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I made an observation to Fingal County Council in relation to the above planning application
focussing on the Grange Road junction and other pedestrian/cyclist design issues. The issues raised
in my observation were not analysed in the text of the planner’s report but the following condition
in the decision requires details, to include measures to prioritise cyclists, to be resolved between the
applicant and the Council at a later stage:

“Prior to the commencement of construction, the developer shall submit the following for the
written agreement of the Planning Authority;

“The final details of the revised road design and junction layout along Stapolin Avenue and
accessing Block 01

“The locations and detailed design of traffic calming throughout the development. Traffic
calming measures shall also be reviewed prior to taking-in-charge.

“The details of the revised Grange Road signalized junction to include measures to prioritise
cyclists. The junction shall be constructed at the developer’s expense.

“The final details of the surfacing proposed to the bus ramp in the north-western corner of
the site and any associated pedestrian crossing measures/design features.”



Given that, as pointed out in the observation, the proposed design is in conflict with guidance and
standards, it is not acceptable to approve the proposed design of the Grange Road junction subject
to a condition that it be redesigned with no opportunity for public input to the design and with no

reference to the guidance and standards.

Grange Road junction

The design as proposed is unsafe and hostile to cyclists. | urge the Board to require the submission
of a design for the junction which would provide for full segregation of cyclists.

Grange Road is identified in the GDA Cycle Network as a Secondary Route, with the importance
of Baldoyle Industrial Estate as an employment centre emphasised.
(https://www.nationaltransport.ie/publications/transport-planning/gda-cycle-network-plan/)

The National Cycle Policy Framework sets out a vision to “make Irish towns and villages safe and
attractive for cyclists of all ages and abilities” and accordingly provides for a “new approach to the
design of urban roads”.

(http://www.smartertravel.ie/content/national-cycle-policy)

The proposed redesign of the junction will not provide a quality environment suited to cyclists of all
ages and abilities. To comply with the County Development Plan and national policy, the design
must provide full cyclist segregation and traffic light phasing at this junction, providing separate
cycle facilities on all arms of the junction.

The Dutch Design Manual for Bicycle Traffic (CROW, 2016, ISBN 978 90 6628 659 7) contains
this guidance (p.102) from which is quite clear that a major distributor road such as this should have
a segregated cycle path:


https://www.nationaltransport.ie/publications/transport-planning/gda-cycle-network-plan/
http://www.smartertravel.ie/content/national-cycle-policy
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If both a cycle path and a cycle lane are feasible
options, then creating a cycle path will always
be preferable, After all, from the perspective of
road safety, exposure to exhaust fumes and
comfort, a cycle path has clear advantages over
acycle lane.

Fundamental principle 2: The entire traffic
Situation is important
Cycle policy is not synonymous with creating
specific cycle facilities. Whether or not traffic
situations are safe and pleasant for cyclists is not
something that depends solely on the presence
and quality of facilities made for cyclists; to this
end, the entire traffic situation is important. Fur-
thermore, it is not always possible to fall back
on general points of departure. It is too easy to
state that mixing bicycle traffic with motorized
traffic is always possible where the speed of the
latter is low. Perhaps from a safety perspective it
is, but cyclists’ comfort might necessitate more
Which is why in the selection plan the general
points of departure of segregation and mixing
are nuanced in terms of components.
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The Manual further discusses the options for junctions of distributor roads (pp.146 on). You will
note that the sort of weaving between cyclists and motor vehicles required to negotiate the proposed
junction is “strongly discouraged” (p.153) at busy junctions like this one.




Single-lane roundabouts are the safest type of
junction. Such roundabouts have a capacity of
upto c. 25,000 PCU/24-hour period (sum of the
incoming arms; in the case of asymmetrical traf-
fic volume the capacity will be up to 20% lower).
Aturbo roundabout is capable of accommodat-
ing many more vehicles, with the larger varieties
taking up to ¢. 50,000 PCU/24-hour period.
Nevertheless, they are considerably less safe
than single-lane roundabouts and for that rea-
son they will only be considered if this is una-
voidable for reasons of capacity.

From the perspective of road safety, it is desira-
ble to have cyclists cross other traffic by means
of agrade-separated solution. If this is not pos-
sible, then cyclists will have to give way at turbo
roundabouts both in and outside of built-up
areas. Only if there are already more rounda-
bouts in the local area at which cyclists have
right of way will it be possible to consider to
give cyclists right of way at the turbo rounda-
bout too. Additional layout requirement will
apply to this end, however [10].

:
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Facilities for bicycle traffic

In principle, specific facilities for cyclists are
unnecessary on relatively quiet roundabouts up
to around 6,000 PCU/24-hour period. However,
they could be wanted if they would make the
design of the roundabout fit in better with the
connecting roads. If the latter have segregated
cycle paths (for instance), then preference will
be given to creating a segregated cycle path on
the roundabout as well.

A segregated cycle path is at any rate recom-
mended on busier roundabouts. Cycle lanes on
roundabouts are discouraged. Due to their blind
spot, drivers of turning lorries in particular have
an inadequate view of cyclists and moped riders
riding next to them on the right-hand side. Fur-
thermore, the following points for attention
apply [11]:
= The design of the cycle path must encourage
caution on the part of cyclists.
= The point at which cyclists cross the car-
riageway must be sufficiently clear and

noticeable.
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In built-up areas the guideline is that cyclists on
a segregated cycle path going round a rounda-
bout have right of way [12]. This is mostin keep-
ing with a cycle-friendly policy. The design of
cycle paths around the roundabout must be
fine-tuned to the priority control: the cycle path
is circular and is ridden in a single direction.
Outward bends and 'square’ cycle paths are
dangerous and uncomfortable, and for that rea-
son they are discouraged.

No less important is the design of the main car-
riageway. This must adequately reduce the
speed of motorized traffic.

This can be done by (for example) making the
central traffic island sufficiently large (to stop
cars being able to drive by them at relatively
high speeds), by raising the central traffic island,
and by using sufficiently tight curve radii for
motorized traffic.
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sponding design is a cycle path bent OUtwards
Here, too, thereis a need to ?dequately reduce
the speed of motorized traffic. To this end, suf;.
ciently tight curve radii are required.

Outsid

As far as possible, bidirectional cycle paths
around roundabouts are avoided, as motorists
are not expecting any oncoming cyclists riding
clockwise as well as anticlockwise. If a bidirec-
tional cycle path is used round a roundabout
anyway, then it is strongly recommended that
the cycle path be raised over the approaches
and exits, with the design, markings and signage
optimally drawing road users’ attention to the
possibility of cyclists coming from more than
one direction.

If the volume of traffic on the arms of a rounda-
bout is sufficient to necessitate a turbo rounda-
bout, then the design of cycle facilities will
require extra attention. The best solution would
be a grade-separated one, preferably entailing a
lowered cycle path combined with a raised car-
riageway. If need be, a tunnel can be used,
though only on the main cycle route. This will
enable at-grade crossing on the part of cyclists,
depending on volumes. However, this will only
apply ifitis a single-lane exit, in which case the
cycle path should preferably be constructed on
atable. At-grade crossing of two-lane exits is
extremely dangerous due to the obstructed visi-

bility. Designs in which this is necessary are
strongly adviseq against.

6.3.3.2 Traffic lights

::’;ﬁ;::ghts are usually installed to ensure

of distriéiife Motorized traffic flow. In the case

acco Or roads, this will pertain to junctions
mmodatmg between 10,000 and 30,000



PCU/24-hour period. Traffic lights are a less
(sustainably) safe solution than roundabouts or
grade-separated crossings, which is why from
that aspect they must be considered to be sec-
ond best.

Motorized traffic is usually dominant at junc-
tions regulated by traffic lights. Consequently,
attention was primarily given in the design of
the traffic light control system to the flow of
motorized traffic. This entails the capacity for
motorized traffic being used as a benchmark
and the available time for slow-moving traffic
often being limited. The combination of short
green times for bicycle and pedestrian traffic
and the long time required to process motor-
ized traffic creates long waiting times for
slow-moving traffic. Nevertheless, an accept-
able probability of having to stop and a limited
waiting time are just as important for
slow-moving traffic as they are for motorized
traffic. There are possibilities in terms of
addressing this (or addressing this better).

Various criteria and design requirements for
traffic lights are discussed below. Afterwards

Chapter 6 - Junctions

attention will be devoted to fundamental princi-
p/es for policy and management which are
Important within the compass of cycle-friendly
traffic control, Finally, a brief look will be taken
at possibilities in terms of control technology to
improve the position of bicycle traffic in a traffic
light control system.

Criteria and design requirements

Siting criteria for traffic lights, flow capacity,
waiting time (average and maximum) and prob-
ability of having to stop/probability of being able
to continue, cycle time and preconditions vis-a-
vis partial conflicts and a combined flow are
some of the important factors.

Siting criteria traffic lights

A detailed account of the siting criteria for traffic
lights is beyond the scope of the present Design
Manual. Only those considerations that pertain
to bicycles will be treated. From the perspective
of the interests of cyclists, traffic lights can be
considered with safety and bicycle traffic flow in
mind. Safety is particularly important at junc-
tions and crossings: if the scale and/or speed of
the traffic flow to be crossed is sufficiently con-
siderable that this will put cyclists in jeopardy,
then traffic lights can be considered. Inciden-
tally, this is only if other measures (including
creating a roundabout or a central traffic island
at crossings) has proved to be infeasible.

Flow capacity

The flow capacity of cycle paths is high: around
5,200 cyclists per hour at a width of 2.00 m.
Nevertheless, high volumes and/or long red
times for cyclists give rise to significant time loss
and discomfort as a result of questions and sat-
uration. Options in terms of preventing this
include (locally) widening the stacking space,
widening the flow space and extending the
green time.
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Waiting time and probability of having to stop

For the purposes of ascertaining the bicy-
cle-friendliness of traffic light control systems,
the terms probability of having to stop/probabil-
ity of being able to continue and waiting time
(for cyclists, of course) are extremely important.
Wwaiting for traffic lights turns out to be a signifi-
cant source of delay, particularly in major cities.
Stopping means not only lost time, but also
energy loss and discomfort.

The probability of having to stop (and by
extension the probability of being able to
continue) is determined by the number of

times that a cyclist will have to stop at a traffic
light control system. In the case of a fixed sys-
tem, the probability of having to stop is easy

to establish: it will be the red time divided by
the cycle time. In the case of a pre-emptive
(non-fixed) system, the probability of having

to stop can be calculated by dividing the overall
red time in a (representative) period of observa-
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tion by the overall time that this period of
observation comprises.

If a cyclist has to stop, the waiting time will be an
important measure of bicycle-friendliness. Both
the average and the maximum waiting time are
significant. If a cyclist has to stop at a red light,
then the waiting time is determined by the red
time and the point during the red phase at which
the cyclist arrives. The average of this (across all
arrivals) is the average waiting time when stop-
ping. In a fixed system, this will simply be half the
red time. Perhaps contrary to expectations, the
average waiting time will be a little higher for a
pre-emptive (vehicle-dependent) system. The
calculation is more complicated - see above [16].

The average waiting time is proportional to the
square of the cycle time for cyclists. Shortening
the cycle time will therefore make a significant
contribution towards limiting the average wait-
ing time.
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affic flow but will usually also improve flow for
other types ¢ f vehicle as well, For a cycle
“u'l](i!v« ontrol system it holds that the shorter
the cycle time the better, though preferably not
longer than 90 s. Having the green aspect for
cyclists feature twice during the cycle can con
siderably improve waiting time for cyclists

partial conflicts between car and bicycle

Alarge number of highway authorities do not
allow any partial conflicts in their systems from
the point of view of road safety. However, for
various reasons it could be desirable to permit
partial conflicts between car and bicycle in a
system, e.g. to shorten waiting times or due to
lack of space. Such partial conflicts may only be
permitted between cyclists travelling straight on
and cars from the parallel traffic flow turning (or
vice versa). In this regard, having a proper view
of the cyclists is crucial. Furthermore, giving
cyclists a head start in this case is recom-
mended to ensure that the presence of this flow
is emphasized.

13

)
Partial conflicts between car and bicycle are

strongly discouraged if

= the volume of the motorized traffic turning

exceeds 150 PCU/hour;

a bidirectional cycle path is involved, because

a proportion of the cyclists will be coming

from an unexpected direction;

= it pertains to a situation outside of built-up
areas in which the speeds are higher and
cyclists are a less dominant force in the street-
scape (as a result of which they are more likely
to be missed);

= alarge number of lorries are turning right
(due to the probability of a blind spot-related
accident);

= motorized traffic turning left has to cross a
large junction (because motorists are no
longer expecting any cyclists after the signifi-
cant distance).

Combined flow of cyclists and other traffic or not?
Three manoeuvres can be distinguished for
cyclists at a junction: turning right, riding
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have cyclists travelling in all directions given a
green signal at the same time. |n Situations
involving @ dominant flow of cyclists turning left
this flow can easily be facilitateq by adJUSting ,
the order of the green aspect in the SO-called
plock diagram of the traffic light control system.
This could have markedly positive effects.

Fundamental principles for policy and
management

One of the most important options when jt
comes to improving the position of bicycle traf-
fic at traffic light control systems is at the level
of policy development. Or, to putitin more
concrete terms, it consists in formulating clear,
cycle-friendly policy principles. Practical expe-
rience has shown that a large number of traffic
light control systems are made by traffic control
engineers with a high degree of independence.
Taking into consideration the interests of all
road users and on the basis of the engineer’s
own knowledge and expertise, a traffic light
control system is created that to all intents and
purposes constitutes a ‘compromise’ [13]. Such
away of working leads to the control engineer
making a significant mark on the highway
authority’s traffic policy.

In order to prevent this, though also to avoid
being overly reliant on the engineer when it
comes to resolving dilemmas during the design
process, highway authorities responsible for a
wide array of traffic light control systems should
develop a traffic light provision policy to this
end. This will set out what priorities are being
assigned to the various categories of road user
Inthe different road situations. For example,
one fundamental principle can be that at junc-
tions in built-up areas right of way be given to
(sections with) main cycle routes. However, itis
3lso possible to specify maximum values for
average waiting times or cycle times, for

Chansa. -

instance. If such fundamental principles are
recorded in administrative regulations, then the
control engineer will have clear objectives,
which will also be readily testable.

Another important measure is carrying out peri-
odic maintenance on the provision. Once a traf-
fic light control system is ‘up and running’, it
often receives little in the way of attention. Per-
forming regular maintenance work and check-
ing in situ whether specifications are still satis-
factory will prevent a provision from no longer
being optimally fine-tuned to the traffic situa-
tion as time goes by.

Control engineering options

Various design sheets accompanying this
Design Manual include measures to improve the
situation for cyclists at junctions with traffic
lights. A large number of these centre on short-
ening waiting time for cyclists. After all, mini-
mizing waiting time is essential for a cycle-
friendly provision. The various measures can be
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Possibilities for combining cycle
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1t traffic lights

Table 6-4.
ombined
Design sheet C'?" perha:,ps (l:; -
Number  Measure with number
V40 2to 16
1 reducing cycle time e 13,4,7t09 11to16
2 including extra green aspects for bicycles 12 4t011, 1401 67
3 permitting right turn through redm e l V4é . tb 3 iO 013,15
4 giving all cycle directions a green aspect simultaneously b TR ; 7
D accepting partial car-bicycle cqnflictsr . 54 79 1 ¢ t;) 13 1'5' 1
6 " settinga favourable idle mode for cyclists V49 § 1; ;3 58 .
25 o " T 6:5,15;0,47;
7 increasing cycle directions with right of way for Va1
public transport R - ol 5 s — — —
RSN S TR S R A S L 7,9,11t0 16
8 increasing cycle directions with other directions 3 V42 A to3, ’5,"7’T3 IS’E 87
9 sétting favourable phase order for cyclists turning left V43 . o i §Z 8; {9 t015,15,1 NS
10 setting green wave for bicycle traffic ok VA SO 1,3t05,9, 11to 16 i
1 keeping reciprocal conflicts between slow-moving traffic all measures
outside of the regulation - b 2 b ciirthing
12 implementing right turn through red - J—— all measures, with the exception of 3
13 introducing advance detection/pre-request for V45 all measures
picyclgtrafﬁc T mm—. |, s
14 introducing advanced stop line V39 all measures, with the exception of 6,
— i 4 v y 7and 8
15 increasing flow capacity motorized traffic all measures, with the exception of 5
(to enable cyclists to be given a green aspect sooner)
1§ - ikttt A Ty YR s> =7
16 introduce bidirectional crossings allmeasures, with the exception of 4,
P o e NS G S W 5and 14
17 increase size of stacking spaces and exit lanes for cyclists all measures, at high volumes of
bicycle traffic

adopted separately, though often in combina-
tion as well (see table 6-4). The effects of the
measures could vary for each situation. For that
reason, a thorough analysis must be performed

for each situation to ascertain the most Suitable
measures in situ.

6.3.3.3 Grade-separated solution
Grade-separated facilities will pe desirable or
hecessary if other junction solutions do not sat-
isfy the design requirements Vis-a-vis directness
and safety. This applies not only to main cycle
routes but also to the basic network — particu-
larly for those Components that intersect busy

156 DESlCm Maniial éxe ne
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The Irish National Cycle Manual (www.cyclemanual.ie) similarly recommends the use of a
segregated cycle track for roads such as this with high volumes of traffic at high speeds (Guidance
Graph 1.7.4, p.19 and note 7 on page 21)

The National Cycle Manual's advice on integrating design for cyclists and pedestrians into the
junction design process is particularly relevant given the way Fingal County Council proposes the
design of this junction be addressed:

Cyclists and Pedestrians:
The needs of cyclists and pedestrians should be considered as a fundamental part of the
design process rather that as an afterthought once vehicular traffic has been catered for.

(p,.75)

The Manual includes the following advice which this design fails to follow:

Where there are HGVs, cycle track should be segregated up to the stop line, and
separately signalised. See 4.5.5 LeftTurning Large Vehicles: Functionality

(p.79)

» Streaming cycle lanes can only be used in low traffic speed environments where there
is minimal speed differential between cyclists and adjacent traffic
* Streaming is not suitable along HGV routes

(p.81)
The guidance in relation to left turning lanes is clear that they are not appropriate for this junction:
Not suitable where HGVs use left hand pocket. (p.89)

The guidance is strongly against left turning lanes in general, advising in relation to existing
junctions:
“Left hand pockets should be removed wherever possible.” (p.97)

The Design Manual for Urban Roads and Streets (http://www.dttas.ie/) contains similar advice.

The County Development Plan (CDP) requires “the design of roads, including cycle infrastructure,
in line with the Principles of Sustainable Safety in a manner consistent with the National Cycle
Manual and the Design Manual for Urban Roads and Streets.”

Given that large numbers of HGVs use this junction, it is essential that segregated cycle facilities,
with adequate visibility and dedicated cycle and pedestrian phases are provided at this junction.

In these circumstances, the Council should have requested that the applicant produce a design for
the junction consistent with the CDP specification that it be “in line with the Principles of
Sustainable Safety in a manner consistent with the National Cycle Manual and the Design Manual
for Urban Roads and Streets.” The Board should now do that.
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It is not the Board's role, nor my role as an observer, to design the junction. However, it may be
useful to point to an example of the sort of design which would be appropriate at this location,
simply to demonstrate the existence of safe alternatives. This diagram, based on Dutch practice but
flipped for left-hand street use, gives a very clear explanation of the sort of fully segregated junction
which would be appropriate here and would be in line with the design guidance quoted above.

.{l* o

%

1 - Traffic N/S

2 - Traffic EIW
3 - Pedestrian/ Cycle all green
4 - All red

Simple method of control with
three stages, plus all red.

Cyclists should be able to cross
two arms (i.e. turn right) within time
given to pedestrians crossing one
arm under Stage 3.

Pedestrians and cyclists crossing
on segregated Toucan.

Cycle tracks have priority over
pedestrians in this example.

[X] @RantyHighwayman
(Source: http://therantyhighwayman.blogspot.ie/2014/07/traffic-signal-pie-third-slice-floating.html

Note that it would be easy to give pedestrians priority over cyclists at the relevant points.)

Overall street design principles for the new development

In line with the Design Manual for Urban Roads and Streets, the design speed for all roads in the
development should be 30km/h and the area should be brought forward for designation as a 30km/h
zone straight away so that the designation will be in place before any new streets/roads are opened
to use.

Contra flow cycle facilities

One-way routes in the new development should provide for contra flow cycle traffic, as advised in
the National Cycle Manual.
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Allocation of street space to planting rather than parking

Given the information in the Additional Information response in relation to the over-provision of
parking spaces, the fact that the County Development Plan standards are maxima not minima and
the proximity of the development to Clongriffin Station, it is important that available street space is
used for planting to provide a high quality environment in line with the Design Manual for Urban
Roads and Streets.

Respect for and retention of the historic character of the area

The proposal should better address the historic character of the area as an early Viking settlement,
which gave its name to Baldoyle, and a location of habitation at Stapolin House.

Baldoyle — The Town of The Dark Stranger — Baile Dubhghaill

The year 898 and the Vikings made their first recorded sortie to what is now known as
Baldoyle. Itis, however, unlikely that this was the first incursion here by the Ost-

men as some writers note their presence her as early as 852. Their settlement was
probably not in the location that we today regard as Baldoyle. The raiders almost cer-
tainly sailed their boats up into the Maine River as far as the area around what we
know as Stapolin House(the name Stapolin is the Norse for the title Steach Paoilin, the
house of Polin). The Danish (Baldoyle) group settled down and did not live up to their
reputation as marauding raiders. Recent study shows that the native Irish were four
times more likely to attack Irish settlements than were the Danes.

The ruins/remnants of Stapolin House should be incorporated into the design and the history of the
area reflected better in the development.

| attach a copy of the acknowledgement of my original submission.

Best regards,

Cllr. David Healy
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