An Bord Pleanala
64 Marlborough Street
Dublin D01 V902

5™ September 2019
Dear Sirs,

Planning Application PL29N.304888 by Dublin Port Company (15-year permission for
development at Qil Berth 3 and Oil Berth 4, Eastern QOil Jetty and at Berths 50A, 50N, 50S, 51, 51A,
49, 52, 53 and associated terminal yards to provide for various elements including new Ro-Ro jetty
and consolidation of passenger terminal buildings).

The Irish Academy of Engineering makes the following observations in relation to this application.
1. Requirement for development on the scale proposed

The application envisages that the total port throughput will increase from 28.9 mt in 2010 to 77.2
mt in 2040 and that the volume of unified freight, i.e. Ro-Ro + Lo-Lo, would increase from 1.078
million units in 2010 to 3.174 million units in 2040. As unified freight is projected to provide the bulk
of growth this projection is examined in the following.

The growth in Ireland’s unified freight in the period 2007-2018 is detailed in Appendix 1. As can be
seen from this table Dublin Port’s share of the total market increased from 74% in 2007 to 84% in
2018. This represented a continuation of the longer term trend identified in the Academy’s report
Brexit: Implications for Transport Infrastructure Investment, pp. 5&6 and Appendix 1, copy attached
(soft copy available from the Academy’s website www.iae.ie).

The relationship between unified freight demand and real economic activity in Ireland is examined in
Appendix 2 which shows that there is a very close relationship between these two variables where
reported economic activity is measured by GNI* at constant prices — which is now the CSO’s
preferred measure of real economic growth in Ireland.

Based on the relationship shown in Fig. 1 the Academy has calculated that if real economic growth
increased at 3% p.a. in the period 2019-2040, as advised by ESRI for longer term analysis, the index
of GNI* would increase from 130.0 in 2018 to 249.1 in 2040 (base year 2010). Based on the
relationship calculated in Appendix 2 the Index of unified freight would correspondingly increase
from 132.0in 2018 to 256.9 in 2040 (i.e. 1.0254(249.1) + 1.4433).

The total demand for unified freight is predicted, on this basis, to grow from 1.297 million units in
2010 (the base year) to 3.332 million units (i.e. 256.9+100x1.297) in 2040. Thus Dublin Port’s
projections are consistent with the Academy’s analysis, provided Dublin Port’s share of the total
market for unified freight transport in Ireland exceeds 95% by 2040.


http://www.iae.ie/

2. Appropriateness of developing Dublin Port in the manner envisaged in this application
The Academy’s analysis looks at the issue from a short, medium and longer term perspective
(a) Short term issues

The Academy’s Brexit report, published in Jan 2018, highlighted the need to plan for a ‘Hard Brexit’
and the corresponding desirability of increasing throughput via the south coast ports, to provide
shorter sea crossings to Continental Europe and provide for more balanced regional development.
The Academy understands that Department of Tourism Transport and Sport (DTT&S) has recently
commissioned a port capacity study which will examine this potential.

The Academy’s report noted that throughput at the Ringaskiddy Lo-Lo terminal, now under
development, will be restricted by the planning condition imposed by ABP, until the M28, for which
planning approval was granted by ABP though now the subject of judicial review, is completed.

The Dublin Port assessment of the potential for utilising the south coast ports and specifically
Ringaskiddy assumed the planning restriction would continue indefinitely. It also ignored the
potential for operating both the Tivoli and Ringaskiddy Lo-Lo facilities until the M28 was completed.
This option was not proposed initially but the Academy understands it is now under consideration by
the Port of Cork Co.

The potential to maximise the capacity of other ports needs to be considered in greater detail,
particularly given the potential impact of Brexit.

(b) Medium term issues

The application envisages that unified freight traffic through Dublin will increase from 1.439 million
units in 2018 to 3.174 million units in 2040, i.e. a 120% increase in the period. The application is
however silent on how this additional traffic would be transported to and from Dublin port. The M50
and Port Access Tunnel handle virtually all of this traffic at present and it appears to be assumed that
these routes will continue to accommodate the substantially increased traffic volume.

But Transport Infrastructure Ireland’s National Roads Network Indicators 2018 report shows that
traffic volumes on the M50 have been increasing steadily since 2013 and as indicated in the graphic
traffic levels, in both directions, now exceed Stable Flow Capacity for much of the day between
06.00 and 21.00.
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While it is recognised that HGVs account for less than 10% of daily traffic on the M50 in practice, in
terms of road utilisation, they account for multiples of that figure. Thus increasing the volume of
HGV traffic to and from Dublin Port by 120% by 2040 would have very serious consequences for M50
traffic flows.

This problem will be made more acute by the most recent proposal by the National Transportation
Authority (NTA) that the completion of the proposed MetroLink, from Swords to Sandyford, would
not commence for 20 years. The Academy had previously argued for this development as a means of
reducing private car traffic on the M50.

The Academy welcomes the proposed development by Dublin Port Co. of an ‘inland port’ at
Coldwinters, St Margarets, Co. Dublin, for the storage and repair of empty containers, tasks
previously undertaken at Dublin Port on very valuable land. But the Academy notes ABP’s conclusion
in determining the planning appeal by Dublin Port against conditions imposed by FCC that “The
proposed development will result in an approximately 7% increase in PCU traffic flows at the
N2/R135 junction. In the Opening Year + 15 years scenario, traffic generated by the proposed
development will amount to 5.6% of the traffic on the N2/R135 junction”. Given that the 2018
AADT at this point on the on the N2 was only 38,500 this implies that the proposed inland port
would make little contribution to reducing the additional HGV traffic envisaged in this
application.

The Academy is also conscious of international trends in port development. Historically ports
were located as close to major cities as possible, save for those specialising in bulk cargoes.
Indeed it could be argued that major cities located near potential ports. This was of course
determined by the fact that goods were transported to and from ports by horse and cart initially
and later by railways, thus favouring location in or immediately adjoining cities. But with the



switch from rail to road haulage using HGV’s, the requirement to locate adjoining cities no
longer applied and most ports have moved or developed some significant distance from major
cities. Indeed Dublin Port is now the largest surviving cityport in these Islands, as may be seen
from Appendix 2 of the Academy’s Brexit report.

(c) Longer term considerations

The requirement to protect cities, in the future, against the potential adverse impact of rising
sea levels looms larger every day. The Academy, in several recent reports, considered how
Ireland’s greenhouse gas emission (GHG) targets could be met in the future. The conclusions
were that it will be technically very difficult and extremely costly. It appears prudent to assume
that it may not be possible to arrest sea level rise and that remedial measures must be planned
for.

Fortunately Dublin City Council has been to the fore in this regard and commissioned a report
on an ‘Integrated Water Resource Management Planning for the Dublin City/Dublin Coastal
Region’. This report was prepared by CDM and DHI, both highly reputable international
consultants and was completed in June 2009. It concluded that, in addition to the flood
prevention measures undertaken in the past ten years, it may be necessary to provide a tidal
barrier across the mouth of the Liffey, between the eastern extremities of the North and South
Bull Walls, to protect the city from flooding in the foreseeable future.

The construction and operation of such a barrier could have very significantly adverse
implications for port operations. This issue needs to be addressed as part of longer term port
planning and as part of this application.

(d) Conclusions

The Academy is of the view that there are a number of very serious issues that need to be
addressed by the applicant and indeed by others before a positive determination can be made
in relation to this application. Given the complexity of the issues involved the Academy
considers that an oral hearing will be necessary.

This observation is accompanied with the required fee of €50.

Yours sincerely

Dr. Gabriel Dennison
Chief Executive



Appendix 1

Table 1

Year

Port

Dublin
Rosslare

Dun Laoghaire
Cork

Total Ireland

Dublin % Ireland

Year

Port

Dublin
Waterford

Cork

Drogheda
Shannon Foynes
Total Ireland

Dublin % Ireland

Year

Port

Dublin

Rosslare

Cork

Waterford

Dun Laoghaire
Drogheda
Shannon Foynes
Total Ireland

Total Ireland Index, 2010 = 100

Dublin % Ireland

GNI*

GNI* Index 2010=100

Correlation Coefficient
Index of Unitised Freight vs

Index of GNI*

2007
733
168

17
920

79.7

2007
440
91
118
16
673

65.4

2007

1173
168

120
91
17
16

1593
122.8

73.6

2007
174.9

116.3

0.955

Irish Ports Ro-Ro Freight Traffic 2007-2018, Source CSO

2008
704
157

14
876

80.4

2008

84
111

596

66.6

Irish Ports Unitised Freight Traffic 2007-2018

2008

1101

112
84
14

1472
113.5

74.8

2008
166.5

110.7

2009
642
134
781

82.2

2009
316
58
89

467

67.7

2009

1248
96.2

76.8

2009
150.4

100.0

2010

727
122

I

854

85.1

2010

72.0

2010

1046
122

92
36

1297
100.0

80.6

2010
150.4

100.0

2011

725

118

848

85.5

2011

300
32
93

(=]

425

70.6

2011

1025
118

97
32

1
1273
98.1

80.5

2011
143.9

95.7

Units '000
2012 2013
810 861
116 121
1 3
1 1
928 986
87.3 87.3

Irish Ports Lo-Lo Freight Traffic 2007-2018

Units '000
2012 2013
300 293
19 19
97 98
0 0
0 0
416 410
72.1 71.5

Units '000
2012 2013
1110 1154
116 121
98 99
19 19
1 3
0 0
0 0
1344 1396
103.6 107.6
82.6 82.7

€ Billion
2012 2013
141.6 150.7
94.1 100.2

2014
921
123

1046

88.0

2014
323
16
109

448

721

2014

1244
123

110
16

1494
115.2

83.3

2014
163.9

109.0

2015

868
127

=

996

87.1

2015

19
117
492

72.4

2015

1224
127

117
19

1487
114.6

82.3

2015
163.2

108.5

2016
945
132

1078

87.7

2016
374
21
118
513

72.9

2016

1319
132

119
21

1591
122.7

82.9

Ireland's Modified Gross National Income (GNI*) at Constant Market Prices, Source CSO

2016
177.3

117.9

2017
992
131

1124

88.3

2017

2017

1384
131

123
20

1658
127.8

83.5

2017
184.0

122.3

2018
1031

131
1166

88.4

2018
408
21
129

558

73.1

2018

1439
131

133
21

1724
1329

83.5

2018
195.5

130.0



Appendix 2

Growth of Unitised Freight Traffic Vs Growth of Economic Activity
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