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2. Need for the Proposed Scheme

2.1 Introduction

This Chapter of the Environmental Impact Assessment Report (EIAR) outlines the need for the Kimmage to City
Centre Core Bus Corridor Scheme (hereafter referred to as the Proposed Scheme).

Sustainable transport infrastructure assists in creating more sustainable communities and healthier places to live
and work while also stimulating our economic development and contributes to enhanced health and well-being
when delivered effectively.

The key radial traffic routes into and out of Dublin City Centre are characterised by poor bus and cycle
infrastructure in places. Effective and reliable bus priority depends on a combination of continuous bus lanes and
signal control priority at pinch-points and junctions. Currently, bus lanes are available for approximately 18% of
the Proposed Scheme route, with no signal control priority for buses. Cyclists must typically share space in bus
lanes or general traffic lanes as there are only very limited lengths of segregated cycle tracks (which have
temporary plastic kerbs and bollards). Furthermore, there are key sections of the current bus lanes that are not
operational on a 24-hour basis in addition to being shared with both formal and informal parking facilities and
cyclists which compromises the reliability and effectiveness of the bus services in these areas.

Private car dependence has resulted in significant congestion that has impacted on quality of life, the urban
environment, and road safety. The population of the Greater Dublin Area (GDA) is projected to rise by 25% by
2040 (Project Ireland 2040 - National Planning Framework (Government of Ireland 2018a)), reaching almost 1.5
million. This growth in population will increase demand for travel necessitating improved sustainable transport
options to facilitate this growth.

Without intervention, traffic congestion will lead to longer and less reliable bus journeys throughout the region and

ZLOO DIIHFW WKH TXDOLW\ RI SHRSOHTV OLWniMer blkerbblhRddRIVed &fidadntK HP H L
safe, and integrated sustainable transport movement along the corridor through the provision of enhanced

walking, cycling and bus infrastructure on this key corridor in the Dublin region. The objectives of the Proposed

Scheme are to:

x Enhance the capacity and potential of the public transport system by improving bus speeds,
reliability and punctuality through the provision of bus lanes and other measures to provide priority
to bus movements over general traffic movements;

x Enhance the potential for cycling by providing safe infrastructure for cycling, segregated from
general traffic wherever practicable;

x  Support the delivery of an efficient, low carbon and climate resilient public transport service, which
VXSSRUWYV WKH DFKLHYHPHQW RI ,UHODQGYTV HPLVVLRQ UHGXFWIL

x Enable compact growth, regeneration opportunities and more effective use of land in Dublin, for
present and future generations, through the provision of safe and efficient sustainable transport
networks;

x Improve accessibility to jobs, education and other social and economic opportunities through the
provision of improved sustainable connectivity and integration with other public transport services;
and

x Ensure that the public realm is carefully considered in the design and development of transport
infrastructure and seek to enhance key urban focal points where appropriate and feasible.

The objectives outlined above relating to enhancing capacity of the public transport system and enhancing safe
infrastructure for cycling are underpinned by the central concept and design philosophy of Reople Movement §
People Movement is the concept of the optimisation of roadway space and / or the prioritisation of the movement
of people over the movement of vehicles along the route and through the junctions along the Proposed Scheme.
The aim is to reduce journey times for modes of transport with higher person carrying capacity (bus, walking and
cycling), which in turn provides significant efficiencies and benefits to users of the transport network and the
environment.
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The need for the Proposed Scheme is to respond to current deficiencies in the transport system at a Regional
and Local level, as set out in Section 2.2.

The delivery of the Proposed Scheme is supported by International, European Union (EU), National, Regional
and Local strategies, policies, and plans. The key policy and planning documents are described in Section 2.3,
including the manner in which the need for the Proposed Scheme is supported by the relevant policies and
objectives.

Finally, Section 2.4 describes the benefits that will accrue from the provision of the Proposed Scheme.

Investments in high quality public transport infrastructure and systems have been proven to result in significant
modal shift. Indeed, in National Transport Authority (NTA) Dublin the Canal Cordon Report (NTA 2019a) outlined
that in 2019 (prior to COVID-19 restrictions) travel by sustainable modes accounted for 72% of all trips into Dublin
City, compared to 59% in 2010. This positive improvement in sustainable mode uptake was facilitated by
investment in walking, cycling and bus infrastructure, Luas Cross City and the re-opening of the Phoenix Park
Tunnel in addition to investments in systems such as Leap Card and Real Time Passenger Information.

The COVID-19 pandemic brought about a short-term change in travel patterns in the GDA (which led, for example,
to fewer people using public transport and more people working from home). Travel demand and patterns of travel
have now started to return to pre-pandemic levels and are anticipated to grow in line with population growth. The
impacts on travel demand and patterns of travel are still dependent on the quality of the transport system, in
particular, the reliability of a bus service that is not constrained by general traffic congestion.

2.2  Transport Need for the Proposed Scheme

Addressing the challenges, as outlined in Section 2.1, and the resulting need to develop an integrated sustainable
transport system for the GDA, formed part of the assessment process leading to the preparation and subsequent
adoption of the recent GDA Transport Strategies (Transport Strategy for the Greater Dublin Area 2016 +2035
(NTA 2016a) and the new Greater Dublin Area Transport Strategy 2022 +2042 (NTA 2022a)). An overview
providing the context for the new Greater Dublin Area Transport Strategy 2022 +2042 (in relation to the old
Transport Strategy for the Greater Dublin Area 2016 +2035) is given in Section 2.2.1.1.

The need for the Proposed Scheme to respond to current deficiencies in our transport system in the context of
the wider GDA transport needs is presented in this Section of the EIAR. The reasonable alternatives considered
as part of this process are addressed in Chapter 3 (Consideration of Reasonable Alternatives).

2.2.1 The Regional Transport Need

2.2.1.1 Overview of the Transport Strategy for the Greater Dublin Area 2016 +2035 and the New
Greater Dublin Area Transport Strategy 2022  +2042

The Greater Dublin Area Transport Strategy 2022-2042 (NTA 2022a) replaces the prior Transport Strategy for
the Greater Dublin Area 2016 - 2035 (NTA 2016a).

That prior Transport Strategy for the Greater Dublin Area 2016 +2035 set out to contribute to the economic,
social, and cultural progress of the GDA by providing for the efficient, effective, and sustainable movement of
people and goods. In other words, it was about making the Dublin region a better place for people who live and
work there, and for those who visit.

It did that by providing a framework for the planning and delivery of transport infrastructure and services in the
GDA. It has also provided a transport planning policy around which other agencies involved in land use planning,
environmental protection, and delivery of other infrastructure such as housing, water, and power, could align their
own investment priorities.

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.
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Major projects provided for in the prior Transport Strategy for the Greater Dublin Area 2016 2035 included
BusConnects Dublin which the Proposed Scheme is a key component of.

Under Number 15 of 2008 - Dublin Transport Authority Act 2008 (as amended), the NTA must review its transport
strategy every six years. Arising from the review of the Transport Strategy for the Greater Dublin Area 2016 +
2035, an updated strategy has been developed which sets out the framework for investment in transport
infrastructure and services over the next two decades to 2042.

Since the prior Transport Strategy for the Greater Dublin Area 2016 *2035 was approved by government in 2016,
the NTA, along with the Councils, other transport delivery agencies and transport operators, have worked to build
DQG GHYHORS WKDW VWUDWHJI\fV SURMHFWY DQG SURSRVDOV

With respect to BusConnects Dublin, work was commenced 2017. BusConnects Dublin was launched in 2017. It
is a multi-faceted programme comprising several elements, of which, the Core Bus Corridors will provide
approximately 230km of bus priority and approximately 200km of cycle routes.

It is the largest ever investment programme on the bus network to deliver high levels of bus priority on all the main
corridors to support and significantly improve the operation of bus services now and into the future. It is proofed
for resilience to enable the operation for more frequent services as required. The Proposed Scheme is a
fundamental element of this ongoing work.

The challenges outlined in the Transport Strategy for the Greater Dublin Area 2016 +2035 and the identified need
for BusConnects Dublin, as determined in the preparation of that prior strategy remain, and the evidence from the
detailed corridor studies undertaken in the preparation of that prior strategy is still valid and robust.

2.2.1.2 Context

An appraisal of the existing transport system in the GDA was undertaken to inform the previous Transport Strategy
for the Greater Dublin Area 2016 +2035 (NTA 2016a) in terms of current deficiencies and needs into the future.
The following trends which contribute to a mismatch between transport service provision and demand were
identified:

x  grequently uncompetitive bus and rail journey times compared to the car;

x Improved but still overly complex bus network;

x Public transport fare structure is overly complex;

x  Perception of poor value for money on public transport;

x Frequent disruptions to rail services;

x Improved but insufficient integration between modes and service providers;

x  Insufficient provision of passenger facilities, such as shelters and waiting areas;

x Inadequate level of passenger information;

x Major delays in the provision of new infrastructure;

x Congestion on the strategic road network;

x Severe local congestion in certain locations;

x Substandard +and in places dangerous zcycling environment; and

x  Substandard provision for pedestrians, particularly in central areas

A Strategic Environmental Assessment (SEA) was undertaken on the Transport Strategy for the Greater Dublin
Area 2016 +2035 (NTA 2016b). A number of alternative strategies were determined and assessed, taking into
account the objectives and the geographical scope of the strategy. The provisions of the Transport Strategy for
the Greater Dublin Area 2016 =* 2035 (including bus-based transport modes), were evaluated for potential
significant effects, and measures integrated into the Transport Strategy for the Greater Dublin Area 2016 +2035
on foot of SEA recommendations in order to ensure that potential adverse effects were mitigated. In considering
the alternative modes on a corridor basis, the environmental assessment undertaken considered that bus-based
projects could contribute towards faciOLWDWLQJ WKH DFKLHYHPHQW RI ,UHODQGYTV JUH
terms of reducing emissions per passenger per kilometre travelled. An SEA was also undertaken for the new
Greater Dublin Area Transport Strategy 2022 +2042 (NTA 2022b).The Greater Dublin Area Transport Strategy
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2022 +£2042 (NTA 2022a) was developed and assessed in the context of three notional Investment Scenarios,
as follows:

In preparing the Transport Strategy for the Greater Dublin Area 2016 +2035, a number of studies were undertaken
by the NTA to assess the transport options within broad corridors and to examine a number of supporting transport
policy measures. In these studies, transport demand and supply issues were examined, and the transport
interventions required to meet future demand were derived. The recommendations from these studies have been
taken on board in the formulation of the Transport Strategy for the Greater Dublin Area 2016 +*2035. The
Transport Strategy for the Greater Dublin Area 2016 +2035 identified the need for higher capacity public transport
provision such as light rail, Metro and heavy ral FRPSOHPHQWHG E\ D p&RABHheHti¥Ned1HW Z|
previously, the challenges outlined in the Transport Strategy for the Greater Dublin Area 2016 *2035 and the
identified need for BusConnects Dublin, as determined in the preparation of that prior strategy remain, and
evidence from the detailed corridor studies undertaken in the preparation of that prior strategy is still valid and
robust.

2.2.1.3 The Pedestrian Network

The Transport Strategy for the Greater Dublin Area 2016 +2035 (NTA 2016a) identified deficiencies in the existing
pedestrian network, comprising of footpaths and pedestrianised areas catering for pedestrian movement
throughout the GDA. Specifically, at many junctions across the GDA, pedestrian crossings are not provided, or
are provided only on some arms. The amount of time given to pedestrians to cross, and the time they must wait
to cross, also renders the walking experience sub-optimal. While these issues affect all parts of the GDA, they
are particularly critical in Dublin City Centre where the number of pedestrians is highest.

In order to address this, the prior Transport Strategy for the Greater Dublin Area 2016 +2035 sought to:

x PRrovide a safer, more comfortable and more convenient walking environment for those with
mobility, visual and hearing impairments, and for those using buggies and prams;

x Develop, in collaboration with the local authorities, a strategic pedestrian network plan,
encompassing the main urban centres of the region, which will identify the key pedestrian linkages
in those areas;

x Enhance pedestrian movement along the strategic pedestrian routes by widening footpaths where
appropriate, providing better surfacing and by removing unnecessary poles, signs, street cabinets,
advertising and other street clutter;

x  Support local authorities in the implementation of pedestrianisation schemes, particularly in central
areas of high pedestrian footfall, such as shopping streets;

x Revise road junction layouts, where appropriate, to provide dedicated pedestrian crossings, reduce
pedestrian crossing distances, provide more direct pedestrian routes, and reduce the speed of
turning traffic;

x Reduce waiting time for pedestrians at crossings in Dublin City Centre and other urban centres;

x Liaise with local authorities to deliver pedestrian information and wayfinding signage in urban
centres across the GDA;

x In conjunction with local authorities and An Garda Siochana, evaluate, and where appropriate seek
the introduction of, lower speed limits on residential streets and in urban centres;

x Cooperate with other agencies in the enforcement of laws in relation to parking on footpaths;

X Support pedestrian permeability provision in new developments, and the maintenance, plus
enhancement where appropriate, of such arrangements in existing developments; and

x Ensure that permeability and accessibility of public transport stops and stations for local
communities is maintained and enhanced

The need for the Proposed Scheme is supported by the prior Transport Strategy for the Greater Dublin Area 2016
+2035 and the new Greater Dublin Area Transport Strategy 2022 +2042 (NTA 2022a) in regard to improving the
pedestrian environment along the Proposed Scheme, while taking cognisance of and supporting pedestrian and
urban realm planning objectives locally.
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2.2.1.4 The Cycle Network

The Greater Dublin Area Cycle Network Plan 2013 (hereafter referred to as the GDACNP 2013) (NTA 2013) was
adopted by the NTA in early 2014 following a period of consultation with the public and various stakeholders. The
GDACNP 2013 formed the strategy for the implementation of a high quality, integrated cycle network as set out
in the Transport Strategy for the Greater Dublin Area 2016 +2035 (NTA 2016a). This is further discussed in
Section 2.3.4.5.

The predominant provision for cycling in the Dublin City Council (DCC) area, including the areas associated with
the Proposed Scheme, is by means of either non-segregated on-street cycle lanes (both advisory and mandatory)
or bus lanes. These facilities are generally of a low Quality of Service (QoS) in the city area mainly due to the lack
of width for cyclists, lack of segregation, and the consequent discomfort caused by large volumes of vehicular
traffic sharing the road space. The GDACNP 2013 found that typically the cycle lanes achieve a QoS score of C
or D in the DCC area (QoS scores are assigned on a five-point scale from A+ to D). More information on the QoS
cycling assessment criteria can be found in Chapter 6 (Traffic & Transport). It is however noted that, since the
production of the GDACNP 2013, several interventions have taken place, both permanent and temporary.

The GDACNP 2013 proposed a network of cycle links throughout the GDA, categorised as follows:

x  Primary Routes: Main cycle arteries that cross the urban area and carry most cycle traffic;
x Secondary Routes: Link between principal cycle routes and local zones;

x Feeder Routes: Cycle routes within local zones and/or connections from zones to the network
levels above;

x Inter Urban Routes: Links the towns and city across rural areas and includes the elements of the
National Cycle Network within the GDA; and

x Green Route Network: Cycle routes developed predominately for tourist, recreational and leisure
purposes but may also carry elements of the utility cycle route network above. Many National Cycle
Routes will be of this type.

An extract from the GDACNP 2013 is shown in Image 2.1, which highlights the Proposed Scheme in the context
of the planned cycle network. In the GDACNP 2013, there were two primary cycle routes identified running along
or parallel to the majority of the Proposed Scheme, including:

x Radial Cycle Route 9 from Kimmage in part along the Proposed Scheme; and

x Radial Cycle Route 9B from Terenure in part running parallel to the Proposed Scheme.

In the GDACNP 2013, there were a number of proposed cycles routes that will intersect with the Proposed
Scheme including:

x  Primary Orbital Cycle Route N10 and Orbital Secondary Route SO1 that crosses the Proposed
Scheme DW /HRQDUGYV &RUQHU 5 6RXWK &LUFXODU 5RDG

x The Grand Canal Greenway at Robert Emmett Bridge over the Grand Canal at Clanbrassil Street
8SSHU MXVW QRUWK RI +DUROGTV &URVV

x  Orbital Secondary Route SO2 that crosses the Proposed Scheme at Sundrive Cross; and
x  Orbital Secondary Route SO3 that crosses the Proposed Scheme at Kimmage Cross Road.

In addition, a proposed greenway (River Poddle Greenway) is identified running parallel to a section of the
Proposed Scheme.
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Image2.1: Extract from GODZNP 201@roposed Scheme Highlighted in Yefitawnformatiohp

The Proposed Scheme, which was supported by the GDACNP 2013 for the area, is needed to address the
deficiency in the very limited segregated cycling infrastructure currently available on this corridor.

It is noted that in preparing the Greater Dublin Area Transport Strategy 2022 +2042 (NTA 2022a), the NTA also
carried out a review of the GDACNP 2013. This review culminated in the preparation of the 2022 Greater Dublin
Area Cycle Network (NTA 2022c) which was published alongside the Greater Dublin Area Transport Strategy
2022 +2042. With respect to the Proposed Scheme, the 2022 Greater Dublin Area Cycle Network is broadly
aligned with the GDACNP 2013.

Kimmage to City Centre Core Bus Corridor Scheme Chapter 2 Page 6
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Changes between the 2022 Greater Dublin Area Cycle Network and GDACNP 2013 include:

x  The cycle route along Kimmage Road Lower is now a Secondary rather than a Primary route;
x North of the Grand Canal, the cycle route along Clanbrassil Street is now a Primary rather than a
Secondary route; and

x The Poddle Greenway has been omitted and replaced by sections of feeder route that generally
follow the river along quiet residential streets.

It is noted that each of the changes listed above support and reinforce the need for the delivery of cycling
infrastructure along the route of the Proposed Scheme.

Extracts from the 2022 Greater Dublin Area Cycle Network are shown in Image 2.2, which highlights the Proposed
Scheme in the context of the planned cycle network. It is noted that the routes within the 2022 Greater Dublin
Area Cycle Network are not numbered, and as such reference numbers included in the EIAR refer to the GDACNP
2013.

The Greater Dublin Area Transport Strategy 2022 +2042 states that key elements of the Cycling Network Plan
for the GDA will be delivered as part of the Core Bus Corridor schemes.
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Image2.2: Extract from the 2022 Greater Dublin Area Cycle Network (Proposed Scheme Highlighted in Yellow for Informati

The Proposed Scheme, which is supported by the GDACNP 2013 and the 2022 Greater Dublin Area Cycle
Network for the area is needed to address the deficiency in the very limited segregated cycling infrastructure
currently available on this corridor.

2.2.1.5 The Bus Network

To inform the preparation of the Transport Strategy for the Greater Dublin Area 2016 +2035 (NTA 2016a), the
NTA prepared the Core Bus Network Report (NTA 2015a) for the Dublin Metropolitan Area, which identified those
routes upon which there will be a focus on high capacity, high frequency and reliable bus services, and where
investment in bus infrastructure should be prioritised and concentrated. The Core Bus Network is defined as a set
of primary orbital and radial bus corridors which operate between the larger settlement centres in the Dublin
Metropolitan Area.

Kimmage to City Centre Core Bus Corridor Scheme Chapter 2 Page 8
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The development and implementation of priority infrastructure on the Core Bus Network is to ensure that delays
are minimised, reliability is improved through peak and off-peak periods and mode shift from the private car is
made more attractive.

The reason for focusing on the Core Bus Network is to maximise the return on future investment in bus
infrastructure and to facilitate efficient operation of bus services, thereby improving the attractiveness of public
transport for a large proportion of the population of the Dublin Metropolitan Area and beyond.

The Core Bus Network Report focused on the overall existing bus service network and identified locations where
the bus network is operating sub-optimally. The network is dominated by a radial network to / from Dublin City
Centre, supplemented by low frequency orbital and local bus routes serving larger destinations outside of the City
Centre core.

The following methodology was employed to determine the need for the future core bus infrastructure network:

1) The existing bus network and bus infrastructure in the Dublin Metropolitan Area was analysed,
including the identification, mapping and categorisation of the existing bus infrastructure. This
analysis identified all roads that have dedicated road space for bus, and other bus priority
infrastructure, such as bus gates, junction bus priority and bus-only through routes;

2) Journey time delays of the bus network in the Dublin Metropolitan Area were examined;

3) The frequency of bus services between stops during the peak period was examined to help identify
where the highest volume of bus traffic is on the network;

4) A demand analysis, including a broad understanding of trip demand was undertaken; and

5) Using the above analysis, specific corridors where investment is to be prioritised in the network was
identified and mapped.

Overall, at the time the Core Bus Network Report was prepared, there were approximately 213km (kilometres) of
dedicated bus lanes in the GDA, of which 93km can be categorised as outbound and 120km can be categorised
as inbound (City Centre or lower order centre as destination).

Bus lanes vary by quality, level of continuity, quality of treatment at junctions and operational times. Generally, all
lanes are currently at least operational for their peak hours (i.e. morning peak for inbound and evening peak for
outbound). Many are operational in both directions at both peak periods, some from 7am to 7pm and others on a
24-hour basis. Some corridors benefit from a high degree of continuity whereby bus lanes are present for long
sections and are not truncated at all junctions. This occurs mostly in locations where a previous full lane of traffic
or a pre-existing hard shoulder has been designated as a bus lane.

The Transport Strategy for the Greater Dublin Area 2016 + 2035 concluded that this high-quality Core Bus
Network would form an integral part of the improved public transport infrastructure measures for the Dublin
Metropolitan Area. The final resulting Core Bus Network presented in the prior Transport Strategy for the Greater
Dublin Area 2016 +2035 represents the most important bus routes within the Dublin Metropolitan Area, generally
characterised by high passenger volumes, frequent services and significant trip attractors along the routes.

It comprises 16 radial corridors, three orbital corridors and six regional corridors. The radial core corridors, as
extracted from the Transport Strategy for the Greater Dublin Area 2016 + 2035, are shown in Image 2.3
(reproduced from Figure 5.5 in the Transport Strategy for the Greater Dublin Area 2016 +2035 (routes presented
are indicative only)).

During the non-statutory public consultations and the route selection process, the 16 radial routes the had been
considered separately. However, in certain instances a number of radial routes were then combined where they
were considered to have geographical associations or where it was considered to be a functional interdependence
that would be best addressed by the combining of routes. This combining of routes resulted in the 16 radial routes
being brought together to form the 12 BusConnects Schemes, which are listed below in Section 2.2.1.7.

The Transport Strategy for the Greater Dublin Area 2016 +2035 recognised that these corridors are generally
characterised by discontinuity, whereby the corridors currently have dedicated bus lanes along only less than one
third of their lengths on average which means that for most of the journey, buses and cyclists are sharing space
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with general traffic and are negatively affected by the increasing levels of congestion. This results in delayed
buses and unreliable journey times for passengers.

That prior Transport Strategy for the Greater Dublin Area 2016 +2035 stated that it is therefore intended to provide
continuous bus priority, as far as is practicable, along the core bus routes, with the objective of supporting a more
efficient and reliable bus service with lower journey times, increasing the attractiveness of public transport in these
areas and facilitating a shift to more sustainable modes of transport. The new Greater Dublin Area Transport
Strategy 2022 +2042 (NTA 2022a) similarly states that subject to obtaining statutory planning approvals, the NTA
will proceed to implement the 12 Core Bus Corridors as set out in the BusConnects Dublin programme. They will
facilitate faster and more reliable bus journeys on the busiest bus corridors in the Dublin region, making the overall
bus system more convenient and useful to more people.

There are three main bus corridors in the south central Dublin area with varying degrees of bus priority linking the
outer suburbs to the City Centre. These are the Rathfarnham-Terenure-Rathgar-Rathmines on the eastern side,
the Kimmage corridor in the middle (i.e., the Proposed Scheme) and the Tallaght-Greenhills-Walkinstown-Crumlin
corridor on the western side.

The current level of bus priority along the Kimmage corridor is poor at just 24% of the length in the northbound
direction to the City Centre, and 6.5% in the southbound direction from the City Centre.

The Core Bus Network study included a recommended route from Kimmage to the City Centre on the basis of the
need to serve significant demand along this entire corridor, and the need to address service deficiencies (lack of
bus priority and associated journey time reliability) for a high level of scheduled bus services already operating
along this corridor.

SN ‘:‘_ = R - Legend

L w— s
)

5 10 Kmms

Image2.3: 2035 Core Bus Network Radial Corrighdfé\ 2016a)
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The need for the Proposed Scheme is supported by the objective of the Greater Dublin Area Transport Strategies
to provide continuous bus priority, as far as is practicable, along the core bus route, that supports a more efficient
and reliable bus service with lower journey times.

2.2.1.6 The BusConnects Programme

The BusConnects programme seeks to greatly improve bus services in Irish cities, including Dublin, so that
journeys by bus will be fast, reliable, punctual, convenient and affordable. As set out in a later section below,
%WXV&RQQHFWY LV SDUW RI WKH *RYHUQPHQWYfV SROLF\ WR LPSURYH SXEC
and other cities. BusConnects is included as a specific policy objective of Project Ireland 2040 +The National
Development Plan 2021 +2030 (hereafter referred to as the NDP 2021 +2030) (Government of Ireland 2021a).

In the Climate Action Plan 2023 (Government of Ireland 2023), there is a specific action to advance the
BusConnects programme in five cities (which includes Dublin).

The full programme for BusConnects Dublin includes a range of interlinked and complementary proposals
including:
x Management elements: Redesigning the network to increase the number of homes, jobs and
services with coverage, improving orbital accessibility and restructuring radial routes into spines;

x Technological elements: Introducing new ticketing systems to improve convenience and reduce
dwell time at bus stops;

x Fleet elements: Replacing the bus fleet with low emission vehicles, introducing branding and livery
to give a new |ook and feel §

x Policy elements: Introducing a 90-minute ticket to remove the financial penalty for interchanging
between buses or changing mode during trips; and

x Infrastructure elements: Creating infrastructure to separate buses and cyclists from other traffic to
make sustainable travel a faster, safer and more reliable choice. Developing interchange hubs and
improving pedestrian facilities around bus stops.

BusConnects Dublin is a suite of transformative changes to the bus system, intended to make it more efficient,
faster, reliable and easier to use. The BusConnects Dublin programme contains nine elements, one of which is
the BusConnects Dublin +Core Bus Corridor Infrastructure Works (the CBC Infrastructure Works). The nine
elements are:

CBC Infrastructure Works;

Dublin Area Bus Network Redesign;

Transitioning to a new low emissions bus fleet;

State of the art ticketing system;

Cashless payment system;

Simpler fare structure;

New Park and Ride sites in key locations;

New bus livery providing a common style across all operators; and

New bus stops and shelters with better signage and information.

X X X X X X X X X

The CBC Infrastructure Works are needed because they will provide enhanced walking, cycling and bus
infrastructure on this key access corridors in the Dublin region, which will enable and deliver efficient, safe, and
integrated sustainable transport movement along the corridor.

Each of the other elements individually brings its own benefits, but there are cumulative benefits that are
dependent on the completion of the entire programme, given the network interdependencies between measures.

The effectiveness of the programme is more than the sum of its parts. For example, some additional bus
patronage will be attracted by simply adding new services and redesigning the network, but it will take an increase

in speed and reliability to reach a wider segment of the market. Addressing fares and making the system easier

to use will bring another market segment on board. Additionally, EULQJLQJ DOO WKHVH FKDQJHV WI
so that they can take advantage of the new opportunities would be difficult without refreshing the information

system, the bus livery and the waiting environment.
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The implementation of these other elements will progress independently of the CBC Infrastructure Works element.

The CBC Infrastructure Works brings a range of benefits as an element in its own right. However, the CBC
Infrastructure Works is also integral to realising the fullest potential of the other elements.

In the absence of the Proposed Scheme, bus services will operate in a more congested environment, leading to
higher journey times for bus and lower reliability which will lead to reduced levels of public transport use, making
the bus system far less attractive and less resilient to higher levels of growth. The absence of walking and cycling
measures that the Proposed Scheme will provide will significantly limit the potential to grow those modes into the
future.

2.2.1.7 The CBC Infrastructure Works

The radial Core Bus Corridors identified in the Transport Strategy for the Greater Dublin Area 2016 +2035 (NTA
2016a), as modified in the light of more detailed assessment, are to be delivered under the CBC Infrastructure
Works. The CBC Infrastructure Works will deliver approximately 230km of dedicated bus lanes and 200km of
cycle tracks along 12 stand-alone Core Bus Corridor Schemes, which includes the Proposed Scheme.

The 12 stand-alone Core Bus Corridor Schemes to be delivered under the CBC Infrastructure Works are shown
in Image 2.4 and are listed here:

Clongriffin to City Centre Core Bus Corridor Scheme;

Swords to City Centre Core Bus Corridor Scheme;

Ballymun / Finglas to City Centre Core Bus Corridor Scheme;

Blanchardstown to City Centre Core Bus Corridor Scheme;

Lucan to City Centre Core Bus Corridor Scheme;

Liffey Valley to City Centre Core Bus Corridor Scheme;

Tallaght / Clondalkin to City Centre Core Bus Corridor Scheme;

Kimmage to City Centre Core Bus Corridor Scheme (the Proposed Scheme) ;
Templeogue / Rathfarnham to City Centre Core Bus Corridor Scheme;

Bray to City Centre Core Bus Corridor Scheme;

Belfield / Blackrock to City Centre Core Bus Corridor Scheme; and

Ringsend to City Centre Core Bus Corridor Scheme.

X X X X X X X X X X X X
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Image2.4: CBClnfrastructure Works

The CBC Infrastructure Works will typically run along existing trunk bus routes, connecting residential suburbs,
retail and village areas and metropolitan urban centres along the route and the City Centre.

Section 5.5.4 of the Transport Strategy for the Greater Dublin Area 2016 +2035 (NTA 2016a) states that:

A number of the Core Radial Bus Corridors are proposed to be developed as Bus Rapid Transit routes,
where the passenger numbers forecast on the routes are approaching the limits of conventional bus
URXWH FDSDFLW\ |

As design and planning work was progressed by the BusConnects Infrastructure team, it became clear that the
level of differentiation between the Bus Rapid Transit (BRT) corridors and the Core Bus Corridors would ultimately
be limited, and that the radial Core Bus Corridors should be developed to provide a similarly high level of priority
service provision (i.e. to provide consistency in terms of bus priority and infrastructure to support all bus services).
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The Proposed Scheme connecting Kimmage to the City Centre serves a significant public transport demand
between these locations.

The Dublin Area Bus Network Redesign Revised Proposal (October 2019) (NTA 2019b) presented information
R Qpafierns of demand fimage 2.5 is an extract of the Combined Activity Density map for areas local to the
Proposed Scheme, which combines residential, employment, and student enrolment densities to approximate the
total effect of all densities in representing potential demand for public transport. Image 2.6 is an extract from the
Average Daily Patronage Heatmap, which presents information on daily average weekday boardings along the
Proposed Scheme route. Note these images are based on patronage levels in 2019. The Proposed Scheme is
superimposed on the images for context.

Image 2.5 and Image 2.6 demonstrate the catchments which are proposed to be served by the sustainable
transport infrastructure within the Proposed Scheme.

Further detail is provided in Chapter 6 (Traffic & Transport) on the modelling and transport analysis carried out as
part of the EIAR, which assesses the impact of the Proposed Scheme against key metrics and comparatively
between W KO Minimum fand Po Something fi.e. with the Proposed Scheme) scenarios.

Combined Activity Density
(population, employment,
and student enrolment den-
sity) indicates the total level
of daily activity in an area, as
most trips begin or end at a
residence, workplace, com-
mercial, or educational estab-
lishment.
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Image2.5. Combined Activity Density Map (Dublin Area Bus Network Regdesgiged Proposal (NTA 26) 9Proposed
Scheme Highlighted in GrdenInformation)
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2.2.2 The Local Transport Need

The local transport need supporting the Proposed Scheme is summarised in this Section, with the existing
baseline transport environment presented in further detail in Chapter 6 (Traffic & Transport).

There are sections along the route of the Proposed Scheme with poor bus priority resulting in poor journey time
reliability, particularly at peak times. Automatic Vehicle Locator (AVL) data from existing bus services operating
along the Proposed Scheme corridor has been used to examine the current standard deviation for bus services
along the corridor, as shown in Table 2.1.

Table2.1: Current Bus Journey Time Standard Deviation (Minutes)

Section AM Peak Inbound PM Peak Inbound AM Peak Outbound PM Peak Outbound

Kimmage to City Centre 9.18 7.37 9.32 9.09

The AVL data indicates that current bus journey times have a standard deviation of approximately 9 minutes along
the Proposed Scheme, and with any further increases in traffic levels, these issues are expected to be
exacerbated. In addition to impacting on bus passengers, longer and less reliable bus services also require
operators to use additional buses to maintain headways to fill gaps in the timetable. Aligned to this, the remaining

Kimmage to City Centre Core Bus Corridor Scheme Chapter 2 Page 15
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sections of un-prioritised bus network can lead to clustering of buses which, in turn, means stops can become
overcrowded, creating delays in boarding and alighting and the imbalanced use of bus capacity.

Within the extents of the Proposed Scheme route, bus priority infrastructure is currently provided along
approximately 24% (citybound) and 6.5% (outbound), cumulatively equating to approximately 15% of the length
of the route. The Proposed Scheme will facilitate 100% bus priority and complement the rollout of the Dublin Area
Bus Network Redesign to deliver improved bus services on the route. This will improve journey times for bus,
enhance its reliability and provide resilience to congestion.

One of the key objectives of the Proposed Scheme is to enhance interchange between the various modes of
public transport operating in the city and wider metropolitan area. The CBC Infrastructure Works, including the
Proposed Scheme, are being developed to provide improved existing or new interchange opportunities with other
existing and planned transport services, including:

DART stations;

Existing Dublin Bus and other bus services;

The GDACNP 2013 (NTA 2013) and 2022 Greater Dublin Area Cycle Network (NTA 2022c);
Future public transport proposals such as the DART + Programme and MetroLink; and

Supporting the ongoing roll out of Dublin Bus Network Re-design as part of BusConnects.

X X X X X

The Proposed Scheme has an overall length of approximately 3.7km and will commence on R817 Kimmage Road

Lower at the junction with the R818 on Terenure Road West and Kimmage Road West, and R817 Fortfield Road.

The Proposed Scheme will continue along R817 Kimmage Road Lower towards the City Centre, via the R137 on
+DUROGTV &URVYV 5RDG &ODQEUDVVLO 6WUHHW 8SSHU DQG /RZHU DQG
provided along the entire route, consisting primarily of dedicated bus lanes in both directions, where feasible, with
alternative measures proposed at particularly constrained locations such as much of R817 Kimmage Road Lower,
+DUROGTV &URVYV 3DUN :HVW DQG VKRUW VHFWLRQV RI 5 &ODQEUDVVLO
A complementary cycle route is also proposed to the west of the Proposed Scheme via quiet streets at the
southern end of the Proposed Scheme.

There are many local destinations along the Proposed Scheme that generate demand for public transport, walking
and cycling for local trips as follows:

x Employment sites west of R817 Kimmage Road Lower at Ravensdale Park and Cashel Road at the
southern end,;

x Terenure Village which is 1km to the east of the Proposed Scheme and Crumlin Village, which is
1km to the west, attract east to west movements across the Proposed Scheme at Kimmage Cross-
Roads;

x Various schools in the surrounding catchment area that attract movements along and across the
Proposed Scheme, including in Terenure to the south, at Clareville Road to the east, at Clogher
Road WR WKH ZHVW DQG RQH H[LVWLQJ DQG WZR QHZ VFKRROV LQ

x Alocal retail and business cluster on R817 Kimmage Road Lower at the junction with Corrib Road
near the southern end;

The village centre of Kimmage at Sundrive Cross with a large cluster of retail and other businesses;

Mount Argus Church;

ORXQW -HURPH &HPHWHU\ LQ +DUROGYV &URVYV

+DUROGTV &URVY 9LOODJH WR WKH HDVW DQG +DUROGYV &URVV
7KH XUEDQ YLOODJH DW /HRQDUGYV &RUQHU DW B6RXWK &LUFXOL

X X X X X

There is considerable demand for transport both along the corridor, and further afield from the onward connections
to the route at the southern end linking from the Templeogue and Greenhills areas. Local demand arises from the
extensive residential catchment area along the corridor for travel to and from the City Centre. Specific local trip
generators are at Kimmage Village where there is a concentration of local businesses and retail premises centred
DURXQG WKH 6XQGULYH 6KRSSLQJ &HQWUH 2WKHIURRVYPHUG LB R GTHOQGEM WY H
the Portobello area. Employment sites are clustered at Ravensdale Park and Cashel Road at the southern end
DQG LQ WKH +DUROGYV &URVV DQG SRUWREHOOR DUHDV 7KHUH DUH QXPF




























































































































































