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1.0 INTRODUCTION 

Cronin & Sutton Consulting Engineers (CS Consulting) have been 

commissioned by the Land Development Agency (LDA) to prepare a Traffic 

and Transport Assessment (TTA) for a proposed Large-scale Residential 

Development (LRD) on the former Teagasc lands in Kinsealy, Co. Dublin. 

The TTA is to be read in conjunction with the engineering drawings and 

documents submitted by CS Consulting and with all other relevant 

documentation submitted by other members of the project design team. 

1.1 Applicable Reference Documents 

In preparing this report, CS Consulting has made reference to the following: 

• Fingal Development Plan 2023-2029 

• Kinsaley Local Area Plan 2019 

• Sustainable Residential Development and Compact Settlements 

(Guidelines for Planning Authorities) (2024) 

• TII Project Appraisal Guidelines (2011) 

• TII Traffic and Transport Assessment Guidelines (2014) 

• DoT Traffic Signs Manual (2019-2024) 

• Trip Rate Information Computer System (TRICS) database 

• CSO 2022 Census data 

• Design Manual for Urban Roads and Streets (DMURS) 2019 

• NDA Building for Everyone: A Universal Design Approach – External 

environment and approach (2012) 

• Building Regulations 2010 Technical Guidance Document M  

• NTA Cycle Design Manual (2023) 

• Greater Dublin Area Cycle Network Plan (2015) 
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1.2 Objective 

The objective of this report is to examine the traffic implications associated 

with the proposed development, in terms of integration with existing traffic 

in the area. The report determines the impact of the proposed 

development on the existing road network, in particular through the 

operational assessment of 4no. key junctions on Chapel Road and the 

Malahide Road. The report also examines the proposed development’s 

vehicular access and servicing arrangements, car and bicycle parking 

provision, site layout, public transport availability, and facilities for 

pedestrians and cyclists. 

1.3 Study Methodology 

The methodology adopted in preparing this report corresponds to industry 

best practice and follows the guidance set out by Transport Infrastructure 

Ireland (TII) in its Project Appraisal Guidelines and its Traffic and Transport 

Assessment Guidelines. This methodology is summarised as follows: 

• Receiving environment – A desktop study of the area surrounding the 

development site has been conducted, examining the nature of the 

surrounding existing transport infrastructure, the existing public 

transport services nearby, and proposed future improvements to 

transport infrastructure and services. 

• Traffic flow data – 12-hour classified vehicular traffic count surveys 

were undertaken on Tuesday the 12th of September 2023 by Irish Traffic 

Surveys (ITS) on behalf of CS Consulting. These surveys were conducted 

between 07:00 and 19:00 at 3no. existing road junction sites in Kinsealy 

village. A supplementary classified traffic count survey was conducted 

by ITS on behalf of CS Consulting between 07:00 and 19:00 on Thursday 

the 25th of April 2024 at the existing access to the Malahide 

Portmarnock Educate Together National School. 
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• Trip generation – A multi-modal development trip generation 

assessment has been carried out using data extracted from the Trip 

Rate Information Computer System (TRICS) database of traffic surveys, 

in conjunction with CSO national census data. This quantifies trips to 

and from the proposed development site, across several modes of 

transport. 

• Trip distribution – Based upon existing traffic characteristics and the 

surrounding road network, an appropriate distribution has been 

assigned to site development vehicular trips across the road network. 

• Junction performance assessment – In accordance with TII traffic 

increase threshold guidance, a single existing junction was identified 

as requiring detailed operational assessment, alongside the 

development’s proposed new access junction on the Malahide Road. 

Fingal County Council has however requested operational assessment 

of two additional existing junctions on the surrounding road network, 

and these have also been assessed. These four junctions were 

modelled under existing traffic conditions, as well as under a range of 

future year assessment scenarios. Future year traffic forecasts were 

derived from TII growth factors and development trip generation 

figures. 

• Parking – Car and bicycle parking provisions within the proposed 

development have been assessed with reference to the parking 

standards set out in the Fingal Development Plan 2023-2029 and the 

2024 Sustainable Residential Development and Compact Settlements 

(Guidelines for Planning Authorities). 
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1.4 Structure of Report 

The structure of this report corresponds to the various stages outlined 

above, and the key tasks summarised below: 

• Section 2 describes the proposed development location, the existing 

land use, and the development proposals. 

• Section 3 provides an overview of the existing local transportation 

infrastructure, existing traffic flows, and public transport services, as 

well as identifying relevant proposed improvements to local 

infrastructure and services. 

• Sections 4 and 5 detail the analysis as described in the study 

methodology above. The analysis examines trip generation, trip 

distribution, and resulting junction operational performance with the 

development in place. 

• Section 6 assesses the proposed car and bicycle parking provisions for 

the development, with reference to Local Authority standards and 

national policy guidance. 

• Section 7 examines the development’s vehicular access 

arrangements, internal layout, pedestrian and cyclist facilities, and 

servicing arrangements. 

• Section 8 presents the findings of an independent Quality Audit of the 

proposed development’s access arrangements and internal layout, 

and details design changes made in response. 

• Section 9 responds to specific opinion items issued by Fingal County 

Council in the course of the LRD application process to date. 

• Section 10 presents the conclusions of the report. 
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2.0 SITE LOCATION AND PROPOSED DEVELOPMENT 

2.1 Site Location 

The site of the proposed development is located immediately to the east 

of the Malahide Road (R107) in the village of Kinsealy, Co. Dublin. The site 

has a total area of 8.2ha and is in the administrative jurisdiction of Fingal 

County Council. It is bounded to the north and northeast by recently 

completed residential developments, to the southeast by greenfield lands, 

to the south by St. Nicholas of Myra National School and commercial 

premises, and to the west by the Malahide/Portmarnock Educate Together 

National School, 2no. dwellings, and the Malahide Road (along a road 

frontage of approx. 35m). 

 
Figure 1 – Location of proposed development site 

(map data and imagery: EPA, OSM Contributors, Google) 
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The location of the proposed development site is shown in Figure 1; the 

extents and context of the development site are shown in more detail in 

Figure 2. 

 
Figure 2 – Site extents and environs 

(map data and imagery: NTA, OSM Contributors, Microsoft) 

2.2 Existing Site Condition 

The subject development site is brownfield, having previously 

accommodated the majority of a Teagasc agricultural research facility. A 

number of existing structures are present on the site, as well as a network of 

internal roads and other hardstanding elements. The site currently 

generates no vehicular or pedestrian traffic. 
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2.3 Description of Proposed Development 

The proposed development consists of the demolition of existing buildings 

and structures on a site associated with the former Teagasc Research 

Centre, and the construction of 193 no. residential dwellings comprising 153 

no. two storey houses (consisting of 30 no. two-bed; and 123 no. three-bed 

terraced houses) and 40 no. duplex units (comprising 20 no. two-bed 

ground floor apartments with 20 no. three-bed duplexes above) arranged 

in three storey blocks.  

The proposed development includes a single storey childcare facility 

(approx. 283 sqm gross floor area) with the capacity for approximately 50 

children.  

The proposed development incorporates approximately 1.64 ha of 

dedicated public open space comprising a series of open spaces and a 

central east-west green route linear park and parklands along the east 

boundary. In addition, 2.2 ha of green belt lands are included to the south 

and south-east or the residential development area to accommodate the 

future provision of a soccer pitch.  

Vehicular access to the site will be via a new vehicular entrance at Gandon 

Lane to the north (providing access to the northern part of the site) and a 

new vehicular access from the Malahide Road, located to the south of the 

existing Malahide Portmarnock Educate Together National School  

(providing access to the southern part of the site).  

The proposed development includes 230 no. car parking spaces 

(comprising 193 no. residential spaces, 4 no. childcare drop off spaces, 3 

no. childcare staff spaces, 9 no. dedicated EV charging spaces and 21 no. 

visitor spaces), and 345 no. bicycle parking spaces (201 no. private secure 

on-curtilage spaces for houses without independent garden access, 100 
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no. private secure spaces and 20. no. visitor spaces for duplex units, 20 no. 

childcare drop-off spaces, and 4 no. childcare staff spaces). 

The proposed development facilitates pedestrian and cycle links to existing 

and proposed adjoining developments, including the provision of an east-

west greenway connecting residential lands to the east of the site at 

Newpark to the Malahide Road and the provision of links from the 

greenway to adjoining lands to the north at Beechwood, and future links 

south to the green belt lands.  

The proposed development has an overall site area of 8.12ha, and includes 

bin storage, internal roads, boundary treatments, public lighting, 3 no. ESB 

unit substations, water supply, surface water drainage and foul water 

drainage infrastructure, and all associated and ancillary site and 

development works. 
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3.0 RECEIVING ENVIRONMENT 

3.1 Existing Road Network Characteristics 

The development site is immediately to the east of the Malahide Road 

(R107), onto which it has an existing vehicular access. The site is 

approximately 100m to the south of Chapel Road (L2100), to which it is 

connected by Gandon Lane. A third key element of the existing 

surrounding road infrastructure is Baskin Lane (L2055), which meets the 

Malahide Road approximately 80m north of the development site’s existing 

access. 

 
Figure 3 – Key local roads 

(map data and imagery: OSM Contributors, Microsoft) 

The R107 is an important regional road, with a north-south alignment 

generally, which connects Malahide in the north to Fairview in the south. 

Through Kinsealy, this is a single-carriageway road with a pavement width 
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of between 7m and 10m. A raised pedestrian footpath is in place on the 

western side of the road. 

Chapel Road extends eastward from the R107 at Kinsealy, meeting 

Drumnigh Road (R124) approximately 1.5km to the east and providing the 

most direct route between Kinsealy and Portmarnock. This is a single-

carriageway local road with a typical pavement width of between 5.5m 

and 6.5m. Raised pedestrian footpaths are in place on both sides of Chapel 

Road along its initial 390m stretch from the R107, as is a segregated 

westbound cycle track on its southern side; these facilities presently 

terminate at the entrance to the Cooper’s Wood development. 

Baskin Lane extends westward from the R107 at Kinsealy. It connects to 

Stockhole Lane approximately 2.5km to the west, which provides a route to 

the R132 at Dublin Airport and thence to the M1 motorway. A raised 

pedestrian footpath is in place on the northern side of Baskin Lane. 

3.2 Existing Local Vehicular Traffic Flows 

Full turning movement classified traffic counts were carried out by Irish 

Traffic Surveys (ITS), on behalf of CS Consulting, over a 12-hour period 

(07:00–19:00) on Tuesday the 12th of September 2023. Count information 

was obtained at the following 3no. existing junction sites (see Figure 4): 

J1. Malahide Road / Baskin Lane 

(3-arm priority-controlled junction)  

J2. Malahide Road / Chapel Road 

(3-arm signal-controlled junction) 

J3. Chapel Road / Kinsealy Lane / Gandon Lane 

(4-arm priority-controlled junction) 
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The peak hour traffic flows across these three initial survey sites were found 

to occur between 07:45 and 08:45 (AM peak hour) and between 16:15 and 

17:15 (PM peak hour). 

 
Figure 4 – Traffic survey sites 

(map data & imagery: OSM Contributors, Microsoft) 

A supplementary classified traffic count survey was conducted by ITS on 

behalf of CS Consulting between 07:00 and 19:00 on Thursday the 25th of 

April 2024 at the existing access to the Malahide Portmarnock Educate 

Together National School on the Malahide Road. This survey site, 

designated J4, is also shown in Figure 4. 

As shown in Table 1, a comparison of the peak hour two-way traffic flows 

on the R107 Malahide Road between traffic survey sites J1 and J4 shows 

that the two-way traffic flows in April 2024 were: 
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• 7.8% higher during the AM peak hour than in September 2023. 

• 7.2% lower during the PM peak hour than in September 2023. 

• Almost identical to September 2023 when considering the sum of the 

two peak hours. 

Table 1 – Surveyed Traffic Flows on R107 between J1 and J4 

Traffic Flows 

in Passenger 

Car Units 

(PCU) 

12th September 2023 25th April 2024 

AM Peak 

(07:45-

08:45) 

PM Peak 

(16:15-

17:15) 

Sum of 

Peak 

Hours 

AM Peak 

(07:45-

08:45) 

PM Peak 

(16:15-

17:15) 

Sum of 

Peak 

Hours 

Northbound 522 763 1,285 544 607 1,151 

Southbound 571 434 1,005 634 504 1,138 

2-Way Total 1,093 1,197 2,290 1,178 1,111 2,289 

This comparison shows that, while there is some seasonal variation in traffic 

patterns in the vicinity of the development site, overall background traffic 

flows in April 2024 during the identified peak hours were no greater than 

those recorded in September 2023. As such, the traffic movements and 

peak hours obtained from the survey on Tuesday the 12th of September 2023 

form a robust basis for assessment of junction performance. 

Raw data from both traffic surveys are provided in Appendix A. The 

recorded traffic movements at each of the surveyed junctions during the 

peak hours have been isolated from the count data, converted to 

Passenger Car Units (PCU), and scaled up to baseline levels for the year 

2024 using standard TII growth factors (see sub-section 3.10). For 

consistency, the mainline traffic flows recorded in April 2024 at the 

Malahide Portmarnock ETNS access on the Malahide Road (survey site J4) 

were adjusted to correspond to those recorded at survey site J1, and were 

treated thereafter as though recorded in the year 2023. 

These total survey year and baseline year peak hour flows are included in 

the traffic flow matrices given in Appendix C and are also given in Table 2. 



 

C215 Traffic and Transport Assessment 

13 

Table 2 – Total Weekday Peak Hour Junction Traffic Movements 

Junction 

Ref. 

2023 Survey Year 2024 Baseline Year 

AM Peak 
(07:45-08:45) 

PM Peak 
(16:15-17:15) 

AM Peak 
(07:45-08:45) 

PM Peak 
(16:15-17:15) 

J1 1,496 1,629 1,515 1,650 

J2 1,657 1,732 1,679 1,754 

J3 917 934 929 947 

J4 1,161 * 1,204 * 1,175 1,219 

TII expansion factors have also been used to derive the Annual Average 

Daily Traffic (AADT) total traffic movements at each surveyed junction. 

These are given in Table 3. 

Table 3 – Total AADT Traffic Movements at Surveyed Junctions 

Junction 

Ref. 

2023 Survey Year 2024 Baseline Year 

Light 

Vehicles 

Heavy 

Vehicles 
TOTAL 

Light 

Vehicles 

Heavy 

Vehicles 
TOTAL 

J1 17,463 599 18,062 17,685 611 18,296 

J2 19,142 615 19,757 19,385 627 20,012 

J3 10,065 210 10,275 10,192 214 10,406 

J4 12,610 † 485 † 13,095 † 12,771 495 13,105 

 

  

 
* Figure adjusted for consistency with 2023 survey flows. 
† Figure adjusted for consistency with 2023 survey flows. 
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3.3 Pedestrian Accessibility 

Figure 5 shows walking times to and from the population centre of the 

proposed development (taking into account the proposed internal road 

and footpath network), based on an average walking speed of 4.8km/h. 

This illustrates that a number of key amenities are within a 10-minute walk; 

these include two primary schools, a service station (with convenience 

retail outlet), and several further commercial, retail, and food/beverage 

premises at the Kinsealy Village Centre complex (including a crèche and a 

gym). 6no. bus stops are within a 10-minute walk, while Portmarnock railway 

station is within approximately 30 minutes’ walk. 

 
Figure 5 – Walking times to/from development site 

(map data & imagery: NTA, OSi, OSM Contributors) 
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3.4 Bicycle Journey Times 

Figure 5 shows bicycle journey times to and from the development site, 

based on an average cycling speed of 16km/h. Portmarnock railway 

station is within a 10-minute bicycle journey, and Howth Junction & 

Donaghmede railway station (served by more frequent DART trains) is within 

a 20-minute bicycle journey. Malahide is within a 15-minute bicycle journey; 

a 20-minute bicycle journey will reach Clare Hall, Dublin Airport, and the 

outskirts of Swords. 

 
Figure 6 – Bicycle journey times to/from development site 

(map data & imagery: NTA, OSi, OSM Contributors) 
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3.5 Existing Public Transport Services 

Bus stops on the Malahide Road, in close proximity to the development site, 

are served by 2no. regular PSO bus routes operated by Dublin Bus: the 42 

and the 43. 

 
Figure 7 – Existing adjacent bus services 

(map data & imagery: NTA, OSM Contributors) 



 

C215 Traffic and Transport Assessment 

17 

Table 4 – Existing Adjacent Bus Services 

Route 

No. 
Operator Destination 

Weekday 

Services 

Typical Peak 

Hour Interval 

42 
Dublin 

Bus 

Portmarnock (Sand’s Hotel) 42 20 min 

Dublin City (Talbot Street) 42 20 min 

43 
Dublin 

Bus 

Swords Business Park 30 20 min 

Dublin City (Talbot Street) 31 20 min 

Portmarnock railway station is approximately 1.4km to the east of the 

development site, within an 8-minute bicycle journey or a 4-minute car 

journey. Walking time from the development site to the railway station is 

approximately 30 minutes. This station is served principally by Dublin Area 

Rapid Transit (DART) trains operating between Malahide and Bray or 

Greystones, via Dublin city centre. Commuter rail services on the 

Drogheda/Dundalk to Dublin/Bray route also call at this station, though less 

frequently. 

Table 5 – Rail Services at Portmarnock Station 

Service Type 
Direction 

(Destinations) 

Weekday 

Services 

Typical Peak 

Hour Interval 

Dublin Area 

Rapid Transit 

(DART) 

Northbound 

(Malahide) 
47 15 min 

Southbound 

(Bray/Greystones via Dublin) 
47 20 min 

Commuter Rail 

Northbound 

(Drogheda/Dundalk) 
3 n/a 

Southbound 

(Dublin/Bray) 
5 15 min 

Figure 8 shows the reach of public transport journeys from the development 

site, by total journey time, based on a weekday departure time of 08:00. 

These journey times include service interchanges, as well as the time 

necessary to walk to and between public transport stops. 
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Figure 8 – Public transport journey times 

(map data & imagery: TravelTime platform, OSM Contributors) 

3.6 BusConnects Proposals 

The BusConnects Dublin Area Revised Bus Network initiative, which is 

currently undergoing staged implementation, seeks to improve the overall 

convenience and efficiency of the city’s bus routes. This will see the existing 

Dublin Bus routes 42 and 43 – which currently serve stops on the Malahide 

Road in close proximity to the development site – discontinued and 

replaced by the new routes 20 and 21. 
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Table 6 – Adjacent Bus Services Proposed Under BusConnects 

Route No. Destination 
Weekday 

Services 

Typical Peak 

Hour Interval 

20 
Malahide 34 30 min 

Dublin City Centre 34 30 min 

21 
Swords Business Park 34 30 min 

Dublin City Centre 34 30 min 

 
Figure 9 – BusConnects network redesign – Malahide area 

(background map imagery: NTA) 
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3.7 DART+ Proposals 

DART+ is the NTA and Córas Iompair Éireann (CIÉ)’s programme for the 

expansion and modernisation of Dublin Area Rapid Transit (DART) medium 

rail services. This will extend the DART network from its current 50km in length 

to over 150km. 

 
Figure 10 – DART+ proposal extents 

(background map imagery: NTA/CIÉ) 

The DART+ programme involves the purchase of a new train fleet, as well 

as rail infrastructure improvements along the following network sections: 

• Maynooth and M3 Parkway to the City Centre (DART+ West) 

• Hazelhatch & Celbridge to the City Centre (DART+ South West) 
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• Drogheda to the City Centre (DART+ Coastal North) 

• Greystones to the City Centre (DART+ Coastal South) 

The DART+ Coastal North Project will provide an extension of the existing 

electrified rail network from Malahide to Drogheda MacBride station, and 

will provide the infrastructure to facilitate increased rail capacity on the 

Northern Line between Dublin City Centre and Drogheda MacBride Station, 

including the Howth Branch. DART+ Coastal North will increase peak period 

train frequency between Drogheda and Dublin City Centre from 3.7 trains 

per hour to 8 trains per hour, and increase passenger capacity from 4,200 

per hour to 8,900 per hour. Project elements also include track modifications 

at various locations and a new platform at Drogheda MacBride Station. 

As additional rolling stock is required to support the planned expansion in 

rail services, provision is made for the purchase of up to 750 electric and 

battery/electric vehicles over the next decade.  Delivery of the first order of 

95 cars is expected in 2024, with these entering service in 2025. 

CIÉ submitted a Railway Order application to An Bord Pleanála on the 12th 

of July 2024 for the DART+ Coastal North project. When the necessary 

permissions have been granted, the detailed design and procurement 

phases will be undertaken. Pending further approvals, the contract award 

for the construction phase is anticipated to be in 2025/26. 

3.8 Proposed Improvements to the Malahide Road 

The 2019 Kinsaley Local Area Plan (LAP) notes that peak hour traffic delays 

are currently experienced at the existing junctions of Chapel Road and 

Baskin Lane with the R107 Malahide Road, despite traffic signals having 

been installed at the former. The LAP states that Fingal County Council has 

commissioned a transport assessment that includes traffic modelling and 

concept design for further improvements to these two junctions, to include 
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walking and cycling facilities and to accommodate existing and future 

traffic volumes. 

Upgrade of the Chapel Road / Malahide Road junction is anticipated to 

be facilitated by a boundary setback within development lands to the west 

of the R107, opposite the Church. The proposed redevelopment of lands to 

the immediate north and south of Baskin Lane, to the west of the R107, 

could facilitate the land required to implement junction improvements at 

that location. 

The Fingal Development Plan 2023-2029 also identifies upgrade of the R107 

Malahide Road as a proposed transportation scheme but does not give 

detailed design proposals. A previous road scheme objective for 

realignment of the R107, such that it would bypass Balgriffin and Kinsealy, 

featured in the Fingal Development Plan 2017-2023 but was omitted from 

the Fingal Development Plan 2023-2029. 

3.9 Nearby Committed Developments 

A review of extant planning permissions has shown 2no. other committed 

developments in Kinsealy that may be expected to contribute to future 

vehicular traffic flows on the road network surrounding the subject site, and 

which may therefore produce cumulative effects on the road network in 

conjunction with the proposed development. 

These are listed below, and their locations are shown in Figure 11. 

(A) Reg. Refs. F20A/0242 and F20A/0272 (as amended under Reg. Refs. 

F21A/0377, F21A/0652, and F22A/0054) 

Residential development comprising 41no. houses, with vehicular 

access to/from Kinsealy Lane. 
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(B) Reg. Ref. F21A/0647 (ABP Ref. 312855-22) 

Mixed-use residential and commercial development comprising 46no. 

houses, 41no. apartment/duplex units, and a 2,347m2 convenience 

foodstore, with vehicular access to/from the Malahide Road. 

 
Figure 11 – Nearby committed developments 

(map data & imagery: DoHPLG, OSM Contributors, Microsoft) 

Committed development (A) is currently under construction. For the 

purposes of this Traffic and Transport Assessment, it has been assumed that 

committed development (B) shall also be constructed as permitted, and 

that both developments shall be fully operational by the time the proposed 

development is completed. The projected vehicular traffic to be 

generated by these committed developments has been included in all 

future year assessment scenarios, as described in sub-section 4.9 of this 

report. 
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3.10 Future Year Background Traffic Growth 

The operational impact of traffic on the road network within the proposed 

development’s area of influence has been assessed for the following years: 

• 2024 Baseline year (existing conditions) 

• 2027 Opening year 

• 2032 5 years after opening 

• 2042 Design year (15 years after opening) 

Unit 5.3 of the TII Project Appraisal Guidelines (PE-PAG-02017 Travel Demand 

Projections) has been used to apply growth factors to the 2023 surveyed 

background traffic flows, to obtain traffic flows for the baseline year and for 

future year junction assessment. The TII annual growth rates applied are 

given in Table 7, and the resultant cumulative growth in background traffic 

for each assessment year is given in Table 8. 

Table 7 – TII Central Growth Rates (Light Vehicles) 

NTpM ‡  

Zone No. 

Vehicle 

Type 

Background Traffic Growth per Year 

2016-2030 2030-2040 2040-2050 

8234 
Light / PCU + 1.27% + 0.29% + 0.29% 

Heavy + 2.05% + 0.43% + 1.47% 

 

Table 8 – Calculated Background Traffic Growth § 

Vehicle 

Type 

2024 
Baseline 

year 

2027 
Year of 

opening 

2032 
Opening year 

+5 

2042 
Opening year 

+15 

Light / PCU + 1.3% + 5.2% + 9.9% + 13.1% 

Heavy + 2.1% + 8.5% + 16.3% + 23.9% 

 
‡ TII/NTA National Transport Model 
§ Cumulative percentage increases over 2023 surveyed traffic levels. 
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4.0 TRIP GENERATION AND DISTRIBUTION 

4.1 Modal Split 

To establish indicative baseline modal splits for residents of (and visitors to) 

the development, reference has been made to CSO data derived from the 

2022 census, in the form of Small Area Population Statistics (SAPS) that give 

modal splits for residents’ trips to places of work or study. For the purposes 

of the present assessment, these splits are assumed to apply also to visitors. 

The development site is within Census Small Area (SA) no. 267005001/01 (see 

Figure 12), which is bordered by SAs nos. 267099028/02 and 267099032. The 

aggregate census modal splits for these 3no. SAs, which have a total 

combined census population of 665 people, are given in Table 9. 

 
Figure 12 – Census Small Areas (SAs) 

(map data & imagery: CSO, Microsoft) 
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Table 9 – CSO 2022 Census Data – Existing Modal Splits 

Transport Mode Local Area Census Modal Shares ** 

Driving a Car or Van 42% 

Passenger in a Car 29% 

Bicycle 2% 

Motorcycle 0% 

Bus 11% 

Train or Tram 9% 

Walking 7% 

It should be noted that these modal shares refer to the greatest proportion 

(by distance) of each journey. A bus journey, for example, is likely to involve 

walking or cycling at one or both ends of the trip but will not be classified 

as a walking or cycling journey. 

4.2 Development Resident and Visitor Person-Trip Generation 

The proposed development comprises 193no. residential dwellings (a mix 

of houses and duplex/apartment units) with a total of 529no. bedrooms, 

distributed as follows: 

• 124no. dwellings (with 334no. bedrooms) in its northern section, with 

vehicular access to and from Chapel Road, via Gandon Lane. 

• 69no. dwellings (with 195no. bedrooms) in its southern section, with 

vehicular access to and from the Malahide Road. 

Trip generation factors from the Trip Rate Information Computer System 

(TRICS) database have been used to predict the total trip generation to 

and from the proposed development (across all modes) for the weekday 

AM and PM peak hour periods, as well as for an average full day (AADT). 

The TRICS survey database is maintained by a consortium of English County 

 
** Excluding ‘not stated’ responses and those who work mainly from home. 
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Councils but covers the entirety of Great Britain and Ireland. Full details of 

the TRICS information used are provided in Appendix B. 

The TRICS sub-category ’03 Residential / A - Houses Privately Owned’ has 

been employed, being the most appropriate to the proposed 

development. This is described in the TRICS land use category definitions as 

follows: 

“Housing developments where at least 75% of units are privately owned. 

Of the total number of units, 75% must also be houses (sum of "non-split" 

terraced, detached, semi-detached, bungalows, etc), with no more 

than 25% of the total units being flats. The TRICS definition of a privately 

owned dwelling is a dwelling at which residents have any degree of 

equity, or a dwelling that is owned by a private landlord and rented at 

market rates. Trip rates are calculated by Site Area, Dwellings, Housing 

Density, or Total Bedrooms.” 

The TRICS trip rates for the proposed development have been selected 

from the above category, restricted insofar as possible to similar locations, 

and further refined with reference to 2022 CSO census data on the basis of: 

• The population within 1 mile of the development site (7,000 approx.). 

• The population within 5 miles of the development site (218,000 approx.). 

• The mean car ownership rate within 5 miles of the development site (1.3 

cars per household). 

The proposed development includes apartment/duplex units and is 

intended to comprise affordable housing. It is noted that the TRICS 

database also includes sub-categories for ‘Affordable/Local Authority 

Houses’ and for apartments. These typically yield lower trip generation rates 

than those for ‘Houses Privately Owned’. To ensure a robust assessment of 

trip generation, the trip rates from the ‘Houses Privately Owned’ sub-

category have therefore been applied to all dwellings in the proposed 

development. 
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The selected TRICS person-trip rates are given in Table 10. These account 

for all trips to and from the proposed development’s dwellings, the majority 

of which shall be made by residents and their visitors. 

Table 10 – TRICS Person-Trip Generation Rates for Houses 

Time 

Period 

Arrivals 

per bedroom 

Departures 

per bedroom 

Weekday AM Peak (07:45-08:45) 0.047 0.228 

Weekday PM Peak (16:15-17:15) 0.166 0.073 

AADT †† (24-hour period) 1.434 1.434 

The total person-trip generation figures obtained for the proposed 

development are given in Table 11. 

Table 11 – Development Residential Person-Trip Generation from TRICS 

Time Period Arrivals Departures Total Trips 

Development Northern Section 

Weekday AM Peak 16 76 92 

Weekday PM Peak 55 24 79 

AADT (24hr) 479 479 958 

Development Southern Section 

Weekday AM Peak 9 44 53 

Weekday PM Peak 32 14 46 

AADT (24hr) 280 280 560 

Overall Development 

Weekday AM Peak 25 120 145 

Weekday PM Peak 87 38 125 

AADT (24hr) 759 759 1,518 

4.3 Development Resident and Visitor Trips by Mode 

The local modal splits given in Table 9 have been applied to all weekday 

peak hour and AADT person-trips to be generated by the proposed 

 
†† Annual Average Daily Traffic 
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development, as given in Table 11. This produces the distribution of 

development trips across transport modes that is presented in Table 12. 

Table 12 – Development Trip Generation by Mode 

Transport 

Mode 

Direction and Time Period 

Arrivals Departures 

Weekday 

AM Peak 

Weekday 

PM Peak 
AADT 

Weekday 

AM Peak 

Weekday 

PM Peak 
AADT 

Development Northern Section 

Driving a Car or 

Van 
7 23 203 32 10 203 

Passenger in a 

Car/Van/Taxi 
5 16 141 22 7 141 

Bicycle 0 1 8 1 0 8 

Motorcycle 0 0 0 0 0 0 

Bus 2 6 52 8 3 52 

Train or Tram 1 5 43 7 2 43 

Walking 1 4 32 5 2 32 

TOTAL 16 55 479 75 24 479 

Development Southern Section 

Driving a Car or 

Van 
4 14 119 19 6 119 

Passenger in a 

Car/Van/Taxi 
3 9 82 13 4 82 

Bicycle 0 1 5 1 0 5 

Motorcycle 0 0 0 0 0 0 

Bus 1 3 30 5 2 30 

Train or Tram 1 3 25 4 1 25 

Walking 1 2 18 3 1 18 

TOTAL 10 32 279 45 14 279 

Overall Development 

Driving a Car or 

Van 
11 37 322 51 16 322 

Passenger in a 

Car/Van/Taxi 
8 25 223 35 11 223 

Bicycle 0 2 13 2 0 13 

Motorcycle 0 0 0 0 0 0 

Bus 3 9 82 13 5 82 

Train or Tram 2 8 68 11 3 68 

Walking 2 6 50 8 3 50 

TOTAL 26 87 758 120 38 758 
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4.4 Development Residential Servicing Vehicle Trip Generation 

In addition to trips made to and from the site by residents and visitors, the 

proposed development shall also generate vehicular trips by servicing 

vehicles. These shall be required for operations such as deliveries, 

maintenance works, and refuse collection, and shall be made by either 

OGVs (Ordinary Goods Vehicles – rigid or articulated lorries over 7.5t) or 

LGVs (Light Goods Vehicles, i.e. vans). 

To separate these trips from those made by development residents and 

visitors, specific OGV and LGV trip generation rates have been sourced 

from the TRICS database (also from the sub-category ’03 Residential / A - 

Houses Privately Owned’); these are given in Table 13. 

Table 13 – TRICS Residential Servicing Vehicle Trip Generation Rates 

Time 

Period 

Arrivals 

per bedroom 

Departures 

per bedroom 

OGVs LGVs OGVs LGVs 

Weekday AM Peak (07:45-08:45) 0.001 0.005 0.000 0.008 

Weekday PM Peak (16:15-17:15) 0.000 0.006 0.001 0.004 

AADT (24-hour period) 0.010 0.066 0.010 0.066 

The development’s resultant predicted servicing vehicle trip generation is 

given in Table 14. 

It must be noted that the total person-trip generation figures already 

established for the development’s residential component (Table 11) 

technically already include residential servicing trips, although these have 

not been removed from the trip numbers calculated for residents and 

visitors. It is further noted that some of the LGV trips accounted for by the 

TRICS rates under this vehicle category will in fact be made by residents or 

visitors driving their own vans, rather than representing additional servicing 

trips. As such, the trip generation methodology employed will very slightly 

overestimate the number of servicing vehicle trips to and from the 
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proposed development. This effect does however contribute to a more 

robust traffic assessment of the development and has therefore not been 

corrected for. 

Table 14 – Development Residential Servicing Trips from TRICS 

Time 

Period 

Arrivals Departures Total Trips 

OGVs LGVs OGVs LGVs OGVs LGVs 

Development Northern Section 

Weekday AM Peak 0 2 0 3 0 5 

Weekday PM Peak 0 2 0 1 0 3 

AADT (24hr) 3 22 3 22 6 44 

Development Southern Section 

Weekday AM Peak 0 1 0 2 0 3 

Weekday PM Peak 0 1 0 1 0 2 

AADT (24hr) 2 13 2 13 4 26 

Overall Development 

Weekday AM Peak 0 3 0 5 0 8 

Weekday PM Peak 0 3 0 2 0 5 

AADT (24hr) 5 35 5 35 10 70 

4.5 Crèche Vehicular Trip Generation 

In addition to the 193no. residential dwellings, the proposed development 

also includes a crèche facility with the capacity for approximately 50no. 

childcare places. This crèche is located in the northern section of the 

development, with vehicular access to and from Chapel Road, via 

Gandon Lane. 

Crèche-specific trip generation factors for cars (including taxis), LGVs, and 

OGVs have been sourced from the TRICS database under the sub-category 

’04 Education / D – Nursery’. This is described in the TRICS land use category 

definitions as follows: 

“Pre-school centres. Trip rates are calculated by Gross Floor Area, Pupils, 

or Employees.” 
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The selected TRICS vehicle trip rates for the crèche are given in Table 15. 

These account for crèche users (i.e. parents), crèche staff, and servicing 

vehicles. 

Table 15 – TRICS Crèche Vehicle Trip Generation Rates 

Time 

Period 

Arrivals 

per pupil 

Departures 

per pupil 

Cars LGVs OGVs Cars LGVs OGVs 

Weekday AM Peak 

(07:45-08:45) 
0.153 0.002 0.002 0.075 0.002 0.002 

Weekday PM Peak 

(16:15-17:15) 
0.067 0.002 0.000 0.088 0.001 0.000 

AADT (24-hour period) 0.816 0.025 0.018 0.816 0.025 0.018 

The resultant predicted vehicle trip generation for the crèche is given in 

Table 16. 

Table 16 – Crèche Vehicle Trip Generation from TRICS 

Time 

Period 

Arrivals Departures 

Cars LGVs OGVs Cars LGVs OGVs 

Weekday AM Peak 

(07:45-08:45) 
8 0 0 4 0 0 

Weekday PM Peak 

(16:15-17:15) 
3 0 0 4 0 0 

AADT (24-hour period) 41 1 1 41 1 1 

The proposed crèche is intended to serve the proposed development itself, 

as well as the immediately adjacent existing residential areas. This is a small 

catchment area, and the majority of crèche users are expected to live 

within easy walking or cycling distance. The true rates of car trip generation 

to and from the crèche are therefore likely to be markedly less than those 

obtained from the TRICS database. As for residential servicing vehicle trips, 

however, these higher TRICS car trip rates contribute to a more robust traffic 

assessment and have therefore not been reduced.  
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4.6 Maximum Potential Development Vehicular Trips 

Table 17 gives the total projected maximum vehicular trip generation of the 

proposed development, obtained by combining the trip generation figures 

derived in sub-sections 4.3, 4.4, and 4.5. Car passengers (as listed in Table 

12) are assumed not to represent separate vehicle trips; these are already 

accounted for by corresponding car driver trips. 

Table 17 – Maximum Potential Development Vehicular Trip Generation 

Time Period 
Arrivals 

(PCU) 

Departures 

(PCU) 

Total Trips 

(PCU) 

Development Northern Section 

Weekday AM Peak (07:45-08:45) 9 35 44 

Weekday PM Peak (16:15-17:15) 25 11 36 

AADT (24-hour period) 372 372 744 

Development Southern Section 

Weekday AM Peak (07:45-08:45) 5 21 26 

Weekday PM Peak (16:15-17:15) 15 7 22 

AADT (24-hour period) 218 218 436 

Overall Development 

Weekday AM Peak (07:45-08:45) 14 56 70 

Weekday PM Peak (16:15-17:15) 40 18 58 

AADT (24-hour period) 590 590 1,180 

The above vehicular trip generation figures include all motorised vehicles. 

For analysis and comparison purposes, all vehicle trips have been 

converted to Passenger Car Units (PCU) on the following basis: 

• 1 car or LGV = 1 PCU 

• 1 OGV = 2 PCU 
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4.7 Vehicular Trip Distribution 

Vehicular traffic arriving to or departing from either of the development’s 

accesses is expected to leave or enter the immediate surrounding road 

network via one of the following origin/destination points (see Figure 13): 

(A) Malahide Road (R107) to/from the north. 

(B) Kinsealy Lane (L2110) to/from the northeast. 

(C) Chapel Road (L2100) to/from the east. 

(D) Malahide Road (R107) to/from the south. 

(E) Baskin Lane (L2055) to/from the west. 

 
Figure 13 – Vehicular routes to and from development 

(map data & imagery: OSM Contributors, Microsoft) 

The projected distribution of vehicular trips to and from the proposed 

development has been established following the proportions of the 



 

C215 Traffic and Transport Assessment 

35 

surveyed inbound and outbound mainline traffic flows at these five points 

on the local road network; these are given in Table 18 and Table 19. 

Table 18 – Distribution of Existing Network Traffic – Weekday Peak Hours 

O/D 

Network 

Point 

Road Name and 

Direction 

AM Peak 

Flow 

(as PCU) 

PM Peak 

Flow 

(as PCU) 

% of Total 

AM Flow 

% of Total 

PM Flow 

Inbound Traffic (towards development site) 

A Malahide Road (N) 664 551 34.8% 26.4% 

B Kinsealy Lane (NW) 113 106 5.9% 5.1% 

C Chapel Road (E) 344 375 18.0% 18.0% 

D Malahide Rd (S) 510 760 26.7% 36.5% 

E Baskin Lane (W) 277 292 14.5% 14.0% 

Outbound Traffic (away from development site) 

A Malahide Road (N) 495 677 26.1% 33.3% 

B Kinsealy Lane (NW) 108 128 5.7% 6.3% 

C Chapel Road (E) 441 411 23.2% 20.2% 

D Malahide Rd (S) 541 433 28.5% 21.3% 

E Baskin Lane (W) 315 385 16.6% 18.9% 

 

Table 19 – Distribution of Existing Network Traffic – AADT Flows 

O/D 

Network 

Point 

Road Name and 

Direction 

Light 

Vehicles 

(LV) 

Heavy 

Vehicles 

(HV) 

% of Total 

LV Flow 

% of Total 

HV Flow 

Inbound Traffic (towards development site) 

A Malahide Road (N) 6,865 236 31.2% 34.4% 

B Kinsealy Lane (NW) 1,145 39 5.2% 5.7% 

C Chapel Road (E) 4,013 78 18.3% 11.4% 

D Malahide Rd (S) 6,613 233 30.1% 34.0% 

E Baskin Lane (W) 3,341 100 15.2% 14.6% 

Outbound Traffic (away from development site) 

A Malahide Road (N) 6,703 251 30.6% 36.4% 

B Kinsealy Lane (NW) 1,203 43 5.5% 6.2% 

C Chapel Road (E) 4,488 61 20.5% 8.9% 

D Malahide Rd (S) 5,751 250 26.3% 36.3% 

E Baskin Lane (W) 3,745 84 17.1% 12.2% 
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Table 20 to Table 23 summarise the distribution of development arrival and 

departure trips according to the network point from which they arrive or to 

which they depart, both as weekday peak hour figures (in PCU) and as 

AADT flows. These distributions are presented separately for the proposed 

development’s northern and southern accesses, which are not connected 

internally. 

The tables indicate the proportions and numbers of trips from/to each 

network point, and the relevant junctions through which they will pass. In 

addition to the 4no. existing surveyed junctions (see sub-section 3.2), the 

development’s proposed southern access junction on the Malahide Road 

is also included as a relevant junction; this has been numbered as Junction 

5 (see Figure 14). 

 
Figure 14 – Relevant assessment junctions 

(map data & imagery: OSM Contributors, Microsoft) 
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Table 20 – Development Northern Access Distribution – Weekday Peaks 

O/D 

Network 

Point 

Relevant 

Junctions 

Passed Through 

% of Total 

AM Trips 

% of Total 

PM Trips 

No. of AM 

Trips 

No. of PM 

Trips 

Vehicular ARRIVAL Trips (as PCU) 

A 2,3 34.8% 26.4% 6 7 

B 3 5.9% 5.1% 1 1 

C 3 18.0% 18.0% 3 5 

D 5,4,1,2,3 26.7% 36.5% 5 10 

E 1,2,3 14.5% 14.0% 2 4 

Vehicular DEPARTURE Trips (as PCU) 

A 3,2 26.1% 33.3% 10 5 

B 3 5.7% 6.3% 2 1 

C 3 23.2% 20.2% 9 3 

D 3,2,1,4,5 28.5% 21.3% 11 3 

E 3,2,1 16.6% 18.9% 6 3 

 

Table 21 – Development Southern Access Distribution – Weekday Peaks 

O/D 

Network 

Point 

Relevant 

Junctions 

Passed Through 

% of Total 

AM Trips 

% of Total 

PM Trips 

No. of AM 

Trips 

No. of PM 

Trips 

Vehicular ARRIVAL Trips (as PCU) 

A 2,1,4,5 34.8% 26.4% 2 4 

B 3,2,1,4,5 5.9% 5.1% 0 1 

C 3,2,1,4,5 18.0% 18.0% 1 3 

D 5 26.7% 36.5% 1 5 

E 1,4,5 14.5% 14.0% 1 2 

Vehicular DEPARTURE Trips (as PCU) 

A 5,4,1,2 26.1% 33.3% 5 2 

B 5,4,1,2,3 5.7% 6.3% 1 0 

C 5,4,1,2,3 23.2% 20.2% 5 1 

D 5 28.5% 21.3% 6 1 

E 5,4,1 16.6% 18.9% 3 1 
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Table 22 – Development Northern Access Distribution – AADT 

O/D 

Network 

Point 

Relevant 

Junctions 

Passed Through 

% of Total 

LV Trips 

% of Total 

HV Trips 

No. of LV 

Trips 

No. of HV 

Trips 

Vehicular ARRIVAL Trips (Light and Heavy Vehicles) 

A 2,3 31.2% 34.4% 127 1 

B 3 5.2% 5.7% 21 0 

C 3 18.3% 11.4% 75 0 

D 5,4,1,2,3 30.1% 34.0% 123 1 

E 1,2,3 15.2% 14.6% 62 1 

Vehicular DEPARTURE Trips (Light and Heavy Vehicles) 

A 3,2 30.6% 36.4% 125 1 

B 3 5.5% 6.2% 22 0 

C 3 20.5% 8.9% 84 0 

D 3,2,1,4,5 26.3% 36.3% 107 1 

E 3,2,1 17.1% 12.2% 70 0 

 

Table 23 – Development Southern Access Distribution – AADT 

O/D 

Network 

Point 

Relevant 

Junctions 

Passed Through 

% of Total 

LV Trips 

% of Total 

HV Trips 

No. of LV 

Trips 

No. of HV 

Trips 

Vehicular ARRIVAL Trips (Light and Heavy Vehicles) 

A 2,1,4,5 31.2% 34.4% 67 1 

B 3,2,1,4,5 5.2% 5.7% 11 0 

C 3,2,1,4,5 18.3% 11.4% 39 0 

D 5 30.1% 34.0% 64 1 

E 1,4,5 15.2% 14.6% 33 0 

Vehicular DEPARTURE Trips (Light and Heavy Vehicles) 

A 5,4,1,2 30.6% 36.4% 66 1 

B 5,4,1,2,3 5.5% 6.2% 12 0 

C 5,4,1,2,3 20.5% 8.9% 44 0 

D 5 26.3% 36.3% 56 1 

E 5,4,1 17.1% 12.2% 37 0 
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It has been assumed that all vehicular traffic travelling to and from the 

development’s northern section will pass along Gandon Lane and travel 

via Junction 3 (Chapel Road / Kinsealy Lane / Gandon Lane). It is 

acknowledged that alternative routes exist for vehicular traffic travelling 

between Chapel Road and the development’s northern access; namely 

the adjacent residential streets of Beechwood and Kinsealy Manor. For 

assessment purposes, however, it is assumed that these alternative routes 

will not be used, for two reasons: 

• The alternative routes do not shorten travel distances and therefore 

provide no travel time benefit. 

• Routing of all northern development traffic via Junction 3 provides a 

more robust assessment of the development’s potential effect on this 

junction’s operation. 

4.8 Proportional Increases in Vehicular Traffic 

Table 24 and Table 25 show the absolute and proportional increases in peak 

hour traffic flows that shall result from the proposed development at each 

of the 5no. relevant junctions shown in Figure 14. 

Table 24 – Changes in Junction Traffic Flows – Weekday Peak Hours 

Junction 

Ref. 

2024 Baseline Total 

Traffic (PCU) 

Development-

Related Trips (PCU) 

Proportional 

Increase 

AM Peak PM Peak AM Peak PM Peak AM Peak PM Peak 

J1 1,515 1,650 43 34 2.8% 2.1% 

J2 1,679 1,754 55 43 3.3% 2.5% 

J3 929 389 63 47 6.8% 12.1% 

J4 1,175 1,219 34 27 2.9% 2.2% 

J5 1,064 1,208 41 33 3.9% 2.7% 
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Table 25 – Changes in Junction Traffic Flows – AADT 

Jnctn. 

Ref. 

2024 Baseline Total 

Traffic 

Development-

Related Trips 
Proportional Increase 

LV HV TOTAL LV HV TOTAL LV HV TOTAL 

J1 17,685 611 18,296 670 5 675 3.8% 0.8% 3.7% 

J2 19,385 627 20,012 853 7 860 4.4% 1.1% 4.3% 

J3 10,192 214 10,406 921 5 926 9.0% 2.3% 8.9% 

J4 12,771 495 13,266 539 4 543 4.2% 0.8% 4.1% 

J5 12,521 493 13014 659 6 665 5.3% 1.2% 5.1% 

The TII Traffic and Transport Assessment Guidelines (PE-PDV-02045) advise 

that Transport Assessments should generally be applied where traffic to and 

from a development is projected to exceed 10% of the existing background 

traffic on the adjoining road (or 5% at sensitive locations). As shown in Table 

25, the proposed development shall not result in an increase of more than 

10% in total AADT traffic flows at any junction. The existing Junction 3 

(Chapel Road / Kinsealy Lane / Gandon Lane) and the proposed 

development’s southern access junction on the Malahide Road (Junction 

5) shall however experience AADT increases of over 5%; these are 

considered sensitive locations in the context of the development proposals. 

In its opinion issued at Stage 2 of the LRD planning application process (see 

Section Error! Reference source not found.), Fingal County Council has also r

equested that assessments be carried out of the existing Junction 1 

(Malahide Road / Baskin Lane) and Junction 2 (Malahide Road / Chapel 

Road). The following junctions have therefore undergone detailed 

operational assessment, in the form of junction performance modelling, as 

described in Section 5: 

J1. Malahide Road / Baskin Lane 

(existing 3-arm priority-controlled junction) 

J2. Malahide Road / Chapel Road 

(existing 3-arm signal-controlled junction) 
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J3. Chapel Road / Kinsealy Lane / Gandon Lane 

(existing 4-arm priority-controlled junction)  

J5. Malahide Road / New Development Access Road 

(proposed 3-arm priority-controlled junction)  

4.9 Committed Development Trip Generation and Distribution 

The projected peak hour operational vehicular traffic to and from the 2no. 

committed developments described in sub-section 3.9 has been included 

in the calculated traffic flows at each of the assessed junctions (including 

the proposed development’s access junction on the Malahide Road) for all 

future assessment years. 

Peak hour trip generation figures for these developments (see Table 26) 

have been sourced directly from the relevant technical reports submitted 

under their respective planning applications: 

• Committed development (A) – Traffic and Transport Reports prepared 

by CS Consulting and submitted under Reg. Refs. F20A/0242 and 

F20A/0272. 

• Committed development (B) – Traffic and Transport Assessment 

prepared by CS Consulting and submitted under Reg. Ref. F21A/0647. 

Table 26 – Committed Development Vehicular Trip Generation 

Time Period 
Arrivals 

(PCU) 

Departures 

(PCU) 

Total Trips 

(PCU) 

Committed Development (A) 

Weekday AM Peak 5 14 19 

Weekday PM Peak 12 6 18 

Committed Development (B) 

Weekday AM Peak 55 54 109 

Weekday PM Peak 102 81 183 
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To ensure consistency with the approach taken for the proposed 

development, the vehicular traffic to and from these developments has 

been distributed across the surrounding road network in the same manner 

as traffic to and from the proposed development (see sub-section 4.7). 

It is noted that construction of one or both of these committed 

developments may be delayed beyond the proposed development’s 

intended opening year of 2027, in which case the associated operational 

vehicular traffic will not coincide with that generated by the proposed 

development. It is possible that construction traffic generated by one or 

both of these committed developments may instead be present; this will 

however be of lower volume than operational stage traffic and will be less 

concentrated in the peak hours. The adopted approach of including 

operational vehicular traffic to and from the 2no. committed developments 

in all future year assessment scenarios therefore represents the most robust 

assessment methodology. 
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5.0 OPERATIONAL ASSESSMENT 

To quantify the projected traffic impact of the proposed development, 

operational assessments of 4no. key existing and proposed junctions have 

been undertaken using industry-standard TRL Junctions 8 and TRANSYT 

modelling software, for both the weekday AM peak hour (07:45-08:45) and 

the weekday PM peak hour (16:15-17:15). 

 
Figure 15 – Junctions modelled 

(map data & imagery: OSM Contributors, Microsoft) 

The following junctions have been modelled (see Figure 15): 

J3. Malahide Road / Baskin Lane 

(existing 3-arm priority-controlled junction) 

J4. Malahide Road / Chapel Road 

(existing 3-arm signal-controlled junction) 

J4. Chapel Road / Kinsealy Lane / Gandon Lane 

(existing 4-arm priority-controlled junction)  
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J6. Malahide Road / New Development Access Road 

(proposed 3-arm priority-controlled junction)  

Junction performance is assessed based upon the metrics defined in sub-

section 5.2. Full Junctions 8 and TRANSYT outputs are provided in Appendix 

D. 

5.1 Assessment Scenarios 

Each junction has been assessed under the following scenarios, using the 

existing and predicted traffic flows given in Appendix C: 

• 2024 – current baseline traffic conditions 

• 2027 (planned year of completion) 

o without proposed development (J3 only) 

o with proposed development operational-phase traffic 

• 2032 (5 years after completion) 

o without proposed development (J3 only) 

o with proposed development operational-phase traffic 

• 2042 (design year; 15 years after completion) 

o without proposed development (J3 only) 

o with proposed development operational-phase traffic 

o with proposed development in place and with existing ETNS traffic 

reallocated to new access road (‘combined access’ scenario; J5 

only) 

As previously noted, each of the assessment scenarios from 2027 onwards 

includes the vehicular traffic projected to be generated by nearby 

committed developments (see sub-sections 3.9 and 4.9). 
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5.2 Definitions 

Degree of Saturation (DoS): 

The ratio of current traffic flow to ultimate capacity (also known as RFC) on 

a link or traffic stream. Effective capacity for a junction approach (or a 

junction as a whole) is reached at a DoS of 90%, beyond which a junction 

will not operate efficiently. A DoS of 100% represents ultimate capacity, 

beyond which significant operational problems will be experienced. 

Mean Maximum Queue (MMQ): 

The highest estimated mean number of Passenger Car Units (PCU) queued 

in any lane of a junction approach, averaged over the entire analysis 

period. 

Mean End of Red Queue: 

The mean number of Passenger Car Units (PCU) queued in a signal-

controlled junction approach traffic stream at the end of the red signal 

phase for that stream, averaged over the entire analysis period. 

Mean Delay per Vehicle: 

The average delay incurred by a vehicle on a junction approach as a result 

of having to wait at a signal or give way at a priority-controlled junction. 

Reserve Capacity: 

The percentage by which the arriving traffic flow on a junction approach 

stream could increase before the that traffic stream would reach its 

effective capacity (i.e. 90% saturation). 

Junction Residual Capacity: 

The percentage by which the arriving traffic flow on any approach stream 

could increase before the junction as a whole would reach its effective 

capacity (i.e. 90% saturation on any approach). 
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5.3 Junction 1 Assessment Results 

Table 27 gives the Junctions 8 modelling results, for each of the assessment 

scenarios, at the existing 3-arm priority-controlled junction of Baskin Lane 

with the Malahide Road. 

• Arm A: R107 Malahide Road (south) 

• Arm B: L2055 Baskin Lane  (west) 

• Arm C: R107 Malahide Road (north) 

Table 27 – Junction Site J1 Assessment Results – Weekday Peak Hours 

Junction 

Approach 

Arm 

Degree of 

Saturation 

Mean Maximum 

Queue (PCU) 

Mean Delay per 

Vehicle (s) 

Junction Residual 

Capacity 

AM PM AM PM AM PM AM PM 

2024 – Baseline Assessment 

A n/a n/a n/a n/a n/a n/a 

16% 8% B 70% 78% 2 3 27 38 

C 38% 43% 1 1 10 12 

2027 – Opening Year Assessment – Without Proposed Development 

A n/a n/a n/a n/a n/a n/a 

9% 0% B 78% 90% 3 7 37 71 

C 42% 50% 1 1 10 14 

2027 – Opening Year Assessment – With Proposed Development in Operation 

A n/a n/a n/a n/a n/a n/a 

7% -2% B 80% 93% 4 8 41 86 

C 44% 51% 1 1 11 14 

2032 Assessment – Without Proposed Development 

A n/a n/a n/a n/a n/a n/a 

4% -5% B 83% 97% 4 11 49 111 

C 45% 53% 1 1 11 15 

2032 Assessment – With Proposed Development in Operation 

A n/a n/a n/a n/a n/a n/a 

2% -6% B 86% 101% 5 14 56 136 

C 46% 55% 1 1 11 15 

2042 – Design Year Assessment – Without Proposed Development 

A n/a n/a n/a n/a n/a n/a 

2% -7% B 87% 102% 5 16 59 149 

C 46% 56% 1 1 11 16 

2042 – Design Year Assessment – With Proposed Development in Operation 

A n/a n/a n/a n/a n/a n/a 

0% -9% B 90% 106% 6 20 69 182 

C 48% 57% 1 1 12 16 
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The assessment results show that this junction – considered in isolation – 

currently operates within effective capacity during both the AM peak hour 

period and the PM peak hour period, though with some vehicle delays on 

the western approach. Under the influence of background traffic growth 

and other committed developments, however, the junction will reach its 

effective capacity on the western approach during the PM peak by the 

year 2027. Ultimate capacity will be exceeded on this approach between 

2032 and 2042. 

In the proposed development’s opening year of 2027, the vehicular traffic 

generated by it will result in a maximum increase of 1 PCU in mean vehicle 

queue length on any junction approach, in either peak hour period, and a 

maximum increase of 15 seconds in mean vehicle delay on any junction 

approach. By the design year of 2042, the junction’s oversaturated 

background condition will mean that the proposed development’s effects 

are more pronounced, resulting in a maximum increase of 4 PCU in mean 

vehicle queue length on any junction approach, in either peak hour period, 

and a maximum increase of 33 seconds in mean vehicle delay on any 

junction approach. 

5.4 Junction 2 Assessment Results 

Table 28 gives the TRANSYT modelling results, for each of the assessment 

scenarios, at the existing 3-arm signal-controlled junction of Chapel Road 

with the Malahide Road. 

• Arm A: R107 Malahide Road (north) 

• Arm B: L2100 Chapel Road  (east) 

• Arm C: R107 Malahide Road (south) 
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Table 28 – Junction Site J2 Assessment Results – Weekday Peak Hours 

Junction 

Arm 

Traffic 

Stream ‡‡ 

Degree of 

Saturation 

Mean End of 

Red Queue 

(PCU) 

Mean Delay 

per Vehicle (s) 

Practical 

Reserve 

Capacity 

AM PM AM PM AM PM AM PM 

2024 – Baseline Assessment 

A L/S 86% 76% 11 8 37 28 4% 19% 

B L/R 83% 84% 9 9 48 45 8% 7% 

C 
S 41% 58% 5 7 13 15 119% 54% 

R 86% 83% 5 5 54 43 4% 9% 

2027 – Opening Year Assessment – Without Proposed Development 

A L/S 95% 90% 16 13 57 47 -5% 0% 

B L/R 91% 90% 12 11 64 57 -1% 0% 

C 
S 45% 67% 5 8 13 18 99% 34% 

R 96% 93% 8 8 96 72 -6% -3% 

2027 – Opening Year Assessment – With Proposed Development in Operation 

A L/S 98% 94% 20 15 73 59 -8% -4% 

B L/R 97% 93% 16 13 91 68 -7% -4% 

C 
S 46% 68% 5 8 13 19 97% 33% 

R 99% 96% 10 9 113 87 -9% -6% 

2032 Assessment – Without Proposed Development 

A L/S 99% 94% 22 15 81 58 -9% -4% 

B L/R 98% 94% 17 14 102 73 -8% -5% 

C 
S 46% 70% 5 9 13 20 94% 28% 

R 98% 99% 10 11 109 111 -8% -9% 

2032 Assessment – With Proposed Development in Operation 

A L/S 100% 97% 24 19 90 76 -10% -8% 

B L/R 104% 97% 25 17 160 91 -14% -8% 

C 
S 47% 70% 6 9 13 20 92% 28% 

R 104% 102% 14 14 159 138 -13% -12% 

2042 – Design Year Assessment – Without Proposed Development 

A L/S 98% 98% 20 20 71 83 -8% -9% 

B L/R 105% 97% 25 16 165 87 -14% -7% 

C 
S 47% 72% 6 9 13 21 92% 25% 

R 104% 100% 14 12 162 121 -13% -10% 

2042 – Design Year Assessment – With Proposed Development in Operation 

A L/S 103% 96% 30 17 116 65 -12% -6% 

B L/R 107% 103% 31 25 193 144 -16% -13% 

C 
S 48% 71% 6 9 14 20 87% 27% 

R 106% 107% 17 19 188 194 -15% -16% 

 
‡‡ L = left turn; R = right turn; S = straight ahead 
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This junction includes a signal-controlled pedestrian crossing on each of its 

three arms. In configuring the TRANSYT model of this junction, it has been 

assumed that the signal phase governing these crossings will be activated 

once in every cycle of the traffic signal controller, whereas each of the 

signal phases governing vehicle movements will be activated twice. This is 

considered to provide a robust allowance for pedestrian demand. 

The assessment results show that this junction – considered in isolation – 

currently operates within effective capacity during both the AM peak hour 

period and the PM peak hour period, though with some noticeable vehicle 

queuing and delays. By the year 2027, under the influence of background 

traffic growth and other committed developments, the junction will exceed 

its effective capacity on several approaches during both peak hour 

periods. Ultimate capacity will be exceeded on its eastern and southern 

approaches between 2032 and 2042. 

In the proposed development’s opening year of 2027, the vehicular traffic 

generated by it will result in a maximum increase of 4 PCU in mean end-of-

red vehicle queue length on any junction approach, in either peak hour 

period, and a maximum increase of 27 seconds in mean vehicle delay on 

any junction approach. By the design year of 2042, the junction’s 

oversaturated background condition will mean that the proposed 

development’s effects are more pronounced, resulting in a maximum 

increase of 10 PCU in mean end-of-red vehicle queue length on any 

junction approach, in either peak hour period, and a maximum increase of 

57 seconds in mean vehicle delay on any junction approach. 
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5.5 Junction 3 Assessment Results 

Table 29 – Junction Site J3 Assessment Results – Weekday Peak Hours 

Junction 

Approach 

Arm 

Degree of 

Saturation 

Mean Maximum 

Queue (PCU) 

Mean Delay per 

Vehicle (s) 

Junction Residual 

Capacity 

AM PM AM PM AM PM AM PM 

2024 – Baseline Assessment 

A 7% 13% 0 0 5 5 

106% 98% 
B 2% 2% 0 0 10 9 

C 1% 1% 0 0 4 4 

D 17% 19% 0 0 13 13 

2027 – Opening Year Assessment – Without Proposed Development 

A 9% 14% 0 0 5 5 

83% 78% 
B 2% 2% 0 0 10 9 

C 1% 1% 0 0 4 4 

D 22% 24% 0 0 14 14 

2027 – Opening Year Assessment – With Proposed Development in Operation 

A 9% 15% 0 0 5 5 

75% 71% 
B 11% 6% 0 0 9 9 

C 4% 7% 0 0 4 4 

D 23% 25% 0 0 15 15 

2032 Assessment – Without Proposed Development 

A 9% 15% 0 0 5 5 

76% 71% 
B 2% 3% 0 0 10 9 

C 1% 2% 0 0 4 4 

D 23% 25% 0 0 15 15 

2032 Assessment – With Proposed Development in Operation 

A 9% 15% 0 0 5 5 

68% 65% 
B 12% 6% 0 0 9 9 

C 4% 8% 0 0 4 4 

D 24% 27% 0 0 15 16 

2042 – Design Year Assessment – Without Proposed Development 

A 9% 16% 0 0 5 5 

72% 66% 
B 3% 3% 0 0 11 10 

C 1% 2% 0 0 4 4 

D 24% 27% 0 0 15 16 

2042 – Design Year Assessment – With Proposed Development in Operation 

A 10% 16% 0 0 5 5 

64% 60% 
B 12% 7% 0 0 9 9 

C 4% 8% 0 0 4 4 

D 25% 28% 0 0 16 16 
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Table 29 gives the Junctions 8 modelling results, for each of the assessment 

scenarios, at the existing 4-arm priority-controlled junction of Gandon Lane 

and Kinsealy Lane with Chapel Road. 

• Arm A: L2100 Chapel Road  (east) 

• Arm B: Gandon Lane  (south) 

• Arm C: L2100 Chapel Road  (west) 

• Arm D: L2110 Kinsealy Lane  (north) 

The assessment results show that this junction – considered in isolation – 

currently operates well within effective capacity on all approaches during 

both peak hour periods, and shall continue to do so past the year 2042. In 

any future assessment year, the addition of the vehicular traffic generated 

by the proposed development is projected to have a negligible impact, 

resulting in no meaningful increase in mean vehicle queue length or mean 

vehicle delay on any junction approach, in either peak hour period. 

5.6 Junction 5 Assessment Results 

Table 30 gives the Junctions 8 modelling results at the priority-controlled 

junction of the development’s proposed new access road (southern 

development access) with the Malahide Road. These include each of the 

‘with development’ assessment scenarios, as well as the design year 

‘combined access’ scenario in which existing vehicular traffic to and from 

the Malahide/Portmarnock ETNS is reallocated to share this access road. 

• Arm A: R107 Malahide Road  (north) 

• Arm B: Proposed New Access Road (east) 

• Arm C: R107 Malahide Lane  (south) 

The assessment results show that this proposed access junction shall 

operate well within effective capacity on all approaches during both peak 

hour periods in the development’s opening year of 2027, and shall continue 

to do so past the year 2042. Negligible vehicle queueing is projected on all 
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junction approaches, and only moderate delays. The ‘combined access’ 

scenario for the design year 2042 shows that the addition of reallocated 

vehicular traffic to and from the Malahide/Portmarnock ETNS does not 

compromise the effective operation of the junction, and results in only 

minor increases in vehicle queueing and delays. 

Table 30 – Junction Site J4 Assessment Results – Weekday Peak Hours 

Junction 

Approach 

Arm 

Degree of 

Saturation 

Mean Maximum 

Queue (PCU) 

Mean Delay per 

Vehicle (s) 

Junction Residual 

Capacity 

AM PM AM PM AM PM AM PM 

2027 – Opening Year Assessment – With Proposed Development in Operation 

A n/a n/a n/a n/a n/a n/a 

135% 134% B 6% 2% 0 0 11 12 

C 0% 1% 0 0 7 6 

2032 Assessment – With Proposed Development in Operation 

A n/a n/a n/a n/a n/a n/a 

126% 125% B 7% 2% 0 0 12 12 

C 0% 1% 0 0 7 6 

2042 – Design Year Assessment – With Proposed Development in Operation 

A n/a n/a n/a n/a n/a n/a 

120% 119% B 7% 2% 0 0 12 12 

C 0% 1% 0 0 7 6 

2042 – Combined Access Scenario – Including School Traffic 

A n/a n/a n/a n/a n/a n/a 

60% 109% B 35% 6% 1 0 16 12 

C 8% 2% 0 0 7 6 
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6.0 PARKING PROVISION 

The proposed development comprises the following elements: 

• 30no. 2-bedroom houses 

• 123no. 3-bedroom houses 

• 20no. 2-bedroom apartment/duplex units 

• 20no. 3-bedroom apartment/duplex units 

• a crèche facility with 4no. classrooms (approx. 50no. childcare places) 

The development shall provide: 

• 193no. residents’ car parking spaces 

• 3no. crèche car parking spaces 

• 4no. crèche drop-off spaces 

• 21no. visitor car parking spaces 

• 9no. dedicated EV charging spaces 

• 305no. long-stay bicycle parking spaces 

• 40no. short-stay bicycle parking spaces 

Refer to architectural drawings for the locations and uses of all car and 

bicycle parking spaces. 

6.1 Overall Car Parking Provision 

Tables 14.18 and 14.19 of the Fingal Development Plan 2023-2029 define 

two car parking zones: 

• Zone 1 sites are those within 800m of an existing high-quality bus service 

or a BusConnects spine route, or within 1.6km of an existing or planned 

Luas/DART/Metro Rail station. 

• Zone 2 comprises all other locations. 
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The development site is in a ‘transitional’ location, as it technically meets 

Zone 1 criteria but corresponds more broadly to a Zone 2 location. 

Specifically, the site is within a 1.6km radius of Portmarnock railway station, 

although the actual walking distance to this station is 2.0km. The site is not 

within 800m of an existing high-quality bus service or a BusConnects spine 

route. On the basis that the site is on the threshold of Zone 1, car parking 

provision is proposed at the rate of 1 space per residential unit, with 

additional elements of crèche car parking, crèche drop-off spaces, visitor 

car parking, and EV charging spaces. 

Table 31 shows that the proposed development’s total car parking provision 

sits between the Fingal Development Plan 2023-2029 maximum standard 

for Zone 1 and its normal standard for Zone 2. The proposed development’s 

car parking provision is therefore appropriate to the location of the 

development site. 

Table 31 – Overall Car Parking Provision Summary 

Land Use / 

Parking 

Type 

Zone 1 

Maximum 

Rate 

Zone 2 

Normal 

Rate 

Quantum 

Proposed 

Zone 1 

Maximum 

Provision 

Zone 2 

Normal 

Provision 

Proposed 

Provision 

Residential 

(1/2-bed) 

0.5 spaces 

per unit 

1 space per 

unit 

50 

units 

25 

spaces 

50 

spaces 193 

spaces Residential 

(3-bed +) 

1 space per 

unit 

2 spaces 

per unit 

143 

units 

143 

spaces 

286 

spaces 

Crèche 

0.5 spaces 

per 

classroom 

0.5 spaces 

per 

classroom 

4 

classrooms 

2 

spaces 

2 

spaces 

7 

spaces §§ 

Visitor & EV 

Parking 
n/a 

1 space per 

5 units *** 

193 

units 

0 

spaces 

39 

spaces 

29 

spaces ††† 

TOTALS 
170 

spaces 

377 

spaces 

230 

spaces 

 
§§ Of which 3no. staff parking spaces and 4no. drop-off spaces. 
*** Rate applicable to visitor parking only; EV charging requirements are presented 

in sub-section 6.3. 
††† Of which 23no. standard visitor spaces and 6no. EV charging spaces. 
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In Zone 1, as defined by the Fingal Development Plan 2023-2029, no visitor 

car parking is permitted. In Zone 2, a ‘norm’ of 1no. visitor car parking space 

per 5no. residential units is stipulated. The proposed development includes 

a visitor car parking provision of 21no. spaces (excluding the 9no. 

dedicated EV charging spaces that are for both visitor and resident use); 

this is equivalent to 1no. space per 9no. residential units, in keeping with the 

development site’s transitional location between Zones 1 and 2. 

6.2 Disabled-Accessible Car Parking 

The proposed development includes 6no. designated disabled-accessible 

car parking spaces. The Fingal Development Plan 2023-2029 does not 

stipulate a requirement for the provision of disabled-accessible car parking 

spaces within residential developments. It notes only that: 

“A minimum of 5% of car parking spaces provided should be set aside 

for disabled car parking in nonresidential developments.” 

Part M of the Building Regulations also sets a 5% target for the proportional 

provision of disabled-accessible car parking. However, this is explicitly 

restricted to non-residential buildings and apartment blocks; it does not 

apply to houses or duplex units. As such, there is deemed to be no 

applicable standard against which the proposed development’s disabled-

accessible car parking provision may be assessed. 

6.3 Electric Vehicle Charging Facilities 

The Fingal Development Plan 2023-2029 requires that multi-unit residential 

developments incorporate EV charging points at 20% of the proposed 

parking spaces and appropriate infrastructure (e.g. ducting) to allow for 

future fit out of a charging point at all other parking spaces. 

The proposed development includes 153no. houses and 40no. 

apartment/duplex units. Of these, only the 40no. apartment/duplex units 
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may be considered to represent ‘multi-unit residential development’. As 

shown previously in Table 31, The proposed development includes 230no. 

car parking spaces in total, of which: 

• 193no. spaces are to be allocated to residents of the 193no. residential 

units (one space per residential unit). 

• 7no. spaces serve the crèche. 

• 29no. spaces are for visitor use. 

Of these car parking spaces, 77no. are on-curtilage, and these houses can 

facilitate the installation of EV charging points. The remaining 116no. 

residential spaces shall be provided on-street. It is proposed 

Table 32 – EV Charging Point Provision 

Car Parking 

Use 

Proposed 

Car Parking 

Provision 

Required EV 

Charging 

Proportion 

EV Charge 

Points 

Required 

EV Charge 

Points 

Proposed 

Apartment/ 

duplex residents 
40 spaces 20% 8 8 

House residents 

(in-curtilage) 
77 spaces n/a 0 0 

House residents 

(on-street) 
76 spaces 20% 16 16 

Apartment/ 

duplex visitors 
6 spaces 20% 1 1 

House visitors 24 spaces 20% 5 5 

Crèche 7 spaces n/a 0 0 

TOTALS 30 30 

To meet the requirements of the Fingal Development Plan 2023-2029, 30no. 

car parking spaces within the proposed development shall be equipped 

with EV charging facilities. As also required by the Development Plan, all 

other car parking spaces shall be ‘future-proofed’ by the provision of 

ducting to allow the rapid future installation of additional charging points. 
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6.4 Bicycle Parking 

The proposed development has a total bicycle parking provision of 345no. 

spaces. These include: 

• 201no. secure long-stay bicycle storage spaces for houses without 

independent garden access. 

• 100no. secure long-stay bicycle storage spaces for apartment/duplex 

units. 

• 4no. secure long-stay bicycle storage spaces for crèche staff use. 

• 20no. publicly-accessible short-stay bicycle parking spaces for 

residents’ visitors. 

• 20no. publicly-accessible short-stay bicycle parking spaces for crèche 

patrons’ use. 

Table 33 – Residential Bicycle Parking Provision 

Residential 

Unit Type 

Compact 

Settlements 

Guidelines Min. 

Recommendation 

Quantum 

Proposed 

Recommended 

Minimum 

Provision 

Proposed 

Provision 

Long-Stay Bicycle Spaces 

House 

(2-bedroom) 

1 space per 

bedroom 

15 

units ‡‡‡ 

30 

spaces 

30 

spaces 

House 

(3-bedroom) 

57 

units ‡‡‡ 

171 

spaces 

171 

spaces 

Duplex 

(2-bedroom) 

20 

units 

40 

spaces 

40 

spaces 

Duplex 

(3-bedroom) 

20 

units 

60 

spaces 

60 

spaces 

Sub-Total 
301 

spaces 

301 

spaces 

Short-Stay Bicycle Spaces 

All 
No specific 

minimum 

72 

units ‡‡‡ 
Not specified 

20 

spaces 

Combined Residential Bicycle Parking Provision 

 
‡‡‡ Not including houses with independent garden access. 
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TOTAL 
301 spaces 

+ visitor parking 

321 

spaces 

The proposed development’s residential bicycle parking provision has been 

assessed with respect to the 2024 Sustainable Residential Development and 

Compact Settlements (Guidelines for Planning Authorities), which give the 

following recommendations for bicycle parking (see Table 33):  

• “Quantity – in the case of residential units that do not have ground level 

open space or have smaller terraces, a general minimum standard of 1 

cycle storage space per bedroom should be applied. Visitor cycle 

parking should also be provided.” 

• “Design – cycle storage facilities should be provided in a dedicated 

facility of permanent construction, within the building footprint or, 

where not feasible, within an adjacent or adjoining purpose-built 

structure of permanent construction.” 

The development’s proposed residential bicycle parking arrangements are 

considered to comply with this guidance, in terms of both quantity and 

design, including in the provision of visitor bicycle parking. 

Table 34 – Crèche Bicycle Parking Provision 

Land Use 
Development Plan 

Minimum Rate 

Quantum 

Proposed 

Minimum 

Provision 

Proposed 

Provision 

Long-Stay Bicycle Spaces 

Crèche 
1 space 

per classroom 

4 

classrooms 

4 

spaces 

4 

spaces 

Short-Stay Bicycle Spaces 

Crèche 
5 spaces 

per classroom 

4 

classrooms 

20 

spaces 

20 

spaces 

Combined Crèche Bicycle Parking Provision 

TOTAL 
24 

spaces 

24 

spaces 
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Bicycle parking for the proposed development’s crèche facility has been 

assessed with respect to the Fingal Development Plan 2023-2029, which 

defines the standard minimum bicycle parking provision for new 

developments by land use type. Table 34 shows the applicable bicycle 

parking standards, illustrating that the proposed bicycle parking provision 

for the crèche meets the requirements of the Local Authority development 

plan. 

6.5 Motorcycle Parking 

The proposed development does not include any parking spaces 

specifically for motorcycles, although the majority of residential units within 

the scheme do have sufficient in-curtilage space for the storage of a 

motorcycle. The Fingal Development Plan 2023-2029 requires the provision 

of motorcycle parking spaces only within “non-residential developments 

and apartment developments”. 
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7.0 ACCESS, LAYOUT, PEDESTRIAN AND CYCLIST FACILITIES, SERVICING 

Refer to the following CS Consulting drawings for details of the proposed 

development’s access arrangements and internal road layout: 

• C215-CSC-00-XX-DR-C-0004 and C215-CSC-00-XX-DR-C-0005 

(Proposed General Arrangement) 

• C215-CSC-00-XX-DR-C-0006 and C215-CSC-00-XX-DR-C-0007 

(Proposed Roads Levels and Pavement Areas) 

• C215-CSC-00-XX-DR-C-0008 and C215-CSC-00-XX-DR-C-0009 

(Proposed Road Markings and Traffic Signs) 

• C215-CSC-00-XX-DR-C-0014 (Swept Path Analysis Refuse Vehicle) 

• C215-CSC-00-XX-DR-C-0015 (Swept Path Analysis Fire Tender) 

• C215-CSC-00-XX-DR-C-0023 (Proposed Road Cross Sections) 

• C215-CSC-00-XX-DR-C-0026 to C215-CSC-00-XX-DR-C-0029 

(Proposed Road Profiles) 

• C215-CSC-00-XX-DR-C-0033  

(Pedestrian and Cyclist Permeability Links) 

7.1 Vehicular Access 

Vehicular access to the proposed development shall be at the following 

two locations; 

• The majority of traffic shall enter the development through the 

development to the north, i.e. via Gandon Lane. This access shall be 

designed in accordance with DMURS and TII standards.  

• Vehicular access to the southern section of the development shall be 

from the R107 Malahide Road, at the development site’s south-western 

corner, via a new east-west access road to be constructed to the south 

of the existing Educate Together national school.  

The junction of the proposed new access road is designed to DMURS and 

TII standards. This shall have a minor arm width of 6.0m, allowing two-way 
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traffic flows. Kerb radii shall be restricted to 6.0m, which shall discourage 

high vehicle speeds on entrance or exit to/from the development.  

The R107 at the location of the proposed new access junction is governed 

by a 50km/h speed limit. For vehicles joining the R107 from the proposed 

new access road, DMURS and TII standards therefore require the following 

unobstructed sightlines along the R107: 

• 49m to the nearside road edge, measured from a set-back of 2.4m 

(Design Manual for Urban Roads and Streets, 2019). 

• 70m to the nearside road edge, measured from a set-back of 3.0m (TII 

DN-GEO-03060, Geometric Design of Junctions, May 2023). 

As illustrated on CS Consulting drawing C215-CSC-00-XX-DR-C-0009 

(Proposed Road Markings and Traffic Signs – Sheet 2), an unobstructed sight 

distance of 70m in either direction along the Malahide Road is achieved 

for vehicles exiting the new access road, as measured from a set-back of 

3.0m from the public road edge. This satisfies the requirements of both the 

Design Manual for Urban Roads and Streets and the TII Design Standards 

document DN-GEO-03060 (Geometric Design of Junctions). 

The delivery of a combined school/residential access road to the south of 

the existing Educate Together national school is an objective under the 

2019 Kinsaley Local Area Plan (LAP), although this was originally envisaged 

as connecting to the R107 Malahide Road at a location slightly further north 

(see Figure 16). As discussed in the Architectural Design Statement 

prepared by Conroy Crowe Kelly Architects, which forms part of this 

planning submission, the location originally proposed under the LAP is 

however compromised by the route of a proposed outfall pipeline to be 

constructed as part of the Greater Dublin Drainage Scheme (GDDS) 

project; Uisce Éireann has reserved a 20-metre wide permanent wayleave 

along the route of this outfall pipeline (as shown on Error! Reference source n
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ot found.), as well as temporary construction wayleaves to either side of 

this. 

 
Figure 16 – Kinsaley LAP 2019 mapping 

(background map imagery: Fingal County Council) 

The alternative location and alignment now proposed for the new 

combined access road has the following specific advantages: 

• Impact and construction conflict with the UÉ wayleaves can be 

minimised. 

• School parking, drop-off and collection will be north of the access road 

and on the same side as the school campus, such that children will not 

need to cross the access road to reach the school grounds. 

• The access road is located away from the existing Teagasc building, 

which is a Protected Structure and would be compromised by the 

proximity of a road so close to its curtilage. 
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• The existing Teagasc entrance can be closed, as per LAP objectives 

and the Greenway can be provided as envisaged. 

It is considered that the re-location of the proposed access road to a new 

position south of the UÉ wayleave is not a material change from the 

Objective as envisaged by the Local Area Plan and is compliant with the 

Plan’s objectives. 

7.2 Internal Road Layout 

The proposed development’s internal road layout comprises two separate 

sections, accessed independently from the surrounding road network: 

• A northern section, serving 124no. residential units and the crèche, 

accessed from Chapel Road via Gandon Lane. 

• A southern section, serving 69no. residential units, accessed from the 

Malahide Road via the proposed new combined access road. 

Both sections consist of local access streets with a carriageway width of 

between 5.0m and 6.0m, as well as raised ‘homezone’ shared surfaces. 

Traffic calming features are included in the form of kerb buildouts, which 

provide localised road narrowing, and raised pedestrian crossings. 

7.3 Swept Path Analysis 

Swept path analyses have been carried out for both a refuse collection 

vehicle and a fire tender circulating within the proposed development. 

These analyses, shown on CS Consulting drawings C215-CSC-00-XX-DR-C-

0014 and C215-CSC-00-XX-DR-C-0015, indicate that the development’s 

access design and internal layout can accommodate these vehicle 

movements where required. 
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7.4 Pedestrian and Cyclist Facilities 

Footpaths and shared surfaces are provided throughout the development, 

to cater for pedestrian desire lines. The development also incorporates 

delivery of a pedestrian and bicycle green route through the site, which is 

an objective under the 2019 Kinsaley Local Area Plan. This connects to the 

Malahide Road at the development’s western boundary and extends to 

the site’s northern and eastern boundaries, where it will connect to 

pedestrian and bicycle infrastructure in adjacent existing and future 

residential developments. 

The development shall include a total of 345no. bicycle parking spaces, 

exceeding the requirements of the Fingal Development Plan 2023-2029 and 

according with the recommendations of the 2024 Sustainable Residential 

Development and Compact Settlements (Guidelines for Planning 

Authorities). 

It should be ensured that a funded management scheme is in place for 

regular maintenance of bicycle storage facilities. 

7.5 Development Servicing and Waste Collection 

Vehicular servicing of the proposed development – including deliveries and 

waste collection – shall be conducted on the development’s internal road 

network and shall not obstruct vehicular or pedestrian traffic on the 

Malahide Road or on the development site’s neighbouring residential 

streets. Domestic refuse collection shall be conducted kerbside by a refuse 

collection vehicle circulating within the development; households shall be 

independently responsible for engaging the services of an authorised 

waste disposal contractor, and for moving refuse bins to a suitable kerbside 

location for collection. 
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As noted in sub-section 4.4, it is projected that the proposed development 

will require a maximum of 40no. servicing vehicle visits on average in any 

given weekday. This figure includes deliveries, waste collection, and all 

other servicing requirements. 
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8.0 INDEPENDENT QUALITY AUDIT 

An independent Quality Audit of the proposed development layout and 

access arrangements has been conducted by Roadplan Consulting on 

behalf of CS Consulting. This incorporates the following components: 

• Stage 1/2 Road Safety Audit 

• DMURS Street Design Audit 

• Walking Audit 

• Cycling Audit 

• Accessibility Audit 

The Quality Audit report document issued by Roadplan Consulting, 

together with the audit response form, are provided as Appendix D to this 

report. 

The Quality Audit was completed in December 2024. Design changes have 

been made in response to the recommendations of the Quality Audit and 

the measures adopted have been accepted by the audit team. Refer to 

CS Consulting drawing C215-CSC-00-XX-DR-C-0036 for details of these 

design changes. 

The Stage 1/2 Road Safety Audit, the Walking Audit, the Cycling Audit, and 

the Accessibility Audit each identify specific design issues and make 

recommendations for addressing them. 
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9.0 SUMMARY OF CONCLUSIONS 

This report provides a preliminary assessment of a proposed Large-scale 

Residential Development (LRD) at Malahide Road, Kinsealy Village, Co. 

Dublin, with respect to its potential effects on the surrounding road 

network’s operation. The report also assesses the proposed development’s 

access arrangements, internal layout, parking provisions, cyclist and 

pedestrian facilities, servicing arrangements, and access to public 

transport. 

The main observations and conclusions of this study are as follows: 

• The proposed development shall not generate excessive vehicular 

traffic flows in its operational phase. Total vehicle trips (arrivals and 

departures combined) of 70 PCU are predicted during the AM peak 

hour, and total vehicle trips of 58 PCU in the PM peak hour.  

• Where development traffic will access the public road network on 

Chapel Road, this will result in an increase of 6.8% in total traffic flows 

during the AM peak hour and 12.1% in the PM peak hour. At the 

development’s future access on the Malahide Road, development 

traffic will result in an increase of 3.9% in total traffic flows during the AM 

peak hour and 2.7% in the PM peak hour. All other locations on the 

surrounding road network will experience lesser increases in total traffic 

flows as a result of the proposed development. 

• Considered in isolation, the existing 4-arm priority-controlled junction of 

Gandon Lane and Kinsealy Lane with Chapel Road currently operates 

well within effective capacity on all approaches during both weekday 

peak hour periods, and shall continue to do so past the year 2042. The 

addition of vehicular traffic generated by the proposed development is 

projected to have a negligible impact on this junction’s performance, 

resulting in no meaningful increase in mean vehicle queue length or 
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mean vehicle delay on any junction approach, in either peak hour 

period. 

• Considered in isolation, the priority-controlled junction of the 

development’s proposed new access road with the Malahide Road 

shall operate well within effective capacity on all approaches during 

both weekday peak hour periods in the development’s opening year of 

2027, and shall continue to do so past the year 2042. Negligible vehicle 

queueing is projected on all junction approaches, and only moderate 

delays. The addition of reallocated vehicular traffic to and from the 

Malahide/Portmarnock ETNS, which may in future share this access 

road, does not compromise the effective operation of the junction. 

• The existing 3-arm priority-controlled junction of Baskin Lane with the 

Malahide Road and the existing 3-arm signal-controlled junction of 

Chapel Road with the Malahide Road both currently operate within 

effective capacity on all approaches during both weekday peak hour 

periods. Both junctions are however projected to exceed effective 

capacity during peak hours on at least one approach by the proposed 

development’s opening year of 2027, due to general background 

traffic growth and the influence of other committed developments. 

Both junctions are projected to exceed ultimate capacity by the year 

2042. 

• The proposed development includes a car parking provision in 

compliance with Local Authority development plan standards and with 

the recommendations of national policy guidance documents. The 

provision of EV charging facilities complies with Local Authority 

development plan standards. 

• The development’s proposed bicycle parking provision complies with 

the 2024 Compact Settlements Guidelines recommendations (in 

respect of residential units) and with Local Authority development plan 

standards (in respect of crèche bicycle parking). 
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• Swept path analyses have been carried out for both a refuse collection 

vehicle and a fire tender circulating within the proposed development. 

These analyses indicate that the development’s access design and 

internal layout can accommodate these vehicle movements where 

required. 

• An independent Quality Audit of the proposed development layout 

and access arrangements has been conducted by Roadplan 

Consulting on behalf of CS Consulting. Design changes have been 

made in response to the recommendations of the Quality Audit and the 

measures adopted have been accepted by the audit team. Refer to 

CS Consulting drawing C215-CSC-00-XX-DR-C-0036 for details of these 

design changes. 

In summary, this assessment indicates that the proposed development shall 

not have any significant detrimental effect on the surrounding road 

network’s operation, that the development includes appropriate car and 

bicycle parking provisions, and that the development access design and 

internal layout are fit for purpose. 
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Traffic Survey Data 
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TRICS Data 
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Appendix C 

Traffic Flow Matrices 
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Appendix D 

Independent Quality Audit Report and Feedback Form 

(Roadplan Consulting) 
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Appendix E 

Junction Modelling Results 

  

 

  



 

 

 


