
METRO SOUTH WEST GROUP 

c/o 39 Whitehall Road 

Terenure 

Dublin. D12 N265 

Tel: 01-4555946 

The Secretary, 

An Bord Pleánála, 

64 Marlborough Street,  

Dublin 1.       22nd November 2022, 

 

Dear Sir/Madam,         

  

Re: Case reference: NA29N.314724 - MetroLink. 

314724: Estuary through Swords, Dublin Airport, Ballymun, Glasnevin and City Centre to 

Charlemont, Co. Dublin 

 

Statement: 

This Submission wholly relates to that portion of the proposed Metro Link beyond the station 

located at St Stephen's Green East. For the avoidance of any doubt we are fully supportive of 

the project from Estuary to St Stephen's Green, which we consider is long overdue.  

 

Observations of Metro South West Group: 

We submit, however, that Bord Pleanala should defer the authorisation of the section of 

MetroLink beyond the St Stephen's Green station, other than to create a turning section similar 

in length to that which is currently proposed beneath Manders Terrace. 

 

We further believe that the decisions made now will affect the provision of necessary rail 

infrastructure, for South West Dublin for generations to come and, we respectfully request you 

to consider, carefully, the content, findings and analyses contained in this submission to support 

our case. 

 

 

Main Reasons as follows include:   

 

1. Limitations of Charlemont terminus for radial extensions to south city and the 

consequences for south west Dublin. 

 

2. Failure of the NTA to consider an alternative routing of the terminus, notably towards 

Rathmines, as outlined by Metro South West Group. 

 

3. Potential Environmental/Climate Action benefits of an alternative extension route. 

 

4. Inadequate plan for the supply of Public Transport to SW Dublin and the critical need, 

at this juncture, for correct decisions to be made in relation to the MetroLink trajectory 

into South Dublin in the future. 

 

5. Many practicalities of linking MetroLink with the Luas Green Line at Charlemont have 

not been addressed 
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6. Breach of Aarhus Convention. 

 

     7.  Continuing MetroLink beyond St. Stephens Green to Charlemont and Manders Terrace  

          is unnecessary and premature.  

 

 

1.  Limitations of Charlemont terminus for radial extensions to south city and the 

consequences for south west Dublin 

 

We believe that if the tunnel is bored as far as Manders Terrace, it seriously compromises the 

ability for a southern extension to include the highly populated city suburbs of Portobello, 

Lower Rathmines, and Harold’s Cross.   

We would submit that proper planning requires a proper evaluation of the options for extension 

and, that it is not consistent with proper planning to permit a station at Charlemont which 

would compromise the options. 

 

 

2. Failure to consider an alternative routing, notably towards Rathmines as outlined by 

Metro South West Group. 

 

We would submit that the Rathmines, or Portobello, area would be a far more suitable location  

for a terminus, including linkage with BusConnects corridors.  TII has wholly failed to consider 

this. The south side terminus became relevant once it was decided not to convert the Green 

Line Luas to Metro. 

 

3. Potential Environmental/Climate Action benefits of an alternative extension route. 

 

We believe that a metro extension as far as Rathmines would, initially, yield immediate benefits 

environmentally for South West Dublin, and avoid adverse environmental impact on the Grand 

Canal.  

 

 

4. Inadequate plan for the supply of Public Transport to SW Dublin and the critical 

need, at this juncture, for correct decisions to be made in relation to the MetroLink 

trajectory into South Dublin in the future. 

 

A proper feasibility study for continuing MetroLink to South West Dublin needs to be carried 

out. 

 

 

5. Many practicalities of linking MetroLink with the Luas Green Line at Charlemont 

have not been addressed 

 

Many practicalities have not been addressed including passenger conflict on platforms and 

stairs; turning of trams. 
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6.  Breach of Aarhus Convention. 

 

We believe that the lack of consultation on important changes at Charlemont is a breach of 

the above. 

 

 

7.  Continuing MetroLink beyond St. Stephens Green to Charlemont and Manders 

Terrace is unnecessary and premature.  

 

 

We believe that investigation now into the MSWG’s suggestion of choosing an alternative 

terminus eg: Portobello / Cathal Brugha Barracks in Rathmines  

 

 Could bring Transport User Benefits and Revenue from a station at Portobello. 

 Cost approx. €650m (matching cost to Charlemont) 

 Lay the foundation of the Metro to the south west. 

 Aid climate action in the south west. 

 

The following Appendix and Annexes outline our case extensively on ‘Why An Bord 

Pleanála should initially approve MetroLink only as far as St. Stephens Green’. 

 

 

Yours sincerely,  

 

 

 

Pauline Foster 

For, and on behalf of, 

Metro South West Group. 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 



 

 

Table of Contents 

 

1 The Metro South West Group (MSWG) 

2 Existing Public Transport in South West Dublin 

3 Potential Demand for Public Transport in South West Dublin in 2042 

4 Inadequate Plan for the Supply of Public Transport in South West Dublin to 2042 and 

Beyond 

5 Critique of the Metro to Knocklyon Feasibility Study (2021, NTA/Jacobs) 

6 Why continuing MetroLink to Charlemont and Entombing the TBM 

under Manders Terrace would Deplete the Benefits and Increase the 

Costs of Continuing MetroLink to South West Dublin 

 

7 The Adequacy of St Stephens Green and the Drawbacks of Charlemont as an 

Interchange for Passengers 

8 Environmental Issues 

9 Lack of Adequate Consultation, including Aarhus Convention 

10 Options for Government if MetroLink goes no further than St Stephens Green 

Annexes 

A The Case for Continuing MetroLink to South West Dublin. MSWG, August 2020 

B South West Dublin and the Continuation of MetroLink: Improvement in Commuting 

Times, MSWG, September 2020 

C Indications for an Economic Appraisal of MetroLink from Estuary to Firhouse, October 

2020 

D Metro to Knocklyon Feasibility Study, Jacobs/NTA, July 2021 and the ‘Task Order’ for 

the Study 

E Refusal by the Department of Transport to allow MSWG any input to the Metro to 

Knocklyon Feasibility Study 

F Summary of the buses proposed under BusConnects for Lower Rathmines Road 

G (i) The number of passengers who would transfer to/from Luas to Metrolink if the 

MetroLink terminus were located at Charlemont  



 (ii) Photo 3rd Feb 2022. Artists impression of Charlemont station entrance. 

 (iii) Charlemont – Interchange.  Capacity increase figures. 

 (iv) Jacobs Appendix A 9.2:  Boarding & Alighting Passengers. EIA Report Vol 5. 

 (v) Jacobs Metro to Knocklyon Feasibility Study report. 

 (vi)  Jacobs Graph - AM & LT Peak hr.  Northbound. 

 (vii) Jacobs Graph - AM & LT Peak hr. Metro Southbound. 

 (viii) Jacob Graph - PM Peak hr. Metro Southbound – passenger flows. 

H Further consideration of the deficiencies of Charlemont as a terminus 

I. NTA Presentation 9th December 2021 to Public Reps. 

 Charlemont Station Area – Update meeting at Dublin City Council. 

 

J. Background of Metro South West Group, 

K. (i) Impact on canal caused by proposed layby.  Wildlife etc 

 (ii) Photograph of canal at site of the proposed layby.  

L. MetroLink Document 2.  The Emerging Preferred Route – Pages 6 & 7. 

M. (i) Metro-Luas Connection. DCC Station Review Meeting. 

 (ii) Ariel Photo showing front of Carrols building and the Luas Line.  

N. (i) BusConnects Local Area Map:  Christchurch.   

 (ii) College Green – Dame Street Project:  Project update Sept 2022 – 3 pages. 

  Page 1. Mock-up of Collete Green. 

  Page 2. Project Objectives. 

  Page 3. Project Extent. 

  

 (iii) BusConnects Local Area Map: Knocklyon. 

  

 (iv) BusConnects Local Area Map: Harold’s Cross. 

 

 (v) BusConnects Local Area Map:  Balally. 

 

O. (I) Spine frequency tables. –  

  Page 1:  ‘A’ Corridor. 

  Page 2:    Radial Routes. 

 (II) Northbrook Road bus stop 2902 – Frequency table. 

 (iii) Current Bus Time Table – 44 and 61 Routes. 



 (iv) Grove Park bus stop 4528 – Frequency table.  11.02am to 11.33pm. 

 

P. (i) NTA letter 12th Sept 2022.  Huge Creegan to Jennifer Wall DCC 

       Re Emergency Motion dated 13th June 2022. (2 pages) 

 

 (ii) NTA Letter 23rd May 2022. Huge Creegan to Jennifer Wall, DCC. – 3 pages. 

  Re Dart at Tara Street. 

       Luas at Charlemont. 

          Bus Routes. 

      Heavy Rail at Glasnevin. 

 

Q. (i) Text of Emergency Motion for SEAC 13th June 2022.  Cllr. Anne Feeney. 

 

 (i) DCC. Motion Cllr. Dermot Lacey. SEAC Meting 14th Mar 2022. 

 

 (iii) SDCC – Motion Cllr. Alan Edge. Motion 2: 14th Feb 2022. 

 

R. (i) Joint Committee on Transport & Communications 28th June 2022 – 7pm 

  Excerpts: Pages 1. 10. 16. 17. 18.  

 

 (ii) Joint Committee on Transport & Communications 4th May 2022 - 1.30pm 

  Excerpts: Pages: 1. 9. 10. 11. 12. 

 

S. Parliamentary Question – Dep. Aengus O’Snodaigh to Min. Ryan – Thurs 3rd Mar 2022. 

  Q & A – 2 pages. 

 

T. Exchange of letters Irish Times May 10th & 13th 2022. 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 



Appendix 

 

The Appendix contains the detailed information and analysis which 

underpins the submission from the Metro South West Group entitled 

 

Why An Bord Pleanála should approve 

MetroLink 

only as far as St Stephens Green 

 
 

  

 

Metro South West Group 

November 2022 
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1 The Metro South West Group 

1.1 The Metro South West Group (MSWG) comprises 40 Residents Associations in South 

West Dublin.  We are concerned at the lack of public transport in South West Dublin.  

Having carried out extensive analysis, we have concluded that MetroLink, in a Phase 

2, should continue to South West Dublin to serve the needs of this population.   

  

1.2 We fully support the MetroLink project which is before An Bord Pleanála.  Our only 

reservation relates to the proposed location of the southern terminus at Charlemont 

and the final position of the Tunnel Boring Machine (TBM) below Manders Terrace.   

This would seriously restrict future options for the continuation of MetroLink.  In 

particular, it would diminish the Transport User Benefits of continuing to South West 

Dublin as a Phase 2 of MetroLink.  In our view, An Bord Pleanála should approve the 

terminus in St Stephens Green with the TBM a short distance beyond this.  

  

1.3 Here is the list of members of MSWG: 

1. ART. Association of Residents of Terenure. 

2. Butterfield and District RA 

3. Fortfield and Templeville Residents Association. 

4. Hermitage Residents Association. 

5. Kimmage Road West Residents Association. 

6. Knocklyon Network. 

7. LOKRA. 

8. Mount Argus and Church Park Residents Association. 

9. Harold’s Cross Vision 2025 Team. 

10. OPTRA 

11. Perrystown and Manor Estates Residents Association. 

12. Rathfarnham Road Residents Association. 

13. Rathgar Residents Association. 

14. Rathgar Road Residents Group. 

15. Recorders Residents Association. 

16. St. Anne’s Residents Association. 

17. Shanid Road Residents. 

18. Temple Manor and Wilkins Residents Association. 



19. Templeogue Tidy Towns Group. 

20. Templeogue Wood Residents Association. 

21. Terenure Residents Association. 

22. Terenure Road East Residents Association. 

23. Terenure West Residents Association. 

24. W.O.R.K. Residents Associations. 

25. Woodstown Residents Association 

26. Firhouse Bohernabreena Residents Group. 

27. Beechdale Residents Association. 

28. Lansdowne Park and District Residents Association. 

29. Woodfield Residents Association 

30. Dodderbrook Residents Association. 

31. Boden Park Residents Association 

32. Parkwood Residents Association. Old Bawn. 

33. Scholarstown Wood Residents Association. 

34. Oakdale Residents Association. 

35. Knocklyon Woods RA.  

36. Knockfield,Orlagh, Beverly Residents Association KOBRA  

37. Moyville, Edmonstown Green and Edmonstown Court RA. MEERA. 

38. Glendown Residents Association 

39. HellfireMassy’s Residents Asociation  

40. College and Wainsfort Residents Association  



 

2 Existing Public Transport in South West Dublin 
 

2.1 It is the strong view of Metro South West Group (MSWG) that proper consideration  

be given to the transport needs of the South West city when deciding the correct 

location for the southern terminus of MetroLink.  MSWG has itself looked extensively 

at public transport in the south west city.  Chapter 3 of this Appendix is an assessment 

of what is likely to be required in 2042 based on the NTA’s own projections.  Chapter 

4 illustrates that what is proposed by BusConnects is grossly inadequate for the needs 

of the area and shows clearly that metro is the only solution. 

2.2 South West Dublin, the area between the Red and Green Luas lines, has a large 

population as shown below1. 

 

2.3 To the west, we have the Luas Red Line from Saggart and Tallaght able to bring 6,000 

passengers into town in the morning peak hour.  To the east, we have the Luas Green 

Line with a similar capacity.  In the middle, we have a large area and population with 

only narrow roads linking to the city. 

2.4 Current provision of public transport in the peak morning period is shown in Table 2.1. 

 

                                                             
1 The data in the above map are drawn from an analysis of the Census 2022 provisional populations of DEDs in Dublin 
respectively 
between the Hazelhatch line and Luas Red 
Between Luas Red and Luas Green 
Between Luas Green and DART Bray 
Where a DED is split, a split expressed in 1000’s of population is estimated. 
The south west segment accounts for almost 25% of the city population.  



 

 

Table 2.1 Current provision of public transport 7-8am in-bound on points along the 

proposed bus corridors of BusConnects 

 

2.5 In order to reduce congestion and greenhouse gas emissions, it would be important 

to substantially increase the usage of public transport.   Chapter 3 examines the 

potential demand for public transport in South West Dublin, as estimated by the 

transport modellers in the NTA. 

 

 

  

Bus corridor Current  No. of Buses Current Passenger Capacity 

Kimmage-City Centre 
(at Mount Argus) 

9 
(3X54a; 6X9) 

 

720 

Tallaght-Terenure 
(at Terenure College) 

19 
(12X15; 4X49; 2X65; 1X65b) 

 
1,520 

Rathfarnham-City Centre 
(at junction with Rathdown Park) 

12 
(6X15b; 6X16) 

 

960 

Greenhills-City Centre 
(at Crumlin Hospital) 

23 
(6X27; 1X56a; 5X77a; 1X77x; 6X123; 
4X151) 

 
1,840 
 

Totals 63 5,040 



 

 

3 Potential Demand for Public Transport in South West Dublin in 2042 

 The Modellers’ estimate 

3.1 The NTA carried out an analysis of this in preparation for their Draft Strategy for the 

Greater Dublin Area 2022-2042.   Their analysis is contained in the Strategy 

Development and Modelling Report, November 2021.   

3.2 In the Modelling Report, an idealised public transport network was drawn up.  In South 

West Dublin, two of the three main bus corridors – Harold’s Cross and Rathmines –  

were modelled to have a high quality public transport as follows: 

o 1-minute frequency 

o Minimum speed of 20km per hour 

o Unlimited capacity. 

 These characteristics approximate to a system of ‘metro on the street’.  

Given these characteristics, the following levels of demand in the peak hour, in-bound, 

were estimated for 2042: 

Table 3.1 Peak-hour am demand for public transport in 2042 

 Harold’s X Rathmines Total 

Model demand, peak hour, in-bound, 
that could be supplied (ACR, p.91) 

6,600 9,300 15,900 

  

3.3 It is worth comparing these estimates of potential demand with actual supply in 2022. 

Table 3.2 Peak-hour am supply of public transport in 2022a 

 Harold’s X Rathmines Total 

Actual supply of bus places, peak hour, 
in-bound 

1,280 2,800 4,080 

 a Bus timetables collated by MSWG. Under BusCponnects, Harold’s X is earmarked for the ‘F’ Spine; Rathmines is 

earmarked for the ‘A’ Spine 

 It can be seen that the Modellers’ estimates of potential demand are almost four 

time’s current supply.  The estimates of potential demand are vastly in excess of both 

current capacity and the capacity of BusConnects.  Clearly, something more than buses 

is required. 

3.4 Nonetheless, these Modellers’ estimates of potential demand should have been 

increased.  No account was taken of the opportunities of cycling to a “metro-like” 

service.  MSWG carried out an analysis of a hypothetical continuation of MetroLink to 

south west Dublin.  The analysis showed that even two hypothetical metro stations – 

at Spawell and Dodder Valley Park – would provide great opportunities for commuters 



to cycle to these stations and complete their journeys by metro.  Sixty-three locations 

were sampled throughout south west Dublin and from all of these, substantial time 

savings would arise compared to driving to the city or taking the bus.  The average 

gross saving over driving into the city would be 18-19 minutes each morning.  Allowing 

five minutes to transfer between modes, would leave a net saving of 13-14 minutes 

each morning.  The MSWG analysis is replicated in Annex B. 

3.5 No account was taken of the possible opportunities for people in south west Dublin to 

drive to a metro station and complete the journey by metro.   The MSWG analysis 

showed that gross time savings would be similar to those achieved by cycling to metro 

stations at Spawell and Dodder Valley Park. 

3.6 No account was taken of the possible opportunities for people living outside south 

west Dublin to avail of Park and Ride at two hypothetical metro stations at Spawell 

and Dodder Valley Park.  For in-bound motorists on the N81, they would face a choice: 

continue driving into the city (40 minutes) or park at Spawell and take the metro (15 

minutes).  Similarly, for many motorists cruising around the M50, using the Park and 

Ride at Spawell would be very attractive. 

3.7 For all of the above reasons, the estimates of potential demand by the modellers were 

far too low. 

How the Modellers should have proceeded from the (corrected) estimate of potential 

demand for public transport 

3.8 Starting from (upwardly corrected) estimates of potential demand, the next step for 

the modellers should have been to identify alternative ways of meeting as much as 

possible of this potential demand.  It may be the case that not all of the potential 

demand can be met.  However, the alternative ways of meeting as much as possible 

of this demand should have been evaluated to identify the most cost-effective option.  

This did not happen. 

What the Modellers actually did 

3.9 The Modellers did something else.  They operated under the following stricture: 

“Objectives are considered achieved in Phase 3 if the lower end of the 
plausible future demand estimates can be accommodated on the public 
transport schemes currently in planning, given these schemes must be 
delivered to meet climate goals to 2030.”  (page 89) 

 

3.10 Thus, instead of seeking to serve as much as possible of potential demand for public 

transport in 2042 in a cost-effective manner, it was decided to reduce potential 

demand to meet the public transport proposals which had been pre-decided.   Why 

bother with demand modelling, if you have already decided what public transport you 

are going to supply? 



3.11 What had been pre-decided was BusConnects.  The following few paragraphs follow 

the inappropriate journey of the Modellers as they sought to compress potential 

demand to meet the capability BusConnects in south west Dublin.  If you wish to skip 

this apparently wasted journey, you can go straight to the outcome in paragraph 3.18. 

3.12 The journey started with very high assumptions regarding the capacity of buses.  It 

was assumed that ordinary buses on a BusConnects corridor could carry up to 3,500 

passengers per direction per hour2.  BusConnects Plus, i.e. “bendy buses” were 

assumed to have a capacity of 5,400 passengers per hour.  The Modellers made no 

distinction between different bus corridors, for example between multi-lane roads 

and simple roads with room for only one carriageway in each direction.  All of the 

proposed BusConnects corridors in South West Dublin have long stretches of the latter 

type of road and the assumptions of the Modellers have little reality for these roads. 

3.13 These assumptions provided targets for the Modellers’ aim: reduce the “plausible 

future demand estimates” to below 3,500 or 5,400 passengers per corridor in the peak 

hour and BusConnects will suffice!  

3.14 Armed with these corridor targets, the Modellers’ first step was to reduce potential 

demand to reflect Covid-19 and the emergence of increased home working and 

blended working.   

 Table 3.3 Alternative future demand in 2042 due to trip reductions 

 Harold’s X Rathmines Total 

Initial Model demand, peak hour, in-
bound, that could be supplied (ACR, p.91) 

6,600 9,300 15,900 

Alternative future demand: Trip 
Reduction (ACS, page 96) 

5,600 7,600 13,200 

 

Both the Harold’s Cross and Rathmines corridors were still problematic as potential 

demand exceeded the upper and lower targets (3,500 – 5,400) to fit within 

BusConnects. 

3.15 The Modellers’ second step was to factor in several demand reductions resulting from 

an increased uptake of cycling, the application of tolls and parking management.  The 

results were as follows: 

 

 

 

                                                             
2 Compare this to the actual capacity of 2,800 today on a very busy Rathmines Road (see Table 3.2).  

BusConnects is assumed to have 25% more capacity. 
 



 

 

Table 3.4 Further demand reductions for 2042 

 Harold’s X Rathmines Total 

Initial Model demand, peak hour, in-
bound, that could be supplied (p.91) 

6,600 9,300 15,900 

Step 1: Alternative future demand: 
Trip Reduction (ACS, page 96) 

5,600 7,600 13,200 

Step 2: Further reductions (cycling, tolls, 
traffic management: ACW, p96) 

3,800 5,100   8,900 

 

 Notice that Step 2 resulted in both Harold’s Cross and Rathmines falling within the 

range 3,500-5,400, between the assumed capacities of ordinary and super buses. 

3.16 Up to this, the modelling assumption was that a frequent, light rail, on-street type 

system would be used on these corridors.  Step 3 involved moving away from this 

assumption and looking “at the impact of reflecting actual service characteristics 

similar to those envisaged by BusConnects”, i.e. a much lower level of service.   The 

results were as follows: 

 Table 3.5 Demand reductions in 2042 due to BusConnects  

 Harold’s X Rathmines Total 

Initial Model demand, peak hour, in-
bound, that could be supplied (p.91) 

6,600 9,300 15,900 

Step 1: Alternative future demand: 
Trip Reduction (ACS, page 96) 

5,600 7,600 13,200 

Step 2: Further reductions (more cycling, 
tolls, traffic management: ACW, p96) 

3,800 5,100 8,900 

Step 3: Impact of BusConnects, more 
cycling: (Preferred Strategy ADF: p106) 

1,400 2,400 3,800 

 

Step 3 produced the final demand forecasts for Harold’s Cross and Rathmines which 

are shown in the above table. 

3.17 Remember, the objective of the Modellers was as follows: 

“Objectives are considered achieved in Phase 3 if the lower end of the 
plausible future demand estimates can be accommodated on the public 
transport schemes currently in planning, given these schemes must be 
delivered to meet climate goals to 2030.”  (page 89) 

 

The Modellers took an initial figure for potential demand (15,900) which is far too low 

(see paragraphs 3.4 – 3.7 above). This was further reduced by 76 per cent to arrive at 



a 2042 estimate, which “can be accommodated on the public transport schemes currently 

in planning”. 

3.18 We now compare the results for estimated demand in 2042 from the modelling 

exercise with today’s actual supply of buses on these corridors.   

 Table 3.6 Today’s supply of public transport vs modelled demand for 2042  

 Harold’s X Rathmines Total 

Today’s actual supply of bus places, peak 
hour, in-bound 

1,280 2,800 4,080 

Modellers’ final demand estimates for 
2042 
Step 3: Impact of BusConnects, more 
cycling: (Preferred Strategy ADF: p106) 

1,400 2,400 3,800 

 

Clearly, the Modellers have been very successful in ‘reducing’ demand on the 

corridors.  Taking Rathmines and Harold’s together, estimated demand for public 

transport in 2042 was reduced to a level that is below today’s actual supply of public 

transport (3,800 in 2042 vs 4,080 today). 

What is the sense of that, given that we are trying to increase the patronage of public 

transport? 

Conclusion of Chapter 3 

3.19 The Modellers’ estimates of the demand for public transport in 2042 make no sense.  

Unfortunately, the Strategy Development and Modelling Report, November 2021, was 

not just an academic exercise resulting in an article in a specialist journal.  Rather, as 

the title suggests, it fed directly into the very poor provision for public transport, which 

the Draft Strategy for The Greater Dublin Area 2022-2042 has proposed for south west 

Dublin for the next 20 years.   This plan consists of BusConnects. 

 Chapter 4 examines the capacity issues of BusConnects in South West Dublin. 

  



 

4 Inadequate Plan for the Supply of Public Transport in South West 

Dublin to 2042 and Beyond 

 

4.1 In 2001, The Dublin Transportation Office published A Platform for Change.  That 
Report modelled a ‘bus only’ solution.  According to the Report: 

  
“In summary, the analysis of the ‘Comprehensive Bus’ scenario established that 
buses alone could not address the problem because in many of the main 
transportation corridors the bus mode cannot provide the necessary capacity 
to cope with the forecast demand” (page 35). 

 
Notwithstanding this conclusion from many years ago, in recent years the NTA has 
revived the concept of ‘bus only’ for south west Dublin. 
 

BusConnects 

4.2 The Draft Transport Strategy for the Greater Dublin Area 2022-2042 provides a general 

endorsement of BusConnects as though it could be sufficient to meet the public transport 

needs of south west Dublin for the next 20 years. 

According to the NTA,  

“The aim of BusConnects Core Bus Corridors is to provide enhanced walking, cycling 

and bus infrastructure on key access corridors in the Dublin region, which will enable 

and deliver efficient, safe, and integrated sustainable transport movement along these 

corridors.” 

However, for the next 20 years, the Draft Strategy for the Greater Dublin Area 2022-2042 

takes no account of the lack of adequate capacity of BusConnects, which has been clearly 

demonstrated over the past three years by MSWG (see Annex A) and others.  

Capacity of the proposed bus corridors 

4.3 According to the Strategy Development and Modelling Report, November 2021, the 

potential demand for public transport in 2042 will be almost four times the current 

supply in Harold’s Cross and Rathmines.   However, according to the Modellers, actual 

demand for public transport (buses) in 2042 will be lower than current supply.  This is 

broadly consistent with the supply of public transport, which is provided under 

BusConnects. 

 

4.4 Between the Red and Green Luas lines, the National Transport Authority has identified 

4 bus corridors.  Under BusConnects, the projected increase in the number of buses 

going into the city in the peak morning hour is very small.   

 
4.5 Table 4.1 shows the details: 



Table 4.1 Summary of Four Bus Corridors identified by the NTA: 

Number of Buses and Passenger Capacity in-bound to the City 

in the 7am to 8am Peak Hour from Specific Locations on the Corridors 

Bus corridor Current Current BusConnects BusConnects 

 No. of Buses Passenger Capacity No. of Buses Passenger Capacity 

Kimmage-City 
Centre 
(at Mount Argus) 

9 
(3X54a; 6X9) 

 

720 
18 
(6XF1; 6XF2; 
6XF3) 

 
1,440 

Tallaght-
Terenure 
(at Terenure 
College) 

19 
(12X15; 4X49; 
2X65; 1X65b) 

 
1,520 

10 
(5XA1; 5XA3) 

 
800 

Rathfarnham-
City Centre 
(at junction with 
Rathdown Park) 

12 
(6X15b; 6X16) 

 

960 
18 
(5XA2; 5XA4; plus 
2X74; 6X85)) 

 
1,440 

Greenhills-City 
Centre 
(at Crumlin 
Hospital) 

23 
(6X27; 1X56a; 
5X77a; 1X77x; 
6X123; 4X151) 

 
1,840 
 

24 
(4XD1; 4XD2; 
4XD3; 2XD4; 
2XD5 plus 2X72; 
6X73) 

 
1,920 

Totals 63 5,040 70 5,600 
  

4.6 The NTA has asserted, without evidence, that the proposed bus corridors can carry 

“multiples” of the number of buses set out in the BusConnects plan.  This is entirely 

fanciful as the corridors would struggle even to accommodate the planned numbers 

of buses under BusConnects.   

 

4.7 For example, Corridors 10 and 12 (from Tallaght and Rathfarnham) merge at Terenure 

Road East – currently a very narrow 2 lane stretch of road – see the photo.  According 

to the NTA, this would be the busiest corridor in Dublin3.   

 
 

 
 

                                                             
3 Dublin Area Bus Network Redesign, Revised Proposal, page.96. October 2019, Jarrett Walker and Associates,  



4.8 Under Busconnects, buses would turn right from Rathfarnham Road into Terenure 
Road East.   That road would also receive buses and general traffic from Terenure Place, 
which is right opposite Terenure Road East.  Terenure Place would receive buses from 
Templeogue Road, which would only contain buses and bikes.  General traffic which 
now uses Templeogue Road would be diverted at Templeogue Bridge and Templeville 
Road to the KCR.  There they could go to town via Crumlin (Stannaway and Clogher 
Roads) or they could turn right and access Terenure via Terenure Road West: no doubt, 
many motorists would choose this option.  In addition to receiving 20 ‘A’ buses in the 
peak hour, Terenure Road East would be expected to also receive 6 ‘S4’ orbital buses 
and 4 ‘81’ buses via Terenure Road West, giving a total of 30 buses per hour. This is a 
bus every 2 minutes, in addition to cars, vans, taxis, bikes etc.  

  
4.9 According to the “My London” website,  

 
“The Victoria Line operates 36 trains per hour at the busiest times, with 100 seconds 
between trains - making it the most frequent train service in the UK and second most 
frequent in the world.” 

 
Of course, unlike the buses on Terenure Road East, the trains on the Victoria Line do 
not have to contend with vans, cars, bikes etc.  Even so, they manage to dispatch ‘only’ 
36 vehicles in the peak hour. 
 
Currently, Terenure Road East receives 19 in-bound buses in the peak hour and is highly 
congested in peak periods.  To increase the number of buses in the peak hour by over 
50 per cent, as proposed in BusConnects, – and thereby almost match the throughput 
of vehicles on the Victoria Line – would be a formidable challenge.  The notion, as 
proposed by the NTA, that even more buses could be accommodated is difficult to 
comprehend. 
  
Has a ‘bus only’ solution been examined previously? 

4.10 The demonstration above that buses alone cannot provide sufficient capacity for 
South West Dublin is not a surprise. It simply bears out the prediction of 2001 that 

 
“the bus mode cannot provide the necessary capacity to cope with the forecast 
demand”4 (page 35). 

  
4.11 The 2001 Report went on to recommend the provision of a metro from Tallaght to the 

Airport via Kimmage, Harold’s X, City Centre and Finglas.  It also recommended an 
orbital metro from Tallaght to Blanchardstown and on to Finglas5. 

 

                                                             
4 A Platform for Change, Dublin Transport Office, 2001, page 35. 
5 According to A Platform for Change: “METRO is a light rail system that is similar to LUAS except that it is 
completely segregated throughout its entire length (that is, it has no on-street sections).”  Most of the lines for 
these proposed metros would have been over ground. 



4.12 The MSWG analysis echoes A Platform for Change, and shows that buses alone would 

not be sufficient to serve the transport needs of South West Dublin. 

4.13 Further material on the limited capacity of BusConnects, including the views of the 

NTA, is contained in Annex A. 

 

The proposal to consider building two Luas lines in 20 years’ time 

4.14 Having produced no effective proposals for public transport over the next 20 years, 

the Draft Strategy for the Greater Dublin Area 2022-2042 proposes two Luas lines for 

consideration post-2042 as follows: 

 City – Harold’s Cross – Kimmage – Kilnamanagh and onto Tallaght via Red Luas 

 Charlemont6 – Terenure – Rathfarnham – Knocklyon – Tallaght. 

However, there is a major difficulty with this far-off proposal. 

4.15 in 2008, the Railway Procurement Agency carried out a feasibility study for a Luas in 

South West Dublin.  The proposed Luas line from Dundrum would have proceeded 

west via Churchtown and Nutgrove to Willbrook, turning north via Rathfarnham, 

Terenure and Harold’s Cross to Christchurch.  The study found that: 

 Many streets were too narrow to accommodate a Luas 

 There would not be enough passengers to justify it. 

4.16 More recently, in 2016, in regard to “Corridor E – N81 Settlements – South Tallaght – 

Rathfarnham – to Dublin City Centre”, the current Transport Strategy for the Greater 

Dublin Area 2016 to 2035 states: 

“As such, a number of options, including Light Rail, have been examined. 

However, due to the land use constraints in the corridor and owing to the 

pressure on the existing road network, a Luas line was not deemed feasible.” 

(page 56) 

4.17 Accordingly, if 

 the Railway Procurement Agency found that the streets in South West Dublin were 

too narrow for one Luas in 2008, and 

 the NTA found that the streets were still too narrow in 2016,  

 These findings were reversed without any evidence.  What are the chances that these 

streets will be wide enough to accommodate two Luases post-2042?   

 Conclusion of Chapter 4 

4.18 The capacity limitations of BusConnects for South West Dublin became apparent in 

2019.  The recent musings about the possibility of reconsidering Luas for south west 

Dublin in 20 years’ time have no evidential basis.  During the last General Election, 

                                                             
6 It is worth noting that the application for a Railway Order contains no reference to Charlemont’s role here. 



held in 2020, politicians from all parties supported the carrying out of a feasibility 

study of continuing MetroLink to South West Dublin.  The NTA responded with a Metro 

to Knocklyon Feasibility Study, 2021 (Jacobs/NTA).  Chapter 5 examines this Study.  



5 Critique of the Metro to Knocklyon Feasibility Study (2021, NTA/Jacobs) 

 

The Metro to Knocklyon Feasibility Study 
 

5.1 Prior to the General Election of 2020, all political parties which are now in Government 
sought a feasibility study into continuing MetroLink to South West Dublin.  The Metro 
to Knocklyon Feasibility Study, which was carried out by Jacobs and the NTA, was 
published alongside the Draft Strategy for the Greater Dublin Area 2022-2042.  
Unfortunately, this study was not independent.  The prior opposition of the NTA to 
even study the possible continuation of MetroLink to South West Dublin was evident 
at many public meetings and in correspondence with Government ministers.  See 
Annex D, which contains the Task Order to Jacobs for the Feasibility Study, together 
with a link to the Feasibility Study.   The Feasibility Study did not fully or properly 
examine the continuation of MetroLink to South West Dublin.   

 
 The alignments 
 
5.2 The Metro to Knocklyon Feasibility Study examined the following two alignments: 
 

A Charlemont – Rathmines – Terenure – Rathfarnham Castle – Ballyboden –
Knocklyon – Ballycullen (“Through running”). 

 
B St Stephens Green – Iveagh – Rathmines – Terenure – Rathfarnham Castle –

Ballyboden – Knocklyon – Ballycullen (“Stand alone”). 
 

Note that Alignment A involves “Through running” of MetroLink from Charlemont to 
Upper Rathmines7: there would be no stump going from Charlemont to Manders 
Terrace.  The highly populated areas of Portobello and Harold’s Cross would not be 
served.  However, some of Rathmines would be served  
 
Alignment B envisages MetroLink going from St Stephens Green to Manders Terrace 
with a final stop in Charlemont – similar to the proposal which is before An Bord 
Pleanála. Thus Alignment B commences tunnelling at Ballycullen and tunnels 
northwards to arrive at the final station in St Stephens Green. 
 
The main difference between the alignments is that Alignment A involves “Through 
running” of MetroLink from Charlemont to Rathmines and on to Ballycullen.   There 
would be no ‘stump’ headed off to a cul de sac under Manders Terrace as in Alignment 
B.   

 
5.3 It is no surprise that Alignment B would cost more than Alignment A.  This is because, 

being standalone, Alignment B would require its own Tunnel Boring Machine (TBM) 
and launch site in South West Dublin; it would also require a separate station in St 
Stephens Green, and an underground cavern near St Stephens Green to store the 

                                                             
7 The Rathmines metro station would be in the grounds of St Louis convent. 



mothballed TBM and to facilitate parking of trains and turnbacks; Alignment B would 
also duplicate the MetroLink from St Stephens Green to Manders Terrace by requiring 
additional tunnelling from Rathmines to St Stephens Green.  However, if the St 
Stephens Green to Manders Terrace portion of MetroLink were removed, the capital 
cost of Alignment B would be reduced substantially by this offset. 

 
5.4 If the interchange of MetroLink with the Luas line was in St. Stephen’s Green, rather 

than Charlemont, the continuation of Metrolink to South-West Dublin could be 
achieved at a much lower cost.  A better, less constrained, route-alignment could then 
be facilitated to serve South-West Dublin. 

 
5.5 Following is a map showing Alignment A.   
 

Figure 5.1 Alignment A 
 

 
 
 

Conclusions of the Feasibility Study 
 
5.6 The Feasibility Study confirmed that the continuation of MetroLink to South West 

Dublin is technically feasible.  Here are some metrics from the Feasibility Study: 
 



 

Metric Alignment A Alignment B 

Capital cost (Q4 2019) €4.1bn €5.6bn 

Benefit to cost ratio 0.8 0.5 

 
The Feasibility Study concluded that: 

 
“Subsequent analysis of the benefits and costs of the proposals show that both have a 
benefit cost ratio of below 1.0. Whilst the options are considered broadly feasible, this 
provides an initial indication that a Metro option is unlikely to be a cost-effective 
approach to enhancing public transport in this area of Dublin.” 

 
“More positively however is the relative success of the Charlemont alignment in 
enabling access to the southern suburbs of Rathmines, Terenure and Knocklyon from 
the north. Although still modest relative to station usage levels for the existing 
MetroLink proposals, demand levels may be sufficient to support higher quality public 
transport proposals of a more modest character.” 

 
5.7 However, the approach used in the Feasibility Study was not independent and was 

much too narrow.  Our analysis shows the following: 
 

The proposal that was made by MSWG was not examined  
 
5.8 The proposal that was made by MSWG envisaged MetroLink running from St Stephens 

Green to a proposed station in Portobello and the Tunnel Boring Machine would be 
parked under Cathal Brugha Barracks, pending its continuation (as a Phase 2) to South 
West Dublin (see Annex C).   

 
5.9 This option would have ensured that all of Rathmines, Harold’s Cross and Portobello 

(with their large populations and numerous trip attractors) could have been served by 
Phase 2 of MetroLink.  As St Stephens to Portobello / Cathal Brugha Barracks would 
comprise a tunnel of approximately the same length as the proposed tunnel from St 
Stephens Green to Charlemont / Manders Terrace, the capital costs should be similar.   
However, the Transport User Benefits would be much higher as new passengers would 
use the service; the TII proposal to bring MetroLink to Charlemont / Manders Terrace 
would merely duplicate a service which is already available on the Luas Green Line. 
Neither of the studied alignments dealt with this option 

 
Tallaght Town Centre 

 
5.10 No assessment was carried out of continuing MetroLink as far as Tallaght Town Centre 

(a major attractor).  The option of continuing MetroLink to Tallaght was disallowed by 
the NTA8.  It is well known that when designing metro systems, it is highly 
advantageous to have strong attractors at both ends of the line – to maximise 
patronage and to increase economic and social benefits.  Tallaght is a major attractor 
in that it has a large and growing population; it also has a university, hospital, 

                                                             
8 Email of 19 November 2020 from the NTA to MSWG 



municipal centre, football stadium, large business district, theatre, library, cinemas 
and shopping areas.   
 
 
Figure 5.2 Some trip attractors in Tallaght 

 
 
 
Clearly, the consultants should have been allowed to assess the merits of continuing 
MetroLink to Tallaght.  The merits of continuing MetroLink to Tallaght should have 
been evaluated by the consultant – after analysis – and not excluded from the start by 
the NTA.  In default of considering Tallaght, the consultants had the metro finish up in 
a housing estate in Ballycullen! 

 
5.11 In the case of someone who is living in Swords with a job in the Square, Tallaght, Table 

5.1 shows the time taken today by car and public transport.  These journey times are 
compared with metro. 

 Table 5.1 Journey times from Swords to the Square today vs with metroa 
Mode options  Time saving each morning with metro 

Today 
Drive to the Square 

 
50 mins 

 

Today 
Public Transport 
2 buses and Red Luas 

 
 
1 hour 8 mins 

 

With metro: 
 

45 mins 
 

5 mins vs driving 
23 mins vs today’s public transport 

 a Derived from Google Maps with a departure time of 7am and MetroLink documentation 



 These time savings would be significant. 
 
5.12 Social inclusion is another strong reason why Tallaght should have been included in 

the Feasibility Study.  For someone living in Killinardan who wishes to go to work in 
O’Connell St. using public transport, Table 5.2 shows the time required today (by bike 
and public transport) vs if MetroLink was available in Tallaght: the time saving each 
morning would be significant. 

 
Table 5.2 Killinardan to the GPO today (by bike, Luas and bus) vs with metroa   

Mode options  Total time Time saving  
each morning 

Today 
Cycle to Tallaght 
Luas to O’Connell St 
1 mode change 

 
11 mins 
55 mins 
5 mins 

 
 
 
1 hr 11 mins 

 

With metro: 
Cycle to Tallaght 
Metro to O’Connell St 
1 mode change 

 
11 mins 
20 mins 
5 mins 

 
 
 
36 mins 

 
 
 
35 mins 

 a Derived from Google Maps with a departure time of 7am and MetroLink documentation 

 
Location of stations 

 
5.13 The radius around potential stations (”buffer zone”) to determine their suitability and 

from which passengers are to be sourced was too small at 600m.  This is just a ‘rule of 
thumb’, which may be appropriate in Manhattan!  It assumes that all passengers 
would access the station on foot.  However, MSWG carried out research on this matter 
across the outer suburbs between the Red and Green Luas lines.   This research shows 
that, based on just two potential stations with Park and Ride and Cycle and Ride, 
substantial time savings could be achieved from a wide area by cycling or driving to a 
metro station and completing the journey by metro.  This research was not even 
referred to much less incorporated in the Feasibility Study9.  A copy of this study is in 
Annex B. 

 
 

Park and Ride and Cycle and Ride 
 

5.14 Consistent with the small catchment radius for passengers around stations and the 
associated assumption that the only way passengers would access the metro is on 
foot, there is no provision for Park and Ride nor Cycle and Ride and they are 
completely absent from the Feasibility Study.   Nor is there any consideration of orbital 
feeder buses to the metro. 

 

                                                             
9 See Annex B 

https://documentcloud.adobe.com/link/review?uri=urn:aaid:scds:US:4013503d-9fe7-4f65-b8d1-
a380eafdb0c7 

https://documentcloud.adobe.com/link/review?uri=urn:aaid:scds:US:4013503d-9fe7-4f65-b8d1-a380eafdb0c7
https://documentcloud.adobe.com/link/review?uri=urn:aaid:scds:US:4013503d-9fe7-4f65-b8d1-a380eafdb0c7


5.15 Copenhagen is often cited as a ‘cycling city’ as around half of commuting trips use 
bikes. A situation that could be replicated in Dublin.  Here is a photo of a metro station 
in Copenhagen, which is surrounded by bicycles: 

 

 
 

 
MSWG had suggested that stations with Park and Ride and Cycle and Ride should be 
considered for Spawell and Dodder Valley Park10.  Surely, consideration should have 
been given to options such as this?  If the northern end of MetroLink is to be provided 
with a Park and Ride facility for 3,000 cars from the M1, why was no Park and Ride 
projected for the south western continuation of MetroLink, to take traffic from the 
M50 and the N81?  It is worth noting that the volume of traffic on these roads far 
exceeds the M1.  
 
Capture of traffic on the N81 

 
5.16 No consideration was given to the opportunities to ‘capture’ motorists on the N81 to 

leave their cars at a Park and Ride at a location such as Spawell and complete their 
journey city wide by public transport.  MSWG research shows that substantial time 
savings would accrue.  For example, consider a nurse living in Blessington and working 
in the Mater Hospital.   Today, her only option is to drive to work.  With a Park and 
Ride at a metro station in Spawell, she could park there and finish the journey by 
metro.  Table 5.3 shows the time saving.  

 
 
 

                                                             
10 ibid. 

 



Table 5.3 Blesssington to the Mater Hospital via Spawell: today vs with metroa 

Mode options  Total time Time saving  
each morning 

Today: 
Drive all the way 

 
1 hr 15 mins 

 
1 hr 15 mins 

 

With metro: 
Drive to Spawell 
Metro to Mater 
Mode transfer 

 
35 mins  
17 mins  
5 mins   

 
 
 
57 mins 

 
 
 
18 minutes 

a  Driving times are taken from Google Maps with a departure time of 7am.  Metro times are derived from MetroLink. 

 
 

Capture of traffic on the M50 
 
5.17 Over 100,000 vehicles pass by the Spawell exit on the M50 every day.  Many of these 

motorists are based in Dublin and they are cruising around the motorway as a way of 
accessing different destinations in the city.  Why was no consideration given to the 
opportunities to ‘capture’ some of these drivers so that they might leave their cars at 
a Park and Ride at a location such as Spawell and complete their journey city wide by 
public transport.  MSWG research shows that substantial time savings would accrue.  
A motorist driving from Spawell to the city in the morning could expect a journey time 
of c. 40 minutes; the same journey by metro would take 15 minutes. 

 
 Transport modelling 
 
5.18 It would appear that the NTA and Jacobs placed excessive reliance on the Eastern 

Transport Model (ERM).  That model is derived from existing supply and demand.  
However, Dublin currently has no metro, so relative behaviours cannot be simply 
extrapolated from the existing limited transport options currently available.   

 
For example, the use of existing Park and Ride facilities would give misleading 
indications of the journey time savings that could be achieved by driving to a metro 
station and completing the journey by metro.  Thus, according to Google Maps, using 
the Park and Ride at Sandyford Luas stop might yield little or no time savings vs driving 
to the city; using the Park and Ride at the Red Cow Luas stop would most likely result 
in increased travel times vs driving into the city.  By contrast, MSWG research shows 
that substantial time savings would accrue by using a Park and Ride at Spawell.   The 
main reason for this disparity is that metro is much faster than Luas. 

 
For the same reason, cycling to a metro station can yield much faster total journey 
times than cycling to a Luas or bus stop. 

 
 
 Direct use of POWSCAR data   
 
5.19 The direct use of POWSCAR, as explained below, is essential for assessing the 

feasibility of metro.  The ERM Transport Model is not sufficient on its own to estimate 



the patronage of the continuation of MetroLink in South West Dublin.  POWSCAR11 is 
a rich source of data which needs to be directly analysed to assist in this estimation.  
For example, if someone is living in Blessington and commutes every day to the Mater 
Hospital, POWSCAR will show the mode of transport used and the time taken for this 
commute.  Using POWSCAR data and timetables for MetroLink, total journey time can 
then be estimated for the ‘metro’ scenario where there is a Park and Ride at, say 
Spawell, with a metro connection to the city.  The ‘metro’ journey time would then 
be: drive to Spawell and take the metro to the Mater Hospital.   Table 5.1 above shows 
that there be a time saving of 18 minutes.  Very importantly, POWSCAR would reveal 
how many commuters could achieve this and other time savings if metro were 
available. 

 
Use of POWSCAR would enable options such as these to be explored and Transport 
User Benefits to be quantified. 

 
 

Environmental benefits 
 
5.20 In addition to the above shortcomings, another significant factor is relevant to this 

Feasibility Study and some other economic appraisals of transport projects carried out 
in Ireland, where environmental benefits are not directly incorporated in economic 
appraisals.  This deficiency was articulated by Peter Walsh, Chief Executive of 
Transport Infrastructure Ireland, who is the applicant for the Railway Order: 

 
Deputy Verona Murphy earlier referred to congestion as a significant contributor to 
carbon emissions. Where congestion can be addressed, the benefit of removing that 
congestion should be considered. The benefits available by creating an environment 
within an urban area that can accommodate active travel measures should also be 
looked at. That is not being appraised at the moment. The focus is very much on the 
time savings associated with a project and the valuation of time really swamps 
everything else over the lifetime of a project. 

(Joint Committee on Transport and Communications, 3 November 2021) 
 
5.21 In 2019, the Department of Public Expenditure and Reform issued guidelines regarding 

the valuation of carbon in the cost benefit analysis of public projects12.   Shadow prices 
of carbon were included in the Report to be used in these analyses: for example, a 
tonne of CO2 was valued at €100 in 2030 and €265 in 2050.  

 
5.22 What Peter Walsh has pointed out is that this approach has not yet been firmly 

embedded in the current practice with regard to transport projects.  The Metro to 
Knocklyon Feasibility Study, reflects this out-dated practice.  Thus, the reductions in 

                                                             
11 A CSO dataset “Place of Work School or College” which is derived from the Census of Population.  All 
workers resident in Ireland on Census night were coded to their place of work and all Irish resident students 
from the age of 5 and upwards were coded to their place of school/college. A detailed file containing the 
demographic and socio-economic characteristics of these residents along with information on the origin and 
destination of their journeys has been made available for analysis. 
12 Valuing Greenhouse Gas Emissions in the Public Spending Code, Climate Change Unit, Department of Public 
Expenditure and Reform, July 2019 



carbon emissions (tonnes) are not quantified; they are not monetised; they are not 
included in the estimation of benefits and they are absent from the benefit to cost 
ratio. 

  
Including the benefits of reduced carbon emissions would further increase the Benefit 
to Cost ratio.  Chapter 8 of this Appendix contains a discussion of environmental 
benefits. 

 
The combined effect of the above shortcomings 

 
5.23 The combined effect of the shortcomings, which are listed above, would be to reduce 

substantially the estimated Transport User Benefits, which are reported in the 
Feasibility Study; the estimated Benefit to Cost ratio would also be reduced.   

 
There is little doubt that if these shortcomings were addressed, the Benefit to Cost 
ratio would increase significantly from 0.8 and exceed 1 by a substantial amount. 

 
 
Conclusions of Chapter 5 

 
5.24 The Feasibility Study, which was produced by NTA/Jacobs, needs significant further 

work as indicated above.  MSWG had offered in the past to assist with the Terms of 
Reference for this study; however, this offer was not accepted.   MSWG is still 
prepared to provide assistance. 

 
5.25 This further work should be carried out under the aegis of a Monitoring Committee, 

comprising the NTA and public and community representatives.  The draft findings 
should be discussed with this Committee and the consultants should be solely 
responsible for the content of the final report. 

 
5.26 In the meantime, An Bord Pleanála should allow the terminus of MetroLink to be 

located in St Stephens Green.  
 
5.27 Chapter 6 shows that the alternative - to proceed to a station at Charlemont and seal 

the TBM under Manders Terrace –  
 

 Would increase the cost of MetroLink by c.€650m for no discernible benefit; 

 Would deplete the future benefits of continuing MetroLink to South West Dublin; 
and 

 Would increase the cost of providing metro in south west Dublin. 
 
  



 

6 Why continuing MetroLink to Charlemont and Entombing the TBM 

under Manders Terrace would Deplete the Benefits and Increase the 

Costs of the Future Continuation of MetroLink to South West Dublin  

 

The current proposal 

6.1 The current MetroLink proposal provides that it proceeds south from St Stephens 

Green to Charlemont and that the Tunnel Boring Machine is parked beyond 

Charlemont under Manders Terrace.  This would only make any sense if the Luas 

Green line was going to be converted to metro as in the NTA’s 2018 proposal13.   

 The obvious alternative 

6.2 It is proposed to install a MetroLink station at St. Stephens Green.  As St. Stephens Green lies 

directly below the centre of Dublin at O’Connell St., this would be a suitable location from 

which to continue MetroLink in any direction, after the appropriate analysis will have been 

carried out.  Locating the terminus in St Stephens would not disadvantage any future options 

for continuing MetroLink.  In particular, St Stephens Green would be a suitable location from 

which to direct MetroLink towards South West Dublin.  From St. Stephens Green, the optimum 

route could be identified through the inner and outer suburbs of South West Dublin.  Figure 

6.1 shows the Red Luas line on the top left (to the west) and the Green Luas line on the right 

hand side (on the east). 

  

                                                             
13 MetroLink Scheme – Cost Benefit Analysis, 2018, Jacobs, Systra, NTA, TII 



 

Figure 6.1 The inner suburbs of South West Dublin 

 

 

6.3 However, if instead of proceeding from St Stephens Green to South West Dublin, 

MetroLink were to go from St. Stephens Green towards the Luas Green Line at 

Charlemont, the situation would change.  While it would still be possible to continue 

MetroLink towards the outer suburbs of South West Dublin - to Terenure and beyond 

-  the inner suburbs of South West Dublin would have been bypassed.  For example, it 

would appear from Figure 6.1 that if MetroLink were to go to Charlemont (and the 

TBM would be parked some 650m south of Charlemont below Manders Terrace), the 

option of serving Portobello, Harold’s Cross and much of Rathmines would be lost.   

6.4 These are highly populated areas with many trip attractors.  The trip attractors 

include: third level colleges, schools, library, cinemas, swimming pool, pubs, 

restaurants, shops.  To send MetroLink to Charlemont and Manders Terrace would 

deplete the benefits that could accrue to residents of Portobello, Harold’s Cross and 

Rathmines.   

Of course, sending MetroLink to Charlemont and Manders Terrace would give rise to 

negligible benefits for those living near Charlemont; however, any such benefits would 



merely replicate those which they enjoy already due to the Luas Green Line.  No net 

benefits would accrue to society. 

6.5 There is an obvious alternative to sending MetroLink from St. Stephens Green to 

Charlemont. For example, sending MetroLink directly from St. Stephens Green to 

Portobello/Rathmines and on to South West Dublin as a Phase 2 project?  This option 

needs to be examined, having been neglected by the Jacobs/NTA Feasibility Study. 

Subsidising the conversion of the Green Line to metro whilst loading costs, uncertainty 

and difficulties onto south west metro while  

6.6 The Metro to Knocklyon Feasibility Study showed that “Through running” is more 

economical than sealing one metro line and setting up a second metro line (“Stand 

alone”) to interchange with the first line.  However, the current proposal involves 

sealing the TBM at Manders Terrace; this would add significant additional cost onto 

providing a metro service to south west Dublin. 

 In the Jacobs/NTA Feasibility Study, the capital cost of Alignment B (“Stand alone”) 

was estimated to exceed Alignment A (“Through running”) by €1.5bn. 

6.7 However, according to the Environmental Impact Assessment Report, Appendix A7.9:  

“A connection to the Green Line would be by cut and cover methods while 

connection to another bored tunnel would be by a direct connection 

underground…. 

On completion of tunnel boring the TBM would be diverted off the line of any 

feasible future extension of the tunnel…. 

Recognising the future possibility that MetroLink operation could extend 

southwards on the Green Line route or another route to be confirmed, the 

design allows for the TBM to deviate sufficiently from any feasible alignment 

extension, before being sealed in the rock formation”. 

 Once more, no details are provided.  There is no evidence that moving the TBM to one 

side would work in practice for an in-coming tunnel from south west Dublin.  It is 

interesting to note that in the Metro to Knocklyon Feasibility Study, this scenario was 

not explored. 

6.8 The proposal before An Bord Pleanála includes expenditure on works which are 

exclusively concerned with upgrading the Green Luas Line to metro.  According to 

EIAR, Appendix A7.9, 

“Importantly, the required tunnel boring works needed for the future connection 

to the existing Green Line would be completed as part of phase 1 of the works. “ 

As there has been no Government decision to undertake the conversion of the Green 

Line to metro, this is premature and wasteful. 

  



External reviews of the MetroLink proposal 

6.9 Jaspers is a consultancy organisation which is linked to the European Investment Bank.  

According to its website, it  

“helps cities and regions absorb European funds through top-quality projects.”  

Jaspers was asked by the Irish authorities to review the project.  According to the 

review by Jaspers: 

“The connection to Ranelagh could feasibly be deferred until there is clarity on 

the future of the Luas Green Line (subject to improved understanding of how 

this could physically be delivered in a scenario with metro operational).” 

It is clear that TII did not make Jaspers aware of the research that had been carried 

out by MSWG.  If they had been, Jasper’s concerns would have been even greater.  

The lack of detail beyond St Stephens Green does not concern merely how the 

connection to a converted Green Line could occur, but other possible connections are 

also envisaged for which there is no detail whatsoever in the application for a Railway 

Order regarding how they could be implemented. 

6.10 Indeed, there is great confusion regarding what is intended on the south side of 

Dublin.  In response to a recent Parliamentary Question14, the Minister for Transport 

said: 

“While the draft strategy states that the south Dublin area is best served by bus 

rapid transit (such as BusConnects) and light rail (such as Luas) for the 

foreseeable future, it notes that the MetroLink terminus at Charlemont can 

facilitate any potential future metro extensions to serve the south west, south 

or south east of the Dublin area should sufficient demand develop.” 

 

 However, in the same PQ reply, he went on: 

 

“The draft transport strategy proposes a Luas Green Line upgrade project 

after 2042 to deliver significant additional capacity as required.” 

 

However, the Draft Transport Strategy 2022-2042 also envisages an alternative 

project, which would be much less costly, than converting the Luas Green Line to 

metro15: 

“The challenges associated with the upgrading of the Luas Green Line to a 

metro standard of service have led to the emergence of an alternative proposal 

which seeks to meet travel demand from south of Sandyford along a new light 

rail corridor which serves UCD post-2042. As such, the upgrading of the Green 

Line to metro standard is not required as part of this strategy. Instead, for this 

                                                             
14 PQ Reference: 55612/22 
15 Page 139 



strategy period, the capacity and frequency on the current Green Line from 

Sandyford northwards to the city centre will be incrementally increased 

through the provision of additional tram fleet and services and associated 

turnback arrangements to meet forecast passenger demand.” 

Needless to say, this alternative proposal would obviate any future need to convert 

the Luas Green Line to metro. 

6.11 Paradoxically, TII has used this ambiguity regarding possible metro extensions in three 

directions to seek to bat away Jasper’s concerns16, 

“TII have also noted in their response to these concerns that Charlemont 

enhances the possibility of other metro extensions to the south-east and south-

west of Dublin.” 

6.12 The only reasonable conclusion to be drawn from the above is that it is premature to 

approve the MetroLink proposal beyond St Stephens Green. 

 

Conclusion of Chapter 6 

6.13 Absent 

 Any justification for including the advance subsidy of the conversion of the 

Green Line in the MetroLink proposal, and 

 A proper evaluation of the Rathmines / South West Dublin alternative, 

there would need to be very weighty reasons for An Bord Pleanála to approve sending 

MetroLink to Charlemont / Manders Terrace, as this would diminish the substantial 

economic, social and environmental benefits of continuing MetroLink to South West 

Dublin, while increasing its capital cost.   Therefore, An Bord Pleanála should adopt a 

conservative approach. 

6.14 There is nothing to be lost by approving the MetroLink project as far as St Stephens 

Green.  This decision would facilitate rather than pre-empt the achievement of 

significant benefits in the future.   

6.15 Chapter 7 shows that Charlemont would be an inconvenient interchange for 
passengers. 

 
 

  

  

                                                             
16 Review Note: Preliminary Business Case, MPAG, June 2022 



7 The Adequacy of St Stephens Green and the Drawbacks of Charlemont 

as an Interchange for Passengers 

 St Stephens Green 

7.1 TII has estimated that the walking time from Luas to MetroLink at St Stephens Green 

East would be c. 7 minutes vs 3 minutes for Charlemont.  While 7 minutes is less than 

ideal, the interchange would be simple: a horizontal walk and one escalator.  Use of 

travellators could reduce this interchange time. 

7.2 However, the original Metro North project, which was approved for a Railway Order 

by An Bord Pleanala, had the metro station on the western (College of Surgeons) side 

of St Stephens Green, where the interchange between the Green Line and metro 

would be swift.  The option of locating the St Stephens Green MetroLink station on 

the western side of St Stephens Green was rejected by the NTA on the basis that the 

curve from Tara Street would be too great,  

“The curves involved in coming through Tara Street Station, which was a critical 

connection for us, and then getting down to Charlemont would not allow us to go to 

the other side of St. Stephen's Green.”  

but without giving any measurement for this curvature17.  In the current application 

for a Railway Order, TII has also rejected St Stephens Green West on the basis that  

  “The eastern side of St. Stephen’s Green was identified as the optimum location for 

the MetroLink station as it would best serve passenger demand from the retail, 

commercial and cultural trip attractors in the vicinity. Further, the alignment from 

Tara Station (where MetroLink interchanges with DART and Irish Rail services) towards 

its terminus at Charlemont imposes turning constraints on the tunnel boring machine 

(TBM) that favour the eastern side of St. Stephen’s Green as an appropriate location.” 
18  

   but, once again, without showing any measurement for the curvature that would be 

required.  

7.3 MSWG sought the advice of an experienced railway engineer on this matter.  He said 

that the standard metric for measuring curvature is the “radius of curvature”.  If both 

of the proposed station locations were located on the circumference of the same 

circle, what would be the radius of that circle?  The bigger the radius, the bigger the 

circle and the gentler the curve. 

7.4 According to the expert, the “radius of curvature” from the proposed MetroLink 

station at Tara Street and a possible location on the west side of St Stephens Green 

would be approximately 500m, which would be completely unremarkable as many 

metro systems around the world have stretches of tunnel with a radius of curvature 

                                                             
17 Oireachtas Committee of Transport, 4 May 2022. 
18 Paragraph 2.2.2, Appendix A7.5 



much smaller than this.  The BART in San Francisco and the Central Line of the London 

Underground (between White City and Shepherds Bush) are just two examples.   

7.5 There is great frustration at the long delays to date in progressing MetroLink.  MSWG 

has no desire to appear as a cause, either real or imagined, for any further delay.  

Accordingly, MSWG is asking An Bord Pleanála to consider approving the terminus at 

St Stephens Green East with the TBM parked a short distance beyond this along the 

line as proposed by TII.  Following essential further analysis, Government may decide 

to apply for a further Railway Order or a Variation of the Railway Order. 

The unsuitability of Charlemont for interchanging with Luas 

7.6 Charlemont would be unsuitable for an interchange between MetroLink and the 

Green Luas line.  Figure 7.1 shows the vertical separation that would occur were the 

Luas /metro interchange to be located in Charlemont. 

Figure 7.1 Vertical separation of Luas and MetroLink at Charlemont 

 

 

7.7 Figure 7.2 shows the ‘above ground’ aspect of the proposed interchange between 

Luas and MetroLink. 

 

 

 

 

 



Figure 7.2 Above ground aspect of the interchange between Luas and Metro 

 

 

Figure 7.2 shows that the first manoeuvre for incoming Luas passengers (many with 

luggage and some with mobility issues) would be to cross the Luas line (looking both 

ways to avoid being mown down by an incoming or outgoing Luas).   Would this be a 

safe manoeuvre for children? 

7.8 The second manoeuvre would require passengers to descend 3 flights of stairs in the 

open.  There would be considerable congestion on these stairs.  Slow-moving and 

many passengers going in both directions would add to the congestion.   

7.9 The third manoeuvre would be a walk in the open towards the entrance to the 

proposed metro station. 

7.10 The fourth manoeuvre – descending to the metro platform - is shown in Figure 7.3. 

  



 

Figure 7.3 Descending to the metro platform 

 

 

7.11 The complexity and safety issues surrounding Charlemont make it unsuitable as an 

interchange.  For example, the stairs and the Luas platforms could have many people 

hurrying in opposite directions. 

 Other disadvantages of Charlemont as a terminus / interchange 

7.12 Table 7.1 shows the inter-modal connectivity of St Stephens Green vs Charlemont. 

 Table 7.1 Inter-modal connectivity with MetroLink (Luas, bus, taxi and bike)  

St Stephens Green vs Charlemont 

St Stephens Green Charlemont 

- Greenline Luas: straightforward.   
- Bus Services. 11, 31, X32, 32X, 37, 38A, 
39, 39A, 41X, 44. 46A, 61, 70, 84X, 100X, 
125, 145, 155, 181, 193, 194, 194A 700, 
824. D and E Spines. 
- Due to wide roads and paths: lots of 
possibilities for Cycleways.. 
- Viking Splash.    
- Hop-on-Hop-Off Buses. 
- Taxi Rank. 
- Secure Cycle parking in Drury St car park. 
 
 

- Green Luas Line - located 10 Metres above the 
Ground.  Connection by three flights of stairs 
and three escalators from Metro Station. 
- Buses. 44, 61.  450 Metres to access: 145, 155, 
11, 46A; E Spine.  
- Road along the Canal is a very busy Motor 
route. Pathways are narrow, not conducive to 
people with cases coming from the airport.    
Makes more sense for passengers to access or 
exit Metro at Stephens Green if travelling on 
Green Line Luas. 
- No Taxi Rank.   
- No bike parking.                                                                                                        

 



 

7.13 Table 7.2 compares facilities in St Stephens Green vs Charlemont. 

Table 7.2 Facilities in St Stephens Green vs Charlemont 

St Stephens Green Charlemont 

- Shopping: Stephen’s Green S/C, Grafton 
Street, Nassau Street, Wicklow Street, Georges 
Street, More.  
- Theatres: Gaiety Theatre, National Concert 
Hall, Bewley’s Café Theatre, Theatre of Little 
Museum of Dublin.   
- Museums: National Gallery, National 
Archaeology, Natural History, The Little 
Museum, Literature Museum, Royal Hibernian 
Academy, Mansion House, Royal Irish Academy, 
Trinity College. 
- Restaurants, Pubs, Cafes.  Numerous. 
- Hotels: Buswells, The Green, Stauntons, 
Shelbourne, The Merrion, The Westbury, 
Grafton St. Studios, The Fitzwilliam, more. 
 

-       There is no shopping area nearby. 
- No Theatres or Museums 
nearby.Hotels:  Hilton, Clayton, Wilder 
Townhouse, Mespil. 
-       Limited number of Restaurants, Bars, 
Cafes in the area. 
 

 



7.14 Table 7.3 compares St Stephens Green and Charlemont on their ability to facilitate 

options for the future development of public transport. 

 Table 7.3 Future transport options from St Stephens Green vs Charlemont 

St Stephens Green Charlemont 

-This location leaves all options open for the 
future direction of Metro further to the South. 
-If there are more Luas lines post-2042, then 
Stephen’s Green is a more suitable hub. 
-A destination in itself with its connectivity and 
passenger destination. 
-It has more access for other services, including 
buses, Luas and Metro 
 

- Limits the options for the continuation of 
MetroLink, ruling out Harold's Cross and 
most of Rathmines. 
- NTA has suggested that in 2042 
Charlemont could be a hub for three more 
Luas Lines, coming from Tallaght / 
Knocklyon, UCD / Sandyford and Lucan. 
- Access to town or the Stephens Green 
area would necessitate ascending to the 
Green Luas or descending to the metro. 
How could the confined Charlemont area 
accommodate any or all of this? 
 

 

Possible interchange with buses in Rathmines  

7.15 It is our submission that the MetroLink station at Charlemont would offer no 

immediate local bus connectivity. We are assuming for this purpose that Bus Connects 

would be fully implemented before MetroLink is opened. The only immediately 

adjacent buses are those on Ranelagh Road. It is important to note that many buses 

indirectly accessible at Ranelagh meet MetroLink station at St Stephen’s Green.  

We would submit that the interchanges to and from buses in Rathmines to a station 
at Charlemont MetroLink would involve long walks. Long walks from Adelaide Road 
(the ‘O’ orbital) would be also be involved.  No thought has been given to 
infrastructure to facilitate this.  
 

7.16 It should y be noted that the BusConnects corridor plan proposes banning other 
vehicles from Lower Rathmines Road via a bus gate at St Mary’s College. This shows 
the sheer importance of Lower Rathmines Road for bus services. 

 
There will be numerous bus services on Rathmines Road.  It is quite likely that people 
would seek to transfer to or from MetroLink by getting on or off these services 
around Portobello Bridge and then walk across to the MetroLink terminus. The 
pedestrian infrastructure is poor. It is much easier to walk on the city side of the canal 
but this poses the challenge of crossing the canal to get to the proposed MetroLink 
terminus at Charlemont. 

 
7.17 It should be noted for completeness that if the College Green Plaza pedestrianization 

goes ahead there is a contingency plan that the 4 ‘A’ services would divert via St 
Stephens Green. That would render Charlemont redundant as a connection point for 
all routes bar the 80.  



 
However, as the Bórd rejected the College Green pedestrianization plan before, 
perhaps it is safer to assume for Railway Order purposes that the nearest the A 
services would get to the Charlemont MetroLink station is at Lower Rathmines Road. 
‘A’ passengers would surely use the O’Connell St. metro station. 
 
Annex F contains further information concerning buses on Rathmines Road. 

 

Ranelagh Road 
 
7.18 If BusConnects is implemented, the only adjacent buses to Charlemont would be the 

86, 87 and 88 all of which would be relatively low frequency services. These services 

are similar to the current number 11 (to Sandyford) and 44 (to Enniskerry). As these 

buses would also go to St Stephen's Green, this would be the logical point to transfer 

from these buses to MetroLink.  

  

 

             Leeson Street 

 

7.19 Leeson Street would have a frequent E service going to Dun Laoghaire (as 46A now) 

and Bray (as 145 now). However, these services would run along St Stephen's Green 

where people could transfer directly to MetroLink.   

 

Orbital route 

 

7.20 BusConnects provides for a high frequency (every 8 minutes) orbital service "O" on the 

South Circular Road axis and then via Adelaide Road. This concept of an inner city 

orbital service does not exist at the moment and could catch on. The ‘O’ service is likely 

to generate significant numbers of passengers to and from the metro. 

 

7.21 The nearest bus stop is likely to be in the vicinity of Harcourt Terrace. This is 
particularly likely to happen because the east bound service would run on a one-way 
route closer to the city and a stop at Adelaide Road where the “each way” routes 
merge seems sensible. This we submit would result in pedestrian traffic using the 
Charlemont Luas station as a bridge: this would have a serious safety dimension. If you 
live near the ‘O’ route, the easiest route to the metro might be to hop on the orbital 
bus and then use Harcourt Terrace and the Luas platform as a bridge.  We don’t 
believe the plans submitted to you in any way address the issue of pedestrian traffic 
between the O service and MetroLink at Charlemont, despite the fact that the O 
service is to be the individual most frequent service under BusConnects.  

 

Turning Luas trams at Charlemont  

7.22 It has been suggested by NTA that a key basis favouring Charlemont over St Stephen’s Green 

as the MetroLink terminus is the ability to run more Luas trams on the stretch Sandyford to 

Charlemont as opposed to the portion of the line between Charlemont and St Stephen’s 

Green. 



This was asserted by the NTA on 28 June 2022 before the Dáil and Seanad Joint Committee on 

Transport.  According to the NTA, the section Charlemont to St Stephen’s Green could provide 

for 24 trams an hour whereas Sandyford to Charlemont could be served by 30 trams an hour. 

By letter of 23 May 2022, the NTA asserted that the Charlemont/St Stephen’s Green portion 

of the Luas line is less suited to a volume of trams because it is on-street and crosses significant 

road junctions including Harcourt St/Hatch St Upper and Harcourt Street/St Stephen’s Green 

South. This is contested by Metro South West. 

It is very surprising given that this is a very important reason favouring Charlemont that no 

information has been supplied to An Bórd Pleanála on what is a significant point.  

 

7.23 We believe the following issues should have been fully analysed as part of the application for 

the Railway Order: 

A. Where trams terminating at Charlemont would turn? 

B. The implications for through passengers of trams starting and terminating at Charlemont 

C. Whether there are constraints stopping the 30 trams an hour running on road to St 

Stephen’s Green 

D. The possible use of the siding at St Stephen’s Green (between Dawson St and Kildare St) to 

turn Luas trams. 

 

A Where trams terminating at Charlemont could turn 

It is our view that in practice it is quite difficult to turn trams at or near Charlemont, not least 

because the first existing facility to switch tracks is at the St Stephen’s Green stop. We don’t 

know how difficult it is engineering wise to insert a crossing point and whether this would 

require the Luas service to be shut down for some time. 

 

Here we analyse four possible points close to Charlemont where a switchover track could be 

put in 

(1) between Charlemont and Ranelagh  

(2) on the slope down from Charlemont station towards Adelaide Road 

(3) on the short straight stretch at Adelaide Road  

(4) on the relatively straight portion of Harcourt Street between Harcourt and St Stephen’s 

Green Luas stops. 

(1) If a switchover point were to be placed between Charlemont and Ranelagh, it would 

follow that the 6 trams which finish at Charlemont would start from the inbound 

platform. This would block any tram coming from Sandyford until the switch point 

was reached – this point also holds for any other switch point before the siding at St 

Stephen’s Green. It would also but to a lesser extent hold up southbound trams while 

the tram switched to the southbound line; again a problem for all 4 switch points. 

South-bound passengers entering a tram in Charlemont, which turned back at 

Charlemont, would likely walk across the line to access this southbound tram. It 

should be borne in mind that most of these passengers would be coming from an 



airport MetroLink and many of them would have luggage.  They are likely to constitute 

an even flow as it would take some longer than others to walk the long distance from 

the metro. We believe that the combination of delaying the northbound tram and the 

safety issues of encouraging further people to cross the line makes this impractical. 

(2) A switch on the slope down to Adelaide Road (Peters Row) would seem to be very 

problematic considering the combination of the slope and the curve there. Again we 

think this is not practical. 

(3) A switch at Adelaide Road involves a very short stretch of street between two sharp 

bends. There may be enough space to do it, but the bends would cause visibility 

problems. Again we question the feasibility of this. 

(4) On the basis that we don’t consider it feasible to switch at the Harcourt Luas stop, the 

fourth point we consider is somewhere on Harcourt St just north of the Harcourt Luas 

stop.  This is of course beyond the supposedly significant junction at Harcourt 

Street/Hatch Street Upper, at which point, per NTA analysis further trams beyond the 

24 capacity are problematic, and lies very close to St Stephens Green.   

B Implications for through passengers 

A key impact here is that Charlemont Luas would become about a ‘fifth’ of a terminus, as 

opposed to its current 100% “stop on the line” status; i.e. one fifth of incoming trams (6 out 

of 30) would have their terminus at Charlemont.  If there are 30 trams an hour running north 

from Sandyford and only 24 are running past Charlemont, it is likely - particularly when times 

are busy -  that many north-bound tram passengers travelling further than Charlemont would 

take the tram to there, leaving them far short from the city centre. 

 

Those passengers could choose to: 

 Stand on the platform and wait for the next one of the 24 city-bound trams. This 

would crowd the inbound platform, which bear in mind is is very narrow and lies 

directly over the canal. 

 Alternatively, they could add to the volume of passengers effectively using the Luas 

stop as a bridge and descend the unsatisfactory red stairs on the northern side of the 

canal to complete their journey on foot. We think this could greatly increase the 

passenger traffic on that stairs. Further any incapacitated passenger has no lift 

provision of the city side of the canal,so any proposal to terminate trams at 

Charlemont involves serious inconvenience for persons with mobility issues. 

The fact that outbound trams would commence at Charlemont would be likely to result in a 

lot of southbound traffic walking at peak times to the Charlemont Luas station from south city 

points and using the inadequate stairs to access an empty tram running about every 10 

minutes. If someone managed to squeeze onto the south bound tram at Harcourt, they might 

alight at Charlemont and wait for a less crowded tram a few minutes later starting at 

Charlemont. This would intensify the use of that station on top of the MetroLink passenger 

traffic. 

It would clearly be far better for continuing passengers that all trams went onwards to St 

Stephen’s Green as this would get them close to the city centre. 

 



C Whether there are constraints stopping the 30 trams an hour running on road to St Stephen’s 

Green 

 We do not accept the assertion by NTA that 30 trams would be problematic.    Indeed, in 2019, 
Transport Infrastructure Ireland reported on the Luas stretch from Sandyford to   ST STEPHENS 
GREEN.  The report depicted: 

“the unique character of the Green Line between Sandyford and St. Stephen’s Green i.e. (a) 

high level of segregation with very high journey time reliability”19 

The reasons include the following: 

After Charlemont, Luas has exclusive use of Peters Row.  On Adelaide Road it receives absolute 

priority on approach and does not have to contend with other passenger traffic.  It has exclusive 

use of its track along Harcourt Street. 

There are four material junctions between Charlemont and St Stephens Green: Peters 

Row/Adelaide Road, Adelaide Road/Harcourt Street, Harcourt Street/Upper Hatch Street and 

Harcourt Street/St Stephen’s Green South. 

In all cases, Luas receives absolute priority on approach. 

Furthermore, it is likely that traffic restrictions being introduced largely in connection with 

BusConnects would significantly reduce the volume of traffic at each of these points and that 

there would be no difficulty in practice in having trams cross at these point every 2 minutes. 

Relevant specific traffic changes include: 

 The closure of Lower Rathmines Road both ways which should reduce traffic on Adelaide 

Road heading west and Upper Hatch Street heading east  

 The closure of Lower Leeson Street which would reduce traffic flowing into St Stephen’s 

Green South 

 We should note that while we have included Harcourt St/Adelaide Road in our list, there is 

no current vehicle traffic conflict there 

 D The possible use of the siding at St Stephen’s Green (between Dawson St and Kildare St) to 

turn Luas trams 

We think that this possibility should be investigated.  Every 6 minutes approximately, a tram 

would terminate there, with two intervening trams running onwards to Dawson and beyond. 

Trams would just drive into the siding and switch track there, causing no obstruction. 

Inconsistencies in the numbers of passengers projected to transfer at Charlemont 

7.24 Annex G discusses the potential numbers of passengers projected from Luas to metro and vice 

versa.  The issue of how many passengers would transfer would have important implications 

for the safety of the interchange and the comfort of passengers. 

7.25 Further consideration of the deficiencies of Charlemont is contained in Annex H. 

 

                                                             
19 MetroLink - Luas Green Line: Peak Hour Capacity Requirements South of Charlemont, TII, March 2019  



Conclusions 

7.26 Continuing MetroLink beyond St Stephens Green to Charlemont and Manders Terrace 

is unnecessary.  Furthermore, it would  

 Bring no benefits; 

 Cost some €650m; and 

 Restrict the options for the future continuation of MetroLink. 

 
The failure to analyse all of the issues discussed above is a very serious flaw in the Railway 

Order application and on the face of it a ground in itself to reject the Charlemont terminus 

proposal. 

 

7.27 Conversely, St Stephens Green to Cathal Brugha Barracks: 

 Could bring Transport User Benefits and Revenue from Portobello station 

 Cost the same €650m and 

 Lay the foundation of the metro to south west Dublin. 

The opportunity now to analyse, and act on suggestions of Metro South West Group 

would avert these serious flaws and aid climate action. 

  



 

8 Environmental Issues 

Environmental Considerations for Metrolink 

8.1 From data collected by Metro South West Group, there is no doubt that the long-term 

plan for Dublin’s environmental health must include substantial investment in Metro 

systems.  There is a lack of belief in the public that buses and BusConnects would be 

sufficient to meet the demands for public transport as proposed by NTA/TFI. 

A Metro system, operated on electricity, generated by Renewable Energy Resources, 

is among the lowest carbon footprint. (See Our World in Data.) This is the obvious 

solution for the growing needs for Transport in South West Dublin. The benefits would 

increase year on year as the ridership increases year on year as was found with Luas. 

 

8.2 The CSO Transport Survey of 2019 found the following conclusions: 

 The transport sector emitted 12.0 million tons (Mt) CO2 in 2021 and accounted for 

34.0% of Ireland’s total energy emissions. Transport remained the most carbon 

intensive demand sector, with 95.5% of transport energy demand coming from fossil 

fuels. Rebounding from 2020 COVID-related travel restrictions, energy demand for 

transport increased by 8.3% in 2021, and was a significant driver of the overall increase 

in Ireland’s energy-related emission this year.  South West Dublin contributes 

substantially due to high car dependency. 

8.3 Provisional data from the first 6-months of 2022 indicates that demand for petrol is 

up by 27%, compared to the same period in 2021, and the demand for diesel is up by 

15%, as consumption of both fossil fuels return to pre-COVID levels. Cars account for 

65% of Dublin’s transport emissions20. 

8.4 In addition to the socioeconomic benefits such as reduction in travel time, travel cost, 

accident rate, per capita vehicle ownership etc., the ability of metro system towards 

substantial reduction in per capita pollution emission is considered as one of the major 

benefits.  However, if the benefits offered by the metro system such as reduced traffic 

congestion, GHG emissions, accident rates, savings in travel time and cost, safety and 

comfort are assessed and quantified collectively, the metro projects could become the 

most cost-effective projects than other public transport project alternatives. 

8.5 Annex K sets out our concerns about the environmental impact on the Grand Canal. 

  

                                                             
20 SEAI Report on Transport Energy consumption. 

 
 
 



 

 

Conclusion of Chapter 8 

8.5 MSWG sees a metro to South West Dublin originating at Stephen’s Green as the 

answer to not only public transport needs in South West Dublin, but the only 

environmentally satisfactory answer to reducing greenhouse gases and encouraging a 

modal shift from private cars to public transport. 

 

  



 

9 Lack of Adequate Consultation, including Aarhus Convention 

 

 The Aarhus Convention  

9.1 It is our considered position that the provisions of the Aarhus Convention in relation to 

consultation on major projects applies to this project and that it has not been complied with 

by TII. We believe you should not grant permission in the absence of compliance. 

We believe there are two major areas of concern 

(i) The change in this project to alter Charlemont from one of many intermediate stations 

on the line where local passengers would join and leave, to a proposal that 

Charlemont would be the terminus, took place at a very late stage in a very long 

running process. There was only one round of consultation on this from 26 March 

2019 to 21 May 2019, a very short period of time. Further there were material changes 

after that with no consultation. 

 

(ii) During the consultation, between March 2019 and May 2019,  it was first time learned 

that the project was now terminating close to the city centre rather than in Sandyford. 

We believe that this consultation should have considered other alternatives, such as 

terminating at St Stephen’s Green. Further given the very obvious transport deficit in 

the south west city and the then announced proposals for numerous bus routes and 

a dedicated bus corridor on Rathmines Road, we believe that there should have been 

a proper consideration of having the terminus in Portobello/Rathmines.  

Further changes 

9.2 Long after the consultation, a presentation dated 9th December 2021 (Charlemont Station 

Area – Update Meeting) was made to local representatives which indicated a number of very 

substantial changes at Charlemont including a major entrance to the station at Dartmouth 

Road, a set of steps blocking an important view of a listed building, vehicle drop offs at 

Dartmouth Road and the closure of Dartmouth Road for between 2 and 5 years. None of these 

were evident at the time of consultation in 2019.  This is clearly shown in Appendix O page 11 

of “Preferred Route Design Development Report March 2019”. There was no public 

consultation whatsoever on these major proposals. The lack of consultation ran the risk that 

a lot of people, particularly in the general Dartmouth Square area, would not be aware that a 

project had even more major implications for them. Further, it would seem for those who 

actually found out about the major changes, that any communication with them took place 

after the final round of the supposedly final consultations.  This in itself seems to fall foul of 

the principle of the Aarhus Convention. 

 Contrast in consultatiosn re Albert College and Charlemont 

9.3 It is to be noted that the 2019 process seemed to generate a lot of controversy about a tunnel 

intervention shaft at Albert College Park. NTA/TII ran a further consultation process about this 

which closed on 12 March 2020. This is evidenced in the documentation under the 

“Consultations” section of the NTA website. The new issues introduced at Charlemont by the 



December 2021 documentation no less significant than those at Albert College Park.  It seems 

bizarre that NTA/TII would not have had a full public consultation on the changes mooted in 

the 9 December 2021 document, when they presumably had the view that the Aarhus 

Convention obligations merited the Albert Park consultation. 

 What is entailed by compliance with the Aarhus Convention 

9.4 We think it is abundantly clear that the Aarhus Convention applies to this project. The 

Preferred Route Public Consultation Document of March 2019 says at page 7 that  

“At MetroLink we take seriously our obligations under the Aarhus Convention to 

facilitate public participation in decision making on major public infrastructure 

projects”.  

Article 6 of the Aarhus Convention in requires proper public consultation on decisions which 

have a significant effect on the environment. We would submit that the mere fact that a lot 

of this application is in the form of an EIAR is an acceptance that this is the case. 

9.5 Article 6.3 requires reasonable time frames for the different phases, allowing sufficient time 

for informing the public - and for the public to prepare and participate effectively during the 

environmental decision making.   The point (with which we agree) has likely been made, in 

some submissions, that running a Railway Order application for a mere 8 weeks is not 

conducive to public participation. Equally the time scale of 8 weeks in other consultations is 

too short. The complexity of these proposals needs far more time than 8 weeks. 

9.6 We don’t believe the public have been allowed to “participate effectively” in the two issues 

outlined above. As you are no doubt well aware any public engagements seem to have been 

confined to written submissions between March and May 2019 in a period that included two 

holiday periods April 19 to 22 for Easter and the 6 May bank holiday. Further the scale of the 

changes made after the 2019 phase were quite significant and were not the subject of any 

public consultation.  

 Consideration of alternatives 

9.7 Article 6.4 of the Aarhus Convention says that there is to be “early public participation when 

all options are open and effective public participation can take place”.  At the time of the 

March 2019 to May 2019 consultation, a decision had clearly already been taken by NTA and 

TII that the south city terminus would be at Charlemont, so “all options”, such as St Stephen’s 

Green, East or West, or Rathmines were not open. A proper consultation needed a detailed 

presentation on the relative merits of Charlemont, Rathmines and St Stephen’s Green (and 

perhaps other places) as a south city terminus. 

9.8 We have noted that Chapter 7 of the Appendix to the Environmental Impact Assessment 

Report “Consideration of Alternatives”, despite containing 134 pages, does not give any 

thought to alternative south city termini and seems to confine itself to the minutiae of the 

detail of a pre-determined plan.  There was no public involvement in any minor considerations 

in this document, which we believe is in breach of Article 6.4. 

9.9 It is notable that the Rathmines area is deemed so important by NTA that they propose a bus 

frequency of more than one bus per minute (33 each direction in total) and the placing of a 

bus gate to restrict general traffic on Lower Rathmines Road. It is difficult to understand how 

TII completely failed to consider Rathmines as an alternative terminus.  It is notable that Study 



Area A in diagram 7.1 in that Chapter includes Rathmines, but no evaluation of Rathmines as 

a MetroLink terminus took place.  

 Conclusion 

9.10 It would be our submission that the Aarhus Convention has not been complied with. 

 

  



 

10 Options for Government if MetroLink goes no further than St Stephens 

Green 

10.1 If An Bord Pleanála gives its approval for MetroLink to go no further than St Stephens 

Green, the Government will have many options.  For example, Government may wish 

to apply for a further Railway Order, or a Variation of an existing Railway Order 

 To continue to South West Dublin (The MetroLink TBM to continue to 

South West Dublin “running through”) 

 To continue to Rathmines as an interim measure (with its good bus 

connectivity). 

Neither of these options would be possible if MetroLink goes to Charlemont / Manders 

Terrace as set out in the application for a Railway Order. 
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The following Publications are available to read either on-line via the links below or as 

attachments 1.2. 3 and 4 with this document. 

          Annex A. 

A The Case for Continuing MetroLink to South West Dublin. MSWG, August 2020 

https://documentcloud.adobe.com/link/review?uri=urn:aaid:scds:US:eb90ca39-fff8-4acd-
9fe5-c1e92f4fb93e 

                    Annex B.  

B South West Dublin and the Continuation of MetroLink: Improvement in Commuting 

Times, MSWG, September 2020 

https://documentcloud.adobe.com/link/review?uri=urn:aaid:scds:US:4013503d-9fe7-4f65-

b8d1-a380eafdb0c7 
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C Indications for an Economic Appraisal of MetroLink from Estuary to Firhouse, October 

2020 

https://documentcloud.adobe.com/link/review?uri=urn:aaid:scds:US:4fd7a227-2e08-4c40-

94ba-272842eb1aca 

 

D  Metro to Knocklyon Feasibility Study, Jacobs/NTA, July 2021 and the ‘Task Order’ for 
  the Study.  
 

Metro-to-Knocklyon-Feasibility-Study-V3_noWM_opt.pdf (nationaltransport.ie) 
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           Annex D. 

Annex D:  Metro to Knocklyon Feasibility Study, Jacobs/NTA, July 2021 and the ‘Task Order’ 
for the Study.  

Metro to Knocklyon Feasibility Study 

Description of Task 

The NTA requires consultant support to undertake a feasibility study for a possible Metro line along the city 

centre to Knocklyon corridor.  This study should include an assessment of an indicative route, including indicative 

stations, and investigate its feasibility from a technical, environmental, transport planning and economic point of 

view.  This study should culminate in the production of a Feasibility Study Report for the possible Metro scheme. 

Proposed Approach.  

The purpose of this feasibility study is not to identify the preferred route for a fdapossible Metro line on the corridor 

nor is it to suggest the preferred design on any section of the alignment considered. 

Instead, it is to investigate the technical, environmental, demand, and economic feasibility of a Metro along this 

corridor. Should the proposed Metro be considered feasible and worthy of advancement, a further route option 

selection and design process would be required to advance specific proposals. 

A feasibility study is the first step in a process of assessing as to whether a Metro type system should be pursued 

further.  This step precedes the identification of an emerging preferred route from a set of feasible route options, 

as part of a route selection process. 

As part of this feasibility study we will identify a workable option within the study corridor based on the proposal put 

forward during the public consultation on both MetroLink and BusConnects, which would serve Harold’s 

Cross/Rathmines, Terenure, Rathfarnham, and Knocklyon. 

Our Approach will be based on the following; 

Definition/Identification of the study area/corridor; 

 The definition of needs and objectives for serving demand for travel on the corridor. 

 The determination of a workable option (including indicative stations) for assessment; 

 - Identification of the proposed option strengths, weaknesses, opportunities and constraints (SWOC 
analysis) including how it sits with both transport and planning policy. To include a review of relevant 
national and regional policies (including the NTA’s Transport Strategy 2016-2035, National Planning 
Framework, National Development Plan etc.); 

 A qualitative Multi Criteria Analysis will be carried out under number of criteria that are based on DTTaS’s 
Common Appraisal Framework against the defined objectives; 

 A high level technical feasibility including an assessment of the high level impacts,  the difficult issues to 
be resolved, including engineering, property, construction, traffic and environmental issues; 

 Demand modelling assessment for the South West quadrant to determine extent of demand to be catered 
for over the lifetime of the GDA Strategy up to 2040. This will involve using the ERM to test unconstrained 
PT options to serve the area. Model runs will be undertaken for the following years: 

 Year of opening – assumed to be 2035. 

 Forecast year – 2065 (+30 years) 

 An estimation of costs (Capital and O&M) and benefits (through Transport Demand modelling using the 
ERM for the prosed scheme), culminating in a Cost Benefit Analysis of the proposed scheme carried out 
in compliance with both the current Public spending Code and Common Appraisal Framework; and 

 Culminating in a Feasibility Study report for a possible Metro line on this corridor. 

Deliverables 

Feasibility Study Report for the possible Metro line on this corridor including the following appendices; 

 Transport Modelling Report; 

 Cost estimate as per the Cost Management Guidelines; and 



 Economic Appraisal Report. 

    Annex E. 

Annex E:    Refusal by the Department of Transport to allow MSWG any input to the Metro 

to Knocklyon Feasibility Study. 

To Ministerial Reps. 

Affirmation of outcome of 15th Nov 2020 StarLeaf Meeting. 

To: MCDONALD John; Garret Doocey. 
Cc: GRIFFIN Kathleen; Eamon Ryan 

Thu 19/11/2020 17:34 
StarLeaf 15 Nov 2020 Corridor E and the Triangle  
    
Hi Garret and John 
 
Thanks for the meeting on Thursday, regarding the NTA feasibility study "Metro to 
Knocklyon", which was very informative.  Our takeaways from the meeting are: 

 The feasibility study, which is underway in the NTA, is concerned with a 'stand-alone' 
metro from South West Dublin into the city rather than a continuation of 
MetroLink to South West Dublin. (A stand-alone metro would be much more 
expensive than a continuation of MetroLink to South West Dublin; furthermore a 
proposal to build a stand-alone metro which would start in South West Dublin and 
proceed into the city has, to the best of our knowledge, not been proposed 
anywhere to date) 

 The geographical area of the study is Corridor E, as described in the Transport 
Strategy for the Greater Dublin Area 2016 to 2035, rather than the triangle 
between the Red and Green Luas lines.  (These geographical areas are not the 
same a- see the attachment.) 

 No change is possible to the Terms of Reference. 
 There is no opportunity for community engagement with the consultants carrying 

out the feasibility study. 
 The possible continuation of MetroLink from St Stephens Green to South West 

Dublin is outside the scope of the study. 
 The possible continuation of MetroLink from Charlemont/Beechwood to South West 

Dublin is outside the scope of the study. 
 If we have any observations on MetroLink, including its possible continuation to 

South West Dublin, the place to make these observations is An Bord Pleanála, 
when the NTA applies for a Railway Order in the middle of 2021. 

The "Metro to Knocklyon" feasibility study, which is underway is one of series in preparation 
for the (legally required) updating of the Transport Strategy for the Greater Dublin Area 
2016 to 2035.  These studies will be used to prepare a draft updated text for 
the Strategy.  At that stage, all of the underlying studies will be published and the 
draft Strategy will be subject of public consultation. 
 
           Page 1. 



 
You said you would: 

 Ask the NTA to include 'Firhouse' in the title of the study. 
 Send a copy of three reports, which we prepared, to the NTA and ask them to 

forward same to the consultants.  The reports are: 

1. The Case for Continuing MetroLink to South West Dublin, August 2020 
2. South West Dublin and the Continuation of MetroLink: Improvement in Commuting 

Times, September 2020 
3. Indications for an Economic Appraisal of MetroLink from Estuary to Firhouse, 

October 2020. 

 
If we are mistaken in any of the above, I would be obliged if you would let me know in the 
next couple of days. 
 
Regards 
 
Pauline Foster 
Metro South West 
 
P.S. You suggested at the meeting that Corridor E is the same as the 'triangle' between the 
Red and Green Luas lines.  While the map of Corridor E in the Strategy is very small, it would 
appear from our analysis (see attached) that it is considerably different from the 'triangle' 
between the Red and Green Luas lines.  Accordingly, the feasibility study for the 
continuation of MetroLink to South West Dublin should focus on the 'triangle'. 
 
If you have any observations on the attached analysis, please let me know. 
 
Pauline 
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         Annex E. 

 

Is Corridor E from the Transport Strategy for the Greater Dublin Area the 

same as the ‘triangle’ between the Red and Green Luas lines? 
 

The Strategy maps are light on detail and hard to follow!   However, it would appear that: 

1 The western / north western boundary of Corridor E is the N81, which continues along the 

Templeogue Road (with a possible deviation via Wellington Road and Templeville Road) to Terenure; 

it then goes down Terenure Road North and Harolds X Road and goes as far as the South Circular Road. 

This means that some locations which are east of the Red Luas Line and within the ‘Triangle’ lie outside 

the E corridor.   In the outer suburbs, these areas include: 

Bancroft, Tymonville, Balrothery, Greenhills, Cypress, Limekiln, Mountdown. 

In the inner suburbs, i.e. north of St Peters Road, Templeville Road, the following areas are within the 

‘Triangle’ but outside Corridor E: 

Perrystown, Kimmage, Whitehall Road, Wainsfort, Fortfield, Walkinstown, Crumlin, Lower 

Kimmage Road, Stanaway Road, Clogher Road, Larkfield, Clareville, Sundrive. 

2 The eastern boundary of Corridor E seems to lie along Sandford Road, Dundrum Road, 

Ballinteer Road to the M50 and beyond.  Thus, Corridor E appears to include areas to the east of the 

Green Luas Line as far down as Dundrum (i.e. these areas within Corridor E are outside the ‘Triangle’); 

beyond Dundrum, the Corridor E boundary is to the west of the Green Luas line. 

3 in South West Dublin and the Continuation of MetroLink: Improvement in Commuting Times, 

it is shown that for 63 locations spread across the outer suburbs of the ‘Triangle’, significant 

improvements in commuting times would be achieved by walking, cycling or driving to a metro station 

and taking the metro into town.  10 out of 63 locations would be excluded from the analysis, if it were 

focused on Corridor E rather than the ‘Triangle’.  No doubt, many areas in the inner suburbs would 

also be excluded if analysis were focused on Corridor E rather than the ‘Triangle’ between the Red and 

Green Luas lines. 

Conclusion 

6 The required feasibility study should be focused on the ‘Triangle’ between the Red and Green 

Luas lines. 

 

 

 

 

 



 

Annex F  

 

Summary of the buses proposed under BusConnects for Lower Rathmines Road 

 

The following is a summary of the buses proposed for Lower Rathmines Road: 

 

A1 would go to Ballycullen via Rathgar, Terenure, Templeogue and Knocklyon  as per current 

route 15 and is to have 5 services an hour (which is regarded as grossly inadequate given current 

service level of  up to 10 an hour). 

 

A2 would go to Dundrum Luas via Rathgar, Terenure and Rathfarnham similar to the existing 

16 in its outer route and is to have 5 services an hour. 

 

A3 (which replaces existing 65 services) would go to Tallaght via Rathgar, Terenure and 

Templeogue Road and is to have five services an hour. 

 

A4 would go to Nutgrove and Dundrum Luas via Rathgar, Terenure and Rathfarnham and is 

to have five services  an hour. 

 

80 is a bit like the current 14 ending in Dundrum but serving Rathmines Road Upper and 

Churchtown. It would have a frequency of between 4 and 5 an hour. The current 140 service 

which serves Upper Rathmines is to be discontinued. 

 

81 is like the current 15A ex Limekiln via KCR, Terenure and Rathgar. It is to have a frequency 

of 3 an hour. It would however run on St Stephen's Green which is a good transfer point to and 

from MetroLink. 

 

82 is like the current 83 but coming all the way from Killinarden via Crumlin and Sundrive and 

then running via Larkfield and Kenilworth to Rathmines . It is to have a frequency of 3 an hour. 

It would also run on St Stephen's Green, so that is the more logical transfer point. 

 

In the aggregate these 7 services are the city bound services for most of the area from Tallaght 

across to Dundrum. This can be seen from the map “Your Local Area Plan Knocklyon, 

Rathfarnham, Templeogue, Terenure”. They have the potential for a large transfer of 

passengers to and from MetroLink. 

 

 

 

 

 

 



 

          Annex G  
 

G1 We note three separate documents which focus on the likely passenger traffic at 
Charlemont 

 
1 Appendix A9.2 to the EIAR and in particular p126 thereof 
2 a slide presented on 3 Feb 2022 as part of an update on Charlemont metro 
3 some tables in Metro to Knocklyon.Feasibility Study all of these are in this Annex. 

 
G2 The first document suggests that in the morning peak in 2035, 1,742 passengers will 

get on MetroLink at Charlemont. We suspect two thirds of these are ex Luas. If 1200 
people transfer ex Luas and there are 30 Luas an hour, that is an average 40 per 
Luas. These people will likely meet some of the 2607 passengers exiting MetroLink at 
Charlemont. We believe the infrastructure will not be able to deal with this. These 
figures (and the PM peak) are projected to increase in 2050 and 2065. 

 
G3 In the evening peak 1304 are projected to alight from MetroLink but they will likely 

be crossing with the 2294 who are boarding. We suspect that most of the alighting 
passengers are destined for Luas so we again believe that 30 per tram will want to 
board.  This is a lot of people to board  a tram, likely to be full at that point. 
Passengers may stand at the entrance close to the stairs on a platform which has 
about 1.6 metres of usable space before the "keep clear zone" on the edge of the 
rail. 

 
G4 The 3 Feb 2022 slide has different numbers 1,866 in the AM peak and 1,220 in the 

PM peak. More interestingly it suggests that 25% of the morning peak people and 
23% of the evening peak people will be airport passengers. This gives a sense of the 
numbers that might add to the complexity of the interchange by having luggage. 
These passengers are unlikely to find the stairs only access attractive. 

 
G5 We have done most analysis on the Knocklyon derived tables as these have been in 

our possession for some time. These suggest much higher numbers. 
G6 The projections in the MSWG analysis seem to be inconsistent with charts appearing 

at paragraph 4.5 of the study Metro to Knocklyon Feasibility Study, NTA/Jacobs 2021.  
Note that the Jacobs/NTA figures are for 2030 and the charts seem to be attempting 
to forecast how many passengers would be on a Knocklyon origin or destined metro 
at Charlemont were there to be through running to Knocklyon.  While this is an 
assessment of a different south bound metro line, one would expect that the 
number of people who might transfer between the Green Luas Line and MetroLink at 
Charlemont would be quite similar. 

 
G7 The Jacobs/NTA charts suffer from not being clear as to what time period they relate 

to, but it could be inferred that they are looking at one hour in the morning peak, 
one hour off peak and one hour in the evening peak. 

 
The charts suggest that in a southbound direction at Charlemont there would be  



3000 passengers in the morning peak 
1500 passengers in the off peak (LT Peak not explained) 
6,000 passengers in the evening peak 

 
They suggest that in a northbound direction at Charlemont there would be 
7,000 passengers in the morning peak 
2,000 passengers in the off peak 
3,750 passengers in the evening peak 

 
G8 It is noted that the drop off in the evening peak at the next station Rathmines is to 

over 5,000 passengers.  This implies that there are less than 1,000 locally destined 
passengers alighting at Charlemont with over 5/6ths of the passengers going further 
south. That mix is wholly inconsistent with what is projected in the documents 
submitted to you. If 5,000 passengers were to transfer to 30 south bound Luas trams 
that would be 167 passengers on average. This is simply not feasible.  

 
 

 

 

 

 

 

 



Annex G (i)      The number of passengers who would transfer to/from Luas to Metrolink if 

the MetroLink terminus were located at Charlemont.  

 

 

 

 

 

 

 



Annex G (ii)    Photo 3rd Feb 2022. Artist’s impression of Charlemont station entrance. 

 

  

 

 

 

 

 

 

 

 

 

 

 

 

 



 

 

Annex G (iii)    Charlemont – Interchange.  Capacity increase figures. 

 

 

 

  

 

 

 

 

 

 

 

 

 

 



Annex G (iv)    Jacobs Appendix A 9.2:  Boarding & Alighting Passengers. EIA Report Vol 5. 



 

  

Annex G (v)    Jacobs Metro to Knocklyon Feasibility Study report. 16th July 2021 

        National Transport Authority 

          TPF-032 

Metro-to-Knocklyon-Feasibility-Study-V3_noWM_opt.pdf (nationaltransport.ie) 

 

https://www.nationaltransport.ie/wp-content/uploads/2021/11/Metro-to-Knocklyon-Feasibility-Study-V3_noWM_opt.pdf


Annex G (vi) Jacobs Graph - AM & LT Peak hr.  Northbound. 

 



Annex G (vii)    Jacobs Graph -  AM & LT Peak hr. Metro Southbound. 

 

  

 

 

 

 

 

 

 

 

 



Annex G (viii)    Jacob Graph - PM Peak hr. Metro Southbound – passenger flows. 

 



 

 

Annex H    Further consideration of the deficiencies of Charlemont as a terminus.  

Appendix H 
Further consideration of the deficiencies of Charlemont as a terminus 

H1 We believe there are many practical problems with the proposed MetroLink station 
at Charlemont, which are not addressed in the Railway Order application: 

 
1 Conflicting movements on the two platforms 
2 Escalators 
3 Lifts. 

 
Conflicting movements on the two platforms 

 
H2 We believe that there would be a lot of conflicting movements on the platforms if 

Charlemont became a MetroLink/Luas interchange 
 

Entering and exiting the Luas platforms (current position) 
 

Northbound platform 
Passengers on Luas can exit (and enter from) either side of the canal by way of the 
stairs. There are 36 steps on the stairs.  Passengers with mobility issues and needing 
a lift can only exit the south side of the canal. Unless a passenger has travelled in the 
wrong direction there is no reason why any passenger should cross the track. 

 
Southbound platform 
Passengers on Luas can exit (and enter from) the north side of the canal by way of 
the stairs. There are no stairs on the south side of the canal so a passenger wishing 
to exit there must walk across the track. Mobility issue passengers can also only exit 
the south side of the canal by crossing the track and using the lift.  Currently, there is 
some pedestrian traffic which needs to be on the track. 

 
Of course a barrier could be put down the middle of the track to stop this but it 
would need to extend some distance to dissuade persons from crossing where it 
ends.  

 
Entering and exiting the Luas platforms (after MetroLink) 

 
All of the above would continue to apply, save that there would now be a lift and 
stairs on the southbound platform. There would likely be a lot more people alighting 
on the northbound platform, the current people walking to nearby destinations and 
those boarding MetroLink.   

 
All traffic alighting on the southbound platform would have stairs to access both 
sides of the canal.  However, for MetroLink-bound passengers on the northbound 



platform, they would likely cross the tracks behind the Luas they have travelled on 
and go down the stairs in front of the Carrolls Building as this would be a more direct 
route. This would create the potential for a lot of pedestrian movement across the 
track. They could exit via the existing stairs but that is rather narrow and winding.  A 
passenger with mobility issues would presumably use the lift on the northbound 
platform. 

 
Waiting on the Luas platforms 

 
No statistics seem to be provided in the application about current use of the station 
to access the Luas and this is unsatisfactory. Both platforms are currently quite busy, 
particularly the southbound one in the afternoon and early evening. This passenger 
traffic would be added to by many passengers exiting the MetroLink who would 
want to travel further south. It is predictable that this would add significantly to the 
numbers of passengers on the platform. Airport passengers would likely have bulky 
luggage. If a Luas was already crowded when arriving at Charlemont and 
passengers could not access that tram, there could be quite a build up of passengers. 
We note that the platform sits 10 metres above the canal and there would be 
heightened safety risks if the platform was very crowded.  We believe there are 
serious safety issues and on MetroLink's own figures the number of passengers 
transferring ex MetroLink in a 12 hour period in 2035 would be 5,452 or 450 an hour, 
likely much greater at busy times. 

 
Using the Luas platforms as a bridge 

 
The plans submitted fail to provide a passenger bridge over the canal at Charlemont 
MetroLink. We believe that any passenger coming to or from Harcourt Terrace may 
choose to use the southbound platform as a bridge. There is potential for significant 
passenger traffic here as the O orbital bus route, which has the highest proposed 
frequency of all BusConnects routes would pass the end of Harcourt Terrace and it 
would be a short walk from there to MetroLink using the Luas station as a bridge.   

 
We would submit that a MetroLink and Luas interchange at this point would result in 
many people crossing the line, crowded platforms and the potential for pedestrians 
on the bridge. This would create a lot of overcrowding and would be a safety risk. . 

 
 Escalators 
 
H3 We note that there is no provision for an escalator from street level to the Luas line. 

This means that passengers with luggage would be expected to haul their bags up 
and down stairs. 

 
 
The lifts 

 
H4 There would be two lifts to exit Charlemont Luas, one at the southern end of each 

platform. The one at the southern end of the north bound platform would be very 



slow. If you called it when it was at the other level it would take at least one minute 
to arrive. There would be just about enough space for one wheelchair. 
There is little detail in the plans as to the speed and capacity of the new lift to be 
provided. This is a significant omission. 
It is our view that the lift capacity here is wholly inadequate for the volume of 
passengers who would have mobility issues. 

 
Other Charlemont interchange issues 

 
H5 We see two other major Luas related problems at Charlemont 
 

1 The proposal in the final draft of the Draft Strategy for the Greater Dublin Area 
2022-2042 for extra Luas lines at Charlemont 
2 The sheer number of passengers transferring to/from Luas to Metrolink at this 
point  

 
The proposal in the final draft of the Draft Strategy for the Greater Dublin Area 2022-
2042 for extra Luas lines at Charlemont 
 
The Draft Strategy for the Greater Dublin Area 2022-2042 (at page 138) envisages 
two Luas lines converging at Charlemont, one from Tallaght and one from Sandyford. 
In addition, an area feasibility study related to Luas from Lucan envisages that line 
going to Charlemont also.   All of this would render Charlemont the hub for much of 
south Dublin. There is no consideration of the implications of this in what has been 
in the application for a Railway Order.  

 

 

 

 

 

 

 

 

 

 

 

 

 

 



   Annex I. 

Annex I    NTA Presentation 9th Dec 2021 to Public Reps. 
Charlemont Station Area – Update meeting at Dublin City Council. 
 



   



 

 

 



 

 

 



 



 



 



 



 



 



 



 



           Annex J. 

Annex J      Background of Metro South West Group, 

 

 

 

 

 

 

 

 

 

 

 



           Annex K. 

 

Annex K (i)    Impact on canal caused by proposed layby.  Wildlife etc 

 

 

  

 

 



Annex K (ii)     Photograph of canal at site of the proposed layby.  

 



          Annex L. 

Annex L. MetroLink Document 2.  The Emerging Preferred Route – Pages 6 & 7. 

 

 



 

 



           Annex M 

Annex M (i).    Metro-Luas Connection. DCC Station Review Meeting. 

(Document not available to date…) 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 



Annex M (ii)    Arial Photo showing front of Carrol’s building and the Luas Line.  

 

 

 

 

 

             

 

 

 

 

 

 

 

 

 

 



           Annex N. 

Annex N (I)    BusConnects Local Area Map:  Christchurch.   

 

 

 

 

 



Annex N (ii)    College Green – Dame Street Project:  Project update Sept 2022 – 3 pages. 

N.  Page 1. Mock-up of College Green. 

 

  

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 



 

N.  Page 2. Project Objectives. 

 

 

 

 

   

   

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 



 

N.  Page 3. Project Extent.  

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 



 

Annex N (iii)    BusConnects Local Area Map: Knocklyon. 

 

 
 

 

 

 

 

 

 

 

 



  

 Annex N (iv)     BusConnects Local Area Map: Harold’s Cross. 

 
 

 

 

 

 

 



 

 Annex N (v)     BusConnects Local Area Map:  Balally. 

 

 

 

 

 

 

 



           Annex O. 

Annex O (i)    Spine frequency tables. – Page 1:  ‘A’ Corridor. 

   



Annex O Page 2:    Radial Routes. 

 

  



Annex 0 (ii)    Northbrook Road bus stop 2902 – Frequency table. 

 



 Annex 0 (iii)    Current Bus Time Table – 44 and 61 Routes. 

 

 



  

 

 

 

 



Annex 0 (iv)    Grove Park bus stop 4528 – Frequency table.  11.02am to 11.33pm. 

 



 



 

 

 

 

 

 

 

 

 

 



  Annex P. 

 

Annex P (i)       NTA letter 12th Sept 2022.  Huge Creegan to Jennifer Wall DCC 

       Re Emergency Motion dated 13th June 2022. (2 pages) 

 

 

  

 

 

 



 



Annex P (ii)     NTA Letter 23rd May 2022. Huge Creegan to Jennifer Wall, DCC. – 3 pages. 

 Re Dart at Tara Street.  Luas at Charlemont.  Bus Routes.  Heavy Rail at Glasnevin. 

 

 

 



 
 

 

 

 



 
 



           Annex Q 

 

Annex Q (i)   Text of Emergency Motion for SEAC 13th June 2022.  Cllr. Anne Feeney. 

 

Emergency Motion passed by South East Area Committee, Dublin City Council 13/6/22 
 
That this Committee: 
 
(1) calls on the Deputy CEO of the NTA to revise his decision not to attend a meeting of the South 
East Area Committee of Dublin City Council to discuss the rationale for the decision to locate the 
MetroLink Terminus at Charlemont instead of St. Stephen’s Green. 
 
(2) calls on the Minister for Transport, Environment, Climate and Communications to: 
 
(A)    require the NTA/TII to carry out a comprehensive, transparent and up to date feasibility study 
for continuing MetroLink to South West Dublin. 
 
(B)    require the NTA/TII to make a minimal change to the MetroLink proposal to bring to An Bord 
Pleannala  i.e. the last terminus on the southernmost end of the MetroLink to be decided (St. 
Stephen’s Green Vs Charlemont) when a comprehensive feasibility study is available to 
Government.  NTA/TII will then apply to ABP for a Variation of the Railway Order.  
 
This minimal change to the signing of a Railway Order for MetroLink would ensure that construction 
of MetroLink could start without any delay while awaiting the outcome of a more up to date and 
relevant feasibility study for the southern terminus and the potential for a Metro South West 
extension at a future time. 
 
While the NTA/TII have made a case for locating the terminus at Charlemont instead of St. Stephen’s 
Green, they are not making themselves available to be challenged on the basis for this decision and 
the data and assumptions that underpin it.  This decision has significant implications for commuters 
and residents in the South East Area and South West of the City and ends the possibility/feasibility of 
a Metro South West at some future date, leaving only the very limited increase in capacity proposed 
by Bus Connects as the only solution for commuters in an area of forecasted population growth. 
 

 

  

 

 

 

 

 

 

 

 

 

 

 

 

 

 



Annex Q (ii)   DCC. Motion Cllr. Dermot Lacey. SEAC Meting 14th Mar 2022. 

 

DUBLIN CITY COUNCIL 
SOUTH EAST AREA COMMITTEE 

14th March 2022 
 
Motion 3 from Councillor Dermot Lacey 
This Area Committee rejects the current National Transport Authority proposal to locate the 
Metrolink Terminus at Charlemont and urges the NTA to undertake the essential studies 
required to identify the best location for a City Centre terminus. 
 
Report: 

The Metrolink project is being delivered by Transport Infrastructure Ireland and as such, 
motions such as the above should in the first place be directed to TII for detailed response.  
 
It should be noted that DCC have been working with TII on this project for a number of years 
and are satisfied that TII have undertaken the essential required studies to determine where 
this terminus should be.  
 
Contact:  
Eoin Corrigan, Senior Executive Engineer, tel.: 01 222 6454, email: 
eoin.corrigan@dublncity.ie 
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Annex Q (iii)    SDCC – Motion Cllr. Alan Edge. Motion 2: 14th Feb 2022. 

 

 
 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 



          Annex R. 

 

Annex R (i)    Joint Committee on Transport & Communications 28th June 2022 – 7pm 

  Excerpts: Pages 1. 10. 16. 17. 18.  

 



 







 



Annex R (ii)    Joint Committee on Transport & Communications 4th May 2022 - 1.30pm 

  Excerpts: Pages: 1. 9. 10. 11. 12. 

 











           Annex S. 

Parliamentary Question – Dep. Aengus O’Snodaigh to Min. Ryan – Thurs 3rd Mar 2022. 

  Q & A – 2 pages. 

82. To ask the Minister for Transport if his attention has been drawn to the alternative proposal by a 

group (details supplied) for Metrolink which would opt for St. Stephen’s Green rather than 

Charlemont being the interchange between Metrolink and the Luas Green Line and continuing the 

Metrolink to an underground station at Portobello which could also facilitate future expansion of 

Metrolink to the south west of the city; and if he will make a statement on the matter. — Aengus Ó 

Snodaigh. [11978/22] 

 

Thursday, 3 March 2022 

Questions (82) 

 
Aengus Ó Snodaigh 

Aengus Ó Snodaigh 

Question: 

82. Deputy Aengus Ó Snodaigh asked the Minister for Transport if his attention has been 

drawn to the alternative proposal by a group (details supplied) for Metrolink which would opt 

for St. Stephen’s Green rather than Charlemont being the interchange between Metrolink and 

the Luas Green Line and continuing the Metrolink to an underground station at Portobello 

which could also facilitate future expansion of Metrolink to the south west of the city; and if 

he will make a statement on the matter. [11978/22] 

View answer 

Written answers (Question to Transport) 

 
Minister for Transport 

MetroLink is likely the largest ever public investment project in the history of the State and has 

been subject to extensive non-statutory public consultation since 2018. The strategic rationale 

for a metro corridor from north to south Dublin has been well established in numerous strategic 

transport frameworks, including most recently the statutory Transport Strategy for the Greater 

Dublin Area. 

The Preferred Route for the MetroLink project is that as consulted upon in 2019 and extends 

from North Dublin to Charlemont as available to view on the project’s dedicated 

website www.metrolink.ie. The Preliminary Business Case for the project, as well as the 

environmental impact assessment reports and other associated planning documentation, is 

prepared on the basis of that Preferred Route. 

https://www.oireachtas.ie/en/members/member/Aengus-%C3%93-Snodaigh.D.2002-06-06/
https://www.oireachtas.ie/en/debates/question/2022-03-03/82/#pq-answers-82
https://www.oireachtas.ie/en/members/member/Eamon-Ryan.D.2002-06-06/
https://www.oireachtas.ie/en/members/member/Aengus-%C3%93-Snodaigh.D.2002-06-06/
https://www.oireachtas.ie/en/members/member/Eamon-Ryan.D.2002-06-06/


Subject to Government approval in the coming months, the project will proceed to the statutory 

planning process with submission of a Railway Order application to An Bord Pleanála and will 

then be subject to further public consultation as part of that process. 

It is my strong belief that we urgently need to see progress on delivery of major public transport 

infrastructure projects, including MetroLink. It is my view that this focus on delivery is one 

shared by both citizens and political representatives and, while I recognise there will always be 

different perspectives on the details of major projects such as MetroLink, my aim is to see this 

project move off the drawing board and into construction. In that regard I think it important to 

note that substantial changes to the planning and design of the project as evolved since 2018 

through extensive public consultation will add significant delay to the delivery of the project 

 

Suggested follow-up Parliamentary Question: 

Based on the results of the Public Consultation conclusion in early 2019, that the Luas Green Line 

would no longer form part of the MetroLink line on the south side of Dublin,  Metro South West Group 

put forward a suggested solution to the Public Transport deficit in South West Dublin (fully supported 

by Deputy Eamon Ryan when Presented in Dail Eireann (Oct 2019).   

This entailed using St. Stephens Green as the point from which a MetroLink could in fact continue to 

South West Dublin.  A Feasibility Study was requested.   

Why has this suggestion been consistently ignored by NTA and indeed the Minister for Transport. 

This suggestion has the potential to save the State up to €500m, and to facilitate the North-South 

Metro Line connecting nor only with the Luas Green Line but also the Luas Red Line.  

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 



           Annex T. 

Exchange of letters Irish Times May 10th & 13th 2022. 

 

 

10 May 2022 

Sir, – Further to "Metrolink terminus at Charlemont provides seamless Luas link, NTA 

says" (News, May 4th), drawings issued for the Charlemont Metro Station show two lines 

about 200 metres apart, one below ground and one on a bridge. 

They are connected by three flights of escalators, a walk in the open and three flights of steps 

(apparently two-way). 

The word “seamless” does not leap out as the way to describe this. – Yours, etc, 

EUGENE BARRETT, 

 

13 May 2022 

A chara, – The journey between the two lines at the proposed Charlemont Metro 
station mentioned by Eugene Barrett (Letters, May 10th), namely “three flights of 
stairs, a walk in the open and three flights of steps”, could be renamed the 
modern heptathlon. – Is mise, 

LOMAN Ó LOINGSIGH, 
Dublin 24. 

 

https://www.irishtimes.com/news/ireland/irish-news/metrolink-terminus-at-charlemont-provides-seamless-luas-link-nta-says-1.4869656
https://www.irishtimes.com/news/ireland/irish-news/metrolink-terminus-at-charlemont-provides-seamless-luas-link-nta-says-1.4869656
https://www.irishtimes.com/opinion/letters/metro-plan-is-far-from-seamless-1.4873678

