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Executive Summary
Introduction
Dublin City Business Improvement District trading as DublinTown, is pleased to make this submission on the
Fingal/North Dublin Transport Study (November 2014). DublinTown and its members are fully supportive of
investment in an improved public transport infrastructure for Dublin. While respecting the importance of
private car transport for a significant proportion of the shopping population, it must also be acknowledged that
almost 80% of people visiting Dublin City Centre use modes of transport other than the motor car. This
contrasts with competitor locations where almost 80% of customers use private car transport. It is therefore
in the interests of Dublin city centre businesses that the public transport network connecting the city to the
suburbs is continuously improved and made a more attractive option. International trends suggest that there
is a modal shift taking place with walking, cycling and public transport becoming more popular.
The purpose of the report is to provide an informed town planning and engineering analysis to review the
NTA’s Fingal / North Dublin Transport study. This report will reaffirm DublinTown’s welcoming of continued
investment in public transport provision, and identify preferred options which will serve the city’s needs best in
the medium and long term.
DublinTown has a mandate to develop and promote the economic advancement of Dublin City Centre. It
works on behalf of the 2,500 businesses in the central city area to create an attractive, welcoming, vibrant and
economically successful destination. The contribution of the businesses in this area to the exchequer is to the
order of €1Bn. per annum. DublinTown has developed a number of initiatives to create an inviting city.
Research conducted by Millward Browne on behalf of DublinTown shows that the majority of Dubliners
believe that the city centre experience has improved in the past 5 years but there is still much to be achieved.
Analysis of Transport Route Options
The primary objective of the Fingal/North Dublin Transport Study is to determine the optimum long term
public transport solution to connect Dublin City Centre, Dublin Airport and Swords. A list of potential public
transport schemes for the north Dublin area have been developed and have been subject to a sketch appraisal.
The list of 25 schemes include 10 Heavy Rail options, eight Light Rail options, five BRT options and two final
options combining different transport modes. The schemes are analysed in terms of their route choice, total
catchment, journey times, capital costs, level of integration and environmental constraints.
The Fingal/North Dublin Transport Study identified six schemes for further analysis and appraisal. These six
schemes include HR2 a Clongriffin to Swords heavy rail spur; HR8 a Swords/Maynooth/City Centre heavy rail
line, LR3 a light rail from Swords to Cabra; LR7 an optimised Metro Nort;, BRT5 a combination of bus rapid
transit lines; C1 a Swords/Cabra light rail with a Clongriffin heavy rail spur.
In this submission we have added two further schemes for consideration. These two schemes are LR6 the
original Metro North scheme and HR10 a heavy rail line from Malahide to Heuston via Swords.
From this list of transport schemes, three options have been identified in this submission as best fulfilling the
project objective and which are in the best interest of DublinTown’s members. The optimum scheme has been
identified as the original Metro North LR6, which provides the fastest journey times, largest catchment and
highest capacities. However it is acknowledged that Metro North is also the most expensive scheme option.
A cheaper alternative is the HR2 Clongriffin to Swords heavy rail spur, which provides good catchment and
journey times at a lower cost. A concern with HR2 is that, in its current form, it will put an over reliance on
the eastern Dart/Train line. To enable this to be put forward as a viable long term solution, further assessment
of the requirements for increased capacity on the Dublin/Belfast line (i.e. increasing the number of lines) is
required. Maximising the potential of this option may also require further consideration of the DART
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Underground. Option C1, a combination of the Cabra light rail line and Clongriffin heavy rail spur, is also
considered a viable option. C1 scored well across the board with good catchment, journey times and
capacities at a moderate cost.
It is noted that both HR2 and C, in their current form, will not be sufficient to meet the future demand for
public transport in north Dublin. In order to ensure the long term success of both HR2 and C1, both options
would require additional dedicated infrastructure, or to be combined with other light rail and BRT transport
schemes. Overall Metro North is considered the most preferable long term public transport solution to
connect Dublin City Centre, Dublin Airport and Swords.
Dublin City Centre - Vision and Policy
The draft National Transport Authority (NTA) transport strategy for the Greater Dublin Area (April 2012)
highlights the demographic and economic growth, driving the need for new infrastructure. It further identifies
the importance of public transport in addressing that demand. In particular the strategy report indicates that
Metro North is “a key project of the Strategy” and along with Dart Underground are “the two most significant
public transport projects proposed in the Strategy.” It notes that the population of the Greater Dublin Area grew
by 19% in the ten year period between 1996 and 2006 and 8.3% between 2006 and 2011. Employment grew by
40% between 1996 and 2006. Both population and employment are expected to grow by 39% in the period
from 2006 to 2030.
DublinTown fully supports the core objective of the Fingal/North Dublin Study to identify the optimum longterm public transport solutions to connect Dublin City Centre, Dublin Airport and Swords. Our view is that
the social and economic needs of the capital must remain key to the decision making process. It is our view
that selecting the right transport options will enhance economic activity, creating additional revenues to pay
for the required infrastructure. There is a fear that we may select options which, while appearing cheaper in
the short term, will in fact damage current activity and/or inhibit further economic expansion which will in turn
limit revenue growth. This is true in terms of attracting domestic customers, tourists and also Foreign Direct
Investment, which is increasingly being influenced by the quality of life that a city offers the workforce of the
investing company.
DublinTown fully supports the NTA’s detailed review of the transport options for the city, and in particular
the consideration of alternatives and variants to established ideas. However, we are extremely concerned with
the timescale for infrastructure delivery. To suggest 2035 as a target for schemes that are needed at present is
unacceptable for Dublin businesses competing in a global environment.
Benchmarking investment in public transport
The capital costs associated with the public transport route options, and the importance of linking the city
centre to Dublin Airport and the northern suburbs, befit consideration on a broader scale. This investment
will determine Dublin’s performance as a city in which to live, visit and do business. The Global Financial
Centres Index ranked Dublin 70th place out of a total of 83 as a financial centre, well below the 10th position
it enjoyed five years ago.
The European Green City Index measures the environmental performance of 30 leading European cities.
Dublin is ranked 21st overall in the most recent index. While Dublin does well in indicators such as Air
Quality and Water, it is ranked last in terms of Transport. An EU study on sustainable urban mobility highlights
that Ireland and the Dublin Region in particular perform poorly in terms of urban displacement and sprawl.
Conclusion
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The research and analysis clearly indicated the importance of finding an optimum long term public transport
solution to connect Dublin City Centre, Dublin Airport and Swords. Not only will increased investment in
public transport benefit the residents of the northern suburbs on a local scale, but it will also benefit Dublin
city on an international scale. A review of the schemes presented in the Fingal / North Dublin Transport Study
include light rail, heavy rail and BRT transport options. The HR2 Swords, Dublin Airport to Clongriffin heavy
rail spur and the C1 Swords Luas combination with Clongriffin rail spur are both worthy, cost effective,
interim public transport solutions. However the goal of the transport study clearly indicated the importance of
finding the optimum long term public transport solution. It is our view that the fully operational Metro North
is the best long term solution for Dublin on both a local and international scale.
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1.

Introduction
Dublin City Business Improvement District trading as DublinTown is pleased to make this submission
on the Fingal/North Dublin Transport Study (November 2016). DublinTown and its members are fully
supportive of investment in an improved public transport infrastructure for Dublin. While respecting
the importance of private car transport for a significant proportion of the shopping population it must
also be acknowledged that almost 80% of people visiting Dublin City Centre use modes of transport
other than the motor car. This contrasts with competitor locations where almost 80% of customers
use private car transport. It is therefore, in the interests of Dublin city centre businesses that the
public transport network connecting the city to the suburbs is continuously improved and made a more
attractive option for the general public. International trends suggest that there is a modal shift taking
place with walking, cycling and public transport becoming more popular.
DublinTown fully acknowledges the considered work undertaken by the NTA and its consultants in this
regard. It is DublinTown’s position that we need to ensure the optimum transport solution can be
achieved, and that the preferred route reflects the needs of Dublin’s citizens and its businesses
community. This requires a recognition of both the legacy of under-investment in public transport in
Dublin, and the urgency to provide substantial investment in the short-term.
DublinTown has a mandate to develop and promote the economic advancement of Dublin City Centre.
It works on behalf of the 2,500 businesses in the central city area to create an attractive, welcoming,
vibrant and economically sustainable environment in Dublin City Centre. The contribution of the
businesses in this area to the exchequer is to the order of €1Bn. per annum. The goal is to position
Dublin City Centre as the location of choice for retail, leisure and business activity. DublinTown has
developed a number of initiatives to create an inviting city, to ensure a safe and secure city and has
developed a marketing and communications plan to promote the city centre to Dubliners and visitors
alike. A recent survey conducted by Millward Browne, on behalf of DublinTown, confirmed that
Dubliners believe that the city centre experience has improved over the past 5 years but there is clearly
more to do to ensure that Dublin can compete successfully on the international stage.

1.1 Fingal/North Dublin Transport Study Overview
The stated aim of the NTA report is to identify the optimum long term public transport solutions to
connect Dublin City Centre, Dublin Airport and Swords. The study area for the project covers these
three areas, including a large proportion of the Fingal and Dublin City local authority catchments.
The Swords - Dublin City Centre proposal emerged from the draft National Transport Authority
(NTA) transport strategy for the Greater Dublin Area (April 2012). This transport strategy maintains
that DART Underground and Metro North are medium term priority objectives to be delivered
between 2017 and 2026. However, it is clear that budgetary constraints are impacting on this delivery
programme, and that BRT has emerged as a potential short-term response to improve public transport
services on the Swords/Airport – City Centre corridor in a relatively short timescale.

1.2 Purpose
This submission report has been prepared on behalf of DublinTown by JB Barry Consulting Engineers,
and McCutcheon Halley Walsh Charted Planning Consultants. The purpose of the report is to provide
an informed town planning and engineering analysis to review the National Transport Authority’s study.
The report will reaffirm DublinTown’s welcoming of continued investment in public transport provision,
and identify preferred options which will in the medium and long term serve the city’s needs best. The
report will highlight the pressing need to address a long-term legacy of transport under provision in the
Dublin Region that undermines the city’s economic performance. Key indicators are beginning to
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identify a decline in Dublin’s international competitiveness. It is clearly essential that we build on our
strengths and address our competitive disadvantages.
The overall aim of the transport proposals are to link north Dublin and the airport with the city centre.
It is therefore vital that we consider what the city will look like in 2030, together with its roles and
functions. This report will highlight particular concerns for DublinTown that the city needs a world
class transport system to be a world class city. We will benchmark the levels of investment referred to
in the NTA report against international standards, and consider the risk of under-investment, and
interim solutions becoming our long-term infrastructure.

1.3 Key Drivers
The draft National Transport Authority (NTA) strategy for the Greater Dublin Area (April 2012)
highlights the demographic and economic context for the transport proposals, and the importance of
public transport in addressing that demand.


It notes that the population of the Greater Dublin Area grew by 19% in the ten year period between
1996 and 2006 and 8.3% between 2006 and 2011. Employment grew by 40% between 1996 and 2006.
Both population and employment are expected to grow by 39% in the period from 2006 to 2030.



Whereas job growth has taken place in the hinterland, most employment is still located within the
metropolitan area of Dublin, with ofﬁce based jobs particularly focused in or close to the city centre.
Forecasts up to 2030 assume the large majority of GDA jobs (85%) will continue to be located in the
metropolitan area, with a particularly strong growth in jobs anticipated in the Dublin city centre.



Currently, DublinTown’s footfall cameras record an average daily footfall in the region of 330,000.
Over the next ten years or so, an additional 40,000 to 50,000 additional people will travel into the
city centre each morning – an increase of about a quarter over current numbers.



The city will not be able to accommodate that number of additional commuters travelling by car they will mainly have to be accommodated on public transport. The city has approximately 10,000
public car parking spaces and it is unlikely that we will see a growth in this number. Therefore, in
order to develop the customer base for both retailers and the hospitality industries we need to
consider how our public transport infrastructure can be made more attractive to our local population
and how we can adapt it to better meet their developing needs.



A number of our key bus corridors, such as the Swords to City Centre route will reach capacity
over the next few years.



Potential options include a long term rail solution such as Metro North, or more short term BRT
type services which have about 50% more capacity than a conventional bus service;

In this submission, we will highlight other key drivers, such as Dublin’s falling levels in international indices.
These factors undermine Dublin’s potential to reach its full potential and the work undertaken by DublinTown
to assist the city in attracting domestic and international customers.
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2.

Analysis of Transport Route Options

2.1 Introduction
The main purpose of the Fingal/North Dublin Transport Study is to determine and analyse the optimum
long term public transport solutions to connect Dublin City Centre, Dublin Airport and Swords.
The first stage of the transport study was the strategic context, including a policy review, the current
context combined with a review of future demand and a gap analysis. Following this review, numerous
stakeholder consultations were undertaken in order to understand the various public transport
schemes previously proposed for the study area. An identification of additional schemes presented by
Aecom was also undertaken. In conclusion, a long list of potential public transport schemes for the
study area was developed and were subject to a sketch appraisal in the transport study.
In total, 25 public transport scheme options were included for sketch appraisal, including:





10 Heavy Rail options
8 Light Rail options
5 BRT options
2 options combining different transport modes

The Study Report gave a brief summary of each scheme and analysed the considerations, impacts and
issues relating to each. After the review of each scheme, a preliminary appraisal was undertaken to
select a representative set of options which cover all potential approaches to fulfilling the identified
project need. On this basis, just six of the 25 options suggested were put forward for further
investigation.
Section 2.2 of this submission will review the six options proposed (section 2.2.1 - 2.2.6). Additionally,
section 2.2 will review a further two options which were discounted in the scheme appraisals (section
2.2.7 - 2.2.8). These options are considered by us to have merit. For this analysis, the schemes will be
examined, with the positives and negatives of each evaluated. Following the analysis of the eight total
options, section 2.3 of the report will take a further look at the top three preferred options which best
meet the desired purpose.

2.2 Review of options and routes presented by NTA
2.2.1 HR2
HR2 is a heavy rail spur from Clongriffin to the airport and Swords. This heavy rail option, proposed by
Irish Rail, is an extension of a 7.5km spur almost directly west from the existing DART line at
Clongriffin Station to Dublin Airport. The proposed extension will continue railway services to Swords.
Figure 2.1 is a map indicating the rough layout of the proposed scheme.
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Figure 2.1: HR3 Proposed Route (Source: NTA: Fingal /North Dublin Transport Study)
One of the drawbacks of this route addressed in the Transport Study was that “it does not serve an
extensive new catchment area as there is little residential development between Clongriffin and the Airport”.
However the most recent Dublin city development plan 2016-2022, sets out to focus on the
regeneration and development of key developing areas. This includes the North Fringe Development of
Clongriffin & Belmayne. Development in these areas will increase potential population/catchment.
Another issue raised for this route was the “Complexity in providing a turning movement for the rail line at
the airport, north to Swords.” An idea was proposed of providing two interconnecting lines at Dublin
Airport. However a turning movement at the airport connecting the two lines can be incorporated into
the detailed design of the scheme. Consultation with the Dublin Airport Authority before a detailed
appraisal of the route and constraints should be undertaken. With DAA approval a tunnel under the
airport would facilitate a “clean sweep” through the site allowing for a faster, more effective level of
service, making it far more attractive to commuters.
One of the major benefits of this heavy rail scheme is the potential interchange at the Clongriffin spur.
This interchange would allow Dublin Airport/Swords commuters to choose between continuing south
to the city centre or travelling north towards Drogheda/Dundalk and Northern Ireland. However, a
major concern with this option is that it will put an over reliance on the eastern Dart/Train line. The
Transport Study suggests that the DART currently operates at 6-8 trains an hour each direction at peak
times, with room to operate at a maximum of 20 trains each direction every hour. This increase would
partially relieve the problem of overcrowding on the line. HR2 appears to be a relatively low cost
option compared to other heavy rail options, providing a high quality public transport link from the city
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centre to Dublin Airport and Swords. However, the Dublin/Belfast rail line may need to be widened to
accommodate additional future Irish Rail requirements. This impact requires further assessment.

2.2.2 HR8
HR8 is a new heavy rail line from the Maynooth Line to the airport and Swords via a tunnel under
Glasnevin. This railway line is 12.6km in length linking the Western Irish Rail Line at Drumcondra to
Dublin Airport and Swords. Figure 2.2 is a map indicating the rough layout of the proposed scheme.

Figure 2.2: HR8 Proposed Route (Source: NTA: Fingal /North Dublin Transport Study)
This scheme offers a public transport system of a high quality and high capacity service. The scheme
travels through a lot of northern suburbs, including Dublin Airport and Swords. This creates a large
potential population catchment. The scheme also will have one of the fastest possible journey times of
all potential schemes to Connolly station.
The scheme will be dependent on the successful completion of the Dart underground to allow efficient
circulation around the city centre. HR2 may put an over reliance on the eastern Dart/Train line, while
HR8 may put an over reliance on the Western Rail Line. A significant factor relating to the viability of
the scheme is the proposed cost, “The cost of this option would be high in comparison with others due to the
amount of tunnelling required.” Despite it being one of the most expensive schemes, it still provides the
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best journey times and catchment areas. As this will be a long term investment, supporting the growing
demand for public transport north of the city, the return on investment will be evident in the future.
Overall this scheme is similar to Metro North and the optimised Metro North. Despite having similar
journey times, the Maynooth heavy rail line serves a much smaller population catchment catering for far
less people. This is due to having far less stops than Metro North. The scheme is also dependent on the
DART underground and current train service from Connolly to Maynooth. This may lead to capacity
problems on this line in the future. Due to these shortfalls and only being marginally cheaper that Metro
North, it will not be considered a viable alternative. In contrast to metro North, the HR8 heavy rail
line would require planning and statutory approvals, resulting in a longer delivery programme and
additional costs.

2.2.3 LR3
LR3 is a light rail scheme connected to the Luas Cross City from Cabra to the airport and Swords via a
tunnel under Glasnevin (Luas D2). The route is considered likely to be the optimum solution of the 3
different options connected to the Luas Cross City currently under development by the Railway
Procurement Agency (RPA). The total length of this light rail option is 13.5km, of which 11.4km is atgrade and the remaining 2.1km is tunnelled, with twelve new stations. The route follows a similar
alignment to the proposed Metro North. Figure 2.3 is a map indicating the rough layout of the
proposed scheme.

Figure 2.3: LR3 Proposed Route (Source: NTA: Fingal /North Dublin Transport Study)
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The scheme travels through high density areas which creates a good potential population catchment.
The benefits of this scheme over other alternative Cabra light rail options is that it offers a more
segregated service, which equates to faster journey times.
As noted in the transport study, “LR3 through Glasnevin is the most expensive of the three proposed options
as it requires tunnelling however the impact of traffic is likely to be significantly less than the other two options.”
As with some of the other schemes, it is expensive but as it offers the highest quality of service, the
return on investment will be evident in the long term.
An issue with the above sketch is that the Dublin Airport stop is a large distance away from the airport
itself. The integration with Dublin Airport will need to be looked at in further detail to allow a smooth,
efficient service at this pinch point. The biggest concern with the light rail options and reduced heavy
rail options is that they will not meet future demand for public transport. The likelihood is that in the
future, demand for light rails/BRTs will far exceed their capacity. These transport schemes offer interim
solutions, rather than the long term solutions required in the transport study objective. In order for
light rail schemes to work and meet the long term demand, they should be considered as a combination
with other public transport schemes.

2.2.4 LR7
LR7 is an optimised Metro North transport scheme. This scheme has been proposed by the RPA as a
revised version of Metro North with a number of amendments made to the scope of the project to
reduce capital costs. Figure 2.4 is a map indicating the rough layout of the proposed scheme.
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Figure 2.4: LR7 Proposed Route (Source: NTA: Fingal /North Dublin Transport Study)
This scheme has many benefits. It has the highest potential population catchment and a very large
potential capacity (passengers per direction per hour). The scheme also integrates very well with land
use and transport policy. However, a revised Metro North scheme would require planning and
statutory approvals which may elongate the delivery programme.
A number of cost cutting measures have been made from the original Metro North scheme; fewer and
smaller stations, reduced rolling stock, and vertical alignment changes. However these cost cutting
measures have been incorporated at the cost of a reduced level of service. These changes have led to a
smaller catchment area due to fewer stations, slower journey times as less of the scheme is now
tunnelled and a reduction of potential capacities. The revised long term patronage forecasts for Metro
North are estimated to be no more than 12,000 passengers per direction per hour (ppdph), this
compares unfavourably with the original estimations of Metro North which were in the order of 20,000
ppdph for 2030. Further research into the patronage forecasts is needed in order to get more accurate
figures.
These measures will give a saving of €461m in comparison with the original Metro North proposal.
When looking at a €2.5 billion investment, this saving may not be worth the compromised level of
service. Further analysis is required to establish the projected cost benefit ratio of the amended scheme
and thus fully assess its viability.
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2.2.5 BRT5
BRT 5 is a combination of a number of proposed Bus Rapid Transit services. This scheme combines
BRT2 (Clongriffin to Airport), BRT3 (City Centre to Airport via Ballymun) and BRT4 (Docklands to
Swords via Port Tunnel) to provide an additional 32.7km of BRT lane provision. It will be an additional
service to the proposed Swords to City Centre BRT corridor, significantly increasing the destinations
served by the proposed Swiftway BRT system. Figure 2.5 is a map indicating the rough layout of the
proposed scheme.

Figure 2.5: BRT5 Proposed Route (Source: NTA: Fingal /North Dublin Transport Study)
The main benefit of this BRT system is the very large catchment area it will cover. It also comes at a
fraction of the cost of other light/heavy rail alternatives (€250-330 million). It will also provide a direct
route to Dublin Airport from; Swords, Clongriffin, Heuston Station and the Docklands. This allows the
BRT to have a good interconnection with various other transport nodes.
One of the largest concerns with this scheme is the level of segregation which will be afforded to the
BRT on the route. Complete segregation from other traffic will allow a fast service, whereas
compromising the level of segregation will result in a poorer level of service. The BRT also proposes a
moderate capacity of 4,500 ppdph on each individual route, which is quite optimistic considering the
original Swords to City Centre BRT has a capacity of 3,600 ppdph. A capacity of 3,600 ppdph equates
to an already optimistic headway of 120 seconds, whereas a 4,500 ppdph equates to a headway of 96
seconds or a larger vehicle at 120 seconds headway. The demand on the proposed BRT section (5,00016,000 ppdph in some areas) greatly exceeds the capacity that can be provided by a BRT solution.

Submission on Fingal/North Dublin Transport Study

14

January 2015

Overall BRT5 does not meet the needs for public transport north of the city. A BRT will be a good
short term service but similar to LR3, the biggest concern is that they will not meet the future demand
for public transport. These transport schemes offer interim solutions, rather than long term solutions
as desired in the transport study objective. In order for a BRT scheme to work and meet the long term
demand, they need to be considered in combination with other public transport schemes. BRT services
are a good investment if they are designed to allow future conversion into a light rail system when the
demand exceeds the supply.

2.2.6 C1
C1 is a combination of the HR1 spur from Clongriffin to the airport with the LR3 light rail from Cabra
to the airport and on to Swords. HR1 is a 7.5km spur almost directly west from the existing DART line
at Clongriffin Station to Dublin Airport. LR3 is a 13.5 km generally segregated and partially tunnelled
light rail system traveling from Cabra to Ballymun to Dublin Airport and Swords. Figure 2.6 is a map
indicating the rough layout of the proposed scheme.

Figure 2.6: BRT5 Proposed Route (Source: NTA: Fingal /North Dublin Transport Study)
The benefit of this option is that it provides the people of Swords with direct access to the city centre
via Luas. It also provides two direct links to the airport via light or heavy rail. This combination
overcomes the initial problem of HR1 not connecting Swords to the City Centre.
This combination will also service a good catchment area and the segregation given to the Luas line will
help reduce the journey times. The scheme will work out more expensive than many of the light rail
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and BRT alternatives (€0.8-1.3 billion), however it is a much cheaper option than the Metro North
scheme (€2.5 billion). Although this scheme does not have the highest catchment area or fastest
journey times, its relatively average cost means that it scores very well. The scheme could be further
combined with other light rail and BRT services to increase capacities making it a more desirable
option.

2.2.7 LR6
LR6 is the original Metro North Scheme as proposed by the RPA and approved by An Bord Pleanála in
2010. Metro North was proposed for development as part of the Transport 21 in 2005 as a long term
solution to the increasing demand on public transport in north Dublin. However, despite getting
planning permission in 2010, the scheme was deferred in 2011 due to financial constraints. The scheme
is estimated to cost in region of €2.5bn. This scheme was not proposed for further consideration in the
Fingal/ North Dublin Transport Study due to its high costs and the optimised Metro North in section
2.2.4 was proposed instead. Figure 2.7 is a map indicating the rough layout of the proposed scheme.

Figure 2.7: BRT5 Proposed Route (Source: NTA: Fingal /North Dublin Transport Study)
We believe the Metro North scheme is the optimum solution. Unlike any of the other public transport
schemes in the study, the major benefits of this scheme is that it has already been through the planning
and statutory approvals process and is therefore significantly closer to any of the alternatives to being
‘shovel ready’. The scheme has the highest potential population catchment and the highest potential
capacity (8,000 - 20,000 ppdph). The scheme also integrates very well with land use and transport
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policy. Metro North also provides the fastest journey times from Swords to the city centre at 25
minutes which is twice as fast as many of the light/heavy rail alternatives.
One of the biggest problems associated with Metro North is the large costs involved. With capital costs
in excess of €2.5 billion, it far exceeds the costs of alternative schemes. Despite the high costs of the
scheme, it is still the best service available. It will be important to invest heavily in large scale public
transport schemes in the short term in order to recuperate the benefits in the long term.

2.2.8 HR10
HR10 is a Metro Dublin railway system, which includes a proposal for a new metro system that includes
an extended DART Underground/Expansion. This scheme was not proposed for further consideration
in the Fingal/North Dublin Transport Study due to its technical unfeasibility. The system is 53
kilometres in length with various different lines connecting Adamstown, Blanchardstown and Malahide
to the city centre. For this particular study we will focus on the Malahide to Swords/Airport to
Heuston line. This section will be 22km in length, with 10.8km as a single bore tunnel and 11km atgrade. Figure 2.8 is a map indicating the rough layout of the proposed scheme.

Figure 2.8: BRT5 Proposed Route (Source: NTA: Fingal /North Dublin Transport Study)
As with Metro North, the Dublin Metro will have one of the highest potential population catchments
and one of the highest potential capacities. The scheme will integrate very well with the Irish rail
network, allowing interconnections at many stations. Dublin Metro will also provide one of the fastest
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journey times from Swords to the city centre. The scheme will be heavily reliant on the Dart
Underground to further connect Heuston station to the rest of the city. The scheme is slightly cheaper
than Metro North and still offers many of the same benefits.
The main problem with this option is that no detailed drawings of the scheme have been provided
which makes it difficult to validate the technical feasibility. The biggest concern is the route alignment at
Heuston Station, St. James Hospital and the Phoenix Park tunnel. The scheme has been rejected based
on this unclear technical feasibility. This has led to difficulties in determining the exact price of the
project. It is estimated that the scheme will service large catchment areas and have good journey times
to the city centre if connected with the DART Underground. The scheme fulfils the study objective of
finding the long-term public transport solution to connect Dublin City Centre, Dublin Airport and
Swords and is considered a possible candidate for further consideration.

2.3 Dublin Town’s preferred option
This section of the report will take a further look at the top three preferred options which, in the
opinion of Dublin Town, best meet the desired purpose. These preferred options were chosen based
on the research and facts displayed in the Fingal/North Dublin Transport Study. The three options
chosen are; the cost effective HR2 scheme, the most efficient (albeit expensive) long term solution LR6
scheme and combination CI scheme.

2.3.1 HR2: Clongriffin/Swords Heavy Rail Spur
HR2, a heavy rail spur from Clongriffin to the airport and Swords is a cost effective, efficient public
transport scheme for the North of Dublin. The scheme fulfils the original project purpose of identifying
the public transport solution to connect Dublin City Centre, Dublin Airport and Swords. However it is
clear that HR2, in its present form, is a short to medium term solution. The scheme would support the
current demand for public transport, in Swords and Dublin Airport. Yet, as the population of Swords is
expected to rise and further residential development is anticipated north of the city centre, HR2 may
not be enough beyond 2030. For the long term HR2 would have to be brought forward as a
combination along with other BRT and heavy/light rail options.
From the perspective of DublinTown, the HR2 spur allows for an efficient rail route to the city centre
via an interchange at Clongriffin station. This spur also gives Dublin Airport commuters a choice to
travel north at Clongriffin station. The successful completion of Dart Underground is critical to the
success of HR2, which will then link Connolly Station to different parts of the city including St Stephens
Green and Heuston Station.
The journey time of 44 minutes from Swords to the city centre also compares favourably to several
alternatives, but not all. The scheme has a moderate cost of €600-790 million which is far cheaper than
the other rail alternatives with similar journey times. As mentioned in section 2.2, there are concerns
over the exact alignments and movements of the system. In order to ensure the most efficient system,
more detailed investigation into the route is needed. Despite meeting the project objective of servicing
Swords and the Airport, it does miss out on locations such as Santry, Ballymun and Drumcondra.
In terms of a cost benefit analysis, it scores very highly due to its moderate costs. In conclusion, HR2
meets the project objective linking Swords to Dublin Airport and Dublin city centre. However, the
main concern is that it puts an over reliance on the eastern Dart line. There is room to increase the
service on the Dublin/Belfast rail line by adding more trains. It may prove necessary to widen this line to
accommodate the additional trains and maintain a satisfactory level of service. A more detailed look at
the scheme is recommended to understand the feasibility of these requirements as well as their financial
implications.
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2.3.2 LR6: Metro North
LR6 is the original Metro North Scheme as proposed by the RPA and approved by An Bord Pleanála in
2010. The scheme has the highest rating in many different criteria including catchment population,
journey times and meeting the project objective. The scheme services both Swords and the airport, and
also facilitates Ballymun, Drumcondra and other locations within the city centre. However the major
stumbling block to Metro North is the large costs associated with the project. After being granted
planning permission in 2010, the scheme was dropped in 2011 due to budgetary constraints. Despite
the high costs, LR6 is still regarded by us as the best long term solution.
It is evident that of all the proposed schemes, LR6 Metro North best matches the long term
requirements of providing quick and reliable access between Swords, the Airport and population
centres on the north side of the city. From the perspective of DublinTown, it is the fastest, most
effective transport scheme to get large quantities of commuters into the city centre. The scheme has
successfully navigated all the planning and statutory requirements, and therefore has a significantly
shorter lead time in comparison to all other alternatives. In order to meet the same capacities and
catchments as Metro North, some of the other preferred options are required to combine together
which will increase their overall capital costs.

2.3.3 C1: Cabra/Swords Light Rail and Clongriffin Rail Spur
C1 is a combination of the HR1 spur from Clongriffin to the airport with the LR3 light rail from Cabra
to the airport and on to Swords. This scheme includes many of the benefits associated with HR2 by
connecting Dublin Airport to the city centre with an efficient rail route to the city centre via an
interchange at Clongriffin station. This spur also gives Dublin Airport commuters a choice to travel
north at Clongriffin station. Furthermore, the scheme provides an efficient public transport option into
the city centre for the commuters of Swords, Santry and Ballymun. Servicing these areas allows for a
large catchment area, greater than many light/heavy rail alternatives.
The C1 combination fulfils the project objective of finding the optimum long term public transport
solution to connect Dublin City Centre, Dublin Airport and Swords. The scheme does not have better
journey times or larger catchment areas than Metro North, however it comes at a far lower cost. At a
cost of €0.8 - 1.3 billion, it is roughly two and a half times cheaper than Metro North. Due to the
success of the light rail Luas systems in other parts of the city, it is likely that the Cabra/Swords light rail
will be just as successful. As large portions of this light rail line are either tunnelled or segregated, it will
provide better journey times and far less impact on traffic compared to alternative schemes. The rail
lines can be integrated with the proposed BRT lines which travel in the same road space around Swords
and Dublin Airport.
In summary the CI combination is a far cheaper alternative to Metro North. It does not provide the
same level of service as Metro North but is of far better quality than other BRT/rail alternatives. It
provides an efficient public transport option into the city centre for Dublin Airport and the population
of North Dublin. It is a viable medium to long term solution to the Fingal/North Dublin public transport
situation.

2.3.4 Summary
A summary of the three route options is shown below in the form of a scoring table. This appraisal
system differs from the appraisal system shown in the transport study by giving each scheme a rating
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rather than a colour code for each criterion. This system also introduces ‘maximum capacity’ as a
scoring criterion. Each scheme was given a score from 0 to 10 for each criterion. The scores were
based on the facts shown in the transport study. When further consultation with stakeholders is
undertaken, a weighting system should be applied to each criterion. Scheme capacity, catchment area
and journey times should be appropriately weighted. The BRT5 transport scheme and the optimised
Metro North have been given a score for comparison.
The criteria and ratings used in this section are a brief summary of what was presented in the early
stages of scheme appraisals from the transport study. A more detailed investigation into each scheme
will provide a more comprehensive rating. Other considerations such as planning permission, scheme
feasibility, possibilities for expansion and scheme reliability should be similarly assessed.
The summary indicates that the LR6 Metro North option gains the highest score as it performs well on
total catchment and capacity. Although the BRT has a high total score, it falls down on maximum
capacity which indicates that although it offers a moderate short term option, it does not meet future
anticipated demand. A full breakdown of the scoring system for each criterion is contained in Appendix
A. An overview of the final scores for the four schemes;





HR2: Clongriffin/Swords Heavy Rail Spur - 41
LR6: Metro North - 48
C1: Cabra/Swords Light Rail and Clongriffin Rail Spur - 41
BRT5: Bus Rapid Transit Combination - 40
HR2: Clongriffin/Swords Heavy Rail Spur

Criteria-

Total
Catchment

Journey
Times

Costs

Integration

Environmental
Constraints

Maximum
Capacity

Score
(0-10)-

6

6

7

6

6

10

Total Score = 41

LR6: Metro North
Criteria-

Total
Catchment

Journey
Times

Costs

Integration

Environmental
Constraints

Maximum
Capacity

Score
(0-10)-

10

10

4

8

6

10

Submission on Fingal/North Dublin Transport Study

20

January 2015

Total Score = 48

C1: Cabra/Swords Light Rail and Clongriffin Rail Spur

Criteria-

Total
Catchment

Journey
Times

Costs

Integration

Environmental
Constraints

Maximum
Capacity

Score
(0-10)-

6

6

7

8

6

8

Total Score = 41

BRT5: Bus Rapid Transit Combination
Criteria-

Total
Catchment

Journey
Times

Costs

Integration

Environmental
Constraints

Maximum
Capacity

Score
(0-10)-

5

8

8

8

10

1

Total Score = 40

3.

Dublin City Centre 2030
The Fingal/ North Dublin Transport Study provides a comprehensive review of the transport options
for linking the city with the airport and northern suburbs.
However, while the study considers the long-term 2030-2035 as an acceptable timeframe, our
competitor cities are already significantly ahead in terms of transport options and efficiency and we
anticipate that they will invest in further improvements before 2030. We must also acknowledge that in
China alone entire new cities are being planned and delivered well within the timeframes discussed in
this report. If we are to compete we have to have a transport system that matches our ambition within
the next 5 to 10 years. We cannot wait for 20 years for our present difficulties to be addressed.
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In this section, we therefore provide some brief examples of urban developments and compare Dublin’s
performance against our competitor cities.

3.1 Investing in city centre growth
Three quarters of the world’s population will live in cities by 2050. This unprecedented growth in
urban centres brings a host of new challenges and a pressing need to optimise efficiencies across
sectors (e.g. water, waste, energy and transportation). By 2025, an estimated 250 million people will
migrate from rural to urban environments across China, many into cities that currently don’t exist. 1
Dublin, as part of an open economy in a Europe without frontiers, will be impacted by these
developments. We need to improve our competitive position in order to thrive and prosper.
Cities are in constant state of change. Even during economic depressions, they demonstrate a level of
resilience and innovation. City based retailers face competition from suburban shopping malls and
increasingly from on-line and mobile commerce options. However, the sociologist Saskia Sassen
highlights that cities alter and mutate technology to suit their needs rather than the other way around. 2
Indeed, she notes that modern hyper-mobility extenuates concentrations of power and finance and that
the future city will not have a simple relationship between core and periphery, but a more extensive
urbanisation.
The Smart City has become an established term reflecting both extensive research and investment by
global corporations. The way is opening up for public bodies, the business community and financiers to
consider how they can co-operate to deliver the type of large-scale investment in future city
infrastructure that they all require in their city. 3
The Financing Future Cities expert group point to the need for an info-structure management team
who would help unlock initial funding (national government) and de-risk investment, so as to draw
capital into infrastructure.
A recent Booz & Co report on financing needs of Sustainable Urban Mobility highlights that there are
innovative ways of realising value from urban infrastructure investments that should be treated as
opportunities to increase economic activity and value in cities. 4 Beyond direct sources of revenue are
opportunities for financing capital expenditure (either through equity or the provision of loans) where
government acts a facilitator or possible under-writer.
A good example of this is Airportlink, Sydney’s Airport Train. In 2007, investors CP2 identified it as an
underperforming asset with attractive long-term potential. Along with other leading investors, CP2
purchased the 30 year concession and associated infrastructure. Since then, CP2 has restructured the
service delivery and asset management. Airportlink now serves more than 12 million passengers each
year – a 6 million annual increase. 5
Crossrail in London will create a new station, similar in scale to Waterloo, by 2026 in Old Oak
Common. It will have a throughput of 250,000 people per day. It will facilitate a new city quarter with

1

Lawrence Bloom quoted in Pivotal Innovations (September 2013) Financing Future Cities Summary Report
Initial findings from expert engagement
2
See www.saskiasassen.com for an extensive publication list
3 Pivotal Innovations (September 2013) Financing Future Cities Summary Report Initial findings from expert
engagement
4
Booz & Co. Study on the financing needs in the area of Sustainable Urban Mobility, Prepared for Directorate
General for Mobility and Transport, March2012
5 www.cp2.com
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19,000 new homes and 90,000 jobs on a currently underutilised site. 6 The Crossrail model, while
clearly greater in scale than Irish requirements has been enabled by considering infrastructure as an
investment:
“When you look at something like Crossrail, it cost £15 Billion but you could probably sell it
for something like £10 – 12 Billion, so the delta of a £15 Billion cost and a 12B yield is £3-5
Billion – and that could be the public sector spend, not £15 Billion. Government has to start
thinking of infrastructure investment in those terms, and then you can reinvest in the
project”
We should start thinking differently about infrastructural development and get away from the closed
system that sees the cost only in terms of cost to the exchequer. We should also consider land-use
differently, as an interaction between the infrastructure investment and the land use benefit rather than
planning as a given from Development Plans and current zoning projections at the core of its
assessment.

3.2 Key city centre attractors – culture, economic, social quality of life
DublinTown sees the economic potential of the city as being linked with the overall experience of the
city as place to visit, do business and live in.
From DublinTown’s perspective, the optimum transport solution must be one that encourages
investment in the urban core, bringing in business and continuing the process of re-population, thereby
supporting city centre businesses. Proposals must enhance the key civic spine of O’Connell Street,
Westmoreland Street and College Green. Proposals must bring enhanced capacity to city streets
while increasing visitor through-put. We believe that this complex set of objectives will require the
implementation of measures that meet our longer term requirements. We are therefore wary of
interim measures which will not assist the city in meeting the challenges of the 21 st century. We have
therefore formed the opinion that BRT is not optimal for the city centre and similarly caution against
the reduction in the number of stations contained in LR7 Optimised Metro North.
The Dublin City Development Plan sets out the following vision for the city;
Within the next 25 to 30 years, Dublin will have an established international reputation as
one of the most sustainable, dynamic and resourceful city regions in Europe. Dublin, through
the shared vision of its citizens and civic leaders, will be a beautiful, compact city, with a
distinct character, a vibrant culture and a diverse, smart, green, innovation-based economy.
It will be a socially inclusive city of urban neighbourhoods, all connected by an exemplary
public transport, cycling and walking system and interwoven with a quality bio-diverse
greenspace network. In short, the vision is for a capital city where people will seek to live,
work and experience as a matter of choice.
A key part of delivering this vision is the enhancement of the City’s environment and experience to
residents, visitors and businesses. This is a goal shared by DublinTown as a crucial part of building the
economy for DublinTown members in the city centre.

6

Mayor of London (2013) Old Oak, A Vision for the future www.london.gov.uk
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4.

Benchmarking investment in public transport
DublinTown understands that the Fingal/North Dublin Transport study has been procured as a pure
transport study, and should be read as such. However, we all accept that transport must be seen in the
wider social and economic context. This is essential in the planning of a city that must perform globally
in the 21st century if Ireland’s ambitions are to be met. Dublin is falling down the ladder as an
international city, and performs poorly in a number of studies. This highlights that the city is suffering
from a legacy of under-investment in critical infrastructure.

4.1 Global Financial Centres Index
The recently published 16th bi-annual Global Financial Centres Index, prepared by research group
Z/Yen, attracted considerable publicity in Ireland in December 2014. It placed Dublin ahead of only
Madrid, Helsinki, Lisbon and Reykjavik among 23 western European centres polled.
Dublin's ranking as a financial centre fell to 70th place out of a total of 83, well below the 10th position
it enjoyed five years ago and behind centres like Luxembourg, Guernsey, Cayman Islands and Gibraltar.

4.3 European Green Cities Index
The European Green City Index, prepared by the Economist Intelligence Unit sponsored by Siemens,
measures and rates the environmental performance of 30 leading European cities. While Dublin does
well in indicators such as air quality, it is only ranked 21 st overall, and quite starkly for transportation,
Dublin sits at the bottom of a list of 30 European cities.
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International Transport Forum, Report on Spending on Transport Infrastructure 1995 -2011
This report by the OECD International Transport Forum provides a range of useful data on investment
in infrastructure. We have extracted one series of data which compares rail investment in Ireland with
that of Denmark – a country of similar size and scale. It is also a relevant comparison in the context of
Copenhagen coming top of Siemen’s Green Cities Index and third in category of transport.
The comparison below of investment in Danish and Irish railways is quite stark. It is clear that there is
long legacy of under-investment in railway infrastructure in Ireland. In Ireland, investment stopped at
the outset of the financial crisis while it continued apace in Denmark.
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Investment in rail infrastructure, million Euros, current
prices and exchange rates
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Booz & Co. Study on the financing needs in the area of Sustainable Urban Mobility,
prepared for Directorate General for Mobility and Transport, March 2012
This European study considers the challenge and environmental imperative of delivering transport for
European Cities and considers financial mechanisms and new approaches to governance and investment
that are required. With reference to Dublin, this report specifically draws attention to the Dublin
Region’s unsustainable form of expansion. It highlights that Dublin’s infrastructure is unlikely to be able
to cope with its demand. The reduction in demand resulting from the economic downturn provided
temporary respite, however, with the anticipated increase in economic activity our infrastructure is
unlikely to keep pace with demand. Urgent investment is required if Dublin is to meet its potential to
create employment and lift Ireland from its current economic position. This is before one considers
the anticipated growth in Dublin’s urban population.
“Ireland is shown to have experienced high levels of urban sprawl and economic
development in many areas of the country over the period, reflecting the country’s
debt and construction boom that preceded the recent global economic crisis. It can
be expected that these patterns of development would have placed enormous
pressure on existing transport infrastructure, which would have struggled to cope in
maintaining reasonable access to its urban centres, particularly Dublin”
(Source: Booz & Company, Sustainable Urban Mobility Financing Final Report prepared for DG MOVE
p.89)
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The EU study highlights that Ireland and the Dublin Region perform poorly in terms of urban
displacement and sprawl, which is illustrated in the diagram below. This is included in this submission,
not to say that the NTA is unaware of such facts, but to emphasise the land use impacts of transport
under-investment, in which time is as important a factor as quantum.

(Source: Booz & Co., p. 90 sourced from The European Environment Agency, The European
Environment State and Outlook 2010 (Landuse))
The study highlights that the key aspects of EU policy and legislation for sustainable urban mobility are
assumed to relate to:
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Ensuring mobility is not restricted
Achieving better inter-modal connectivity
Implementing infrastructure pricing to achieve full cost recovery
Achieving reductions in vehicle emissions by 60% by 2050 compared to 1990 levels
Limiting the growth of congestion.

As noted above, Booz and Company highlight that there are innovative ways of realising value from
urban infrastructure investments. To ensure that we are not left behind, we need to consider these in
the Irish context.

5.

Conclusions
In this report, many of the potential public transport schemes to connect Dublin City Centre, Dublin
Airport and Swords have been reviewed and analysed. Investments in these public transport schemes
were benchmarked against other international cities. The schemes included in the transport study were
ideal long term solutions and cost effective short term solutions. DublinTown welcomes the much
needed investments in public transport north of the city centre. The purpose of the initial preliminary
appraisal was to select a representative set of options which take into consideration both cost and
quality. DublinTown recognises the importance of finding the right and optimal long term solution.
In considering which project to advance, we recommend that catchment should be measured as a
whole rather than per kilometre. The journey length should not be included in potential catchments as
the negative effects of longer routes will be measured in journey times and economic costs. For
example, a ten kilometre route with a catchment of 1000 population served per km, is more beneficial
than a two kilometre route with 1000 population served per km. Furthermore, the appraisal system
should take into account the potential capacities of each transport mode. We believe that the scheme’s
capacity is a very important issue and we included it in the scoring carried out in section 2.3.4. As
mentioned in section 2.3.4, the appraisal system should also include a weighting for each criterion, as
some appraisal criteria are more important than others.
In the final ‘Summary of Appraisal of Short Listed Schemes”, the BRT5 option was considered to have
advantages over other options in almost all the criteria except catchment. The BRT is a cheap, effective
short term solution which will help put a dent in the current demand for public transport north of
Dublin city. However, we do not consider it as a good long term solution when compared with the
other proposed options. The scoring appraisal in section 2.3.4 demonstrated that the BRT is a weaker
option than Metro North in some of the most important criteria (catchment/capacities). Additionally, it
should be noted that only in-vehicle time has been taken into account in the transport study scheme
appraisal. Additional time for access, egress and interchange are taken into account through the
‘Integration’ criterion. Therefore, the journey times of transport schemes which require interchanges
will appear far more desirable than in reality.
From the analysis and review conducted on the various public transport options it was clear that three
options stood out in particular for a variety of different reasons including cost and quality of service.
HR2 connects the city centre to the airport and Swords at a moderate journey time of 44 minutes. The
completion of the DART underground is critical to the success of the scheme however. The scheme, in
its proposed form, is a good medium term solution, however as demand increases, it will put further
pressure on the current Dublin/Belfast rail line. It is likely that additional trains and a widening of the
current rail lines will be required. HR2 may be more expensive than the BRT5 scheme option, however
it offers greater capacities and far more reliable journey times. A viable option would also be to
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combine HR2 with other BRT and light rail services to help increase capacities and potential
catchments.
The study identified that the most effective public transport scheme was the most expensive: LR6
Metro North. Metro North provided the fastest journey times, catering for the largest catchment area.
The scheme integrates well with other transport modes and has already gone through the planning and
statutory approvals process, thereby significantly reducing lead times when compared to all other
transport alternatives.
A cheaper alternative would be L3, the Cabra/Swords light rail with the Clongriffin/Airport rail spur. It
provides for two rail mode choices from Dublin Airport to the city centre. Due to the success of other
light rail lines in the south and west of the city, it is likely that this northern rail line will also be a
success. The scheme also connects Swords to the city centre and beyond. The biggest concern with the
light rail option is its ability to meet future demand.
It is important that non-transport considerations are taken into account. A high quality public transport
link between the city centre and Dublin Airport will support Dublin’s performance as a city in which to
live, visit and do business.
The proposed public transport options can have significant benefits for residents, the city as a whole
and city centre businesses. However, these benefits can only be realised if the public transport is
implemented with long term goals in mind.

Appendix A
Scoring Criteria
Total Catchment
Total Population and
Employment (,000s)

Rating

>300

10

250 - 300

8

200 – 250

7

150 - 200

6

100 – 150

5

50 – 100

4

25 – 50

3

<25

2

Journey Times
Swords-City Centre Journey
Time (min)

Rating

<25

10

25 – 30

8
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30 – 35

7

35 - 40

6

40 – 45

5

45 – 50

4

50 – 55

3

>55

2

Costs
Capital Cost

Rating

< €0.25bn

10

€0.25bn – €0.5bn

8

€0.5bn – €1bn

7

€1bn - €1.5bn

6

€1.5bn – €2bn

5

€2bn – €2.5bn

4

€2.5bn – €3bn

3

>€3bn

2

Integration
Level of Integration

Rating

Total quality integration

10

General quality integration

8

Medium integration

6
4

Environmental Constraints
Level of Constraint

Rating

All Negligible

10

Mostly Negligible

8

Mostly Moderate

6

Mostly Significant

4

Maximum Capacity
Total Maximum Capacity
(,000s)

Rating

>18

10

16-18

8
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14-16

7

12-14

6

10-12

5

8-10

4

6-8

3

5-6

2

4-5

1
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