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Summary 
It is better to create a city-wide LUAS network serving main heavily trafficed corridors than persist with the 

ú12bn non inter-operable MetroLink1,  starting with   

A North City LUAS loop(as outlined in Appendices 2 and 3) as the first step in creating a city-wide LUAS 

system.  given that the proposed given LUAS Finglas fits with this option. The maps on pages 2 and 3 show 

this loop as two added lines  ie. Blue from the City Centre through Drumcondra to Dublin Airport and 

Swords, a light green from Howth Junction to Finglas, joining LUAS line currently being developed. These 

maps show existing rail transport in the Dublin Area, together with MetroLink and LUAS Finglas in the  

Dublin Area, superimposed on Census 2022 population density and core economic area data. given that  

Most people travel to work within the M50; 

more people live in the north part of Dublin City than in the south part of Dublin City, Dun 

Laoghaire Rathdown CC, Fingal CC and South Dublin CC; 

there is greater potential public transport demand along the Drumcondra corridor, given 

population density and where people work; most Dublin Airport passengers o take less 

than an hour to travel to the Airport; o are travelling for purposes which suggest that they 

are not time constrained; o do not have landside origin/destinations in Dublin Centre; o 

arrive at Dublin Airport outside the normal peak commuting times. 

A North City LUAS loop would  serve the northern part of Dublinôs Core Economic 

Area and the populated areas 

comprehensively, taking in o Northwood, Santry, Drumcondra, North 

East Inner City o Kilmore, Beaumont, Coolock, Edenmore, 

Donaghmede; o Ballymun, Poppintree, Charlestown, 

Finglas. 

 be Integrated with Dublin ós existing light rail system 

LUAS; o as it extends LUAS CrossCity starting with 

LUAS Finglas 

and  

could link with LUAS in the Docklands (North and South) using the Samuel Becket Bridge (which is 

designed to carry LUAS); 

offer two rail-based links between the Central Business District and Dublin Airport o 

Directly on LUAS via either Drumcondra or LUAS CrossCity; 

o Using LUAS to get to Howth Junction to connect with DART services to Connolly, Tara and 

Pearse Stations;  link with heavy rail services o at Howth 

Junction;, which has DART and Commuter services; o The Maynooth 

line at both Drumcondra and Broombridge; 

                                                 

1 MetroLink Frequently Asked Questions  6. Will Luas trams be able to run on MetroLink? The Luas and MetroLink systems are very different from each other 

and the systems are not connected. Luas trams will not be able to run on the MetroLink rail and vice versa. https://www.metrolink.ie/en/about/faqs/ 
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 provide the means for building and sustaining an experienced workforce, together with supply chains 

for other LUAS projects in the Greater Dublin Area and the other four cities as set out in National 

Policy Objective 4. 
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Draft First Revision to the National Planning Framework 

1.Introduction 

In this submission, I focus on the Greater Dublin Area, specifically on  

enhancing public transport by creating a city-wide network, starting with a 

North City LUAS Loop instead of MetroLink the look&feel of our capital 

Dublin, specifically the need o for more publicly accessible open spaces; 

o to value trees for the ways in which the conserve and enhance our biosphere. 

2. Population target for Dublin in 2040 already exceeded 
2.1. The Minimum Target Population set out in National Policy Objective 16 (p.60) of 

1,560,000 for Dublin ï City and Suburbs has already been exceeded.    

This designation of Dublin ï city and Suburbs includes Counties Dublin and Meath.  

See Figures  1  and 2  

Why is this being introduced in this Revision, given that it is not used in any other 

policy oriented document that I know of?   

It does not correspond to designations used by 

National Transport Authority(NTA); 

The regional assemblies. 

Figure 1  

 

Source:  Project Ireland 2040 Draft First Revision to National Planning Framework July 2024 

p. 602 

2 

https://www.npf.ie/wp-content/uploads/Draft-First-Revision-to-the-National-Planning-FrameworkJuly-

2024.pdf    
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2.2. Population and Employment in Urban Settlements, Census of Population 2022 are 

given in Appendix 22.  Based on the data in this table, the population of Dublin city and 

suburbs, Counties Dublin and Meath is already 1,657,314 if one adds all those urban 

settlements identified as having Dublin (16) and Meath(14) in the listing.   

2.3. This ~100,000 extra people  

includes 

 2.3.1 Bray, Counties Wicklow & Dublin, population33,512;   

2.3.2  Drogheda, Counties Louth & Meath population 44,135; excludes   

2,3.3.Greystones-Delgany, Co. Wicklow population22,009  even though Greystones has 

been connected to Dublin city and suburbs by DART since 2000.  

Figure 2  

  

Source: Project Ireland 2040 Draft First Revision to National Planning Framework July 

2024 Appendix 2 : Population and Employment in Urban Settlements, Census of 

Population 2022p. 185 3 

2.4. As mentioned above, this Dublin ï City and Suburbs, designation differs significantly 

from that used by the National Transport Authority set out in drawing up transport 

strategies for our capital city region,  ie. 

It has been an essential component, along with investment programmes in other 

sectors, for the development of the GDA which covers the counties of Dublin, 

Meath, Kildare and Wicklow.4  (my emphasis).  

  

The population of this area was 2,082,605 in Census 2022.  This already one-third larger 

than the target population for Dublin city and suburbs, Counties Dublin and Meath 

proposed for 2040.  

  

This NTA designation is the same as that set in the previous Transport Strategy for the 

Greater Dublin Area 2016-2035 5 see Figure 3 

                                                 

2 Project Ireland 2040 Draft First Revision to National Planning Framework July 2024 p. 185-189  
3 https://www.npf.ie/wp-content/uploads/Draft-First-Revision-to-the-National-PlanningFramework-July-

2024.pdf  
4 .5 Greater Dublin Area Transport Strategy 2022-2042   p. 9  https://www.nationaltransport.ie/wp-

content/uploads/2023/01/Greater-Dublin-Area-TransportStrategy-2022-42-1.pdf   
5 https://www.nationaltransport.ie/wp- 
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Figure 3 Greater Dublin Area Transport Strategy 2016-20357 

  

  

Given the lack of clarity and the different definitions used by different public bodies, it is 

clear that the policies set out for Compact Growth (National Strategic Outcome 1) need to be 

revised, radically6 

  

3. Enhancing Public Transport in the Greater Dublin Area  
3.1 The clearest example of the need to change strategy is how to enhance public transport in 

the Greater Dublin Area.  

I propose that this revision be based on the policies and measures set out in A Platform for 

Change, 9 This proposed an integrated transportation strategy for the Greater Dublin Area 

which meets the aims of the Draft National Planning Framework for sustainable compact 

growth.  

This strategy included 

                                                 

content/uploads/2016/12/Transport_Strategy_for_the_Greater_Dublin_Area_2016-2035.pdf     

6 Project Ireland 2040 Draft First Revision to National Planning Framework July 2024.  p.154-155  
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  A redesign of bus services  

Buses are the most flexible form of public transport. The bus is, consequently, 

the most extensive form of public transport in the Strategy in terms of route 

length and geographic coverageé.The role of the bus is likely to change quite 

substantially over time, particularly as the longer-term rail-based elements in this 

Strategy are put in place. In the short term, the bus will be the primary mode of 

public transport. As the rail-based networks are put in place, the bus will 

increasingly be used to feed passengers to rail services as well as carry them 

directly to their ultimate destination. The bus will also be used to fill in gaps in 

the mesh of public transport routes where a rail-based system is uneconomic, 

impractical or not feasible and also to extend the reach of the rail network.7 

 The LUAS system is appropriate in corridors where passenger numbers are too 

high to be accommodated on bus but not high enough to justify the expense of 

DART or METRO8. 

 METRO is a light rail system that has many similarities with LUAS, however, it is 

completely segregated throughout its entire length (that is, it has no on-street 

sections).12  

 The Strategy is integrated across the various modes of transport. There will be 

numerous interchange points on the METRO, DART/suburban rail, LUAS and bus 

networks, particularly in the city centre. There will be bus feeder services to 

railbased public transport. It will be possible to make almost all journeys on the 

public transport networks with not more than one interchange. Interchange will be 

properly planned, so that journeys on public transport are "seamless". 9 

3.2 Since that strategy was published, there has been a loss of insight in to how to enhance 

Dublin.  Feuding public sector baronies aided and abetted by private interests has resulted 

in a mish-mash of policies/measure which have not been mutually re-inforcing. These  have 

been and still are driven more by whimsy than by evidence.  

    

9 A Platform for Change.  Final Report.  Dublin Transportation Office 2001  

https://www.nationaltransport.ie/wp-content/uploads/2011/12/platform_for_change_2001.pdf   

                                                 

7 ibid.  p. 52  
8 Ibid   p 56 12 

Ibid.  p. 57.  
9 Ibid.  p. 58  
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3.3 I propose to re-base public transport in the Greater Dublin Area by focusing on creating a North City LUAS Loop, as a another step in 

creating a city-wide LUAS network based on heavily trafficked routes while simultaneously planning underground routes as set out in Figures 

4 and 5.  

  
Figure 4 LUAS (on-street light rail) from A Platform for Change10 
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Figure 5 An integrated rail based urban transport system for the Greater Dublin Area  

8/124  

                                                 

10
 Ibid. 56.  
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3.2  Given the incoherence that has prevailed in investing Dublinôs urban transport over the past 

30 years , it is way past time to enhance public transport based on a clear sense of priorities, 

grounded in   

3.2.1 travel patterns and population;  

3.2.2 the optimum use of resources available eg. streetspace, land use, finance; 3.2.3

 investing in sustainability. 

3.3 The first thing to do is to abandon the current proposals for MetroLink.15  The 

transportation needs of our capital city will not be met by a ú12bn rail project which 

will not be interoperable with other existing rail based public transport in the Dublin 

region ie.  DART, LUAS.  In what ways will the 2m. people in the Dublin region 

benefit from have three completely different railway systems?  An underground may 

be needed eventually, but it be completely interoperable with the on-street LUAS 

system.  Note that the original LUAS vehicles were specified for underground 

operations. 

  

3.4 The transport needs can be met by exte4nding the LUAS system along heavily trafficked 

routes on the following basis  

Expansion of the current light rail system to serve the Study Area could present 

significant benefits as follows:  

- Light rail is a high quality product with high capacity that has already been well 

received within the City;  
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- Expansion of the network would present significant integration benefits and 

maximise the overall offer presented by the network;  

- Light rail integrates well into the urban environment which will be important for 

areas like the north inner city and Swords;  

- Light rail has a proven ability to drive urban renewal and economic growth which is 

an important objective within the current Study Area;  

- Light rail, unlike heavy rail, can have shared use sections where space is limited, 

although ideally it should be segregated as much as possible;  

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

heavy rail capacities;  

- The current light rail network includes a number of Park and Ride facilities that will 

further encourage a shift from car mode for commuting trips;  

15 MetroLink is a mainly underground rail link from Charlemont to Swords estimated to cost ú12bn.  

Cover Note to Updated Preliminary Business Case. Box 4-5 Delivery Cost Summary. Prudent Client Appraisal 

Value. p. IV not dated. (perhaps Feb 

2021?)https://www.nationaltransport.ie/wpcontent/uploads/2022/07/MetroLink-Preliminary-Business-Case- 

Updated.pdf  

MetroLink Frequently Asked Questions  6. Will Luas trams be able to run on MetroLink? The Luas and 

MetroLink systems are very different from each other and the systems are not connected. Luas trams 

will not be able to run on the MetroLink rail and vice versa.  

https://www.metrolink.ie/en/about/faqs/  
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- Light rail is highly legible with a high commuter awareness of routes, 

catchment areas as well as facilities to enable ease of utilisation; and  

- Emissions from light rail are low and remote from the vehicle.11 

3.5. It is clear that the major workplace catchment areas int gthe Greater Dubln Area are 

within the M50 .  See Figures 6 and 7.  CSO published these maps available as part of the 

report on the 2016 Census.  However, they can no longer be accessed on the CSO website.  

The CSO did not make similar maps available when reporting on Census 2022.   

I have not been able to find any reason for this change in CSO policy.  

Figure 6 Feeder towns into Dublin Census 2016  

 

Focusing on this promotes Compact Growth ï the first outcome sought in this Draft Revised 

National Planning Framework  

                                                 

11 National Transport Authority/AECOM Fingal/North Dublin Transport Study  Stage One Appraisal  

Report November 2014 p .39  

https://www.nationaltransport.ie/wpcontent/uploads/2014/12/Appraisal_Report_19112014_final.pdf  
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Figure 7 Catchment area of major workplace locations Census 2016 

 

3.5. These Census 2016 maps suggest that most commuting within the Greater Dublin Area 

is   

 3.5.1 Within the M50; 

 3.5.2 Along corridors   

3.5.2.1 to the North West (Blanchardstown N3M3 corridor); 3.5.2.2  

the west (north/south of the N4/M4 Lucan Clondalkin area)  

3.5.2.3 The south-west (N7 Naas Road, N82 Tollaght).  

  

3.6 Neither Dublin Airport nor Swords standout stand out as places which call for 

exceptional investment to enhance public transport for the people who live and work 

in those locations.  

3.7 Over the past 30 years, the north part of Dublin City has had a greater population that any 

of the three other local authorities in the Dublin Area. See Figure 8 

Figure 8 Population of each local authority in the Dublin Area 1991-2022 
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3.6. Over the same period, the population of Dublin City North has been greater than all of 

Fingal CC.   See Figure 9    

3.7 Given the two distinct centres of Blanchardstown and Swords, splitting Fingal into East 

and West along the M2/N2 is relevant for transport planning, given that the NTA/AECOM 

study on Fingal North Dublin used a similar designation12. This population for these two 

subparts of Fingal CC is also shown in Figure 9.  The basis of this split is given in on p.  

 

                                                 

12 National Transport Authority/AECOM fFngal/North Dublin Transport Study  Stage One Appraisal  

Report November 2014 p .1.   

https://www.nationaltransport.ie/wpcontent/uploads/2014/12/Appraisal_Report_19112014_final.pdf  

 

 

 

 

 

 

 

 

 

 

 

 Fingal    
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Figure 9 Dublin City North compared with Fingal. Fingal East and Fingal West.  

Population 1991-2022 Dublin City North,  Fingal (East, West) 
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3.8 To understand the impact of proposed investments in new rail-based public transport in 

the Greater Dublin Area, I commissioned maps (See Figures 14--19) of these proposed 

investments based on Census data (2011 ï 2022) showing   

3.8.1 Population Density;  

3.8.2 Economic core defined as greater than 700 employees per square 

kilometer(KM2).13  

Note. These maps do not have any special legend for DART.  Note that An Bord 

Pleanála has recently granted partial permission for DART West  ie. the electrification of 

the existing heavy rail line to Maynooth.  As An Bord Pleanála refused permission for a 

depot west of Maynooth, it is not clear when this project will proceed. Permission was 

refused because the depot was sited in a flood plain.   

 3.9 It is clear from these maps that  

3.9.1 the two original LUAS lines catered both for where people lived and where 

people worked;  

3.9.2 the proposals for the North part of Dublin City do not cater for the population 

or employment in the same way.  

3.9.2.1 Among the examples is   

                                                 

13 The Dublin Economic Core definition is effectively a 2011 update of the work done by Cormac 

Walsh and Brendan Whelan in UCD. See Cormac Walsh, Brendan Williams and Ian Boyle Mapping 

the true extent of Dublinôs functional urban region ï What the best available evidence tells us.  

Posted 21 December 2010 on IrelandafterNama :  

https://irelandafternama.wordpress.com/2010/12/21/mapping-the-true-extent-ofdublins- functional-

urban-region-what-the-best-available-evidence-tells-us/  
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3.9.2.1.1 the MetroLink proposal for a new station at Phibsboro, instead of 

using Drumcondra Station.  This existing station (re-opened in  

1998) is beside Croke Park, one of the largest trip 

attractors/generators in the north part of Dublin City.  

3.9.2.1.1.1 As part of the Metro North project (now abandaoned), the 

Railway Procurement Agency (RPA) bought the former 

Sacred Heart Convent ( now Arts and Business Campus) 

which is adjacent to Drumcondra Station. (Trransport 

Infrastructure Ireland TII absorbed RPA)  The aim was to 

use the site to create a station plaza at Drumcondra.  See 

Figures 10 and 11  

Figure 10  Building which Railway Procurement Agency bought for  

Drumcondra Station as part of Metro North (now abandoned)  

 

Figure 11 Map showing that the Arts and Business Campus (former Sacred  

Heart Convent) abuts Drumcondra Station  
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Source:  Open Street Map  

3.9.3 In 1996,  an EU- prompted study found that there were more trip 

attractors/generators per kilometer for an Light Rail Transit (LRT -now 

LUAS) line from the City Centre through Drumcondra to Ballymun than 

there were for the then planned lines to Tallaght and Dundrum.14 See Figure 

12  

Figure 12 Intensity of use Indicators for the original three LRT (now LUAS) 

lines  

                                                 

14 Department of Transport, Energy & Communications. A Comparative Socio-Economic Evaluation of the  

Tallaght-Ballymun/Dundrum Light Rail Lines.  Final Report 1996. Oscar Faber. Table 4.3 p.33   
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3.9,4 In 1998, the Environmental Impact Statement for the Dublin Port Tunnel 

assumed that the maximum benefits would accrue to the north city when on-street 

light rail line was built to link the City Centre to Drumcondra, Ballymun and the  

Airport. This LRT was to be an integrated three lines serving Tallaght and  

Cabinteely, along with quality bus corridors.15.  see Figure 13  

Figure 13 Extract from Dublin Port Trunnel Environmental Impact Statement 

                                                 

15 Dublin Corporation Geoconsult-Arup JV  Dublin Port Tunnel. Environmental Impact Statement.  July 1998. 

Table 4.1 p.52   
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3.9.4  
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3.9.5 In 2012, the National Transport Authority concluded that a Bus Rapid 

Transit(BRT) system would not adequate capacity for the passengers forecast  

on a Swords-Tallaght cross city route through Drumcondra. 16 

The demand on the Swords to City section greatly exceeds the capacity that 

can be provided by a BRT system. Based on this level of demand a BRT 

solution does not cater for the public transport needs of the northern section of 

this corridor over the longer term. Accordingly, the Swords to City Centre 

section was not progressed further within this report.  

See details on p.   Appendix 

3.9.6 In 2018, private developer submitted an outline alternative route to the then 

Emerging Preferred Route for MetroLink.  (See Appendix 1).  This was 

summary update based on the 2016 Census to a submission made in 2006 on 

the original Metro North project.  a submission. This submission pointed out 

that   

Comparison of the totals within the catchment of each route shows that the 

overall population within the catchment area of the óEastern Route Variationô is 

higher than along the current óEmerging Preferred Routeô and therefore the TII 

should consider the Eastern Route Variation as a viable option for MetroLink. 

This Eastern Route Variation goes through Drumcondra, serving the Mater  

Hospital, Croke Park and Drumcondra Station, DCU campuses, Beaumont  

Hospital and Dublin Airport  

  

    

3.10 Figure 14 (Population Density) and Figure 15 (Economic Core) are based on the 

2011 Census and the proposals existing in 2015 for new rail based public transport.  

At that time, the LUAS Green line was being extended to Broombridge as the LUAS 

CrossCity project (purple line).  The then proposed DART interconnector is shown 

in yellow.17  

Figure 14 Dublin area population density (Census 2011) with proposed rail  

                                                 

16 Bus Rapid Transit (BRT) Core Dublin Network.  OCTOBER 2012.  P. 72  

  

https://www.nationaltransport.ie/wp-content/uploads/2012/11/Bus-Rapid-Transit-Core-Networkreport.pdf   
17  I first used these maps in Does Dublinôs Core Economic Area need three rail links between the 

Docklands and Heuston Station/Inchicore?  published  on 23 July 2015 on the web-forum Ireland after 

Nama  https://irelandafternama.wordpress.com/2015/07/23/does-dublins-core-economic-area-

needthree-rail-links-between-the-docklands-and-heuston-stationinchicore/  
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transport plans as of 2015  

  

Figure 15 Dublin area economic core (Census 2011) with proposed rail  

transport plans as of 2015  
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3.11 Figure 16 (Population Density) and Figure 17 (Economic Core) are based on the 

2016 Census and the proposals existing in 2018 for new rail based public transport.  

MetroLink is shown as a purple line, with LUAS CrossCity shown in yellow.  The 

DART interconnector has been dropped.  
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Figure 16 Dublin area population density (Census 2016) with proposed  

rail transport plans as of 2018  

  

Figure 17 Dublin area economic core (Census 2016) with proposed rail  

transport plans as of 2018  
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3.12 Figure 18 (Population Density) and Figure 19 (Economic Core) are based on the 

2022 Census and the proposals existing in 2024 for new rail based public transport.  

MetroLink is shown in purple. LUAS CrossCity is shown in Green, given that it is an 

extension of the Green Line from Stephenôs Green to Broombridge.  The proposed 

extension of that line to Finglas is shown in yellow.18 

                                                 

18 LUAS Finglas is the next extension of the Luas Green Line, running from Broombridge to Charlestown through 

Tolka Valley and Finglas village.  https://www.luasfinglas.ie/   
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Figure 18 Dublin area population density (Census 2022) with proposed rail  

transport plans as of 2024  

  

Figure 19 Dublin area economic core (Census 2022) with proposed rail  

transport plans as of 2024  
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4 Dublin Airport ï better access is not worth ú12bn  
4.1 This Draft Revised National Planning Framework includes  



D O'Brolchain  Submission   25/124  
Draft First Revision to the National Planning Framework 

12September2024 

4.1.1 Improving access to Dublin Airport, to include mproved public transport 

access, connections from the road network from the west and north and in the 

longer term, consideration of heavy rail access to facilitate direct services 

from the national rail network in the context of potential future 

electrification;  

among  Key future growth enablers for Dublin24 

4.1.2  Enhancing land-side access, particularly in public transport terms, such as 

through the MetroLink and BusConnects projects and associated road network 

capacity in Dublin, as part of National Strategic Outcome 4 HighQuality 

International Connectivity19  

4.2 MetroLink is a mainly underground rail link from Charlemont to Swords26 estimated to 

cost ú12bn.27  This rail link will not be interoperable with existing rail-based public 

transport services (ie. heavy-rail DART and Commuter services, light-rail LUAS)20 

4.2.1 Among the major reasons put forward to this project are journey time savings 

eg. from St. Stephenôs Green to Dublin Airport, in the morning peak, reduces 

from an average of 45 to 31 minutes    

  

4.3 Over the past 25 years, the public authorities have reported on the landside origins/destination of 

Dublin Airport passengers 21 ie. 

4.3.1 DTO Airport Survey 2001;  

 4.3.2 NTA Airport Survey 2011 

 4.3.3 NTA State Airports Survey 2016  

 4.3.4 NTA State Airports Passenger Survey 2022  

24 Project Ireland 2040 Draft First Revision to National Planning Framework July 2024 p. 33.  

                                                 

19 Project Ireland 2040 Draft First Revision to National Planning Framework July 2024 p. 156.. 26 

MetroLink is a proposed high-capacity, high-frequency rail line running from Swords to Charlemont, linking 

Dublin Airport, Iarnród Éireann, DART, Dublin Bus and Luas services.   

https://www.nationaltransport.ie/planning-and-investment/transport-investment/projects/metrolink/  27 Cover 
Note to Updated Preliminary Business Case.  Box 4-5 Delivery Cost Summary.  Prudent Client Appraisal  

Value.  p. IV not dated.  (perhaps Feb 2021?) https://www.nationaltransport.ie/wp-

content/uploads/2022/07/MetroLink-Preliminary-Business-CaseUpdated.pdf   
20 MetroLink Frequently Asked Questions  6. Will Luas trams be able to run on MetroLink?The Luas and 

MetroLink systems are very different from each other and the systems are not connected. Luas trams will not be 

able to run on the MetroLink rail and vice versa. https://www.metrolink.ie/en/about/faqs/   
21 Airport Survey Reports from 2001 to 2023   https://www.nationaltransport.ie/planning-andinvestment/transport-

modelling/data/airport-survey-reports-from-2001-to-2023/   
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4.4 Given that MetroLInk purport to save 14 minutes in journey time between the city centre 

and Dublin Airport during the morning peak,  it is extraordinary that the patterns which 

emerged from the Airport surveys have been ignored.   

 4.4.1 Data collected covers  

4.4.1.1 Journey time to Dublin Airport; 

4.4.1.2 Purpose of travel; 

4.4.1.3 Landside origin/destination of airport passengers;  

4.4.1.4 Time of travel  
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4.5 Journey time to Dublin Airport  
As is clear from Figure 20, most passengers ( over two-thirds) taken less than an hour (add the first two columns to the left of the  to 

get to Dublin Airport.  This has not changed over the past 25 years.  

 
 4.6 Trip Purpose 

Figure 20 Journey Times to Dublin Airport  
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The vast majority (over 70%) of Dublin Airport passengers travel for holidays, leisure, visiting friends and relatives.  This has not 

changed over the past 25 years as is clear from Figure 21.  Those travelling for business or work account for about 25% of passengers. 

Figure 21 Dublin Airport passengers trip purpose 1998 - 2022 

 
D O'Brolchain  

Draft First Revision to the National Planning Framework 

4.7 Landside Origin/Destination  
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4.7.1 The public authorities (ie. Dublin Transportation Office  DTO,  National Transport Authority NTA)  has published this data from 

surveys done in 2001 and 2011.  As is clear from Figure 22. Less than a quarter of passengers have destinations in Dublin City 

Centre.  Less than one third have destinations in Dublin City Centre and Dublin City South.   

Figure 22 Landside Origin/Destination of Airport Passengers  

 
4.7.2 It is clear from the published reports of the NTA surveys done in 2016 and 2022 that data on landside origins/destinations of 

Dublin Airport passengers was collected.  However, the reports for those years did not contain summary tables/charts of this data 

as had been published in the reports of the 2001 and 2011.  
4.7.3 That such data has not been published suggest that it may not be conducive to supporting the case for spending ú112bn to save 14 

minutes when ging from Dublin City Centre to Dublin Airport during the morning peak.  
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4.8 Time of arrival at Dublin Airport  
4.8.1 The time of arrival of passengers at Dublin Airport reported in the 2001 and 2011 surveys is summarised in Figure23 22. 23   

Figure 23 Time of Arrival at Dublin Airport 2001, 2011  

 

3 

                                                 

22 Dublin Transportation Office (DTO) Survey at Dublin Airport 2001 Arrival and departure profiles and travel times p. 12 https://www.nationaltransport.ie/wp-

content/uploads/2022/11/DTO_DublinAirportSurvey2001.pdf   
23 NTA Report at Dublin Airport 2011. Arrival and departure profiles and travel times p. 14 

https://www.nationaltransport.ie/wpcontent/uploads/2022/11/NTA_Airport_Survey_2011.pdf  
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4.8.2 For the 2016-2022 surveys, the time of arrival at Dublin Airport is broken down further (see summary Figure 24)24.25 This shows that   

4.8.2.1 Less than 20 % of passengers during 2022 arrived at the Dublin Airport during the morning peak commuting time between 

07.00 and10.00.  This is in the opposite direction to the normal travel pattern in north Dublin when most traffic flows towards 

the inner canal cordon;   
4.8.2.2 Similarly, half that number of passengers were reported in the 2022 survey as having travelled to the Airport during the afternoon 

peak between 16.00 and 19.00  
 4.8.2.3 Most passengers (about 60%) travel to the Airport outside peak commuting times in the Dublin area.     

                                                 

24
 2016 Figure 3.1 iï Time profile of arrivals at the Airport at total level    

 https://www.nationaltransport.ie/wp-content/uploads/2022/11/NTA_StateAirportSurvey2016_ReportNovember2017.pdf   p.17  
25

 2022 Report 3.4 Arrival and Departure Profiles and Journey Time  
https://www.nationaltransport.ie/wp-content/uploads/2023/12/NTA_State-Airports-Passenger-Survey-2022-Final.pdf p. 22  
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Figure 24 Time of arrival at Dublin Airport 2016, 2022  

 

4 
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5 A North City LUAS loop 
Given that  

5.1 Most people travel to work within the M50;  

5.2 more people live in the north part of Dublin City than in the south part of Dublin 

City, Dun Laoghaire Rathdown CC, Fingal CC and South Dublin CC;  

5.3 there is greater public transport demand along the Drumcondra corridor, given 

population density and where people work; 

5.4 most Dublin Airport passengers 

 5.4.1 take less than an hour to travel to the Airport; 

5.4.2 are travelling for purposes which suggest that they are not time 

constrained; 

5.4.3 do not have landside origin/destinations in Dublin Centre or South 

Dublin;  

5.4.4 arrive at Dublin Airport outside the normal peak commuting times 

I propose that  

MetroLink be dropped from this National Planning Framework, on the grounds that those 

living and working in the Greater Dublin Area d do not need three rail-based public 

transport systems which are not interoperable. Better to extend on the basis of the two 

existing rail systems, in which investments have been made over the past 30 years; work be 

started immediately, given that UAS Finglas fits with this a North City LUAS loop, as the 

first step in creating a city-wide LUAS system, as outlined in Appendices 2 and 3 

5.2 A North City LUAS loop would  

 5.2.1 serve the northern part of Dublinôs Core Economic Area and the populated areas 

comprehensively, taking in o Northwood, Santry, Drumcondra, North East Inner City o 

Kilmore, Beaumont, Coolock, Edenmore, Donaghmede; o Ballymun, Poppintree, 

Charlestown, Finglas. 

5.2.2 be Integrated with Dublin ós existing light rail system LUAS; as it extends LUAS 

CrossCity starting with LUAS Finglas which is being prepared and  could link 

with LUAS in the Docklands (North and South) using the Samuel Becket Bridge 

(which is designed to carry LUAS);  

5.2.3 offer two rail-based links between the Central Business District and Dublin Airport o 

Directly on LUAS via either Drumcondra or LUAS CrossCity; o Using LUAS to 

get to Howth Junction to connect with DART services to Connolly, Tara and 

Pearse Stations; 

5.2.4 link with heavy rail services o at Howth Junction;, which has 

DART and Commuter services; o The Maynooth line at both 

Drumcondra and Broombridge; 



D O'Brolchain  Submission   39/124  
Draft First Revision to the National Planning Framework 

12September2024 

5.2.5 provide the means building an experienced workforce and supply chains for other 

LUAS lines in the Greater Dublin Area and the other four cities as set out in National Policy 

Objective 4.   
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6. DART + 

DART + is among the proposals listed in the recently published All-Island Strategic 

Rail Review 26 

It is good to see a policy of creating loops being applied in the Greater Dublin Area, 

which means building new railways based on the existing gauge.  

This policy framework should be applied to other rail-based services in the Greater  

Dublin Area, by the creation of city=-wide LUAS network, starting with a North 

City LUAS loop.  As MetroLink does not fit with this policy framework, it should 

be dropped, as was DART interconnector.  

Figure 25 extract from Figure E.1 | A future all-island railway27 

                                                 

26 All -Island Strategic Rail Review Final Report June 2024  

https://www.gov.ie/pdf/?file=https://assets.gov.ie/304857/a28a40ec-85ea-4072-

b2393c7454ed61af.pdf#page=null   
27 ibid  p.13  
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7 Nature Conservation and Restoration 

7.1 Compact growth must be complemented by much more public open space being 

created.  It is well know that this is necessary for human well-being in addition to 

making and maintaining places which are pleasant in which to live, work and 

visit. 

7.2 This the centenary of Marino estate in Dublin.  This is the best laid out housing 

estate in the c outnry. It is time to apply the lessons of that development in 

national, regional, urban and local strategies.  

7.3 Overlooking this means that the public authorities have to designate brown field 

sites for publicly accessible open space.  See Appendix 4 

7.4 Similar considerations apply to the maintaance of mature trees in ubran areas.  

Between them,  Bus Connects and the mainly underground MetroLink propose to  

remove up to 8,000 mature trees from streets, roads, private gardens and public 

parks in the Dublin area.  This ignores the know   ecologica  

services that such trees provide in urban areas.  These mitigate air pollution, 

absorb water and provide shade.  What is not to like about this?  See Appendix 5  
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Appendix 1  
  

The Eastern Route Variation  

  

Metrolink Alternative route.  

  

Submission to Transport Infrastructure Ireland(TII).  

  

May 2018  
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Emerging Preferred Route vs Eastern Variation Route Catchment Analysis  

2016 Census data for the electoral divisions within the catchment of the section of the MetroLink  

 2006 Eastern Route 

Variation has been collated and assessed, and are summarised in Table 1 below.  
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Table 1: 2016 CSO Summary Data  Eastern Route  

Variation  

Route  Emerging Preferred Route  

Catchment  

Eastern Route Variation  

Catchment  

Population  73,071  75,890  

Employed  33,092  36,176  

Education  8,883  8,501  

Detailed analysis for the  is presented in Table 2 below. Similar data for  

the 2006 Eastern Route Variation, proposed in the 2006 submission to the Metro North public 

consultation, was assessed and is presented in Table 3. The total resident population numbers within 

each electoral division have been considered, along with the numbers of people employed and in 

education within the division as these people are likely to use the proposed MetroLink service as part 

of their daily commute.  

The catchment area considers the 2km corridor around each route option. As the electoral division 

boundaries do not always align with the catchment corridor of each proposed route option, catchment 

factors have been applied to each electoral division according to the approximate proportion of the 

area that falls into the catchment corridor.   

Table 2: 2016 CSO Data :  

Electoral Division  

Totals on Emerging Preferred  
Route  

Population  Employed  Education  

 Factored Totals on Emerging Preferred  
Route  

Factor  Population  Employed  Education  

Rotunda A  5,965  3,231  616  35%  2,088  1,131  216  

Mountjoy B  3,963  1,987  674  65%  2,576  1,292  438  

Ballybough B  3,698  1,954  406  75%  2,774  1,466  305  

Inns Quay A  3,919  1,626  387  100%  3,919  1,626  387  

Botanic C  2,222  1,211  285  100%  2,222  1,211  285  

Botanic B  3,481  1,800  419  100%  3,481  1,800  419  

Drumcondra South C  3,517  1,665  510  100%  3,517  1,665  510  

Whitehall A  3,286  1,085  834  90%  2,957  977  751  

Whitehall B  4,128  1,688  643  85%  3,509  1,435  547  

Ballymun C  6,112  2,147  709  100%  6,112  2,147  709  

Airport  5,018  2,938  372  100%  5,018  2,938  372  
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Ballymun B  4,379  1,397  422  100%  4,379  1,397  422  

Ballymun D  2,458  770  246  100%  2,458  770  246  

Ballymun E  1,562  635  149  100%  1,562  635  149  

Ballygall C  3,521  1,314  354  100%  3,521  1,314  354  

Botanic A  3,174  1,514  331  90%  2,857  1,363  298  

Cabra East A  5,650  3,054  592  75%  4,238  2,291  444  

Arran Quay A  1,785  866  315  90%  1,607  779  284  

Inns Quay B  3,666  1,954  503  65%  2,383  1,270  327  

Cabra East B  3,737  1,618  300  95%  3,550  1,537  285  

Drumcondra South A  5,064  2,868  514  20%  1,013  574  103  

Whitehall C  2,153  968  217  65%  1,399  629  141  

Turnapin  1,700  822  174  30%  510  247  52  

Balgriffin  3,113  1,464  183  1%  31  15  2  

Ballymun A  4,765  2,059  371  25%  1,191  515  93  

Ballygall B  1,887  711  1,887  20%  377  142  377  

Ballygall D  2,531  1,123  180  45%  1,139  505  81  

Cabra East C  4,085  2,077  434  30%  1,226  623  130  

Arran Quay B  4,166  2,289  451  35%  1,458  801  158  

Totals  
Population  Employed  Education   Population  Employed  Education  

104,705  48,835  13,478  73,071  33,092  8,883  

Table 3: 2016 CSO Data for Eastern Route Variation (from CSO SAPMAPS):  

Electoral Division  

Totals on Eastern Route Variation  

Population  Employed  Education  

 Factored Totals on Eastern Route Variation  

Factor  Population  Employed  Education  

Rotunda A  5,965  3,231  616  35%  2,088  1,131  216  

Mountjoy B  3,963  1,987  674  65%  2,576  1,292  438  

Ballybough B  3,698  1,954  406  100%  3,698  1,954  406  

Mountjoy A  5,389  2,819  629  20%  1,078  564  126  

Ballybough A  3,718  1,540  357  50%  1,859  770  179  

Drumcondra South B  1,697  976  177  100%  1,697  976  177  

Drumcondra South A  5,064  2,868  514  100%  5,064  2,868  514  
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Grace Park  5,806  2,669  603  50%  2,903  1,335  302  

Whitehall D  3,456  1,568  281  100%  3,456  1,568  281  

Beaumont F  3,590  1,629  391  90%  3,231  1,466  352  

Beaumont A  2,463  1,011  206  100%  2,463  1,011  206  

Beaumont B  4,962  2,074  358  60%  2,977  1,244  215  

Kilmore B  2,681  899  180  100%  2,681  899  180  

Kilmore A  3,660  1,659  400  100%  3,660  1,659  400  

Priorswood A  1,618  708  131  95%  1,537  673  124  

Balgriffin  3,113  1,464  183  5%  156  73  9  

Airport  5,018  2,938  372  30%  1,505  881  112  

Turnapin  1,700  822  174  100%  1,700  822  174  

Whitehall C  2,153  968  217  100%  2,153  968  217  

Whitehall B  4,128  1,688  643  50%  2,064  844  322  

Whitehall A  3,286  1,085  834  65%  2,136  705  542  

Drumcondra South C  3,517  1,665  510  100%  3,517  1,665  510  

Botanic A  3,174  1,514  331  35%  1,111  530  116  

Botanic B  3,481  1,800  419  100%  3,481  1,800  419  

Botanic C  2,222  1,211  285  100%  2,222  1,211  285  

Inns Quay A  3,919  1,626  387  100%  3,919  1,626  387  

Inns Quay B  3,666  1,954  503  65%  2,383  1,270  327  

Arran Quay A  1,785  866  315  90%  1,607  779  284  

Cabra East A  5,650  3,054  592  100%  5,650  3,054  592  

Kilmore D  2,032  807  147  5%  102  40  7  

Kilmore C  1,490  446  133  15%  224  67  20  

Priorswood E  2,839  1,230  185  35.0%  994  431  65  

Totals  
Population  Employed  Education   Population  Employed  Education  

110,903  52,730  12,153  75,890  36,176  8,501  

Comparison of the totals within the catchment of each route shows that the overall population 

within the catchment area of the astern Route  is higher than along the current 

 and therefore the TII should consider the Eastern Route Variation as a  

viable option for MetroLink.   
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Appendix 2  

Does Dublinôs Core need more rail links?  

Paper presented by  

Donal OôBrolchain  
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at  

Dublin Economic Workshop  

Athlone   

17th October 2015  

Does Dublinôs Core need more rail links? 

Donal OôBrolchain Dublin Economic Workshop Athlone 17th October 2015  

Dublinôs economic core is set out in Figure 128.  This is one of two maps I commissioned from the 

All -Island Research observatory in NUI Maynooth when I was trying to understand what the 

National Transport Authority (NTA) was actually doing about enhancing public transport in the north 

part of our capital city. At the time it seemed not to be planning transport in accordance with 

evidence, as claimed the Robert Watt, Secretary General of the Department of Public Transport and 

Reform as evidence of civil service reform. 

(Commentary on public service reform is mired in the past Sunday Business Post 22 February 2015). 

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

the heavy rail commuter lines including DART; LUAS including LUAS Cross City now 

being built; the Phoenix Park Tunnel which is due to reopen for passenger services next 

year; the now deferred DART Underground.  At the time, I had been led to believe that the 

public authorities had decided on this project. 

Last week, I asked AIRO to update this map by adding Metro North. 

D O'Brolchain  
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28 The Dublin Economic Core definition is effectively a 2011 update of the work done by Cormac Walsh and  

Brendan Whelan in UCD. See Cormac Walsh, Brendan Williams and Ian Boyle  Mapping the true extent of  

Dublinôs functional urban region ï What the best available evidence tells us.  Posted 21 December 2010 on    IrelandafterNama : 

https://irelandafternama.wordpress.com/2010/12/21/mapping-the-true-extent-ofdublins-functional-urban-region-what-the-best-

available-evidence-tells-us/ 
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Figure 1 Dublin's Core Economic Area Census 2011 
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National Transport Authorityôs odd behaviour 

  

In an October 2012 report on Bus Rapid Transit(BRT), NTA stated 

It is on the northern section of this corridor ï between Swords and the City Centre ï that  

the high levels of demand arise....  Overall, the link between the city centre and Swords  

has demand levels that exceed the capacity of a moderate capacity BRT system, in the  

longer term. While BRT may provide an interim partial transport solution in the shorter 

term, a higher capacity rail solution, such as a metro system, will ultimately be required 

on this corridor. In light of this, the Swords to City Centre BRT section has not been 

progressed to the later costing and appraisal sections of this feasibility study report.  

The demand on the Swords to City section greatly exceeds the capacity that can be 

provided by a BRT system. Based on this level of demand a BRT solution does not cater 

for the public transport needs of the northern section of this corridor over the longer term. 

Accordingly, the Swords to City Centre section was not progressed further within this 

report 

Bus Rapid Transit (BRT) Core Dublin Network (BRT Report).  National Transport Authority  October 

2012.  
http://www.nationaltransport.ie/wp-content/uploads/2012/11/Bus-Rapid-Transit-Core-Networkreport.pdf 

The September 2012 NTA Board Minutes noted  

The Authority will now start work with a view to securing statutory approval in 2013  

for two cross-city BRT corridors which have been identified as feasible. The 

implementation of those corridors will be subject to the availability of the necessary 

funding in the future 

http://www.nationaltransport.ie/wp-content/uploads/2012/04/Minutes-of-Board-Meeting-21st-September-1.pdf 

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

4. Serving Swords by Bus Rapid Transit 
Mr Gallagher outlined the work currently being undertaken by the Authority to upgrade the 

existing Quality Bus Corridor between Swords and Dublin City Centre, which is one of the busiest 

bus corridors in Dublin. An outline business case has been completed and is very positive. 

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

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

the Strategic Infrastructure Act. https://www.nationaltransport.ie/wp-content/uploads/2013/04/Minutes-of-Board-Meeting-

June-21st.pdf 

Two years later, NTA stated 

Later in 2014, we will apply for permission to An Bord Pleanála for the Swords/Airport to 

City Centre scheme, with applications for the Blanchardstown to UCD and the Clongriffin 

to Tallaght schemes to follow in 2015.  
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NTA employed three major consulting engineering firms to draw up a Route Options 

Assessment Report for BRT on the Swords/Airport-Drumcondra-City Centre.  
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What are the broad travel patterns within Dublinôs Core Economic Area? 

Earlier this year, NTA sought comments a re-published Greater Dublin Area Transport  

Strategy 2011-2030  2030 Vision, first published in April 201229 30 

Figure 2 Travel Patterns in the Greater Dublin Area (morning peak period) 

2006 and 2030 

 

Source: National Transport Authority Greater Dublin Area Draft Transport Strategy 2011-2030 2030 vision April 2012. Chap 4 p.9 

https://www.nationaltransport.ie/wp-content/uploads/2011/12/Draft_Transport_Strategy_for_the_Greater_Dublin_Area_2011-2030.pdf 

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

morning peak ie.  

1. between the canals and the M50 - the Inner Suburbs - with 

27% of journeys in 2006;  

18% in 2030;  

2. inside the canals - between the Inner suburbs and the City Centre with13% in 

2006; 15% in 2030. 

                                                 

29 www.nationaltransport.ie/consultations/public-consultation-on-the-preparation-of-a-new-transport-

strategyfor-the-greater-dublin-area/ 

30 www.nationaltransport.ie/wp- 

content/uploads/2011/12/Draft_Transport_Strategy_for_the_Greater_Dublin_Area_2011-2030.pdf 
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Figure 3 Greater Dublin Area 

 

Source: National Transport Authority Greater Dublin Area Draft Transport Strategy 2011-2030 2030 vision April 2012. Chap 4 p.3 

https://www.nationaltransport.ie/wp-content/uploads/2011/12/Draft_Transport_Strategy_for_the_Greater_Dublin_Area_2011-2030.pdf 

So how are people travelling?  
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The largest single group travel by car, but has decreased by 16% since 2006.  The next 

largest group travel by bus.  Walking has increased such that in 2014 it was at the highest 

level since the 1997 Cordon Canal Count started.  Both the number of cyclists and the 

number of people using taxis have more than doubled, even if the share of taxis is small in 

overall terms. This is summarised in Figure 4 

Figure 4 How people crossed the canal cordon during morning peak 20062014  

 

Source:  Dublin City Council National Transport Authority.  Report on trends in mode share of vehicles and people crossing the Canal 

Cordon  2006 -2014  March 2014 Fig. 2.3 p.14 https://www.nationaltransport.ie/wp-

content/uploads/2013/10/Report_Canal_Cordon_Trends_2006-2014.pdf  
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Most people are travelling by car.   

Let us just compare the use of streetspace by cars, buses the proposed Bus Rapid Transit and 

LUAS.  See Figure 5 

Figure 5 Passengers on one 40m LUAS tram compared with capacity of buses, 

BRT vehicles and cars using the same street space. 

 

Basically, in the street space taken by a 40m me tram carrying 380 people, we can get 

just under 2.2 buses (18m long) of the type proposed for Bus Rapid Transit (BRT), 

each of which carries 120 people; 

4 of the latest buses which Bus Átha Cliath bought, each of which carries 93 people; 

10 cars, each of which carries 1.21 people. 

The issue then becomes how best to allocate the limited street space, including consideration 

of adding another plane to that space and not ignoring the extra investment needed for both 

BRT and LUAS. 

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


