will ease the effects.

Impacts on Structures of Significant Architectural Heritage

Overview

The architectural and historical significance of the structures in the vicinity of the Parnell
Square Stop is evidenced by the extent of buildings and structures listed in Dublin City
Council’s Record of Protected Structures. This includes:

•
•
•
•
•

Rotunda Hospital
Ambassador Cinema
Nos. 1-6, and 9 Cavendish Row
Gate Theatre and Assembly Rooms
Nos. 4-14 Parnell Square

Parnell Square is also a designated Conservation Area. The Rotunda Hospital is in its present
location since 1748. Cavendish Row dates from the mid- 1700s. No. 5 Parnell Square East is
the birthplace of Oliver St. John Gogarty, a prominent Irish literary figure. The Garden of
Remembrance is a significant public amenity to commemorate those who died in the 1916
Rising.

Clearly, the construction of the new stop box impacts on this important streetscape, changing
its character and introducing new and modern architectural elements to the street. It should
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not go unnoticed also that the construction of this stop box will remove any surviving
archaeological deposits.

The potential adverse effects of the construction of a large stop box in a confined context and
the driving of tunnels through this location cannot be overstressed. The implications of
irrevocable damage to these structures are not tolerable. It is somewhat fortuitous for the
Board in making its deliberations that RPA has managed to acquire agreements and letters of
understanding on how the proposed development will impact on most of these structures and
features during the construction of Metro and its operations. The applicant in its deliberations
at the Oral Hearing reinforced the concern and intent upon achieving acceptable limits for the
works and operations such that physical damage to the structures is predicted to be minimal.
While the findings demonstrate that the structures per se are robust to sustain the impacts of
Metro, the internal fittings and features of structures, such as ornate ceilings in Cavendish
Row buildings or distinctive internal fittings belonging to the Gate, must also be assured of
their sustainability through the construction and function of this project. The applicant,
through the EIS and in delivering submissions to the Oral Hearing, sought to dispel concerns
relating to these matters.

The Understanding between RPA and Abbey Presbyterian Church

Having outlined previously for the Board the nature and extent of the agreement and
understanding for The Rotunda Hospital and the Gate Theatre, I consider that it is important
at this time to detail the understanding between RPA and Abbey Presbyterian Church, the
latter being obviously also concerned about tunnelling under this structure and the impacts of
the nearby stop box impacts due to groundborne noise, vibration and settlement on this
important landmark. The letter of understanding was submitted for the Board’s consideration
to the Oral Hearing on 10th March of this year with the closing submission on behalf of
Abbey Presbyterian Church. The following is noted:

Expert Panel

-

RPA is setting up an expert panel to work with RPA’s geotechnical and tunnelling
engineers and the infrastructure contractor to review and agree proposed
investigations, monitoring, design and key critical measurements to demonstrate
works are being executed safely and correctly.
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-

In the event that identified trigger levels are reached or monitoring trends indicate
they will be reached imminently, RPA reserves the right to take action and instruct
cessation until corrective actions are proposed.

Independent Monitoring Engineer

-

RPA is appointing an independent monitoring engineer who will review and approve
instrumentation and monitoring specifications in order to ensure ground and
associated building and infrastructure movements are within specified tolerance.

Additional Ground Investigation

-

-

RPA is completing additional ground investigation boreholes in the vicinity of the
Abbey to augment information gathered regarding ground conditions and will ensure
appropriate engineering measures will be designed to limit ground movements in
accordance with the requirements of RPA’s expert advisors.
The results of the additional ground investigations will be provided to Abbey and
Abbey will be advised of the engineering measures designed to limit ground
settlement prior to the commencement of construction.

Responsibility of Health and Safety

-

-

In the case of sudden water inflows, continuing local face instability, significant
damage to primary linings, excessive overbreak, deformations or convergence
exceeding predicted or expected values, or other such circumstances during the
construction phase, RPA will cease all excavation works and take immediate action to
ensure the safety of the works, adjacent properties, staff and members of the public.
Abbey will be advised of any such incident with a potential impact on it.

Condition Survey and Damage Restoration

-

RPA will complete a condition survey of the Abbey pre and post construction phase
and will make the results available.
RPA will limit the impact to buildings of historical significance, including the Abbey,
to within Category 1, i.e. ‘very slight’.

Responsibility of Design
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-

Comprehensive and competent designs are to be prepared to protect the premises.
RPA will review the design of the works.
An independent certifier will regularly inspect the works, witness commissioning and
completion tests, and issue the infrastructure and commissioning certificates.

Tunnel Alignment

-

-

-

Once the results of the additional ground investigation are known, the vertical
alignment along this section will be reviewed. The tunnel alignment will, as far as
practicable, be located within the limestone bedrock.
The risk management process adopted by RPA and is in accordance with “A Code of
Practice for Risk Management of Tunnel Works”, prepared by The International
Tunnelling Insurance Group.
RPA will outline to Abbey the basis that has determined the final selected vertical
alignment in the vicinity, including the appropriate management of any risk.

Method Statements

Abbey will be provided with written method statements, giving full information of what will
be done to preserve the structural integrity during tunnelling and the excavation for Parnell
Square Stop. Any concerns by Abbey will be reviewed and discussed.

Noise and Vibration

-

The infrastructure contractor is to be contractually bound to comply with the
requirements of the EIS in terms of noise, vibration and settlement limit values.
Suitable monitoring locations will be agreed with the Abbey and results shall be
regularly made available.

Access to Premises and Car Parking

-

Pedestrian access to the Abbey will be maintained during the construction works.
RPA will ensure there is a mechanism in place to agree parking arrangements with the
contractor for special events.
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Before considering further the applicant’s overall position on the potential impacts on
structures of significance in this area, I consider that it is reasonable to envisage that the
thrust of the letter of understanding forwarded to Abbey Presbyterian Church presents a
typical response one would expect of RPA to meet the needs of any and all sensitive
receptors in the vicinity of the Parnell Square Stop and the associated tunnels in this area. I
also consider that it is reasonable to assume that this open approach to informing potentially
affected parties is an inherent feature of the applicant’s approach to address warranted
concerns about the construction impacts of Metro on buildings of important architectural
heritage.

Overview of the Applicant’s Considerations and Conclusions

The applicant has presented substantive information to the Board through the EIS and in
submissions to the Oral Hearing to address concerns about the impact on structures of
architectural significance. Substantial additional submissions and responses to detailed
questioning were also produced through the Oral Hearing. In addition to the assessment
carried out and presented in the EIS, extensive presentations on architecture, architectural
heritage, settlement and damage categorisation, assessments and surveys have now been
produced. This has allowed the Inspector and the Board’s Consultants to draw conclusions on
the impacts of the tunnels and stop box construction and make appropriate recommendations.

Comprehensive details of schedules of surveys undertaken by RPA to date were presented to
the Oral Hearing, including building characterisation, structured, basement and structural
reconnaissance surveys. I note for the Board an example of the range of survey work
undertaken relevant to the Parnell Square area. This included a Structural Reconnaissance
Inspections Report for Parnell Square that examined structures for sensitivity of movement,
and included Abbey Presbyterian Church, 4-6, 8 and 11 Parnell Square, 9-10 Cavendish Row,
the Gate Theatre and the Ambassador. The surveying of all structures of significance has
included an examination of basements to be affected, with direct input from Conservation
Architects. It is important for the Board to note a revision that deviates from the application
and EIS. The latter referred to the works including the necessity to remove parts of the
basements of Nos. 4-14 Parnell Square. At the Oral Hearing, the applicant confirmed that, as
a result of the relocation of a proposed sewer on the east side of the Square, there will be no
impact on the basements in this area. I note also that the effects on the Garden of
Remembrance include the location of emergency exhaust vents to within the entrance piers of
the Garden. However, it is intended to reinstate the piers back to their current location. I note
that the approaches adopted by the applicant’s Settlement, Noise and Vibration Consultants
are viewed by the Conservation Architect as being comprehensive and acceptable. It was
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confirmed by RPA that for buildings that contain sensitive and valuable finishes or
equipment or whose structure is particularly delicate, the maximum acceptable design level
of potential damage has been reduced from Category 2 to Category 1. The Oral Hearing
included the applicant’s settlement expert demonstrating the outcomes of Indicative Stage 3
Analyses for some of the buildings of historical significance with valuable and sensitive
interiors existing in Parnell Square and potentially affected by the scheme.

It is reasonable to conclude, in overall terms, that the applicant predicts that the significance
of residual impacts arising for the structures of architectural importance in the vicinity of
Parnell Square Stop, during the construction and operational phases of Metro, will be low.

Considerations of the Board’s Vibration and Settlement Consultant

Review of the Application Submission

Dr. Massarsch has noted from the application that the tunnel drive between St. Joseph’s
Parade (off Dorset Street) and Parnell Square Stop will traverse ground that has a complex
mix of glacial till with sands and gravels, resulting in predicted settlements in the region of
up to 45mm. It is acknowledged that the settlement predictions may increase further
immediately adjacent to Parnell Square Stop. He further notes that none of the buildings
assessed along this section of the alignment are predicted by RPA to exceed Damage
Category 2. The sensitivity of the terrace of structures on the east side of Parnell Square,
resulting in all being subject to detailed Stage 3 Assessment, are noted, similar to the Gate
Theatre and the Ambassador. He further notes that monuments in the vicinity of Parnell
Square are to be given particular attention due to the existing mixed ground conditions and
resulting predicted settlements. Dr. Massarsch also refers to the conclusions of the applicant
that there is a minor potential for localised alteration of groundwater flow in the area and that
the impact is predicted to be low.

Main Considerations

Vertical Alignment:
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Dr. Massarsch has submitted that between the Mater Stop and St. Stephen’s Green the
vertical alignment of the proposed tunnels is still tentative and may deviate within the
distances permitted by the EIS. He notes that at present sufficiently detailed geotechnical and
geological information is still not available, resulting in the Reference Design being tentative.
He states that, based on a more detailed evaluation of subsoil and rock formation, changes to
the vertical alignment may be required in order to reduce construction risks. It is
acknowledged that this aspect is of particular relevance in sections where the bored tunnel
passes through the interface between rockhead and overlying soil layers and I draw the
attention of the Board to my concerns expressed earlier relating to the mixed ground
conditions in the vicinity of Parnell Square Stop.

Hydrogeological Impact:

Dr. Massarsch concludes that, if the proposed mitigation measures are implemented and
construction is monitored carefully, residual environmental impact on groundwater will be
acceptable during the construction and operational phases.

Geotechnical Impact:

Dr. Massarsch’s principal findings are as follows:

-

-

-

-

The geotechnical and geological investigations carried out as part of the EIS and the
additional information provided by RPA are sufficient for a robust Reference Design.
The risks associated with variable ground conditions are fully appreciated and
potentially problematic areas will be included in the geotechnical risk register and
appropriate mitigation measures will be implemented.
The applicant’s methodology relating to the assessment of geotechnical impacts, and
in particular, the risk of building damage is in accordance with modern risk
assessment concepts and is suitable for the project.
The scheme will be planned and implemented according to environmental risk
assessment procedures accepted by the tunnelling industry.
The staged assessment of settlements is suitable for the project and assures that the
construction can be carried out even in environmentally sensitive urban settings with
important historic buildings and archaeological structures. Extensive field monitoring
will be required in sensitive areas.
The applicant’s proposed management concept of geotechnical risks is an efficient
tool to minimise and mitigate environmental risks.
The building damage classification approach, based on ease of repair, is consistent
with high international requirements.
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-

-

-

-

-

In general, in relation to the overall scheme, it is recommended that, when noticeable
damage is observed and where it exceeds Damage Category 2, the contractor should
be notified, survey work should be undertaken, and the contractor should modify the
construction method to eliminate further damage.
It is appropriate for buildings in Parnell Square, with irreplaceable interiors, that the
threshold “at risk” category is reduced from “moderate” to “slight”. These buildings
will automatically be progressed to Stage 3 Assessment by the contractor.
The applicant’s understanding of the sensitivity of structures in the city centre and
application of a comprehensive risk management scheme are noted.
The proposed methods for construction of tunnels and deep excavations have been
used successfully in similar geological settings and geotechnical conditions elsewhere
and it is important that the contractor has documented and verifiable experience of the
use of such methods under similar technical conditions.
The assurances given by the applicant’s Conservation Architect are of importance
when establishing the protection scheme for historically important buildings.
The contractor should be required to involve experts with the task to develop a
comprehensive monitoring scheme, with special attention paid to the protection and
monitoring of buildings with ornate plaster ceilings.
Special monitoring and supervision methods should be used to detect noticeable
changes at an early construction stage when assessing risk in relation to historic
buildings.

Considerations of Dublin City Council

I note the agreement between RPA and Dublin City Council. Some of the important
components of this agreement relating to settlement and relevant to impacts on structures of
significant architectural heritage value include:

-

-

-

Analysis of predicted settlement levels to be generated will be provided by InfraCo to
the planning authority.
Appropriately sensitive monitoring instrumentation equipment is to be installed on
and within protected, sensitive and/or high conservation value buildings for detection
and recording of settlement.
The results of all such monitoring are to be made available to the planning authority.
An Expert in the field of ground movement and building response is to be engaged to
provide an expert overview on settlement impacts, who will review procedures to be
established and the ongoing processes being monitored by the independent engineer.
The Council will be consulted in relation to the appointment.
Stage 3 assessments are to be made available to the Council and Stage 3 mitigation
measures are to be discussed with the Council.
Proposed repair methods in response to predicted and actual damage to any protected,
sensitive, and/or high conservation value building and their fabric are to be submitted
to the planning authority for its consent before any repair works are undertaken, other
than those of an emergency nature. Such proposals are to be prepared by conservation
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architects and engineers with previous experience, both nationally and internationally,
in this field of expertise.
It is considered that these measures will complement and add to the assurances given in
relation to the measures to be put in place as described by the applicant in the EIS and at the
Oral Hearing.

Conclusions

I note that the vertical alignment of the route will be subject to review and refinement at this
location. However, it is important to note for the Board the principal findings of Dr. Massarsh
and the conclusions that can be drawn. It is apparent that the applicant has, and will have, the
mechanisms in place, including the appropriate construction methodologies, risk management
procedures and mitigation measures in place, to allow the Board to reasonably conclude that
RPA will be in a position to deliver in accordance with its predictions that there will be a low
impact on important structures in the vicinity of Parnell Square Stop. It is apparent that these
are feasible and can be sustained. It remains important to note that RPA will require further
detailed ground investigation for the detailed design in the Parnell Square Stop area to
address specific constructed method-related aspects, namely TBMs passing through the soilrock interface.

Impacts on the Function of Other Established Uses in Parnell Square

The submissions of the Observers Hotel St. George, the Castle Hotel and Walton’s Hotel and
Gaelscoil Coláiste Mhuire are representative of the concerns raised in relation to the
functioning of the range of other premises in Parnell Square while Metro North is under
construction. All three properties form part of the terraced buildings that lie to the east of the
Parnell Square stop box and proposed tunnels.

The hotels, while noting the scheme will benefit established businesses and properties in the
vicinity and while being satisfied with the siting of the stop, raised concerns relating to
adverse impacts for the functioning of the hotels at the construction stage, notably from noise
and lack of access for guests by taxi and car. Compensation is sought if these issues cannot be
resolved.
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In response to the hotels, by letter dated 25th February, 2009, RPA noted that it would take a
period of approximately nine months to install the side walls of the stop and cast the roof slab
and that after this period the noise and disruption to the hotels would reduce. The application
of the Bus Gate was also referred to as facilitating public transport and the pedestrian
environment. It was noted that access for loading, servicing and to car parks would be
maintained. With regard to noise, reference was made to ongoing monitoring to ensure
compliance with obligations are met. It was further submitted that during the construction
phase, the established bus lane will be accessible to taxis and that two drop-off spaces will be
maintained within 50 metres of the hotels. Access for cars is to continue along Rutland Place.

Gaelscoil Coláiste Mhuire is located within No. 4 Parnell Square, a protected structure that
fronts onto this heavily trafficked street, notable for the routing of buses through to the city
centre. Significant concerns are expressed about noise and vibration levels emanating from
the scheme, the proposed bus arrangements outside the school and the limited access arising
for drop-off, health and safety relating to dust generation, and damage to the structure.

By the time the Observer made a submission to the Oral Hearing, the Gaelscoil submitted to
the Board that its three concerns in relation to noise, structural damage and access had
effectively been addressed. RPA submissions to the Hearing, i.e. those that alluded to noise
levels inside the building being similar to those which have existed up to the time of works
and to the assurance that mitigation measures would ensure no significant noise increases in
classrooms over existing levels, were found to address the first concern. The Observer noted
damage from vibration was estimated to be slight to negligible and that the school would be
included in the Property Owner’s Protection Scheme. It was also acknowledged that drop-off
access would be provided close to the junction of Rutland Place and Cavendish Row.

In considering the issues raised, I note that a satisfactory understanding has been obtained for
the Gaelscoil. It is apparent that the school is now satisfied that it can function during the
works and that the use of classrooms will not be demonstrably impeded. I have no doubt that
for short periods during the stop box construction access for vehicular traffic will be
disrupted. However, the applicant is seeking to minimise these impacts and is ultimately
aiming to maintain access at all times. In relation to the hotels, it is my submission to the
Board that the written response of the applicant substantively addressed the concerns raised.
Access arrangements are to be maintained. Servicing of the premises will be maintained and
access for guests is to be accommodated. As with the school, there will undoubtedly be short
periods when vehicular access will be disrupted. However, I accept that these will be
minimal. I have no doubt that the noise during the construction stage, prior to the casting of
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the roof slab, will cause disruption to those occupying rooms at the upper levels of the
buildings. The form and design of mitigation measures to be employed during this nine
month period are critical to minimise the extent of this adverse effect to ensure the rooms
remain habitable.

To draw a conclusion to this issue, it is important to consider the relevant submissions of the
Board’s Consultants.

Traffic

Mr. Wallace, in considering local area construction stage impacts, notes the following:

Enabling Works:

-

Moderate impacts will arise during enabling works through the loss of on-street
parking on Parnell Square East.
While in general the traffic capacity of the city centre network would be maintained,
Parnell Square East would be reduced to one lane for general traffic and one lane for
buses.

Main Construction:

-

One lane southbound is to be maintained on Parnell Square East for public transport.
Severe impacts are noted from the Scheme Traffic Management Plan (STMP) in
relation to the loss of on-street parking in Parnell Square East.
Moderate impacts reported in the STMP include localised relocation of bus stops in
Parnell Square East, closure of the western footway on Parnell Square East, and
restricting availability to cyclists on Parnell Square East to the bus lane.

Mr. Wallace acknowledges that the mitigation set out in the STMP represents a minimum
standard that would be acceptable to the City Council and notes the key measures set out in
the STMP that are needed to facilitate the construction works and to reduce impacts on the
city. This includes the provision of the public transport lane on Parnell Square East and
maintaining it at all times. Of importance is that he considers the level of mitigation
committed to in the STMP is adequate.
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It is, therefore, reasonable to conclude, on the basis of the RPA submissions, the Observers’
understanding of impacts and mitigation measures being employed, and the conclusion drawn
by Mr. Wallace, that the traffic impacts arising for the properties on Parnell Square East are
to be managed in a manner that will allow the premises to continue functioning during the
construction phase and will allow them ultimately to be accessible.

Noise

The following is noted from Mr. Walsh’s report:

-

-

-

-

-

-

There are locations during the construction phase where, due to the changes in the
road traffic pattern, the ambient noise level is likely to change. Parnell Square East
may be one such location. Distinguishing between current ambient noise levels and a
new ambient noise scenario is necessary. There is a need for alert, ongoing
monitoring in this situation to facilitate accurate determination of the construction
noise alone. The noise measurement survey process needs to be conducted over an
adequate and appropriate period of time.
Accessibility or ready availability of suitable, portable noise barriers or enclosures
will be important at times, particularly where mobile plant and normal operations are
not confined to a definite location, but move along past premises at a rate determined
by the nature of the work itself.
Recommended unattended noise monitoring locations include Hotel St. George,
Charles Stewart Guesthouse (5/6 Parnell Square), Cassidy’s Hotel on Cavendish Row,
Gaelscoil Coláiste Mhuire and the Gate Theatre. Noting that Hotel St. George,
Charles Stewart Guesthouse and the Gaelscoil are close to one another, Mr. Walsh
considers they require individual appropriate noise monitoring because the works are
so close.
Noise monitoring and control of enabling works are acknowledged for hotels in the
city centre area, with emphasis placed on the design and quantity of screening to
allow them to be most effective.
Works within tunnels and within stop boxes that are roofed-in and do not disturb sleep
are acceptable and it is not necessary to restrict work at these locations when such
work is unlikely to be heard. From an airborne noise perspective, such work may be
undertaken on a 24/7 basis.
Specific recommendations for the construction phase include construction noise level
criteria being set for schools, churches, theatres, cinemas, hotels and guesthouses.

Clearly from Mr. Walsh’s report it is seen that specific measures are necessary to be put in
place to monitor and control the development of the Parnell Square Stop box. It is important,
however, to note that Mr. Walsh’s conclusion is that he is confident that the project can be
built and operated in a manner that is consistent with good environmental practice.
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Vibration and Settlement

This matter has essentially been addressed in preceding paragraphs in relation to important
structures of architectural heritage. Dr. Massarsch is satisfied with the methodologies to be
employed in relation to settlement impacts. I note that the applicant acknowledges that the
educational, institutional and community facilities in the Parnell Square area are sensitive to
structure-radiated noise and vibration, and notably the sensitivity of the protected structures.
Due to this, the Board should note that for the operational phase floating slab track is to be
installed as far as Parnell Street to avoid adverse groundborne noise and vibration effects.

Overall, based on the mitigation measures proposed to be employed, the conclusions of the
Board’s Consultants on traffic, noise, vibration and settlement, and my considerations above,
I am of the view that it is reasonable to conclude that the applicant is employing mechanisms
to minimise disruption and disturbance to the range of established uses on Parnell Square and
that these will allow the established uses to function during the construction phase. The
construction methodology of Parnell Square Stop, to include the casting of the roof slab at an
early stage, should significantly reduce the disturbing works impacts for properties in the
vicinity.

O’Connell Bridge Stop

O’Connell Bridge Stop is an underground stop with two 3.5m wide side platforms located
beneath the River Liffey. It will provide an exit from the south of the river that will access
Temple Bar, Trinity College, DART and suburban rail services via Tara Street, and bus
services on D’Olier Street, Hawkins Street and the Quays. Its exit from the north of the river
will serve O’Connell Street, Henry Street and adjoining retails streets. This will also allow for
transfer to the Luas Red Line at Abbey Street.

The stop comprises three key structural elements:

-

The north vertical access box in O’Connell Street between Abbey Street and Eden
Quay;
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-

The south vertical access box located in Westmoreland Street between the Quays and
Fleet Street; and
The platform and concourse tunnels connecting the north and south vertical access
boxes.

For the construction stage at the outset, enabling works will be undertaken to remove
substations, utilities and cultural heritage features from the vicinity of the works. Traffic
diversions will be implemented and hoardings will be erected around the work sites. This will
include the erection of a temporary bridge across the River Liffey between Marlborough
Street and Hawkins Street to facilitate the movement of buses and pedestrians. A 30m length
of the River Liffey downstream of the O’Connell Street Bridge will be decked over to
provide a working area in the city centre. Piled walls will be installed to rockhead around the
perimeter of the north box on O’Connell Street and the south box on Westmoreland Street.
Traffic and pedestrian diversions will be operated around these works, maintaining two lanes
northbound over O’Connell Bridge and one southbound. A temporary deck will then be
installed between the piled walls to provide a working platform. The ground within the boxes
will be excavated in stages. Grouting of the soil / rock interface will be required to reduce
ground water flow into the excavation. Excavation in rock layers will proceed and the
permanent stop base, walls and floor slab will be cast. Electrical and mechanical fit-out and
architectural finishes will follow the completion of the stop structure. Surfacing of roads and
footways will follow. Construction traffic will access the site via the North Quays, Lombard
Street and Pearse Street and leave via D’Olier Street and Tara Street.

The platform tunnels are to be excavated independently of the remainder of the stop. A 5m
wide diameter shaft will be sunk from the surface work site. The TBMs will be winched
through the stop. A structural concrete track slab will be laid and track, overhead catenary
systems and control systems will be fitted. Architectural and electrical finishes will then be
installed on the platforms.

The construction of the O’Connell Bridge Stop will take four years to complete, the longest
single task in the construction phase.

The primary concerns that have been expressed relating to this element of the development
and the tunnelling in the vicinity relate to the construction phase impacts on business
premises. The construction of the Stop will have major consequences for the functioning of
the city during the four year period the works are undertaken. The works have many
implications, including for vehicular traffic, for pedestrians, for the functioning of business
premises in the vicinity of the works compounds, for important structures and monuments in
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the vicinity, and for utilities. I propose to address the range of impacts under the following
headings:

-

Construction and the Scheme Traffic Management Plan
Impacts on Businesses
Impacts on Utilities
Impacts on Features of Historic, Architectural, and Archaeological Importance

Construction and the Scheme Traffic Management Plan

The Scheme Traffic Management Plan (STMP) is the applicant’s management plan for traffic
as it relates to the construction phase of Metro North. It is seen to supercede all constructionrelated traffic considerations set out in the EIS. The Plan was submitted for the first time for
the Board’s consideration and, ultimately, the public’s consideration at the Oral Hearing on
7th April, 2009. The proposed arrangements have been discussed with key stakeholders
including the local authorities, An Garda Síochána, Public Transport Operators, business
groups and other interested parties. The STMP represents the current proposals intended to
manage all modes of transport that are affected by the construction phase. It is intended that it
will continually be reviewed and updated through the process. It has three distinct phases or
stages, namely STMP to Railway Order, STMP to Best and Final Offer and Final Contract,
and STMP through Construction. Stage 1 seeks to demonstrate that impacts from the works
on traffic can be mitigated and is based on the Reference Design.

The Plan is set out in five modules as follows:

Module A – Traffic Assessment Overview
This provides a context to the traffic impact, an overview of the traffic assessment process,
and a description of the transport environment during the construction and operational
phases.

Module B – Scheme Traffic Management Plan
This describes the Plan and its purpose.
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Module C – Local Assessment by Area
This describes the local traffic impacts and mitigation measures within each of the seven
assessment areas during the construction and operational phases.

Module D – Strategic Assessment
This describes the strategic / city wide impacts during the construction and operational
phases.

Module E – Changes from EIS and Conclusions

A comprehensive set of submissions was made by the applicant at the Oral Hearing in April
2009 on the nature and extent of information provided in the STMP. It was submitted that the
STMP is a guiding plan to manage transport during the construction phase, with its role being
to ensure that the economic activity of the city is not unduly affected by the construction
works and that the movement of all road users can be made in a safe manner around
construction sites. The STMP is intended to further mitigate the impacts identified in the EIS.
It has the following requirements or measures that are to form part of the contractor’s
obligations:

-

Maintain access to all buildings and facilities for emergency vehicles, delivery and
servicing vehicles, private properties, car parks, local access and on-street parking;
Maintain the existing bus network, frequency and general routing;
Ensure full compliance for mobility impaired and disabled persons; and
Maintain safe pedestrian access to all buildings and facilities.

RPA is to oversee and report on the implementation of the STMP to the Metro North Traffic
Forum. The Metro North Traffic Forum is intended to confirm adherence to the above
requirements. The Forum is a representative group of agencies involved with the city’s traffic
management. It will review alternative objectives, plans or modelling by the Contractors and
will approve traffic management details submitted by the contractor.

The Board will note that Mr. Wallace has considered the methodologies employed by RPA to
assess traffic impact and the suitability of the STMP to meet the requirements at the
construction phase of this development. In this part of my assessment I propose to consider
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some of the details of the local impacts as they relate to the O’Connell Bridge Stop and its
environs to ensure it can reasonably be determined that the conclusions drawn by the
applicant on the construction impacts are verifiable.

The Context

O’Connell Street and O’Connell Bridge are two-way roads providing for north / south
movements and they have a wide central median separating the two directional traffic.
Westmoreland Street is a wide street that caters for northbound traffic modes providing
access to Temple Bar, the Quays and O’Connell Street. It also provides access for buses to
Townsend Street via the bus only section of Fleet Street. D’Olier Street and College Street
are one-way in a southbound and westbound direction respectively. Access to and from the
main radial routes that are the Quays are permitted via O’Connell Bridge.

It is considered important to highlight for the Board that, while I will consider the localised
impacts and mitigation measures for the area in the vicinity of O’Connell Bridge Stop, there
are clearly a number of strategic mitigations measures that ultimately are also proposed to
reduce impacts at a strategic or city-wide level and impact on movement in the vicinity of the
O’Connell Bridge Stop. These are as follows:

-

The Public Transport Gate at College Green;
Metro North Traffic Forum;
STMP Public Information Campaign;
Vehicle Recovery Plan; and
Park & Ride.

The Public Transport Gate at College Green

This is viewed as a significant mitigation measure for the construction phase. This results in
access being prohibited for general traffic for specified periods between Westmoreland Street
and Dame Street in a northbound direction and between College Street and Dame Street in a
southbound direction. Access between College Street and Lower Grafton Street during the
restricted periods is for public transport and access only. The PT Gate is seen to improve the
bus operating environment in the city centre and to remove large volumes of through traffic
in the vicinity of the works around O’Connell Bridge Stop. During the construction phase, it
is seen to provide a safer working environment and a safer environment for pedestrians due to
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reductions in traffic movements. The reduction in traffic volumes is also seen to facilitate the
reallocation of road space to provide for work sites.

Metro North Traffic Forum;

The make-up and functions of this body have been detailed previously. This group would
also report to the Transport 21 Implementation Working Group, providing information on
progress and planned works.

STMP Public Information Campaign

This will constitute a comprehensive publicity campaign to inform the general public and
business community of changes to traffic management arrangements, the nature and duration
of work phases, and the impact on public transport services. It is intended to be co-ordinated
with the relevant transport agencies and local authorities.

Vehicle Recovery Plan

This Plan is intended to facilitate the removal of vehicles that may break down in the vicinity
of the construction works where road capacity is significantly affected, such as O’Connell
Bridge. The contractor will provide the service and the recovery vehicle will be located in
close proximity to the city centre construction sites and will operate 24 hours per day.

Park & Ride

It is proposed that park & ride schemes are to be developed by the Transport 21 Contingency
Planning Sub-Group to be effective during the main works.

Also relevant to the context, it is important to highlight for the Board at the outset that the
assessment and modelling undertaken by RPA has been done taking into account existing
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road layouts and proposed changes. Thus, account has been taken of the Public Transport
Gate at College Green and the Samuel Beckett Bridge at Macken Street.

The Main Mitigation Measures at Local Level

Module C Local Area Assessment of the STMP in part provides an assessment of Area
MN107, or that area to the south of the Mater Stop as far as St. Stephen’s Green. Evidently,
this area contains three Metro stops – Parnell Square, O’Connell Street, and St. Stephen’s
Green.

The measures to apply in the vicinity of the O’Connell Bridge Stop relate to two different
phases of the works, namely the enabling works and the main works.

Enabling Works:

At this stage, two lanes of traffic in each direction are intended to be maintained on
O’Connell Street. The works will be carried out mainly within the footpaths on the east and
west side of the street and on the central median.

On Westmoreland Street, the road layout will be altered. However, four lanes will be
maintained at all times. At the junction with the Quays, the lanes will provide for one left turn
to Aston Quay, two straight ahead lanes to O’Connell Bridge and one right turn to D’Olier
Street.

It is important for the Board to note that pedestrian access to all businesses and buildings is to
be maintained throughout these works at all times.

The enabling works in the vicinity of O’Connell Bridge Stop are seen to affect access, bus
stop infrastructure, taxi ranks and coverage, pedestrian facilities and congestion, and cycle
facilities and routes but are not seen as significant. The impacts on general traffic flows are
predicted not to be significant.
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Main Works:

The O’Connell Bridge Stop will require separate works areas to be located in O’Connell
Street Lower and Westmoreland Street and construction works will be undertaken in multiple
construction phases. The road layout on both streets will be altered. It is a requirement of the
STMP to maintain a number of traffic lanes on both streets throughout the duration of the
works. The applicant has specified that the minimum requirements with regards to number of
traffic lanes to be kept open are as follows:

-

O’Connell Street – four lanes at all times, two northbound and two southbound;
O’Connell Bridge – four lanes at all times, two northbound and two southbound;
Westmoreland Street – one northbound lane at all times; and
D’Olier Street – three lanes at all times.

The traffic management measures are to be implemented through a series of interventions and
are to be carried out by the City Council and RPA and will be monitored to confirm traffic
continues to function adequately. The sequence of the interventions following the enabling
works (and with the understanding that the PT Gate is in operation) is intended to be as
follows:

-

-

-

A complete ban on right turning vehicles from Bachelor’s Walk to O’Connell Bridge
for all traffic;
Closing off of the left turn lane from Westmoreland Street to Fleet Street (west);
A complete ban on the left turn from Westmoreland Street to Aston Quay;
Progressive reduction of the number of lanes in Westmoreland Street to leave one
lane between Fleet Street and O’Connell Bridge (public transport lane) open to
operate in a northbound direction across O’Connell Bridge, with access permitted to
Fleet Street eastbound for general traffic.
A new public transport bridge linking Marlborough Street and Hawkins Street across
the Liffey to provide a turn back facility for buses from the North Quays to the South
Quays at a point when the left turn from Westmoreland Street onto Aston Quay is no
longer available; and
Implementation of a northbound contra flow bus lane on D’Olier Street as required.

The latter measure is seen by RPA solely as a contingency measure. It is also noted that it is
intended to close the vehicular access from Westmoreland Street to Fleet Street westbound
towards Temple Bar. Fleet Street is to be converted to two-way flow between Angelsea Street
and Aston Place. The direction of traffic on Fleet Street between Aston Place and Prices Lane
is to be reversed to provide access from Fleet Street to the Quays. The impact of the
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interventions for Westmoreland Street results in the following lanes being removed – one
northbound lane, the left turn onto Fleet Street towards Temple Bar, the right turn onto
D’Olier Street, and the left turn onto Aston Quay.

The impacts of the proposed interventions will result in the existing bus route network having
to be revised, particularly for routes operating via Westmoreland Street, with the removal of
the left turn to Aston Quay. As direct access to Aston Quay from Pearse Street will be
prohibited, it is intended to divert these affected services via Dame Street. As direct access to
Aston Quay from Dame Street will be prohibited, eastbound services will be diverted to the
North Quays. The new Marlborough Street Bridge is to provide a direct link between the
north and south Quays. The applicant submits that approximately 30 Dublin Bus routes will
be subject to minor diversions around O’Connell Bridge under their proposals. With other
bus service providers likely to be affected, RPA intend to agree diversions with the operators.

The applicant acknowledges in the STMP that the likelihood of local impacts resulting from
the main construction works in Area MN107 is high. The positive effect of the PT Gate for
the construction phase, by reduction of traffic volumes within the city centre and improving
bus journey times, is impressed upon the Board through the STMP as being a critically
important component of the traffic management arrangements to allow the construction phase
to take place in a manner that does not gravely impede the functioning of the business of the
city.

The principal effects arising from the proposed arrangements in the vicinity of the O’Connell
Bridge Stop as determined by RPA include the following:

Loading Bay Facilities

There will be a moderate impact on loading to premises on Westmoreland Street between
Fleet Street and the Quays.

On-Street Parking

Four parking spaces will be lost on Westmoreland Street. This is viewed as a moderate
impact.

__________________________________________________________________________________
PL.06F.NA0003
An Bord Pleanala
Page 560 of 690

Access Diversions

The changes in the vicinity of Westmoreland Street are not seen to be significant, with
alternative arrangements being put in place.

Bus Stops

Affected bus stops are to be relocated in the vicinity and the impact is viewed as mostly
moderate.

Taxi Rank Facilities

The taxi rank on the west side of Westmoreland Street is to be maintained during the works.
An existing night-time rank to the western side of O’Connell Bridge will be affected by the
relocation of a bus stop and will be relocated to the north side of Aston Quay.

Pedestrian Facilities

The objective of RPA is to maintain existing pedestrian levels of service for O’Connell
Street. Pedestrians are to be encouraged to use the central median and non-necessary street
furniture is to be temporarily removed or relocated. Additional crossing points will be
introduced. HGV flows are to increase on Aston Quay and pedestrians are to be removed
from general traffic.

Pedestrian Congestion

RPA investigated the construction impacts for Thursday AM, Thursday PM and Saturday
afternoon peaks. The pedestrian assessment undertaken indicates that there will be some
moderate impacts on pedestrian congestion. During some phases of the works severe impacts
will arise on O’Connell Street and Westmoreland Street and local diversions around work
sites are to apply as mitigation.
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Cyclist Facilities

Cycle lanes along the Quays are not to be affected during the main works. A short section of
cycle lane will be removed on O’Connell Street. The northbound lane on Westmoreland
Street will provide for cyclists. The increases in HGVs on Aston Quay are seen as a severe
impact but with the bus lane on the south side of the street, cyclists are viewed as being
removed from the HGV traffic.

Further to the above considerations, it is important, having regard to the significant issues
raised by the Observers in written submissions and at the Oral Hearing, to make reference to
the impact of the STMP on the city centre’s multi-storey car parks. Before looking at this in
more detail, I wish it noted that the Observers at the Oral Hearing placed significant emphasis
on the adverse effects on business by the PT Gate. It must be stated at the outset that the PT
Gate, or College Green Public Transport Priority Scheme, is a proposal that belongs to the
City Council and has been in consideration by the Council before the Metro North proposal
and obviously is in existence before Metro works have commenced. Therefore, while it has
effects for the construction works and is important for the construction works phase, it must
be acknowledged that it is a City Council scheme that independently functions as a traffic
management tool in the city centre and is managed by the City Council.

Returning to the issue of the car parks, I note the following:

-

-

During all phases of the works, including the enabling works, access to the city centre
car parks will be maintained. (I note that this will be a requirement placed on the
contractor).
A city centre traffic circulation plan is to be developed and it will ensure that all
access routes identified in the STMP are maintained. An individual map to 24 of the
main city centre car parks has been provided in the STMP. These indicate the
locations of car parks and the access routes to them from outside the city centre.

The Board is to note that at the Oral Hearing the applicant referred to modelled journey times
to city car parks by considering accessibility for Dublin Airport to Brown Thomas Car Park,
Rathmines to Fleet Street Car Park, Rathmines to Cleary’s Car Park, and N11 / Donnybrook
to the RIAC Car Park on Dawson Street. It was found that journey times would be generally
unaffected. The impact of the introduction of the PT Gate is particularly important for the
conclusions drawn by RPA on the impact on journey times for some of these car parks. The
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Board should note that the modelling undertaken was for the off-peak period, regarded as the
busiest period of demand for the city centre for retailing and recreation. However, it is
important to acknowledge that the present PT Gate does not function through the off-peak
period and, thus, it must be concluded that the impacts on journey times outside its
functioning can only result in negative impacts for access for some of the city’s car parks.

Overall on the impact on city centre car parks, I must, however, conclude that the applicant
clearly has a plan, a strategy to deal with access to the city’s car parks by the introduction of a
comprehensive wayfinding system. Undoubtedly, there will be inconvenience caused. There
must be if one is undertaking open construction on the city centre’s busiest streets. This
inconvenience and disruption will affect all businesses in the vicinity. The city centre car
parks will not, and cannot, be immune from it. The difficulties are acknowledged. The
applicant is seeking to address the problems. An exact template for how all will fit into the
strategy cannot be determined until nearer the works period and in further consultation with
the City Council. It is evidently a process in evolution.

Dublin City Council’s Position

I note once again the agreement between RPA and Dublin City Council. This includes a
detailed agreement on significant traffic-related matters including agreeing the STMP itself
with the Council and any deviations from it, duties relating to implementing mitigation,
maintenance of access, provision of a vehicle recovery service, a routing scheme to and from
the city centre car parks, and contingency plans to compensate public transport services for
loss of the road network’s traffic capacity due to the works.

From the submissions by the City Council, it is important for the Board to note that the
Council, i.e. the Roads Authority, stands over the detailed agreement reached with the RPA
on the development of Metro North. Furthermore, it is important to note that it was the
Council’s submission to the Oral Hearing that the methodology for modelling the impact of
the scheme construction is acceptable. The approach of the STMP in assessing all modes of
travel is also considered acceptable to the Council. The City Council acknowledges that the
proposal is at a preliminary design stage and represents a “typical design”. The Council
submitted to the Hearing that the principles as outlined in the agreement with RPA are
designed to meet the flexibility allowed for in the PPP scheme. The STMP is viewed as a
minimum standard that would be acceptable to the City Council. The Council has noted for
the Board that the monitoring and mitigation measures and the construction traffic
management plan are subject to the conditions of its agreement with RPA and are focused on
maintaining the vitality of the city throughout the works.

__________________________________________________________________________________
PL.06F.NA0003
An Bord Pleanala
Page 563 of 690

In looking to the agreement and the views of the Roads Authority, it is my submission to the
Board that the Council’s agreement with RPA on traffic-related matters is an essential
component for monitoring and controlling traffic impacts during the construction phase and
acknowledges the important overseeing role of the Roads Authority. The agreement will be a
beneficial tool to have the City Council involved as a main stakeholder to ensure the city
centre remains open and businesses remain viable as suitable access is maintained.

The Views of Dublin Bus

Dublin Bus is openly supportive of the PT Gate and would have a preference to see it
extended to operate over a 24 hour day. It acknowledges also that the PT Gate functions as
part of the City Council’s wider city traffic management plan and is not contingent on Metro
North works. The principal concern in the vicinity of the O’Connell Street Stop relates to the
proposed changes to Westmoreland Street. Dublin Bus seeks the provision of a contraflow
bus lane on D’Olier Street.

It is important to note that, since the making of the application, this provision now forms a
definitive contingency plan for traffic management in the city centre during the construction
works and is part of the STMP.

The Board’s Traffic Consultant’s Position

Mr. Wallace acknowledged that the traffic capacity of the city centre network would be
maintained during the enabling works. He outlined the principal impacts associated with the
main construction works. He alluded to the specific traffic-related issues raised by Observers
and confirmed the applicant’s position in addressing these concerns.

Conclusions

A significant number of the Observers in the city centre area raised serious concerns about
the impact on access and the consequential impacts on business premises arising from the
construction phase of Metro, many of whom focused on the effects around the O’Connell
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Bridge Stop construction - vehicular and pedestrian. Access to car parks is also an obvious
concern to business premises. This has been considered above and I consider that RPA is
seeking to address the issue in a reasonable and constructive manner. The concerns that have
been raised about potential adverse impacts on pedestrians in the vicinity of O’Connell
Bridge Stop, notably in Westmoreland Street and at the Bridge crossings, are acknowledged
by RPA and I am satisfied that the applicant at the Oral Hearing has confirmed for the Board
that the effective width of footpaths would be maintained in a manner that will continue to
allow the high volumes of pedestrian traffic to be accommodated at this location. Once again,
as with general traffic, inconveniences and disruptions will be caused for pedestrians and
cyclists. Diversions and other mitigation will be required for all road users and are
acknowledged as being required.

Unquestionably, there have been significant changes that are set out in the STMP that did not
form part of RPA’s considerations at the time of the preparation of the EIS. The specific
traffic management arrangements around O’Connell Bridge Stop form a significant part of
these changes, along with the Public Transport Gate. The STMP is a positive contribution to
the applicant’s submission to the Board, to the understanding of the effects of the
construction works on traffic in the city and it provides greater understanding of applicant’s
responses to the city centre needs during this phase. Ultimately, the proposed interventions
have been discussed with the principal bodies responsible for traffic management in the city.
The applicant has a detailed agreement with the Roads Authority that provides a mechanism
to address the traffic-related matters at construction phase with the intent of maintaining the
viability and vitality of the city centre during the lengthy construction phase.

Impacts on Features of Historic, Architectural, and Archaeological Importance

The Context

As with Parnell Square and indeed with the city centre in general, the environs of O’Connell
Bridge is renowned for many features of significant architectural and historical merit. This
location has many structures and features cited in the City Council’s Record of Protected
Structures. Important structures include O’Connell Bridge itself, O’Connell monument,
William Smith O’Brien monument, the Sir John Grey monument, the Quays and associated
structures flanking the Bridge, and buildings immediately adjoining the Bridge and the
principal streets of Westmoreland Street and D’Olier Street. The O’Connell and William
Smith O’Brien monuments are also National Monuments. The O’Connell Street area is also a
designated Architectural Conservation Area and the River Liffey and its quays is a designated
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Conservation Area. I acknowledge that there are many of the buildings along O’Connell
Street that were rebuilt in the twentieth century following the War of Independence and the
Civil War. I further acknowledge that the context and setting for many of the significant
architectural structures and monuments have been greatly enhanced by the landscaping and
streetscape works undertaken by the local authority in recent years. The impacts on these
works, as well as on the important structures and features, must also be regarded as relevant
to the considerations of the Board, in my opinion.

O’Connell Bridge is the principal link forming the main thoroughfare through the heart of the
city, linking O’Connell Street with Westmoreland Street, College Green and Dame Street and
on to Dublin Castle. The original bridge was designed by James Gandon, was completed in
1795 and was known as Carlisle Bridge. It was widened in 1880 and was renamed O’Connell
Bridge. Westmoreland Street was originally tidal marsh land and was formed as a street in the
1790s. This part of the city is part of an area of archaeological potential and I note that there
are three recorded archaeological monuments in the immediate vicinity of O’Connell Bridge
at the river – the site of a glasshouse, a ferry site, and Eden Quay.

The Applicant’s Considerations

The EIS

The EIS confirms that the principal source of impacts at the construction stage on features of
archaeological, architectural and cultural heritage is ground disturbance.

The acknowledged potentially high impacts of the construction works by way of ground
disturbance at this location include:

-

-

The loss of surviving archaeological deposits with the construction of the stop box;
Impact on the historic streetscape by the construction of above ground structures and
the provision of Compound 18 along the street;
The temporary removal of the William Smith O’Brien monument;
The temporary removal of the O’Connell Monument;
The partial loss of basements of protected structures at Nos. 1, 2-8, 10-11, 45-46, and
56 O’Connell Street Lower, 38-39 Abbey Street Lower, Nos. 8-16, 22, 26-29 and 32
Westmoreland Street, and Nos. 19-20 Fleet Street;
Impacts on the walls of Eden Quay and Burgh Quay with the construction of the new
bridge;
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-

Impacts on the River Liffey Conservation Area by the construction of the bridge and
the above ground structures at Aston Quay and Burgh Quay;
Impacts on the ferry site archaeological monument by the construction of the bridge
between Eden Quay and Burgh Quay; and
Impacts by the construction of the stop boxes on surviving archaeological deposits in
the O’Connell Street Lower / Westmoreland Street site of archaeological potential.

Vibration impacts are also recognized as having the potential to adversely impact on the
integrity of a structure through the operation of the TBM and by the application of drill and
blast techniques. The O’Connell Bridge Stop is to be excavated using the drill and blast
technique. The vibration impacts from this are seen to have the potential to adversely impact
on O’Connell Bridge, the O’Connell monument, Nos. 1, 17 -27, 28-31, 40-44, and 56
O’Connell Street Lower, the GPO, Nos. 1-2 Eden Quay, Nos. 28-35 Bachelor’s Walk, Nos.
19, 22 and 26 Aston Quay, and 22 Westmoreland Street.

At the operational stage, the potential impacts for the Architectural Conservation Area and
the Conservation Area relate to the introduction of above ground structures and the
consequential visual impacts. The potential vibration impacts for protected structures relate to
their siting above bored tunnels and not the stop per se. In this area the applicant has
predicted such impacts to be very low at the operational stage.

The EIS sets out the mitigation to be applied for both the potential construction and
operational impacts. These are specific to each identified feature. The following is noted for
the construction phase:

Mitigation associated with ground disturbance includes:

-

Archaeological assessment prior to excavation;
Restoration of street furniture and relaying of paving with original material;
Survey, preparation of a methodology for removal, the storage and reinstatement of
the O’Connell and William Smith O’Brien monuments;
Full measured, drawn and photographic surveys of basements prior to their removal;
and
Sensitive new bridge design.

I note also that the Sir John Gray and Jim Larkin statues are also to be removed, stored and
reinstated, as well as the lamp standards at O’Connell Bridge.

__________________________________________________________________________________
PL.06F.NA0003
An Bord Pleanala
Page 567 of 690

Mitigation associated with potential vibration impacts will include limitation on times of
blasting, restricting the charge weight per delay, monitoring of blasts to enable limits not to
be exceeded, and optimising the TBM characteristics to meet specified groundborne noise
limits not to be exceeded.

Other relevant mitigation to be applied includes maintaining existing natural water levels and
sensitive design of the above ground structures.

For the operational phase, mitigation focuses on incorporation of resilient rail support and use
of welded rail to minimise vibration and addressing potential visual impacts by sensitive
design.

The conclusions drawn in the EIS are that, with the application of mitigation measures, the
residual impacts by way of ground disturbance on archaeological sites and monuments are
very low, on the monuments are low, on the Architectural Conservation Area are low, on the
Conservation Area medium, and on protected structures that are to lose parts of basements to
be high. The significance of vibration impact, taking into account mitigation, is generally
concluded as being high for those structures in the vicinity of O’Connell Bridge Stop.

Submissions to the Oral Hearing

The applicant’s submissions to the Oral Hearing reiterated the findings set out in the EIS and
detailed how the applicant is to apply mitigation measures to protect structures and features
from the construction works in particular. Significant contributions were made on tunneling
and construction methodologies, assessing structural damage, and protecting features of
significant architectural, archaeological and cultural heritage value. I will refer below to just a
few matters of relevance to the O’Connell Bridge Stop and its environs and will not seek to
repeat detailed matters relating to vibration, groundborne noise and settlement that have been
discussed earlier.

It was noted that the construction will necessitate the short-term relocation of the O’Connell
and William Smith O’Brien monuments. These are to be removed in their entirety and
relocated to the National Museum of Ireland at Collins Barracks. They are to be publicly
accessible there. It is noted that the RPA Conservation Architect has advised on all
architectural heritage matters and has developed methodologies for heritage enabling works,
including the exact specification and methodology for the dismantling, removal and storage
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of the monuments. It is also noted that such works will require Ministerial Consent, being
National Monuments. At the Oral Hearing, details of how it was intended to deal with these
monuments and with the Sir John Grey monument were outlined.

It was submitted that a programme of basement surveys had been undertaken to inform the
construction design for utility diversions and to ensure that a full record of basements to be
impacted upon is carried out. It was clarified that the extent of the resulting impact on
basements by the works will be the loss and removal of up to 25% of existing basements. The
applicant’s Conservation Architect submitted that a determination on the loss of these must
be balanced and he regarded this as justifiable by the potential gain of the project. It was
acknowledged that the effects will not adversely impact on the visual appearance of the
Architectural Conservation Area or any individual buildings. It was further argued that the
space lost is in many instances substandard and not utilised.

An important element of the applicant’s methodology also is the preparation of the scheme’s
Archaeology Strategy. This has been developed in consultation with DoEHLG and the City
Council. It is to be a base from which to plan the execution of the works. A copy of the
Strategy and its updated format were both submitted to the Board at the Oral Hearing. As
with the STMP, it is a live document and it is intended to evolve with the project through the
design and construction phase. Also, I note that archaeological underwater surveys have been
undertaken at the River Liffey and again these were submitted to the Board at the Oral
Hearing.

It was submitted by the applicant that the erection of Compound 18 at O’Connell Street at
various locations will impact on the historic streetscape, in particular on the street furniture
and paving. This is viewed as having a short-term negative visual impact. The new above
ground structures are seen as having a neutral visual impact. I note for the Board that RPA
has submitted that it is intended to restore the O’Connell Street / Westmoreland Street areas
to their original state using the original materials that would be removed during the
construction works. The overall impact for the Architectural Conservation Area has been
determined as being low.

The Considerations of Dublin City Council

Once again, I note the agreement between Dublin City Council and RPA. There are very
detailed arrangements in relation to the architectural components and planning elements of
O’Connell Bridge Stop, public realm infrastructure and in relation to archaeology. A
__________________________________________________________________________________
PL.06F.NA0003
An Bord Pleanala
Page 569 of 690

masterplan is to be developed for each of the stations and adjoining lands, including
O’Connell Bridge Stop. Specific details are agreed on escalator entrances, emergency
staircases, vents, etc. The architectural details on the stop relate to the overall design in the
context of the O’Connell Street Integrated Area Plan and Street Improvement Scheme,
paving, and emergency smoke vents. A communications protocol in relation to archaeology is
endorsed. There are specific requirements on the treatment and handling of the two National
Monuments. The agreement in relation to vibration and settlement has been alluded to earlier
under the Parnell Square Stop assessment.

The Considerations of the Board’s Vibration and Settlement Consultant

Review of the Application Submission

In relation to vibration, Dr. Massarsch acknowledges the use of drill and blast techniques for
the construction of the O’Connell Bridge Stop and has noted that the likely PPP will be in
excess of the building damage threshold and in the very high impact category. It is further
noted that the building damage threshold will be exceeded within a radius of 45m of the stop.
Dr. Massarsch notes that to limit the PPV to the Low impact category for daytime the charge
weight per delay is to be restricted. It is further noted that tunnelling in this location, if it was
to occur at night, would have a high impact and would have a Medium impact during the day.
Reference is also made to cross passages in the general vicinity and to the restriction of
charge weight per delay to minimise vibration impacts to acceptable limits. Reference is
made to the operational phase and to the depth of tunnel and resiliently supported rail
considered by the applicant as providing adequate mitigation to avoid significant effect.

In relation to settlement, it is noted that at O’Connell Bridge Stop it is predicted to peak at
around 30mm along Bachelor’s Walk / Eden Quay and in the region of 10-15mm in
Westmoreland Street due to the south box construction. No buildings are predicted to exceed
damage category 2. Some buildings on Westmoreland Street are to be moved forward to
Stage 3 for detailed assessment as they are founded on piles. The Quay walls to the Liffey at
O’Connell Bridge are predicted to be subject to 30mm settlement over a 30m length, with a
maximum predicted settlement slope of 1/1000, corresponding to a ‘slight’ damage category.
Given their significance as supporting structures to Bachelor’s Walk, Eden Quay, Aston
Quay, Burgh Quay and O’Connell Bridge, it is noted that they will be the subject of a
detailed Stage 3 assessment. It is acknowledged that settlement of the river bed is predicted to
be in the region of 30mm and is not expected to detrimentally affect the river bed. O’Connell
Bridge itself is predicted to be subject to settlement in the region of 30mm. Its response to
ground movements by tunnelling and cut and cover construction is to be assessed taking
account of the results of a Principal Bridge Inspection.
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Main Considerations

These matters have mainly been detailed in the assessment of the Parnell Square Stop. Some
of the main conclusions are as follows:

Vertical Alignment:

•

Between the Mater Stop and St. Stephen’s Green the vertical alignment of the
proposed tunnels is still tentative and may deviate within the distances permitted by
the EIS.

Geotechnical Impact:

•
•
•
•

The geotechnical and geological investigations carried out as part of the EIS and the
additional information provided by RPA are sufficient for a robust Reference Design.
The applicant’s methodology relating to the assessment of geotechnical impacts, and
in particular, the risk of building damage is in accordance with modern risk
assessment concepts and is suitable for the project.
The applicant’s understanding of the sensitivity of structures in the city centre and
application of a comprehensive risk management scheme are noted.
The assurances given by the applicant’s Conservation Architect are of importance
when establishing the protection scheme for historically important buildings.

Vibration:

•
•

Levels of groundborne noise appear to be reasonable from a construction viewpoint.
Limits on groundborne noise during the operational phase at night-time need to be
more restrictive than proposed to protect residential amenity.

The Board will note that this latter finding has been discussed in detail earlier in this
assessment.

Conclusions
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With regard to the construction impact of the work site for the O’Connell Bridge Stop, it is
my submission to the Board that one must live with the unsightly impact of Compound 18.
This is a reality of constructing the stop. Ultimately, it is a strategically well chosen stop
location. With the works comes the short-term negative visual impact for the setting of some
of the city’s most important structures and monuments.

I consider the Board should welcome and accept the Archaeology Strategy as a most suitable
approach to dealing with this sensitive location. It is a mechanism that responds to the
conditions as the process evolves. The involvement of DoEHLG and the City Council is
particularly appropriate.

The handling, removal, treatment and reinstatement measures being applied to the National
and other monuments constitutes a considered and comprehensive response. The works
necessitate their temporary relocation.

There is, as one can only expect with a project of this nature, irreparable physical damage to
some structures that unfortunately cannot be avoided. In the case of development in the
vicinity of O’Connell Bridge Stop this relates to the partial loss of basements that form part
of some 22 protected structures north and south of the River Liffey due primarily to utility
works. I note that the applicant’s Conservation Architect estimates that up to 25% of each of
the existing basements could be removed. However, I concur with the view that this impact
will not adversely affect the Architectural Conservation Area and will not adversely affect the
visual appearance of these structures from the public realm. I am of the view also that, while
these works invariably affect the integrity of the structures, it could reasonably be argued that
they do not substantively or materially affect their integrity, particularly for those buildings
where basements are significantly under-utilised or are in a significant state of disrepair.
Undoubtedly, there are basements in use as storage associated with commercial premises
overhead and their partial loss will constitute a loss for these premises. Indeed, this issue was
brought to light at the Oral Hearing. This is a loss that cannot be avoided and the CPO
mechanism must apply to ensure suitable compensation follows.

I acknowledge the findings of the Board’s Consultant on vibration and settlement. Evidently,
the approach being taken meets with acceptable standards and, with the application of
mitigation measures and continuous monitoring to ensure adherence to limits that are set,
there does not appear to be significant concern in relation to damage for structures of
significant architectural and historic merit.
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The applicant’s approach to the reinstatement of the streetscape is considered acceptable.
This will be done in accordance with the requirements of the City Council. This will ensure
there is a consistency of approach in the treatment and finishing of the streetscape, obviously
a critical component of tying the scheme into the established sensitive streets in the vicinity
of O’Connell Bridge.

Regarding the new above ground elements of the O’Connell Bridge Stop, I submit that a
sensible approach is being taken which will ensure the engagement of the planning authority
in the planning and design process. I am of the view that the contribution of the new features
will be subtle and should not substantively impact on the Architectural Conservation Area or
the Conservation Area.

Finally, suffice to repeat again for the Board that the agreement between RPA and Dublin
City, in my opinion, enhances the design, development and monitoring of this scheme by the
inclusion of the local authority through the process. Ultimately, ensuring a finished product in
the vicinity of O’Connell Bridge of high quality, modern design that sits comfortably with the
historic city streets can only be attained with the City Council’s input on overground structure
design, contextual landscaping, and streetscape reinstatement.

Impacts on Utilities

It is reasonable to assume that the Metro Contractor will look for a smooth transition to the
main works in order that he will be free from complexities with other agencies and will be
able to achieve timescales to minimise costs incurred. For this to occur requires extensive
enabling / utilities works to be undertaken by RPA in the first instance. The enabling works
to be undertaken in the vicinity of O’Connell Bridge include:

-

The removal and storage of National Monuments and statues (discussed earlier);
Diversion of utilities from existing carriageways to the pavements on each side of
Lower O’Connell Street and Westmoreland Street;
Diversion of ESB cable in D’Olier Street;
Construction of an underground substation for ESB and Luas; and
Traffic management and reconfiguration works to facilitate traffic and pedestrian
flows (discussed earlier).
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I note that an Archaeology Consultant will hold a watching brief on all open excavations,
statue and monument removal and substation excavation.

A significant element of the works is the construction of the substation box. This will be
provided in the median of Lower O’Connell Street, immediately north of Abbey Street. As is
noted from earlier details on the STMP, traffic lanes are to be maintained throughout these
enabling works. All pavements and road surfaces are to be reinstated in accordance with the
requirements of the City Council.

South of Abbey Street as far as the Quays, existing utilities in carriageways are to be diverted
into the pavements on either side of the street to facilitate the O’Connell Bridge north stop
box. This is the work that will impact on existing basements in O’Connell Street. The
basements at this location project into the pavements for most of the properties. For the parts
of the basements projecting into the pavements, it is intended that they will be sealed from
the rest of the properties. The basement voids are then to be used to create utility tunnels to
accommodate most of the diverted services. Again as has been alluded to earlier, access to all
premises at street level will be maintained throughout.

The same procedures will apply for Westmoreland Street as far as Fleet Street. The issue of
projecting basements prevails here too and the works are required to facilitate the
development of the O’Connell Bridge south stop box. The basement surveys undertaken by
the applicant inform the detailed design of the utilities works packages.

For D’Olier Street, the cable ducts for ESB supply are to be installed at the edge of the
carriageway.

The enabling works are to be managed by RPA and it is intended that the work will be done
by in-house RPA teams with experience of similar work on Luas projects. The construction
packages are to be let under existing framework arrangements using contractors familiar with
the works in the city centre.

The above works are an essential component of the project that will allow for a steady
transition to the main works stage. I note that these works will be carried out in consultation
with the various utility suppliers and with the City Council. I acknowledge the agreement
between RPA and the City Council, particularly the additional element of the agreement
submitted to the Oral Hearing on 30th November, 2009, wherein there are specific agreed
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positions in relation to utility works, notably to the north of O’Connell Bridge and in the
vicinity of the GPO plaza. Treatment of materials and established landscaping has been
addressed. I note also that there are detailed matters agreed in the original agreement on water
and drainage, including provisions in relation to internal basement drainage.

Finally, I conclude that the utility works undertaken ahead of the main works as proposed
will ultimately result in reducing the timescale risk for the main works, will likely reduce cost
risk, and will prevent the Main Works Contractor having to engage with a range of sensitive
stakeholders. These outcomes can only contribute positively to the construction phase proper.

Impacts on Businesses

Inevitably, this is the main concern for the business premises in O’Connell Street and
Westmoreland Street. I must note for the Board at the outset that the concerns addressed by a
wide range of the businesses in the written and oral submissions focus on the construction
phase impacts. Businesses in general welcome the project and appreciate its significant
contribution to public transportation but legitimately are concerned for their viability and
survival as lengthy construction works, such as in the O’Connell Bridge area, threaten their
attractiveness for shoppers and for other patronage. I must also put the case to the Board at
the outset that one cannot have a project of this nature without significant disturbance,
disruption and nuisance at times. The key to achieving the finished product in a somewhat
satisfactory manner for all stakeholders is by continuing to uphold a balance by ultimately
keeping the city open for business while large holes are dug, vast amounts of spoil are
removed by road, services are diverted, vast volumes of materials are delivered to the work
sites, and the stop boxes are constructed and fitted out to become a finished product, i.e. a
metro stop. Delivering this within a reasonable timeframe, informing the business community
how progress is to be made and as progress is being made, and maintaining access to business
premises throughout the construction phase must result from the development of this project.
The O’Connell Bridge Stop is most likely one of the most challenging stops to be developed
and its construction timeframe of some four years is one of the most particularly lengthy
elements of Metro North. The outcome for business premises in the vicinity of this stop could
potentially be significantly adverse and it would be foolish to take any other view.

The applicant, through the EIS and the Oral Hearing, has determined the deliverance of the
project can result without gravely undermining the viability of the city centre’s commercial
premises. The EIS discusses the issues of traffic, noise, vibration, settlement, etc. that has
been discussed in some length earlier. It also looks at land use and socio-economics.
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There are invariably permanent land use impacts associated with the land take. In the
O’Connell Bridge area these have adverse affects by the acquisition of basements in some 22
structures. I have referred to this above and remain of the view that the permanent land take
associated with the development of the O’Connell Bridge Stop is necessary. This land take
will impact on business functions but is most likely not significant on overall general
business operations. The provision of hoarding or other mechanisms will be important
features in demarcating working areas. There has to be a carefully managed strategy to
provide access and highlight the existence of premises behind such inhibiting structures. This
I understand is to be provided and hoardings will also be used to provide public information.
The construction works are temporary by nature and impacts lessen for individual premises
as elements of the scheme progress. There will be disruptions for premises as traffic is
diverted and new arrangements are put in place for the construction works. However, it is
clear that there will be no temporary severance affecting properties. Regarding permanent
land take, I note that at the operational phase the above ground elements will obviously be
within the public realm and again I repeat that I am of the view that the selection of the
location of these is suitable for access purposes, does not inhibit traders and does not
undermine the integrity of the amenity value of this area. Evidently the substratum land take
does not adversely affect traders and other users at street level.

On the issue of the socio-economic impact, there is almost a universal agreement that the
operation of Metro will benefit the city centre businesses. I have noted the positions of the
array of Observers on the issue of impacts on their businesses. Perhaps the position shown by
Dublin Chamber of Commerce reflects a representative, balanced and considered position on
the effects of the project. The Chamber concludes:

-

-

-

-

Delivery of the Transport 21 programme, including Metro, is critical if the City
Region’s public transport infrastructure deficit is to be comprehensively addressed.
There should be an integrated and simultaneous delivery of the three T21 projects in
the city centre, namely Metro North, the DART Underground, and the Luas BXD line
to ensure businesses are not operating in a building site for the next eight years.
It must be business as usual for all businesses during the enabling works, main
construction works and when Metro is operational.
It is essential that the business community is informed about how existing levels of
access to all buildings and car parks in the city centre, plus current service levels on
public transport, will be maintained whilst the T21 projects are being delivered.
Communicating the traffic management plan to shoppers and private vehicle users
must be the core focus of the marketing plan spearheaded by the T21 Project Office
and the RPA’s communications plan.
It is essential that a comprehensive master plan is created which outlines a number of
contingency plans to address all eventualities and it must outline the lines of
responsibility for each agency and contain contact details for the business community
to report problems being experienced.
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These are indeed rational and practical suggestions, many of which are acknowledged by the
applicant. It must be stated, however, that the delivery of T21 projects in an integrated and
co-ordinated manner as suggested is clearly beyond the scope of the deliberations by the
Board on this project as the projects referred to come to the Board at different times. Indeed, I
note that the other two projects alluded to have not been adjudicated on to date. However, the
logic of the Chamber’s submission is acknowledged and the co-ordination requested is
attainable but will not be for the Board to progress further. Regarding the issue of keeping the
city open for business this is something I have referred to earlier and concur with the
obligations necessary to be placed on RPA and the T21 Projects Office. The communications
framework was discussed throughout the Oral Hearing process and, evidently, there is a
commitment given to informing those affected and informing the wider public that the city
centre is open for business. It is intended that a construction team representative be available
for consultation with local businesses. I note again that it will be a requirement of the
Contractor to maintain access to all buildings, maintain delivery and servicing arrangements
and access to car parks, maintain the existing bus network, and maintain safe pedestrian
access. The clear definition of roles and responsibilities to oversee, manage, construct and
inform, and an understanding of these by the business community, is essential and the
communications strategy envisaged provides an open approach to those affected by the
works. Finally, this issue of adverse impact on the city centre traders has to be acknowledged
as a real threat to the survival of some businesses close to the works in the current economic
climate. Fears escalate when the applicant’s Consultant on Socio-Economics offers his own
view (which is stated to be supported by retail studies elsewhere) that trade lost from the city
centre during the construction phase will be absorbed within other centres within Dublin’s
primary or secondary catchment. While this could be a potential outcome, every effort must
be made to minimise this by implementing the provisions referred to above so that visitors
and shoppers will not be deterred from coming to the city centre.

In conclusion, it is my submission that impacts by the construction works at the O’Connell
Bridge Stop will have a localised impact for traders and patrons. As the main works
otherwise in the vicinity comprise bored tunnelling, effects on pedestrian movement, while
altered at times and in specific locations, will not impede trade and will be for relatively short
sections of the principal shopping core. This, of course, is no consolation for those
immediately affected beside the works. I note again that the STMP and mitigation measures
proposed will ensure that adequate pedestrian levels of service are maintained in the vicinity
of the works. An example of this was well illustrated at the Oral Hearing in relation to how
the works would accommodate pedestrian flows along the west side of Westmoreland Street
in the vicinity of Carroll’s Irish Gift Store. Also, while service and delivery will be affected
and alternative arrangements are needed, these will not cease. It remains the case that the
amenity experienced by the shopper and trader will alter during the construction phase but
trade will continue to be facilitated in the best practical manner and work sites, including
Compound 18, will be controlled to minimise disruption.
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St. Stephen’s Green Stop

St. Stephen’s Green Stop will be the city centre terminus. It will serve the retail district
around Grafton Street and the business and tourist areas around the Green. It allows for
transfer to the Luas Green Line and to a planned railway station on the proposed Heuston to
Spencer Dock Interconnector. The stop design accommodates the future construction of the
Luas Green Line extension to O’Connell Street (BX Line). The stop is an underground stop
with a 20m wide island platform, located beneath St. Stephen’s Green. It provides a loop line
to the south of the stop to enable vehicles to switch from the inbound southbound track to the
outbound northbound track.

Enabling works will be carried out to remove features of cultural heritage from the vicinity of
the site. The north-west pond in the Green will be drained and the Pulham Rock features will
be removed. Hoardings will be erected around the work site to protect the remaining parts of
the Green. Piled walls will then be installed to rockhead level around the outline of the stop.
Work will proceed in two parts – the concourse box and the main stop box. The concourse
box will be excavated to roof level and the roof slab will be cast in concrete. Excavation will
proceed beneath the slab. Floor slabs will be cast as they are encountered. The main stop box
will be excavated to base slab level. Walls, floor and roof slabs will be cast, working from the
bottom up. Excavation will continue beneath the main box to form the westbound tunnel of
the proposed Rail Interconnector. The invert of the running tunnels north of the concourse
will be excavated out to form voids for the eastbound interconnector tunnels. A turn back
loop will be excavated and, after completion of the stop and tunnel structure, a structural
concrete track slab will be laid and track, overhead catenary systems and control systems will
be fitted. Mechanical and electrical fit-out and architectural finishes will then follow. The
stop is estimated to take approximately three years to construct before testing and
commissioning.

There have been more concerns raised about the impacts of Metro North on St. Stephen’s
Green than any other location along the route. It is a most understandable position to uphold
as St. Stephen’s Green is a National Monument, it was bequeathed to the city and people of
Dublin, it is culturally a most significant feature of the city, and it is the city centre’s most
important amenity space utilised by the general public. The sensitivity of this location is
compounded by the structures of architectural heritage value that bound the Green and by the
range of uses associated with the structures. There are also elements of the scheme that in
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themselves have raised particular concerns, namely how the proposal ties in with the
proposed Dart Interconnector and where best it would be to site the proposed escape core.

In seeking to assess the effects of the proposal on the Green and its environs, I will address
the issues under the following headings:

-

Impact on a National Monument
Impacts on Adjoining Structures
The Agreements with Observers
The Escape Core
Relationship with the Dart Interconnector and Luas BX line

Impact on a National Monument

Context

St. Stephen’s Green and all within it is a National Monument. It has been open to the public
since 1877. Its current form and layout has been in place since 1880. It is also of repute as it
was used by insurgents during the 1916 Rising. The Green itself contains a number of
significant landmark features. Those notable features to be affected by the proposed works
include:

-

The Fusilier’s Arch at the Grafton Street corner,
The statue of Lord Ardilaun on the western side of the park,
A memorial to Jeremiah O’Donovan Rossa, close to the Grafton Street entrance,
A statue of Robert Emmet opposite the house at Number 24,
A large lake fed by an artificial waterfall and home to a range of water fowl, and
The African Rose Bowl.

There are fine perimeter railings, foot rails, granite footpaths, bollards, Victorian landscaping
(including the Pulham Rock), and perimeter trees all to be removed also where the works are
to take place. The Green’s railings, fountains, water troughs, the park’s bandstand, and
statuary are also listed as protected structures.
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Other structures and features of architectural, historical and cultural merit in the immediate
environs of the works area include the Royal College of Surgeons in Ireland on St. Stephen’s
Green West and the terraces of Georgian structures along St. Stephen’s Green North which
include some very fine interiors such as at St. Stephen’s Green Hibernian Club and Kildare
Street and University Club.

Extent of the Stop Works and Treatment of the Features Affected

The development of the main stop box will require an excavation that will be approximately
154m long by 34m wide and extending to a depth of some 25m. The northern end of the box
will be further extended to approximately 30m deep and widened on the north-east side to
accommodate the interchange with the Dart Interconnector system and the Interconnector
westbound tunnel that will pass beneath the Stop. A shaft excavation on the west side of the
box, approximately 58m long by 12m wide and 30m deep, will be constructed to contain the
Interconnector ventilation system and fire fighting lift and escape stairs for Metro. At the
north end of the stop the box extends beyond the park under St. Stephen’s Green West and
North to accommodate the ticket hall and entrances to the stop. This excavation will be about
13m deep and is to be a top-down diaphragm wall structure to enable the roof slab to the
ticket hall to be constructed before the ticket hall is excavated to depth and to allow the area
around St. Stephen’s Green North and West to be reinstated and returned to public use at the
earliest opportunity.

There is a schedule of enabling works to be undertaken prior to the main works at this
location. As the Green is a National Monument, Ministerial Consent is required for all works
affecting it. All such works would be co-ordinated with DoEHLG and OPW. It was
confirmed at the Oral Hearing that detailed method statements have been prepared for the
relocation and/or protection of all of the statues and structures to be affected by the works.
Method statements are to be prepared for the protection of trees, flora and fauna. An
Archaeology Consultant is to be engaged and he/she will have a watching brief to identify
archaeological evidence on all open excavations for the utility relocations, demounting of
statues and the removal of the Pulham Rock. Utility diversions are required in St. Stephen’s
Green North and West and traffic management will be required to allow the works to be
undertaken. The Fusilier’s Arch, originally proposed to be temporarily removed, is to remain
in situ and will be afforded protection during the stop box construction process. A Heritage
Contractor will be appointed to carry out the removal or relocation of all heritage items.
Pulham Rock landscape features at the west end of the pond affected by the works will be
dismantled and stored. The remainder of the Rock features is to be protected from the
construction activities. The statues affected by the works will be relocated for display
elsewhere. Street furniture, ornamental paving, railings and walls, gates and side pillars at the
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Fusilier’s Arch, the Blind Garden, Lady Grattan fountain and troughs, and edging and railings
within the Green are to be removed and stored for the duration of the works.

Mitigation measures proposed include the reinstatement of the existing historic and cultural
fabric of the park after the completion of the works, replanting of semi-mature trees and
shrubbery, the reinstatement of the pond, monuments, walls and railings and the retention of
the Fusilier’s Arch in-situ. The relevant stakeholders are to be involved in the design of the
reinstatement works to seek to ensure the status of the National Monument is not
compromised.

Consideration of the Impacts

This location, more than any other stop location, has resulted in the greatest number of
concerns raised by the public. In dealing with these concerns, it must first to be realised and
accepted that, if Dublin City Centre is not alone to be best served but is to be properly served
then the provision of a stop in this area is essential. There can be no compromise on the
serving of this important part of the city centre as a stop is demanded in principle. If one
realises this and accepts this then one must also accept that the siting of a stop in this area
results in the digging of a very large hole to accommodate the new stop and this has
implications for the Green, adjoining streets, and businesses. Choosing a location must be
done so that the project is actually developable. In determining that the area close to the Luas
Green Line is to be the terminus for the metro route, this determines that the choice of sites
for the stop is very, very limited. Realising that the provision of this stop in this area
coincides with another significant rail development in the vicinity, namely the Dart
Interconnector, makes relating the two developments an inevitable rational consequence and
channels the combined stop location to where it logically can be developed and can function
adequately. The choice of St. Stephen’s Green itself for the stop location, notwithstanding the
obvious significant physical adverse impacts for this National Monument, is logical, rational,
and provides for the best planned solution for co-ordinating established and proposed rail
transportation in this part of the city.

Setting aside the above considerations, I am not immune to the very serious impacts this
proposed development will have on the city’s most important amenity space. I am
unequivocally of the view that the proposed development of St. Stephen’s Green Stop, when
assessing the cultural heritage impacts, can correctly be described as constituting destruction
and replacement based upon an established theme. It is not a restoration project in my view.
Within the work site everything is being removed – structures, land, and vegetation. Much of
what goes into the Green after the works is new, excepting the existing established features.
However, to provide a station here inevitably requires this extent of intervention.
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The Board is fully aware that the proposed works, which remove a vast part of the Green,
ultimately requires Ministerial Consent as the Green and all its features is a National
Monument. Invariably, Ministerial Consent could be withheld if the Minister considers the
damage being caused is too severe. This authority remains notwithstanding any decision
emanating from the Board. The impression I have from the written and oral submissions to
the Board and at the Oral Hearing is that the Department of the Environment, Heritage and
Local Government has not indicated that Ministerial Consent would be withheld and there is
satisfaction in general terms with the approach being taken to the works at the Green.

The dismantling, removal and storage of various features have been well described and
outlined during the course of the Oral Hearing by the applicant and the careful consideration
given over to this element of the enabling works, with considered method statements
completed, is to be welcomed. However, there remains one particular element of the works
that raises concerns with me, notably the potential impact on the Fusilier’s Arch. The
proposal to retain the Arch is clearly not a cosmetic exercise by the applicant. It is my
submission that, with the development of this very large excavation alongside and under it, it
would merit removal to save it from serious damage. However, I do realise that the
construction of the Arch is particularly complex and to seek to dismantle this structure is
likely to result in significant damage to it. This issue was well detailed by the applicant at the
Oral Hearing. The applicant appears somewhat satisfied to retain it in situ given it contains
construction and building methodologies that are of twentieth century origin and this includes
the use of concrete and cementitious mixes. Concerns were raised by the applicant that
freeing up individual stones if it was to be dismantled may result in damage and loss of
original fabric. Furthermore, it has been noted that, due to the construction methodology, the
form and extent of concrete would make it almost impossible to free up individual stones
with their inscriptions within the Arch itself. The RPA’s Conservation Architect concludes
“… it has become clear that any attempt to demount the Fusilier’s Arch either on a stone by
stone or in some sectional form is likely to result in severe and unacceptable levels of damage
to the Fusilier’s Arch.” The applicant has given over a lot of detailed consideration to the
retention of this structure. I do not doubt the good intent and, indeed, the significant
experience behind the proposals to protect this structure. I simply place before the Board the
reality that to retain the Arch in situ poses a threat to its structural integrity, while insisting on
removing and storing with the intent of rebuilding it after the works poses a formidable
challenge to recreate a structure that reflects what exists. A worst case scenario of the Arch
being significantly undermined by the works if it is retained in situ abutting a large
construction site for three or four years is probable in my opinion. Clearly the effects of the
works on the structure will be monitored during the construction phase. There will evidently
be the opportunity to dismantle and store the structure if it is deemed necessary.
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There can be no doubt that, in landscape and visual terms, the impact of the stop works will
be very significant. I note and accept that the proposal to reinstate features that are removed
helps. However, replacing trees at the perimeter of the Green and replacing the mature
vegetation of the lake will take lengthy periods to have the desired effect of screening and
returning this amenity back to a sheltered and enclosed space. St. Stephen’s Green will
present itself as a very large building site during the construction period, albeit that it will be
hoarded off and, thus, views from the public realm will be obscured. After the stop is
completed the new surfaces and reinstated railings, plinths, etc. will not enjoy the benefit of
the softening by well-established natural vegetation. This new planting and vegetation will
take many years to establish itself to a state where the Green along the north and west sides of
the park can be considered as approaching a state of satisfaction to those who know it as it is
now. The park will be notably exposed, something that many will find incongruous in the
immediate aftermath of the works. In the context of the life of the project, however, awaiting
the re-establishment of the park’s main features, the provision of tree planting and vegetation,
and their development and growth, together with weathering of physical features, must be
viewed as short-term and is a necessary consequence of the providing a station at this
location.

In conclusion, one cannot underestimate the serious impact this proposal has for St. Stephen’s
Green. It is an immense intervention on one of the city’s most prolific National Monuments.
The works have a destructive outcome. However, one must apply pragmatism and realism to
this element of the proposal. If one does not want Metro North serving St. Stephen’s Green
then that solves the problem for the established park. In truth, to fail to serve St. Stephen’s
Green would be a grave mistake as it clearly is to be one of the most important destinations
for patrons of the new transport service. Furthermore, choosing this location when there is a
clear intentional link with the Luas Green Line and with the new Dart Interconnector makes
entire sense. Digging out for the station at this location must be done. It cannot be avoided.
Finally, I am firmly of the view that what one gains, and will be seen to gain after a 15-20
period following the works, will be seen as having been an acceptable intrusion whose
outcome outweighed the adverse effects for the Green at the construction phase.

Impacts on Adjoining Structures

Overview of the Issues and Submissions

Substantive written and oral submissions have been made to the Board from Observers in the
vicinity of St. Stephen’s Green, including those from:
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Salix Trust Ltd

Kildare Street and University Club

Sunday River Ltd. (Il Posto)

Carrigwood Developments Ltd

Lisneys

Ampleforth Ltd.

Bank of Scotland Ireland

Landlords of 12-127 St. Stephen’s Green

Irish Life Investment Managers

Royal College of Surgeons of Ireland

The National Concert Hall

There are two observations to be made in the first instance when considering the effects on
the buildings fronting St. Stephen’s Green owned and occupied by these observers. Firstly,
many of the structures are of notable architectural and historical merit, reflected in their status
as protected structures. Several of the properties, such as St. Stephen’s Green Hibernian Club
and Kildare Street and University Club on St. Stephen’s Green North, also have significant
interior features that are particularly sensitive to the changes envisaged by the development
of Metro. Secondly, there is a wide range of uses along St. Stephen’s Green North and West
that have substantial sensitivities to the impacts inevitably derived from the enabling and
main works emanating from the St. Stephen’s Green work site. Owners and occupiers are
obviously concerned about the functioning of businesses, their serviceability, the ability to
retain and attract custom, etc. These, indeed, as has been shown earlier, are common
legitimate concerns for city centre businesses in the immediate vicinity of large excavations
for the city centre stops.

The Observer submissions are primarily concerned about the impacts of Metro at the
construction phase. Generally, the scheme as an addition to public transport infrastructure is
widely welcomed by the business premises in the vicinity of the Green. The range of
particular concerns addressed to the Board by the owners and occupiers of buildings in the St.
Stephen’s Green area includes the following:

-

Maintenance of normal operations, including access, car parking, deliveries, noise and
other environmental impacts – vermin, dust, etc.;
Access to car parks;
Use of hoardings and soundproofing;
Working hours of the construction phase;
Traffic management for the area;
Siting of escalators;
Extent of substratum land take and impact on future development;
Need for agreements consistent with those agreed with other Observers in the area;
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-

Impacts on theatres;
Impacts on the fabric of structures; and
Need for detailed architectural surveys of sensitive structures.

These concerns were reiterated at the Oral Hearing and much focus was placed on potential
damage to protected structures and their valuable interiors

Overview of the Applicant’s Considerations and Conclusions

The applicant made written responses to a large number of these submissions. It is noted also
that the applicant has reached agreement with a few of the property owners and occupiers in
the area, namely Ampleforth Ltd. (Fitzwilliam Hotel), Bank of Scotland Ireland and the
owners of Nos. 12-127 St. Stephen’s Green. There is also a substantive understanding
reached between RPA and St. Stephen’s Green Shopping Centre and Royal College of
Surgeons of Ireland. Details of these will be outlined later in this part of the assessment.

An overview of the applicant’s responses to the issues raised can be synopsized as follows:

Traffic Management

•
•

A Scheme Traffic Management Plan (STMP) has been developed in consultation with
Dublin City Council. It will evolve over time and it will adapt to changes as necessary
during the works phase.
The STMP will seek to resolve outstanding localised issues in relation to congestion,
maintaining access, and servicing and will provide for suitable mitigation measures.

Car Park Access

•
•

General vehicle access to all existing multi-storey car parks and car parks at the major
retail shops will be maintained throughout the enabling and main construction works.
Individual access maps have been prepared showing access routes to 24 of the main
car parks in the city centre from the north, south, east and west directions outside the
city. The routes to RCSI and Stephen’s Green Shopping Centre car parks will be
maintained.

Servicing
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•

Servicing and delivery access to all facilities will be maintained, with some local
diversions where necessary.

Access to Buildings

•

During the enabling works and main works phases, pedestrian access and access for
the mobility impaired will be maintained to all premises fronting onto the works.

Airborne Noise

•
•
•

The worst case scenario has been assessed and a package of mitigation measures has
been developed which the contractor will be obliged to adhere to.
This includes a focus on avoiding undue disturbance to residents especially during
night times.
Noise will be monitored to ensure the contractor complies with obligations.

Groundborne Noise and Vibration

•
•
•

At night, groundborne noise levels will be restricted to ensure the works do not cause
disturbance.
Groundborne noise will be monitored to ensure the contractor complies with
obligations.
Vibration from blasting will be controlled by reducing charge weights to avoid
building damage and suitable advance warnings will be given.

Dust and Other Environmental Effects

•
•

The contractor will be obliged to comply with strict environmental controls to
mitigate nuisance from dust and an Environmental Management Plan will be
developed and implemented.
The contractor will be obliged to comply with all health and safety legislation and will
take measures to control and eliminate any rodent problems.

Working Hours
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•

•

The approach taken to working hours in the EIS is to limit the impacts of noise,
vibration, etc. caused by the works rather than to specify particular hours of working.
This will allow the contractor to work in the most efficient manner subject to controls
on disturbance of people and should result in a shorter overall period of disruption.
Some work, particularly on the tunnels, is likely to continue around the clock to
achieve efficiencies and to keep the work safe at all times.

Hoardings and Soundproofing

•
•

It is a requirement that the public are excluded from the site works and the works are
to comply with health and safety legislation. Hoardings will be maintained in good
condition and will be attractively finished.
The approach taken to soundproofing is to limit the noise that can be generated by the
contractor and, thus, not to provide soundproofing of windows.

Substratum Land Take

•

The land take will not of itself prevent future use of the Observers’ lands.

Escalator Entrances

•

The location and form of lifts and escalator entrances have been developed in
consultation with Dublin City Council, DoEHLG, and the OPW.

Communication

•

•

Up to date information on the works in the city centre is to be provided to the public,
a specific marketing plan will advertise the city as being open for business, and the
hoardings associated with the works will be high quality and will be used for
communication purposes.
The strategy to be put in place will include regular progress updates on the works,
road closures, details of complaints procedures, information sources and contact
points for queries.

Property Damage
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•
•
•

•
•

RPA’s tunnelling specialists have already carried out an assessment of the potential
effects of ground movements on the properties in St. Stephen’s Green area.
The risk of significant damage to property by the works is rated as extremely low.
All structures that lie within the zone where there is potential for effects from the
tunnelling operations and the stop box construction will be carefully assessed for risk
of damage. Surveys will be undertaken and protective measures will be developed.
Buildings will be monitored during and for a period after construction.
If cracking occurs suitable remedial works will be carried out.
RPA has appointed an experienced Conservation Architect to provide expert advice
on all matters relating to architectural heritage.

Considerations of the Board’s Consultants

Vibration, Groundborne Noise, and Settlement

The findings of Dr. Massarsch are particularly important to those Observers who raise
notable concerns in relation to the impacts of the tunnelling and stop box excavation works
on protected structures and their highly sensitive interiors. Much of what has been said that
applies to sensitive structures in the vicinity of Parnell Square Stop and O’Connell Bridge
Stop applies equally to St. Stephen’s Green Stop.

Review of the Application Submission

In relation to vibration and groundborne noise at the construction phase, Dr. Massarsch notes
that blasting is likely to be used for the excavation of the turnback loop at St. Stephen’s
Green. For the nearest building, it is predicted the PPV is likely to be at the limit of the
building damage threshold and in the ‘High’ impact category for people in the building. It is
further noted that the ‘Low’ impact threshold will be exceed within a radius of 74m.
Restriction on the charge weight per delay to limit the PPV to the ‘Low’ impact category for
daytime is recognised as being required, depending on the final tunnel alignment.
Groundborne noise from the TBM at the Gaeity Theatre in South King Street is predicted to
cause a ‘High’ impact during performances and the requirement for liaison with theatre
management and provision of advanced warning is acknowledged. The potential to reduce
face pressure and/or cutter speed of the TBM is seen as a possible option to minimise this
impact. At the operational phase, performance of track and vehicles is noted as the
determining factor of potential impacts. In this general area, resiliently supported rail is
predicted to provide adequate mitigation to avoid significant effects. If floating track slab is
necessary, it is predicted to ensure that no significant impacts occur.
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In relation to settlement and effects on public roads, Dr. Massarsch notes that it is predicted
that settlements are expected to be in the region of 60mm at the northern end of Grafton
Street where caverns will be constructed to accommodate the crossing of the eastbound
Interconnector railway tunnel beneath the Metro running tunnels, requiring some localised
road reinstatement. It is further noted that it is predicted that settlements from the stop box
construction within the park may result in the need for some resurfacing of roads and
footpaths along St. Stephen’s Green North and West. With regard to effects on buildings, Dr.
Massarsch notes that it is predicted that settlements will be small from College Green as far
as St. Stephen’s Green as the tunnels are being constructed in the limestone bedrock, with
settlements predicted to be in the region of 5mm or less. Dr. Massarsch has also noted that
buildings that fall within the zone of influence of the cavern structures that will accommodate
the crossing of the Interconnector eastbound tunnel beneath the Metro running tunnels will be
considered for a detailed Stage 3 Assessment. In considering the assessment of residual
impacts, reference is made to the caverns at the northern end of Grafton Street related to the
Interconnector expecting to generate peak settlement in the region of 60mm and to peak
settlements in St. Stephen’s Green resulting from the construction of the stop box and the
loop arrangement to the south being approximately 40mm. At the operational phase, it is
predicted that infrastructure will not generate further ground movement, with underground
structures designed as watertight.

Main Considerations

I note I have referenced Dr. Massarsch’s main conclusions earlier in this report. However, for
clarity I consider it worthwhile to synopsise these again as follows:

Vertical Alignment:

Dr. Massarsch has submitted that between the Mater Stop and St. Stephen’s Green the
vertical alignment of the proposed tunnels is still tentative and may deviate within the
distances permitted by the EIS. He notes that at present sufficiently detailed geotechnical and
geological information is still not available, resulting in the Reference Design being tentative.
He states that, based on a more detailed evaluation of subsoil and rock formation, changes to
the vertical alignment may be required in order to reduce construction risks.

Hydrogeological Impact:
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Dr. Massarsch concludes that, if the proposed mitigation measures are implemented and
construction is monitored carefully, residual environmental impact on groundwater will be
acceptable during the construction and operational phases.

Geotechnical Impact:

Dr. Massarsch’s principal findings are as follows:

-

-

-

-

-

-

-

The geotechnical and geological investigations carried out as part of the EIS and the
additional information provided by RPA are sufficient for a robust Reference Design.
The risks associated with variable ground conditions are fully appreciated and
potentially problematic areas will be included in the geotechnical risk register and
appropriate mitigation measures will be implemented.
The applicant’s methodology relating to the assessment of geotechnical impacts, and
in particular, the risk of building damage is in accordance with modern risk
assessment concepts and is suitable for the project.
The scheme will be planned and implemented according to environmental risk
assessment procedures accepted by the tunnelling industry.
The staged assessment of settlements is suitable for the project and assures that the
construction can be carried out even in environmentally sensitive urban settings with
important historic buildings and archaeological structures. Extensive field monitoring
will be required in sensitive areas.
The applicant’s proposed management concept of geotechnical risks is an efficient
tool to minimise and mitigate environmental risks.
The building damage classification approach, based on ease of repair, is consistent
with high international requirements.
In general, in relation to the overall scheme, it is recommended that, when noticeable
damage is observed and where it exceeds Damage Category 2, the contractor should
be notified, survey work should be undertaken, and the contractor should modify the
construction method to eliminate further damage.
It is appropriate for buildings with irreplaceable interiors that the threshold “at risk”
category is reduced from “moderate” to “slight”. These buildings will automatically
be progressed to Stage 3 Assessment by the contractor.
The applicant’s understanding of the sensitivity of structures in the city centre and
application of a comprehensive risk management scheme are noted.
The proposed methods for construction of tunnels and deep excavations have been
used successfully in similar geological settings and geotechnical conditions elsewhere
and it is important that the contractor has documented and verifiable experience of the
use of such methods under similar technical conditions.
The assurances given by the applicant’s Conservation Architect are of importance
when establishing the protection scheme for historically important buildings.
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-

-

The contractor should be required to involve experts with the task to develop a
comprehensive monitoring scheme, with special attention paid to the protection and
monitoring of buildings with ornate plaster ceilings.
Special monitoring and supervision methods should be used to detect noticeable
changes at an early construction stage when assessing risk in relation to historic
buildings.

Vibration:

-

Levels of groundborne noise appear to be reasonable from a construction viewpoint.
Limits on groundborne noise during the operational phase at night-time need to be
more restrictive than proposed to protect residential amenity.
The St. Stephen’s Green area will benefit from the proposed lowering of groundborne
noise levels to 35dBA at the operation phase.

Airborne Noise

I note from Mr. Walsh’s report that he submits RPA has shown a clear commitment to
control the levels of airborne noise through design and mitigation from within each of the
respective work sites in this project. He acknowledges that Metro North can be completed in
compliance with the stipulated noise limits and with adequate consideration of any noiserelated community problems which may arise, and can apply a speedy response to, and
mitigation of, any noise excess identified. Some of the more specific considerations that can
be construed as applicable to the St. Stephen’s Green environs are:

-

-

-

Accessibility or ready availability of suitable portable noise barriers or enclosures will
be important at times, particularly where, as in utilities diversions, mobile plant and
normal operations are not confined to a definite location, but move along past
premises at a rate determined by the nature of the work itself.
It is recognized that works within tunnels and within stop boxes which have been
roofed in and which do not disturb any person’s sleep in nearby premises are
acceptable.
Recommended unattended noise monitoring locations include Fitzwilliam Hotel,
RCSI, and St. Stephen’s Green North.
Recommended locations for attended representative noise monitoring include St.
Stephen’s Green North and the Gaeity Theatre.
Recommendations for the construction phase include construction noise level criteria
being set for churches, theatres and hotels.
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I note Mr. Walsh’s conclusion that he is confident that the project can be built and operated in
a manner that is consistent with good environmental practice.

Traffic

Mr. Wallace’s conclusions include the following:

Construction Phase:

With regard to enabling works, it is noted RPA has identified detailed arrangements whereby
impacts on loading bays, parking, bus stops, taxi ranks and pedestrian/cycle facilities are
minimised to being both localised and short term. It is further noted that, in general, the
traffic capacity of the city centre network would be maintained during the enabling works.

With regard to the main works, it is noted:

-

-

The closure of the one-way route from St. Stephen’s Green North and West to
Glovers Alley has been taken into consideration in the appraisals contained in the
STMP.
The STMP reports severe impacts associated with a 700m long diversion for traffic
heading to Glovers Alley from the east.
Moderate impacts reported in the STMP include increased pedestrian congestion in
Stephen’s Green North/West, service access between Grafton Street and St. Stephen’s
Green North, and the relocation of the St. Stephen’s Green taxi rank by some 200
metres.

Mr. Wallace also acknowledged RPA’s commitment to continued access to car parks during
construction and noted there would only be a marginal deterioration in journey times. He
further acknowledged the proposed wayfinding signage system to be provided on all major
routes into the city centre.

Operational Phase:
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Mr. Wallace noted the traffic routings adopted during the construction phase for access to car
parks at St. Stephen’s Green would remain, with this impact being rated as slight. It is noted
that this is a consequence of the creation of a pedestrian plaza at the north-west corner of St.
Stephen’s Green to facilitate access between public transport services and the Grafton Street
area.

Considerations

Construction and the Scheme Traffic Management Plan

The Board will note the following from considerations earlier on the STMP:

•

•
•
•

The STMP is a guiding plan to manage transport during the construction phase, with
its role being to ensure that the economic activity of the city is not unduly affected by
the construction works and that the movement of all road users can be made in a safe
manner around construction sites.
The STMP has the following requirements that are to form part of the contractor’s
obligations:
Maintain access to all buildings and facilities for emergency vehicles, delivery and
servicing vehicles, private properties, car parks, local access and on-street parking;
Maintain the existing bus network, frequency and general routing;
Ensure full compliance for mobility impaired and disabled persons; and
Maintain safe pedestrian access to all buildings and facilities.
RPA is to oversee and report on the implementation of the STMP to the Metro North
Traffic Forum.
The Metro North Traffic Forum will review alternative objectives, plans or modelling
by the Contractors and will approve traffic management details submitted by the
contractor.

The Board will also note from earlier in this report the strategic mitigations measures that are
proposed to reduce impacts at a strategic or city-wide level and which will also impact on
movement in the vicinity of the St. Stephen’s Green Stop. These are the Public Transport
Gate at College Green, Metro North Traffic Forum, the STMP Public Information Campaign,
a Vehicle Recovery Plan, and Park & Ride.
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I propose now to consider some of the details of the local impacts as they relate to the St.
Stephen’s Green Stop and its environs to ensure it can reasonably be determined that the
conclusions drawn by the applicant on the construction impacts are verifiable.

Module C Local Area Assessment of the STMP in part provides an assessment of Area
MN107. The measures to apply in the vicinity of the St. Stephen’s Green Stop relate to two
different phases of the works, namely the enabling works and the main works.

Enabling Works:

The current road access along St. Stephen’s Green North and West and through Glovers
Alley is to be maintained. Some alteration to footpaths to accommodate service diversions
will occur and they will be phased. Access for loading will be maintained for Grafton Street
and South King Street.

It is my submission to the Board that the changes to occur at the enabling stage are relatively
minor in nature. The works, as noted in the STMP, will temporarily affect a loading bay on
St. Stephen’s Green West, some on-street parking here also, and relocation of some taxi rank
spaces. Thus, there may be some temporary inconvenience for deliveries and servicing of
businesses. I acknowledge there may be some inconvenience to pedestrians, particularly in
the Grafton Street area at peak times and the applicant proposes to restrict working times to
maintain a satisfactory level of service. I note existing cycle parking will be affected but will
be relocated in the vicinity. Notwithstanding these impacts, it is apparent that the objective is
clearly to maintain the functioning of business premises while these necessary works are
undertaken. The provisions are considered appropriate and acceptable.

Main Works:

The main works area at the St. Stephen’s Green Stop takes in some of the north-west section
of the Green, St. Stephen’s Green North between Dawson Street and Grafton Street, and St.
Stephen’s Green West between Grafton Street and Glovers Alley. During the construction
period of the stop the one-way road running along St. Stephen’s Green North and West and
into Glovers Alley will be closed. The alternative arrangement for access to St. Stephen’s
Green Shopping Centre, RCSI, and the Fitzwilliam Hotel car parks provided for in the STMP
is via Mercer Street. The direction of flow is to be reversed on Glovers Alley and this will
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facilitate an eastbound movement from Mercer Street to St. Stephen’s Green West. A traffic
lane is to be provided in front of the RCSI to allow traffic exiting from Glovers Alley to turn
right southbound onto St. Stephen’s Green West and to enter York Street.

I note that these changes have potentially significant impacts for the business and institutional
uses along St. Stephen’s Green West in particular. It is important to note that RPA has now
reached agreements with the Fitzwilliam Hotel, Bank of Scotland Ireland and the owners of
Nos. 124-127 St. Stephen’s Green. Furthermore, it is reasonable to conclude, based upon
detailed discussions and considerations through the Oral Hearing process, that there is now a
definitive understanding also between RPA and St. Stephen’s Green Shopping Centre and
RCSI. Details of these agreements and understandings will be provided in upcoming sections
of this assessment. As a result of these, it is my submission to the Board that the traffic
management arrangements are generally acceptable to the most seriously affected, with the
application of appropriate and agreed mitigation to ensure the business and institutional
premises remain operable. The general traffic impact from the traffic diversion proposed is
that the revised access arrangement to Glovers Alley is some 700m longer than the current
route from the Merrion Square area. This may be construed as a severe impact for those
affected by this diversion. However, it is noted and accepted that access from other directions
will also be reduced by these revisions.

Over and above these impacts, I note that the main works of necessity impact on bus stop
arrangements where they coincide with the works areas. Pedestrian movement also has to be
affected by the extent of the works, with increased congestion arising with the loss of
footpaths adjacent to the works. Diversions will be put in place to accommodate pedestrians
on St. Stephen’s Green North and West. Taxi rank facilities will also have to be relocated
from St. Stephen’s Green North. It is my submission that the arrangements being put in place
adequately accommodate those affected near this significant construction site.

Traffic Management at the Operation Phase

It is proposed that access to vehicular traffic from St. Stephen’s Green North to Glovers Alley
will remain closed. It is further intended that this will facilitate the creation of a pedestrian
plaza at the north-west corner of St. Stephen’s Green. The access arrangements proposed for
the construction phase will, therefore, remain. It is my submission to the Board that this
change can reasonably be viewed as a public gain as the pedestrian environment in this most
busy of locations is greatly improved, facilitating safer access to public transport and to the
Green itself, while creating improved amenity for trader and customer alike.
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Siting of Escalators

A number of observers have raised concerns about the siting of the escalators to serve St.
Stephen’s Green Stop, particularly those along St. Stephen’s Green West. I note there is now
an agreement in place with the Fitzwilliam Hotel to address their concerns on this. There was
a minor relocation of the escalators at this location and details of this were provided to the
Oral Hearing in April 2009. I have noted that various alternative locations were considered
for the siting of escalators in this location, including at the junction with Grafton Street. This
would be a particularly congested location during peak times and, in my opinion, would
consequently be an unsatisfactory location for the escalators with large numbers of patrons
exiting onto a heavily congested pedestrianised area. I am satisfied with the siting of the
escalators along St. Stephen’s Green West and North, just off this most congested location. It
is also noted that they are located in a manner that retains reasonable access to premises
immediately adjoining them and will not disrupt such premises by causing congestion. I note,
furthermore, that the siting of the escalators was as a result of a requirement emanating from
the City Council. The local authority’s request for the siting is well-founded in my opinion.

Dublin City Council’s Position on Traffic

The City Council considers the methodology for modelling the impact of the scheme at the
construction stage is acceptable. The monitoring and mitigation measures and the traffic
management plan are subject to the conditions of the Council’s agreement with RPA. Thus, it
is reasonable to conclude that the local authority has a very significant role to play in
implementing traffic measures, monitoring and controlling traffic impacts during the
construction phase. The Council, as a principal stakeholder, has a pivotal role in ensuring the
city centre area remains open for business. The agreement that is now in place ensures the
STMP will be agreed with the Roads Authority and that any deviations must be considered
by this authority.

The Views of Dublin Bus
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As noted earlier, Dublin Bus is supportive of the Public Transport Gate and would have a
preference to see it extended to operate over a 24 hour day. Dublin Bus has raised no
particular concerns in relation to the works at St. Stephen’s Green Stop.

Structural Impacts on Protected Structures

The conclusions of Dr. Massarsch are most important in the deliberations of the Board on this
issue. Dr. Massarsch is satisfied with the information and concepts provided by RPA
regarding procedures and methodologies for environmental impact assessment. He is satisfied
the geotechnical and geological investigations carried out are sufficient for a robust
Reference Design. He is satisfied that the risks associated with variable ground conditions are
fully appreciated and he notes that potentially problematic areas will be included in the
geotechnical risk register and appropriate mitigation measures will be implemented. He
requests full-scale testing in critical areas and notes that comprehensive geotechnical,
geological and hydrogeological investigations will be required for the detailed design. Dr.
Massarsch acknowledges the sensitivity of protected structures at this location and the
sensitivity of interiors such as at St. Stephen’s Green Hibernian Club and Kildare Street and
University Club on St. Stephen’s Green North. He insists that it is appropriate that the
threshold of the category “at risk” be reduced from “moderate” to “slight” in such instances
such that any impacts due to ground movement will be “very slight”, i.e. with a Damage
Classification of Category 1. Dr. Massarsch also notes that buildings such as these will
automatically be progressed to the Stage 3 Assessment by the contractor. It is further noted
by Dr. Massarsch that the applicant’s Conservation Architect considers the classification of
visible damage to be applied is detailed and measureable in the context of fragile features
contained in 18th century buildings such as delicate plaster ceilings and covings. It is
acknowledged that the parameters to be employed within the Stage 3 Analysis will be
conducted by the RPA’s expert on settlement in close co-operation with the Conservation
Architect. The assurances given by the applicant’s experts are viewed as being important
when establishing the protection scheme for historically important buildings. The need for
expert experience on building protection at the tunnelling and excavation works is
recognised, as well as the requirement for continuous monitoring of buildings with ornate
plaster ceilings. Notably Dr. Massarsch endorses the proposed method of assessing risk in
relation to historic buildings but requests special monitoring and supervision methods be
employed to detect noticeable changes at an early construction stage, i.e. when work has
started in the vicinity or when tunnelling work is approaching. Finally, the proposed method
of monitoring the risk of building damage is considered acceptable for the proposed scheme.
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It is my submission to the Board that it can be deduced from the considerations and
recommendations of Dr. Massarsch that the scheme as proposed can be constructed and
operated without resulting in significantly quantifiable adverse impact for protected structures
and their valuable interiors in the vicinity of St. Stephen’s Green. While it has not been
referenced above, Dr. Massarsch’s deliberations clearly gave due consideration to the impact
of the totality of the proposal at this location, including the provisions relating to the
development of the Dart Interconnector. I note that there have been a number of concerns
raised about the effects of the works that seek to tie the scheme in with the Dart
Interconnector proposals. Some concerns have also been raised about cumulative effects,
ground investigations, sensitive foundations, etc. The two sensitive structures referenced
above, Kildare Street and University Club and St. Stephen’s Green Hibernian Club, merit
particular reference due to their sensitive interiors. The former contains fine examples of the
plasterwork of Michael Stapleton while the latter contains Lafranchini plasterworks. The
following should be noted in relation to these:

-

-

-

-

-

-

-

RPA’s geotechnical and tunnelling specialists have already carried out an assessment
of the potential effects of ground movement on Kildare Street and University Club,
taking the age, character and condition of the building into account. This assessment
demonstrates that the property will lie within an area that will experience ground
movement of a very small magnitude that is unlikely to have a significant impact on
the property.
The University Club is predicted to fall outside the ground movement zone of
influence of the stop box excavation and therefore it is estimated that it is unlikely
there will be any impact on the building structure.
RPA has completed a building characterisation and basement survey of St. Stephen’s
Green Hibernian Club.
RPA’s technical advisors, who specialize in vibration and conservation architecture,
including specialist knowledge of internal plasterwork finishes, will inspect the
property.
It is recognized that buildings such as the Hibernian Club have sensitive and valuable
finishes that may prove difficult to repair and so they will require special
consideration on a case by case basis. It is acknowledged the ceiling in the Club may
be vulnerable and RPA accept that a detailed assessment will need to be undertaken.
Depending on findings, additional protection may need to be provided.
The applicant has provided entries 107_T161 and 107_T162 in the Risk Register
specifically to address such concerns and no work can be undertaken until such risks
are closed out.
An architectural survey to be undertaken will inform the building response
assessment.
All buildings on the Record of Protected Structures that fall within the zone of
influence of the works will have pre and post construction surveys undertaken.
The Stage 1 Preliminary Ground Movement Assessment and Stage 2A Preliminary
Building Assessment Report are completed. Building response assessments will be
undertaken in accordance with the EIS.
Where a building has sensitive finishes, the contractor will be required by the contract
to limit the impact category to 1.
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-

The main contractor, who will develop the reference design, is obliged to appoint
their own Conservation Architect to review the detailed design and proposed
methodologies, as well as monitoring all construction work associated with protected
structures and structures of architectural and historic interest. The contractor is also
responsible for the development of surveys, method statements, risk assessments and
quality and management plans for addressing matters of architectural heritage. The
contractor is also to design an effective and precise movement monitoring system to
determine the effects of all construction and associated civil works at surface level as
well as the effects of all relevant structures.

Overall, it is determined by RPA that significant structural damage will not result for these
structures or other protected structures in the vicinity of the St. Stephen’s Green Stop.
Clearly, the nature and extent of the provisions being made will ensure that there is a
comprehensive understanding of the importance of the protected structures in the environs of
St. Stephen’s Green, including their interiors. The ongoing ground condition surveys and
testing will ensure a comprehensive understanding of the exact nature of the geological
conditions in which works are taking place to ensure appropriate measures are taken where
potential geological or other anomalies may arise. The continuous monitoring regime will
carefully oversee that required limits and other obligations are being met and appropriate
mitigation is being applied. I am satisfied that RPA cannot but have a full understanding of
the sensitivity of protected structures and their valuable interiors in St. Stephen’s Green North
and West. I note once again that all buildings that fall within the zone of influence of the
cavern structures that will accommodate the crossing of the Interconnector eastbound tunnel
beneath the Metro running tunnels will be considered for a detailed Stage 3 Assessment. The
serious and legitimate concerns of those Observers along St. Stephen’s Green North and West
can be dealt with in a manner that will meet with the needs of these Observers by the
application of the range of measures outlined above.

Impacts on Business Operations

Many of the issues of relevance to the business operations of Observers who have made
submissions to the Board in the St. Stephen’s Green area have been detailed and discussed
above, including access and servicing arrangements, traffic impacts and potential structural
impacts. The issue of business impacts for the city centre has previously been dealt with in
some detail under the considerations for the impacts arising from the Parnell Square and
O’Connell Bridge Stops. For reasons of efficiency they are not repeated but for clarity they
are acknowledged as being relevant also to the St. Stephen’s Green business community. The
business community in this area welcomes a functioning Metro and justifiably is concerned
about the adverse impacts of a lengthy construction period with significant disruption that
goes along with the excavation of a large site, the transportation of spoil away from this site
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by HGVs, restrictions placed on vehicular and pedestrian movement, noise, dust, vibration,
etc. The reality is that to achieve what is welcomed by the business community, i.e. a
valuable addition to the city’s public transportation system, one must endure a disruptive
construction phase. The beneficial outcome for the city outweighs the potential obstruction
for individual business premises. The applicant recognizes the difficulties likely to arise and
is seeking to provide the mechanisms to minimise intrusion and to address potential conflicts.

The Metro is to be developed alongside the proposed Dart Interconnector and it would make
sense that the delivery of these projects occurs in an integrated and co-ordinated manner to
reduce impacts on businesses. However, this is not something either I or the Board can
address in this application as the Dart Interconnector application is due for consideration
outside the timeframe for the decision on Metro and, more, importantly, if it was permitted, it
is my understanding that the Dart Interconnector construction phase is to proceed some years
after Metro works would commence. Without such co-ordination, the local business
community is likely to face lengthier periods of disruption arising from the Dart
Interconnector proceeding beyond the works phase of Metro. I cannot determine the
cumulative effects as the application for Metro precedes the Interconnector application.

Finally, it again should be noted that it will be a requirement of the Contractor to maintain
access to all buildings on St. Stephen’s Green, to maintain delivery and servicing
arrangements and access to car parks, to maintain the existing bus network in the environs,
and to maintain safe pedestrian access throughout the area. The intent is clearly to keep all
traders open for business during the works phase of Metro.

Substratum Land Take

To develop Metro in the St. Stephen’s Green area in the way it is intended in the Railway
Order application all of the permanent land take associated with the application is necessary.
The substratum land take along St. Stephen’s Green North and West will not impact on
established business operations. Any temporary land take will not result in temporary
severance affecting properties. At the operational phase, the above ground elements will be
within the public realm. I have submitted earlier that the selection of the location of these is
suitable for access purposes and does not inhibit traders.

__________________________________________________________________________________
PL.06F.NA0003
An Bord Pleanala
Page 600 of 690

Impact on Theatres

I acknowledge the sensitivity of the Gaiety Theatre on South King Street and the potential
consequences of the development for The National Concert Hall on Earlsfort Terrace. The
former, due to proximity to the works and a functioning station, is more susceptible to greater
adverse environmental impact. The applicant also recognises the particular sensitivities of
these premises, particularly from noise and vibration at both the construction and operational
phases. The application of working hour limits, as proposed by RPA, will greatly assist in
minimizing impacts on theatre and concert performances. The Gaeity is noted as being
particularly vulnerable to groundborne noise from tunnelling at the construction phase.
Liaison with management and advance warning are to be applied as mitigation. The applicant
will be required to also consider reducing face pressure and/or cutter speed in the TBMs. I
note that Dr. Massarsch has concluded that the mitigation measures proposed in the EIS
appear to be sufficient to protect property owners in the South King Street area from
unacceptable environmental impacts in relation to settlement and ground vibration. It should
also be noted that the lowering of groundborne noise levels at the operational phase as
proposed by Dr. Massarsch will have corresponding benefits for the operations of the Gaeity
Theatre and The National Concert Hall.

Communication

Ultimately, this must be a key component of the applicant’s approach to ensure the works
phase of Metro not alone does, but is seen to, work in a satisfactory manner and is adequately
responsive to address genuine public concerns and difficulties resulting from the works. The
applicant has a clear planned approach to ensuring the public is informed about the
development of the project. A team of Community Liaison Co-ordinators is to be provided.
This will be complemented with RPA’s free phone service during construction hours. As
alluded to earlier, there will be a constructive STMP public information campaign to inform
the public about traffic management and changes. There is evidently a commitment to
informing those potentially affected by the construction works and, indeed, to informing the
wider public that the city centre is open for business.

The Agreements with Observers
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RPA has a significant agreement with Dublin City Council, with specific details agreed in
relation to St. Stephen’s Green. RPA has also entered into a number of agreements with
property owners in the immediate vicinity of St. Stephen’s Green. Each of the agreements is
applicable solely to the parties involved. Through written submissions to the Board and oral
submissions to the Hearing RPA and a number of other Observers in the St. Stephen’s Green
area have been able to provide for the Board a degree of understanding in relation to a wide
range of concerns. The Oral Hearing also afforded the applicant and DoEHLG the
opportunity to address subjects of concern in a public forum and to clearly understand where
there is agreement in the construction and operational approaches and where remaining
difficulties lie.

For the benefit of the Board I consider it appropriate to outline the details of these agreements
and understandings. Such agreements and understandings provide the grounding for tolerable
conditions for those most gravely affected by the works in particular, both at the enabling and
main works phases.

Agreement with Dublin City Council

As has been alluded to earlier, this agreement was presented to the Board on 22nd April, 2009.
This agreement was added to by details provided to the Oral Hearing on 30th November,
2009.

The original agreement makes provisions in relation to:

-

-

-

Architecture and planning affecting public realm infrastructure, the make-up of
InfraCo’s architectural team, masterplanning for St. Stephen’s Green station, escalator
entrances and a wide range of other plant;
Specific details directly applicable to St. Stephen’s Green Stop, notably design,
station access from the street, materials, storage of street furniture and paving, and the
proposed new shared surface between Dawson Street and St. Stephen’s Green West;
An archaeological strategy to be adopted for the Green and the application of a
methodology to deal with Fusilier’s Arch;
Works affecting the local authority’s utilities;
Landscape protection and planning for public parklands; and
Traffic management.
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The addendum to the agreement arises after the local authority’s response to the applicant’s
further information submission. A wide range of details are considered. In relation to specific
issues affecting the environs of the Green, this related to the submission on the impacts on the
Fitzwilliam Hotel. This document clarified matters on monitoring, traffic flows, and
relocation of bus stops.

I note that the planning authority and the applicant both foresee the St. Stephen’s Green Stop
as being a major city centre interchange facility and expect the architectural design to reflect
this status. The station hall is to be designed as a grand central station hall and to present
itself as a unique set piece of architecture. Such considerations should adequately address the
principal concerns raised by Observers such as Justin Marden.

The Board should note again that, subject to this agreement, the local authority does not
request any further conditions be attached to any decision to grant the Railway Order.

Agreement with Iarnród Éireann/CIE

RPA has an agreement with Iarnród Éireann / Córas Iompair Éireann in relation to St.
Stephen’s Green, extracts of which were submitted to the Oral Hearing on 3rd December
2009. Those extracts made available to the Hearing relate solely to the traffic management
plan. It is agreed that the STMP will take due cognisance of the requirements of CIE/IE in
relation to traffic management for the duration of the Metro North works.

Agreement with Ampleforth Ltd.

RPA has a detailed agreement with Ampleforth Ltd., owners of the Fitzwilliam Hotel on St.
Stephen’s Green West. The Observer made a very detailed submission in writing to the Board
following the receipt by the Board of the application. By the time submissions were due to be
given by the Observer at the Oral Hearing in December 2009 agreement had been reached
and a copy of this agreement was forwarded to the Board at the Hearing on 3rd December,
2009.
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The provisions of the agreement include:

-

-

-

Relocation of the bank of escalators on St. Stephen’s Green West northwards;
Provision of a permanent drop-off bay in front of the hotel accessed from Glover’s
Alley;
During enabling works, a lane of traffic from St. Stephen’s Green North to St.
Stephen’s Green West, a drop-off outside the hotel entrance, and pedestrian access are
to be maintained;
Construction traffic is not at any time to enter or exit the stop construction site from
St. Stephen’s Green West;
Tools, plant or equipment which involve percussive processes are not to be operated
before 08.00;
The contractor is not to plan any works at night (22.00 to 07.00) where these works
would cause the noise limits to be exceeded. The hotel will be informed in advance if
in exceptional circumstances works planned to be completed by 22.00 extended
beyond that time; and
Noise is to be monitored at a suitable location at the façade of the hotel and results are
to be made available on a twice weekly basis to the Observer;

The Board is to note that the revisions requiring the relocated escalators were submitted by
the applicant in April, 2009 at the Oral Hearing.

I consider, having reviewed the terms and conditions of this agreement, that it is reasonable
to conclude that the implications of effecting the agreement in this instance will also have
positive outcomes for other sensitive receptors in St. Stephen’s Green West.

Agreement with Bank of Scotland Ireland

As with Ampleforth Ltd., a detailed agreement between RPA and Bank of Scotland Ireland,
occupiers of 124-127 St. Stephen’s Green, was submitted to the Board at the Oral Hearing on
3rd December, 2009. This agreement reflects a similar format to that of Ampleforth Ltd. and
provides for many similar arrangements. There is a specific provision in relation to seeking to
avoid interruption or severance of power supplies and other utilities to these premises. As
with the previous agreement, I consider, having reviewed the terms and conditions of this
agreement, that it is reasonable to conclude that the implications of effecting the agreement in
this instance will also have positive outcomes for other sensitive receptors in St. Stephen’s
Green West.
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Agreement with Owners of 124-127 St. Stephen’s Green

This agreement with the owners of 124-127 St. Stephen’s Green reflects the terms and
conditions of the agreement with Bank of Scotland Ireland.

The Position of DoEHLG

The Department forwarded a detailed written submission to the Board following the receipt
of the application. This expressed a range of concerns in relation to archaeological
methodologies, mitigation of archaeological impacts, and the complexity of assessing the
impact on cultural heritage. A further written submission following the receipt of further
information notes that mitigation has been agreed for a number of potential impacts on St.
Stephen’s Green and that discussions are continuing on the proposed emergency access at St.
Stephen’s Green. It is intended to deal with this latter issue following this section of the
assessment.

At the Oral Hearing, it was reiterated that agreement had been reached on most issues such
that the Department are fully supportive of the proposal and it was confirmed that the
Department consider the Board has adequate information to reasonably determine the
proposed development in the context of architectural heritage.

In considering the Department’s current position, I note that the applicant and the Department
are seeking to reach an agreement on archaeology and architectural heritage in the St.
Stephen’s Green area. The Department has noted this proposed agreement is subject to
ongoing discussions and would invariably form part of any consent that may be given by the
Minister under the National Monuments Acts. I further note that the engagement with the
Department has resulted in the applicant producing the Archaeological Strategy. This live
document clearly allows for the phased implementation of mitigation measures and is a
welcome constructive approach to addressing archaeological concerns in the St. Stephen’s
Green area.

The Position of St. Stephen’s Green Shopping Centre / Royal College of Surgeons of Ireland (RCSI)
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Detailed written submissions were made to the Board by these Observers following the
receipt of the application. Detailed submissions were then made to the Oral Hearing on the
Observers’ behalf which expressed serious concerns about the impact of works in the St.
Stephen’s Green area, notably of the construction works. The Hearing, in allowing the airing
of these concerns, consequentially facilitated a position of understanding to be reached
between the parties. Details of this understanding were forwarded to the Board at the Oral
Hearing on 5th January, 2010 in the form of a letter from RPA to the Observers’ Planning
Consultant. Provisions include:

-

Specific arrangements at the enabling works stage to address continued access to the
affected premises and to facilitate the efficiency of the works;
Hoarding arrangements during mains works proximate to the premises;
Periods of works affecting the premises;
Clarity on substratum acquisition;
Dust controls to be put in place;
Clarity on traffic management;
A commitment to carrying out a condition survey of premises that lie within the zone
of influence of the works prior to the commencement of the works in the area; and
Improved communications.

I note that the Observers consider the provisions to be satisfactory to meet their needs, with
the exception of two points that relate to the make-up of the proposed Traffic Forum and need
for a condition which provides for a cleaning programme for the premises affected. In
response to the remaining first issue, I note that the Observers are being treated in the same
way as other businesses in the area that are not to be allotted positions on the Forum. The
Observers will be permitted to make representations to the Forum and I consider that their
concerns will be subsequently addressed. In relation to the issue of cleaning of premises, I
note the requirements to be placed on the contractor to meet with specified limits. I note,
furthermore, the requirement for the contractor to implement an Environmental Management
Plan. It is my submission that these provisions, along with the adherence to good
management of work sites presented as mitigation throughout the application, should not
necessitate the provision of a specific condition attached with any Railway Order to address
the Observers’ concerns on this matter.

The Escape Core
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In all of the underground stations escape cores are to be located at both ends of the stop
platforms. At St. Stephen’s Green, it is proposed by RPA that the southern escape core
emerges inside St. Stephen’s Green to the south-east of the western portion of the park’s
pond, close to the Yeats Memorial. The surface features associated with this would include an
emergency services lift, flush hatches covering the emergency escape stairs, and a ventilation
duct for the stop’s air handling unit.

The Department of the Environment, Heritage and Local Government is not satisfied with the
siting of this escape core due to its impact on the National Monument and prefer that it would
be sited just inside the perimeter railings of St. Stephen’s Green on St. Stephen’s Green West.
The Department submitted at the Oral Hearing that their concerns with RPA’s proposal are
based upon:

-

The permanent impact on the character of the Green;
The negative effect and intrusion it would have on the visual amenity of visitors;
The unsuitability of the location from the perspective of access by emergency vehicles
and equipment; and
The operational and security difficulties from having an exit in the middle of the
Green, particularly outside normal opening hours.

It is the Department’s and OPW’s position that any proposed escape routes should be located
at the perimeter of the Green and facing outwards towards the street.

As a consequence of the differing views on this element of the stop at the Green, the
applicant was requested by DoEHLG and the OPW to examine a range of options for the
layout of the escape core. An Options Report was prepared and was submitted to the Board at
the Oral Hearing on 3rd December, 2009. This report considered three options. Design
constraints were identified in the report in relation to the location of the escape core and all
three options can accommodate the requirements. The three options considered are:

-

Option 1: The current proposal by RPA south of the western part of the pond, with
three alternative landscaping options,
Option 2: A minor relocation generally within the same area, i.e. just slightly south of
the current proposed location, and
Option 3: A site at the western perimeter of the Green accessed by tunnel
(DoEHLG/OPW option).

The report concludes the following, in environmental impact terms, when comparing the
proposal with the Department’s preference:
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-

Option 3 will require 835m2 additional to the land take identified in the Railway
Order.
Option 3 would require the removal of 11 additional trees and would have
consequential adverse landscape and visual impacts.
Option 3 will have the greatest level of additional ground disturbance, with
consequent impacts for archaeology, architectural and cultural heritage.

In cost terms, Option 3 is seen to score worst. In terms of safety and operational efficiency, it
is also found to score worst, notably in terms of escape time. The report concludes that one of
the variants of Option 1 should be selected as the preferred option.

The applicant’s submission to the Oral Hearing in response to the Department’s position is
that RPA would, on balance, prefer to leave the escape core where they are proposing. It was
also submitted that if the Board is disposed to accept the Department’s position RPA is fully
prepared to comply with this subject to the Railway Order being amended and to safety
requirements being met. It was noted that additional land would be made available by
DoEHLG/OPW to facilitate the new location. RPA acknowledged that they could meet the
standards in respect of safety but would require written consent from the Dublin Fire
Authority.

In considering this issue, the first point that needs to be made is that St. Stephen’s Green is a
National Monument and that as the proposal affects this National Monument approval from
the Minister for the Environment is required. The Minister could obviously withhold consent
if it was considered that the impacts resulting from the location of the escape core are
unacceptable. This would lead to the applicant having to revise this component of the
development in the Green, with variations requiring a further planning approval. Such an
outcome is unlikely to result in any significant delay in the deliverance of this project as
works at the Green could continue while approval for the revisions is sought. I note that to
provide the DoEHLG preferred option the Department and the OPW are willing to make the
additional land available to accommodate the revisions. If Ministerial Consent is withheld as
a result of the current proposal being pursued, RPA would of necessity be obligated to revise
the location, notwithstanding any decision of the Board to side with the applicant’s proposal.

From an environmental perspective (which is the perspective from which the Board is
considering this proposal), the key issue focuses on the physical impacts on this most
important amenity that is designated a National Monument. One would expect that, being the
guardians of such a national treasure, DoEHLG/OPW should be in the best position to
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determine what constitutes the best option to minimise the impacts rather than the applicant. I
note that DoEHLG and OPW have been in consultation with RPA over a number of years in
relation to the development at St. Stephen’s Green. With the extent of agreement achieved
between the parties, it is reasonable to conclude that this is a now an issue of notable concern
to the Department and, indeed, is an issue of dispute. Given that the Department and OPW
are best placed to determine the appropriateness of the impacts of the surface elements of the
southern escape core and that they are willing to make available the land area to
accommodate the revisions, it would appear to me to be an entirely reasonable conclusion for
the Board to make that the Department’s preferred option is the one to pursue and the
appropriate revisions to the Order be sought by the applicant. Given that there are no design
provisions being breached and that it is anticipated that the Department’s option can meet
with safety requirements, it would appear that the siting of the surface features on the
perimeter of the park close to other streetscape features and providing for direct access onto
the street rather than into the middle of a park, is a rational point that I accept. Thus, I
conclude that the Board should seek the revisions accordingly such that the southern escape
core meets with the requirements of the Department and OPW. I see no true merit in arguing
against this option based upon loss of trees or impact on flora or fauna as it is clear that the
construction works being carried out in the vicinity result in the removal of all that exists.
Finally, I note from the Oral Hearing that the applicant confirmed that any relocation of the
escape core would not compromise the scheme.

Relationship with the Dart Interconnector and Luas BX Line

I have discussed in general terms the issue of the impact of the proposed Dart Interconnector
on the St. Stephen’s Green area. I propose to offer a few further considerations on this
proposal’s relationship with Metro North and Metro North’s association with Luas Line BX
works.

The planned Interconnector eastbound running tunnel will cross the Metro North running
tunnels close to the north end of St. Stephen’s Green Stop. To accommodate this crossing
RPA will construct caverns at this location to enable the future Interconnector tunnel to be
constructed beneath the Metro North track without disrupting the operation of the system.
The crossing arrangements will be as follows:

-

Interconnector / Metro North crossing cavern of internal dimensions approximately
14m high by 10m wide by 30-40m long for each of the caverns,
Track bearing slab to support the Metro North track crossing,
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-

Headwalls to form the connection to the running tunnels, and
Provision for openings to enable the Interconnector eastbound tunnel to break in and
out of the Metro North caverns.

The St. Stephen’s Green Metro North substation is designed also to serve Luas Line BX, with
space being left for expansion of the equipment if and when Line BX is approved. The
diversion of utilities as part of the enabling works is also to be undertaken so as to minimise
further disruption arising from Line BX.

It is apparent from these provisions that Metro North works are being integrated with these
other proposed schemes to minimise the potential adverse construction impacts. Such
provisions should be welcomed, in my opinion, as they will avoid future disruption for all in
this area.

Much has been made by a number of Observers of the lack of consideration of the cumulative
impacts of these schemes. A number of points need to be made in response to this claim as
follows:

•
•

•
•

The EIS has assessed the environmental impacts of the development proposed, i.e.
including those parts of the proposal that are in the Railway Order application that
will apply also to the Interconnector and BX Line.
Notwithstanding the sense of making suitable provisions for other developments,
Metro North is a free standing application that is to be adjudicated on its own merits.
Thus, Metro North remains a stand-alone project that is not in any way reliant upon
either the Dart Interconnector or the BX Line.
In relation to both the other projects, RPA is solely accommodating elements of the
other schemes.
The Metro North proposal does not fix the alignment of the Dart Interconnector
tunnels. This is beyond the scope of this application and clearly is not a matter for
RPA to determine. Acknowledging that the CIE/IE tunnel will cross underneath the
Metro development, RPA is creating a cavern that will allow CIE/IE to pull their
TBM underneath Metro tunnels. The actual alignment of the Interconnector tunnel
will be subject to a future decision of the Board and, if approved, RPA are in a
position to accommodate it.

In conclusion, I am satisfied that the consideration of impacts of the development is
extensive. The works proposed for this area are primarily to serve Metro North and will in
ways facilitate other developments. This is the type of approach that the business community
is seeking and is espoused by Dublin Chamber of Commerce. It is an entirely rational
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approach to take in the development of rail infrastructure in the St. Stephen’s Green area.
Furthermore, the works being undertaken are being done to safeguard Metro North from
possible future works that could potentially interfere with the construction and operation of
Metro North. The applicant is then properly future-proofing its own scheme.

Tunnelling in the City Centre

A substantial number of observations were made in Area MN107. These came almost
exclusively from the business community and the nature of the concerns related to the
impacts of tunnelling on their premises. I do not intend to list the Observers but rather
acknowledge the communal concerns raised. What must be stated to the Board at the outset is
that virtually all the Observers are in favour of the development in principle and,
consequently, these Observers support an operational Metro through the city centre and see it
as an important transport asset that supports the viability and vitality of the city centre.

The main issues of concern include:

•
•
•
•

Construction impacts on the business community and educational institutions
Damage to structures of architectural and historical merit
Groundwater impacts
Traffic impacts arising from spoil and air quality impact

I note that these issues are common to all tunnelling and stop box elements of the scheme that
have been assessed in some detail earlier in this report. I will seek not to repeat my
considerations on these but rather to outline conclusions. There are, of course, some of the
most important structures in the city and, indeed, the State within this section of the route and
I will seek to be somewhat specific about the issues involved for these structures.

Construction Impacts on the Business Community and Educational Institutions

The following points require to be noted:
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-

Businesses in general welcome the project but are concerned for their viability and
survival due to the lengthy construction works.
There is a concern about the impact of substratum land take on the future
development of premises.
There is a significant fear that trade will be lost as the city centre is avoided during the
works phase.
There is a necessity to co-ordinate Transport 21 projects that affect the city centre.
Impacts by way of groundborne noise and vibration will affect sensitive uses.

The first point that must be noted is that the tunnelling works, separate from the stop box
works, are underground and these works per se between the stops will not affect the majority
of businesses functioning overhead. There is obviously the potential for adverse effects from
vibration and groundborne noise for some of the more sensitive receptors. However, the
interference with everyday operations of customer access, servicing, delivery, vehicular
access, etc. does not impact on business and other premises along the route. Clearly, the large
excavations and associated disruptions in the vicinity of the stops do and the range of impacts
associated with these has been discussed earlier. Thus, I am acknowledging that there will be
disturbance, nuisance and inconvenience but it is obviously less for those businesses the
further away one is from the stop box works. Vehicular traffic arrangements are to be put in
place and pedestrian movement is being accommodated to lessen the negative impact.

On the issue of substratum land take, I repeat again that this land take will not interfere with
operations at street level. I repeat also that if RPA are to purse this scheme in the manner
proposed then the substratum land take is essential. Where there appear to be deviations from
the take associated with the tunnels it relates to the necessity to provide for rock bolts. This
has been discussed earlier and does not have significant additional adverse consequences. I
have acknowledged earlier that there are adverse impacts by the acquisition of parts of
basements in the city centre area, notably in O’Connell Street and Westmoreland Street.
These are necessary for the enabling works and do not impact on street and above street level
operations. There is likely to be adverse effect for below street level uses that are established
in basements to be affected. There will have to be compensatory measures employed to
address these effects on owners and occupiers. However, the proposal to carry out the
enabling works in this manner is a ‘best-fit’ solution in my opinion, having regard to the
physical constraints that result from providing a metro system where the configuration is
bored tunnel sections comprising twin bores with a single track in each bore under the city’s
streets.

The business community’s concerns that trade will be lost as customers avoid the city centre
are justified. The works at the stops will have repercussions for accessibility at different times
for different premises. However, without repeating in detail what has been stated earlier,
there are substantial arrangements being put in place to keep the city centre open for business.
The traffic management strategy is designed to respond to changing circumstances. The
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Traffic Forum is composed of the key stakeholders who ultimately seek to uphold and sustain
the city centre’s prime functions. Communication is an essential component of the strategy to
keep the city centre functioning to its capacity while such works go on. Traders and others
must be informed, be kept informed and must have the ear of the developer to relay
legitimate concerns and to seek recourse to problems that will arise. I am satisfied that the
applicant’s intent is correct. I am satisfied that there is a structure to be put into effect that
will satisfactorily deal with these issues. I am further more comfortable with this in the
knowledge that the local authority has wholly bought into the development strategy and, as
Roads Authority and Planning Authority, will be seeking to achieve compatible goals with
that of the business community.

The co-ordination of Transport 21 projects, and other rail projects in particular, is a matter, as
I have stated earlier, that is beyond the realm of the Board’s responsibility. However, I repeat
that this is a legitimate concern of traders and others as no-one wishes to see major
construction works extended unnecessarily throughout the city centre.

Returning then to the sensitive receptors and the effects from groundborne noise and
vibration, I note the following:

-

-

-

-

From Parnell Square to O’Connell Street the bored tunnels are in glacial sands and
gravels and re-enter the limestone for the remainder of the route approximately at the
Spire.
The sensitive receptors between the Parnell Square and O’Connell Bridge Stops are
the hotels in O’Connell Street.
Blasting will be required to develop the proposed cross-passages below Upper
O’Connell Street, near College Green, and near Wicklow Street. This will result in the
likely PPV exceeding the building damage threshold and place it in the ‘very high’
category for people in buildings in the vicinity. To limit the PPV to the ‘low’ impact
category for daytime the charge weight per delay will have to be restricted.
From O’Connell Bridge to St. Stephen’s Green there are buildings with residential use
and there are sensitive academic buildings at Trinity College.
During the passage of the TBM, the groundborne noise level in the nearest buildings
of Trinity College is likely to be 45dB LAmax,S, constituting a ‘high’ impact if
tunnelling takes place at night. This noise will be clearly audible in the college and
will be intrusive in quieter rooms.
The passage of the TBM in the vicinity of Wicklow Street will result in the
groundborne noise level having a high impact if tunneling takes place at night.

Dr. Massarsch has acknowledged the potential impacts arising from vibration and
groundborne noise. He considers the levels of groundborne noise proposed that are to be
limits placed on the contractor appear reasonable but acknowledges that that they can still
potentially give rise to complaints, notably from residents. Where there are intrusive impacts
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the contractor will be obliged to find agreement and provisions will be required to be made in
terms of restricting operations.

I note throughout the route that there are other sensitive uses other than those referred to
above that have sensitive computer equipment, alarm systems, etc. There is a concern by
those potentially affected by vibration during construction that this could have adverse impact
by causing movement or undermining alarm systems. I note that the applicant has responded
to concerns from Brown Thomas and Appleby Jewellers in relation to this matter. RPA
confirms that there is experience of this issue from Crossrail in Hatton Garden, London,
where there is a world centre for jewellery trade, and the conclusion from a detailed study
shows that there is no risk to any processes performed in relation to jewellery. The applicant
is, thus, aware of a wide range of sensitivities and is seeking to appease the concerns
expressed.

Finally, I note once again that it will be a requirement for the contractor to maintain access to
all buildings, maintain delivery and servicing arrangements and access to car parks, maintain
the existing bus network, and maintain safe pedestrian access. For a project of this scale,
there will be disruption, disturbance and diversions. This will not affect those over the
tunnelled sections of Metro North for the entire construction phase of the project. Impacts
will be local and are likely to be short-lived as the TBM passes at a rate of some 75m per
week. The tunnelling itself is likely to have little effect on business operations as adhering to
limits in terms of groundborne noise and vibration, with mitigation in the form of limiting
TBM operations at periods where such limits could be exceeded, should ensure the tunnel
works and business operations can be co-ordinated to allow the project to proceed in an
efficient manner.

Damage to Structures of Architectural and Historical Merit

The impacts for an array of significant structures in the vicinity of the city centre’s stops have
been considered earlier. Some of the impacts potentially most significant for important
structures, and protected structures in particular, arise from the combination of the stop box
works and the tunnelling associated in the vicinity of the stops. This part of the assessment
considers only the potential effects of tunnelling for structures along the route between the
three city centre stops and not within the immediate vicinity of these stops.
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Some of the city’s most prized and well-known structures fall within this section of the tunnel
route. Examples include the Gresham Hotel, the General Post Office, Clery’s Department
Store, Trinity College, Bank of Ireland on College Green, Brown Thomas, St. Teresa’s
Church on Johnson’s Court, and the Westbury Hotel. Any substantive structural damage to
these and other structures cannot be tolerated. Therefore, the Board must be satisfied that the
construction methodologies to be employed and the mitigation measures to be applied will
deliver the project without such adverse effect. Prior to being specific about predicted
settlement impacts and developer responses, I consider it reasonable to make a statement of
fact initially, that being that it is appropriate to state that tunnelling of the nature proposed has
been carried out in similar geological conditions and urban contexts to that of Dublin and
these have been constructed and now operate successfully. Indeed, I have seen such works
firsthand prior to the commencement of the oral hearing process.

I note the following:

-

-

-

-

-

From south of Parnell Square Stop the tunnels will be in glacial sands and gravels and
will then enter limestone bedrock at a location approximately in the vicinity of the
Spire.
Between Parnell Square and O’Connell Bridge no buildings are predicted to exceed
damage category 2 as a result of predicted building settlements not exceeding 20mm
with corresponding gentle slopes. Notwithstanding this, 11 buildings are to be taken
forward to the Stage 3 Assessment Stage, including the GPO due to its historical
significance.
The Spire is centrally located between the proposed tunnels, with a predicted
settlement of 3.9mm. The predicted settlement of the GPO canopy in the vicinity is
2mm. This magnitude of settlement is estimated not to result in any risk of damage to
these structures.
From O’ Connell Bridge the tunnels will be constructed in limestone bedrock. Along
Westmoreland Street no buildings are predicted to exceed damage category 2 but a
substantial number of properties on the street are to be brought forward to Stage 3
Assessment due to them being founded on piles. From College Green to St. Stephen’s
Green the settlements are predicted to be small, in the region of 5mm or less. There is
the exception of College Green where an emergency crossover is to be located
between College Green and Suffolk Street. Buildings within the zone of influence are
predicted to settle up to 18mm. Prominent structures such as Bank of Ireland, Regent
House, and St. Teresa’s Church will be brought forward for Stage 3 Assessment.
It is acknowledged that if future surveys identify particular buildings whose condition
might make them susceptible to movement then the response to the buildings to
ground movement would likely be investigated at the detailed Stage 3 Assessment
stage.

I note once again the findings of Dr. Massarsch. While referenced earlier some require to be
repeated given the observations made above about predicted settlement impacts on the city
centre. These include:
__________________________________________________________________________________
PL.06F.NA0003
An Bord Pleanala
Page 615 of 690

-

-

-

-

In the city centre area the vertical alignment of tunnels remains tentative and
sufficiently detailed geotechnical and geological information is not yet available.
Following detailed evaluation, the vertical alignment may be required to be changed
to reduce construction risks. This is seen to be particularly relevant to the sections of
tunnelling where the TBM passes through the interface between rockhead and
overlying soil layers. Therefore, this is particularly pertinent to the section of
tunnelling between Parnell Square and the Spire.
Notwithstanding this, the geotechnical and geological investigations that have been
carried out are regarded as sufficient for a robust Reference Design.
The staged assessment of settlements is suitable for the project and the proposed
method of assessing risk in relation to historic buildings is endorsed.
The parameters to be employed within the Stage 3 Analysis will be conducted by the
RPA’s expert on settlement in close co-operation with the Conservation Architect.
The assurances given by the applicant’s experts are important when establishing the
protection scheme for historically important buildings.
The risks associated with variable ground conditions are fully appreciated by RPA
and potentially problematic areas are to be included in the geotechnical risk register
and appropriate mitigation measures are to be implemented.
It is important that the contractor has documented and verifiable experience of the use
of construction methods for tunnelling used successfully in similar geological settings
and geotechnical conditions elsewhere.
The proposed geotechnical risk management proposed by RPA will be an efficient
tool to minimise and mitigate environmental risks.
Exceeding damage category 2 should be used as a trigger level for the contractor to
adjust construction procedures immediately and to eliminate any further damage.

Based upon the mitigation proposed to be employed and the additional measures
recommended by Dr. Massarsch, it is considered that the bored tunnelling within the city
centre section of the route can be undertaken without causing quantifiable significant damage
to some of the city’s most important structures. Such tunnelling has been, and is, taking place
throughout city centre areas and below and within the vicinity of highly sensitive
architecturally and historically important structures elsewhere. The ability to carry out such
works without undermining the structural integrity of the city centre’ important structures
must be based upon the taking in charge of the construction phase by those experienced to
undertake the works. The limits, restrictions, and mitigation to be employed by such a
contractor should allow this to happen successfully.

Groundwater Impacts
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Reference was made by Observers on a number of occasions to concerns about the potential
for alteration to groundwater. The applicant’s submission acknowledges the potential for
localised alteration for groundwater flow around the tunnels. A wide range of mitigation
measures are proposed in the EIS and the applicant estimates that the residual impact with
mitigation in place will be low. Fissure grouting of the limestone bedrock for the tunnel
excavation will occur as required. Ground treatment of the tunnel excavations in soft ground
will take place. The TBM will install a watertight segmental tunnel lining with the ability to
pressurise the tunnel face above the natural hydrostatic pressure of the ground, where
required, to prohibit significant groundwater inflows that could result in groundwater
lowering. It is a requirement that all permanent underground structures are designed as
undrained, watertight structures. Tunnelling is, therefore, not expected to result in dewatering
of significant volumes of groundwater. I conclude that no significant long-term lowering of
groundwater is expected. I further note that Dr. Massarsch concurs with the position that no
significant impacts from changes in groundwater are expected to occur during the
construction and operational phases of the development.

Traffic Impacts arising from Spoil Disposal

The impact of HGV traffic for the city centre area is a notable concern as vast volumes of
excavated material is required to be removed out from city centre work sites and deposited. It
is intended to address the issue of the traffic impacts associated with the removal of spoil for
the project in the latter sections of this report. The Board will note that the effects on general
traffic and public transport have been considered earlier when consideration was given to the
STMP and the various traffic management proposals.

Impacts of Other Structures

The Marlborough Street temporary bridge is intended to be constructed to provide an
alternative route across the River Liffey between Marlborough Street and Hawkins Street
during the construction phase. This will comprise a 3 span steel truss (Bailey Bridge) that will
be supported on piled piers in the river. It will have a total length of 45m and a width of 18m.
This will be provided as part of the enabling works. It will be a public transport bridge that
will provide a turn back facility for buses from the North Quays to the South Quays at a time
when the left turn from Westmoreland Street onto Aston Quay is no longer available.
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The proposed temporary bridge is an essential component of the traffic management
arrangements associated with minimising impacts on public bus routing and journey times
through the city centre. This is a key mitigation measure to accommodate public bus
movements through this city centre location. While I acknowledge it will have a negative
impact on the visual quality of the riverscape, this structure will be in place as a temporary
feature. I also note that this structure will impact on the historic quay walls. Piled foundations
for this bridge will directly impact on a known archaeological site, namely a ferry site.
Notwithstanding this, I must record for the Board that the underwater archaeological survey
undertaken has failed to uncover any evidence of the ferry site at this location.
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5.4

Assessment of a Range of Generic Issues Relevant to the Project

There are a number of issues which are applicable to the overall project which demand some
consideration. Furthermore, there are issues which, while discussed in some detail on the area
by area basis, demand the provision of an overview to aid the Board in its determinations.
This section of my assessment seeks to address these matters.

Environmental Impact Assessment and the Adequacy of the Environmental Impact
Statement

From the outset I must state that it is my opinion that the Board could reasonably have sent
back this application after it was submitted due to the serious deficiencies in the information
contained in the Environmental Impact Statement. The approach taken by the applicant in the
original EIS was far too generalised, too simplified and failed ultimately to inform people
what the real effects of Metro North would be. Thus, the original EIS did not permit the
Inspectorate or the Board to adequately assess the environmental impacts resulting from the
construction and operation of Metro North. The Board would have taken a decision based
upon inherently incomplete information if it was dependent upon the original EIS to inform
its decision-making.

In acknowledging this, a course of action was pursued which allowed for the acquisition of
satisfactory information to enable a decision to be made. This course of action was extremely
lengthy and entailed acquiring the initial submissions received at the Oral Hearing from the
applicant, acquiring substantial documentation from the applicant which backed up its
conclusions in the EIS which was then made available to the public, acquiring substantial
further information, acquiring further submissions from the applicant at the Oral Hearing, and
receiving responses from all relevant parties.

With the information now gathered, I consider it is now reasonable to conclude that the likely
effects on the environment have been identified, can be understood and quantified, and can be
assessed adequately. Furthermore, a comprehensive understanding has now been obtained on
the limits and standards to be applied, the nature and extent of mitigation to be applied, and
the residual impacts arising.
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Acknowledging that the EIS is the first part of the Environmental Impact Assessment
process, the Board’s approach, in acquiring more information to add to the value of the
original EIS as referred to above, allows the process to come to a satisfactory conclusion. The
flexibility of this approach did not undermine the EIA process but rather enhanced it by
ensuring the correct information was obtained, that there was a correct focus on the quality of
this information, and inevitably ensuring an efficient decision would be made. The alternative
of seeking a new application due to the EIS deficiencies would have prolonged the decisionmaking process significantly.

Need for Strategic Environmental Assessment

It was submitted to the Oral Hearing on a number of occasions that the Transport 21
programme should have been subject to SEA and, as a consequence, the application is
lacking in legal standing. It is my submission to the Board that this is an issue outside of the
scope of the Board’s decision-making role and is one that cannot reasonably be adjudicated
on within the confines of this application.

Alternatives

There has been extensive consideration by the applicant of the issue of alternatives. Chapter
5, Volume 1 of the EIS details the wide range of alternatives considered by RPA before the
final determination of the project. The range of alternatives related to:

•
•
•
•
•
•
•

System concept – overground rail link, pre-metro, fully automated metro, Maglev
Route selection
Stop selection
Track alignment
Crossovers and turn backs
Park & Ride facilities
Depot location, design and access

__________________________________________________________________________________
PL.06F.NA0003
An Bord Pleanala
Page 620 of 690

The range of alternatives was subject to review and comparison and enables the assessor to
fully comprehend the decisions made by RPA in its selection of options. The methodology
for evaluation and objectives to guide decision-making are clear and plausible.

Having regard to the applicant’s considerations on alternatives, it is reasonable to conclude that the EIS could
not be deemed to be inadequate due to the lack of sufficient consideration of the range of alternatives. The
Board will note that what is required of the applicant is that the EIS gives an outline of the main alternatives
studied by RPA and an indication of the main reasons for its choice, taking into account the environmental effects.
This has been done.

The issue of alternatives, and route alternatives in particular, were subject to substantive
consideration in the written Observer submissions to the Board and, indeed, in the
presentations made at the Oral Hearing. It will be noted by the Board that I have offered
views and considerations on a range of issues relating to alternatives already within this
assessment, for example in relation to depot siting, stop locations and park & ride.

Some examples of alternatives to the proposed development came from the following
Observers:

Metro North East Route Alliance

The Observer seeks an alternative routing and overall design proposal referred to as ‘Metro
North-South’ to include the provision of a routing from the Airport to Sandyford using the
existing Luas alignment and track from Grand Canal to Sandyford, operating with 2.8m wide
metro trains. It would include the scrapping of the Luas interconnector and would review
plans for a metro extension to Swords, as well as reassessing the Metro West proposal. The
Observer detailed an alternative route at the Oral Hearing and set out perceived disbenefits of
Metro North.

Residents for Realignment

The Observer from the Drumcondra area states the body has been established to ensure RPA
choose a route for Metro North that maximises the use of green and unoccupied zones and
runs tunnels at depths which ensure minimum disruption during construction. While
concerned about development proposals emanating from April 2007, the arrangements
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arising since then relating to the provision of the ventilation shaft in St. Patrick’s College are
welcomed.

Residents Opposed to Option B

The Observer is concerned about the section of tunnel from the proposed Griffith Avenue
stop to Drumcondra station. The concerns relate to the route realignment of this section, the
lack of consultation in its final selection, the economic cost, the effects on Corpus Christi
Girls National School, and the need to refuse this option or amend it so that it avoids the
school.

Harry Mannion

The Observer detailed an alternative on-street rail option to the Oral Hearing, with the
branching of the route at Clonliffe College in Drumcondra into two lines and linking with the
Red and Green Luas lines.

Dublin City Centre Business Association

The Observer at the Oral Hearing made a presentation on the potential option of a Bus Rapid
Transit system serving the City and Fingal County which included use of the Port Tunnel.

Many concerns of the Observers relate to the vibration, groundborne noise and settlement
implications of the tunneling through their areas and under their properties. These issues have
been addressed earlier in this report within the relevant geographical areas to which the
alignment relates.

Overall, it is my submission to the Board that neither the Board nor I are in any position to
reasonable review the alternative system and route options nor to compare these alternatives
with Metro North. No environmental impact assessments have been undertaken for the
alternative routing and system options. I could not reasonably recommend to the Board to
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reject the current proposal based on an alternative option without comprehensive assessment
of any alternatives that clearly demonstrate significant positive environmental impacts and
advantages over that before the Board at present. Furthermore, the current proposal would
have to be demonstrated to be a development option that was clearly not a sustainable
development choice. The range of alternative routings and development concepts, such as
providing larger buses using the Port Tunnel, etc., have not demonstrated the significant
advantages of their options through a comprehensive environmental assessment nor have they
demonstrated the unsustainable nature of the proposed Metro North.

Agreements with Observers

For clarity, I wish to outline the agreements and understandings between RPA and Observers,
details of which were submitted at the Oral Hearing.

The following is a schedule of the agreements / extracts of agreements between RPA and
Observers that were submitted to the Board at the Oral Hearing:

Agreement Title

Date Submitted

_______________________________________________________________________
RPA and Dublin City Council
Agreed Position on DCC Original Submission

22nd April 2009

Agreed Submission on DCC Response to FI

30th November 2009

RPA and Fingal County Council

1st December 2009

RPA and Ampleforth Ltd.

3rd December 2009

RPA and Bank of Scotland Ireland

3rd December 2009
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RPA and the Owners of 124-127 St. Stephen’s Green
(BOSI building)

3rd December 2009

RPA and Fingallians CLG (Heads of Agreement)

3rd December 2009

RPA and Iarnród Éireann/CIE in relation to St. Stephen’s
Green (Extracts)

3rd December 2009

RPA and Hainvale and Irish Food Processors

5th January 2010

RPA and Tempore Ltd. (redacted)

13th January 2010

Amendment to RPA and Tempore Ltd.

14th January 2010

RPA and Metropark (redacted)

14th January 2010

RPA and The Rotunda Hospital (redacted)

3rd March 2010

RPA and Mater Private Hospital
Letter from RPA to Mater Private Hospital
13th January 2010

3rd March 2010

11 Drawings attached to letter of 13th January 2010

3rd March 2010

Extract from Mater Private Hospital Agreement
(Clauses 5.7 and 10.8)

3rd March 2010

Mater Private Hospital Appendix 3 – Agreed
Vibration Tolerances

3rd March 2010
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The following is a schedule of letters of understanding between RPA and Observers that were
submitted to the Board at the Oral Hearing:

Letter

Date Submitted

_______________________________________________________________________
RPA to Gate Theatre

3rd March 2010

RPA to Abbey Presbyterian Church

10th March 2010

The Board is to note that these letters do not purport to represent formal / legal agreements
between RPA and the above Observers. However, they are identified here because the
Observers and the applicant have come to a clear understanding on a number of significant
issues relevant to the Observer in question.

Statutory Consents

I note that the applicant made a detailed submission to the Oral Hearing on Fire and Life
Safety. The Board is aware that there is a range of statutory duties and responsibilities that lie
outside of the realm of planning legislation, some of which can impinge on the planning and
design of the proposed development. Due to this issue being raised, I considered it important
to have a comprehensive schedule of the relevant legislation and standards applicable to the
scheme that apply to the fire safety engineering of this project. For the Board’s information,
those detailed in April, 2009 and March, 2010 include:

•
•
•
•
•
•

Consents and the Railway Safety Certificate under the Railway Safety Act 2005;
Fire Safety Certificates for the stop boxes under the Building Control Act;
Technical Guidance on Fire Safety under the Building Regulations Technical
Guidance Document B;
Provisions under the Fire Services Act to facilitate inspections;
Risk assessment under the Safety, Health and Welfare Act; and
Guidelines to be followed under Guidelines for the Design of Railway Infrastructure
and Rolling Stock.
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I note for the Board that schedules of Irish, European and International standards, legislation
and guidance have also been collated for the Board.

The requirements set out in the above legislative provisions are controlled and overseen by
public bodies and agencies separate from the Board.

Building Demolition

I wish to clarify for the Board that, as a consequence of the proposed revisions to the project
since the making of the application, the following buildings are now proposed to be
demolished as part of the development:

-

Westfield House, Ballymun Road, Dublin 9
1 Albert College Lawn, Glasnevin, Dublin 9
Dunbeg, Saint Alphonsus Avenue, Drumcondra, Dublin 9
2 Saint Alphonsus Avenue, Drumcondra, Dublin 9
3 Saint Alphonsus Avenue, Drumcondra, Dublin 9
4 Saint Alphonsus Avenue, Drumcondra, Dublin 9
5 Saint Alphonsus Avenue, Drumcondra, Dublin 9
6 Saint Alphonsus Avenue, Drumcondra, Dublin 9
St. Vincent’s Centre For The Deaf, Drumcondra Road Lower, Dublin 9
398 North Circular Road, Dublin 7
400 North Circular Road, Dublin 7

The Board will note that Nos. 24, 25 and 26 Leo Street, Drumcondra are to be retained as a
result of the revised design for the Mater Stop.

Property Owners Protection Scheme

The Board will be aware that RPA has devised a Property Owners Protection Scheme. I
consider that it is important to outline for the Board the provisions relating to this to gauge an
understanding of to whom and how it applies. The scheme is entirely voluntary and does not
impede participants’ normal legal rights. The scheme is to remain in place for twelve months
after the completion of the underground works.
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Where it applies

Any private property owner whose property is located within thirty metres of the edge of the
tunnels or fifty metres of the underground stop structures can sign up to the Scheme.

The Process

RPA will establish a panel of three independent firms of building surveyors. Those registered
with the scheme will be invited to select one of these firms to survey their property. The
selected firm will carry out an initial independent condition survey of the participant’s
property before underground construction works begin in the area. An initial survey report
will then be issued to RPA and the participant.

When appointed, the main contractor will take over the scheme. The contractor is to carry out
monitoring of surface levels and vibrations throughout the period of construction of the
tunnels and underground structures.

After construction, a final condition survey will be carried out on the participant’s property
by the firm of surveyors chosen at the start. The report of this survey will be issued to RPA
and the participant.

Recourse to Remediation

If the participant notices any change to their property during or within twelve months after
construction they are requested to notify RPA. Any assessment prompted by this notification
is to be carried out by the firm of surveyors originally chosen and an interim report will issue
to RPA and the participant.

If the interim report or the final condition survey recommends repairs to a participant’s
property to rectify damage caused by Metro North works, and those repairs cost up to
€30,000, RPA will implement the recommendation.
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If a dispute arises between RPA and a participant, the survey reports will be referred to an
independent expert nominated by the participant from a panel established by the Institution of
Engineers of Ireland. The independent expert will then recommend a course of action to
rectify the issue and RPA is bound by this recommendation.

If the participant does not agree with this recommendation, he/she can then pursue the matter
in the normal fashion outside the realm of the scheme.

It is firstly my opinion that this is a welcome scheme and it is a proper remediation measure
in response to adverse environmental impact. Ultimately, it will fast-track repairs for those
affected by structural damage. It puts in place a coherent process that will lead to early
professional determination of damage to property. Essentially, it does not impact on any
participant’s legal rights to pursue an outcome through normal channels, primarily the courts.
It potentially assists property owners by not having to engage their own independent advice
and for the applicant it speeds up the claims process. The reservation that I have is the upper
limit of the award for damage that can be made. Clearly the scheme is devised to address
minor damage to properties. However, in the event that more substantive damage is caused
which exceeds the cost of that allowed for, the person affected can seek redress elsewhere
and is not precluded from doing so. I understand and accept that the figure was determined
based upon the claims experience of Dublin Port Tunnel.

While the scheme clearly identifies to whom the scheme would relate, I note from the Oral
Hearing that the applicant is willing to demonstrate a degree of flexibility in its application.
In the instance of the Observers Joseph and Juliana Boland in Nevinstown, the Observers’
properties were acknowledged as potentially being susceptible to damage arising from the
underpass below the R132. As a consequence, RPA submitted at the Hearing that it could
consider the Observers as participants within the scheme. This should be seen as a
responsible approach to third party concerns.

Finally, I note that Dr. Massarsch has made some constructive recommendations in relation
to the scheme, with the main points including:
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-

-

-

The scheme should remain the responsibility of RPA during the period of Metro
construction, with possibly some practical tasks of its implementation being
transferred to the contractor.
The scheme should not be limited to ground settlement due to tunnelling work and
construction of underground stations but should also cover other types of construction
work such as deep excavation, soil compaction or pile driving, temporary works and
enabling works.
It is conceivable that damage could be noticed when construction work is still in
progress and in such instances an intermediate building survey should be carried out
without delay, namely when damage exceeds Damage Category 2.

I support these considerations. The scheme has been presented by the applicant as a
significant remediation measure throughout the application process. It is my submission that
the Board could reasonably seek to extend its function and operation by way of condition due
to its importance as a source of mitigation for environmental impact. The responsibility for its
application should justifiably lie with the applicant responsible for the development of Metro
North, i.e. RPA, and not with any appointed contractor. RPA would then correctly be directly
accountable for all facets of the scheme. Building damage effects clearly derive from sources
beyond purely the tunneling and stop box works. Interim damage assessment and response to
such acknowledged damage is prudent.

Interconnectivity with Other Public Transport

The proposed development seeks correctly to maximise the ability to tie-in with established
and future public transport infrastructure. For clarity for the Board the interchange intended
to result includes the following:

•
•
•
•
•
•
•
•
•

A metro link from Dublin Airport to the city centre,
Interchange with the Luas Green Line at St. Stephen’s Green and in the future at
Westmoreland Street with the extension of the Luas through the city centre,
Interchange with the Luas Red Line at Abbey Street, adjacent to O’Connell Bridge
Stop,
Interchange for the proposed Lucan Luas Line at either or both St. Stephen’s Green
and/or O’Connell Bridge,
Interchange with the proposed Metro West at Dardistown,
Interchange with the proposed Dart Interconnector at St. Stephen’s Green,
Interchange with Dart at Tara Street via O’Connell Bridge Stop, allowing for follow
on to mainline rail stations,
Interchange with commuter and mainline rail at Drumcondra,
Interchange with Dublin Bus throughout the scheme in the vicinity of all stops, with
suitable bus pull-in bays designed into the new stops, and

__________________________________________________________________________________
PL.06F.NA0003
An Bord Pleanala
Page 629 of 690

•

Interchange with taxi ranks in the city centre

This strategy of maximising interconnectivity is one of the critical components required to
deliver an effective and efficient public transport system in the city.

Appropriateness of the Gauge

In the context of the Oral Hearing and through written submissions several references were
made to the issue of the gauge being used.

Firstly, a number of references have been made to the inability of the development to tie in to
the mainline rail or to be fed from the mainline rail. It is my submission to the Board that the
proposed metro system is not a system that is intended to be linked directly with the mainline
rail system. It is apparent that this high frequency rail service cannot be accommodated by the
established rail line. The existing rail infrastructure simply does not have the capacity to
facilitate Metro North with its proposed frequency of service, whether one is talking of two
minute or four minute headways. Intercity services operate with much longer trains with very
different operating characteristics and would simply not be capable of operating in a shared
running mode with a high speed, high frequency Metro system.

Another important observation that must be made is that significant and functional
interchange is being provided by the proposed scheme with established and proposed Luas
lines. There is easy interchange with established Luas lines from O’Connell Bridge and St.
Stephen Green Stops. Also, there is a tie-in ready to be accommodated with Metro West at
Dardistown. Reference has also been made by the applicant at the Oral Hearing to the
potential to tie in at some future date with the Luas Green Line at St. Stephen’s Green. The
applicant foresees a key feature of the long-term future rail transport network being a northsouth link all the way from Bray to Swords which would be created by extending Metro North
in future to join the Luas Green Line. This would be an operational link where interoperability
with Luas would be essential. Thus, Metro has the same gauge as Luas. The proposed
development is evidently seeking to have appropriate linkage with the modern light rail
system that the city has recently adopted. In my opinion this is the correct option. Making a
decision to link in with the established rail line has long since passed.
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The issue of the incompatibility of the gauge for mainline rail and Metro is also not an issue
of particular concern because there is interchange provided for, which lessens any need. At
Drumcondra one can readily access the existing commuter service and mainline rail service.
Similarly, connecting to DART and mainline rail from O’Connell Bridge via Tara Street is
very accessible. There will be interchange at St. Stephen’s Green with the Dart
Interconnector. Indeed, it is my experience of reviewing and seeing functioning metro
systems that frequently there is clear separation of mainline rail from metro, with easy
interchange. This is evident in many European cities with metro systems. This allows the
metro system to provide the frequency of service it is intended to meet while offering
appropriate linkage to other services. The efficiency and operability of a segregated system
must be considered a significant asset in providing a high standard of public service.
Therefore, I concur with the applicant’s position on interoperability that the key to providing
attractive public transport is not to have complete interoperability with services running from
one line to another. Rather if one is to have a most efficient public transport system one
requires a network of crossing lines with excellent interchange facilities. Metro North is
seeking to achieve this. Attempting to run multiple services on common lines will ultimately
lead to inefficient use of infrastructure.

A final issue which was raised related to the Metro gauge being contrary to the Railway
Act1846. As a plain observer on this issue I would have to conclude that this is a futile
argument at this stage as Luas lines have been developed extensively throughout the city.
Once again this is an issue of precedence that should have been addressed long before the
Metro North application came before the Board. Notwithstanding this, it is a legal issue and,
while I may have a personal opinion as expressed, a determination on this would be a matter
entirely for the courts and not An Bord Pleanála. I would simply conclude that the Board
should determine that this proposal for a metro line has a similar gauge to that which the
Board has adjudicated on previously for other Luas lines. I also note that the Board’s
statutory authority to determine a Luas proposal (with similar gauge to the current proposal)
has not been challenged previously due to the incompatibility of the gauge.

Transportation of Spoil and Other Materials

The applicant estimates the works associated with the proposed development will require the
removal and deposition of approximately 2 million cubic metres of material. It will also
require the importation of some 800,000 cubic metres of concrete. Other materials will
include 150,000 tonnes of rebar and 7,000 tonnes of structural steel. All of these materials
will be transported by roads. It is evident that the removal and delivery of such materials will
result in vast volumes of HGV journeys throughout the project and this will increase
__________________________________________________________________________________
PL.06F.NA0003
An Bord Pleanala
Page 631 of 690

congestion on public roads and will affect local access. For example, if one truck carries 15
cubic metres of spoil it is clear that the transportation of spoil for this project will require
over 133,300 truck movements, and this is one way only. The most troublesome locations
will undoubtedly be around proposed stop sites where the work site compounds will be
established and from where materials are to be removed and delivered to. It is my opinion
that the areas of particular concern would be the three city centre stop sites, Drumcondra, and
Ballymun. The cumulative effect of HGV movement along the main roads in the latter two
locations is the problem there.

Looking at the development on an area by area basis, I note the following

Area MN101

Four stops are proposed to be constructed initially at Belinstown, Estuary, Seatown and
Swords. Lissenhall is intended to be built later as demand for it grows. The primary
deposition site is the depot site at Belinstown. This site will also include the construction of
the 2000 space park & ride facility. All of the stops in Area MN101 will be constructed at
grade. In this area the provision of the viaduct will constitute a principal concern as there will
be complex arrangements to allow for the construction works over the Estuary and Seatown
roundabouts. Generally, the R132 should be able to accommodate the HGV movement
throughout this area as two general traffic lanes in both directions will be maintained
throughout the construction phase. The Board will note again that it in intended to provide a
dedicated access road through Lissenhall and onto Belinstown which will be used for haulage
throughout the construction phase.

Area MN102

The alignment through this area follows close to the R132 before heading south-west across
agricultural lands as far as the Naul Road. Once again the R132 would be estimated to be able
to accommodate the vehicular traffic movement associated with the works. The single stop in
this area, Fosterstown and its associated park & ride, will be at grade. There will be
substantial elements of the viaduct transporting the line over Pinnock Hill roundabout.
Underpasses will be provided at Malahide roundabout and at Nevinstown. Transportation of
spoil from these would be via the R132 and the new access road to Belinstown.

Area MN103
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The route will be primarily in tunnel as it moves south of the Naul Road to serve Dublin
Airport. The main tunnelling work site is to be located at Ballystruan on the south side of the
Airport and within Area MN104. The Airport Stop is an underground stop and will be
constructed from ground level. The construction of the stop will not encroach on public
roads. A construction vehicle haul route has been identified and agreed with Dublin Airport
Authority. The route will follow internal airport roads as far as the Naul Road and from there
it will continue to the Cloghran Roundabout and move north along the R132 to the depot site
at Belinstown.

Area MN104

The routing in this area includes underground, at grade and elevated sections. The main
tunnel work site is at Ballystruan. Dardistown, an at grade stop, includes a park & ride
facility. A bridge will be constructed over the M50 and Northwood Stop will be constructed
at grade to the south. The route then returns to tunnelling as it enters a cut and cover tunnel
south of Northwood Stop. Excavated material and supply vehicles will access/egress the
work site onto the R108 Naul Road and lead onto the M50.

Area MN105

The alignment follows the R108 through Ballymun and is in cut and cover tunnel. Two
underground stops, Ballymun and DCU, will be constructed. Delivery of spoil to Belinstown
from these works would be via the R108, the M50 and R132. Ballymun Road is to be reduced
from three lanes to two lanes in each direction during the construction phase and the traffic
impacts are anticipated to be significant for local traffic. Junction reconfiguration will also
have to be undertaken in some locations along this road. With over 20 buses per hour
utilising this section of road, the potential for conflict is substantial. I note that to address this
one lane in each direction is intended to be provided as a designated bus lane to replace the
existing QBC.

Area MN106
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The alignment remains for a short distance in cut and cover before reaching the tunnel launch
site in Albert College Park. A tunnel portal will be constructed and from here the route
remains in twin bore tunnel as far as St. Stephen’s Green. As well as the tunnel launch site,
this area includes the three stops of Griffith Avenue, Drumcondra and Mater, as well as the
ventilation and emergency escape shaft at St. Patrick’s College. I note that all of these will be
located off public roads. Each of these locations will have individual site access arrangements
for construction traffic. The tunnel launch site will have a controlled junction onto Ballymun
Road. Movement of materials to and from the tunnel launch site and Griffith Avenue Stop
will follow the R108 routing and on to the M50. Regarding the emergency escape shaft,
access to Millmount Avenue from Lower Drumcondra Road will be left in and right out,
making use of the Port Tunnel. Restrictions on the times of day that trucks can use Millmount
Road will be put in place. Vehicles entering the Drumcondra work site will do so from
Clonliffe Road and will exit left out of the site and northwards along Lower Drumcondra
Road. Entrance to the Mater site will be off Eccles Street and will be priority controlled. Exit
will be onto North Circular Road.

Area MN107

Three stops, Parnell Square, O’Connell Bridge and St. Stephen’s Green, will be constructed
in cut and cover boxes and each will be on-road, with significant impacts for traffic
movement. Each will have individual site access arrangements for construction traffic.
Closure and partial closure of streets, diversions, footpath width reductions, etc. will be
required to accommodate vehicular access to these work sites. Specific city centre haul routes
have been devised as part of the STMP. These are as follows:

Parnell Square inbound – Drumcondra Road, Dorset Street, Upper Gardiner Street, Gardiner
Place, Denmark Street.

Parnell Square outbound – Parnell Street, Parnell Square West, Dorset Street and on through
Drumcondra.

O’Connell Bridge inbound – Port Tunnel, East Wall Road, North Wall Quay, over Liffey at
Customs House and onto Georges Quay and Burgh Quay.
The STMP also provides an additional route off East Wall Road via Sheriff Street, Seville
Place, Portland Row, Summerhill, Parnell Street, and O’Connell Street.
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O’Connell Bridge outbound – Westmoreland Street, Fleet Street, Tara Street, over the Liffey,
and eastwards along the Quays.
The STMP provides an alternative eastwards along Eden Quay

St. Stephen’s Green inbound – Following the route similar for O’Connell Bridge inbound and
over the Liffey, then City Quay, Lombard Street East, Westland Row, Merrion Square North,
Merrion Square East, Fitzwilliam Street, Lower Leeson Street, St. Stephen’s Green East, and
St. Stephen’s Green North.

St. Stephen’s Green outbound – Dawson Street, Nassau Street, Leinster Street, Lincoln Place,
Westland Row, Pearse Street, Tara Street, across the Liffey and eastwards towards the Port
Tunnel.

The STMP estimates the following construction vehicle movements for each work site:

Works Site

Total Trucks/Hour One Way

_______________________________________________________
St. Stephen’s Green

7

O’Connell Bridge South

5

O’Connell Bridge North

5

Parnell Square

7

Mater Hospital

5

Drumcondra Stop

6

St. Patrick’s Ventilation Shaft

5

Griffith Avenue Stop

4

Albert College Park Tunnels

12

DCU Stop

4

Cut & Cover Ballymun

4

Ballymun Stop

4
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Northwood Stop

4

Dardistown Stop

3

Airport Tunnels

7

Airport Stop

5

Fosterstown Stop

3

Swords Stop

3

Seatown Stop

3

Estuary Stop

0

Lissenhall Stop

0

Belinstown Stop

0

Total one way hourly movements

96

Total two way hourly movements

192

With regard to the Estuary Stop, I note that prior to the commencement of the Hearing it was
understood that Estuary Stop was to be a provisional stop. With the applicant’s intention now
for it to be a stop in the first instance one would anticipate that it would contribute to
increased truck movements.

Evidently, not all such traffic movements will be taking place simultaneously. However, it is
clear that there is significant potential for congestion along those routes that take cumulative
traffic volumes from a number of work sites. Ballymun Road is one such location for
example. Here the tunnels south of Albert College Park will require the excavation of
approximately 420,000 cubic metres of spoil, resulting in a peak traffic flow on Ballymun
Road of 24 HGVs per hour on the road (12 inbound, 12 outbound). Ballymun Road will also
be subject to HGV movements from Griffith Avenue Stop and north of the tunnel launch site
for the DCU and Ballymun Stops. There will be conflict with existing vehicular traffic on
roads to be used by this construction traffic. There will be added congestion for those roads
affected by diversions and for those roads used by established traffic to avoid the roads used
during the main works. Given the estimated volumes of traffic and the selected routes, it is
apparent that the main routes, such as the M1, M50, Port Tunnel, East Wall Road, etc.,
should have adequate carrying capacity to accommodate such additional traffic, which in
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overall volume terms is minimal for these routes. However, it is in the built-up locations at
Ballymun, Drumcondra and through the city’s streets that congestion impacts will be felt
most.

I note that there are various localised measures to be provided to minimise impacts on local
residential streets. For example, Drumcondra site will have direct access onto Lower
Drumcondra Road only and no access will be permitted onto St. Alphonsus Avenue,
Ferguson Road will not be used for traffic resulting from the ventilation shaft at St. Patrick’s
College, and Batter Lane in the vicinity of Belinstown Stop will not be used by heavy
construction traffic. I note further that the removal of spoil will not take place on a 24 hour
day basis due to noise restrictions to be enforced. Traffic management arrangements are also
to be made available to residents in an ongoing basis in advance of any such arrangements
being put in place.

The Board’s Traffic Consultant notes the traffic management arrangements to be provided for
the development of the scheme and the modelling undertaken to estimate the impacts. Mr.
Wallace acknowledges the commitment given to maintaining access to properties and
businesses and the impacts on journey times throughout the route. Severe predicted impacts
on St. Canice’s Road, St. Mobhi Road, Lower Drumcondra Road and Swords Road are noted.
The use of a number of different construction routes from city centre sites to Belinstown are
alluded to. It was noted that a number of residential streets in the Drumcondra area would
also be avoided by construction traffic. The need to employ local traffic management
measures in the Ballymun area, as proposed by RPA, is referred to. Mr. Wallace stated that
the increase of HGVs on Ballymun Road would be up to 30 vehicles per hour in each
direction. Mr. Wallace concludes that the modelling and appraisal of transport effects by the
applicant for both the construction and operational phases are adequate. It is submitted that
the applicant has a methodology for dealing with future changes to construction proposals
through the STMP process. He accepts that the mitigation set out in the STMP represents a
minimum standard that would be acceptable to Dublin City Council. He notes that the Metro
North Traffic Forum provides a mechanism to ensure what is delivered is not of a greater
impact than that assessed at the Railway Order stage. Most important of all, in overall terms,
Mr. Wallace considers the level of mitigation committed to in the STMP to be adequate.
However, he concludes that there are several areas where further construction traffic
management should be considered in the future stages of STMP development and approval,
namely for:

-

Lower Leeson Street,
Bus lanes to operate 24/7 along Ballymun Road,
St. Canice’s Road area,
Swords requiring a HGV management plan, and
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-

Reducing impacts to 33 and 33a bus services in Swords.

It is apparent that the Traffic Forum will offer the appropriate facility to consider such
additional traffic management arrangements and that their implementation will minimise
further the adverse impacts arising from the construction phase. While I acknowledge that
there will be significant traffic impacts in the earlier referenced locations, I also note the
extensive mitigation measures to be put in place as set out in the STMP. Furthermore, this is
a ‘live’ response mechanism overseen by the Traffic Forum, which includes the city’s main
stakeholders responsible for the management of the city’s traffic. I am satisfied that the
applicant has demonstrated, through the STMP, the ability to transport materials to and from
the various work sites throughout the scheme in a manner that ultimately seeks to minimise
the impact on general traffic, buses, pedestrians and cyclists.

Scheduling of the Works

For clarity for the Board I wish to make a number of observations in relation to the
scheduling of the works proposed to be carried out.

Details provided at the Oral Hearing confirm that the enabling works phase, in overall terms,
is predicted to last for approximately 14 months. Until RPA appoint contractors for the
construction phase I appreciate that it is difficult to devise a programme to estimate the
precise timeframe for the main works phase. I acknowledge that works will start
simultaneously at several locations. Overall, it was submitted to the Oral Hearing that the
duration of the works phase is estimated to take up to 62 months. After this there will be a
period for testing and commissioning.

Generally, construction would involve the following:

-

Site preparation,
Establishing site offices, compounds and security,
Utilities diversions,
Excavation and construction of underground stops,
Construction of tunnels and structures,
Installation of the trackbed and rails,
Installation of mechanical, electrical and operating equipment,
Fitting out of stops and associated equipment, and
Finishes to surfaces and soft landscaping.
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A model construction schedule was presented at the Oral Hearing. In order to offer the Board
a best estimate of the scheduling I have considered this schedule and have reviewed the EIS
in order to gauge some understanding of the timeframe for the main elements of the works
phases. This best estimate is as follows:

Location

Enabling Works

Main Works

(months)

(months)

____________________________________________________________________
Stops

St. Stephen’s Green

12

61

O’Connell Bridge

12

60

Parnell Square

12

48

Mater

24-36

Drumcondra

24-36

Ventilation Shaft

30

Griffith Avenue

24-36

DCU

18

Ballymun

24

Airport

24-36

Fosterstown

6-9

Swords

3

Seatown

3

Estuary

3

Lissenhall

3

Belinstown

3

Tunnelling
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Bored Tunnelling from
Albert College Park

36-48

Cut & Cover Tunnels
through Ballymun

20

Tunnelling through Airport

16

Other Works

Estuary Viaduct

12

Pinnock Hill Viaduct

12

Malahide Underpass

20

Fosterstown Underpass

15

M50 Bridge

12

Depot

25

On a final point for the Board’s information on scheduling, I note that it is an objective to
drive the TBMs southwards in the main tunnels such that they advance at a rate of some 70
metres per week. There will be a time lag of approximately two months between the start of
the two machines. Approximately 1,200m3/day of spoil will be generated.

Working Hours

I consider it important for clarity for the Board to briefly outline what constitutes the working
hours for the proposed construction phase in relation to some of the potential significant
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effects, namely airborne noise and groundborne noise. The applicant clarified times of day
relevant to such effects at the Oral Hearing as follows:

Airborne Noise

Daytime:

07.00-1900

Evening Time:

19.00-22.00

Night Time:

22.00-07.00

Sat/Sun/Bank Holiday:

08.00-16.30

Groundborne Noise

Daytime:

07.00-22.00

Night Time:

22.00-07.00

Given the understanding of what constitutes daytime working and allowance for what one
would call late into the evening, one recognises the necessity for the setting of limits to be
imposed on the contractor to prevent the exceedance of thresholds of significance. While one
has an understanding that construction works can be viewed as temporary or short-term, the
reality is that they will occur for lengthy periods that will impact substantially on residential
amenity. If one is residing in St. Joseph’s Avenue, Albert College estate or Belinstown, one’s
sensitivity to working that goes on well into the evening will be tested and the applicant,
through its contractor, will be hard challenged to create acceptable living environments where
work continues over such long days.

As an aside, I note for the Board that at Dublin Airport it is proposed that tunnelling would be
unrestricted. This makes entire sense where sensitivities in terms of working hours are not
notable.
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Contractor Controls

For clarity for the Board again I wish to provide an understanding of the applicant’s controls
over contractors to ensure the efficiency and standard of development at the construction
stage and the continuance of a high standard of service at the operational phase.

Construction

In relation to ensuring that the contractor is building what is proposed to be built, for example
correctly constructing the tunnels within the permitted alignment, the applicant’s contract
with the contractor has an independent certification. The scope of services of the Independent
Certifier will include regular inspections, reporting on completion status, and identifying work
that is non-compliant. The Independent Certifier will also have a supervisory role with regard
to design, will witness commissioning and completion of tests, and will issue certificates for the
works. The contractor only is paid when the Independent Certifier certifies that the contractor
has built the infrastructure in accordance with the specification. Thus, as the specification is
linked to the Railway Order, building the project in accordance with the specification results in
it being constructed in accordance with the Railway Order plans and with the requirements of
the EIS.

I note that the contract will contain a ‘liaison’ procedure. This facilitates communication
between RPA and the contractor. A Liaison Committee will be established.

RPA will also engage a management team whose responsibilities include:

-

Ensuring the contractor complies with the requirements of the Railway Order, the EIS
and the contract;
Ensuring all obligations assigned to the contractor through the contract are discharged
properly;
Ensuring effective management and liaison with key stakeholders by the contractor;
Taking the lead role in managing public relations;
Carrying out design review in accordance with the design review procedure under the
contract;
Monitoring the construction of the works;
Ensuring safety and environmental obligations assigned to the contractor through the
contract are discharged properly;
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-

Carrying out regular review of safety, quality and environmental submissions in
compliance with the design review procedure; and
Liaising with affected parties dealing with stakeholder issues as they arise.

The management team is intended to comprise over 50 people from a range of disciplines.

RPA will also be engaging a panel of internationally renowned experts to advise it where
necessary. I note for the Board that RPA has already drafted a number of experts onto its
team, including international experts on tunnelling, noise, settlement and architectural
heritage.

Operation

Under the Public Private Partnership, the payment to the contractor will come in the form of an
‘availability payment’. The contractor loses this availability payment if the system is not
available. Thus, if maintenance has been inadequate or if the original construction quality has
been inadequate and, as a consequence, the contractor must spend more on maintenance, any
time that the system is not available, the contractor will be losing money. This approach is
described by the applicant as incentivising the contractor in the first instance to build a very
high quality infrastructure that will require low levels of maintenance. Ongoing maintenance
that is carried out is likely to be done so in a diligent manner to reduce the downtime in the
system.

The Board can see that the control systems being put in place are comprehensive and are
deliverable.

Limits of Deviation

The limits of deviation being sought are set out in the EIS. In executing any of the railway
works, RPA seeks deviations as follows:

(a) Where works are situated in a public road:
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(i)
(ii)
(iii)
(iv)

Deviate laterally by an amount not exceeding 2.5m from the lines or situations
shown on the plans;
Deviate vertically by an amount not exceeding 1m upwards from the levels
shown on the plans;
Deviate vertically by an amount not exceeding 1m downwards from the levels
shown on the plans;
Deviate longitudinally by an amount not exceeding 20m.

(b) Where works form part of an underground stop other than such parts as are situated in
a public road:
(i)
In executing any railway works RPA may, where those works form part of an
underground station other than such parts as are situated in a public road
amend the internal layout of the stop provided that such amendments do not
reduce the accessibility or amenity of the publicly accessible areas within the
stop.
(c) Where those works form part of an underground tunnel:
(i)
Deviate laterally by an amount not exceeding 10m from the lines or situations
shown on the plans;
(ii)
Deviate vertically by an amount not exceeding 5m upwards from the levels
shown on the plans;
(iii) Deviate vertically by an amount not exceeding 10m downwards from the
levels shown on the plans;
(iv)
Deviate longitudinally by an amount not exceeding 20m.
(d) Where those works are situated otherwise than in (a) or (b) or (c):
(i)
Deviate laterally by an amount not exceeding 5m from the lines or situations
shown on the plans;
(ii)
Deviate vertically by an amount not exceeding 2m upwards from the levels
shown on the plans;
(iii) Deviate vertically by an amount not exceeding 2m downwards from the levels
shown on the plans;
(iv)
Deviate longitudinally by an amount not exceeding 20m.
RPA also seeks allowance for the laying down of either single or interlacing tracks of parallel
rails in places where double tracks are shown on the plans. Within the specified deviation
limits, RPA seeks the allowance for variation of stop layout, to include use of longer
escalators and the reduction in the number of floors.

While recognising the request for this degree of flexibility in the overall design and
acknowledging the proposal before the Board is a Reference Design, there is obviously scope
for worsening environmental effects if some of the deviations were sought in some locations.
For example bringing the alignment or the DCU Stop closer to residences in Albert College
or moving the stop box for the Mater Stop closer to the Mater Private Hospital could have
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substantial adverse impacts at both the construction and operational phases. The setting of
limits and adherence to such limits appears all the more important in such instances to ensure
people can live with the new development and a major hospital can provide the service it is
expected to deliver.

In fairness to the applicant there is a clear understanding of this. It is recognised that there are
significant constraints along the alignment which restrict the ability to apply the deviation
limits provided for as specified limits would be breached. Some examples where permissible
deviation limits will not be, or are unlikely to be, applied and which were detailed by RPA at
the Oral Hearing include the following:

-

-

-

-

The 2.5m lateral deviation along the R132 will not be pursued at the local authority’s
request.
RPA has agreed with Ballymun Regeneration Ltd. to further constraints on the limits
of deviation in the works contract to safeguard the layout of Metro North and the
Civic Plaza’s integrated structures.
No significant deviation is likely between Collins Avenue and Albert College Lawn
due to the proposed property take and traffic management restrictions.
It was confirmed that in the vicinity of the Mater the route alignment is fixed and the
southbound tunnel will not be moved closer to the footprint of the Mater Private
Hospital.
In response to the submission by residents of Hampstead Avenue and The Rise limits
of deviation are being further constrained in the construction contract in the vicinity
of Albert College Park such that the tunnels may only deviate by 3m horizontally or
upwards by 2m.
At the Fosterstown underpass deviation limits will be restricted because adequate
space has to be left between the top of the tunnel and the road surface.

As well as the above it is evident that significant physical constraints affect the ability to
deviate at many of the stops, such as at Drumcondra or Parnell Square where applying the
full allowance of deviations will result in serious exceedance of permitted limits.

Having regard to the above, while the applicant seeks the allowance of such deviations, it is
apparent that in many instances their application is significantly constrained.

The Effects on Cyclists

__________________________________________________________________________________
PL.06F.NA0003
An Bord Pleanala
Page 645 of 690

Having focused in detail on the extent of impacts on vehicular and pedestrian traffic, I
consider it appropriate to give a general overview of the anticipated impacts of the
development on cyclists.

Description of the Existing Traffic Environment and Construction Impacts for Cyclists

Area MN101 and MN102

There are no dedicated cycle lanes along the R132 in these areas. Cyclists share bus lanes
which are generally continuous, except at the junctions.

The existing bus lanes south of the Malahide roundabout are to be suspended for the duration
of the construction works in the area. This can reasonably be determined to be a moderate
impact for cyclists as they are required to share general traffic lanes with other road users.

Area MN103

Cycle lanes are provided on the R132 to the north and south of Dublin Airport.

During the construction phase there are to be no alterations to the configuration or layout of
the general road network within this area.

Area MN104

The M50 and M1 act as barriers to cycle movements across roads in this area. Cycling is not
permitted along these two roads. As there is no major residential development in this area
there is no significant cycle activity and the impacts would be negligible as a consequence.

Area MN105

__________________________________________________________________________________
PL.06F.NA0003
An Bord Pleanala
Page 646 of 690

Cycle lanes are provided along both the northbound and southbound carriageways of
Ballymun Road within this area.

While the number of traffic lanes will be reduced from three to two in each direction along
Ballymun Road during the construction phase, one traffic lane maintained in each direction
will be designated as a bus lane to replace the existing QBC. Cyclists will be accommodated
by these lanes during the works phase. In the context of losing dedicated cycle lanes, the
impacts can reasonably be described as moderate.

Area MN106

Cycle lanes in this area are provided along Ballymun Road, St. Mobhi Road and Botanic
Road. There are also cycle links along Griffith Avenue connecting schools with residential
areas. Cycle lanes are also provided in both directions along Drumcondra Road.

Each of the stop locations is off-road in this area and the alignment is constructed in bored
tunnels. Impact on cyclists is anticipated to be limited, albeit that there will be increased
volumes of HGV movement on the main roads.

Area MN107

The extensive bus lane network provides shared access for cyclists throughout the city. There
are short sections of cycle lane existing close to the work sites such as along O’Connell Street
and at St. Stephen’s Green West between York Street and Glovers Alley.

The three stops in this area will each be on-road and impacts on cyclists, as with other road
users, will be significant. Closure and partial closure of streets and provision of access for
construction vehicles will impede cyclists’ journeys. At the Parnell Square Stop, the
southbound bus lane on Parnell Square East will facilitate cycle movements into the city
centre. In the vicinity of the O’Connell Bridge Stop cycle lanes along the Quays will not be
affected. While the short section of cycle lane along O’Connell Street will be removed,
cyclists will share the provided lanes with general traffic. The northbound public transport
lane on Westmoreland Street will also accommodate cyclists. In the vicinity of St. Stephen’s
Green the cycle lane along St. Stephen’s Green West will be removed. Cycle parking in this
area is to be relocated to St. Stephen’s Green West.
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I note the objectives of the STMP seek to maintain existing levels of cycle parking and to
minimise impacts on cycle route facilities and on cycle journey lengths. The STMP safety
standards and guidelines to be applied include those set out the DTO National Cycle
Guidance Manual.

It is reasonable to conclude from the above observations on the impacts and provisions for
cyclists that the impacts will not be significant in any greater manner when compared to any
other road users. The applicant clearly has an understanding of the needs of cyclists during
the construction phase and the STMP is seeking to respond to these needs.

The Operational Phase

RPA has clarified that the Metro North Construction and Maintenance Requirements provide
a clause obliging InfraCO to design cycle facilities to comply with the National Manual for
Provision of Cycling Facilities in Urban Area that has been published by the Department of
the Environment, Heritage and Local Government.

There will be substantial cycle parking facilities provided throughout the scheme. It is
intended to provide at least 50 cycle spaces at each of the park & ride facilities at Belinstown,
Fosterstown and Dardistown. 25 spaces will be provided for at all other surface stops. Cycle
paths are included in road access design to the park & ride facilities and to greenfield stops.
All pedestrian footbridges and approach ramps along the R132 are to be widened to
accommodate cyclists. In the city centre cycle parking is to be provided to comply with City
Council standards and to an agreed design standard.

Bicycle parking at stops is to be sheltered. In relation to security, it is noted that all stops are
to be staffed during opening hours, stops are to be well lit and CCTV cameras are to monitor
public areas around the stops.

I note that on-train transportation of bicycles will not be permitted due to space availability in
the LMVs and safety issues relating to escape. Folding bicycles will be accommodated.
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It is my submission to the Board that cycle facilities are being adequately provided for in the
operational phase of Metro North.

Electromagnetic Interference

I note for the Board that this was an issue of serious concern primarily for the hospitals
affected by the route alignment and by Dublin Airport Authority. The potential adverse
effects for sensitive instrumentation from electromagnetic interference saw each of these
sensitive receptors forwarding detailed written concerns to the Board. It is acknowledged for
the Board that the applicant has agreements in position for the effected hospitals and that
Dublin Airport Authority is satisfied, based upon the totality of submissions by the applicant,
that this does not remain an issue of particular concern.

As well as having details provided in the EIS on radiation and stray current and a submission
to the Oral Hearing on electromagnetic compatibility, the Board sought further information
on the scheduling of sensitive medical equipment, their siting within hospitals, and risk and
impact assessments to allow for a fuller understanding of the potential effects. It was
considered that the proposed development could potentially have adverse impacts on Linear
Accelerators, CT Scanners, Scanning Electron Microscopes, etc. that would be potentially
susceptible to magnetic fields. The detailed response yielded more comprehensive details on
what was being affected, how it was likely to be affected, and the mitigation to be employed.
Following this the Oral Hearing process allowed more detailed discussion on the sensitivity
of medical equipment and provided clarity on the applicant’s response to addressing the
hospital’s concerns. The agreements following on from this demonstrate that there is an
acceptable approach to delivering Metro North while allowing for the continuation of hospital
activities without undermining the level of service. It is not considered that there will be any
significant adverse effect by electric and magnetic fields generated by the rail project.

Risk Assessment and Risk Management

The importance of clarity on geotechnical and construction-related hazards and risks arose
from the ongoing assessment of this project as it became evident early on in considering this
application that observers and those likely to be affected were unable to adequately evaluate
the impacts of the proposed development. An understanding of the management of risk,
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comprising the identification of risks at an early stage of the project and avoiding future
problems, is pivotal to determining satisfaction with the methodologies being employed to
develop Metro. Risk management should, therefore, be an inherent part of environmental
impact assessment.

I note that risk management is widely adopted to control risks in tunneling projects and there
are expansive codes and technical guidance on safety and risk management of tunnel works.
The applicant acknowledged at the Oral Hearing in April, 2009 that a risk register existed for
the project but submitted that as part of the Railway Order process RPA did not expect to be
discussing matters in this level of detail. Since this time RPA has now provided to the Board
very comprehensive details, notably following the Board’s further information request, on its
concept and procedures for assessment and management of environmental risk. A
comprehensive report outlining the methodology of the designer’s risk assessment was
included. It is further noted that the risk register is to be managed throughout the project in
accordance with A Code of Practice for Risk Management of Tunnel Works, published by The
International Tunnelling Insurance Group. I note for the Board that the applicant clarified at
the Hearing that it is a condition placed on the contractor that this code of practice is adopted.

Dr. Massarsch has noted that the risk register is based on the process adopted on a number of
large tunnelling projects in recent years. It is accepted that the risk assessment procedure used
by RPA is still at an early stage of evolution but as it moves forward through the stages of the
project’s development it will culminate in a detailed construction stage risk register.

Communication with the Public

Throughout this assessment I have made reference to the range of proposals by the applicant
to keep those affected by the proposed works informed. I do not propose to repeat these here
but rather to just briefly outline for the Board the communications strategy to be employed by
RPA to keep the general public informed.

RPA is committed to providing regular progress updates on the construction works.
Complaints procedures, information sources and contact points for queries will be provided
for the public. RPA is to keep monitoring records as work proceeds and it is intended that
such results will be made available to the public. As of yet the best method of presenting such
very comprehensive information to the public has not been determined. I note that an
independent interpretation of these results is to be incorporated into the construction contract.
The public is to be provided with a ‘free phone’ number for reporting complaints and this will
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be staffed at all times during construction. Responses are scheduled to be provided within a
specified period of time. The exact composition of the strategy will be fine-tuned as the
project nears the construction phase.

It is my submission to the Board that the strategy being put in place will inform the public in
a comprehensive manner and will provide the information required to allow the appropriate
channels to be pursued where difficulties arise. Clearly the approach to making ongoing
monitoring results available is a challenge and will require the application of a user-friendly
mechanism(s) for all. The proposed independent interpretation of such results is a critical
component of the overall strategy.

Community Gain

I am aware of the provisions relating to a Railway Order under Section 44(2)(g) of the
Planning and Development (Strategic Infrastructure) Act 2006. Under this subsection a
Railway Order may contain provisions requiring –

(i) the construction or the financing, in whole or in part, of the construction of a facility,
or
(ii) the provision or the financing, in whole or in part, of the provision of a service,
in the area in which the railway works are to be constructed, being a facility or service that, in
the opinion of the Board, would constitute a gain to the community.

It is my submission to the Board that the proposed development provides substantial
community gain in itself by significantly enhancing the public transport services of the city
and serving the needs of the residential, institutional and business communities through
which it travels. Furthermore, the associated works will enhance amenity value of public
spaces and there will be improvements in connectivity for pedestrians and other road users.

Overall, it is my conclusion that the scheme itself is one that is inherently beneficial to the
city’s communities and will undoubtedly enhance the quality of life for its citizens. I,
therefore, recommend to the Board that it does not require a provision in any Railway Order
to include for the construction or financing of additional services or facilities.
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Awarding of Costs

A number of parties at the Oral Hearing made a request for the payment of their costs. I note,
as the Board will also, that there are no provisions under the Planning and Development
(Strategic Infrastructure) Act 2006 for the granting of costs in relation to a development of
this nature.
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6.0

CONCLUSIONS

In seeking to draw conclusions from my assessment, I wish to inform the Board that these
conclusions focus on the main elements of the scheme. As the Board will note, considerations
on individual Observer concerns are address in the main assessment. I do not propose to
detail specific conclusions on these.

The Principle of Metro North

The development of Metro North is not disputed in principle. It is welcome among the
residents and business community of Dublin city and county.

The Application Process

The quality of information provided in the original application submission to the Board was
at best seriously deficient. A significant amount of information had to be extracted from RPA
to allow a proper assessment of the proposal to be undertaken. The delays in the making of a
recommendation on this proposal categorically arise from a necessity to acquire this
information. I am now satisfied that a reasonable standard of submission has been achieved
which allows for a full assessment of this project.

Compliance with National, Regional and Local Policy

The principle of Metro North is not alone supported but is unquestionably promoted by
relevant national, regional and local policy documentation.
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Area by Area Assessment

AREA MN101

Depot Siting

I cannot reconcile the difficulties of developing the depot site with a permission for this
development that allows the use of the proposed depot site at Belinstown. The development
of the depot site should not take place at Belinstown. If the Board determines that this is a
correct decision, the applicant will be required to seek a new location for the depot,
preferably in the vicinity of the Dardistown Stop, and the applicant will have to demonstrate
how it proposes to dispose of 2 million cubic metres of waste spoil derived from the
tunnelling and stop box works throughout the route. These changes will require a new
application(s) for these elements of the scheme as these new works will fall outside of the
land area associated with the existing Railway Order application.

Given that Dardistown is proposed to be the tie-in location for Metro West with Metro North,
this location should have warranted serious consideration as a combined depot site in the
interests of proper planning and sustainable strategic development and it was not considered.

Economic cost has clouded the need for a proper strategic planning choice to be made for the
depot site. The choice of Belinstown for the siting of the depot is a poor choice in strategic
planning terms. It siting causes significant planning and environmental problems.

Flooding at the Depot Site

There is a serious dilemma for the Board in seeking to satisfy itself as to the acceptability of
the choice of the depot site at Belinstown because the site, road network and lands in the
vicinity flood.
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There is a lot not known about flooding and its impacts in this area. No flood risk and
management studies have been completed in the vicinity of the surface sections of Metro and
there is no definitive floodplain mapping in the vicinity of the depot.

The placing of vast amounts of waste spoil, the building of high embankments, the covering
of large areas in impermeable surfaces, and the construction of extensive structures across
this large site will change the environmental conditions of this area and cannot be ignored.

The development of this site as proposed is likely to exacerbate the flooding problems of
others in the vicinity. The onus is being placed on the local authority to resolve these
problems. The local authority does not have any strategy to address the flooding issue in this
area and the likely worsening impacts arising from the proposed development.

If the Board permits the proposal as is before it now, without any proposals to alleviate
flooding of neighbouring properties and without any understanding of the consequences of
the application of mitigation to address such obvious adverse effects, it does so in the
knowledge that this development will have detrimental impacts for third parties. This issue
should have been addressed prior to the determination of this proposal. Despite detailed
questioning and a significant effort to get the applicant to attempt to address this issue in a
substantive and appropriate manner, RPA did not provide any satisfactory answers to address
the consequential impacts of this development for others in the Belinstown area.

If the Board decides not to take my recommendation and accept the depot site at Belinstown,
there will be a need for off-site improvement works to mitigate flood risk beyond the Railway
Order lands. There will be the need for flood protection measures for properties in the
vicinity. I strenuously impress upon the Board the need for an understanding of these
measures and their implications before deciding to attach conditions with any Railway Order.
There are clearly implications for third parties by proceeding in this manner and these third
parties cannot be excluded from have an understanding of the measures and their
environmental effects, as well as having a right to offer their views and considerations on
such proposals. The Board must be satisfied that any such measures can be implemented and,
most importantly, will work.

I am satisfied that the applicant’s works that include the culverting beneath the site and Batter
Lane, the raising of the level of Batter Lane and the improvement of drainage channels along
both sides of this road, together with very extensive on-site attenuation, are likely to resolve
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the flooding threat to the depot site itself. However, this will not address the impacts beyond
the site.

Archaeology at the Depot Site

The choice of the site for the depot at Belinstown has potential adverse impacts on known
sites of particular archaeological sensitivity and is another environmental concern that adds
weight to the view that the depot site at Belinstown is an unsatisfactory choice.

The applicant’s further information response has added greatly to the understanding of the
archaeology of the depot site.

The Department of the Environment, Heritage and Local Government is satisfied that the
applicant’s approach and mitigation is satisfactory and is satisfied to submit that adequate
testing has been carried out to allow for a proper assessment to be undertaken.

The development of an Archaeological Strategy, whereby it is continuously updated, is a
reasoned approach to the overall development of the project.

Miscellaneous Issues Relevant to the Depot Design

The moving of the depot site further away from Swords northwards to Belinstown culminates
in the large depot development being squeezed into a much more physically constrained land
area.

Two million cubic metres of waste spoil arising from the overall development is intended to
be placed on the depot site. There has been no environmental assessment of this vast waste
disposal activity.
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The proposed mounds on the depot site play little, if any, important environmental role. The
lands to the south of the depot site which are proposed to be screened have no current
development status. The use of the mounding in relation to the development of the Swords
Western Ring Road is aspirational and entirely premature.

Belinstown Park & Ride Facility

The principal of providing a ‘Strategic’ park & ride facility at the northern end of the route to
intercept traffic beyond the northern outreaches of the scheme and to provide for a facility
with a capacity of 2000 spaces is fundamentally correct.

The DTO Rail Park & Ride Strategy for the Greater Dublin Area reflects the siting of the
park & ride facility further south of that currently proposed with a significantly shorter route
to the car park and easier access to the M1 motorway.

The proposed road improvement works on Batter Lane would greatly improve access to the
western multi-storey car park block at Belinstown.

The Stops in Area MN101

Based on the proposals for the development of stops in Area MN101, it is apparent that the
town of Swords would be better served with stops than Dublin City Centre. Swords would be
served by stops at Belinstown, Lissenhall, Estuary, Seatown, Swords, and Fosterstown. This
is an extraordinary overprovision of stops for a town of its size. The lack of development and
significant overlap of catchments for these stops demands a reduction in their number. This
number of stops cannot be justified now or into the foreseeable future.

Belinstown

Issues such as flooding, depot site selection, etc. equally apply to the development of the stop
at this location.
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Lissenhall

There is no development in this area that would warrant the siting of a depot at this location
at this time. There are no statutory development plan provisions to facilitate new
development in this area at present. Ample provisions are being made in the wider area with
the stop at Belinstown and the stops further south to meet the current needs of the Swords
area.

Estuary

Estuary Stop should remain a provisional stop, as was the applicant’s original proposal. It
should remain so until it is clearly demonstrated at some time in the future by further new
development that there is a real demand for this stop.

Seatown

The existing Seatown Stop location meets the needs of the area adequately.

Swords

The Swords Stop location meets the needs of the area adequately. It can proceed with or
without the new development proposed at this location by the local authority, namely “Metro
Plaza” and “Metro Box”,

Lissenhall and Balheary Bridges

The use of Lissenhall and Balheary Bridges as part of the Metro scheme is welcome.
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Miscellaneous Issues relating to Area MN101

The agreement between RPA and Fingal County Council obviates the need for applying a
wide range of specific conditions to any grant of approval for the development within this area
that would otherwise be required to be agreed between the local authority and the developer.

The Scheme Traffic Management Plan satisfactorily addresses construction traffic impacts and
mitigation for the Swords area.
The proposed development is unlikely to result in adverse impact on protected species in the
vicinity of the Broad Meadow and Ward Rivers and on the habitats of the Broad Meadow /
Swords / Malahide Estuary SPA (Site Code 004025), cSAC (Site Code 000205), and pNHA.

AREA MN102

Track Alignment

The proposed track alignment in Area MN101 and Area MN102 is generally the correct
routing through Swords.

Fosterstown Stop & Park & Ride

The siting of the stop and park & ride on the east side of the R132 would best serve those
whom it is hoped to attract to this Stop. The provision of an access off Drynam Road will
best meet access needs.

The park & ride facility meets with the specific requirements for local park & ride facilities
set out in the Rail Park & Ride Strategy for the Greater Dublin Area in principle in relation
to size, local traffic impacts, and control of the use of the operation.
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Fosterstown Underpass

There will not be significant long-term adverse environmental impacts on properties
adjoining Fosterstown Underpass.

Fosterstown Accommodation Bridge, Accommodation Underpass and Culvert

Each of the proposed structures is a necessary element of infrastructure to minimise impacts
on landholdings affected by the scheme and to ensure access is maintained for properties.

AREA MN103

The proposed development of the route alignment, tunnelling and the Airport Stop is not
predicted to result in significant adverse environmental impacts at the construction and
operation phases.

AREA MN104

The Route Alignment

The proposed routing adequately provides for the tie-in of Metro West at Dardistown.
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Detailed provisions have been made by RPA in its development to the south of the M50 to
ensure access is maintained at the construction and operational phases for a range of
commercial and other activities.

There is a significant question over the appropriate siting of the Northwood Stop. This
impacts on the route alignment within this Area.

The Stops in Area MN104

Dardistown Stop and Park & Ride

It is considered a best option to develop the whole of the development at this location in the
first instance.

The justification for the siting of the park & ride facility in MetroPark lands is provided for in
the Rail Park & Ride Strategy for the Greater Dublin Area. The park & ride facility is most
likely to function as a ‘strategic’ park & ride, albeit that its size is limited and because it will
not serve any ‘local’ need in the medium term.

It is not possible to be definitive about facilitating additional future crossings at MetroPark
lands at this stage of planning for these lands.

Northwood Stop

The siting and timing of this stop are the principal issues relating to its development.

The existing catchment associated with any Northwood Stop is very limited whether it is
sited east or west of the R108,
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With regard to the RPA proposed stop, there are no bus or cycle links to this location and
buses would be following a circuitous route into a cul-de-sac to this stop, turning in off the
R108 at a busy signal controlled junction. In practical terms, access to any alternative stop
west of the R108 would prove significantly better for buses, pedestrians, cyclists and car
drop-off.

The proper and successful functioning of RPA’s proposed Northwood Stop is dependent on
infrastructure which does not form part of the Railway Order application. An underpass will
be required below the R108 to ensure access can be gained from west of the R108 to serve
the development of the Ballymun North Local Area Plan area. It is not known when this will
occur.

The successful operation of this stop will be dependent on the build out of the Ballymun
North LAP lands. Ballymun North LAP is a current statutory Plan that proposes a stop is
located on the eastern edge of the LAP lands alongside the R108. The siting of a stop on
these lands, adjoining the R108, in the vicinity of lands earmarked for intensive development
and easily accessible from the road network in the vicinity presents the best siting for this
stop. If this location is accepted there would be no need for further acquisition of lands for the
route alignment as the currently proposed alignment could be used. Any relocated stop, while
subject to a revised Order for these elements of the scheme, would effectively be on publicly
held lands in a Plan area that has planned for this development.

If the Board was to agree to the siting of the Northwood Stop as proposed by RPA, it should
be a provisional stop in the same way as the Lissenhall or Estuary Stops, until there is some
build out of the lands west and east of the R108 and there is some evidence of the likelihood
of the development of the R108 underpass.

The Depot Siting Alternative

Consideration should have been given to the siting of a depot at Dardistown, on strategic
planning grounds, which would have allowed for a combined depot facility with the future
introduction of Metro West. Land use zoning can change to suit the best strategic planning
conditions and, for such a critical part of the overall infrastructure, the land cost component
should not deflect the public rail agency from ultimately making the best strategic planning
choice.
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AREA MN105

Alignment Options through Ballymun

The bored tunnel option is materially and substantively different from the cut and over
option. The EIS does not address the bored tunnel option in detail for Ballymun. If this option
was pursued it would require a revision to the scheme and a new approval for this revision.
Furthermore, the environmental impacts arising from this option would need to be identified
and assessed and would likely require to be set out in a new EIS.

It is a legitimate objective to attempt to keep construction as shallow as possible so that the
scheme is as accessible as possible.

To provide a cut and cover option one needs streets wide enough to develop it. Ballymun
Road lends itself more easily to this option when compared to streets further south towards
the city centre.

Due to the significant differences between the proposed scheme for the Ballymun area and a
bored tunnel option, the vertical deviation limit sought at this location should be seriously
restricted or should not be kept in place.

The option of bored tunnelling should not be left to the discretion of the contractor for this
scheme.

The Stops in Area MN105

Ballymun Stop
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RPA will meet the design issues and interface concerns of Ballymun Regeneration Ltd. in
relation to the Ballymun Stop and its association with the Civic Plaza.

The revised design of the Stop provides adequate tie-in with the development of the new
Ballymun Shopping Centre on the west side of Ballymun Road.

DCU Stop

Looking at the two options of the proposed roadside location or an alternative Albert College
Park location, the potential for the greatest adverse impacts for residents, particularly those
located adjoining the proposed stop at Albert College Court and Albert College Lawn, is
significantly greater for the proposed development.

The Independent Assessment of DCU Stop options carried out as part of the further
information response to the Board proceeded with a comparative analysis that was not a best
case comparative analysis.

The physical impacts on the park as a reason for not choosing the alternative are misplaced.
Effects on people should have prevailed as most important.

In pursuing the alternative stop location in the north-west corner of Albert College Park,
derogation can be sought for an intervention shaft, as has applied elsewhere.

The siting of the stop in the north-west corner of the park would cause less noise, less
vibration, and less settlement impacts for private properties, and less residential land take,
while proving to be readily accessible to the catchment it seeks to serve. The construction
impacts of a stop within the park should be significantly less for general traffic than
constructing a stop directly on the edge of Ballymun Road.

I have grave reservations about the potential adverse impacts for the elderly residents
adjoining the proposed DCU Stop. The residents will be seriously discommoded with the
stop construction and the cut and cover tunnel alongside their properties. The operational
phase also raises concerns in relation to noise, nuisance and disturbance for these residents.
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The Construction Effects on Public Transport

The reduction of one lane of general traffic on both sides of Ballymun Road and the retention
of bus lanes as is proposed is a reasonable approach, given the constraints applying for all
traffic arising from the works.

AREA MN106

The Tunnel Launch Site

Significant potential for nuisance arises from the operations at the tunnel launch site. Nighttime works in particular are of concern. Spoil will be removed from the tunnel portal at this
time and stockpiled in a covered stockpile within the site. Except for removal of spoil from
the site and deliveries to the site, all other activities at the surface to support the tunnel works
will be the same as for the day shift. Strict adherence to the significant range of mitigation
measures proposed must apply to limit impacts on residents, Hampstead Private Hospital and
the Elmhurst Convalescent Home in this area.

The Effects of Tunnelling

Corpus Christi Girls National School

The proposed routing of the tunnels will not have a significant adverse impact by way of
settlement on the school or its occupants.

The extent of monitoring, action and contingency plans proposed will allow a comprehensive
understanding of the development’s impacts on the school and will develop appropriate
responses, if required.
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Impacts of Tunnelling on Residential Properties

Construction Phase:

Residents would experience a relatively short duration of exposure to vibration during the
construction phase as the TBM passes.

Blasting for cross passages will not take place in residential areas at night. The charge weight
per delay will be restricted to limit PPV to the low impact category for daytime and noise
levels will be continuously monitored.

After mitigation it is predicted that settlement for residential properties in Area MN106 will
not be significant

Potentially affected buildings will be assessed for risk of damage, surveys will be undertaken,
and protective measures developed. Those with potential to be affected will be continuously
monitored throughout the construction period. If cracking or other adverse impacts occur
remedial works will be undertaken. The applicant’s Property Owners’ Protection Scheme is
intended to assist residents by way of remediation in the vicinity of the tunnel and stop
works, where necessary.

Operation Phase:

The recommendation of the Board’s Vibration Consultant to lower the groundborne noise
level at night-time at the operational phase will greatly assist in minimising potential adverse
impact for the residential communities in Area MN106.

Flooding and Groundwater Impacts

Having regard to the proposed construction methodology for the tunnel boring, to the
predicted ground conditions, and to the mitigation measures to be employed, the development
is not predicted to contribute to increased flooding experiences of residential properties
within Area MN106.
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No significant impacts arising from changes in groundwater are expected to occur during the
construction and operational phases.

The Stops in Area MN106

Griffith Avenue Stop

The siting of a stop at this location is justified.

The station design is acceptable.

There would not be a significant effect on human health from groundborne noise at the
construction phase as the exposure would be of a short duration.

In relation to settlement, it is predicted that none of the buildings in the vicinity of Griffith
Avenue Stop will exceed a damage category of 2, regarded as a slight impact. All buildings
potentially at risk due to settlement will be monitored.

In relation to airborne noise, the applicant’s Construction Noise Management Plan provides
guidance on the range of measures to be employed and most of the mitigation measures can
be designed and built in before construction work begins. There will be an ongoing extensive
monitoring regime to measure the impacts and changes resulting from the works, to inform
the contractor of the outcome and to enable RPA to ensure the contractor is in compliance
with all obligations required by the EIS and set out in the contract documents.

Drumcondra Stop

Construction Phase:
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The proposed demolition of St. Vincent’s Centre for the Deaf remains another significant
issue for the Board to address in its determination of this application. There has not been a
comprehensive justification supporting the inability of RPA to retain and utilise this structure
as part of the new development around the proposed Metro and existing Iarnród Éireann
stations. It remains a poor design choice to remove a structure of architectural merit. This is a
lost opportunity rather than an appropriate development choice. A common rail transportation
centre for Metro and mainline rail should have been pursued at Drumcondra.

The demolition works and the exposure of the adjoining residential properties will provide a
hostile living environment for the residents of St. Joseph’s Avenue and St. Alphonsus
Avenue during substantial periods of the construction phase of this stop. There is no
assurance as to how long high noise impacts will prevail for residents. Such adverse impacts
will not permit tolerable living conditions for residents and there will be periods when
residents will need to be relocated elsewhere.

Having regard to the predictions on settlement and estimated damage potential, it is
reasonable to conclude that the construction phase impacts in terms of settlement will not be
significant and will be appropriately managed with ongoing monitoring.

The applicant is making the appropriate arrangements to retain pedestrian and vehicular
access to the properties in the vicinity of the stop.

Operational Phase:

The groundborne noise limits and standards being sought by RPA to apply for the operational
phase are not best practice and, thus, do not constitute limits that make for an appropriate
living environment for residents. The proposed groundborne noise limit should be reduced to
35dB during night-time in all residential areas.

The RPA indoor noise level of NC25 (i.e. 35.6 dBA) for fixed plant would be as high as
many current outdoor ambient noise levels. This is unacceptable at night time at an inhabited
location.

The development will not pose a significant risk by way of settlement to the established rail
infrastructure.
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Mater Stop

The proposed revisions for this Stop have many merits. These include:

•
•
•

The provision of a second entrance onto Eccles Street which properly serves the needs
of those using the major hospitals at this location and the residents of the area.
The retention of Nos. 24-26 Leo Street keeps the street intact and the integrity of the
terrace is maintained.
The relocation of the southern emergency fans ventilation structure and substructure
and the shortening of the overall box length have positive impacts for the Mater
Private Hospital.

The outcome of an agreement with the Hospital has meant that the Board will not have to
adjudicate on some of the most contentious impacts of the construction phase of Metro North.

Work by TBM over the limited section of the alignment passing the Hospital being carried
out by working continuously over weekends (1800 Friday to 0600 Monday), lasting between
three and four weekends per TBM is in the best interests of protecting hospital and residential
amenities and needs.

The purpose, need and layout of the ventilation structures have been explained and the merits
of the arrangements are acknowledged. The implications for Leo Street are improved with the
revised design for the Mater Stop as the intrusion on the streetscape is eliminated and Nos. 24
to 26 are retained.

Ventilation and Intervention Shaft

The construction and operation of the ventilation and emergency escape shaft and the nearby
crossover and cross passage in the grounds of St. Patrick’s College will be undertaken in
accordance with acceptable methodologies and, following the application of a wide range of
mitigation measures, the residual impacts will not result in significant adverse environmental
effects for the residents and occupiers of buildings in the vicinity.
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AREA MN107

The Route Alignment

The alignment through the City Centre provides the most desirable alignment as it allows for
the provision of city centre stops where they are meaningful and, ultimately, sustainable.

The Stops in Area MN107

Parnell Square Stop

I wish to impress upon the Board the difficult geological conditions at this particular location
where tunnelling is to occur in glacial sands and gravels and the potential adverse impacts of
working in these mixed ground conditions.

The agreement between RPA and The Rotunda Hospital has addressed the significant
concerns of the Observer.

The implementation of the details of the understanding between RPA and the Gate Theatre,
together with the requirements for the developer to meet with the needs of the adjoining
Rotunda Hospital, should result in the construction and operation of Parnell Square Stop and
the tunnels being tolerable for established uses in the environs of this stop.

The applicant has, and will have, the mechanisms in place, including the appropriate
construction methodologies, risk management procedures and mitigation measures, to allow
the Board to reasonably conclude that RPA will be in a position to deliver in accordance with
its predictions that there will be a low impact on important structures in the vicinity of Parnell
Square Stop.
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Access and servicing arrangements are to be maintained for established uses. There will be
short periods when vehicular access will be disrupted. Noise during the construction stage,
prior to the casting of the roof slab at the stop, will cause disruption. The construction
methodology of Parnell Square Stop, to include the casting of the roof slab at an early stage,
should otherwise significantly reduce the disturbing works impacts for properties in the
vicinity.

O’Connell Bridge Stop

One cannot construct a project of this nature and scale without significant disturbance,
disruption and nuisance at times for businesses adjoining the development.

There is a commitment given to informing those affected and informing the wider public that
the city centre is open for business.

It will be a requirement of the Contractor to maintain access to all buildings, maintain
delivery and servicing arrangements and access to car parks, maintain the existing bus
network, and maintain safe pedestrian access.

The substratum land take does not adversely affect traders and other users at street level.

The City Council’s agreement with RPA on traffic-related matters is an essential component
for monitoring and controlling traffic impacts during the construction phase and
acknowledges the important overseeing role of the Roads Authority. The agreement will be a
beneficial tool to have the City Council involved as a main stakeholder to ensure the city
centre remains open and businesses remain viable as suitable access is maintained.

The Scheme Traffic Management Plan is a positive contribution to the applicant’s submission
to the Board, to the understanding of the effects of the construction works on traffic in the
city, and it provides greater understanding of the applicant’s responses to the city centre
needs during this construction phase. The proposed traffic interventions have been discussed
with the principal bodies responsible for traffic management in the city.
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The Archaeology Strategy is a suitable approach to dealing with this sensitive location. The
involvement of DoEHLG and Dublin City Council is particularly appropriate.

With the application of mitigation measures and continuous monitoring to ensure adherence
to limits that are set, damage to structures of significant architectural and historic merit will
not be significant.

The partial loss of basements in O’Connell Street and Westmoreland Street will not adversely
affect the Architectural Conservation Area and will not adversely affect the visual appearance
of these structures from the public realm.

The utility works undertaken ahead of the main works as proposed will result in reducing the
timescale risk for the main works.

St. Stephen’s Green Stop

If Dublin City Centre is to be properly served then the provision of a stop at this location is
essential. There can be no compromise on the serving of this important part of the city centre
as a stop is demanded in principle. The beneficial outcome of Metro North for the city
outweighs the potential obstruction for individual business premises.

In determining that the area close to the Luas Green Line is to be the terminus for the metro
route, this determines that the choice of sites for the stop is very limited. Realising that the
provision of this stop in this area coincides with another significant rail development in the
vicinity, namely the Dart Interconnector, makes relating the two developments an inevitable
rational consequence and channels the combined stop location to where it logically can be
developed and can function adequately. The choice of St. Stephen’s Green itself for the stop
location, notwithstanding the obvious significant physical adverse impacts for this National
Monument, provides for the best planned solution for co-ordinating established and proposed
rail transportation in this part of the city.

The construction of St. Stephen’s Green Stop, when assessing the cultural heritage impacts,
can correctly be described as constituting removal and replacement which is based upon an
established theme. It is not a restoration project. Everything is being removed within the
works site – structures, land, and vegetation and most of what is developed after is new,
__________________________________________________________________________________
PL.06F.NA0003
An Bord Pleanala
Page 672 of 690

excepting some retained established features. However, to provide a stop here inevitably
requires this extent of intervention.

Ministerial Consent could be withheld if the Minister considers the damage being caused is
too severe. This authority remains notwithstanding any decision emanating from the Board.

To retain the Fusilier’s Arch in situ poses a threat to its structural integrity, while insisting on
removing and storing with the intent of rebuilding it after the works poses a formidable
challenge to recreate a structure that reflects what exists. A worst case scenario is probable by
pursuing the applicant’s option in my opinion, with the Arch being significantly undermined
by the works if it is retained in situ abutting a large construction site for three or four years.

In the context of the life of the project, awaiting the re-establishment of the park’s main
features, the provision of tree planting and vegetation, and their development and growth,
together with weathering of physical features, must be viewed as short-term and is a
necessary consequence of providing a station at this location. What one gains, and will be
seen to gain after a 15-20 period following the works, will be seen as having been an
acceptable intrusion whose outcome outweighed the adverse effects for the Green at the
construction phase.

The traffic arrangements for the utilities works are considered appropriate and acceptable.

The traffic management arrangements for the main works are generally acceptable to the
most seriously affected, with the application of appropriate and agreed mitigation to ensure
business and institutional premises remain operable.

The creation of a pedestrian plaza at the north-west corner of St. Stephen’s Green is a public
gain.

The siting of the escalators along St. Stephen’s Green West and North is acceptable and they
are located in a manner that retains reasonable access to premises immediately adjoining
them.
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The scheme as proposed can be constructed and operated without resulting in significantly
quantifiable adverse impact for protected structures and their valuable interiors in the vicinity
of St. Stephen’s Green.

To develop Metro in the St. Stephen’s Green area in the way it is intended in the Railway
Order application all of the permanent land take associated with the application is necessary.

Communication is key to ensure the works phase of Metro not alone does, but is seen to,
work in a satisfactory manner.

Given that the Department of Environment, Heritage and Local Government and OPW are
best placed to determine the appropriateness of the impacts of the surface elements of the
southern escape core and that they are willing to make available the land area to
accommodate the revisions, the Department’s preferred option should be pursued and the
appropriate revisions to the Order should be sought by the applicant.

Metro North works are being integrated with the Dart Interconnector and Luas BX Line to
minimise the potential adverse construction impacts. Such provisions should be welcomed as
they will lessen future disruption for all in this area.

Tunnelling in the City Centre

Tunnelling of the nature proposed has been carried out in similar geological conditions and
urban contexts to that of Dublin and these have been constructed and now operate
successfully.

Virtually all the Observers who made written and oral submissions are in favour of the
development in principle and, consequently, these Observers support an operational Metro
through the city centre and see it as an important transport asset that supports the viability and
vitality of the city centre.

The tunnelling works, separate from the stop box works, are underground and these works
per se between the stops will not affect the majority of businesses functioning overhead.
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Impacts will be local and are likely to be short-lived as the TBM passes at a rate of some 7075m per week. The tunnelling itself is likely to have little effect on business operations as
adhering to limits in terms of groundborne noise and vibration, with mitigation in the form of
limiting TBM operations at periods where such limits could be exceeded, should ensure the
tunnel works and business operations can be co-ordinated to allow the project to proceed in
an efficient manner.

Based upon the mitigation proposed to be employed and the additional measures
recommended, it is considered that the bored tunnelling within the city centre section of the
route can be undertaken without causing quantifiable and significant damage to some of the
city’s most important structures.

Miscellaneous Issues

Environmental Impact Assessment and the Adequacy of the Environmental Impact Statement

The Board could reasonably have returned the original Railway Order application due to the
serious deficiencies in the information contained in the Environmental Impact Statement. The
original EIS did not permit the Inspectorate or the Board the opportunity to adequately assess
the environmental impacts resulting from the construction and operation of Metro North. The
Board would have taken a decision based upon inherently incomplete information if it was
dependent upon the original EIS to inform its decision-making.

The Board’s approach, in acquiring more information to add to the value of the original EIS,
has allowed the Environmental Impact Assessment process to come to a satisfactory
conclusion. The alternative of seeking a new application due to the EIS deficiencies would
have prolonged the decision-making process significantly.

Alternatives
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Having regard to the applicant’s considerations on alternatives, it is reasonable to conclude
that the EIS could not be deemed to be inadequate on this matter due to the lack of sufficient
consideration of the range of alternatives.

The Board is not in a position to reasonably review the alternative systems and route options
suggested by Observers or to compare these alternatives with Metro North. No environmental
impact assessments have been undertaken for the alternative routing and system options. To
reject the current proposal based on an alternative option without comprehensive assessment
and clear demonstration that significant positive environmental impacts result is untenable.
Furthermore, the current proposal would have to be demonstrated to be a development option
that is clearly not a sustainable development choice.

The Property Owners Protection Scheme

RPA, and not the contractor, should oversee the scheme and remain responsible for it
throughout the construction phase of Metro North.

The scheme should not be limited to ground settlement due to tunnelling work and
construction of underground stations but should also cover other types of construction work
such as deep excavation, soil compaction or pile driving, temporary works and enabling
works.

The Appropriateness of the Gauge

The existing rail infrastructure does not have the capacity to facilitate Metro North with its
proposed frequency of service. Intercity services are not capable of operating in a shared
running mode with a high speed, high frequency Metro system.

The key to providing attractive public transport is not to have complete interoperability with
services running from one line to another. If one is to have an efficient public transport system
one requires a network of crossing lines with excellent interchange facilities. Attempting to run
multiple services on common lines will ultimately lead to inefficient use of infrastructure.
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Significant and functional interchange is being provided by the proposed scheme with
established and proposed Luas lines.

Transportation of Spoil and Other Materials

The works associated with the proposed development will require the removal and deposition
of approximately 2 million cubic metres of material. It will also require the importation of
some 800,000 cubic metres of concrete. Other materials will include 150,000 tonnes of rebar
and 7,000 tonnes of structural steel. All of these materials will be transported by roads. The
removal and delivery of such materials will result in vast volumes of HGV journeys
throughout the project and this will increase congestion on public roads and will affect local
access.

The applicant has demonstrated, through the STMP, the ability to transport materials to and
from the various work sites throughout the scheme in a manner that ultimately seeks to
minimise the impact on general traffic, buses, pedestrians and cyclists.

Applying Deviation limits

While the applicant seeks the allowance for deviations from the Board, there are many
instances where the application is significantly constrained and RPA recognise this.

Final Note

The Board will note the implications of my conclusions. These entail the following:

•

A requirement to select and develop a new depot site;
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•
•

A requirement to relocate three stops, namely Belinstown, Northwood and DCU
Stops; and
A requirement to relocate the southern escape core in St. Stephen’s Green.

Each of these changes requires a new permission and cannot be developed with any approval
for the current Railway Order application.
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7.0

RECOMMENDATION

Having regard to my conclusions set out above, I recommend that the Railway Order be
approved subject to the necessary revisions.

I note the formal agreements with the local authorities, the legally binding agreements with a
number of Observers submitted to the Oral Hearing, and the letters of understanding
submitted to the Board through the Hearing relating to the development and its effects on a
number of other Observers. The Railway Procurement Agency has wholly committed,
through these submissions to the Board, to the details of all of these. As a consequence,
unless conditions attached with the Railway Order otherwise alter such agreements and
understandings, RPA are obligated to adhere to these requirements. It is my submission that
they are as binding as limits that are required to be met as set out in the EIS. Failure to
comply with the requirements as set out in these agreements and understandings can
reasonably result in appropriate action being taken to ensure compliance with their content. I,
therefore, see no need to seek to condition each and every agreement and understanding.

There are two exceptions to this relating to a request by RPA and two Observers who
expressly wished conditions to be attached with any Railway Order following agreed draft
conditions being submitted to the Oral Hearing. These relate to agreements with Tempore
Ltd. in Swords and the Byrne Family at MetroPark.

I further note that RPA and the local authorities requested that no additional conditions be
attached to the Railway Order. Each of the agreements with the local authorities is
comprehensive and compliance with their content, subject to the specified revisions, will
result in improved environmental conditions.

There is, however, as a consequence of my considerations, a need for additional conditions.
This is due to the necessity for revisions to this scheme, to ensure that the development
complies with best international practice, and to ensure adequate protection of amenity is
achieved.

I recommend as follows:
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Having examined the draft order, the documents accompanying the application, the
Environmental Impact Statement, the written submissions, the submissions made to the oral
hearing, and my site inspection, I recommend that the Board make a Railway Order for the
following reasons and considerations, and subject to the amendments to the articles and
schedules to the draft order, and the conditions set out hereunder:

Reasons and Considerations
Having regard to:
(a)

National policy contained in the provisions of Transport 21 and the National
Development Plan 2007-2013,

(b)

Regional policy contained in the provisions of A Platform for Change – DTO
Strategy 2000-2016 and the Regional Planning Guidelines for the Greater Dublin
Area 2010-2022,

(c)

The provisions of the Fingal County Development Plan 2005-2011 and the Dublin
City Development Plan 2005-2011,

(d)

The draft order and documents submitted with the application, including the content
of the Environmental Impact Statement, and

(e)

The written and oral submissions made by the observers and the responses by the
applicant,

it is considered that the development of Metro North would be consistent with the proper
planning and sustainable development of the area.
Conditions

Environmental Mitigation

1.

The development shall be carried out in accordance with all mitigation measures
contained in the Environment Impact Statement and the Scheme Traffic Management
Plan except in accordance with the requirements of the conditions set out below.
Reason:

To limit the environmental impact of the development.

Environmental Risk Management
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2.

The Railway Procurement Agency shall remain responsible for overseeing, updating
and enforcing the environmental risk management programme throughout the
development of the scheme.
Reason:

In the interest of orderly development.

Revisions to the Scheme

3.

The following components of the proposed development shall not be developed in
accordance with the submitted Railway Order application drawings and details:
(a)
(b)
(c)
(d)
(e)

The depot, stop and strategic park & ride facility at Belinstown;
The disposal of waste material at Belinstown;
Northwood Stop;
DCU Stop; and
The southern escape core in St. Stephen’s Green.

Alternative proposals for the relocation and re-siting of these developments shall be
subject to further approval(s) in accordance with the following:

(i) The depot, stop and strategic park & ride facility at Belinstown shall be relocated
southwards and shall be developed in the vicinity of the Lissenhall Stop area closer to
the Lissenhall Interchange of the R132 and M1 motorway. Alternatively, this element
of the development shall be provided in the vicinity of the Dardistown Stop south of
Dublin Airport and close to the tie-in with the proposed Metro West light rail
development. In the event of the second option being pursued, a turn back facility for
LMVs shall be provided in the vicinity of the Lissenhall Stop area.
(ii) Any revised Northwood Stop shall be relocated to and developed on the west side of
the R108 and east of St. Margaret’s Road north of Ballymun. The route alignment in
this area shall otherwise be in accordance with the Railway Order application.
(iii)The DCU Stop shall be relocated to and developed at the north-west corner of Albert
College Park with a single entrance at the northern end of the stop close to the
junction with the entrance to DCU and Ballymun Road.
(iv)The southern escape core in St. Stephen’s Green shall be relocated and developed in
accordance with Option 3 (relocation to inside perimeter of St. Stephen’s Green West)
as set out in the report entitled “St. Stephen’s Green Escape Core Location Options
Report” by RPA submitted to the Oral Hearing on 3rd December, 2009 and in
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accordance with the requirements of Department of the Environment, Heritage and
Local Government and the Office of Public Works.
Furthermore, approval shall be sought for the disposal of all waste spoil generated by the
construction works to be disposed at alternative locations. Substantial waste spoil shall
not be disposed to lands in known floodplains and this shall include the Belinstown and
Lissenhall areas. Details on disposal of waste spoil to be submitted as part of the approval
for this revision shall include the following:

-

Location and description of destinations for waste spoil disposal, with estimates of
capacity to accommodate spoil at each destination,
Traffic routing and traffic management proposals to each disposal facility, and
Estimated volumes of waste material to be transported to each disposal facility.

Reason:

In the interest of maximising the strategic benefits accruing from this metro
scheme, to minimise flooding and archaeological impacts, to maximise the
potential catchment of the scheme, to minimise the need for additional support
infrastructure not provided for in the Railway Order application, to maximise
accessibility to the scheme, to protect residential amenity, and to minimise the
impact on a National Monument.

Restrictions on Deviations

4.

The vertical alignment south of Northwood Stop to Albert College Park shall be
developed by cut and cover. This section of the route shall not be developed by bored
tunnel without a prior approval for this alternative vertical alignment. In the event that
approval for the alternative alignment is sought, a further approval shall be sought for
Ballymun and DCU Stops to accommodate the revised scheme.

Reason:

In the interest of orderly development and to permit a comprehensive
understanding and assessment of the likely environmental impacts
arising from a bored tunnel option.
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Architectural Heritage

5.

Fusiliers Arch at the entrance to St. Stephen’s Green shall be relocated temporarily as
part of the utility diversion works for the construction period of the St. Stephen’s
Green Stop in accordance with the original proposal for the Arch submitted to An
Bord Pleanála and in accordance with the mitigation measures set out in the
Environmental Impact Statement.

Reason:

To adequately protect this important feature of architectural and
heritage merit.

Stop Design

6.

The detailed design of each of the new stations within the administrative area of
Fingal County Council shall be submitted to that planning authority for written
agreement. The detailed design of each of the new stations within the administrative
area of Dublin City Council shall be submitted to that planning authority for written
agreement. In default of any agreement, the matter may be referred to An Bord
Pleanála for determination.
Reason:

To provide for a high standard of structure design.

Settlement

Property Owners Protection Scheme

7.

(a) The Railway Procurement Agency shall remain responsible for the management and
operation of the Property Owners Protection Scheme throughout its life.
(b) As well as providing for impacts arising from ground settlement due to tunnelling
works and the construction of underground stations, the Property Owners Protection
Scheme shall be extended to cover other types of construction work, including deep

__________________________________________________________________________________
PL.06F.NA0003
An Bord Pleanala
Page 683 of 690

excavation, soil compaction, pile driving, temporary works and enabling/utility works.
Details of the revised scheme shall be submitted to Dublin City Council for written
agreement prior to the commencement of the utilities works. In default of any agreement,
the matter may be referred to An Bord Pleanála for determination.
(c)In the event that structural damage is noted to any structure while construction works
are in progress and this damage corresponds with Damage Category 2 or greater, the
contractor shall cease works at that location immediately and construction methods
and/or equipment shall be modified to avoid further damage.
(d)The Property Owners Protection Scheme shall provide for an intermediate building
inspection / survey to be carried out when damage corresponding to Damage Category 2
or greater is noted. The survey / inspection shall document the extent of damage and
appropriate mitigation shall be provided to eliminate further risk of damage, inclusive of
modification of construction methods.
(e) A scheme of risk assessment, building survey and monitoring similar to the Property
Owners Protection Scheme for residential properties shall be developed and
implemented for non-residential buildings. Details of this scheme shall be submitted
to Dublin City Council for written agreement prior to the commencement of the
utilities works. In default of any agreement, the matter may be referred to An Bord
Pleanála for determination.
Reason:

In the interest of orderly development, to minimise structural damage
to residential properties, and to make adequate provisions for nonresidential properties susceptible to structural damage from the
construction works.

Impact on Buildings and Structures of Architectural and Historical Merit
8.(a)Any impacts due to ground movement shall not exceed Category 1 – “very slight”
impact for all buildings that are protected structures along the alignment.
(b) A schedule of protected structures shall be automatically progressed to Stage 3
Assessment by the contractor. This schedule shall be agreed in writing with Dublin City
Council prior to the commencement of the main works and shall include - St. Stephen’s
Green Hibernian Club, Kildare Street and University Club, Gaeity Theatre, St. Teresa’
Church at Johnson’s Court, Regent House, Bank of Ireland College Green, Nos. 18-21,
23-25, 35-41 Westmoreland Street, O’Connell Bridge, the River Liffey Quay walls in the
vicinity of O’Connell Bridge, the General Post Office, Gate Theatre, Ambassador
Cinema, Nos. 1-6 and 9 Cavendish Row, and Nos. 4-14 Parnell Square East.
(c)The Stage 3 Assessments, along with detailed ground condition surveys, shall be
undertaken before the commencement of any main works in the vicinity of each structure.
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Appropriate mitigation to be applied shall be agreed in writing with the planning
authority.
(d) Monitoring of all scheduled buildings shall be undertaken and shall incorporate
special observation systems, including crack monitoring in walls and ceilings.

In default of agreement with the planning authority, the matters in dispute shall be
referred to An Bord Pleanála for determination.

Reason:

To protect structures of significant architectural, historic and heritage
value.

Vibration

9.

When assessing the effects of vibrations on buildings and their occupants to identify
environmental risks throughout the development of the scheme, the guideline values
in DIN 4150 (Parts 2 and 3) shall be applied in accordance with the concepts and
measurement procedures set out in the German Standard.

Reason:

10.

To apply rigorous, verifiable and accepted standards in order to
minimise environmental risks.

During the operational phase, groundborne noise at night time shall not exceed 35 dB
LAmax,S in residential areas.

Reason:

To protect residential amenity and to ensure the scheme complies with
best international standards.

Airborne Noise
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11.

All noise monitoring locations for the utilities and main construction works phases
shall be agreed in writing with the planning authorities prior to the commencement of
the utilities works. In default of agreement, the matters in dispute shall be referred to
An Bord Pleanála for determination.

Reason:

12.

To provide for an adequate system of airborne noise monitoring
throughout the construction works phase.

The construction airborne noise level criteria at the facades of the categories of noise
sensitive receptors, to include dwellings, schools, churches, theatres, cinemas, hotels,
and guesthouses, shall be agreed in writing with the planning authorities prior to the
commencement of the utilities works. In default of agreement, the matters in dispute
shall be referred to An Bord Pleanála for determination.

Reason:

To protect to the amenity of neighbouring properties.

13. (a) During the operational phase, the façade noise level at residential properties from all
combined permanent trackside / depot/ stop equipment, including electrical equipment
and any regular running ventilation fans which are on at night (2200-0700 hours),
shall not exceed the lower of 45 LAeq15Mins. or the lowest recurring ambient level
LA9015Min. during the night in urban and suburban areas, and the lower of 35
LAeq15Mins. or the lowest recurring night time ambient level LA9015Min. during the
night in quiet rural locations (i.e. north of Estuary Stop).
(b)Night noise shall be non-tonal and non-impulsive.
(c) The indoor LA90 increase due to fixed plant shall not exceed 3 dBA. Prior to the
commencement of the operational phase the relevant LA90 level shall be agreed with
the planning authority. In default of agreement, the matters in dispute shall be referred
to An Bord Pleanála for determination.

Reason:

To protect the amenity of neighbouring properties.

Traffic and Transportation
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14. In addition to the specified mitigation measures to be applied under the Scheme Traffic
Management Plan, the Metro North Traffic Forum shall provide mitigation measures for
construction traffic management for the following:

-

Leeson Street Lower,
St. Canice’s Road area, Ballymun
Bus lanes to operate over a 24 hour day along Ballymun Road,
A HGV management plan for Swords, and
Reducing impacts on the 33 and 33A bus services in Swords.

Reason:

To minimise traffic congestion arising from the main construction works.

15. Prior to commencement of operation of the park and ride facilities, and subject to
consultation with the National Roads Authority, a variable messaging system shall be
provided on the approach road networks to the facilities to inform users about the quantity
of car parking spaces available. Details shall be submitted to Fingal County Council for
written agreement and, in default of any agreement, the matter may be referred to An
Bord Pleanála for determination. Such variable messaging system shall be implemented
as part of the railway works.

Reason:

In the interest of traffic safety and convenience.

Water and Drainage

16.

Water supply and drainage arrangements, including disposal of surface water, shall
comply with the requirements of the planning authorities for such works and services
within their administrative areas. Such arrangements shall be implemented as part of
the railway works.

Reason:

In the interest of orderly development and the proper planning and
development of the area.
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Conditions arising from Agreements

Agreement between RPA and Tempore Ltd.

17.

In the event that a revised planning application is made pursuant to Planning
Permission Ref. PL 06F.232710 for planning permission for the development of that
portion of the Pavilions site in Swords adjacent to the junction of the Malahide Road
and the R132 and including the lands under Temporary Site Reference No. M1K-T4,
the proposed development shall include a new design and layout of the footbridge
comprising the ramps on the western side such that the proposed revised development
integrates with the proposed pedestrian bridge over the R132 at the edge of that site.

Reason:

In the interest of orderly development and to ensure adequate
integration of the Pavilions development with the Metro scheme.

Agreement between RPA and Byrne Family

18.(a)The design of the access road, bridge crossing (E) and roundabout from the R108 to
Ballystruan Lane as described in the First Schedule of the Draft Railway Order under
Work No.’s 18 to 27 (inclusive) as indicated on Plan No.’s MN RO 104 B-C, MN BR
104 B-C and MN RO 104 3-4 shall be modified as shown by Drawing Numbers ILTP
drawing 008 Rev 002 dated 9th January 2010 and ILTP Drawing 030 Rev 001 dated
13th January 2010 and Scott Wilson / TJOC drawings S101069_RO_S_004 Rev C
dated April 2009 and drawing S101069_RO_S_007 Rev B dated March 2009.

(b)The design of a metro line and metro bridge as described in the First Schedule of
the Draft Railway Order under Work No.’s 28 and 29 and as shown on Plan No.’s MN
RO 104 C-D and MN BR 104 C-D shall be modified as shown by Drawing Numbers
ILTP drawing 008 Rev 002 dated 9th January 2010 and Scott Wilson / TJOC drawing
S101069_RO_S_002 Rev B dated 13th February 2009 and drawing
S101069_RO_S_005 Rev B dated March 2009. These include a two-span underbridge, crossing A, at the northern end of the metro bridge that crosses the M50
motorway approximately 240 metres east of the M50 Ballymun Interchange.
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(c)The design and layout of a metro stop currently referred to as Dardistown as
described in the First Schedule of the Draft Railway Order under Work No. 18 and as
shown on Plan No.’s. MN RO 104 A-B, MN ST 104 A-B1 and MN ST 104 A-B2 shall be
modified as shown by ILTP Drawing Number 016A Rev 001 dated 4th January 2010 and
ILTP Drawing 030 Rev 001 dated 13th January 2010 to include a revised 3.5 metre wide
southern lateral platform serving the metro southbound line, as submitted to the oral
hearing on 11th day of January 2010. Unimpeded access shall be provided from this
metro stop and the southern platform to the Byrne family lands.

(d)The Schedule of Utilities contained in Item 2 Appendix D of the RPA's Response to
the Request for Further Information dated 1 October 2009 shall be modified to
incorporate ducting for such additional utilities crossing necessary to facilitate the
servicing of zoned lands at Dardistown at the general location as are shown in the
report of T.J. O'Connor & Associates submitted to the Oral Hearing on 11th January,
2010, the precise location to be agreed between the RPA and the property owner and
in accordance with the requirements of Fingal County Council.
(e)During the temporary occupation there shall be granted to the property owner, his
heirs and assigns, a Right of Way to pass and to repass by any means and for any
purpose at all times over and across the lands identified as M40-T1 on RPA Drawing
Number MN-P104 O-A along the route identified by green and purple markings on
the ILTP Drawing 020 Rev 001 and the said route shall cross the alignment of the
metro where the current crossing of the Turnapin stream is located. The precise route
of such may be varied from time to time by agreement between the parties and in
agreement with Fingal County Council.
(f)RPA shall provide farm access to the property owner along the maintenance road
running from the Southern Perimeter Road to their field to the east of the alignment.
Reason:

To facilitate adequate access to the lands in the vicinity of the
Dardistown Stop, to minimise severance of the lands at this location,
and to ensure the integration of the development with the future
development of the lands in the vicinity.

_____________________________
Kevin Moore
Senior Planning Inspector
October, 2010.
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