
Parameter

Criteria 
Sub-Criteria (Quantitative/ 

Qualitative) 

Option 1. Double online track. Vertical track lowering and track 

protection

R
a
ti

n
g

Option 2. Double online track. Bridge deck reconstruction and track 

protection

R
a
ti

n
g

Option 3. Double offline track and L5041 road diversion 

R
a
ti

n
g

Option 4. Double offline track without impacting the L5041

R
a
ti

n
g

Option 5. Double online track. Jackson’s Bridge railway bridge deck 

removal and L5041 diversion

R
a
ti

n
g

5 – Slightly Positive Impact 5 5 – Slightly Positive Impact 5 7 – Highly positive Impact 7 7 – Highly positive Impact 7 7 – Highly positive Impact 7

3 – Slightly Negative Impact 3 3 – Slightly Negative Impact 3 2 – Negative Impact 2 2 – Negative Impact 2 1 – Highly Negative Impact 1

4 – Neutral Impact 4 4 – Neutral Impact 4 4 – Neutral Impact 4 4 – Neutral Impact 4 4 – Neutral Impact 4

All options perform equivalently under change of Land Value. All options are rated Neutral Impact 

as a consequence

All options perform equivalently under change of Land Value. All options are rated Neutral Impact 

as a consequence

All options perform equivalently under change of Land Value. All options are rated Neutral Impact 

as a consequence

All options perform equivalently under change of Land Value. All options are rated Neutral Impact 

as a consequence

All options perform equivalently under change of Land Value. All options are rated Neutral Impact 

as a consequence

4 – Neutral Impact 4 4 – Neutral Impact 4 4 – Neutral Impact 4 4 – Neutral Impact 4 4 – Neutral Impact 4

All options perform equivalently under site security. All options are rated Neutral Impact as a 

consequence.

All options perform equivalently under site security. All options are rated Neutral Impact as a 

consequence.

All options perform equivalently under site security. All options are rated Neutral Impact as a 

consequence.

All options perform equivalently under site security. All options are rated Neutral Impact as a 

consequence.

All options perform equivalently under site security. All options are rated Neutral Impact as a 

consequence.

4 – Neutral Impact 4 3 – Slightly Negative Impact 3 6 – Positive Impact 6 4 – Neutral Impact 4 6 – Positive Impact 6

2.1
The Jackson's bridge access is not impacted during construction phase.

This option mantains the Jackson's bridge as the access it is right now.

The Jackson's bridge access is impacted during construction phase.

This option mantains the Jackson's bridge as the access, increasing the lenght of the current slope 

(above 9%)

The Jackson's bridge access is not impacted during construction phase.

It provides a new road access, with sidewalks for bikes and pedestrians and with accessible slope, 

and it also provides a bikes and pedestrian way passing under UBG22A and connecting with 

Jackson’s bridge

The Jackson's bridge access is not impacted during construction phase.

This option mantains the Jackson's bridge as the access it is right now.

The Jackson's bridge access is not impacted during construction phase.

It provides a new road access, with sidewalks for bikes and pedestrians and with accessible slope.

Option 5 provides a new road access, with dedicated cycling and pedestrian facilties,  with 

accessible slope, so the impact has been considered significantly positive .

4 – Neutral Impact 4 4 – Neutral Impact 4 4 – Neutral Impact 4 4 – Neutral Impact 4 4 – Neutral Impact 4

2.2
Access for freight to freight facilities is not likely to be impacted by any of the options, and are 

therefore all scored as ‘4’ on the TAF Impact scoring scale as they’ll have ‘Neutral Impact’ on 

freight access.

Access for freight to freight facilities is not likely to be impacted by any of the options, and are 

therefore all scored as ‘4’ on the TAF Impact scoring scale as they’ll have ‘Neutral Impact’ on 

freight access.

Access for freight to freight facilities is not likely to be impacted by any of the options, and are 

therefore all scored as ‘4’ on the TAF Impact scoring scale as they’ll have ‘Neutral Impact’ on 

freight access.

Access for freight to freight facilities is not likely to be impacted by any of the options, and are 

therefore all scored as ‘4’ on the TAF Impact scoring scale as they’ll have ‘Neutral Impact’ on 

freight access.

Access for freight to freight facilities is not likely to be impacted by any of the options, and are 

therefore all scored as ‘4’ on the TAF Impact scoring scale as they’ll have ‘Neutral Impact’ on 

freight access.

6 – Positive Impact 6 6 – Positive Impact 6 6 – Positive Impact 6 6 – Positive Impact 6 6 – Positive Impact 6

This option is located within Electoral Division(s) (ED) of Affluent HP deprivation index. EDs within 

1km of the proposed option are mix of affluence. Due to the nature of the proposed works, there 

will be no social impacts at the location of the proposed works.

The implementation of twin tracking at this location will enable the extension of the DART+ 

Programme by delivering the proposed DART+ service to Kilcock Station. This will result in 

improvement for all socially deprived areas across the network. All options perform equally in this 

respect.

Taking into consideration the temporary social impacts during construction phase and the long-

term improvements to the DART+ service to Kilcock Station during operation phase, this option 

was given a TAF impact score of '6-Positive'.

This option is located within Electoral Division(s) (ED) of Affluent HP deprivation index. EDs within 

1km of the proposed option are mix of affluence. Due to the nature of the proposed works, there will 

be no social impacts at the location of the proposed works.

The implementation of twin tracking at this location will enable the extension of the DART+ 

Programme by delivering the proposed DART+ service to Kilcock Station. This will result in 

improvement for all socially deprived areas across the network. All options perform equally in this 

respect.

Taking into consideration the temporary social impacts during construction phase and the long-

term improvements to the DART+ service to Kilcock Station during operation phase, this option 

was given a TAF impact score of '6-Positive'.

This option is located within Electoral Division(s) (ED) of Affluent HP deprivation index. EDs within 

1km of the proposed option are mix of affluence. Due to the nature of the proposed works, there will 

be no social impacts at the location of the proposed works.

The implementation of twin tracking at this location will enable the extension of the DART+ 

Programme by delivering the proposed DART+ service to Kilcock Station. This will result in 

improvement for all socially deprived areas across the network. All options perform equally in this 

respect.

Taking into consideration the temporary social impacts during construction phase and the long-

term improvements to the DART+ service to Kilcock Station during operation phase, this option 

was given a TAF impact score of '6-Positive'.

This option is located within Electoral Division(s) (ED) of Affluent HP deprivation index. EDs within 

1km of the proposed option are mix of affluence. Due to the nature of the proposed works, there will 

be no social impacts at the location of the proposed works.

The implementation of twin tracking at this location will enable the extension of the DART+ 

Programme by delivering the proposed DART+ service to Kilcock Station. This will result in 

improvement for all socially deprived areas across the network. All options perform equally in this 

respect.

Taking into consideration the temporary social impacts during construction phase and the long-

term improvements to the DART+ service to Kilcock Station during operation phase, this option 

was given a TAF impact score of '6-Positive'.

This option is located within Electoral Division(s) (ED) of Affluent HP deprivation index. EDs within 

1km of the proposed option are mix of affluence. Due to the nature of the proposed works, there will 

be no social impacts at the location of the proposed works.

The implementation of twin tracking at this location will enable the extension of the DART+ 

Programme by delivering the proposed DART+ service to Kilcock Station. This will result in 

improvement for all socially deprived areas across the network. All options perform equally in this 

respect.

Taking into consideration the temporary social impacts during construction phase and the long-

term improvements to the DART+ service to Kilcock Station during operation phase, this option 

was given a TAF impact score of '6-Positive'.

4 – Neutral Impact 4 4 – Neutral Impact 4 4 – Neutral Impact 4 4 – Neutral Impact 4 4 – Neutral Impact 4

The proposed options are outside of the urban areas of Kilcock and Maynooth. There are no 

changes to the quality of public realm areas.

The proposed options are outside of the urban areas of Kilcock and Maynooth. There are no 

changes to the quality of public realm areas.

The proposed options are outside of the urban areas of Kilcock and Maynooth. There are no 

changes to the quality of public realm areas.

The proposed options are outside of the urban areas of Kilcock and Maynooth. There are no 

changes to the quality of public realm areas.

The proposed options are outside of the urban areas of Kilcock and Maynooth. There are no 

changes to the quality of public realm areas.

1 – Highly Negative Impact 1 1 – Highly Negative Impact 1 3 – Slightly Negative Impact 3 3 – Slightly Negative Impact 3 1 – Highly Negative Impact 1

0
Option 1 requires the reconstruction of the flood protection structures causing a prolonged 

closure of the railway line.

Option 2 requires the reconstruction of the flood protection structures causing a prolonged closure 

of the railway line. Also it requires the OBG23 bridge deck reconstruction.

Due to the reconstruction of the Jackson's Bridge railway arch, the L5041 road must remain closed 

for an extended period.

Option 3 does not directly impact the railway service, which may only be temporarily and briefly 

impacted at the final links of the railway diversion with the current track.

The L5041 and R148 roads may also have partials and brief impacts due to the connections of the 

L5041 road diversion with these roads.

Option 4b does not directly impact the railway service, which may only be temporarily and briefly 

impacted at the final links of the railway diversion with the current track.

The L5041 road may also have a brief impact due to the structure construction to allow the road 

underpass.

Option 5 requires the reconstruction of a structure on the railway corridor causing a prolonged 

closure of the railway line.

The L5041 and R148 roads may also have partials and brief impacts due to the connections of the 

L5041 road diversion with these roads.

4 – Neutral Impact 4 4 – Neutral Impact 4 2 – Negative Impact 2 3 – Slightly Negative Impact 3 3 – Slightly Negative Impact 3

Option 1 follows the current railway corridor (online option) passing under Jackson's Bridge 

(OBG23). The option will not involve permanent landtake of agricultural lands. It is likely that 

agricultural lands will be required on a temporary basis along the southern boundary to facilitate 

construction. There is no impact on non-agricultural property. 

Land cover along the corridor is comprised of moderate to good quality improved grassland. Land 

use is grassland for livestock grazing / fodder production. There are three agricultural properties 

with lands along the boundary of this option of which farmhouses and farmyards are present on 

one property. Agricultural land use is livestock based involving one beef farm enterprise and two 

farms with lands leased for livestock grazing

There are no significant or greater impacts on agricultural properties. There is no permanent 

landtake of agricultural lands. There are no direct impacts or impacts on existing access to 

farmhouses. There may be minor impacts on these three properties due to temporary landtake of 

agricultural lands during the construction phase.

Option 1 has an impact score of 4 based on a value rating of Medium and an Impact rating of 

Very Low. This impact score is associated with a Neutral impact level for property.

Option 2 follows the current railway corridor (online option) passing under Jackson's Bridge 

(OBG23). The option will not involve permanent landtake of agricultural lands. It is likely that 

agricultural lands will be required on a temporary basis along the southern boundary to facilitate 

construction. There is no impact on non-agricultural property. 

Land cover along the corridor is comprised of moderate to good quality improved grassland. Land 

use is grassland for livestock grazing / fodder production. There are three agricultural properties 

with lands along the boundary of this option of which farmhouses and farmyards are present on 

one property. Agricultural land use is livestock based involving one beef farm enterprise and two 

farms with lands leased for livestock grazing.

There are no significant or greater impacts on agricultural properties at the depot site. There is no 

permanent landtake of agricultural lands. There are no direct impacts or impacts on existing access 

to farmhouses. There may be minor impacts on these three properties due to temporary landtake 

of agricultural lands during the construction phase.

Option 2 has an impact score of 4 based on a value rating of Medium and an Impact rating of Very 

Low. This impact score is associated with a Neutral impact level for property.

Option 3 will involve a new double-track alignment offline and to the west of Jackson’s Bridge. The 

L5041 road will be realigned to a bridge crossing of the rail line and Royal Canal and a T-junction 

with the R148. The option will involve permanent landtake of approximately 12.0ha agricultural 

lands. There is no impact on non-agricultural property. 

Land cover along the corridor is comprised of moderate to good quality improved grassland. Land 

use is grassland and arable for livestock grazing / fodder production and tillage crop production. 

There are three agricultural properties with agricultural lands on this option of which farmhouses 

and farmyards are present on one property. Agricultural land use is livestock based involving one 

beef farm enterprise and two farms with lands leased for livestock grazing. There are no significant 

or greater impacts on agricultural properties. There are no direct impacts or impacts on existing 

access to farmhouses. Farm division of lands will occur on one property. Mitigation of access to 

divided and retained lands will be required on two properties. There will be minor to moderate 

impacts on the four agricultural properties due to permanent landtake and impacts on access. 

Option 3 has an impact score of 2 based on a value rating of Medium and an Impact rating of 

Medium. This impact score is associated with a Negative impact level for property.

Option 4b will involve a new double-track alignment offline and to the south of Jackson’s Bridge. 

The vertical alignment of the tracks will be raised on an embankment to allow the L5041 to be kept 

open and pass under the new railway line. The option will involve permanent landtake of 

approximately 8.7ha agricultural lands. There is no impact on non-agricultural property. 

Land cover along the corridor is comprised of moderate to good quality improved grassland. Land 

use is grassland for livestock grazing / fodder production. There are three agricultural properties 

with agricultural lands on this option of which farmhouses and farmyards are present on one 

property. Agricultural land use is both livestock based involving one beef farm enterprise and two 

farms with lands leased for livestock grazing.

There are no significant or greater impacts on agricultural properties at the depot site. There are no 

direct impacts or impacts on existing access to farmhouses. Mitigation of access to retained lands 

on one property will be required. There will be minor to moderate impacts on the three agricultural 

properties due to permanent landtake. 

Option 4b has an impact score of 3 based on a value rating of Medium and an Impact rating of 

Low. This impact score is associated with a Slight Negative impact level for agricultural property

Option 5 will involve a double-track alignment (online) through Jackson’s Bridge. The vertical 

alignment of the tracks will be raised resulting in the removal and reconstruction of Jackson’s 

Bridge. The option will involve permanent landtake of approximately 6.5ha agricultural lands. There 

is no impact on non-agricultural property. Land cover along the corridor is comprised of good 

quality improved grassland. Land use is grassland for livestock grazing / fodder production. There 

are three properties with agricultural lands on this option of which farmhouses and farmyards are 

present on one property. Agricultural land use is livestock based involving one beef farm enterprise 

and two farms with lands leased for livestock grazing. 

There are no significant or greater impacts on agricultural properties. There are no direct impacts or 

impacts on existing access to farmhouses. Farm division of lands will occur on one property. 

Mitigation of access to retained lands may be required. There will be minor to moderate impacts on 

the agricultural properties due to permanent landtake and impacts on access.

Option 5 has an impact score of 3 based on a value rating of Medium and an Impact rating of Low. 

This impact score is associated with a Slight Negative impact level for property.

4 – Neutral Impact 4 3 – Slightly Negative Impact 3 2 – Negative Impact 2 1 – Highly Negative Impact 1 2 – Negative Impact 2

Option 1 does not impact relevant utilities. The proposed track levels under ESB 220 kV lines 

meets the required clearance to the electric line.

Option 2 does not impact relevant utilities. It impacts an overhead power line that passes through Jackson's 

Bridge.

The proposed track levels under ESB 220 kV lines meets the required clearance to the electric line.

Option 3 proposed offline tracks elevations under ESB 220 kV lines does not allow for the required ESB 

clearance. It requires the poles heighten.

The L5041 road diversion impacts on a MV electric line.

Option 4b proposed offline tracks elevations under ESB 220 kV lines does not allow for the required ESB 

clearance. It requires the poles heighten.

It requires 3 m extra line elevation than Option 3. the proposed solution (raising the poles or rerouting the 

line) must be studied and agreed upon with ESB.

Option 5 proposed online tracks elevations under ESB 220 kV lines does not allow for the required ESB 

clearance. It requires the poles heighten.

The L5041 road diversion impacts on a MV electric line.

Option 5 impacts an overhead power line that passes through Jackson's Bridge.

3 – Slightly Negative Impact 3 3 – Slightly Negative Impact 3 2 – Negative Impact 2 2 – Negative Impact 2 2 – Negative Impact 2

The main challenge in this option is that the deep excavation required for track lowering, including 

removal of ballast and sub-base layers, may affect the bearing strata or foundations of Jackson’s 

Bridge and any buried utilities. There is a risk of lateral ground movement and loss of support 

beneath the bridge footings during excavation, particularly if groundwater ingress occurs. 

Although the assessment does not indicate direct impact on Jackson’s Bridge or Canal Lock, 

there may be indirect negative impact due to presence of overhead line equipment and 

excavation induced vibrations and noise. 

To manage these risks, a detailed geophysical investigation is recommended to identify the 

Bridge foundation levels with vibration and settlement monitoring carried out during construction. 

Effective groundwater control might be required to prevent base heave and ensure safe working 

conditions during excavation.  

The length of the retaining walls is also significant (around 980 m), and it might impose additional 

lateral pressure on the subgrade soils. The wall stability and bearing capacity of the founding 

material must be verified through detailed ground investigation. The retaining walls may also 

influence the behaviour of Jackson’s Bridge and nearby canal structures. The proposed 

development may encounter Made Ground and soft soils, which are expected to be replaced. 

The main earthworks involve excavation with cut volume of approximately 24,719 m3 and limited 

fill volume of 133 m3. Excavated materials, subjected to suitability testing, could be reused on 

other parts of the railway alignment or at the depot site, which still has import requirements. 

Potential contamination may occur from diesel or lubricating oils on or near the tracks due to 

diesel operated trains. Overall, the geotechnical risks for this option are primarily related to 

excavation stability, groundwater control, and interaction with existing structures.

This option directly impacts the protected Jackson’s Bridge as full arch demolition and reconstruction will 

alter its historic character and may also have a negative impact on the other part of bridges. The bridge 

deck reconstruction introduces new load paths and requires careful assessment of stiffness, settlement 

and load transfer responses, as there is increase in road level to ensure safety. Strengthening of adjacent 

arch barrels may be needed to prevent distortion or cracking. The differential settlement and bearing 

capacity checks are advised due to the introduction of new vertical and lateral loads on existing ground 

from flood defence walls, increased road levels, overhead power lines. 

Subsurface conditions are expected to include Made Ground or soft soils that may not be adequate and will 

require replacement or improvement. The proximity to the river and high groundwater levels may cause 

seepage and instability, requiring proper dewatering or temporary support systems. The overhead 

powerlines also increase construction complexity. 

The earthworks mainly involve excavation with cut volume of approximately 13,197 m3 and limited fill 

volume of 343 m3. Excavated material can be reused on other parts of the railway alignment. Potential 

contamination may occur from diesel or lubricating oils on or near the tracks due to diesel operated trains.

This option avoids direct impact on Jackson’s Bridge and other adjacent structures but introduces new 

challenges due to the railway alignment’s location within a flood zone of the Lyreen river, especially where 

the ground is locally underlain by soft soils. The soft, saturated deposits are likely to have low shear 

strength, posing significant settlement and stability risks for embankments, underpass, and foundations. 

Flooding may pose a risk during construction, particularly for erosion of exposed soils or foundations. The 

proposed L5041 road would be founded on firm to stiff clay with localised areas of soft clay requiring 

compaction or minor ground improvement. 

Based on the historical GI, the soft soil depth in the vicinity of the proposed railway alignment varies 

between approximately 0.20m to 1.5m, which may require localised ground replacement or improvement. 

According to the historical GI, the areas near the proposed L5041 road would follow firm to stiff clay with 

slight traces of soft clay. Adequate drainage design will also be necessary to manage water ingress and 

prevent softening of foundation materials.

Earthworks are anticipated to consist primarily of embankments for the railway and road diversion, with 

approximately 6,989 m3 of cut and 105,656 m3 of fill. Subject to identification of a suitable source with 

confirmation of appropriate sampling and testing, borrow material could be used. This imported fill material 

should have adequate strength, compaction and permeability characteristics, as well as being inert. The 

proposed alignment traverses predominantly in agricultural land with low contamination risk. The main 

challenges for this option are foundation settlement, extensive earthworks, soft floodplain soils, and high 

groundwater conditions rather than heritage impacts.

 This option introduces considerable loading on soft soil, likely to induce settlement, or lateral spreading if 

not adequately mitigated. Long term differential settlement across the embankment could affect track 

geometry and serviceability. Soft or problematic soils may require removal, replacement, or ground 

improvement like vertical drains or geosynthetic reinforcement.

The total earthworks for this option comprise approximately 2,224 m3 of cut and 99,875 m3 of fill. Given 

the large fill volumes, identifying a suitable burrow source is critical to ensure material quality and minimize 

waste generation. The fill should be well-graded, low-plasticity material compacted in layers to achieve 

stability and minimize post-construction settlement. 

Although this option avoids direct impact on Jackson’s Bridge, the scale of embankment construction within 

flood-prone soft ground introduces considerable geotechnical risk. The use of light weight fill material and 

robust design of underpass foundations and embankment stability under fluctuating groundwater 

conditions is needed. The embankment is located within agricultural floodplain areas suggesting negligible 

contamination risk.

The proposed work utilises the existing railway formation, which generally provides a firm and compacted 

foundation. This is supported by historic ground investigation along the track showing ballast over made 

ground over firm to stiff clay or medium dense sand. However, localized soft deposits or made ground may 

still be encountered and would require shallow soil replacement or improvement. According to the 

historical GI, the areas near the proposed L5041 road would follow firm to stiff clay with slight traces of soft 

clay. The pile supported slab structure will impose vertical and lateral loads on the underlying soil, 

necessitating further ground investigation to understand the bearing capacity and depth to competent 

strata. The excavations for pile caps, culvert foundations and drainage structures may encounter shallow 

groundwater, requiring dewatering and careful control of water ingress. 

The proposed earthworks involve significant embankment construction associated with raised rail track and 

L5041 road diversion, with approximately 6,739 m3 of cut and 92,542 m3 of fill. A suitable borrow source 

will be needed to supply good quality fill material and help minimize waste generation. Careful material 

selection, compaction control, and use of geosynthetic reinforcement will be essential to achieve 

embankment stability and long-term performance. The existing railway corridor may contain localized 

contamination from diesel or lubricating oil spills associated with diesel operated trains.

DART+ Depot - Jacksons Bridge (OBG23) Options MCA

Due to it meets the requirements for serving the new Depot, and protects the railway from flooding 

episodes, this option receives a score of ‘7’ on the TAF impact scoring scale, as it will have a 

‘Highly Positive Impact’ on the customer requirement specifications.

Due to it meets the requirements for serving the new Depot, and protects the railway from flooding 

episodes, this option receives a score of ‘7’ on the TAF impact scoring scale, as it will have a 

‘Highly Positive Impact’ on the customer requirement specifications.

Option 5 is 23 % more expensive that the lowest option (Option 1)

This is because it need structures to allow water flow to the Royal Canal and also the L5041 road 

diversion.

Option 4b is 9 % more expensive that the lowest option (Option 1)

This is because of an estimated higher cost on the ESB 220 kV line diversion.

Option 1 is the least expensive construction cost option.

This is because, although it has important structures to prevent flooding, it does not require the 

diversion of the L5041 road and does not impact relevant services (ESB 220 kV line).

Notwithstanding the above, because of the track lowering to achieve the OHLE clearance under 

Jackson's bridge, a pumped lineside drainage system is necessary, that represents an expensive 

operation cost.

Due to it meets the requirements for serving the new Depot, and protects the railway from 

flooding episodes (although with a potential residual risk due to failure of the flooding defenses) 

this option receives a score of ‘5’ on the TAF impact scoring scale, as it will have a ‘Slightly 

Positive Impact’ on the customer requirement specifications.

Due to it meets the requirements for serving the new Depot, and protects the railway from flooding 

episodes (although with a potential residual risk due to failure of the flooding defenses) this option 

receives a score of ‘5’ on the TAF impact scoring scale, as it will have a ‘Slightly Positive Impact’ on 

the customer requirement specifications.

Due to it meets the requirements for serving the new Depot, and protects the railway from flooding 

episodes, this option receives a score of ‘7’ on the TAF impact scoring scale, as it will have a 

‘Highly Positive Impact’ on the customer requirement specifications.

Option 2 is 9 % more expensive that the lowest option (Option 1)

This is because of the OBG23 railway arch reconstruction.

Option 3 is 11 % more expensive that the lowest option (Option 1)

This is because, although it doesn’t need the structures to prevent flooding, it does require the 

L5051 road diversion and impact on the ESB 220 kV line.
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Parameter

Criteria 
Sub-Criteria (Quantitative/ 

Qualitative) 

Option 1. Double online track. Vertical track lowering and track 

protection

R
a
ti

n
g

Option 2. Double online track. Bridge deck reconstruction and track 

protection

R
a
ti

n
g

Option 3. Double offline track and L5041 road diversion 

R
a
ti

n
g

Option 4. Double offline track without impacting the L5041

R
a
ti

n
g

Option 5. Double online track. Jackson’s Bridge railway bridge deck 

removal and L5041 diversion

R
a
ti

n
g

1

Transport User 

Benefits and Other 

Economic Impacts

1.1
Alignment with Customer 

Requirements Specification
Train operation functionality

Benefits to train operation 

through operation flexibility

3 – Slightly Negative Impact 3 3 – Slightly Negative Impact 3 3 – Slightly Negative Impact 3 3 – Slightly Negative Impact 3 3 – Slightly Negative Impact 3

The Railway Order Application made for the Dart + West project passes through the site.  This application, 

ACP reference 314232, was permitted on 18th July 2024, however the Order omitted permission for all 

works west of bridge OBG21 west of Maynooth Station. There are no other planning applications within 

the site boundary or significant applications within the study area relevant to the proposed development.

The Railway Order Application made for the Dart + West project passes through the site.  This application, 

ACP reference 314232, was permitted on 18th July 2024, however the Order omitted permission for all 

works west of bridge OBG21 west of Maynooth Station. There are no other planning applications within the 

site boundary or significant applications within the study area relevant to the proposed development.

The Railway Order Application made for the Dart + West project passes through the site.  This application, 

ACP reference 314232, was permitted on 18th July 2024, however the Order omitted permission for all 

works west of bridge OBG21 west of Maynooth Station. There are no other planning applications within the 

site boundary or significant applications within the study area relevant to the proposed development.

The Railway Order Application made for the Dart + West project passes through the site.  This application, 

ACP reference 314232, was permitted on 18th July 2024, however the Order omitted permission for all 

works west of bridge OBG21 west of Maynooth Station. There are no other planning applications within the 

site boundary or significant applications within the study area relevant to the proposed development.

The Railway Order Application made for the Dart + West project passes through the site.  This application, 

ACP reference 314232, was permitted on 18th July 2024, however the Order omitted permission for all 

works west of bridge OBG21 west of Maynooth Station. There are no other planning applications within the 

site boundary or significant applications within the study area relevant to the proposed development.

7 – Highly positive Impact 7 7 – Highly positive Impact 7 5 – Slightly Positive Impact 5 1 – Highly Negative Impact 1 6 – Positive Impact 6

The route of the potential MOOR crossing the existing train line.  It also traverses the site.  However, due 

to the nature of the works proposed in lowering the track line, it is not envisaged that there any 

significant effects on future delivery of this orbital route which would not have previously been 

considered by the Local Authority when identifying the route crossing the existing rail line.

On the basis that the works proposed at Jackson’s bridge are part of wider proposals to bring Dart + west 

to Maynooth and Kilcock, the works described will have a positive impact on achieving strategic land use 

planning proposals including national and regional goals for sustainable transport, new housing and 

transport orientated development for Maynooth and Kilcock.

The route of the potential MOOR crossing the existing train line.  It also traverses the site.  However, due to 

the nature of the works proposed in lowering the track line, it is not envisaged that there any significant 

effects on future delivery of this orbital route which would not have previously been considered by the 

Local Authority when identifying the route crossing the existing rail line.

On the basis that the works proposed at Jackson’s bridge are part of wider proposals to bring Dart + west to 

Maynooth and Kilcock, the works described will have a positive impact on achieving strategic land use 

planning proposals including national and regional goals for sustainable transport, new housing and 

transport orientated development for Maynooth and Kilcock.

To facilitate the L5041 road diversion, the site extends into unzoned agricultural land.   Work is also 

proposed within the Maynooth JLAP boundary on agricultural zoned lands, and SR2 lands reserved to 

‘facilitate key infrastructure projects’ including DART + west. 

The route of the potential MOOR crossing the existing train line.  It also traverses the site and the new track 

alignment.  However, it is not envisaged that there any significant effects on future delivery of this orbital 

route which would not have previously been considered by the Local Authority when identifying the route 

crossing the existing rail line.  The MOOR route is still subject to design, route selection options etc.

On the basis that the works proposed in Option 3 are part of wider proposals to bring Dart + west to 

Maynooth and Kilcock, the works described will have a positive impact on achieving strategic land use 

planning proposals including national and regional goals for sustainable transport, new housing and 

transport orientated development for Maynooth and Kilcock.

The TAF rating outlined in the policy context section (i.e. 7 – highly positive impact) is downgraded to 5 – 

Slightly Positive having regard to the development on unzoned lands (deemed primarily agriculture) and 

agricultural zoned lands within the settlement boundary of Maynooth.  

This site extends into unzoned agricultural land.   Work is also proposed within the Maynooth JLAP 

boundary on agricultural zoned lands, and SR2 lands reserved to ‘facilitate key infrastructure projects’ 

including DART + west. 

The route of the potential MOOR crossing the new track alignment line.  However, it is not envisaged that 

there are any significant effects on the future delivery of this orbital route which would not have previously 

been considered by the Local Authority when identifying the route crossing the existing rail line.

On the basis that the works proposed are part of wider proposals to bring Dart + west to Maynooth and 

Kilcock, the works described will have a positive impact on achieving strategic land use planning proposals 

including national and regional goals for sustainable transport, new housing and transport orientated 

development for Maynooth and Kilcock.

The TAF rating outlined in the policy context section (i.e. 7 – highly positive impact) is downgraded to 6 – 

Moderate Positive having regard to development on unzoned lands (deemed primarily agriculture) and 

agricultural zoned lands within the settlement boundary of Maynooth.  

This option is assigned a TAF impact score of 6-Positive on the basis that the works proposed are part of 

wider proposals to bring DART+ West to Maynooth and Kilcock, the works described will have a positive 

impact on achieving strategic land use planning proposals including national and regional goals for 

sustainable transport, new housing and transport orientated development for Maynooth and Kilcock, as 

well as facilitating transport orientated development on the Cp2 zoned lands adjoining. The score has 

regard to development on unzoned lands (deemed primarily agriculture) and agricultural zoned lands 

within the settlement boundary of Maynooth.

2 – Negative Impact 2 2 – Negative Impact 2 6 – Positive Impact 6 6 – Positive Impact 6 2 – Negative Impact 2

Operational Safety of Site

The current track has a lateral clearance to the bridge abutment of 2.78 m, but to allow the passage of the 

second track, the current track must be moved towards the abutment, reducing this lateral clearance to 

1.98 m. The new track is 1.96 m from the opposite abutment of the bridge. 

A risk assessment must be carried out and implementation of mitigation measures to be adopted.

Option 2, similar to Option 1, introduces a new track through the current OBG23, reducing the current 

lateral clearance. 

A risk assessment must be carried out and implementation of mitigation measures to be adopted.

Option 3, is an offline solution that avoid going through the OBG23, eliminating the potential risk of 

collision. 

Option 4b, is an offline solution that avoid going through the OBG23, eliminating the potential risk of 

collision. 

Option 5, is an online solution that demolish the central arch over the railway. Similar to Option 1, 

introduces a new track through the current OBG23, reducing the current lateral clearance.

A risk assessment must be carried out and implementation of mitigation measures to be adopted.

3 – Slightly Negative Impact 3 3 – Slightly Negative Impact 3 6 – Positive Impact 6 6 – Positive Impact 6 4 – Neutral Impact 4

Review of Alignment with local 

infrastructure

Option 1 maintains the current railway pass under OBG23 a situation with risk of anti-social behaviour 

impacting the trains.

Option 1 reduces the current lateral clearance because of new double track, with a reduced pass for 

maintenance staff.

Option 2 maintains the current railway pass under OBG23 a situation with risk of anti-social behaviour 

impacting the trains.

Option 2 reduces the current lateral clearance because of new double track, with a reduced pass for 

maintenance staff.

Option 3 removes the current railway pass under OBG23 a situation with risk of anti-social behaviour 

impacting the trains.

Option 3 provides a safe passage for maintenance staff.

Option 4b removes the current railway pass under OBG23 a situation with risk of anti-social behaviour 

impacting the trains.

Option 4b provides a safe passage for maintenance staff.

Option 5 maintains the possibility of anti-social behaviour impacting the trains.

4 – Neutral Impact 4 4 – Neutral Impact 4 4 – Neutral Impact 4 4 – Neutral Impact 4 4 – Neutral Impact 4

•	Greenhouse gases - 

assumption will be that the 

depot building will be the same 

on all sites.  Sites that will 

require longer journeys for rail 

i.e. more operational energy 

have also been considered.

All options have been assigned a score of 4 – Not significant or neutral as there will be GHG emissions 

associated with them, however all options facilitate the drive to encourage modal shift to public travel 

and are in line with CAP25. There is the potential to improve this rating to a positive impact through the 

implementation of mitigation measures such as using low carbon intensive construction materials, reuse 

of site materials or increased planting to provide carbon sink opportunities for example.

There are no significant adverse impacts induced by the operational phase. The score is not significant or 

neutral. Under the Transport Appraisal Framework (TAF) Climate Change Scorecard the impact is also 

considered neutral.

All options have been assigned a score of 4 – Not significant or neutral as there will be GHG emissions 

associated with them, however all options facilitate the drive to encourage modal shift to public travel and 

are in line with CAP25. There is the potential to improve this rating to a positive impact through the 

implementation of mitigation measures such as using low carbon intensive construction materials, reuse of 

site materials or increased planting to provide carbon sink opportunities for example.

There are no significant adverse impacts induced by the operational phase. The score is not significant or 

neutral. Under the Transport Appraisal Framework (TAF) Climate Change Scorecard the impact is also 

considered neutral.

This option is least preferred as it will likely result in the highest GHG emissions. This option will result in 

GHG emissions from removal of track and road surface removal from realignment of the L5041 and R148, 

excavation, fill material, transport, and construction of two underpass structures, a new bridge, and a 

realignment of  the L5041 and the R148 and the two new offline tracks. However, when the these works 

are considered in isolation of the wider DART+ Programme, there is no significant change with respect to 

operational phase GHG emissions, modal shift or car km travelled.

All options have been assigned a score of 4 – Not significant or neutral as there will be GHG emissions 

associated with them, however all options facilitate the drive to encourage modal shift to public travel and 

are in line with CAP25. There is the potential to improve this rating to a positive impact through the 

implementation of mitigation measures such as using low carbon intensive construction materials, reuse of 

site materials or increased planting to provide carbon sink opportunities for example.

There are no significant adverse impacts induced by the operational phase. The score is not significant or 

neutral. Under the Transport Appraisal Framework (TAF) Climate Change Scorecard the impact is also 

considered neutral.

This option will result in GHG emissions from removal of track and the Jackson's bridge arch, excavation, fill 

material, transport, construction  of the slab track superstructure, and realignment of the L5041 and the 

R148, and additonal vehicle kilometers from traffic rerouting. However, when these works are considered 

in isolation of the wider DART+ Programme, there is no significant change with respect to operational phase 

GHG emissions, modal shift or car km travelled.

1 – Highly Negative Impact 1 1 – Highly Negative Impact 1 2 – Negative Impact 2 3 – Slightly Negative Impact 3 3 – Slightly Negative Impact 3

Crossovers

Flood risk,  sites with soil 

stability issues, wind exposure. 

Train journeys (additional train 

running)

High vulnerability to fluvial flooding and requires the most mitigation. This option is heavily reliant on the 

siphon under the railway.  Its capacity is limited and sensitive to flow increases and blockage.  Therefore 

the adaptablity of this option is low, as the only means of managing the risk is to increase the height of the 

track side retaining wall. Low vulnerability to other climate change hazards.

High vulnerability to fluvial flooding and requires the most mitigation. This option is heavily reliant on the 

siphon under the railway.  Its capacity is limited and sensitive to flow increases and blockage.  Therefore the 

adaptablity of this option is low, as the only means of managing the risk is to increase the height of the 

trackside retaining wall. Low vulnerability to other climate change hazards.

Vulnerability to fluvial flooding is low, due to the minimum track level designed at 61.27 mOD, 20 cm above 

the 0.1% AEP +CC+500 mm freeboard to ensure that flooding does not reach the rail level. Mitigation 

measures for this option involves a diversion channel which can be widened and adapted to climate 

change.  CSA's will be required to mitigate impacts, but these have a limited effectivesness at higher flows 

and volumes. Low vulnerability to other climate change hazards. 

Vulnerability to fluvial flooding is low, due diversion of the Ballycaghan stream towards the Lyreen river, 

away from the alignment of the new railway tracks. Mitigation measures for this option involves a diversion 

channel which can be widened and adapted to climate change. Low vulnerability to other climate change 

hazards.

Vulnerability to fluvial flooding is low, due to a slab supported by piles is designed to allow water to pass 

under the tracks towards the Royal Canal. Mitigation measures for this option involves a diversion channel 

which can be widened and adapted to climate change. Low vulnerability to other climate change hazards.

3 – Slightly Negative Impact 3 3 – Slightly Negative Impact 3 2 – Negative Impact 2 2 – Negative Impact 2 2 – Negative Impact 2

Requires construction within 15m of the Royal Canal pNHA for approx. 1.5 km along the existing 

track. Potential water quality impacts, construction disturbance and hedgerow/scrub removal from 

along the existing track.

Requires construction within 15m of the Royal Canal pNHA for approx. 1.5 km along the existing 

track. Potential water quality impacts, construction disturbance and hedgerow/scrub removal from 

along the existing track.

This option has a large construction footprint to accommodate the offline railway line and a new 

road and road overbridge.  The construction of the new road overbridge will require works over the 

Royal Canal pNHA. New crossings of the Lyreen River and Ballycaghan Stream for the railway line 

will also be required, and a section of the Gragadder will be diverted.  Approximately 900m of 

hedgerow habitat will be lost within the footprint.

 The majority of the footprint verges away from the Royal Canal pNHA. New crossings of the Lyreen 

and Ballycaghan Stream will be required, and the Ballycaghan Stream will also be diverted. The 

railway line will travel over the L5041 on an embankment.  This option will result in the loss of c. 

280 m of hedgerow habitat within the footprint.

This option will involve the demolition of Jackson's Bridge and the construction of a new bridge 

meeting the required vertical clearance. The L5041 and Ballycaggan Road will be reconstructed in 

the same footprint but on embankments to accommodate the new bridge. The construction of the 

new overbridge will require works over the Royal Canal pNHA. The Ballycaghan Stream will be 

diverted locally, which is  3.5 km upstream of the Rye Water/Carton SAC.

1 – Highly Negative Impact 1 1 – Highly Negative Impact 1 2 – Negative Impact 2 2 – Negative Impact 2 3 – Slightly Negative Impact 3

Flood Risk:

 using Eastern CFRAMS 

Hydrological Studies and 

Hydraulic Models, NIFM, 

Local Area Plans, County 

SFRAs, Ground Profile, Lidar 

and ground survey, Historic 

Mapping, Current Aerial 

Photography

Increasing the head of water at the siphon as a result of preventing the overflow of flood waters 

onto the railway/canal has the impact of increasing flow downstream and increasing flood levels 

upstream.  .  An increase in flood depth and exent is found upstream, impacting on agricultural 

lands and the  road network and critically residential areas to the east.  Compsensation areas are 

only partially effective as the impact is as a result changing the conveyance and not storage in the 

system.  There is also a  resulting feedback into increased spilling into the upper canal pound, 

which will pass over the lock.  There are impacts that cannot be mitigated.

1

Increasing the head of water at the siphon as a result of preventing the overflow of flood waters 

onto the railway/canal has the impact of increasing flow downstream and increasing flood levels 

upstream.  .  An increase in flood depth and exent is found upstream, impacting on agricultural 

lands and the  road network and critically residential areas to the east.  Compsensation areas are 

only partially effective as the impact is as a result changing the conveyance and not storage in the 

system.  There is also a  resulting feedback into increased spilling into the upper canal pound, 

which will pass over the lock.  There are impacts that cannot be mitigated.

1

The hydraulic performance at the siphon is maintained, and the impacts are as a result of the loss 

of floodplain with the track embankment and/or loss of conveyance routes as a result of the 

crossings of the Lyreen and Ballycaghan Stream by railway and diversion road. Increased bridge 

openings help to reduce the afflux, and a new route for the Ballycaghan stream to the Lyreen is 

needed to remove any impacts in more local storms. The impacts are managed in the 1%AEP 

event but in the 0.1% event a sustained impact in the floodplain upstream of the new orbital road 

crossing was noted. This can be reduced by use of compensation areas but not fully eliminated, 

although it is not significant in larger events. 

The Lyreen_020 WFD river waterbody comprises stretches of the Lyreen River and its tributaries 

such as the Ballycaghan Stream. The proposed offline railway crosses the Lyreen River once and 

the Ballycaghan Stream once over clear span structures. The Ballycaghan Stream is also proposed 

to be diverted for a short stretch through a culvert under the new road. 

As the watercourses are crossed by clear span bridges and the length of Ballycaghan Stream 

being culverted is short, this option will have a negligible effect on the Lyreen_020's significant 

pressures and will not prevent the attainment of Good Status. Therefore, this option will have a 

neutral impact on river water quality.

2

The hydraulic performance at the siphon is maintained, and the impacts are as a result of the loss 

of floodplain with the track embankment and/or loss of coneyance routes as a result of the 

crossings of the Lyreen and Ballycaghan Stream by railway and diversion road. Increased bridge 

openings help to reduce the afflux, and a new route for the Ballcaghan stream to the Lyreen is 

needed to remove any impacts in more local storms.  Increased levels in the canal are noted and 

an increase in flood risk downstream is noted.  This can be resolved by use of compensation areas 

and removing overflow routes to the canal.  Scored as Negative impact as the cause of the impacts 

is complex and therefore the success of the mitigation  measures is harder to predict. A residual 

impact is likely, but will be contained to agricultural lands. Openings through embankment are 

optimised to reduce afflux.

This option impacts the Ballycaghan Stream and Lyreen River. The WFD status of both 

waterbodies is Poor.

2

The hydraulic performance at the siphon is maintained, and the impacts are as a result of the loss 

of floodplain with the road approach embankment. The flood overtopping route is maintained under 

the elevated track and there is limited impact u/s. 

As the watercourses are crossed by clear span structures and the length of Ballycaghan Stream 

being culverted is short, this option will have a negligible effect on the Lyreen_020's significant 

pressures and will not prevent the attainment of Good Status. Therefore, this option will have a 

neutral impact on river water quality.

3

Vulnerable Aquifers;

Desktop Study - GSI

Option 1 is underlain by a Locally Important Aquifer- Bedrock which is Moderately Productive only

in Local Zones and there are no gravel aquifers or karst features nearby. 

Approximately 11% of the option is underlain by Alluvium, with the remaining 89% being

underlain by Till derived from limestones. The subsoil permeability is low. 

This option is underlain by the Dublin groundwater body, the WFD risk status of which is under

review. 

Approximately 78% of this option is underlain by groundwater of Moderate vulnerability,

approximately 10% by groundwater of High vulnerability and approximately 12% by groundwater

of Extreme vulnerability. The average groundwater recharge rate is in the range of 51-100mm/yr. 

The eastern end of the option comes within the accuracy range of borehole 2923SWW104

accurate to 1km with a yield class of 'poor'.

There are no Public Water Supply Source Protection Areas or Group Water Scheme Zones of

Contribution in the vicinity.

The option is located directly parallel to the Royal Canal which is designated as a proposed

Natural Heritage Area (pNHA) due to the diversity of species it supports; no GWDTE have been

identified. The option crosses the Lyreen River approximately 3km upstream of the Rye Water

Valley/Carton SAC over the existing bridge. Petrifying springs with tufa formation (Cratoneurion)

[7220] is listed as a qualifying interest of this SAC and is a GWDTE.

Option 1 is online and the majority of the groundwater underlying this option is of Moderate

vulnerability; however, this option requires a significant amount of excavation (24,719 Cu.M). Due

to the volume and depth of ground affected, there will be a moderate magnitude of impact on the

bedrock aquifer of medium importance and on groundwater flow. The overall impact on

groundwater flow and quality is considered to be Slightly Negative.

3

Option 2 is underlain by a Locally Important Aquifer- Bedrock which is Moderately Productive only

in Local Zones and there are no gravel aquifers or karst features nearby. Approximately 11% of the

option is underlain by Alluvium, with the remaining 89% being underlain by Till derived from

limestones. The subsoil permeability is low. 

This option is underlain by the Dublin groundwater body, the WFD risk status of which is under

review. 

Approximately 78% of this option is underlain by groundwater of Moderate vulnerability,

approximately 10% by groundwater of High vulnerability and approximately 12% by groundwater of

Extreme vulnerability. The average groundwater recharge rate is in the range of 51-100mm/yr. 

The eastern end of the option comes within the accuracy range of borehole 2923SWW104

accurate to 1km with a yield class of 'poor'.

There are no Public Water Supply Source Protection Areas or Group Water Scheme Zones of

Contribution in the vicinity.

Option 2 is located directly parallel to the Royal Canal which is designated as a proposed Natural

Heritage Area (pNHA) due to the diversity of species it supports; no GWDTE have been identified.

The option crosses the Lyreen River approximately 3km upstream of the Rye Water Valley/Carton

SAC over the existing bridge. Petrifying springs with tufa formation (Cratoneurion) [7220] is listed

as a qualifying interest of this SAC and is a GWDTE.

As option 2 is online and the majority of the groundwater underlying this option is of Moderate

vulnerability and as there is minimal cut, there will be an imperceptible magnitude of impact on

groundwater vulnerability (of medium importance). The overall impact on groundwater flow and

quality is considered to be Neutral.

4

Option 3 is underlain by a Locally Important Aquifer- Bedrock which is Moderately Productive only

in Local Zones and there are no gravel aquifers or karst features nearby. Approximately 19% of the

option is underlain by Alluvium, with the remaining 81% being underlain by Till derived from

limestones. The subsoil permeability is low. 

This option is underlain by the Dublin groundwater body, the WFD risk status of which is under

review. 

Approximately 35% of this option is underlain by groundwater of Moderate vulnerability,

approximately 29% by groundwater of High vulnerability and approximately 36% by groundwater of

Extreme vulnerability. The average groundwater recharge rate is in the range of 51-100mm/yr. 

The eastern end of the option comes within the accuracy range of borehole 2923SWW104

accurate to 1km with a yield class of 'poor'. 

There are no Public Water Supply Source Protection Areas or Group Water Scheme Zones of

Contribution in the vicinity.

Option 3 crosses the Royal Canal which is designated as a proposed Natural Heritage Area

(pNHA) due to the diversity of species it supports; no GWDTE have been identified. Railway

grading works will be within 2.5km of the Rye Water Valley/Carton SAC. Petrifying springs with tufa

formation (Cratoneurion) [7220] is listed as a qualifying interest of this SAC and is a GWDTE.

Option 3 involves the construction of three new bridges and significant earthworks, although it is

mostly fill to raise the local roads and to elevate the offline railway alignment above the design flood

level. This will lead to a moderate magnitude of impact on the bedrock aquifer of medium

importance associated with the bridge foundations. This option will likely have an imperceptible

magnitude of impact on Rye Water Valley/Carton SAC (of extremely high importance) due to the

distance of the works from the SAC. Therefore, the overall impact on groundwater flow and quality

is considered to be Slightly Negative.

3

Option 4 is underlain by a Locally Important Aquifer- Bedrock which is Moderately Productive only

in Local Zones and there are no gravel aquifers or karst features nearby. Approximately 22% of the

option is underlain by Alluvium, with the remaining 78% being underlain by Till derived from

limestones. The subsoil permeability is low. 

This option is underlain by the Dublin groundwater body, the WFD risk status of which is under

review. 

Approximately 59% of this option is underlain by groundwater of Moderate vulnerability,

approximately 8% by groundwater of High vulnerability and approximately 33% by groundwater of

Extreme vulnerability. The average groundwater recharge rate is in the range of 51-100mm/yr. 

The eastern end of the option comes within the accuracy range of borehole 2923SWW104

accurate to 1km with a yield class of 'poor'.

There are no Public Water Supply Source Protection Areas or Group Water Scheme Zones of

Contribution in the vicinity.

The option is located near the Royal Canal which is designated as a proposed Natural Heritage

Area (pNHA) due to the diversity of species it supports; no GWDTE have been identified. The

option crosses the Lyreen River approximately 3km upstream of the Rye Water Valley/Carton SAC

over a proposed bridge. Petrifying springs with tufa formation (Cratoneurion) [7220] is listed as a

qualifying interest of this SAC and is a GWDTE.

Although option 4b requires minimal excavation (2224 Cu.M), there will be a slight magnitude of

impact on the bedrock aquifer of medium importance associated with the bridge foundations. This

option will have an imperceptible magnitude of impact on Rye Water Valley/Carton SAC (of

extremely high importance). The overall impact on groundwater flow and quality is considered to be

Slightly Negative.

3

Option 5 is underlain by a Locally Important Aquifer- Bedrock which is Moderately Productive only

in Local Zones and there are no gravel aquifers or karst features nearby. Approximately 22% of the

option is underlain by Alluvium, with the remaining 78% being underlain by Till derived from

limestones. The subsoil permeability is low. 

This option is underlain by the Dublin groundwater body, the WFD risk status of which is under

review. 

Approximately 43% of this option is underlain by groundwater of Moderate vulnerability,

approximately 18% by groundwater of High vulnerability and approximately 39% by groundwater of

Extreme vulnerability. The average groundwater recharge rate is in the range of 51-100mm/yr. 

The eastern end of the option comes within the accuracy range of borehole 2923SWW104

accurate to 1km with a yield class of 'poor'.

There are no Public Water Supply Source Protection Areas or Group Water Scheme Zones of

Contribution in the vicinity.

The option is located directly parallel to, and crosses, the Royal Canal which is designated as a

proposed Natural Heritage Area (pNHA) due to the diversity of species it supports; no GWDTE

have been identified. Railway grading works will be within 2.5km of the Rye Water Valley/Carton

SAC. Petrifying springs with tufa formation (Cratoneurion) [7220] is listed as a qualifying interest of

this SAC and is a GWDTE.

Option 5 involves extensive earthworks, although it is mostly fill to raise the local roads and the

railway at either end of the slab, therefore there will be a moderate magnitude of impact on the

bedrock aquifer of medium importance associated with the road bridge foundations and slab piles.

This option will have an imperceptible magnitude of impact on Rye Water Valley/Carton SAC (of

extremely high importance) due to the distance of the works from the SAC. The overall impact on

groundwater flow and quality is considered to be Slightly Negative.

3

5

Safety Impacts

5.1 Collisions & Related Impacts

Safety Considerations 

associated with site layout

Safety Considerations at Level 

Crossings. 

Collision Statistics. 

Fire Safety of Trains, Train 

Stability

6.2 Climate Adaption Impact

Impact on Resilience and 

Robustness of Transport 

Infrastructure

4.5 Planning Applications
Planning search:

 LAs, ABP, EIA Portal

4.6
Zoned Land, Land Use 

Planning and Spatial Planning

Impacts on strategic land–use 

planning at a national, regional, 

or local level.

Large Scale residential and 

non-residential  planning 

applications (granted and 

pending) potentially within the 

site boundaries.

Policy Review

Impact on land use strategies 

and regional and local plans. 

Assessment of support for 

land use factors local land use 

and planning. 

6

Qualitative assessment of 

carbon emissions

7

Local Environment 

Impacts

5.2 Other Safety Impacts
Impacts on anti-social 

behaviour, trips, falls, etc

4

Land Use Impacts

7.2
Water Resources

Impact on surface water, 

ground waterbodies,and  flood 

risk 

7.1 Biodiversity

Impact on European sites (SAC 

/ SPAs/RAMSAR), nationally 

designated sites and protected 

species, ASSIs, AONBs Nature 

Reserves, Wildlife Reserves. 

Invasive Species.

Identification of European 

sites (SAC / SPAs/RAMSAR), 

nationally designated sites 

and protected species, ASSIs, 

AONBs Nature Reserves, 

Wildlife Reserves. Invasive 

Species.

Climate Change 

Impacts

6.1 Climate Action Impact



Parameter

Criteria 
Sub-Criteria (Quantitative/ 

Qualitative) 

Option 1. Double online track. Vertical track lowering and track 

protection

R
a
ti

n
g

Option 2. Double online track. Bridge deck reconstruction and track 

protection

R
a
ti

n
g

Option 3. Double offline track and L5041 road diversion 

R
a
ti

n
g

Option 4. Double offline track without impacting the L5041

R
a
ti

n
g

Option 5. Double online track. Jackson’s Bridge railway bridge deck 

removal and L5041 diversion

R
a
ti

n
g

1

Transport User 

Benefits and Other 

Economic Impacts

1.1
Alignment with Customer 

Requirements Specification
Train operation functionality

Benefits to train operation 

through operation flexibility

Impact on the wider landscape is minimal and temporary. Provision of overhead electrical 

catenary will have a slight negative impact on the canal corridor. Subject to the use of 

sensitive finishes, raising part of the parapet of the bridge over the railway will only have a 

slight negative impact on the appearance of Jackson’s Bridge and for views of the railway / 

canal corridor from the bridge. 

The potential impact of Option 1 on Jackson’s Bridge, the Royal Canal, the 14th Lock, the 

adjoining residential property and for views to and from the Bridge is slight adverse during 

construction; and slight neutral thereafter.

Impact on the wider landscape is minimal and temporary. Demolition of the railway arch and 

bridge reconstruction and road raising works will have a significant temporary and short-term 

negative impact on Jackson’s Bridge, the 14th Lock, and adjoining residential property and 

on the local canal corridor.

Provision of overhead electrical catenary will have a slight negative impact on the canal 

corridor. Subject to the use of sensitive finishes, raising part of the parapet of the bridge over 

the railway will have a moderate negative impact on the appearance of Jackson’s Bridge and 

for views from the canal corridor from the adjoining residential property.

The potential impact of Option 2 on Jackson’s Bridge, the Royal Canal, the 14th Lock, the 

adjoining residential property and for views to and from the Bridge is significant adverse 

during construction; and moderate adverse to neutral thereafter.

The works will result in a significant impact on the wider landscape west and south of 

Jackson’s Bridge. Construction of the elevated link road and new bridge over the canal and 

existing railway, and the construction of the elevated offline section of railway will necessitate 

removal of sections of treelines and hedgerows, including those on the canal corridor, and 

will have a significant short and medium-term negative impact on the local area, including 

the local canal corridor. Provision of overhead electrical catenary will have a slight negative 

impact on the canal corridor. 

The potential impact of Option 3 on the Royal Canal, the Royal Canal Greenway, and the 

local landscape is significant adverse during construction and moderate / significant adverse 

thereafter.

The works will result in a significant impact on the landscape south of Jackson’s Bridge. 

Construction of the elevated offline railway and viaduct will necessitate removal of sections of 

treelines and hedgerows, including those on the canal corridor, and will have a significant 

short and medium-term negative impact on the local area, including the local canal corridor 

and the residential farm property along the L5041 south of the new railway alignment. 

Provision of overhead electrical catenary will have a slight negative impact on the canal 

corridor. 

The potential impact of Option 4 on the Royal Canal, the Royal Canal Greenway and the 

local landscape is significant adverse during construction and slight / moderate adverse 

thereafter.

The works will result in a significant impact on Jackson’s Bridge and the local landscape with 

the removal of the bridge structure. Construction of the elevated realigned local road and 

new bridge will necessitate removal of a significant tree-line along the east of the local road 

north of the canal, sections of hedgerows, and will have a very significant short and medium-

term negative impact on the local area, including the local canal corridor, the setting of the 

14th Lock and adjoining residential property and the residential farm property along the 

L5041 south of the railway. While the section of the existing L5401 local road north of the 

canal will be retained, the adjoining western edge of the realigned L5401 will be supported 

by means of a retaining structure of up to 8m in height. Provision of overhead electrical 

catenary will have a slight negative impact on the canal corridor. 

The potential impact of Option 5 on the Royal Canal and 14th Lock, the Royal Canal 

Greenway and the residential property adjacent to the lock is very significant adverse during 

construction and significant adverse thereafter.

The potential impact of Option 5 on the Royal Canal, the Royal Canal Greenway, and the 

local landscape is significant adverse during construction and significant adverse thereafter.

3 – Slightly Negative Impact 3 2 – Negative Impact 2 3 – Slightly Negative Impact 3 2 – Negative Impact 2 2 – Negative Impact 2

This option will not result in an impact on recorded monuments. This option will be primarily 

located within the footprint of the existing railway and as such there will is minimal potential for 

impacts on previously unrecorded archaeological sites that may be located within the area 

surrounding the railway.

The option will involve the lowering of the railway bed, which will see the retention of Jackson's 

Bridge, which is a protected structure. The option will require an increase in the parapet height of 

the railway bridge to a height of 1.8m. This will result in a direct, negtive impact on the bridge 

structure, which is considered moderately negative.

This option will not result in an impact on recorded monuments. This option will be primarily located 

within the footprint of the existing railway and as such there will is minimal potential for impacts on 

previously unrecorded archaeological sites that may be located within the area surrounding the 

railway.

The option will involve the lowering of the railway bed, but will require the dismantling and 

reconstruction of Jackson's Bridge, which is a protected structure. This applies to the arch crossing 

the railway rather tham the adjacent arches. The parapet height of the overall bridge will also be 

increased in height. This will result in a direct, negative impact on the bridge structure, which is 

considered significant negative.

This option will not result in an impact on recorded monuments, but the option comprises a re-

route of a railway through greenfield to the south of Jacksons Birdge and railway and a new access 

road crossing the proposed and existing railway, along with the canal. As such there is the 

potential for impacts on previously unrecorded archaeological sites that may be located within the 

footprint of the realigned railway and road.

The option will bypass Jackson's Bridge and as such will not directly impact the bridge or adjacent 

protected structures (canal locks). The new bridge further to the west has the potential to indirectly 

impact the setting of the bridge, locks and canal, although the impacts would not be significant.

This option will not result in an impact on recorded monuments, but the option comprises a re-

route of a railway through greenfield to the south. As such there is the potential for impacts on 

previously unrecorded archaeological sites that may be located within the footprint of the realigned 

railway.

The option will bypass Jackson's Bridge and as such will not directly impact the bridge. The option 

will see a section of the railway to the south of Jackson's Bridge elevated on an ambankment, with 

the new railway line at a higher elevation to Jackson's Bridge. This has the potential to result in a 

significant indirect negative impact on the setting of the structure. 

This option will not result in an impact on recorded monuments. This option will be primarily located 

within the footprint of the existing railway, a new road will be required to cross the railway, which is 

located in grenfield and has the potential to directly impact previously unrecorded archaeological 

sites that may be located within this area.

The option will involve the removal of the railway arch at Jackson's Bridge, although the remaining 

structure will be retained in-situ. This is a protected structure. This will result in a direct, negtive 

impact on the bridge structure, which is considered significant.

The new bridge further to the west has the potential to indirectly impact the setting of the bridge, 

locks and canal, although the impacts would not be significant.

2 – Negative Impact 2 2 – Negative Impact 2 3 – Slightly Negative Impact 3 3 – Slightly Negative Impact 3 2 – Negative Impact 2

The potential impact associated with this option relates to track lowering and the construction of a 

new track. The closest affected properties at those within Netwtown hall / The Grove to the south-

east of the RLB and those along Kilcock Road to the northwest. The works will require night-time 

and weekend possesions and associated significant construction noise impacts. There are no 

expected significant operational noise impacts due to change of fleet and the small horizontal 

alignment closer to these properties.  The Potential impact rating is 716, with 40 NSLs located 

within 50m. The overall impact is determiend to be negative given the potential for short-term 

significant construction impacts and low operational noise impacts. 

The potential impact associated with this option relates to track raising,  the construction of a new 

track and bridge alterations. The closest affected properties at those within Netwtown hall / The 

Grove to the south-east of the RLB and those along Kilcock Road to the northwest. The works will 

require night-time and weekend possesions and associated significant construction noise impacts. 

There are no expected significant operational noise impacts due to change of fleet and the small 

horixontal alignment closer to these properties. The Potential impact rating is 738, with 42 NSLs 

located within 50m.  The overall impact is determiend to be  negative given the potential for short-

term significant construction impacts and low operational noise impacts. 

The potential impact associated with this option relates to construction of a new offline track and 

realignment of the L5041 over the rail line to the west of Jacksons bridge.  The closest affected 

properties are those within Netwtown hall / The Grove to the south-east of the RLB and along 

Kilcock Road at the new tie-in point of the realigned road. The works are unlikely to require night-

time and weekend possessions, however there may be a short  possession during works on the 

new rail crossing set back from NSLs. During the operational phase, with the inclusion of the EIAR 

noise barrier along the westbound track, operational noise impacts are long term and slight / not 

significant.  The Potential impact rating is 751, with 48 NSLs located within 50m.  The overall 

impact is determiend to be slightly negative given the less significant construction noise impacts 

compared to Options 1, 2 and 5 and the low residual operational noise impacts at the closest NSL 

to the realigned section of rail line and realigned road. 

The potential impact associated with this option relates to construction of a new offline track. The 

closest affected properties are those within Netwtown hall / The Grove to the south-east of the RLB. 

The works are unlikley to require night-time and weekend possesions and will require standard 

working hours. During the operational phase, with the inclusion of the EIAR noise barrier along the 

westbound track, operational noise impacts are long term and slight. The Potential impact rating is 

716, with 40 NSLs located within 50m.  The overall impact is determiend to be slightly negative 

given the less significant construction noise impacts compared to Options 1, 2 and 5 and the low 

residual operational noise impacts at the cloest NSL to the realagined section of rail line. 

The potential impact associated rail construction works involve track raising and the construction of 

a new track and road realignment works. The closest affected properties at those within Netwtown 

hall / The Grove to the south-east of the RLB and those along Kilcock Road at the tie in with the 

new realigned L5041. The rail and bridge works will require night-time and weekend possesions 

and associated construction noise impacts. There are no expected significant rail operational noise 

impacts due to change of fleet and the small horizontal alignment closer to NSLs .  The Potential 

impact rating is 758, with 51 NSLs located within 50m. The overall impact is determiend to be 

negative given short-term significant construction impacts and low operational rail noise impacts. 

4 – Neutral Impact 4 4 – Neutral Impact 4 4 – Neutral Impact 4 4 – Neutral Impact 4 4 – Neutral Impact 4

No potential for signficant impact on local air quality due to vehicle emissions of NOx, PM10 and 

PM2.5 as traffic volumes are below TII screening criteria (PE-ENV-01106). There are sensitive 

receptors within 250 m of the potential construction works, however with dust mitigation there is 

no potential for significant effect on air quality. 

No potential for signficant impact on local air quality due to vehicle emissions of NOx, PM10 and 

PM2.5 as traffic volumes are below TII screening criteria (PE-ENV-01106). There are sensitive 

receptors within 250 m of the potential construction works, however with dust mitigation there is no 

potential for significant effect on air quality. 

No potential for signficant impact on local air quality due to vehicle emissions of NOx, PM10 and 

PM2.5 as traffic volumes are below TII screening criteria (PE-ENV-01106). There are sensitive 

receptors within 250 m of the potential construction works, however with dust mitigation there is no 

potential for significant effect on air quality. 

No potential for signficant impact on local air quality due to vehicle emissions of NOx, PM10 and 

PM2.5 as traffic volumes are below TII screening criteria (PE-ENV-01106). There are sensitive 

receptors within 250 m of the potential construction works, however with dust mitigation there is no 

potential for significant effect on air quality. 

No potential for signficant impact on local air quality due to vehicle emissions of NOx, PM10 and 

PM2.5 as traffic volumes are below TII screening criteria (PE-ENV-01106). There are sensitive 

receptors within 250 m of the potential construction works, however with dust mitigation there is no 

potential for significant effect on air quality. 

4 – Neutral Impact 4 4 – Neutral Impact 4 4 – Neutral Impact 4 4 – Neutral Impact 4 4 – Neutral Impact 4

No likely significant impacts on equipment susceptible to electromagnetic interference. Guideline 

limits for exposure to electromagnetic fields will not be exceeded for at any of the receptors in the 

current baseline environment.

No likely significant impacts on equipment susceptible to electromagnetic interference. Guideline 

limits for exposure to electromagnetic fields will not be exceeded for at any of the receptors in the 

current baseline environment.

No likely significant impacts on equipment susceptible to electromagnetic interference. Guideline 

limits for exposure to electromagnetic fields will not be exceeded for at any of the receptors in the 

current baseline environment.

No likely significant impacts on equipment susceptible to electromagnetic interference. Guideline 

limits for exposure to electromagnetic fields will not be exceeded for at any of the receptors in the 

current baseline environment.

No likely significant impacts on equipment susceptible to electromagnetic interference. Guideline 

limits for exposure to electromagnetic fields will not be exceeded for at any of the receptors in the 

current baseline environment.

17 15 15 15 13

1 4 – Neutral Impact 4.0 4 – Neutral Impact 4.0 4 – Neutral Impact 4.3 4 – Neutral Impact 4.3 4 – Neutral Impact 4.0

2 4 – Neutral Impact 4.0 4 – Neutral Impact 3.5 4 – Neutral Impact 5.0 4 – Neutral Impact 4.0 4 – Neutral Impact 5.0

3 4 – Neutral Impact 6.0 4 – Neutral Impact 6.0 4 – Neutral Impact 6.0 4 – Neutral Impact 6.0 4 – Neutral Impact 6.0

4 4 – Neutral Impact 3.7 3 – Slightly Negative Impact 3.6 3 – Slightly Negative Impact 3.0 2 – Negative Impact 2.4 3 – Slightly Negative Impact 3.0

5 3 – Slightly Negative Impact 2.5 3 – Slightly Negative Impact 2.5 5 – Slightly Positive Impact 6.0 5 – Slightly Positive Impact 6.0 3 – Slightly Negative Impact 3.0

6 3 – Slightly Negative Impact 2.5 3 – Slightly Negative Impact 2.5 4 – Neutral Impact 3.0 4 – Neutral Impact 3.5 4 – Neutral Impact 3.5

7 3 – Slightly Negative Impact 3.0 3 – Slightly Negative Impact 2.7 3 – Slightly Negative Impact 2.7 3 – Slightly Negative Impact 2.7 3 – Slightly Negative Impact 2.6

4 – Neutral Impact 3.67 4 – Neutral Impact 3.54 4 – Neutral Impact 4.29 4 – Neutral Impact 4.13 4 – Neutral Impact 3.87

Option 1. Double online track. Vertical track lowering and track 

protection
25.7

Option 2. Double online track. Bridge deck reconstruction and track 

protection
24.8 Option 3. Double offline track and L5041 road diversion 30.0 Option 4. Double offline track without impacting the L5041 28.9

Option 5. Double online track. Jackson’s Bridge railway bridge deck 

removal and L5041 diversion
27.1
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Local Environment 

Impacts

7.9

Electromagnetic 

Compatibility

Electromagnetic Compatability 

Impact on sensitive local 

receptors

7.4 Cultural Heritage

Impact on protected structures, 

archaeological sites and cultural 

heritage sites / features.

7.3 Landscape & Visual Quality

Potential landscape and visual 

impacts from new depot.

Potential landscape and visual 

impacts on protected views, 

Royal Canal / Greenway and 

general landscape and visual 

environment.

Key landscape characteristics 

affected; Effects on listed/ key 

views; Impact on landscape 

character.

 No. of RPS, National 

Monuments, SMRs, 

Conservation areas within 

250m and / or directly effected 

by options etc. Number of 

designated sites/structures 

(by level of designation) 

directly impacted by scheme 

(landtake).

7.5 Noise & Vibration
Impact on sensitive properties

7.6
Air Quality Impact on sensitive properties

Estimated number of sensitive 

receptors (residential 

properties, community 

facilities etc) likely to be 

affected by transport related 

air quality impacts with the 

project within 50m of the site 

boundary. 

Estimated number of potential 

receptors (residential 

properties, sensitive 

commercial properties etc) 

100m either side of the 

outermost depot rail line. 

Estimated number of sensitive 

receptors (residential 

properties, community 

facilities etc) likely to be 

affected by transport related 

noise with the project within 

50m, 100m, 200m and 300m 

bands. 
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Total Ranking / Preferred site

Criteria 7 (Local Environment Impacts) summary
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