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3 – Slightly Negative Impact 3 2 – Negative Impact 2 5 – Slightly Positive Impact 5 3 – Slightly Negative Impact 3 5 – Slightly Positive Impact 5 5 – Slightly Positive Impact 5 5 – Slightly Positive Impact 5 5 – Slightly Positive Impact 5 3 – Slightly Negative Impact 3

Empty running (Distance and travel time to the city 

centre)
Distance to the city centre - 16 kms 5 Distance to the city centre - 22.4 kms 5 Distance to the city centre - 29 kms 3 Distance to the city centre - 35 kms 3 Distance to the city centre - 34 kms 3 Distance to the city centre - 18 kms 5 Distance to the city centre - 23 kms 5 Distance to the city centre - 25 kms 5 Distance to the city centre - 32 kms 3

Rail access, number of turnbacks, crossover 

requirement, access complexity

Access to the Maynooth line. One turn-back necessary to access M3 Parkway, 

Hazelhatch, Northern Line; 2 turn-backs to access Heuston. In case Maynooth 

side access is not possible (Royal Canal bridge issues).

3

Access to the Maynooth line. One turn-back necessary to access M3 Parkway, 

Hazelhatch, Northern Line; 2 turn-backs to access Heuston. In case Maynooth 

side access is not possible. Turnback facilities necessary at Maynooth.

2

Access to the Maynooth line. One turn-back necessary to access M3 Parkway, 

Hazelhatch, Northern Line; 2 turn-backs to access Heuston.  Additional turnback 

necessary at Kilcock.

5

Access to the Maynooth line. One turn-back necessary to access M3 Parkway, 

Hazelhatch, Northern Line; 2 turn-backs to access Heuston. Requires extension 

of the twin track electrified railway by 1.7km to the site. It also impacts on the 

level crossing at Ferns Bridge

3
Access to the Maynooth line. One turn-back necessary to access M3 Parkway, 

Hazelhatch, Northern Line; 2 turn-backs to access Heuston.  
5

Access to the Hazelhatch suburban line, access assumed to be in Heuston 

direction (secondary access in the Sallins and Naas direction possible). One 

turn-back necessary to access Maynooth, M3 Parkway, Northern lines.

5

Access to the Kildare line, access assumed to be in Heuston direction 

(secondary access in the Sallins and Naas direction possible). One turn-back 

necessary to access Maynooth, M3 Parkway, Northern lines. Extension of 

electrification, 4.5km, of the line to Castledillon will be necessary of this option 

is to be progressed.

5

Access to the Kildare line, access assumed to be in Heuston direction 

(secondary access in the Sallins and Naas direction possible). One turn-back 

necessary to access Maynooth, M3 Parkway, Northern lines. 

5

Access to the Kildare line, access assumed to be in Heuston direction. One turn-

back necessary to access Maynooth, M3 Parkway, Northern lines. Possible 

bottleneck on the Hazelhatch - depot section (15 kms); low chance of building 

the separate "slow" line through Sallins because of the adjacent urban 

development.

2

Configuration (Site Size, Gradient Along Site)

Configuration:

The dimensions of the plot allows for the track alignment and facilities 

configuration requested as per last IÉ CMS CRS from 01/10/2024. However, 

the facilities configuration is not ideal (service slab in parallel to stabling)

Gradient:

Moderate slope 
2

Configuration:

The dimensions of the plot allows for the track alignment and facilities 

configuration requested as per last IÉ CMS CRS from 01/10/2024. However, 

the facilities configuration is not ideal (service slab in parallel to stabling). The 

location of this site would require trains to depart to the west to enter service. 

This will require supplementaty facilities west of Maynooth station to 

accommodate turnbacks. This will present challenges at the site access and 

Maynooth with drivers having to dismount to commence service.

Gradient:

Moderate slope 

1

Configuration:

The dimensions of the plot allows for the track alignment and facilities configuration 

requested as per last IÉ CMS CRS from 01/10/2024.

Gradient:

Moderate slope 
6

Configuration:

The dimensions of the plot allows for the track alignment and facilities 

configuration requested as per last IÉ CMS CRS from 01/10/2024. Option 

effects existing level crossing and adjacent canal lock.  Option 33 adjacent has 

better configuration 

Gradient:

Moderate slope 

2

Configuration:

The dimensions of the plot allows for the track alignment and facilities 

configuration requested as per last IÉ CMS CRS from 01/10/2024. 

Gradient:

Moderate slope 
6

Configuration:

The dimensions of the plot allows for the track alignment and facilities 

configuration requested as per last IÉ CMS CRS from 01/10/2024. However, 

the facilities configuration is not ideal (service slab in parallel to stabling)

Gradient:

Moderate slope 

3

Configuration:

The dimensions of the plot allows for the track alignment and facilities 

configuration requested as per last IÉ CMS CRS from 01/10/2024.

Gradient:

Moderate slope 

6

Configuration:

The dimensions of the plot allows for the track alignment and facilities 

configuration requested as per last IÉ CMS CRS from 01/10/2024.

Gradient:

Moderate slope 

6

Configuration:

The dimensions of the plot allows for the track alignment and facilities 

configuration requested as per last IÉ CMS CRS from 01/10/2024.

Gradient:

Steep slope

5

5 – Slightly Positive Impact 5 5 – Slightly Positive Impact 5 5 – Slightly Positive Impact 5 3 – Slightly Negative Impact 3 3 – Slightly Negative Impact 3 2 – Negative Impact 2 2 – Negative Impact 2 2 – Negative Impact 2 1 – Highly Negative Impact 1

Capital Cost Estimates Estimated Capital Cost = 105 % Estimated Capital Cost = 100 % Estimated Capital Cost = 104 % Estimated Capital Cost = 130 % Estimated Capital Cost = 120 % Estimated Capital Cost = 115 % Estimated Capital Cost = 128 % Estimated Capital Cost = 136 % Estimated Capital Cost = 173 %

 OPEX Cost Estimates Estimated Operational Cost =  100% Estimated Operational Cost =  100% Estimated Operational Cost =  100% Estimated Operational Cost =  124% Estimated Operational Cost =  113% Estimated Operational Cost =  115% Estimated Operational Cost =  127% Estimated Operational Cost =  135% Estimated Operational Cost =  171%

Release of DMUs to other lines, Latent 

Demand

No Addl electrified twin track; 

Twin ended depot, 2No. Bridges required over Royal Canal

Located on Dunboyne Line, (Higher latent passenger demand than SW and 

Coastal, more DMUs released to other lines) 

CCE Compound Required

 No Addl electrified twin track; 

Twin ended depot - not practicable , 

Located on Maynooth Line, (Higher latent passenger demand than SW and 

Coastal, more DMUs released to other lines) 

CCE Compound Required

No Additional twin track or electrification required to reach site, 

Twin ended depot, 

Located on Maynooth Line, (Higher latent passenger demand than SW and Coastal, 

more DMUs released to other lines) 

CCE Compound Required

1.7km  Addl electrified twin track; 

Twin ended depot, 

Located on Maynooth Line, (Higher latent passenger demand than SW and 

Coastal, more DMUs released to other lines) 

CCE Compound Required

7.67km addl electrified twin track; 

Located on Maynooth Line, (Higher latent passenger demand than SW and 

Coastal, more DMUs released to other lines)

CCE Compound Required

3.8km Addl electrified twin track; Addl Substation

Twin ended depot, 

Located on Southwest Line, (Higher latent passenger demand than Coastal, 

Lower than West, fewer DMUs released to other lines) 

CCE Compound Required

6.8km Addl electrified twin track; Addl Substation

Twin ended depot, 

Located on Southwest Line, (Higher latent passenger demand than Coastal, 

Lower than West, fewer DMUs released to other lines) 

CCE Compound Required

8.9km Addl electrified twin track; 2 Addl Substations

Twin ended depot, 

Located on Southwest Line, (Higher latent passenger demand than Coastal, 

Lower than West, fewer DMUs released to other lines) 

CCE Compound Required

17.9km Addl electrified twin track; 3 Addl Substations

Single  ended depot, 

Located on Southwest Line, (Higher latent passenger demand than Coastal, 

Lower than West, fewer DMUs released to other lines) 

CCE Compound Required

7 – Highly positive Impact 7 7 – Highly positive Impact 7 7 – Highly positive Impact 7 7 – Highly positive Impact 7 7 – Highly positive Impact 7 7 – Highly positive Impact 7 7 – Highly positive Impact 7 7 – Highly positive Impact 7 7 – Highly positive Impact 7

Change in Land Value

The introduction of the DART+ service will lead to an increase in property values 

proximal to the railway. This is impact is across the whole of the DART+ 

Network and arises from the delivery of a depot. The outcome is independent of 

site location. The positive impact rating is common for all options.

The introduction of the DART+ service will lead to an increase in property values 

proximal to the railway. This is impact is across the whole of the DART+ 

Network and arises from the delivery of a depot. The outcome is independent of 

site location. The positive impact rating is common for all options.

The introduction of the DART+ service will lead to an increase in property values 

proximal to the railway. This is impact is across the whole of the DART+ Network and 

arises from the delivery of a depot. The outcome is independent of site location. The 

positive impact rating is common for all options.

The introduction of the DART+ service will lead to an increase in property values 

proximal to the railway. This is impact is across the whole of the DART+ 

Network and arises from the delivery of a depot. The outcome is independent of 

site location. The positive impact rating is common for all options.

The introduction of the DART+ service will lead to an increase in property values 

proximal to the railway. This is impact is across the whole of the DART+ 

Network and arises from the delivery of a depot. The outcome is independent of 

site location. The positive impact rating is common for all options.

The introduction of the DART+ service will lead to an increase in property values 

proximal to the railway. This is impact is across the whole of the DART+ 

Network and arises from the delivery of a depot. The outcome is independent of 

site location. The positive impact rating is common for all options.

The introduction of the DART+ service will lead to an increase in property values 

proximal to the railway. This is impact is across the whole of the DART+ 

Network and arises from the delivery of a depot. The outcome is independent of 

site location. The positive impact rating is common for all options.

The introduction of the DART+ service will lead to an increase in property values 

proximal to the railway. This is impact is across the whole of the DART+ 

Network and arises from the delivery of a depot. The outcome is independent of 

site location. The positive impact rating is common for all options.

The introduction of the DART+ service will lead to an increase in property values 

proximal to the railway. This is impact is across the whole of the DART+ 

Network and arises from the delivery of a depot. The outcome is independent of 

site location. The positive impact rating is common for all options.

7 – Highly positive Impact 7 7 – Highly positive Impact 7 7 – Highly positive Impact 7 7 – Highly positive Impact 7 7 – Highly positive Impact 7 7 – Highly positive Impact 7 7 – Highly positive Impact 7 7 – Highly positive Impact 7 7 – Highly positive Impact 7

All site options result in enhancement to 

transport user experience due to the depot 

enabling the DART+ service

All options result in equivalent benefit across the whole of the proposed DART+ 

Network

All options result in equivalent benefit across the whole of the proposed DART+ 

Network

All options result in equivalent benefit across the whole of the proposed DART+ 

Network

All options result in equivalent benefit across the whole of the proposed DART+ 

Network

All options result in equivalent benefit across the whole of the proposed DART+ 

Network

All options result in equivalent benefit across the whole of the proposed DART+ 

Network

All options result in equivalent benefit across the whole of the proposed DART+ 

Network

All options result in equivalent benefit across the whole of the proposed DART+ 

Network

All options result in equivalent benefit across the whole of the proposed DART+ 

Network

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

Site Security All options perform equivalently in respect of impact on Site Security All options perform equivalently in respect of impact on Site Security All options perform equivalently in respect of impact on Site Security All options perform equivalently in respect of impact on Site Security All options perform equivalently in respect of impact on Site Security All options perform equivalently in respect of impact on Site Security All options perform equivalently in respect of impact on Site Security All options perform equivalently in respect of impact on Site Security All options perform equivalently in respect of impact on Site Security

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

2.1

This option is located largely offline. There is potential for this option to sever 

R149 Regional Road that provides connectivity between Hansfield /Barnhill and 

Lucan. This option also impacts the proposed DART+ West Barberstown Bridge. 

Two new over/underbridges will be required to maintain connectivity of the R149 

to residential areas, community facilities, places of employment. The future 

Barnhill Road network will need to be diverted to the north of the proposed 

Depot.

This option is located largely offline. There is potential for this option to sever 

the local road Ballygoran View, which provides connectivity between the R148 

and R405 without traveling through Maynooth or Leixlip. A new overbridge will 

be required to maintain connectivity to existing key services, residential 

properties, jobs, and recreational facilities.

Although road diversions and bridgeworks are required for  this option it is considered 

that access to existing residential areas, community facilities, places of employment 

and road network will be largely unaffected by the proposed works.

This option is located largely offline. There is potential for this option to sever 

L5027 within Nicholastown townland which brings local traffic across the Royal 

Canal via McLoughlins Bridge. A new overbridge will be required to maintain 

connectivity along the L5027 to maintain connectivity to existing key services, 

residential properties, jobs, and recreational facilities. This option will electrify 

the railway line from Kilcock Station.

Although a road diversion is required for  this option it is considered that access 

to existing residential areas, community facilities, places of employment and 

road network will be largely unaffected by the proposed works.

It is envisaged that road access will be maintained on the R148 while OBG26 is 

replaced.

This option is located largely offline. There is potential for this option to sever 

Lyons Road which provides access to a number of residential properties and 

provides access across the Grand Canal, via Aylmer Bridge. The western 

section of the depot ties into the existing rail network at OBC 27 which brings 

L2008 across the railway line. Access for road traffic is not likely to be severed 

at this location. Moderate effects on existing access to existing key services, 

residential properties, jobs, and recreational facilities are predicted as longer 

detour for journeys are likely. 

Although road diversions and bridgeworks are required for  this option it is 

considered that access to existing residential areas, community facilities, 

places of employment and road network will be largely unaffected by the 

proposed works.

This option is located largely offline. There is potential for this option to sever 

L2004 within Whitechurch Townland which brings traffic across the Grand Canal 

and provides a link to the N7 National Road. There is also potential to severe 

L2007 Straffan Road which runs from north west to south east and provides 

access across the Grand Canal at Baronrath Bridge.

Significant effects on existing access to residential areas, community facilities, 

places of employment and road network are likely due to longer detours.

Although road diversions and bridgeworks are required for  this option it is 

considered that access to existing residential areas, community facilities, 

places of employment and road network will be largely unaffected by the 

proposed works.

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

2.2 All options perform equivalently in respect of impact on freight access All options perform equivalently in respect of impact on freight access All options perform equivalently in respect of impact on freight access All options perform equivalently in respect of impact on freight access All options perform equivalently in respect of impact on freight access All options perform equivalently in respect of impact on freight access All options perform equivalently in respect of impact on freight access All options perform equivalently in respect of impact on freight access All options perform equivalently in respect of impact on freight access

6 – Positive Impact 6 6 – Positive Impact 6 6 – Positive Impact 6 7 – Highly positive Impact 7 7 – Highly positive Impact 7 6 – Positive Impact 6 6 – Positive Impact 6 6 – Positive Impact 6 6 – Positive Impact 6

Review of socially disadvantaged geographical 

areas (HP deprivation index) within 1km of site 

locations.

Scores better if in deprived region.  

This option is located within Electoral Division(s) (ED) of Marginally Above 

Average and Affluent HP deprivation index. EDs within 1km of the proposed 

depot site are also of this mix of affluence. Due to the nature of the proposed 

depot development which requires  speciality skills to work at the depot, all 

options are likely to have comparable social impacts. 

The implementation of a DART+ Programme will enable the delivery of the 

proposed DART+ service. This will result in improvement for all socially deprived 

areas across the network. All depot sites perform equally in this respect.

This option is located within Electoral Division(s) (ED) of Marginally Above 

Average and Affluent HP deprivation index. EDs within 1km of the proposed 

depot site are also of this mix of affluence. Due to the nature of the proposed 

depot development which requires  speciality skills to work at the depot, all 

options are likely to have comparable social impacts. 

The implementation of a DART+ Programme will enable the delivery of the 

proposed DART+ service. This will result in improvement for all socially deprived 

areas across the network. All depot sites perform equally in this respect.

This option is located within Electoral Division(s) (ED) of Marginally Above Average 

and Affluent HP deprivation index. EDs within 1km of the proposed depot site are also 

of this mix of affluence. Due to the nature of the proposed depot development which 

requires  speciality skills to work at the depot, all options are likely to have comparable 

social impacts. 

The implementation of a DART+ Programme will enable the delivery of the proposed 

DART+ service. This will result in improvement for all socially deprived areas across 

the network. All depot sites perform equally in this respect.

This option is located within Electoral Division(s) (ED) of Marginally Above 

Average HP deprivation index. Affluency of EDs within 1km of the proposed 

depot site are identified as Marginally Above Average and Affluent. Due to the 

nature of the proposed depot development which requires  speciality skills to 

work at the depot, all options are likely to have comparable social impacts. 

The implementation of a DART+ Programme will enable the delivery of the 

proposed DART+ service. This will result in improvement for all socially deprived 

areas across the network. All depot sites perform equally in this respect.

The location of the depot beyond Kilcock will facilitate the delivery of DART+ 

services to Kilcock.

This option is located within Electoral Division(s) (ED) of Marginally Above 

Average HP deprivation index. Affluency of EDs within 1km of the proposed 

depot site are identified as Marginally Above Average and Affluent. Due to the 

nature of the proposed depot development which requires  speciality skills to 

work at the depot, all options are likely to have comparable social impacts. 

The implementation of a DART+ Programme will enable the delivery of the 

proposed DART+ service. This will result in improvement for all socially deprived 

areas across the network. All depot sites perform equally in this respect.

The location of the depot beyond Kilcock will facilitate the delivery of DART+ 

services to Kilcock.

This option is located within Electoral Division(s) (ED) of Marginally Above 

Average HP deprivation index. Affluency of EDs within 1km of the proposed 

depot site are identified as Marginally Above Average and Marginally Below 

Average. Due to the nature of the proposed depot development which requires  

speciality skills to work at the depot, all options are likely to have comparable 

social impacts. 

The implementation of a DART+ Programme will enable the delivery of the 

proposed DART+ service. This will result in improvement for all socially deprived 

areas across the network. All depot sites perform equally in this respect.

This option is located within Electoral Division(s) (ED) of Marginally Above 

Average and Affluent HP deprivation index. EDs within 1km of the proposed 

depot site are of the same affluence. Due to the nature of the proposed depot 

development which requires  speciality skills to work at the depot, all options are 

likely to have comparable social impacts. 

The implementation of a DART+ Programme will enable the delivery of the 

proposed DART+ service. This will result in improvement for all socially deprived 

areas across the network. All depot sites perform equally in this respect.

This option is located within Electoral Division(s) (ED) of Marginally Above 

Average and Affluent HP deprivation index. EDs within 1km of the proposed 

depot site are of the same affluence. Due to the nature of the proposed depot 

development which requires  speciality skills to work at the depot, all options are 

likely to have comparable social impacts. 

The implementation of a DART+ Programme will enable the delivery of the 

proposed DART+ service. This will result in improvement for all socially deprived 

areas across the network. All depot sites perform equally in this respect.

This option is located within Electoral Division(s) (ED) of Marginally Above 

Average, Marginally Below Average and Affluent HP deprivation index. EDs 

within 1km of the proposed depot site are of the same affluence.  Due to the 

nature of the proposed depot development which requires  speciality skills to 

work at the depot, all options are likely to have comparable social impacts. 

The implementation of a DART+ Programme will enable the delivery of the 

proposed DART+ service. This will result in improvement for all socially deprived 

areas across the network. All depot sites perform equally in this respect.

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

Direct impacts on Public realm areas 
The proposed depot option will not enhance or have negative impacts on the 

existing public realm.

The proposed depot option will not enhance or have negative impacts on the 

existing public realm.

Much of the existing road access south of the railway is subject to flood risk. The 

proposed alterations will raise much of the road infrastructure above floow level. In 

addition accss for noon motorised users is improved by the proposed works.

The proposed depot option will not enhance or have negative impacts on the 

existing public realm.

The proposed depot option will not enhance or have negative impacts on the 

existing public realm.

The proposed depot option will not enhance or have negative impacts on the 

existing public realm.

The proposed depot option will not enhance or have negative impacts on the 

existing public realm.

The proposed depot option will not enhance or have negative impacts on the 

existing public realm.

The proposed depot option will not enhance or have negative impacts on the 

existing public realm.

1 – Highly Negative Impact 1 6 – Positive Impact 6 5 – Slightly Positive Impact 5 1 – Highly Negative Impact 1 5 – Slightly Positive Impact 5 2 – Negative Impact 2 4 – Neutral Impact 4 1 – Highly Negative Impact 1 4 – Neutral Impact 4

Impact on Local Road Network

Option 26 severs the R149 at the east and west. Option 26 also impacts the 

proposed DART+ West Barberstown Bridge provided as alternative 

infrastructure for the closure of Barberstown level crossing and new road 

system newly constructed to facilitate the development of Barnhill LAP. Two new 

over/underbridges will be required to maintain connectivity of the R149. The 

Barnhill Road network will need to be diverted to the north of the proposed 

Depot. Depot access will be provided at the north eastern section of depot with 

connection to the R149.  The R149 will provide access to the M3 at junction 4 

4km to the east.

Option 28 will sever local road Ballygoran View which runs in a north to south 

direction providing connectivity between the R148 and R405 without traveling 

through Maynooth or Leixlip.  A new overbridge will be required to maintain 

connectivity between Ballygoran View and the R148 to the north.  To the east of 

the Depot, the Depot will sever a local road which is to be changed to a cul de 

sac as part of DART+ West.  Depot Access will be provided to the north of the 

Depot via the realigned Ballygoran View providing connectivity to the R148 

which provides access to the M4 via the R449 approximately 4km to the south.

Option 30 will require the local diversion of the R148 to facilitate a new access into the 

depot over the canal and railway. This will be built largely offline curtailing the impact 

on the roadway. Daily traffic accessing the site will be small. Exceptional long load 

deliveries will access the site through Kilcock. No alterations are required to the local 

road network to accommodate the access. The impact is considered Slight Positive 

Impact as the new access to the lands south of the railway will provide alternative 

access to existing properties.

Option 32 severs the L5027 which provides connectivity across the railway line 

and canal at Ferrans Lock and provides connectivity between the R158 and 

R148. Another crossing is provided 3km to the south and 6km to the north. A 

new overbridge will be required to maintain connectivity along the L5027. local 

access road to private properties will be changed to a cul de sac. A new access 

road approximately 400m in length will be required to provide access to the 

Depot from the R148.  The R148 will provide access to the M4 junction 8 

approximately 2km to the south.

Option 33 diverts the L5027 which provides connectivity across the railway line 

and canal at Ferrans Lock and provides connectivity between the R158 and 

R148. Another crossing is provided 3km to the south and 6km to the north. This 

options permits maintenance of the level crossing and does not affect the lock. 

A new access road approximately 400m in length will be required to provide 

access to the Depot from the R148.  The R148 will provide access to the M4 

junction 8 approximately 2km to the south.

The proposed reconstruction of OBG26 will reinstate the R148 over the railway 

to existing levels and configuration.

The location of the depot beyond Kilcock will facilitate the delivery of DART+ 

services to Kilcock.

Option 39 severs Lyons Road which runs north west to south east.  Lyons Road 

provides access to a number of residential house and provides access across 

the Grand Canal, via Aylmer Bridge, south of the Depot. Existing crossings of 

the Grand Canal are provide 2km to the north and south of Aylmer Bridge. 

Providing alternative road access across the Depot would result in diverting the 

existing road to the west which would require significant landtake. It is proposed 

to cul de sac the Lyons Road at the boundary of the Depot site.

Access to the site will be provide via the L2008 to the west of the site. The 

L2008 will provide access to the M4 to the north through Celbridge Town 

approximately 5km to the north.

Option 40 does not impact any Local, National or Regional Roads.  Access to 

the site can be provide to the west of the site across private lands to the L2007. 

The L2007 provides access to the N7, junction 7 at Kill, approximately 5km to 

the south.

Option 41 severs the L2007 Straffan Road which runs from north west to south 

east and provides access across the Grand Canal at Baronrath Bridge. 

Alternative access across the canal is provide 2.5km to the west and east.  

Straffan Road is the main route across the canal in the local area. Layout of the 

Depot would preclude diverting the L2007 without significant impact to local 

lands and significant landtake.

Access to the Depot will be provided to the southern section of the L2007 and 

provide access to the N7, junction 7 at Kill, 2km to the south.

Option 42 does not impact any Local, National or Regional Road. Access to the 

site will be provided via the R407 (Sallins Bypass) to the east of the Depot site. 

This will provide access to the M7 junction 9a, 1km to the south. 

1 – Highly Negative Impact 1 1 – Highly Negative Impact 1 1 – Highly Negative Impact 1 1 – Highly Negative Impact 1 1 – Highly Negative Impact 1 1 – Highly Negative Impact 1 1 – Highly Negative Impact 1 1 – Highly Negative Impact 1 2 – Negative Impact 2

Direct and indirect impacts on sensitive 

agricultural enterprise (e.g., beef or equine 

farms. Tillage is low sensitivity). Severance of 

landholding, direct acquisition of farm yards, 

sheds etc). Indirect impacts due to 

construction and operation near sensitive agri 

enterprises.

No. of residential, community and businesses 

directly impacted by the option (acquisition). 

Indirect impacts on properties are assessed 

under noise, landscape and visual quality, and 

air quality assessments.

Direct impacts on agricultural land holdings that are primarily used for tillage. 

Proposed landtake will be significant on some landholdings resulting in impacts 

on access to lands and retained areas of irregular size and shape. 

Direct impacts on farm buildings on 2 agricultural properties.

Direct impact on 3 residential properties. Significant potential direct impact on 

curtilage of 2 other residential properties.

Direct impact on pitches and grounds of Confey GAA Club.

Direct impacts on agricultural land holdings that are used for equine grazing, 

livestock grazing and tillage. Proposed landtake will be significant on some 

landholdings resulting in impacts on access to lands and retained areas of 

irregular size and shape. 

Direct impact involving significant landtake on Airlie Stud and indirect impacts on 

second yard located adjacent to the proposed site boundary. 

Direct impact on Grangewilliam Cemetery. 

Direct impacts on agricultural land holdings that are used for tillage and grassland. 

Central section is located on lands used for dairy. Proposed landtake will be significant 

on some landholdings resulting in impacts on access to lands and retained areas of 

irregular size and shape. 

Indirect impacts on two equine holdings adjacent to the site boundary and an equine 

yard (approx. 470m south).

No direct impact on residential or commercial properties.  

Direct impacts on agricultural land holdings that are primarily used for livestock 

grazing including equine. Proposed landtake will be significant on some 

landholdings resulting in impacts on access to lands and retained areas of 

irregular size and shape. Direct impacts on all farm buildings on one farm 

holding. Direct impact involving landtake and impact on yard area on one equine 

holding. 

Indirect impact on one equine holding north of rail line.

Direct impact on 2 residential properties. Potential significant direct impact on 

curtilage of commercial yard of a commercial property .

Direct impacts on agricultural land holdings that are primarily used for livestock 

grazing. Proposed landtake will be significant on some landholdings resulting in 

impacts on access to lands and retained areas of irregular size and shape. 

Indirect impact on one equine holding north of rail line.

Direct impact on 2 residential properties. Potential significant direct impact on 

curtilage of commercial yard of a commercial property .

Direct impacts on agricultural land holdings that are used for livestock grazing. 

Proposed landtake will be significant on some landholdings resulting in impacts 

on access to lands and retained areas of irregular size and shape. 

Direct impact on a shed on one farm and all farm buildings within a large farm 

complex.

Direct impacts 5 no. on residential properties.

Potential significant direct impact on curtilage on one residential property.

Direct impacts on agricultural land holdings that are used for tillage and livestock 

grazing including equine. Proposed landtake will be significant on some 

landholdings resulting in impacts on access to lands and retained areas of 

irregular size and shape. 

Direct and indirect impact on two equine holdings (Castledillon Stud and 

Whitechurch Stud) located on lands at the western section of the proposed 

depot option.

Potential indirect impact on equine holding (Ballyhays Stud) located approx. 

320m west of proposed depot.

No direct impacts on residential, commercial or community  properties.

Direct impacts on agricultural land holdings that are used for tillage and livestock 

grazing including equine. Proposed landtake will be significant on some 

landholdings resulting in impacts on access to lands and retained areas of 

irregular size and shape. 

Direct impacts on Sunvale House, a stud farm, involving significant landtake and 

equine yard and buildings.

Direct impact on equine farm on the northern section involving landtake and 

indirect impacts on yard, located adjacent to proposed site boundary and 

retained lands. 

Indirect impacts on Baronrath Stud, located east of proposed site boundary and 

approx. 200m to yard.

Direct impacts on 3 no. residential properties. Potential significant direct impact 

on the curtilage of two other residential properties.

Direct impacts on agricultural land holdings that are used for tillage and livestock 

grazing including equine. Proposed landtake will be significant on some 

landholdings resulting in impacts on access to lands and retained areas of 

irregular size and shape. 

Direct impact on equine farm with the eastern section involving significant 

landtake and indirect impacts on yard, located approx. 150m from the proposed 

option. 

No direct impacts on residential, commercial or community  properties.
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Direct impacts on existing utilities

Existing Underground Eir Service Affected at Barberstown

Two Public Road Crossings

No evidence of HV OH Lines

38kV OH Lines Affected full length of site;

No public road crossings

Access requires construction of new roadway

2No. 38kV OH Lines Affected,

No Public Road Crossings

Access Requires Crossing of Railway

38kV OH Line Affected

2No Public Roads Affected

38kV OH Line Affected

1No Public Roads Affected

10kV OH Lines Affected along length of Site

1 No. Public Road Affected

38kV OH Line Crosses the Site

No public Roads Affected

3No Public Roads Affected.

Domestic Utilities Affected

River Liffey Affected;

Road Access Likely to Affect Leinster Aquaduct
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The site is located on mostly low-lying land with elevations between 55 to 60m 

OD. It has been primarily used for agriculture since before 1995, with Leixlip and 

Clonsilla town centres within 1km and a golf course approximately 1km to the 

east. Two watercourses traverse the site from northwest to southeast, while the 

Royal Canal lies 0.25–1.00km south of the site. No historical developments 

were recorded. 

 

The site has no significant Quaternary geomorphology feature. The underlying 

bedrock is the Lucan Formation (dark limestone and shale). Quaternary 

sediments comprise primarily till from limestones with limited amount of alluvium 

deposits near the watercourse located at the northeastern corner of the site. 

Geotechnical investigations from a nearby residential development encountered 

over-consolidated gravelly tills with high SPT-N values, indicating adequate 

subsoil conditions for a railway depot. Groundwater was absent during these 

investigations. 

  

The site is on low-lying flat land with elevations between 60 to 70m OD and has 

been used for agricultural purposes since before 1995. The Royal Canal runs 

parallel to the northern boundary, while the Collinstown Industrial Park is near 

the northeastern corner. Pike Bridge is located at the northwestern corner of the 

site and intersects the Royal Canal. 

The site has no significant Quaternary geomorphology feature. The underlying 

bedrock is the Lucan Formation (dark limestone and shale) in the eastern part 

and Tober Colleen Formation (calcareous shale, limestone conglomerate) in the 

westernmost area. Quaternary deposits are mainly till derived from limestones. 

Boreholes along the Royal Canal reveal bedrock at depths up to 12 m BGL in 

only one of them. 

 

No significant geohazards have been identified in terms of karst features and/or 

previous landslide events, and landslide susceptibility is low. The nearest 

geological heritage sites are over 2km away, Louisa Bridge Cold Spring and 

Louisa Bridge Hot Spring (IGH16). These are related to active thermal 

groundwater deposits. At approximately 1km away from the site, two caves are 

located along the margins of the meltwater channel associated with Rye River 

system. Based on review of historical Ordnance Survey 6” mapping, the site 

includes notable historical features: church ruins, graveyard, old monastery, 

aqueduct, disused quarry, and other features such as ringfort and tower, some 

of which may present challenges for foundations and/or earthworks.  

The site is on low-lying flat lands with elevations between 60 to 70m OD. It has been 

used for agricultural purposes since before 1995 with Kilcock and Maynooth town 

centres within 1km. The Royal Canal flows along the northern boundary, and three 

watercourses are present at the southeastern edge.  

The site has no significant Quaternary geomorphology feature. Glaciofluvial Terraces 

belonging to Rye Water River system are present near the northwestern corner of the 

site but no direct relation with the proposed site has been found. The site lies on Lucan 

Formation (Dark limestone & shale), with Quaternary deposits of till derived from 

limestones and localized alluvium and lacustrine deposits which are potentially 

compressible silts and clays.  

Boreholes along the Royal Canal show bedrock depths of up to 11 m BGL in only one 

of them. 

No significant geohazards have been identified in terms of karst features and/or 

previous landslide events, and landslide susceptibility is low. The nearest geological 

heritage site is over 5km away (Louisa Bridge Cold Spring and Louisa Bridge Hot 

Spring (IGH16)).  

  

The site is located on mostly low-lying lands with elevations ranging between 75 

to 85m OD. Most of the site has been used as agricultural lands before 1995, 

there is presence of Royal Canal and watercourse which are running parallel to 

the site. 

The quaternary geomorphology consists mostly of Glaciofluvial Terrace 

belonging to Rye Water River system from northwestern to southeastern end. 

Two Drumlins are located towards the southwest boundary of the site. The 

bedrock geology is composed of Lucan Formation (dark limestone and shale). 

The Quaternary sediments are mostly comprised of gravels derived from 

limestones with traces of alluvium deposits at the northwest side. One third of 

the site is composed of till derived from limestones along the southwestern 

boundary and the southeast corner. 

There are no karst features present within site, but a well is located at the 

centre with bedrock at approx. 6.1m BGL in this well. There are no previous 

landslide events recorded, and landslide susceptibility is low. The closest 

geological heritage site (approx. 4km away) to the depot site is Kilbrook Spring 

which is a warm spring within disused gravel pits (IGH16). 

The site is located on mostly low-lying lands with elevations ranging between 70 

to 80m OD. Most of the site has been used as agricultural lands since before 

1995, presence of Royal Canal and watercourse are running parallel to the site. 

In terms of quaternary geomorphology, most of the site is covered by a 

Glaciofluvial Terrace belonging to Rye Water River system starting from 

northwestern to southeastern end. Two Drumlins are also located towards the 

southwest boundary of the site. The bedrock geology is composed of Lucan 

Formation (dark limestone and shale). The Quaternary sediments primarily 

consist of gravels derived from limestones with traces of alluvium deposits. 

More than one third of the site is composed of till derived from limestones at the 

southern side. 

There are no karst features present within the site. A well with depth of 42.7m 

BGL is located at the northwest corner where bedrock was encountered at 6.1m 

BGL. There are no previous landslide events recorded, and landslide 

susceptibility is low. The closest geological heritage site (approx. 4km away) to 

the depot site is Kilbrook Spring which is a warm spring within disused gravel 

pits (IGH16). 

Based on review of historical Ordnance Survey 6” maps from 1830’s, there are 

two historic flood plains, a historical aqueduct, a gravel pit, and a sluice within 

the site. River Rye is passing across the site in north end and the Royal canal 

is flowing along the site. 

The site is located on mostly low-lying lands with elevations ranging from 55 to 

65m OD.  No significant quaternary geomorphology feature is present within 

site, but a Hummocky Sand and Gravel feature is encountered next to the 

southwest corner of the site. The bedrock geology is composed of Lucan 

Formation (dark limestone and shale). In addition, a strike and dip of bedding 

feature is present near the northern boundary of the site. The Quaternary 

sediments consist of till derived from limestones. A deposition area composed of 

gravels derived from limestones is present at the vicinity of proposed site. 

No geotechnical sites and boreholes are present at the footprint of the scheme. 

However, there is a geotechnical site located at Hazelhatch and Celbridge 

Station for a proposed pedestrian bridge. As part of this GI study, two boreholes 

encountered bedrock at 2.1 and 3.1m BGL respectively. Groundwater was also 

encountered at around 3m BGL. 

There are no karst features and wells present at the site. There are no previous 

landslide events recorded, and landslide susceptibility is low. There are two 

geological sites at the vicinity of the site approx. 2.5km away as follows: 

Newcastle Buried Channel (IGH12) and Liffey Oxbow (IGH14) which are 

described as a deep buried channel in the carboniferous limestone bedrock (not 

seen at surface) and abandoned oxbow lake of a River Liffey meander, 

respectively.  

The site is located on low-lying lands with elevations ranging from 60 to 65m 

OD. Three watercourses cross the site through southwest to northeast direction 

and merge into one near north boundary. A 110 kV overhead line also crosses 

the site at northeast end. 

The entire site is located on a Hummocky Sand and Gravel feature. A Drumlin is 

also present near the south boundary. The bedrock geology is composed of 

Lucan Formation (dark limestone and shale). The Quaternary sediments are 

composed of gravels derived from limestones and bedrock outcrop or subcrop. 

There are no karst features at the site. There are numerous wells present at the 

vicinity of the site (more than 10). Only one of these encountered bedrock at 

5.2m BGL, whereas the others did not. There are also no previous landslide 

events recorded, and landslide susceptibility is low. There are two geological 

sites at the vicinity of the site. One of them is Newcastle Buried Channel 

(approx. 4km away, IGH12) and the other one is Liffey Oxbow (approx. 2km 

away, IGH14) which are described as a deep buried channel in the 

carboniferous limestone bedrock (not seen at surface) and abandoned oxbow 

lake of a River Liffey meander, respectively.   

The site is located on low-lying flat lands with elevations ranging between 60 to 

70m OD. A watercourse crosses the southwestern corner of the site along with 

another one which crosses parallel to the southwestern boundary.  No 

significant quaternary geomorphology feature is present at the site however, a 

Hummocky Sand and Gravel area surrounds north and northeast boundaries. A 

Drumlin is located near to southeast boundary of the site. The bedrock geology 

primarily consists of Lucan Formation (dark limestone and shale), while approx. 

50% of the site lies on Waulsortian Limestones (massive unbedded limestone 

mudstone) and Boston Hill Formation (nodular and muddy limestone and shale). 

In addition, there are three faults that cross the site in south-east to north-west 

direction. The quaternary sediments primarily comprise of till derived from 

limestones along with alluvium at the southwest corner and gravels derived from 

limestones deposits at north and northeast boundaries of the site. Bedrock 

outcrop or subcrop and karstified bedrock outcrop or subcrop regions are also 

present next to northern and southern boundaries.  

There are no karst features present at the site. There are numerous wells 

located at the vicinity of the site (more than 10). There are no previous landslide 

events recorded, and the landslide susceptibility is low. There are two geological 

sites at the vicinity of the site. One of them is Newcastle Buried Channel 

(approx. 6.5km away, IGH12) and the other one is Liffey Oxbow (approx. 3.5km 

away, IGH14) which are described as a deep buried channel in the 

carboniferous limestone bedrock (not seen at surface) and abandoned oxbow 

lake of a River Liffey meander, respectively.    

The site is located on slightly hilly lands with elevations varying between 70 to 

90m OD.  River Liffey flows across the southeastern corner of the site. 

In terms of quaternary geomorphology, most of the site has no significant 

feature present. A Hummocky Sand and Gravel area is located at the 

southeastern corner of the site. This feature also surrounds the northern 

boundary of the site. In addition, a Drumlin is also located next to southwest 

boundary of the site. The site is located on two distinct bedrock formations: 

Waulsortian Limestones (massive unbedded limestone mudstone) and  

Rickardstown Formation (Cherty often dolomitised limestone). The Quaternary 

sediments consist primarily of till derived from limestones with traces of 

Lacustrine sediments, gravels derived from limestones and alluvium deposits. 

Based on the previous GI data, trial pits revealed topsoil overlying sandy 

gravelly silt/clay over silty sand and sandy gravel units. The groundwater was 

also encountered approx. 1.8m BGL.  

No karst features are present at the site. There are numerous wells present at 

the vicinity of the site (more than 5). There are no previous landslide events 

recorded, and landslide susceptibility is low. There are no geological heritage 

sites at the vicinity of the site. 

No karst features or significant geohazards are noted in terms of previous 

landslide events, and landslide susceptibility is low. A few wells, which do not 

indicate bedrock, are located nearby. The nearest geological heritage site is 

Lucan Esker approximately 3.5km away (IGH7). The esker includes a large 

accumulation of sands and gravels primarily deposited under the ice sheet. 

The site may pose potential contamination risks associated with nearby housing 

developments located at Leixlip and Clonsilla.  

Overall, the site conditions can be associated with a neutral impact. 

Based on EPA maps, the proposed site is located adjacent to the Integrated 

Pollution Prevention and Control (IPPC) facility boundary. There is industrial 

park for Intel Ireland limited at approx. 180m away from site in northeast 

direction. 

Overall, the site would require careful assessment and design to mitigate some 

geotechnical risks and is associated with a negative impact. 

The only contamination risk that may be associated with the site is the possible water 

contamination regarding the Royal Canal. 

Overall, the site conditions can be associated with a slightly negative impact. 

Based on review of historical Ordnance Survey 6” maps from 1830’s, there are 

two historic flood plains, a historic aqueduct, a gravel pit, and a sluice within the 

site. River Rye is passing across the site along the north end and Royal canal 

flows parallel to the site. The site encountered few houses built before 2000, 

and construction of commercial complex nearby in south direction in 2001-2005. 

Therefore, these suggests that the site may pose possibility of contamination. 

Meanwhile, flood plains may also suggest poor alluvium and/or sandy soils could 

be likely. 

Overall, the site conditions can be associated with a slightly negative impact. 

The site encountered few houses which were built before 2000, and 

construction of commercial complex (SuperValu and Centra) nearby in south 

direction in 2001-2005. Therefore, these suggest that the site may pose 

possibility of contamination. Meanwhile, flood plains may also suggest some 

poor alluvium and/or sandy soils could be likely. 

Overall, the site conditions can be associated with a slightly negative impact. 

From a contamination risk perspective, the site encountered two to three 

existing structures constructed before 2000 which may show the presence of 

probable asbestos and contamination risks which need to be investigated at a 

further stage.  Overall, the site conditions can be associated with a slightly 

negative impact. 

Based on review of historical Ordnance Survey 6” maps from 1830’s, the 

proposed site does not have any probable source of contamination although 

Reeves Castle ruins are present at 150m away from the site. 

From a contamination risk perspective, the site encountered a few houses 

constructed before 2000. There are ruins of a historical castle and a church in 

northwestern part of site. The site has also barns, studs, small-scale industrial 

facilities, yards, workshops and an auto repair shop within 250m radius from its 

perimeter. This may suggest possibility of hydrocarbon, asbestos and other 

contamination presence.  

Overall, the site would require careful assessment and design to mitigate some 

geotechnical risks and can be associated with a negative impact. 

From a contamination risk perspective, the proposed site does not have any 

probable source of contamination although there are ruins of Bride’s Church, a 

disused graveyard, and Liffey River flowing across the site (historical Ordnance 

Survey 6” maps from 1830’s). There are several flood plains approx. 600m 

away in northeast direction. Therefore, the site might pose possible water 

contamination related risks. Meanwhile, flood plains may also suggest some 

poor alluvium and/or sandy soils that could be likely. 

Overall, the site conditions can be associated with a slightly negative impact.  
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This site is adjacent to the DART+ West project proposed by IE (ABP Ref. 

314232). Changes this granted planning application are likely to facilitate tie in 

with this depot site.

This depot site is within a large scale residential development within Barnhill 

(Fingal Reg. Ref. SHDW/005/21; ABP Ref. 314125 (Quashed Case), 320560 

(Remitted Case)) which was granted planning permission in 2023, and also 

overlaps with a section of a development for a upgrade works to Maynooth 

wastewater pumping station which includes a new pipeline (c.9.8km) along the 

R149 (Kildare Reg. Ref. 22/784; ABP Ref. 315725).

This site is adjacent to the DART+ West project proposed by IE (ABP Ref. 314232). 

Modifications to tie in with the permitted Railway Order can be incorporated into the 

future application for the depot. 

The omission of the depot from the previous railway order and the reasons given by ACP in 

doing so must be considered in any revised proposals for the site.

Guidance can be taken from the Explanatory Notes attached to the Boards Decision in terms of 

providing additional information, including this MCA Analysis, to provide the Board with 

information to make their decision.

Regardless of which site emerges as the preferred site, full consideration of the previous 

decision will be necessary and pre planning consultation with the local authority and ACP 

undertaken to address each element of the Justification Test in the Flood Risk Management 

Guidelines.

This site is adjacent to the DART+ West project proposed by IE (ABP Ref. 314232). 

Modifications to tie in with the permitted Railway Order can be incorporated into the 

future application for the depot. Future projects for the area identified in the Kildare 

and Meath County Development Plans  include the Maynooth Outer Orbital Route 

(MOOR).

This site is adjacent to the DART+ West project proposed by IE (ABP Ref. 314232). 

Modifications to tie in with the permitted Railway Order can be incorporated into the 

future application for the depot. Future projects for the area identified in the Kildare 

and Meath County Development Plans  include the Maynooth Outer Orbital Route 

(MOOR).

This site is adjacent to the DART+ South West project proposed by IE (ABP Ref. 316119) 

which was granted planning permission by ABP in November 2024. Modifications to tie 

in with the permitted Railway Order can be incorporated into the future application for 

the depot. 

Overall, the site conditions can be associated with a neutral impact. 
No active large scale residential or non-residential planning applications within the 

footprint of the proposed option.

No active large scale residential or non-residential planning applications within the 

footprint of the proposed option.
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Impacts on socially disadvantaged 

geographical areas
Social Impacts3.1

Impacts on strategic land–use planning at 

a national, regional, or local level.

4.4

1.5

Transport Costs and 

Operational Characteristics

Site Security

1.4 Transport User Benefits

Positive or negative impacts on transport 

users due to the implementation of the 

depot

1.1

4.7

1.3

4.3 Material Assets: Property
Impact on agricultural and non-agricultural 

property

4.6

Zoned Land, Land Use 

Planning and Spatial 

Planning

Soils: Desktop Study, GSI

land, soils, waste and geological heritage 

sites. 

Soils and Geology (incl. 

Waste)
4.5

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. 

Impacts on existing 

accessibility

Existing Transport Network 

and Service Impact:

Alignment with Customer 

Requirements Specification

Freight Access

Impacts on access to jobs, key services 

and recreational facilities, and  freight 

access.

Empty Running, Connection to Mainline, 

Configuration

Impacts related to changes in public realm, 

such as streets, footpaths, and public 

buildings, as a result of a scheme.

Change of Land Value

Positive or Negative impacts on Land Value 

consequent the depot delivery emabling 

the introduction of the DART+ service  

Impacts on existing accessibility (access to 

services, jobs, amenities and community 

facilities) 

Impact on access for freight traffic and access 

to freight facilities

Sub-Criteria (Quantitative/ Qualitative) 

DART+ Depot - MCA Stage 1

1

Impact of Local Road Network

Transport User 

Benefits and Other 

Economic Impacts

Social Impacts

Capital Cost Estimates, OPEX Cost 

Estimates, Release of DMUs to other lines, 

Demand

1.2

3

Accessibility 

Impacts

4

Land Use Impacts

Planning search:

 LAs, ABP, EIA Portal

Change in Quality of Public 

Realm

Site Security

Built Services (Utilities) Impacts on existing utilities

4.2

4.1

Planning Applications
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Parameter Criteria 
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Kilcock West Site 3 
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1.1
Alignment with Customer 

Requirements Specification

Empty Running, Connection to Mainline, 

Configuration

Sub-Criteria (Quantitative/ Qualitative) 

1

Transport User 

Benefits and Other 

Economic Impacts
The Fingal CDP 2021-2027 and Kildare CDP 2023-2029 both include a number of 

policies and objectives which supports the development of rail infrastructure in their 

respective counties, and each plan includes policies / objectives supporting the 

development of the Dart + programme.

The majority of the site is located within the administrative area of Fingal, zoned as 

either GB Greenbelt or OS Open Space.  There are no explicitly relevant uses listed as 

permitted in the matrix and therefore the proposal will be assessed in terms of its 

contribution to achieving the applicable zoning objective and vision and their 

compliance / consistency with the policies and objectives of the CDP.  A scenic amenity 

objective also applies to part of these GB and OS lands. 

The proposed site also includes two parcels of residentially zoned land as part of the 

Barnhill LAP and the Leixlip Confey Masterplan – There are no explicitly relevant uses 

listed as permitted and any proposals would be considered on their merits but likely to 

be found not to be in keeping with the residential objectives. 

The term ‘Depot’ is included in the matrix of uses in the Fingal CDP however it is 

included under the category of ‘Warehouse (Wholesale) / Store / Depot’ category.  

While this is not defined in the CDP, it is considered that the use class relates to a 

warehouse depot as opposed to a bus or rail depot.

 At local level, Kildare CDP 2023-2029 supports the development of rail infrastructure 

and includes specific objectives supporting the development of the Dart + programme 

with TM O50 and TM O10 providing for the extension of the DART+ line to Kilcock.

  It is outside the boundaries of the settlements of Maynooth and Leixlip and their 

respective LAPs. The subject lands are unzoned lands deemed to be primarily 

agriculture in the Kildare CDP 2023-2029. This is not a specific land use zoning class in 

the CDP and it is not included in the land use zoning matrix table.  Therefore there are 

no uses listed in the CDP as permitted, not permitted or open to consideration on 

‘primarily agricultural’ lands.  The proposal will therefore be considered on its merits, 

with the CDP noting that reference will be taken from uses of similar nature indicated 

in the land use matrix table and in relation to the policies and objectives for the area.  

In this regard, TM O50 above is favourable. 

At local level, the Kildare CDP2023-2029 supports the development of rail infrastructure and 

includes specific objectives supporting the development of the Dart + programme with TM 

O50 and TM O10 facilitating and supporting the extension of the DART+ line to Kilcock. 

Lands between the settlements are un-zoned and will be assessed against their merits.  The 

subject lands are largely unzoned and fall under the remit of the CDP. Unzoned land are 

deemed to be primarily agriculture in the CDP.  There is no land use zoning or associated land 

use matrix for these lands. Under the CDP, the use of unzoned land shall be primarily 

agriculture, but other uses may be considered.  The proposal will therefore be considered on 

its merits, with the CDP noting that reference will be taken from uses of similar nature 

indicated in the land use matrix table and in relation to the policies and objectives for the area.  

In this regard, TM O50 above is favourable. The Draft Maynooth and Environs Joint Local Area 

Plan 2025-2031 will be in effect when the planning application for the proposed development 

will be decided and this also supports the Dart + programme with lands specifically zoned as 

SR2 south of the rail line.  These lands are explicitly designated to facilitate infrastructure 

projects such as DART+ programme.   It is noted that consideration of proposals on these lands 

will be ‘subject to site specific flood risk assessments and implementation of mitigation 

measures to address issues including flood displacement. "The lands at the eastern extent of 

the site within the boundary of the Maynooth JLAP are zoned as I Agriculture – to retain and 

protect agriculture uses .  ‘Utility structures’ are open for consideration but ‘heavy 

commercial… vehicle park’ is listed as not permitted.  The JLAP allows for uses not listed to be 

considered on their merits, with reference to uses of similar nature and in regard to the 

general policies and zoning objectives for the area.

The proposed depot site is located within the administrative area of Kildare County 

Council and Meath County Council. The Kildare CDP 2023-2029 supports the 

development of rail infrastructure and includes specific objectives supporting the 

development of the Dart + programme with TM O50 and TM O10 facilitating and 

supporting the extension of the DART+ line to Kilcock.  Dart + proposals are also 

supported by the Meath CDP 2021-2027. The lands are largely un-zoned and 

considered primarily agriculture under the Kildare CDP 2023-2029.  Proposals will be 

assessed against their merits, with TM O50 of the CDP favourable to the proposed 

development.  

The lands previously zoned in the Kilcock LAP 2015-2021 will also be considered under 

the Kildare CDP with the Council incorporating the land use zoning plans – the land use 

zoning includes ‘heavy commercial vehicle parks’ and ‘utilities structures’ as open for 

consideration.  Proposals for the proposed depot would be considered on their merits 

and have regard to these uses and the general objectives of the industrial land use 

zoning class.

Lands within the administrative area of Meath are zoned as RA Rural area.  “Utility 

structures” are permitted on this land use class, where utilities include transportation. 

Transport Depot which is listed as a category under some use classes is not included 

under RA.  The Meath CDP also allows for Uses not specifically listed are to be 

considered on their merits, and will ‘only be permitted if they enhance, complement, 

are ancillary to, or neutral to the zoning objective".

The Kildare CDP 2023-2029 supports the development of rail infrastructure and 

includes specific objectives supporting the development of the Dart + programme with 

TM O50 an TM O10 facilitating and supporting the extension of the DART+ line to 

Kilcock.  Dart + proposals are also supported by the Meath CDP 2021-2027. The lands 

are largely un-zoned and considered primarily agriculture under the Kildare CDP 2023-

2029.  Proposals will be assessed against their merits, with TM O50 of the CDP 

favourable to the proposed development.  

The lands previously zoned in the Kilcock LAP 2015-2021 will also be considered under 

the Kildare CDP with the Council incorporating the land use zoning plans – the land use 

zoning includes ‘heavy commercial vehicle parks’ and ‘utilities structures’ as open for 

consideration.  Proposals for the proposed depot would be considered on their merits 

and have regard to these uses and the general objectives of the industrial land use 

zoning class.

Lands within the administrative area of Meath are zoned as RA Rural area.  “Utility 

structures” are permitted on this land use class, where utilities include transportation. 

Transport Depot which is listed as a category under some use classes is not included 

under RA.  The Meath CDP also allows for Uses not specifically listed are to be 

considered on their merits, and will ‘only be permitted if they enhance, complement, 

are ancillary to, or neutral to the zoning objective".

 This option is within the administrative boundary of Kildare County Council. At local 

level, Kildare CDP 2023-2029 supports the development of the DART+ Programme 

through Objective TM O10 and Objective  TM O50. 

The subject lands within Kildare are unzoned lands deemed to be primarily agriculture 

in the CDP.  There is no land use zoning or associated land use matrix for these lands. 

Under the CDP, the use of unzoned land shall be primarily agriculture, but other uses 

may be considered.   The proposal within Kildare will therefore be considered on its 

merits, with the CDP noting that reference will be taken from uses of similar nature 

indicated in the land use matrix table and in relation to the policies and objectives for 

the area.  In this regard, TM O50 above is favourable.  There are no site specific 

objectives applicable to the site.  

 This option is within the administrative boundary of Kildare County Council. At local 

level, Kildare CDP 2023-2029 supports the development of the DART+ Programme 

through Objective TM O10 and Objective  TM O50. 

The subject lands within Kildare are unzoned lands deemed to be primarily agriculture 

in the CDP.  There is no land use zoning or associated land use matrix for these lands. 

Under the CDP, the use of unzoned land shall be primarily agriculture, but other uses 

may be considered.   The proposal within Kildare will therefore be considered on its 

merits, with the CDP noting that reference will be taken from uses of similar nature 

indicated in the land use matrix table and in relation to the policies and objectives for 

the area.  In this regard, TM O50 above is favourable.  There are no site specific 

objectives applicable to the site.  

 This option is within the administrative boundary of Kildare County Council. At local 

level, Kildare CDP 2023-2029 supports the development of the DART+ Programme 

through Objective TM O10 and Objective  TM O50. 

The subject lands within Kildare are unzoned lands deemed to be primarily agriculture 

in the CDP.  There is no land use zoning or associated land use matrix for these lands. 

Under the CDP, the use of unzoned land shall be primarily agriculture, but other uses 

may be considered.   The proposal within Kildare will therefore be considered on its 

merits, with the CDP noting that reference will be taken from uses of similar nature 

indicated in the land use matrix table and in relation to the policies and objectives for 

the area.  In this regard, TM O50 above is favourable.  There are no site specific 

objectives applicable to the site.  

This option is within the administrative boundary of Kildare County Council.  At local 

level, Kildare CDP 2023-2029 supports the development of the DART+ Programme 

through Objective TM O10 and Objective  TM O50. 

The subject lands within Kildare are unzoned lands deemed to be primarily agriculture 

in the CDP.  There is no land use zoning or associated land use matrix for these lands. 

Under the CDP, the use of unzoned land shall be primarily agriculture, but other uses 

may be considered.   The proposal within Kildare will therefore be considered on its 

merits, with the CDP noting that reference will be taken from uses of similar nature 

indicated in the land use matrix table and in relation to the policies and objectives for 

the area.  In this regard, TM O50 above is favourable.  There are no site specific 

objectives applicable to the site.  

3 – Slightly Negative Impact 3 3 – Slightly Negative Impact 3 5 – Slightly Positive Impact 5 3 – Slightly Negative Impact 3 3 – Slightly Negative Impact 3 3 – Slightly Negative Impact 3 2 – Negative Impact 2 2 – Negative Impact 2 2 – Negative Impact 2

This site requires the construction of new roads and bridges to facilitate access to the 

site. The extent of roadworks and bridgeworks associated with this option is more 

impactful than for other options.

Refer to Utilities impact details in 4.4 above.

This option does not require extension electrification beyond the end of the proposed 

DART+ Network to access the depot.

The enabling of the DART+ Network Services will enhance safety by removing vehicles 

from the road network with transfer to an inherantly safer form of travel.

This site will likely impact on Pike Bridge to the West of the site so as to facilitate 

access to the west. Access  to the site is along local roads which are subject to ribbon 

development.

Refer to Utilities impact details in 4.4 above.

This option does not require extension electrification beyond the end of the proposed 

DART+ Network to access the depot.

The enabling of the DART+ Network Services will enhance safety by removing vehicles 

from the road network with transfer to an inherantly safer form of travel.

This site will require the construction of a new bridge over the railway. Access will however be 

off the existing R148 regional road

Refer to Utilities impact details in 4.4 above.

This option does not require extension electrification beyond the end of the proposed DART+ 

Network to access the depot.

The enabling of the DART+ Network Services will enhance safety by removing vehicles from the 

road network with transfer to an inherantly safer form of travel.

Access to this site will be straightford due to the proximity to the M4 Motorway west of 

Kilcock.  No Bridgeworks are required

Refer to Utilities impact details in 4.4 above.

This option requires extension of the railway electrification beyond the end of the 

proposed DART+ network to access the proposed depot site.

The enabling of the DART+ Network Services will enhance safety by removing vehicles 

from the road network with transfer to an inherantly safer form of travel.

The location of this option is poor in respect the existing level crossing and the L5027 

roadway. It affects an existing stream which extends to the west of the L5027 and also 

affects an additional 110kV overhead line.

Access to this site will be straightford due to the proximity to the M4 Motorway west of 

Kilcock.  No Bridgeworks are required

Refer to Utilities impact details in 4.4 above.

This option require 1km extension electrification beyond the end of the proposed 

DART+ Network to access the depot.

The enabling of the DART+ Network Services will enhance safety by removing vehicles 

from the road network with transfer to an inherantly safer form of travel.

Access to this site will be along local roads subject to dignificant ribbon development. 

No bridgeworks are requiredto facilitate development.

Alterations to the local road network may be necessary to facilitate larger deliveries to 

the Depot site

Refer to Utilities impact details in 4.4 above.

This option requires extension of the railway electrification beyond the end of the 

proposed DART+ network to access the proposed depot site.

The enabling of the DART+ Network Services will enhance safety by removing vehicles 

from the road network with transfer to an inherantly safer form of travel.

This site is located between the River Liffey and the Railway. Access to the site will 

require the construction fo roadworks and bridges. Existing roads are narrow and of 

restricted geometry. Alterations likely  to be needed to the local road network to 

facilitate larger deliveries to the site

Refer to Utilities impact details in 4.4 above.

This option requires extension of the railway electrification beyond the end of the 

proposed DART+ network to access the proposed depot site.

The enabling of the DART+ Network Services will enhance safety by removing vehicles 

from the road network with transfer to an inherantly safer form of travel.

This site is located between the River Liffey and the Railway. Access to the site will 

require the construction fo roadworks and bridges. Existing roads are narrow and of 

restricted geometry. Alterations likely  to be needed to the local road network to 

facilitate larger deliveries to the site

Refer to Utilities impact details in 4.4 above.

This option requires extension of the railway electrification beyond the end of the 

proposed DART+ network to access the proposed depot site.

The enabling of the DART+ Network Services will enhance safety by removing vehicles 

from the road network with transfer to an inherantly safer form of travel.

This site is located between the River Liffey and the Railway. Access to the site will 

require the construction fo roadworks and bridges. Existing roads are narrow and of 

restricted geometry. Alterations likely  to be needed to the local road network to 

facilitate larger deliveries to the site

Refer to Utilities impact details in 4.4 above.

This option requires extension of the railway electrification beyond the end of the 

proposed DART+ network to access the proposed depot site.

The enabling of the DART+ Network Services will enhance safety by removing vehicles 

from the road network with transfer to an inherantly safer form of travel.
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All options perform equivalently in respect of Impacts on anti-social behaviour, trips, 

falls, etc. and Assessment of Alignment Integration with local urban infrastructure. The 

implementation of the depot will facilitate the delivery of the DART+ Service. With the 

transfer of users from cars to the electrified train service safety benefits will accrue 

euivalently for all options.

All options perform equivalently in respect of Impacts on anti-social behaviour, trips, 

falls, etc. and Assessment of Alignment Integration with local urban infrastructure. The 

implementation of the depot will facilitate the delivery of the DART+ Service. With the 

transfer of users from cars to the electrified train service safety benefits will accrue 

euivalently for all options.

All options perform equivalently in respect of Impacts on anti-social behaviour, trips, falls, etc. 

and Assessment of Alignment Integration with local urban infrastructure. The implementation 

of the depot will facilitate the delivery of the DART+ Service. With the transfer of users from 

cars to the electrified train service safety benefits will accrue euivalently for all options.

All options perform equivalently in respect of Impacts on anti-social behaviour, trips, 

falls, etc. and Assessment of Alignment Integration with local urban infrastructure. The 

implementation of the depot will facilitate the delivery of the DART+ Service. With the 

transfer of users from cars to the electrified train service safety benefits will accrue 

euivalently for all options.

All options perform equivalently in respect of Impacts on anti-social behaviour, trips, 

falls, etc. and Assessment of Alignment Integration with local urban infrastructure. The 

implementation of the depot will facilitate the delivery of the DART+ Service. With the 

transfer of users from cars to the electrified train service safety benefits will accrue 

euivalently for all options.

All options perform equivalently in respect of Impacts on anti-social behaviour, trips, 

falls, etc. and Assessment of Alignment Integration with local urban infrastructure. The 

implementation of the depot will facilitate the delivery of the DART+ Service. With the 

transfer of users from cars to the electrified train service safety benefits will accrue 

euivalently for all options.

All options perform equivalently in respect of Impacts on anti-social behaviour, trips, 

falls, etc. and Assessment of Alignment Integration with local urban infrastructure. The 

implementation of the depot will facilitate the delivery of the DART+ Service. With the 

transfer of users from cars to the electrified train service safety benefits will accrue 

euivalently for all options.

All options perform equivalently in respect of Impacts on anti-social behaviour, trips, 

falls, etc. and Assessment of Alignment Integration with local urban infrastructure. The 

implementation of the depot will facilitate the delivery of the DART+ Service. With the 

transfer of users from cars to the electrified train service safety benefits will accrue 

euivalently for all options.

All options perform equivalently in respect of Impacts on anti-social behaviour, trips, 

falls, etc. and Assessment of Alignment Integration with local urban infrastructure. The 

implementation of the depot will facilitate the delivery of the DART+ Service. With the 

transfer of users from cars to the electrified train service safety benefits will accrue 

euivalently for all options.
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Carbon emissions are likely during the construction phase of the proposed depot site. 

These emissions cannot be quantified at this stage of the assessment as the depot 

layout has not been developed, however the assumption is they are likely to be similar 

to other options.

This option would involve the closure of the R142 and R149 which may result in 

rerouting of road traffic and additional related GHG emissions. 

Depot location is approx. 16 km from the city centre. Due to the proximity of the site to 

the city centre, operational energy associated with empty running is reduced.

The rating is considered Slightly Positive overall as the option would facilitate the 

progression of the DART+ programme which is beneficial with respect to Ireland’s 

alignment with National climate target of Net Zero by 2050.

Carbon emissions are likely during the construction phase of the proposed depot site. 

These emissions cannot be quantified at this stage of the assessment as the depot 

layout has not been developed, however the assumption is they are likely to be similar 

to other options.

This option may require the demolition of Pike bridge and a realignment of the R405 to 

facilitate a conneciton to the railway at the western end of the proposed depot site.

Depot location is approx. 22.4 km from the city centre. Due to the proximity of the site 

to the city centre, operational energy associated with empty running is reduced.

The rating is considered slightly positive overall as the option would facilitate the 

progression of the DART+ programme which is beneficial with respect to Ireland’s 

alignment with National climate target of Net Zero by 2050.

Carbon emissions are likely during the construction phase of the proposed depot site. These 

emissions cannot be quantified at this stage of the assessment as the depot layout has not 

been developed, however the assumption is they are likely to be similar to other options.

Depot location is approx. 29 km from the city centre. Due to the proximity of the site to the 

city centre, operational energy associated with empty running is reduced.

The rating is considered slightly positive overall as the option would facilitate the progression 

of the DART+ programme which is beneficial with respect to Ireland’s alignment with National 

climate target of Net Zero by 2050.

Carbon emissions are likely during the construction phase of the proposed depot site. 

These emissions cannot be quantified at this stage of the assessment as the depot 

layout has not been developed, however the assumption is they are likely to be similar 

to other options. 

Additional emissions associated with the electrification of 1.1 km the existing the rail 

line between the depot location and the end point of the DART+ West project after 

Kilcock.  

Depot location is approx. 35 km from the city centre and as such will require more 

operational energy associated with empty running.

The rating is considered slightly positive overall as the option would facilitate the 

progression of the DART+ programme which is beneficial with respect to Ireland’s 

alignment with National climate target of Net Zero by 2050.

Carbon emissions are likely during the construction phase of the proposed depot site. 

These emissions cannot be quantified at this stage of the assessment as the depot 

layout has not been developed, however the assumption is they are likely to be similar 

to other options. 

Additional emissions associated with the electrification of 1.1 km the existing the rail 

line between the depot location and the end point of the DART+ West project after 

Kilcock.  

Depot location is approx. 34 km from the city centre and as such will require more 

operational energy associated with empty running.

The rating is considered slightly positive overall as the option would facilitate the 

progression of the DART+ programme which is beneficial with respect to Ireland’s 

alignment with National climate target of Net Zero by 2050.

Carbon emissions are likely during the construction phase of the proposed depot site. 

These emissions cannot be quantified at this stage of the assessment as the depot 

layout has not been developed, however the assumption is they are likely to be similar 

to other options. 

Depot location is approx. 18 km from the city centre. Due to the proximity of the site to 

the city centre, operational energy associated with empty running is reduced.

The rating is considered slightly positive overall as the option would facilitate the 

progression of the DART+ programme which is beneficial with respect to Ireland’s 

alignment with National climate target of Net Zero by 2050.

Carbon emissions are likely during the construction phase of the proposed depot site. 

These emissions cannot be quantified at this stage of the assessment as the depot 

layout has not been developed, however the assumption is they are likely to be similar 

to other options. 

Additional emissions associated with the electrification of 7.1km of the existing the rail 

line between the depot location and the end point of the DART+ South West project 

after Celbridge. This electrification does not have the potential to facilitate additional 

stations entering the DART+ network (subject to appropriate permissions) without 

further electrification.

Depot location is approx. 23 km from the city centre. Due to the proximity of the site to 

the city centre, operational energy associated with empty running is reduced.

The rating is considered slightly positive overall as the option would facilitate the 

progression of the DART+ programme which is beneficial with respect to Ireland’s 

alignment with National climate target of Net Zero by 2050.

Carbon emissions are likely during the construction phase of the proposed depot site. 

These emissions cannot be quantified at this stage of the assessment as the depot 

layout has not been developed, however the assumption is they are likely to be similar 

to other options. 

Additional emissions associated with the electrification of 8.5km of the existing the rail 

line between the depot location and the end point of the DART+ South West project 

after Celbridge. This electrification does not have the potential to facilitate additional 

stations entering the DART+ network (subject to appropriate permissions) without 

further electrification.

Depot location is approx. 25 km from the city centre. Due to the proximity of the site to 

the city centre, operational energy associated with empty running is reduced.

The rating is considered slightly positive overall as the option would facilitate the 

progression of the DART+ programme which is beneficial with respect to Ireland’s 

alignment with National climate target of Net Zero by 2050.

Carbon emissions are likely during the construction phase of the proposed depot site. 

These emissions cannot be quantified at this stage of the assessment as the depot 

layout has not been developed, however the assumption is they are likely to be similar 

to other options.

Additional emissions associated with the electrification of 14.6km of the existing the 

rail line between the depot location and the end point of the DART+ Southwest project 

after Celbridge. This electrification has the potential to facilitate the Sallins/Naas 

Station entering the DART+ network (subject to appropriate permissions).

Depot location is approx. 32 km from the city centre and as such will require more 

operational energy associated with empty running.

The rating is considered slightly positive overall as the option would facilitate the 

progression of the DART+ programme which is beneficial with respect to Ireland’s 

alignment with National climate target of Net Zero by 2050.
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The proposed location overlaps with 1 in 100 floodplain of the National Indicative 

Fluvial Mapping and the CFRAM at the eastern end of the site. Flooding is likely to be 

exacerbated at this location due to climate change in both RCP4.5 and RCP8.5.

Low lying, flat lands, 3.1% average gradient along the site, no evidence of soil 

instability. GSI mapping indicates low risk site.

16.4 km from the coast, curtailed risk of high winds.

There is no significant evidence of coastal, fluvial or coastal flood risk at this site 

including future modelled scenarios for the mid end future scenario (RCP4.5) and high-

end future scenario (RCP8.5) in 2100.

Low lying, flat lands,2.7% average gradient along the site, no evidence of soil instability. 

GSI mapping indicates low risk site.

23.3 km from the coast, curtailed risk of high winds.

The proposed location overlaps with 1 in 10 and 1 in 100 floodplain of the CFRAM. Flooding is 

likely to be exacerbated at this location due to climate change in both RCP4.5 and RCP8.5. 

Mitigation measures neeed to offset the impact of the depot development would be limited in 

available volume and be difficult to adapt

Low lying, flat lands, 1.9% average gradient along the site,   

no evidence of soil instability.

31 km from the coast, curtailed risk of high winds.

The proposed location is adjacent to a CFRAMS floodplain. Historical mapping shows a 

watercourse on site, standing water is also recorded in the site as are "Risers" 

suggesting evidence of Karst. Flooding is likely to be exacerbated at this location due to 

climate change in both RCP4.5 and RCP8.5.

Low lying, flat lands, 1.9% average gradient along the site, some evidence of Karst 

Features. GSI mapping indicates low risk site. Adaptation could be constrained by the 

width of channel availabe between the depot and the railway, where an existing arterial 

drain flows.

34.7 km from the coast, curtailed risk of high winds.

The proposed location is adjacent to a CFRAMS floodplain. Historical mapping shows a 

watercourse on site, standing water is also recorded in the site as are "Risers" 

suggesting evidence of Karst. Flooding is likely to be exacerbated at this location due to 

climate change in both RCP4.5 and RCP8.5.

Low lying, flat lands, 1.9% average gradient along the site, some evidence of Karst 

Features. GSI mapping indicates low risk site.  Adaptation could be constrained by the 

width of channel availabe between the depot and the railway, where an existing arterial 

drain flows.

34.7 km from the coast, curtailed risk of high winds.

The proposed location is adjacent to the  1 in 100 floodplain of the CFRAM. Flooding is 

likely to be exacerbated at this location due to climate change in both RCP4.5 and 

RCP8.5.

Low lying, flat lands, GSI mapping indicates low risk site.   Adaptation would involve 

raising the depot site, which would be undertaken at this stage.

23.0 km from the coast, curtailed risk of high winds.

The proposed location interferes significantly with 1 in 100yr floodplain shown on  the 

CFRAM mapping. Flooding is likely to be exacerbated at this location due to climate 

change in both RCP4.5 and RCP8.5.  Mitigation measures would hard to make 

adaptable given the scale of floodplain displaced.

Low lying, flat lands, GSI mapping indicates low risk site. 

23.0 km from the coast, curtailed risk of high winds.

The proposed location interferes significantly with 1 in 1000 floodplain of the CFRAM. 

Flooding is likely to be exacerbated at this location due to climate change in both 

RCP4.5 and RCP8.5.

Low lying, flat lands, GSI mapping indicates low risk site.   Adaptation would be more 

challenging on this flat site.

27.0 km from the coast, curtailed risk of high winds.

The proposed location interferes very little with 1 in 100 floodplain of the National 

Indicative Fluvial Mapping. However, it also interferes with a stretch of 1 in 10 flooding 

of the CFRAM at its southern end. This 1 in 10yr section appears to be channelled. 

Flooding is likely to be exacerbated at this location due to climate change in both 

RCP4.5 and RCP8.5.

Low lying, flat lands, 2% gradient along the site. GSI mapping indicates low risk site.  

This can be adapted for at design stage.

34.7 km from the coast, curtailed risk of high winds.
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This site is agricultural grassland and hedgerows. The site is >15km from the 

coast and therefore there is no wintering bird risk. There are several 

watercourses within the site that are >20km upstream of the European sites in 

Dublin Bay.

This option would be directly impact the Royal Canal pNHA. 

This site is agricultural grassland, hedgerows and treelines. The Blakestown 

Stream cross the site before passing under the railway line and into the Rye 

Water. The site is 100m from the Rye Water Valley/Carton SAC and is 

hydrologically connected through the Blakestown Stream over a distance of 

200m. There is a potential for negative effects on groundwater dependent 

species and habitats that required further assessment should this option be 

brought forward. The Rye Water is connected to the European sites in Dublin 

Bay through the River Liffey at a distance of >20km. Negative impact on the 

basis of the proximity of this site to the Royal Canal pNHA and the risk of 

impacts on ground water and the Rye Water/ Carton SAC.

This site is agricultural grassland, arable land, hedgerows, and some woodland.  Royal 

Canal pNHA runs along the northern boundary of the site. Tributaries of the Lyreen 

cross the site that are connected to the Rye Water/ Carton SAC 3km downstream. 

Negative on the basis of the proximity of this site to the Royal Canal pNHA.

This site is agricultural grassland and hedgerows.  The Royal Canal pNHA runs 

along the northern boundary of the site. There are no watercourses within the 

site although there are presumably field drains connected to the Rye Water that 

are connected to the Rye Water/ Carton SAC >3km downstream. Negative on 

the basis of the proximity of this site to the Royal Canal pNHA.

This site is agricultural grassland and hedgerows.  The Royal Canal pNHA runs 

along the northern boundary of the site. There are no watercourses within the 

site although there are presumably field drains connected to the Rye Water that 

are connected to the Rye Water/ Carton SAC >3km downstream. Negative on 

the basis of the proximity of this site to the Royal Canal pNHA.

This site is agricultural grassland, treelines and hedgerows. The Grand Canal 

pNHA is 400m south of this site. There are no watercourses within the site 

although there are presumably field drains connected to the Liffey catchment 

which are >20km upstream of the European sites in Dublin Bay.

This site is agricultural grassland, arable land, treelines and hedgerows. The 

Grand Canal pNHA is 800m south of this site. There are watercourses within 

this site that are connected to the Liffey catchment and are >20km upstream of 

the European sites in Dublin Bay.

This site is agricultural grassland, arable land, treelines, hedgerows with small 

pockets of woodland/ scrub. The Grand Canal pNHA is 530m south of this site. 

There are watercourses within this site that are connected to the Liffey 

catchment and are >20km upstream of the European sites in Dublin Bay.

This site is agricultural grassland, arable land, treeline and hedgerows. The 

Grand Canal pNHA is 450m north of this site. The site includes the River Liffey 

which >20km upstream of the European sites in Dublin Bay. Negative impact on 

the basis of the River Liffey being within this site.

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

The proposed location interferes with 1 in 100yr floodplain of the National 

Indicative Fluvial Mapping and the CFRAM. The depot will cross a tribuatry that 

pasess under the canal and existing rail track.  these resrtictions are predicted 

by the NIFM to back up significnat areas of agricultural land.  Mitigating this loss 

of floodplain will be complex.

An area affected by historical flooding due to runoff has been found.

2

The proposed location is not within any CFRAMS floodplain.

No evidence of historical flooding. A small stream crosses the site, and will have

to be accommodated within the development

3

The proposed location signifcantly interferes with 1 in 100yr  floodplain based on 

CFRAMs.  The crossing under the canal and railway causes significant backing of the 

Lyreen. All drainage channels in this floodplain area are impacted by this existing 

crossing. The depot has significant potential to interfere with the floodplain and 

tributary flow paths.  Existing flood risk downstream in Maynooth , to the canal and to 

the east of the site makes this depot site more challenging.

1

The proposed location is adjacent to a  CFRAMS floodplain.

Historical mapping show a watercourse on site, which appears to be the original 

course of the Ryewater. Standing water is also recorded in the site as are 

"Risers" suggesting evidence of Karst. The western end of the depot site 

crosses the upper sections of the old Rye Water tributary.

The flood map in the area is under review.

This option will also have impacts at Jacksons bridge but to a lesser degree 

than Option 30.

2

The proposed location is adjacent to a  CFRAMS floodplain.

Historical mapping show a watercourse on site, standing water is also recorded 

in the site as are "Risers" suggesting evidence of Karst.

The flood map in the area is under review. 

This option will also have impacts at Jacksons bridge but to a lesser degree 

than Option 30.

2

The proposed location interferes with 1 in 100y floodplain of the CFRAM. The 

flood outlines from two rivers border the site.  There is also an unmodelled river 

system from the south which is has to cross the existing rail line before entering 

the depot site.  the risk from this stream is unmapped but joins a mapped 

floodplain.  Part of the eastern end of the depot site will be at risk and its 

removal will need mitiagtion.  The downstream area is at risk and contains 

residential property

The flood map in the area is under review.

2

The proposed location interferes significantly with Flood Zone A&B, with over 

40% of the depot within the mapped flood risk areas of the CFRAM study. 

Mitigation measures would be significnat and extend beyond the depot footprint.

1

The proposed location interferes significantly with Flood Zone B in this area.  

Flood extents in this area are partly created by the restrictions of flood flows 

under the railway and from a lack of channel capacity.  A number of watercourse 

traverse the site and an impact on flood conevyance and storage is likely with 

the development. Mitigation measures will be needed.

2

The proposed location interferes very little with 1 in 100 floodplain of the 

National Indicative Fluvial Mapping and this could be avoided in the detailed 

design stage.  A watercourse crosses the site, but has limited floodplain to 

interfere with.  Mitigation measures would be needed.

3

Vulnerable Aquifers;

Desktop Study - GSI

The site is mainly underlain by moderate groundwater vulnerability with only a

small area by high groundwater vulnerability in the northeast and southwest. The

site is underlain by a Locally Important Aquifer - Bedrock which is Moderately

Productive only in Local Zones. Two wells/boreholes are crossed in the

southwestern corner of this option, and five additional boreholes/wells are

present within 800m, however these are up hydraulic gradient relative to the

site. The indicative direction of groundwater from the site is south easterly. The

well down hydraulic gradient of the site is approximately 900m away. No

NFGWS group schemes and source protection areas are proximal to the site.

Recharge to groundwater is mainly very low (1-50mm/yr), however a small

extent in the middle, northeast and southwest has slightly higher recharge rates.

Rye Water Valley/Carton SAC, a groundwater dependent habitat that has

petrifying springs with tufa is at approximately 1km and down hydraulic gradient

is not directly hydraulically linked to groundwater at the site. Overall, this option

will result in a neutral impact on the existing groundwater environment as the

effect is likely to be imperceptible in magnitude.

4

The site is mainly underlain by high groundwater vulnerability with a small area in

the east by moderate vulnerability. The site is underlain by a Locally Important

Aquifer - Bedrock which is Moderately Productive only in Local Zones. The

indicative direction of groundwater from the site is north easterly towards Rye

Water_040. Two (2) boreholes/ are crossed in the southeastern and

northwestern corners (up hydraulic gradient) and one (1) borehole is present at

approximately 90m northeast of the site and down hydraulic gradient. There are

several boreholes/wells proximal to the site that are present up hydraulic

gradient. The Rye Water_040 is down hydraulic gradient from the site. No

NFGWS group schemes and source protection areas are proximal to the site.

Recharge to groundwater is very low (101-150mm/yr). Rye Water Valley/Carton

SAC, a groundwater dependent habitat that has petrifying springs with tufa is

proximal to the site; however, is it separated from the site by R148 road.

Overall, this option will result in a slightly negative and short term impact on the

existing groundwater environment as the effect is likely to be slight in magnitude. 

3

The site is underlain by moderate groundwater vulnerability a section approximately

500m in length located at the southeastern side of the site has a vulnerability range of

high to extreme with a small section where the vulnerability is classed as the rock is at

or close to the surface and Karst. The site is underlain by a Locally Important Aquifer -

Bedrock which is Moderately Productive only in Local Zones. A groundwater

well/borehole crosses this option, and as groundwater flow is indicated to be

eastwards towards Lyreen_020, the borehole is down hydraulic gradient of the site.

There are several boreholes located down hydraulic gradient from the site and these

are within a location accuracy of 1km. No NFGWS group schemes and source

protection areas are proximal to the site. Recharge to groundwater is very low (101-

150mm/yr). No water dependent SAC/SPA is proximal to the site. Overall, this option

will result in a slightly negative and short term impact on the existing groundwater

environment as the effect is likely to be slight in magnitude. 

3

The site is underlain by groundwater of low, moderate and high vulnerability. The

site is underlain by a Locally Important Aquifer - Bedrock which is Moderately

Productive only in Local Zones. The site intersects two wells/boreholes at the

northwestern side of the option and towards the centre of this option

respectively. There are five wells/boreholes are present within 650m of the site

boundary and these are in the northwestern area and up hydraulic gradient of

this option. A couple of boreholes are crossed in the southeastern part of the

site, and these are down hydraulic gradient. As the indicative direction of flow

of groundwater is south easterly, the boreholes in the southeast and those

crossed are the potential receptors. No NFGWS group schemes and source

protection areas are proximal to the site. Recharge to groundwater is very low

(101-150mm/yr). No water dependent SAC/SPA is proximal to the site.

Overall, this option will result in a neutral on the existing groundwater

environment (aquifer of medium importance and boreholes) as the magnitude of

effect is likely to be imperceptible due to the relatively low recharge rates.  

4

The site is partly underlain by groundwater of moderate vulnerability in the east

and high groundwater vulnerability in the west respectively. The site is underlain

by a Locally Important Aquifer - Bedrock which is Moderately Productive only in

Local Zones. The site intersects three wells/boreholes towards the northwest

section of this site and the southeastern corner of the site. There are a further

two wells/boreholes located within 400m up hydraulic gradient of this option. As

the indicative direction of flow of groundwater is south easterly, the boreholes in

the south east and those crossed are the potential receptors No NFGWS group

schemes and source protection areas are proximal to the site. Recharge to

groundwater is very low (101-150mm/yr). No water dependent SAC/SPA is

proximal to the site.

Overall, this option will result in a slightly negative and short-term impact on the

existing groundwater environment (aquifer of medium importance and boreholes)

as the magnitude of effect is slight due to the relatively low recharge rates and

the predominantly moderate and high groundwater vulnerability classification.

3

The site is mainly underlain by groundwater of moderate vulnerability with the

exception of a small area in the southwest and northwest which is underlain by

groundwater of high vulnerability. The site is underlain by Locally Important

Aquifer - Bedrock which is Moderately Productive only in Local Zones. There

are two wells/boreholes located within approximately 600m northwest and down

hydraulic gradient of the site. The nearest is present at approximately 180m

north of the site. Groundwater flow is likely to be in the northern direction

towards Liffey_140 (a river waterbody). No NFGWS group schemes and

source protection areas are proximal to the site. Recharge to groundwater is

low (51-100mm/yr), however part in the northeast and southwest has very low

recharge rates (1-50mm/yr). No water dependent SAC/SPA is proximal to the

site. No water dependent SAC/SPA is proximal to the site. Overall, this option

will result in a slightly negative and short term impact on the existing

groundwater environment as the effect is likely to be slight in magnitude. 

3

The site is underlain by groundwater of high and extreme vulnerability. The site 

is underlain by a Locally Important Aquifer - Bedrock which is Moderately 

Productive only in Local Zones. Two (2) wells/boreholes are crossed, and 

several boreholes are proximal and down hydraulic gradient (north) of the site. 

Groundwater flow is likely to be in the northern direction towards Liffey_140 (a 

river waterbody). No NFGWS group schemes and source protection areas are 

proximal to the site. Recharge to groundwater is low (101-150mm/yr), with the 

exception of the mid part which has a higher recharge rate. No water dependent 

SAC/SPA is proximal to the site. Overall, this option will result in a slightly 

negative  and short term impact on the existing groundwater environment  as the 

effect is likely to be slight in magnitude. 

3

The site is underlain by groundwater of moderate, high, and extreme 

vulnerability. The site is underlain by a Locally Important Aquifer - Bedrock which 

is Moderately Productive only in Local Zone. There are a significant number of 

wells/boreholes crossed by this site. There are several wells/boreholes present 

with the nearest at approximately 35m north of the site and down hydraulic 

gradient. The local direction of groundwater from the site is northerly towards 

Reeves_010 (a river waterbody) .  No NFGWS group schemes and source 

protection areas are proximal to the site. Recharge to groundwater is mainly low 

(151-200mm/yr) in the southeastern half, with the mid northern part extending 

over areas with higher recharge rates. No water dependent SAC/SPA is 

proximal to the site. Overall, this option will result in a slightly negative  and short 

term impact on the existing groundwater environment  as the effect is likely to be 

slight in magnitude. 

3

A significant part of the site is underlain by groundwater of low and moderate 

vulnerability. Only a minimal area is underlain by groundwater of high 

vulnerability. The site is underlain by a Locally Important Aquifer - Karstified in 

the northwest, a Regionally Important Aquifer - Karstified (diffuse) in the 

southeast and a Locally Important Aquifer - Bedrock which is Moderately 

Productive only in Local Zones in the centre. One well/borehole is crossed by 

this site with several boreholes located down hydraulic gradient from the site. 

Groundwater flow is likely to be in the northern easterly direction towards 

Liffey_120.  No NFGWS group schemes and source protection areas are 

proximal to the site. Recharge to groundwater is very low (1-50mm/yr) across 

majority if the site with the exception of the area in the northwest and southeast 

which has a higher recharge rate. No water dependent SAC/SPA is proximal to 

the site.  

Overall, this option will result in a neutral impact on the existing groundwater 

environment as the effect is likely to be imperceptible in magnitude. 

3
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Located north of the railway and the Royal Canal northeast of Leixlip within the 

townlands of Barberstown, Barnhill, Passifyoucan, Westmanstown, Allenswood 

and Confey in County Kildare and Fingal. A strategic housing development 

(SHD) was granted permission in March 2023 for 1233no. residential units on a 

site in part within the northern portion of the lands (Fingal Planning Ref. Reg. No. 

SHDW/005/21 and An Bord Pleanàla Ref. ABP-314125-22).

The landscape is flat in appearance. The lands required comprise parts of small 

to medium to large-sized fields in agricultural and equestrian use with managed 

low to modest to strong hedgerow boundaries, and with mature trees around 

older properties such as Westmanstown Park House and Allenswood House. 

Three residential properties (including Confey House), part of Confey GAA 

Grounds and an area of permitted SHD (ABP-314125-22) are located within the 

lands required. Further residential properties lie close to the lands along 

Barberstown Lane and along the R149. 

The Royal Canal and Greenway is located north and west of the railway and the 

canal adjoins the eastern and western end of the lands. The Royal Canal 

Amenity Group has a facility on the canal c.200 south of the lands and this 

stretch of the canal is popular for mooring of boats. Pakenham Bridge over the 

canal at Barberstown adjoins the lands. Cope Bridge is c.200m west of the 

lands. The Royal Canal is low lying through this area and is partly enclosed by 

boundary hedgerows. Nevertheless, a depot on these lands is likely to be visible 

from the canal and associated greenway.

The majority of the lands within Fingal are zoned GB – Greenbelt: To “Protect 

and provide for a Greenbelt”, some lands are also zoned OS - Open Space: To 

“Preserve and provide for open space and recreational amenities” and RA - 

Residential Area: To “Provide for new residential communities subject to the 

Located directly along the south side of the railway and the Royal Canal 

between Leixlip and Maynooth within the townlands of Blakestown, 

Kilmacredock Lower and Donaghmore in County Kildare. 

The landscape is flat to gently undulating in appearance. The lands required 

comprise parts of small to medium to large-sized fields in agricultural and 

equestrian use with managed low to modest hedgerow boundaries, with some 

mature trees. The northern boundary of the lands with the railway and the Royal 

Canal & Greenway is relatively enclosed with a strong sometimes tree-lined 

hedgerow. Carton House Estate (hotel and golf resort) is located directly north 

of the railway and canal.

No residential properties are located within the lands required. However, 

residential properties lie close to the lands to the south and off the L5053 local 

road west of the lands. Grange William Stud lies directly south of the lands. 

Donaghmore Church (ruins) and Graveyard, which are enclosed by a circular 

stone wall, are located within the western portion of the lands. The impressive 

structure of Connolly’s Folly is located in a wooded area, c.800m southwest of 

the lands.

Deey Bridge and Lock (No.13) and Pike (Wharton) Bridge on the Royal Canal 

are on the northern boundary of the lands.

The lands lie in County Kildare and are located within the 'Northern Lowlands' 

landscape character area, a landscape of Low Sensitivity’ i.e., areas with the 

capacity to generally accommodate a wide range of uses without significant 

adverse effects on the appearance or character of the area.

Scenic Route No.28 follows the R148 and on into Carton House Estate north of 

the lands. However, the lands are largely screened or not visible from this route. 

Located directly along the south side of the railway and the Royal Canal between 

Maynooth and Kilcock within the townlands of Maynooth South, Newtown, Laraghbryan 

West, Crinstown, Treadstown, Ballycurraghan, Maws, Gragadder and Branganstown in 

County Kildare. 

The landscape is generally flat in appearance. The lands required comprise parts of 

small to medium-sized fields in agricultural use with modest to strong hedgerow / tree-

lined boundaries. The northern boundary of the lands with the railway and the Royal 

Canal & Greenway is relatively enclosed with a strong sometimes tree-lined hedgerow.

No residential properties are located within the lands required. However, residential 

properties lie close to the lands at Newtown Hall in Maynooth, along the southern 

boundary of the lands, including Ballycurraghan and Gragadder, and along the local 

road (Connaught Street) to the west of the lands. Other properties, including Maws 

House and the North Kildare Sports Club lie north of the railway and Royal Canal north 

of the lands. 

The lands are located between the towns of Maynooth to the east and Kilcock to the 

west. Jackson’s Bridge and Lock (No.14) and Chambers Bridge and Lock (No.15) on 

the Royal Canal are on the northern boundary of the lands. Bailey’s Bridge over the 

canal is also located at Maws.

The lands lie in County Kildare and are located within the 'Northern Lowlands' 

landscape character area, a landscape of Low Sensitivity’ i.e., areas with the capacity 

to generally accommodate a wide range of uses without significant adverse effects on 

the appearance or character of the area.

There are no protected scenic routes or hilltop views in the vicinity of the lands, 

however, this option adjoins three protected views of the canal from bridges. (RC 1: 

Bailey's Bridge, RC 8: Jackson's Bridge and RC 9: Chambers Bridge). These views 

Located directly along the south side of the railway and the Royal Canal on the 

boundary between counties Kildare and Meath, west of Kilcock. The lands are 

mainly within the townlands of Killeighter, Nicholastown and Boycetown in 

County Kildare and marginally within the townlands of Kilglin, Ferrans and 

Oldtown in County Meath, which are physically severed by the east-west 

alignment of the railway and canal. 

While the landscape is generally flat in appearance, there is a low east-west 

ridge through the centre of the lands. The lands required comprise parts of small 

to medium-sized fields in agricultural use with modest to strong hedgerow / tree-

lined boundaries. The northern boundary of the lands with the railway and the 

Royal Canal & Greenway is relatively open, as is the northern boundary of the 

canal/greenway with lands further north.

Three residential properties are located within the lands required. Many 

residential properties lie close to the lands along the L5027 local road to the 

south of the lands. Other properties, including Parke Housing Nursing Home, lie 

further south of the lands. Musgrave’s large warehouse-style Distribution Centre 

lies to the east of the lands. 

The town of Kilcock is less than 1km to the east. Ferrans Lock and Bridge on 

the Royal Canal are located at the western end of the lands. Ferrans Stud is 

located on lands immediately north of the railway and the canal.

The main area of the lands lie in County Kildare and are located within the 

'Northern Lowlands' landscape character area, a landscape of Low Sensitivity’ 

i.e., areas with the capacity to generally accommodate a wide range of uses 

without significant adverse effects on the appearance or character of the area. 

The northern edge of the lands lie in County Meath and are within the narrow 

corridor of the 'River Corridors and Estuaries' landscape character area (No.14) 

Located directly along the south side of the railway and the Royal Canal on the 

boundary between counties Kildare and Meath, west of Kilcock. The lands are 

mainly within the townlands of Nicholastown and Boycetown in County Kildare 

and marginally within the townlands of Kilglin and Ferrans in County Meath, 

which are physically severed by the east-west alignment of the railway and 

canal. 

While the landscape is generally flat in appearance, there is a low east-west 

ridge through the centre of the lands. The lands required comprise parts of small 

to medium-sized fields in agricultural use with modest to strong hedgerow / tree-

lined boundaries. The northern boundary of the lands with the railway and the 

Royal Canal & Greenway is relatively open, as is the northern boundary of the 

canal/greenway with lands further north.

Two residential properties are located within the lands required. Many 

residential properties lie close to the lands along the L5027 local road to the 

west of the lands. Further properties, including Parke Housing Nursing Home, Tír 

na nÓg Pre-school/Montessori (Boycetown House), and Ashford House B&B, lie 

south of the lands. Musgrave’s large warehouse-style Distribution Centre lies to 

the east of the lands. 

The town of Kilcock is less than 1km to the east. Ferrans Lock and Bridge on 

the Royal Canal are located at the western end of the lands. Ferrans Stud is 

located on lands immediately north of the railway and the canal.

The main area of the lands lie in County Kildare and are located within the 

'Northern Lowlands' landscape character area, a landscape of Low Sensitivity’ 

i.e., areas with the capacity to generally accommodate a wide range of uses 

without significant adverse effects on the appearance or character of the area. 

The northern edge of the lands lie in County Meath and are within the narrow 

Located along the west side of the railway in the townlands of Commons Lower, 

Dangan and Commons Upper close to the Kildare county boundary with South 

Dublin. The landscape is generally flat in appearance and the lands required 

comprise parts of small to large open fields in agricultural use with minor to 

modest hedgerow / tree boundaries. The section of local road within the lands 

between the townlands of Dangan and Commons Upper is strongly tree-lined / 

vegetated and mature tree-lines define field boundaries within Commons Lower. 

The Grand Canal and Greenway are located c.400m east of and parallel to the 

railway line.

Five residential properties are located within the lands required. Further 

residential properties lie close to the lands along The Lord’s Road, along the 

local road between Dangan and Commons Upper and along the L2008 Celbridge 

Road at Commons Upper. The town of Celbridge is less than 1km to the north 

while the village of Ardclough is c.1km southwest of the lands. The Cliff at Lyons 

Country House is located along the east of the Grand Canal at Aylmer Bridge. 

Lyons Estate is also located east of the canal and south of Aylmer Bridge. 

Killadoon Farm and Demesne is located less than 1km north of the lands. 

Hazelhatch & Celbridge Railway Station and Bridges are structures of 

architectural merit at the north-eastern end of the lands. Reeves Castle and 

surrounds are sites of cultural heritage significance at the south-western end of 

the lands.

The lands are located within the 'Northern Lowlands' landscape character area, 

a landscape of Low Sensitivity’ i.e., areas with the capacity to generally 

accommodate a wide range of uses without significant adverse effects on the 

appearance or character of the area. 

There are no protected scenic routes or hilltop views in the vicinity of the lands. 

The Grand Canal is low lying and tends to be strongly enclosed by boundary 

Located along and away from the northwest side of the railway in the townlands 

of Reeves, Ballycommon, Wheatfield Lower, Castledillion Upper and Clownings. 

The landscape is generally flat in appearance and the lands required comprise 

parts of medium to large open fields in agricultural use with minor to modest 

hedgerow / tree boundaries – stronger to the west. The Grand Canal and 

Greenway is located c.700m south of and parallel to the railway line. The River 

Liffey lies within 500m northwest of the lands. 

No residential properties are located within the lands required. Residential 

properties lie close to the eastern end of the lands, and more especially at 

Castledillon, Ballyhays and Clownings to the west, northwest. The village of 

Ardclough is c.250m south of the lands. Straffen is located c.1km northwest of 

the lands. The K-Club lies c.1km west of the lands, while The Steam Museum 

and Lodge Park lies c.1km north of the lands.

The southern part of the lands are located within the 'Northern Lowlands' 

landscape character area, a landscape of ‘Low Sensitivity’ i.e., areas with the 

capacity to generally accommodate a wide range of uses without significant 

adverse effects on the appearance or character of the area. The northern 

portion of the lands is within the River Liffey landscape character area, a 

landscape of ‘Special Sensitivity’, i.e. “Significant adverse effects on the 

appearance or character of the landscape having regard to prevalent sensitivity 

factors”.

There are no protected scenic routes or hilltop views in the vicinity of the lands. 

The Grand Canal is low lying and tends to be strongly enclosed by boundary 

hedgerows and tree-lines. Views from the bridges over the canal (including 

Henry Bridge (GC2)) are protected in the Development Plan (Objective LR032), 

however, a depot on these lands is unlikely to be openly visible from the canal 

or its bridges. There are no Tree Preservation Orders on or around the lands.

Located along the west side of the railway in the townlands of Clownings, 

Baronrath, Whitechurch, Turnings Upper and Killeenmore. 

The landscape is generally flat in appearance and the lands required comprise 

parts of large open fields in agricultural use with modest hedgerow / tree 

boundaries. The Painestown River crosses the lands on the townland boundary 

between Baronrath and Killeenmore. The Grand Canal and Greenway are 

located c.500m east of and parallel to the railway line.

Three residential properties are located within the lands required. Further 

residential properties lie close to the lands at Clownings, Whitechurch and 

Killeenmore. Baronrath Stud lies immediately east of the railway. A cluster of 

cultural heritage sites (on sites and monuments record), including a graveyard, 

church (and castle) site, holy well etc. are close to lands at Whitchurch.

The lands are located within the 'Northern Lowlands' landscape character area, 

a landscape of Low Sensitivity’ i.e., areas with the capacity to generally 

accommodate a wide range of uses without significant adverse effects on the 

appearance or character of the area. 

There are no protected scenic routes or hilltop views in the vicinity of the lands. 

The Grand Canal is low lying and tends to be strongly enclosed by boundary 

hedgerows and tree-lines. Views from the bridges over the canal (including 

Ponsonby (GC3) and Devonshire (GC4)) are protected in the Development Plan 

(Objective LR032), however, a depot on these lands is unlikely to be openly 

visible from the canal or its bridges. There are no Tree Preservation Orders on 

or around the lands.

The baseline landscape / visual environment is Medium / High and the degree of 

change in the landscape would be High / Very High. 

Located along and away from the north side of the railway in the townlands of 

Waterstown, Castlekeely and Ballysize. The landscape is generally flat in 

appearance and the lands required comprise parts of small to medium fields in 

agricultural use with modest to strong hedgerow / tree boundaries throughout. 

The Grand Canal and Greenway is located c.450m north of the eastern end of 

the lands. The lands cross the River Liffey and its strong tree-lined corridor west 

of Sallins and the river passes under the railway within the lands. The significant 

structure of the Leinster Aqueduct (a protected structure) which carries the 

canal over the Liffey, is located c.500m northeast of the lands. St. Bridget’s 

Church (ruins) and graveyard straddles the eastern portion of the lands west of 

the River Liffey.

No residential properties are located within the lands required. Residential 

properties lie close to the north-eastern end of the lands at Ballysize and within 

the wider landscape. Sallins is c.500m to the east of the lands. The M7 

Motorway (at Naas) is c.700m south of the lands.

The majority of the lands are located within the 'Northern Lowlands' landscape 

character area, a landscape of ‘Low Sensitivity’ i.e., areas with the capacity to 

generally accommodate a wide range of uses without significant adverse effects 

on the appearance or character of the area. The portion of the lands including 

the River Liffey corridor is within the River Liffey landscape character area, a 

landscape of ‘Special Sensitivity’, i.e. “Significant adverse effects on the 

appearance or character of the landscape having regard to prevalent sensitivity 

factors”.

There are no protected scenic routes or hilltop views in the vicinity of the lands. 

While the Grand Canal is generally low lying and tends to be strongly enclosed 

by boundary hedgerows and tree-lines, views from the Leinster Aqueduct are 

elevated and more open. Views from the bridges over the canal (including the 
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This option has potential for direct impacts on the demesne landscape 

associated with Westmanstown Park House (RPS 717), a protected structure. 

Whilst there are no recorded monuments located within the depot, the site 

comprises a large parcel of greenfield, which has the potential to contain 

previously unrecorded archaeological remains that survive with no surface 

expression. 

This option has potential for direct impacts on 6 no. recorded archaeological 

heritage sites (SMRs) which are located within the site boundary. These include 

ecclesiastical sites, including a graveyard. There are no architectural heritage 

sites within the site boundary and as such, no direct impacts are anticipated. 

There is potential for indirect impacts on Pike bridge (RPS no. B06-13 and NIAH 

no. 11900601) which is located approx. 15 m northwest of the site boundary 

and Deey bridge (RPS no. B06-14 and NIAH no. 11900602) which is located 

approximately 30m east of the site boundary.  

This option has potential for direct impacts on 2 no. archaeological heritage sites 

(SMR KD005-033---- and KD005-003----) which are located within the site boundary, 

although these are small-scale features. There is potential for indirect impacts on 

Jackson’s Bridge and Lock (RPS no B05-36 and NIAH no. 11900505) and Chambers 

Bridge and Lock (RPS no. B05-35 and NIAH no. 11900504) which are both located 

approximately 5 m north of the site boundary. Some of this site has been subject to 

geophysical survey and previously unrecorded large-scale monuments have not been 

recorded in the surveyed area.  

This option has potential for direct impacts on two archaeological heritage sites 

(SMR KD005-001---- and KD005-032 ----) which are located within the site 

boundary, along with a potential enclosure site visible in the aerial photographic 

coverage. There are no architectural heritage sites within the site boundary and 

as such, no direct impacts are anticipated. This option has potential for indirect 

impacts on Ferns Lock Station (RPS no. 91506 and NIAH no. 14404903) which 

is located approximately 5m northeast of site boundary. Indirect impacts on 

McLoughlin Bridge (RPS no. 91506 and NIAH no. 14404903) are also likely. The 

site comprises a large parcel of greenfield, which has the potential to contain 

previously unrecorded archaeological remains that survive with no surface 

expression.

This option has potential for direct impacts on one archaeological heritage site 

(SMR KD005-001---- ) and indirect impact on one archaeological heritage site 

(KD005-032 ----) which are located within and outside the site boundary 

respectively. 

This option has potential for indirect impacts on Ferns Lock Station (RPS no. 

91506 and NIAH no. 14404903) which is located approximately 5 m northeast of 

site boundary. Indirect impacts on McLoughlin Bridge (RPS no. 91506 and NIAH 

no. 14404903) are also likely. The site comprises a large parcel of greenfield, 

which has the potential to contain previously unrecorded archaeological remains 

that survive with no surface expression.

This option has potential for indirect impacts on one archaeological heritage site 

(SMR DU020-024 ----) which is located approximately 10m east of the site 

boundary. There are no architectural heritage sites within the site boundary and 

as such, no direct or indirect impacts are anticipated. Whilst there are no 

recorded monuments located within the depot, the site comprises a large parcel 

of greenfield, which has the potential to contain previously unrecorded 

archaeological remains that survive with no surface expression.

This option has potential for direct impacts on one archaeological heritage site 

(SMR KD015-016----) which is located within the site boundary and represents a 

large-scale archaeological monument. There are no architectural heritage sites 

within the site boundary and as such, no direct or indirect impacts are 

anticipated. The site also comprises a large parcel of greenfield, which has the 

potential to contain previously unrecorded archaeological remains that survive 

with no surface expression.

This option has potential for indirect impacts on 6 no. archaeological heritage 

sites (SMRs) which are located approximately 20 m northwest of the site 

boundary. The church and graveyard are also protected structures. Whilst there 

are no recorded monuments located within the depot, the site comprises a large 

parcel of greenfield, which has the potential to contain previously unrecorded 

archaeological remains that survive with no surface expression.

There are no architectural heritage sites within the site boundary and as such, 

no direct or indirect impacts are anticipated. This option has potential for direct 

impacts on 2 no. archaeological heritage sites (SMR KD019-002002- and 

KD019-002001-) which are partially located within the site boundary, but given 

the position of the sites on the boundary it is likely that direct impacts could be 

avoided. The site comprises a large parcel of greenfield, which has the potential 

to contain previously unrecorded archaeological remains that survive with no 

surface expression.

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

•	0-50m: 360 no. of receptors

•	50m-100m: 227 no. of receptors

•	100m – 200m: 457 no. of receptors

•	200m – 300m: 497 no. of receptors

PIR = 3532

There are a number of community facilities located within 300m of the depot 

site, namely Confey GAA Club, Confey Graveyard, Garda Westmanstown Gaels 

GAA Club, and Westmanstown Sports & Conference Centre.

The PIR count is high in this location due to the high density residential 

development at the eastern and western ends of the Depot site. However, the 

likely location of the main Depot buildings is several hundred meters from the 

closest sensitive receptors. There will be some negative noise impacts due to 

construction and operation of the Depot but the number of receptors impacted is 

expected to be low. The higher density areas at each end of the Depot site are 

already exposed to rail noise from the existing rail lines and therefore the 

change in noise environment is not expected to generate a significant noise 

impact. 

•	0-50m: 2 no. of receptors

•	50m-100m: 8 no. of receptors

•	100m – 200m: 4 no. of receptors

•	200m – 300m: 3 no. of receptors

PIR = 43

This option is adjacent to the existing rail line which will be electrified as part of 

DART+ West. The likely location of the main Depot buildings is several hundred 

meters from the majority of the closest sensitive receptors. There will be some 

negative noise impacts due to construction and operation of the Depot but the 

number of receptors impacted is expected to be low.

•	0-50m: 87 no. of receptors

•	50m-100m: 79 no. of receptors

•	100m – 200m: 225 no. of receptors

•	200m – 300m: 193 no. of receptors

PIR = 1228

There are a number of community facilities located within 300m of the depot site, 

namely North Kildare Sports Club, Gheel Autism Unit, and Laraghbryan Cemetery.

The PIR count is high in this location due to the high density residential development at 

the eastern and western ends of the Depot site. However, the likely location of the 

main Depot buildings is several hundred meters from the closest sensitive receptors. 

There will be some negative noise impacts due to construction and operation of the 

Depot but the number of receptors impacted is expected to be low. The higher density 

areas at each end of the Depot site are already exposed to rail noise from the existing 

rail lines and therefore the change in noise environment is less likely to be impactful.

•	0-50m: 7 no. of receptors

•	50m-100m: 5 no. of receptors

•	100m – 200m: 6 no. of receptors

•	200m – 300m: 8 no. of receptors.

PIR = 63

This option is adjacent to the existing rail line. The likely location of the main 

Depot buildings is several hundred meters from the majority of the closest 

sensitive receptors. There will be some negative noise impacts due to 

construction and operation of the Depot but the number of receptors impacted is 

expected to be low.

Notwithstanding the relatively low PIR value this site will require the extension of 

the DART+ electrification to the depot site from Kilcock. That will add additional 

impacts to receptors along the track which results in this option being rated 2 – 

Negative.

•	0-50m: 1 no. of receptors

•	50m-100m: 5 no. of receptors

•	100m – 200m: 171 no. of receptors

•	200m – 300m: 5 no. of receptors.

PIR = 36

There are a number of community facilities located within 300m of the depot 

site, namely Parke House Nursing home, Tir na Nog Montessori Home, and 

Kilcock cemetery.

This option is adjacent to the existing rail line. The likely location of the main 

Depot buildings is several hundred meters from the majority of the closest 

sensitive receptors. There will be some negative noise impacts due to 

construction and operation of the Depot but the number of receptors impacted is 

expected to be low.

Notwithstanding the low PIR value this site will require the extension of the 

DART+ electrification to the depot site from Kilcock. That will add additional 

impacts to receptors along the track which results in this option being rated 2 – 

Negative.

•	0-50m: 3 no. of receptors

•	50m-100m: 10 no. of receptors

•	100m – 200m: 23 no. of receptors

•	200m – 300m: 19 no. of receptors.

PIR = 107

This option is adjacent to the existing rail line which will be electrified as part of 

DART+ SouthWest. The likely location of the main Depot buildings is several 

hundred meters from the majority of the closest sensitive receptors. There will 

be some negative noise impacts due to construction and operation of the Depot 

but the number of receptors impacted is expected to be low.

•	0-50m: 1 no. of receptors

•	50m-100m: 5 no. of receptors

•	100m – 200m: 10 no. of receptors

•	200m – 300m: 41 no. of receptors.

PIR = 80

St. Anne's Primary School is located between 200-300m from the proposed 

depot site.

This option is adjacent to the existing rail line. The likely location of the main 

Depot buildings is several hundred meters from the majority of the closest 

sensitive receptors. There will be some negative noise impacts due to 

construction and operation of the Depot but the number of receptors impacted is 

expected to be low.

Notwithstanding the relatively low PIR value this site will require the extension of 

the DART+ electrification to the depot site from the current terminus of the 

DART+ Southwest scheme. That will add additional impacts to receptors along 

the track which results in this option being rated 2 – Negative.

•	0-50m: 5 no. of receptors

•	50m-100m: 8 no. of receptors

•	100m – 200m: 9 no. of receptors

•	200m – 300m: 17 no. of receptors.

PIR = 79

This option is adjacent to the existing rail line. The likely location of the main 

Depot buildings is several hundred meters from the majority of the closest 

sensitive receptors. There will be some negative noise impacts due to 

construction and operation of the Depot but the number of receptors impacted is 

expected to be low.

Notwithstanding the relatively low PIR value this site will require the extension of 

the DART+ electrification to the depot site from the current terminus of the 

DART+ Southwest scheme. That will add additional impacts to receptors along 

the track which results in this option being rated 2 – Negative.

•	0-50m: 1 no. of receptors

•	50m-100m: 4 no. of receptors

•	100m – 200m: 5 no. of receptors

•	200m – 300m: 18 no. of receptors.

PIR = 44

This option is adjacent to the existing rail line. The likely location of the main 

Depot buildings is several hundred meters from the majority of the closest 

sensitive receptors. There will be some negative noise impacts due to 

construction and operation of the Depot but the number of receptors impacted is 

expected to be low.

Notwithstanding the relatively low PIR value this site will require the extension of 

the DART+ electrification to the depot site from the current terminus of the 

DART+ Southwest scheme. That will add additional impacts to receptors along 

the track which results in this option being rated 2 – Negative.

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

Impacts on anti-social behaviour, trips, 

falls, etc
5.2

Impacts on strategic land–use planning at 

a national, regional, or local level.

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, 

100m, 200m and 300m bands. 

Impact on sensitive properties

Noise & Vibration

4.7

Other Safety Impacts

Zoned Land, Land Use 

Planning and Spatial 

Planning

 No. of RPS, National Monuments, SMRs, 

Conservation areas directly effected by 

options etc. Number of designated 

sites/structures (by level of designation) 

directly impacted by scheme (landtake).

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. 

Policy Review

Impact on land use strategies and regional and 

local plans. Assessment of support for land 

use factors local land use and planning. 

Operational Safety of Site

Review of Alignment with local infrastructure

•	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.

Crossovers

Flood risk,  sites with soil stability issues, wind 

exposure. Train journeys (additional train running)

Identification of European sites (SAC / 

SPAs/RAMSAR), nationally designated sites 

and protected species, ASSIs, AONBs Nature 

Reserves, Wildlife Reserves. Invasive 

Species.

Flood Risk:

 using CFRAMS, 1 in 10, 1 in 100, 1 in 1000, 

Ground Profile, Historic Mapping, Current 

Aerial Photography

Key landscape characteristics affected; 

Effects on listed/ key views; Impact on 

landscape character.

7.5

6.1 Climate Action Impact

Qualitative assessment of carbon 

emissions

6.2 Climate Adaptation Impact

Impact on Resilience and Robustness of 

Transport Infrastructure

Impact on surface water, ground 

waterbodies, flood risk, land, soils and 

geological heritage sites. 

Impact on European sites (SAC / 

SPAs/RAMSAR), nationally designated 

sites and protected species, ASSIs, 

AONBs Nature Reserves, Wildlife 

Reserves. Invasive Species.

7.3

Air Quality
7.6

7.2

Climate Change 

Impacts

7.1

Local Environment 

Impacts

5

Safety Impacts

7

Cultural Heritage

Biodiversity

Impact on archaeology, cultural and built 

heritage

Safety Considerations associated with site 

layout

Safety Considerations, 

Collision Statistics. 

5.1
Collisions & Related 

Impacts

6

Potential landscape and visual impacts 

from new depot.

7.4

Landscape & Visual Quality

Impact on sensitive properties

Water Resources 

4

Land Use Impacts
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FOR WEB VIEWING ONLY

Parameter Criteria 
Option 26

Allenswood

R
a

ti
n

g

Option 28

Maynooth East

R
a

ti
n

g

Option 30

Maynooth West

R
a

ti
n

g

Option 32

Kilcock West

R
a

ti
n

g

Option 33

Kilcock West Site 3 

R
a

ti
n

g

Option 39

Hazelhatch West

R
a

ti
n

g

Option 40

Castledillon

R
a

ti
n

g

Option 41

Whitechurch

R
a

ti
n

g

Option 42

Sallins

R
a

ti
n

g

1.1
Alignment with Customer 

Requirements Specification

Empty Running, Connection to Mainline, 

Configuration

Sub-Criteria (Quantitative/ Qualitative) 

1

Transport User 

Benefits and Other 

Economic Impacts

TAF score neutral due to rating likely to remain “good” from a “good” baseline 

according to the scorecard if traffic modelling conducted. However, this option 

will facilitate the DART+ programme, removing diesel trains and promote modal 

shift from private cars which is beneficial.

Regarding TII criteria, there are 1048 no. of receptors within 200m of the 

proposed depot boundary, 1037 of these are residential. The remaining are 

community (7) or commercial (4) receptors. This is one of the sites with the 

greatest number of receptors. 

There are a number of community facilities located within 200m of the depot 

site, namely Confey GAA Club.

The Royal Canal pNHA is located within 50m of the site boundary and has the 

potential to be affected by road traffic impacts.

This option would involve the closure of the R142 and R149 which may result in 

rerouting of road traffic and additional related GHG emissions. 

TAF score neutral due to rating likely to remain “good” from a “good” baseline 

according to the scorecard if traffic modelling conducted. However, this option 

will facilitate the DART+ programme, removing diesel trains and promote modal 

shift from private cars which is beneficial.

Regarding TII criteria, there are 23 no. of receptors within 200m of the proposed 

depot boundary, 12 of these are residential. The remaining are community (2) or 

commercial (9) receptors.

The Royal Canal and Rye Water Valley/Carton pNHA is located within 50m of 

the site boundary and has the potential to be affected by road traffic impacts.

TAF score neutral due to rating likely to remain “good” from a “good” baseline 

according to the scorecard if traffic modelling conducted. However, this option will 

facilitate the DART+ programme, removing diesel trains and promote modal shift from 

private cars which is beneficial.

Regarding TII criteria, there are 401 no. of receptors within 200m of the proposed 

depot boundary, 390 of these are residential. The remaining are community (1) or 

commercial (10) receptors. This is one of the sites with the second greatest number of 

receptors within 50m of the boundary.

There are a number of community facilities located within 200m of the depot site, 

namely North Kildare Sports Club and Gheel Autism Unit.

The Royal Canal pNHA is located within 50m of the site boundary and has the potential 

to be affected by road traffic impacts.

TAF score neutral due to rating likely to remain “good” from a “good” baseline 

according to the scorecard if traffic modelling conducted. However, this option 

will facilitate the DART+ programme, removing diesel trains and promote modal 

shift from private cars which is beneficial.

Regarding TII criteria, there are 26 no. of receptors within 200m of the proposed 

depot boundary, 18 of these are residential. The remaining are community (0) or 

commercial (8) receptors.

The Royal Canal pNHA is located within 50m of the site boundary, however due 

to its location it is not likely to be significantly affected by road traffic impacts as 

a result of the project.

TAF score neutral due to rating likely to remain “good” from a “good” baseline 

according to the scorecard if traffic modelling conducted. However, this option 

will facilitate the DART+ programme, removing diesel trains and promote modal 

shift from private cars which is beneficial.

Regarding TII criteria, there are 182 no. of receptors within 200m of the 

proposed depot boundary, 12 of these are residential. The remaining are 

community (165) or commercial (5) receptors.

There are a number of community facilities located within 200m of the depot 

site, namely Parke House Nursing home and Kilcock cemetery.

The Royal Canal pNHA is located within 50m of the site boundary, however due 

to its location it is not likely to be significantly affected by road traffic impacts as 

a result of the project.

TAF score neutral due to rating likely to remain “good” from a “good” baseline 

according to the scorecard if traffic modelling conducted. However, this option 

will facilitate the DART+ programme, removing diesel trains and promote modal 

shift from private cars which is beneficial.

Regarding TII criteria, there are 41 no. of receptors within 200m of the proposed 

depot boundary, 36 of these are residential. The remaining are community (0) or 

commercial (5) receptors.

TAF score neutral due to rating likely to remain “good” from a “good” baseline 

according to the scorecard if traffic modelling conducted. However, this option 

will facilitate the DART+ programme, removing diesel trains and promote modal 

shift from private cars which is beneficial.

Regarding TII criteria, there are 20 no. of receptors within 200m of the proposed 

depot boundary, 16 of these are residential. The remaining are community (0) or 

commercial (4) receptors.

TAF score neutral due to rating likely to remain “good” from a “good” baseline 

according to the scorecard if traffic modelling conducted. However, this option 

will facilitate the DART+ programme, removing diesel trains and promote modal 

shift from private cars which is beneficial.

Regarding TII criteria, there are 29 no. of receptors within 200m of the proposed 

depot boundary, 21 of these are residential. The remaining are community (1) or 

commercial (7) receptors.

TAF score neutral due to rating likely to remain “good” from a “good” baseline 

according to the scorecard if traffic modelling conducted. However, this option 

will facilitate the DART+ programme, removing diesel trains and promote modal 

shift from private cars which is beneficial.

Regarding TII criteria, there are 12 no. of receptors within 200m of the proposed 

depot boundary, 10 of these are residential. The remaining are community (0) or 

commercial (2) receptors.

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

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.

1 5 – Slightly Positive Impact 5.2 5 – Slightly Positive Impact 5.0 6 – Positive Impact 5.6 5 – Slightly Positive Impact 4.8 5 – Slightly Positive Impact 5.2 5 – Slightly Positive Impact 5.0 5 – Slightly Positive Impact 5.0 5 – Slightly Positive Impact 5.0 4 – Neutral Impact 4.4

2 3 – Slightly Negative Impact 3.0 4 – Neutral Impact 3.5 4 – Neutral Impact 4.0 3 – Slightly Negative Impact 3.0 4 – Neutral Impact 4.0 3 – Slightly Negative Impact 3.0 4 – Neutral Impact 4.0 3 – Slightly Negative Impact 2.5 4 – Neutral Impact 4.0

3 6 – Positive Impact 6.0 6 – Positive Impact 6.0 6 – Positive Impact 6.0 7 – Highly positive Impact 7.0 7 – Highly positive Impact 7.0 6 – Positive Impact 6.0 6 – Positive Impact 6.0 6 – Positive Impact 6.0 6 – Positive Impact 6.0

4 2 – Negative Impact 2.0 3 – Slightly Negative Impact 3.1 3 – Slightly Negative Impact 3.1 3 – Slightly Negative Impact 2.9 4 – Neutral Impact 3.6 3 – Slightly Negative Impact 2.9 3 – Slightly Negative Impact 3.3 3 – Slightly Negative Impact 2.4 3 – Slightly Negative Impact 3.1

5 5 – Slightly Positive Impact 4.5 5 – Slightly Positive Impact 4.5 6 – Positive Impact 5.5 5 – Slightly Positive Impact 4.5 5 – Slightly Positive Impact 4.5 5 – Slightly Positive Impact 4.5 4 – Neutral Impact 4.0 4 – Neutral Impact 4.0 4 – Neutral Impact 4.0

6 4 – Neutral Impact 3.5 4 – Neutral Impact 4.0 3 – Slightly Negative Impact 3.0 4 – Neutral Impact 3.5 4 – Neutral Impact 3.5 4 – Neutral Impact 4.0 3 – Slightly Negative Impact 3.0 4 – Neutral Impact 3.5 4 – Neutral Impact 4.0

7 3 – Slightly Negative Impact 2.4 3 – Slightly Negative Impact 2.6 3 – Slightly Negative Impact 2.4 2 – Negative Impact 2.3 2 – Negative Impact 2.4 3 – Slightly Negative Impact 2.9 2 – Negative Impact 2.3 3 – Slightly Negative Impact 2.7 3 – Slightly Negative Impact 2.6

4 – Neutral Impact 3.8 4 – Neutral Impact 4.1 4 – Neutral Impact 4.2 4 – Neutral Impact 4.0 4 – Neutral Impact 4.3 4 – Neutral Impact 4.0 4 – Neutral Impact 3.9 4 – Neutral Impact 3.7 4 – Neutral Impact 4.0

No 27 No 29 Yes 30 No 28 Yes 30 No 28 No 28 No 26 No 28

Climate Change Impacts

Estimated number of potential receptors 

(residential properties, sensitive commercial 

properties etc) 100m either side of the 

outermost depot rail line. 

Local Environment Impacts

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, 

100m, 200m and 300m bands. 

Impact on sensitive properties

Land Use Impacts

Transport User Benefits and Other Economic 

Impacts

Accessibility Impacts

Social Impacts

Safety Impacts

Air Quality
7.6

Progress To Stage 2

Overall Rating

Local Environment 

Impacts

7

Electromagnetic 

Compatibility

Electromagnetic Compatability Impact on 

sensitive local receptors
7.7

Assessment Summary
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