The Community Workers Co-operative has prepared this repon as a submission 1o the
Dublin Transponation Review Group, and also a3 a respurce 10 e active in

communitics around wrl issues. It looks @ the background 1o the current
transporiation crisis in Dublin, analyses the issues involved, sets out critical principles
For future planning, and immediate seps o address the situation., Al the cone

of ils proposals are demands for real involvement of transpon users, community and
interest groups in the planning and running of the Dublin ransportagon syscm,
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Foreword
The Community Workers Eﬁ-nparalwa has ared this report as a
submission to the Dublin Transportation R Group, and also as a
resource 1o active in mnmmims around transportation issues. The

Community Workers Co-operative is a national network onganisation of
working al local community level. Members belong 1o a wide vanely of
voluntary and statutory organisations which are directly involved in activities
associated with job creation, training. education, heallh care, and the
environmeant. Many members are involved with specialis! actvities associated
with spacific & such as the unampioyed, the disabled, raveliers, women
and the elderly. It is oul ol this experience of direct work at community level
that this submission s made.

The Document is the product of research work carmed oul Maxus Co-
operative, ol discussion between representalves of varous in based
communily groups, and of consultation with a number of individuals who have
nuvelopo-:ra specific expertise in the field of transporation. The Community
Workers E-té-ng:-&rgtwuﬁ_laﬁcmmdqaa in pal"ti“mlur the mmmm ME;.IE
especially Eoin Collins, in nmu-# 1 submission
research and resource mmm of the Emwgvmeﬁ
towards funding rmafm and publication costs was equally a vital
facior in the preparation of this submission. Kieran Rose deserves particular
credit for initiating the projed and convening the group.

A key objective of the Community Workers Co-operative has always been 1o
articulale the pﬂlﬁﬁl_ﬁl’.‘lr‘i‘ﬂ of community based groups on policy issues of
common concermn. The paricular inferast in tra Mation policy comes from
the imvolvemant of the Commu Workers -Operative in seeking 1o
influence the National Development Plan, drawn up by the govermmeant in
1888 10 secure lreland’s share of the increased gan Structural Funds
Three issues highlighted are of particular relevance to this submission:

A, The nead for acive pamicipation by commundy-based groups in the
preparation of the National Development Plan. This paricipation was
aliowed for under the new requlation number 2052/88 of 241h June 1988
governing the disbursement of Structural Funds. It was justified on the
grounds of alficency but also as an important mechanism in liberating
lacal indiatvve and mobiksing boeal resourcas.

The concern of ihe Communiy Workers Cooperative with the
development ol structures to allow lor such panicipation has mmmuu:l
in more recenl limes wilh work underaken in the area of local
Ezvemmarrt reform. A substantial submission made to the Advisory

mmitiee on Local Government Reform and Reorganisation proposed
a framework for including communily-based groups in planning for their
oW areas of concem.

Fosbruary 1957 Fage 1



informs & key recommendation in

can be of enormous benefil. However Ireland lags behind the rHt 1
Europe in this respect. .

. Ihe needs of those disadvantaged and marginalised in Irigh
must be prioritised. The targeting of investment on such it
central element, wital 1o the success of any plan lor
economic revival. To ignore this was 1o further reinforce the growing
inaquality in Irish society and aggravale rates of dependency.

iransport th h the Eu
ffied on the basis of

C. mwwmmm
It was also based on an

Funds. This need was

with community g throughaout the country
sz of tha , al limes a‘lrrm-&:-:hs}u. use of stnectural fund
on road bulkding ]

It was the work on this panicular ar&a of concern that led ihe Community
Workers Co- ive to s&l u lajn:mp lo contribute to the debala
on transportation policy for the lt:rni 1

The destructive impact of roads on local communities and the isolation dua lo
inndeq.lﬂta public transport are both issues thal have mobiised community
gmd hroughout Dublin in recent years. In many cases this has boen activity
on damage limitation. The present review process provides community

11& roups with a rare chance to ammnmmhrumleaapaﬂmrﬂum
making of policy. This role can be realised only if the contents of this
submission are taken on board by the review group. Parlicipation by written
submission is never satisfaclory as, all oo often, it serves as a means of
legitimating that which has already been decided. The Community Workers
ﬂn—npntal_nru presents this submission with confidence that this will not be tha
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1. INTRODUCTION

1.1 The Dublin Transportation Study And The Need For
Community Action.

In response to the public consensus thal Dublin faces major transpor
ms, the Minister for the Environment established the Dublin
llﬂnmmtﬂthn Eﬁﬂ G In 15&& o mrmdﬂm Elmmh:;& Wﬁﬂm
uture transport plann n ew G
of representatives nfhgla Dﬂpmrmrls of the Emvironment, L?‘m.nism and
Transport, Finance, Fru:i.lsllieand Commerce, Dublin Gurpuraﬁnn. Dublin
County Council, CIE, and the Gardai, recommended that a_transportation
study Da underiaken 1o assess the transponation needs of the Dubln area,

The new Dublin Transporation Study (DTS) will be undartaken in two phases.
Phase one will review the existing transpon situation, evaluale previous
lransporiation sfedy recommendations and idenidy dala requrements for
phase two. This phase also requires the Consullanis to:

“Examing and ofn  submissnns from the puble and ndereshed
w:hmmthlW

The second phase will then look to future transporation planning, which wil
involve I proposals for meet emsuga and future Iransportation
requirements in both 8 and 20 year limeira ;

The new DTS, therefore, represents an and final
mmrrmhmakawayrmmmm irangpor policy, a policy that utlurhr
io take amuumuﬂheluﬂhmraajzuf mobility requirementis of people in the

mrrmu indead of the noms: development requirements of

the city. ever, the struggle upl'lll for the Minister for the

Environment has already slat&d Iha! Iha Review Group conclusions will rh:g

influence current plans for EC and government money already alocated.

These plans involve the larges! ever capital spending programmé on

transpon, to be spent by the end of 1993. In other words, the review

FECOMImse e are al varance with existing plans, will in all

likelihood be shelved for the indefinite fulure.

To counter this ‘politics of appearance’, it is essantial that the ranspor needs
of local are effectively articulated.

1 MMWHMWHMWMH
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1.2  Community Action and Information

The aim of this repor is (o contribute 10 efforts o creale a more equitable and
efficient transporiation policy, with greater consideration given 1o the tra
needs of the majority of people access to cars; as well as to the
mhaﬂmﬂb@‘mﬁﬁﬂ;hﬂrﬁ@wmhmﬁpﬂd;ﬁamm
rationale u this report is that there is no contradiction between
efficiency, economic elfectiveness and — indeed the more equitable
choice s also the most cost-eflective, Previous transportation policy
wwmwmmwmmmmwmurﬁm
expense of the public tra system. The resulting transpor crisis has led
to widespread consensus that the franspor difficulties D now faces can
be solved only by the provision of an affective public transpor service,

Translating this consensus into action requires an eflective community-
based o existing fra practices, based on a full debate of the
social, economic and planning issues nvolved. This report seeks 1o contribule
to that debate by:

= Wi the transpor  situation
WHHMMWH:

= the persistent bias inst public transpor in evaluat
;mmwmmw wkmm:r:pamhm;m
me-m;luurn transport as an essential service and
the need mmch ihe evaluation of s efliciency and

- Making recommendations on future transpon planning, reflecting the
nalysis and needs of commu and special nmterest groups
fmmﬁmm - e

in Dublin since the Dublin

2. PRESENT PROBLEMS - PLANNED CHAOS?

21 Background to the Problem

It i& important 1o precede any study of tha transport problems facing Dublin by
a bnel summary of the background 1o the current transponiation position, for
Dubdin is not unique in having to pay bittarly lor past planning misjudgements

and the atte o supe &0 a road network and new u forms on an
already lemml:l nirﬂgﬂm. whareas most Eu an cies have
leamed from past mistakes and adapled planning accordingly, Dublin now
languishes in a state of tra ration chaos, influenced

a redundant
transportation plan no longer relevant to the needs of the people living in the

regon.

Parhaps the most important study 1o have sh the developmant of Dublin
was the M Wiright ﬁﬂﬂmﬁﬂl‘rﬂtﬂgf i‘tﬂag'?}dam the subsaquent Dubdin
City and Development Plans which incorporated tha proposals.
The Wright n was in response 1o the préssure lor expansion

and ﬂmhpmn%?'ll crealed by population and economic growth within the
Dublin region.

Thea main recommendations of the repon wera thal threse new lowns should be
built on the western edge of the city 1o cater for al least 60% of the expected
growth in population. The three new towns, Blanchardstown, Lucan/Clondalkin
and Tallaght, would be sall contained in terms. of and services as far as
this was possible given their proximity lo a e urban area. As for
transporaton, Wright foresaw a la increase in tfips be n these
suburban aneas would be faken largely car.® This inter-
suburban traffic would then ba accommodated by new routes which would not
pass through central Dublin, Pressure on radial routes 1o the city would be
reduced as the new lowns catered for their own and each others needs,
reducing the need 1o travel to the city centre for work, shopping and other

purposes.

Many of Wright's proposals ware incorporated info stalutory dew il
DlarﬁlhenbahgprmamdhylhﬂmmthImmmhm
region. However, in order to gquantify the ftransport elements in the
development ., the Dublin Transporiation Siuvdy (1971) was
commissioned by the Department of Local Governmeant. This , which has
haunted Dublin transpon BviEr since, was o make recommendations
about franspor problems in over the next 20 vears.

4 [Kiliesn, 1879, pp 15:4-55.
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The Dublin Transportation Study (DTS) was the first major transporiation
study ol the greater Dublin area and mvolved the use ol complex tratfic
loracasting moda tlechniques. However, the very norrggxiry of the modeals
tended 10 obscura 1 k%mﬂmmm of the modelling technique h-a:'a
used. In particular, the DTS assumed thal ‘modal spiit' (the

between forms of transport people use) was dependent on such
characteristics as the income and carnwmrsh&m trip makers rather than on
the quality of particular modes themsalyes. nsequently, a bias lowards
private and against public transpor was bult in from the outsat:

if t trands - i car ownership and
ﬂnﬂmm&iﬂ;ﬂh -"’"mfﬁ?‘hr . mcnaﬂ'ﬁ‘ s

| 7 p “Commeniy Workses Loop

iy Trpesipont ke A8

is ol wiich i road | it schameas
mnh'_muq'&'m_ : nmﬁwh:mdw improvements Sacondany

Another key assumplion of the study was that the pmHaﬂn::n; ol the City and
County Deve Plans would in fact ba realised ie., that the new

would be largely self-contained in terms of jobs and amenities and therefore
not kead 1o any major increéassa in tnps 1o the city centre.

Given these assumptions, the DTS therefore proposed 1o spend 86% of future
spending on road ruction and improvement bul ondy 14% on invesiment

in public transport.

The DTS was thus largely a passive planning response to euxisting trends
rather than a visionary plan seiting clear nbjﬂgu"ims in relation 1o the tra
needs ol the whole community. In this regard it has become somewhat ol an
anachronism:

“There is vi in g the nfrastruciure
G OF SOUNS 50 SxpirEded &1 & fare AL Al v

However, aven in s own terms, the DTS became redundant wery quickly.
Significantly, the predictions of the Wright plan were never to be re . Tha
new towns' never saw the promised services and yment that would
have enabled them fo become seb-contained, and was still the main
cenire for jobs and amenities. Pressure on the radial routes was to increase to
the level we see today, and indeed would ba worse had the oplimistic
projactions for car ownarship contained in the DTS been realised.

The flaws inherent in the DTS therefore were:

— The study’ itsefl was merely a derivative ol previous settlement
stralegies. Had land use and transpon studies bean mare integrated,
then the social costs of low density development could nol have 50
easily bean ignored.

— Predictions concemning the settlement sirategies themselves were
never realised, leading o congestion along the radial routes into the
city. The atemp! fo impose a car based solution
Eﬁﬁmmmtmmwmm

ni.

— The study implicitly accepted the car as the best mode of future
transpon. This was assumed largely on the basis of a fall in use of

E AnFu‘:l?IEm' 197

7 Godown, 1900, '

Fabruary 1561 Paga?



My Arw We Wadng?

public transpor, but there was no atlempt 1o question why this was
occurming nor 1o take into account the impact thal planning could have
on influencing modal choice.

—  The study effectively wmumn needs of those who did not

have access 10 a ¢ar, iman and Hendarson noted.
“Porhaps & i an indication of DulWwin poiitics, but the ow level of
ownership makes I sing that such a pard of the ed

on the plan is devoled fo calenng for who use privale cars,
mmmmmeImemummhl
which [realed the car-driver as the ] pﬂpudaﬂ:n'ﬂﬂmufm
relegation of the public ransport passengar lo this sianes.

In fact the whole basis for devoling major expenditure to road
?WHHWMIﬁmﬁﬁgwqﬁﬁnw Himﬂmm&
CArs par parson. projection prove inaccurale,
mmmﬂaﬂs underiaken of the actual pattemns of car use and tha
mulvlnmuanummmmmwuprwmpmpmmmmm

SCCEES 10 & Car.

As a resull it was recommended thal & furiher study b underaken o 355655
the potential for the develo ni of rallway in the Dublin area. This was the
Dubtin Rapid Rail Transit ; ishad in 1975, which recommanded a
rapid rail transit syslem serving Tallaght, Ronanstown and Blanchardstown
alzo having a connection o an underground central siation i the city of
Dublin. The existing coastline raiway would also feed into the cenlral siation
sarving the Howth- corridor. The use of existing rail Enes was estimal
to the capllal cost of the proposals at £88 million in the period to 19811
stage of this , the Howt DART line, was opaned in the
a cost of £114 mellion. However, this was considerad by the

0 be excessively expansive, and in 1387 the Minister of Tourism
Tram.?m directed CIE to abandon plans for the extension of the DART
m o Tallaght and to concentrale on and diesal options instead.

83
i
L~ 8

353
:

Hilman and Honderson, 1973, pp 115-18
An Foras Forbartha, 1571
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of this, Dublin now finds itsalf in a stale of transportation crisis.
the irrelevance of the DTS lo the ation issues facing the city,
study still has a malign influence on the ad hoc solutions 1o congestion
have been implemented in the 1980s. In particular, priority is still given to
based solulions in terms of money actually spent, and about 1o be spent
the next decade. It is lo these Bsues wa now fum.

giig

o
-4

¥

2.2 Present Problems

The failure of Dublin to develop along the fines anvis in the Wright plan
and the City And Deveiopment Plans has effectively rendered the
1971 DTS redundant as a specilic lmtmwﬂ of that setiiement strategy, long
before the expiration ol the plan horizon '’ However, this has not st the
imposition of @ road based solution on the lranspon problems, Over the past
h-".alll'iig l',raars, ﬁ1ﬂ5m :'rlﬁ been spent purely on capital investment in
ranspo i vast ma on the DART, co
g'ﬂ & million on road projects, 12 P ol

Adapting the city 1o the needs of privale car users has involved considerable
social cost. In particular, it has been the cause of increasing congestion, the
L?&t:mhnn ol mobility for much of the population, and environmental

221 Congestion

Perhaps the most visible social cost of vidimg lor pei
4 : praviding privale moplorsis s

The years batween 1367 and 1989 saw a 22% increase in the total number of
TR FMing irips to the innar of Dublin. The Inﬁunam& of private cars in
catering lor this Increéase can ne be seen in the following iBustrations.

Whareas in 1967 public n accounted for 54% of these trips compared
i) M?-&_lnr fgars nﬁg?ﬂths srpalinn“hadmba&n reversed, ﬁt CArs Now
Accou r morming peak | comparad o 34% for public
Imns.pnm Thus, in the space of two decades, the car has become the
predominant means of commuting in the Dublin region.

As a rasull of this radical in ‘modal spiit’, Dublin now has a severe
traffic congestion problem. m 52,324 cars crossed the central cordon of
Dublin, carrying only 75346 passengers. In other words average vehicie

10 Zimmarman, J., 1979, pp £3-44,
11 Dublin Transporiation Task Forcs, 1688

12  Departments of the Envirorment and Tourism, 1880,
12 Markham, 19904
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for cars in 1988 was 1.44, compared to 38.1 for buses. Transport
Wmmwdu-as not cater for movement of people, bul for movement of
vahiches.

FIG 1: PUBLIC AND PRIVATE TRANSPORT IN DUBLIN, 1967-89

Buses, on 150,500
average

carried by car, | 1%

) 187 a7 )

B Pansargpr Togs on Pabie Trarapon lPL-‘ITmnP—tL‘-n
P M, L 1

RG 2: COMPARATIVE MODAL SHARE, 1967-89

Dytitn Transpont for AR
1987. The actual increase in car traffic, however, is likely lo have been much
higher as the ‘cordon’ surveys do not measure the volume of traffic entering
areas such as Ballsbridge from the south side of the city.

The effect this radical reversal in modal split has had on congestion can be
seen in that general tralfic now avera of 11 miles per hour al
moming peak hours. Buses, which have no righl of way over cars,

ave of 11 miles per hour 1o the cily, and this would ba
mnmrmmme imposition of bus lanes,

g

S0 one of the pri diseconomies ol congestion caused by car use Is tha

itive eflect on public transpon isell. Congastion arodas any advanlages
@Hm ransport may have lo offer the commuter. This can readily be seen
rom comparing modal splits betwaen the "DART plus bus comidor and the
bus-only cormaors’.

FiG 3: COMPARISON OF DART AND BUS-ONLY CORRIDORS

in the DART [ ==
plus Bus
Corndor,
where  public
transpon need
not compete
lor madspace
with Cars,
more than
S0% of lotal
commutans
use

fransport.
Furthermore,
from 1385 to
1989  public
transpor 4 .

maintaingd its | e oL s
share o
commulers
:j:arm-ﬁ. hi fact that asdability DART is at least thr
gspite the fact that car av among passengers is at least three
timas thal among bus passengers’®. On the bus only comidors on the other
hand, the percentage of commuiers using public ualﬁnn has declined from
an already low ligure of 30% in 1985, 1o 26% In 1989,

B Pubi: Tramspan
1 Privaws Transgar

14 CIE, 1960
15  Markham, 15806
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222 Mobility Deprivation

The in on cal lor incre car can
U0 RetBio St B ERIEEAKT Sial patietns of G2 e 1 § v s o e
conducted in 1982 it was lound that the rity of drivers tended fo be full
time employed, make and within the 31 to 50 year age group.'® Census data
confirms that even for higher income groups, access to the household car is
limited. In paricular, the commuting wage samer in one car households is
likely 1o leave for work each day the househaold worker (usually a
woman) dependent on public or non molo transpo.

Whareas mobility has been increased for the minority (with discretionary
ﬂamnimmmmmmwM%w@mmm
majority who must rely on public transpor. This is reflecied in the level
mmmmmwmmlmmn.mm
ol the least public transporl systems in Europe, with Dublin

B1% of its operating costs from its fares. Despite this the

subvention to Dublin Bus and the CIE group has been decreasing in
terms over the last decade and tm_I.IIngslaf of Toursm and Transpo
s

dependence on the Exchequer. To
this CIE claims they have only two courses of action open to them,

iNCrease ravanues or reduce cosls.

&ii%?iniﬁ

i :

—_ Those who are unemployed or in low paid e
very high costs in seeking e ment or working outside
krumﬁmabmi)g‘rEvm it a job is found outside their own area

mey 0 work bus may involve considerable travel time
erchange is in tha city. Travel will also be
because of the effects ol commuter traffic on bus 5, will
likely be unreliable.

The effects ol mobility deprivation on the rate of une ment isell
mﬂs mn‘nﬂmmglw msaarg?._ Huwm_:ar. a st hmprz;lam_hum

iNCreasing mobility innar city res -] achieve a
batmrsru:llal aliocation of employees o employers, a reduction in
hard-to-till v&nq?:hf. and soma redistibution of pockels ol high
unamployment.

The Ifestyle of unemployed people is also affecled by (he
mmmn of public lfansnm on the needs of employed

5§33

E

16  Feeney, and Hyros, 1982,
17 Stanion, Cahill, and Howdan, 15981
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— Families in communities are affected considerably inadequate
public transpon and the growth of car traftic. Surveys in n'® have
MIMMInwmm;mahnm
freedom for children, as parenis feel obliged to consirain their
aclivities due 10 new roads and increasing traffic. Women, who still
shoulder the main responsibilities for young children, also experience
a loss of freedom and in built up areas feel obliged to accompany their
children 1o school, playground and other leisure activities because of

tear of accidents.

‘Indeed, parents are offen admonished for mot ing hadr
children. Able bodied adults accompanying able Vo5 i o
fear is ang of the more disturbing and wasteful by products of the motorised

sociely

-— The failure of public transpor 1o ke with the decentraiisation of
shops and hospitals within the lin region has resulted in
considerable fties for people wilhout access lo cars. This
decentralisation has nol been easy W0 inlegrale inlo the public
transport network. Whereas previcusly a Irip lo hospital rrgr have
invelvad ona bus Irip into the city centra, now it may involve eflher an
interchange in the city centre or long waits for infrequent inter-
suburban roules. The new hospial planned for Tallaght for instance,
will service a much wider area than the community in which it is
located, as it will take over the services currently being provided
the Adelaide, the Mational Children's Hospital andl?ﬂa Meath, Eﬁ
located around the centra of tha city.

As well as inconvenience, access 1o decentralised services by public
transpon imposas costs on those who can least alford i/, In a
recent szlgdynnﬂm . John of God Child and Family Centre in
Ta . 1 was found that the ransporl costs lor many attendees
who lived in West Tallaght, particularly those on social wellare, were
ibitiva. For , @ woman in receipl ol the maximum

ed Wives Assistance payment had an overall weekly income of
£72.60 lor hersell and two children. If one child were 1o attend the
centre three days a week, it cost £6.90 or 9.5% of the lamily's weekly
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budget 1o take the child 1o the Centre in the moming. relurn home,
and return to the Centre al the end of the day.

—_ Inadequate invesiment in public transport presents added difficulties
for paople with disabilities. This has been hted in a recent
ra-pﬂnnnamaﬂgandnmmwpmhhmfacﬂﬁ sabled peopla in
the Dublin area.<? Bus services In Dublin are adapted largely to catar
for the neads of ihe able bodied. The Hamg?ﬁ!!l?mh
whealchair users and with the krlrogllmlnn drivar-only buses, a
disabled passenger has to depend [a on the of febow

m assistance. Other obsiacles for disabled pecple on
by thea report include:

s Poorty visible route numbers for people with impaired vision,

- Sleep enfrance sleps

- Iinad-aql.lanﬂl ie handrails and limited wse of non-slip flooring
maate

= Seats which are too high and 100 namow.

= Poor internal kghting and inaccessible bells o signal for the
driver to stop.

Although all new replacement buses purchased by Bus Atha Cliath
will have the specifications recommended by lthe statustory UK
Digabled Parsons Tramrnn Advisory Committes so as to remedy the
ﬂiﬂlg:n difficulties, this will only apply to new buses and nol the whole

Even if buses are modified Io increase access lor the disabled, major
difficulties still exist. Many disahladﬁmph fined the joumay fram homea
to bus stop a daunting prospect. Although a "Hail and minibus
sarvice provided by Bus Atha Cliath on a number of suburban housing
estales has been walcomed, the sarvice is oo limied in scale 10
make a difference to the mobilly needs of the vast majority of
dizabled people in the Dublin area.

223 Environmental Destruction

Cars are immensety demanding of space: Whereas a double frack raibway of

10 metres width can transport 40, passengers per hour, to ranspord the
Eama N of car would require a 135 metre wide

passengerns by 3
motorway. == Not only this, but cars also need 1o be parked, so that in Dublin
# surface car parking (both legal and dlegal) has become a major
economic use of land in the cily centre, With average car cooupancy levels in
Dublin as low as 1.44 al peak limes, concentrating resources on this form of
transpodt s a wholly inefficient use of valuable urban space. Changing the cily

21 ‘Woods and O Bairna, 19890

P T8 Tommurnty Workers Coop

carbon monoxide emissions, 48% of nitrogen oxides, 13% ol smoke and 3%
1 SO i’ X i o o o s s oo S e
r ) _ o effect immobi
sections of the population of Dublin who suffer frnmhrr:ﬁ ory mg
Public transport on the other hand, is dramatically less E::miul o the air
:;lymr:mnmﬂt.lﬁ Qgﬂ!mmnﬂl ihmrﬂ?‘r} shows the emissions savings from
' cu !
IFI:EAF'IT. C Iracg p. arly electrically run rapid rail systems such as

FIG 4: POLLUTION EMITTED FROM URBAN TRANSPORT MODES, FOR TYPICAL WORK

COMMUTES IN THE USA
— Grama por 100 Passenger Miles
1.0 -
1000 |- . —
T et M R R |

Fapict & Light Rail Transit Bus Car: Ore Occupant  Car: Three Occupants

B tyecamons B Carbon Mescaide [T] Miroges Ovces
Souroe Amarcan Potan Tig-s? hnoogior, Bk T rhh"w'mmﬂ'{- T

L
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Perhaps the most serious environmantal impact of road tratfic, howaver, is the

lavel of accidents. On : nmal mwﬁa ar?r;ilg%nnm}mm'm

ireland and nearly H.aﬁ more ; car
e m"#ﬁm .l:'uh}

in Ire

presants immense physical danger use cars and to the
communities who beside urban road networks. Public trangport, on the
other hand, is much safer. European statistics show that where travel salety is

concernad, the lkelihood of accidents is 125 times greater for private car
users than for train customers. Road accidents are also a serious drain on the
Irish mm Taking account of under reporting of injury and material
damage, acciden(s are estimated to have cost the Irish economy £500
million in 1988 alone.=* The Dublin area accounts for roughly 25% of this

figure.

24 McDorald, 15983a
25 Enw Pesasrch Lind, 1983
Fage 18 Communiy Woes Coop

3. PUBLIC VS PRIVATE

It is widely acknowiedged that existing transpon policy in Dublin is inadequate.

Incre road building has met with considerable resistance and there is

wmmmmmwrmmmmutmmlnrmmlnﬁ

wban context. Although government now ostens 5
rance of public fra f as a solulion to the ira mm
, this is not reflected in future proposals.

In the Operational on Peripherality published in late 1990, the
gllocation of Struclural Funds for transpor infrastructure for Ireland was
agresd between ithea government and the Europsan Commission. Tha
document states that:

on imvestimant i an affecthve public passendger
recognised as making an important contribution fo
S ot 228 ot ke s 428 B oot o e s
T 3
allgviating "

congeshion and the impaet of road vehicles on the emaronmaent.
ﬂmpl?mmguﬂsunmltslmufﬂuhﬂmﬁtsnfpmﬂh:tmmnlnlm
ﬁq& tourism and industrial development. In particular it acknowledges
franspart ks of parficular signiicance most disadvantaged in wiha
cannol afford transport and facifates the unemployed m availing of
jos within a wider cafchment area from their homes. The of

Despite this excellenl summary of the benefils of public transpor, the
Wﬂmhhuammmmm%mwuh
the in region and only £27 million for public transpor.

in which littie_or no account is taken of the wider social and economic costs
and benefils.== There is therefora a tendency 1o overestimale the true costs of

Govemmant of eland'Commission of the Evropean Communities, 1580,
Gaovernmant of ieland'Commission of the Ewcpean Communibes, Tmﬂ
MeDonald, 19508,

Markkam, 158906,

BRuR
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{.’!.rbliﬁ transpor and underestimate those of roads; and o underestimate the
rue benefits of public transport and overestimate those of roads.

Indeed it i5 ironic thal costbenefit analysis, which am 5 1o assess the

wﬁiWEWMIM T:;vhwn-l as a whole, Is
u Apprasing o mrmm
astimales tha time, accident and npmmnalm h:lamrualn
pravelars on alemalive road schemas ifi an urban

%%

contexi howeaver, lor as the Dublmn Tr.mmnn T

".I".'mwh mn‘hil of agditional tha naad
e Ty e meﬁw cont crnte resirn
i'
Mmﬂrmmmm

Pe the most crucial point here is that the whole system of road appraisal
mﬁgﬁmmmmpgmmﬁwurmmmmpﬁmw.

!

E

limited o co atternative road . Assgsements of
mnmuﬂwumwmmm have gene baan
lo commercial appraisal which is

Intara-sl H the costbenefit analysis used to
mlnmn:l had been used, these would not have
bﬂﬂkﬁlﬂud,rmmlmmﬂmmmm the projact 1o €77

2 Congestion significantly affects the perlormance of bus based public
ransport. P have 1o suMer substantial deviations from
mm,mﬁms.w ion i
the amount of capital, labouwr and fuel needed to provide a given

an of Touriem and Tranaport, TRA8
3 eDechan 1987

Fage Community ores Looy

%

frequency of service 33 Despite this, road Is do nol
ﬂmﬂim!hﬂfﬂﬂfﬁﬂf s 1o public transport of
arent road proposals.

3 Mhum motorists pay road tax there has been little attempt to

ihese laxes rellect the true marginal cost of

road traffic as road taxes are not ammrw'rwmad My

molorsts were obliged 1o pay the full economic costs of driving in the

Ty e o o At

Lons prov COMaMUEngG car
owners is particularly high as:

"Tha lraffe congesiion problems of Dulkia af mﬂﬁunﬂuhﬂn{
mmﬂm;mqum af peak fraffic imes, 8. Mr.:_b;m-d
SPACE B US wwmmwm other
inefficirnt use #ﬂﬂﬁ'm

4

These distortions would mﬁpsl the need not only for some method
of road pricing, but equally for subsidising public transpor. Indead:

who
4. it s generally accepled thal public 'tranﬁpurltsnhﬂmﬁ:taﬂsadhy
external economees of scale, and privale car based (ranspor by
external diseconomies of scale. Specifically, as the flow of lravellars
by car increases on a given road network, iraffic speeds fall and
ﬁm rking becomes mong difficull. tmw&mmhmmamfhw
me increasingly expensive in imea and For travellers on
public transport, on the other hand, ?}, flow increases, more routes

can be run and Irequencies ncreased.

Public transpord modes, pariculary those with a proportion of
lixed system cosis such as the DART, are also racterised
internal aconomies of scaks. Any revenus suppor therefore, w
increases the use of the En.-lcn will also have the adim:tn#m:l.u:lm
its unit cost of productio Experience with the DART large

this point, Iuraa the rurnbarul pecple using the service has |ha
annual slate subvention needed to cover the operaling cosis of the

Waise, 1580

beGashan, 1687

Dq:umulﬁ? % and Transpon, 1968
Bunem

Mogridgs, 1

b s,
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sarvice has declined sieadily from nearly £E15 million in 1985 1o less
than £6 million in 1984,

Iy

H HWH recommended by the DRRATS had been

imple the suburbs of Tallaght, Blanchardstown, Ghrd&lunam
Ballymun would have been Hl‘ﬁﬁill‘lﬂ':rhﬂrrt%mtﬂd

: , connecied to a ceniral station in the the Tmmﬂd

million people in 1988, it is estimated that the full DRRTS syslam

mum&mﬂﬂs figure 1o 45 o 50 million anmum, and

eveniually break even from an operating viewpaint,
However, implemanting the DRRTS sals is rmtl:ohg
the government. In ﬂ'nﬂpmiug‘;p;wmm a-rhhamﬂ'}-"
n:rﬂ other Transpont Infrasiruciure agreed between
mmmwmmmﬂm Ez?mlmnnas

been allocated for public transport, which will be spent on the
of a diesal rail link between Station and Clondalidn,
on the other hand have been £300 million.

Urban transporiation systems for the gamrai wbh whether public or
ate, do nol come under the cal ible for Structural
mwlrmnmmm“nmm lopment. Within

Programme, the major expenditure on roads in the
Dt.ﬂ:ﬂn MMH]usﬂhﬂsdhrmfﬂmlwlnlmmﬂwm
offset the of Ireland’s peripheral location. Investiment in road

bl in the city Is 1o be concentrated on ring and relief roads which

will take lmﬂhmmlmmm,:ﬁmiumdmﬂmm
redie! roads will have

access 10 radial routes, they will also | ale easier access o city

Dutln Transpor for AT

An alternative approach 1o offselling the cosls congeslion imposes on
porl traffic might have been lo propose majr expenditure on public
transpor, which would free existing roads and would nol have the
side effect of exacerbaling congestion problems in Dubldin. In this

, there is a need for the government to stale the argumenis
they used used fo justily to the Commission the inclusion of the
proposed Connolly to Clondatkin rail link within the framewaork of the
the Programme on Peripheraldy . Such arguments could then be
exlended to achieve a grealer share of the Programme’s funds for
public transpod.

As lor the proposed rail ink to Clondalkin itsell, i is difficult 1o see how
this will substantially enhance the n ol public transport o the
westemn suburbs. For instance, under these much reduced proposals,
a trip to the city centre from Tallaght will involva taking a leeder bus to
Clondalkin and taking a train which will go under the Phoenix Park
towards Glasnevin and svrlnghbﬂd: towards the less than central
Connoily Station. Despite the blatant inadequacy of this service, the
mmenl appoinied consultants who camed out @ major study of

in the context of lreland’s application lor EC Structural Funds.
recommend that any decision on providing a rall spur to Tallagh! be
delerrad uml {he operation of this ow cost alermnative s monitored for
SOME years.

Since CIE must produce annual accounts, the cosi ol public iransport
is open 1o considerably more scrutiny than the cost of building anu
mairaining roads. This tends o distod public debate, gwrzu
impression that public transpor 5 ex nswe and wasteful

schemes cosliess.  However, Eu fransport  in  Dublin |s
undersubsidised in comparizon to European cities of #1s size. In 1989,
Bus Atha Cliath recovered B1% of iis operating costs from pamruea'
fares.

Of 28 urban systems in Western Europe operaling between 81 million
to 240 million passenger pumeys, Bus Atha CEath rankad &th highest
in terms of the percentage of operaling cosls recovered from
passenger lares. Indeed the piclure gels aven more exirema when
compared to larger European cities. Of the 16 urban public transpor
systems in Western Europe operating 241 mlhgﬂmmnper joumeys
or more, Bus Atha Cliath ranked second highast.

The impression exisls that only public franspor is subsidised. Yet,
with lew exceptions, infrastructural investment and maintenance cosis
of roads are 100% grant assisted Dy the state, with no direct
accountabllity for individual schemes. " As we have seaen, although

Davy Kalishor McCarthy, 1980
Janus, 1989,
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motorists pay road and fuel taxes, no attemnpl is made to link this
revenue 1o actual costs of road bullding. Even # we gnore the
exlarnailies of privale transpor, building maintaining roads is not
cheap. Expenditure on roads in the greater Dublin area amounted to
an eslimated £425 % HQEIE prices) over the pﬁ;hﬂuglﬁﬂﬂm 1987,
representing fhoLt expenddure on | Roads
gmnm. This figure does nol include interest s, traffic
or road safety. Furthermore, Drudy has estimated that where
acquisition is involved, the cost of a 25 melre motorway could
from £3.4 millon per mile t© £17.1 milion per kilometre, ¥
co son the cost of the DART railway line from Howth to Bray was
£2 8 million per kilometre 46

One of the main arguments used to rationalise massive expenditure
on roads at the of public transpor is that lation densities
lo make an extensive iC transporl syslem
ng in both the city
centre and the suburbs, it is more accurate fo say that population
densities in Dublin are too high for cars. Indeed, companng Dublin
wilh several major European cities which do invest heavily in their
ftﬂhmﬂﬁlmlﬂmhﬁ“&nﬁﬂﬂhﬁmlﬂﬁn ity far
he Dublin area is very near average.

43 Wabars, 196,
&4 '

fastein [rmnseee by AT

7.

TABLE 1: DENSITY AND CENTRALISATION OF POPULATION 1953

City Pop. Density (ha'ly
Agtistendarm al
Rrussels 67
Frankfurt 54
Hamburg £
Moscow 139
Mumich a7
Paris iH
slockholm 1|

lenmna T
Lurich 54
Average 54
Drablin 5
Souwrce; Fay, 1990,

Despite these overwhelming argumenis in favour ol increased
expenditure on ic transpor, the case lor it is often dismissed
through uncritical adherence to the contention that privatisation per se
i5 a more efficienl and e policy to pursue. Yel there is
nowhere sufficient evidence 10 suppor this position.

There is indeed evidence that in some areas in which privatisation of
bus services has occurred, Lhere have been i ments in senvice,
Howeaver, these are linked nol fo atization itself, but rather 1o the
forced abandonment of inefficlend and somelimes inequitable
practices by the monopely. it is nol thal the new services are batler,
but that their introduction has forced improvements on often
unresponsie monopoly providers.

More recent siudies in the UK have seriously questioned basic
assumptions underlying the privatisation argument in public transport.
A review ol bus deregulation in the Financial Times, for example,
found that “owverall the level of services have remained broadiy Lw
same”, bul thal some fares were up and some services were cul.

Evidence has accumulated lo show thal the introduction of privately
owned and competing franspon systems has, in many respects, led to

1964,
:E ‘m{lihﬁhﬂ: 47  Finandial Times, 16. 287, Cuoted in Swoeney 1580,
Page o4 Comaunty Mok Loy Fobruany 151 Pape 35
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a dalang?llun of serdces, including higher fares and curaded
SETVICES.

Sweeney'® argues thal what is needed is the commerciaksation, nol
the privatisation, of public companies. Managemeni, and sometimes
trade unions, are responsible for the adherence lo praclices thal may
be comvenient for adminisiralive or seclional reasons, bul which,
unless ended, will afford the government an excuse o privatise. There
arg exa s of union practices being pursued in the shord lerm
imerest of members, that are counter 1o bolh their own long term
interests and to the needs of users.

The sensible approach, therefore, must be to devise a means 10 force
the existing providers 1o be more responsive and efficiency, withoul
resorting to privatisation with #s attendanl risks and damage.
Competition can play a positive role in improving services through
permiting users a means o axpress dm&atusradﬂn in such a manner
as will force a company to improve its senvice—bul i exacls a very
high peice, including increased inequily, poorer working conditions for
amployees, and, in the long run, higher lares and poorar service in a
system mativated hlj' profit and private greed. The same advantages
could be achieved il users were given another way of expreseing their
dissatistaction, a way that can have as forceful an impact as a refusal
to travel. The privatisation issues thus in the end underlines the
assential Enk between accountabilty to users and efficiency of the
system.

However, CIE alsc has an infrastructural and a social role, which
means thal it must provide a service that is nol simply efficient, but
that addresses these other cbjectives. These have never been clearly
formulated.

48 ﬂwehrmsmm M. & Kay, J.A., 1888, "Does Prvatsabon Work? Logsons from o

L™ London Bu School
49  Swoonay, 1990, ;I'ﬂ-lﬂltﬂ:‘i of Pubile Emorprias and PriwatizaSon, Tomar, Dublin
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4. TRANSPORT AS A PUBLIC SERVICE

In 1977 the OECD

ad the need for countries 0 develop more
-nnmmrrlaruatpiﬂ

in regard lo transport issues, and in particular

Wmﬂhﬂﬁﬂﬂrﬂm vel needs showld be developed which lng-f.l'ur
i & complarmant, mnmdﬁimuﬂunmmmwm
wm# Whmﬂmmmwmm

we are now in the 1990s, transpor planning in Dubin gives |Eile

Although
mmﬂamﬁnmmmnmmmmwm , hor to the widar
|m|:|ﬁ||:ulhm social ol paricular forms ‘urban transport.

on exchequer funds. Taking this 1o its logical conclusion, Dublin, with one of

the least subsidised pubic transport systems in Eu must also have one of
the most efficlent! it is perhaps an understalement ko say thal this does not
accord with the facts.

it = essential to restate that the link between periormance and subsidy
paymeants to CIE requires clarification, for:

m mﬂmmﬁﬁ.ﬂ o " e

There is consaequently a need for public debate on two specific issues.

—  First, what general social objectives should be gained by the provision
of subsidy 16 the public transport system, and:

— Second, what criteria should be used in assessing the efficiency of
achiaving thase objectivas.

In relation to the first igsue of social objectives, the Department of Transpon
has staled that public transport has efficiency, equily and environmental
advantages over privale commuter traffic i.e..

‘It makes more efficient use of expensive road space, provides mobilly for those who
do nol have access lo privale cars and, because il is less intrusive and anvironmantally

50  Fosd Resasrch Group, 1977,
51  MicGeshan, 1987,
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hmﬁufmlﬂmt,ﬁismﬂm&rmmrwbmdmwmdmﬂwwmd
devalopment

However, as we have seen, these sentiments do nol constitute policy
muﬂhas for no att | is made 10 incorporate tham inlo an evaluation of the
subsidy payment o CIE.

If the govemment were 10 eslablish a more coherent sel of policy objecives,
then a mechanism could be developed 10 measure how well the sanvices

for the needs of public transpor consumers, in terms of quality and
price as well as efficiency ol provision. For, as we have saen. the economias
ol public transport can be realised only if enough people actually choose o
use the syslem.

52  Dopartment of Toursm and Transpon, 1988

Fage 2§ Community Womis Loop

{hbiin Transpor o AY

Parhaps the mast affective mathod ol impaoving and maintaining the quality of
the public transpon system is 1o Jrn;]nm user groups into the institutional
siructure ol assessing the efficiency of public trangpor. In Britain for instance,
Transport User Consultative Committees E“""ﬂ,;h“ public transpon
users have a siatulory robe in determining the hip may be caused by
the closure of services and stations on the rai system, In Dublin the actual
consumers of public transport have no formal rode in influencing the qualkity of
sEvice

H such institutional changes were carmed oul, a compréehensive sel of
indicators could be used to evaluale the efficiency of ﬂmm transpor
operator in mﬂllng ihe needs of public transpon ConSUMEers. indicators
could includa:

In Vehicle Joumey Speeds
nVe umey
Waiting Times

Need For Transier

MHmﬂm

m“i:ﬁ; Service (including accessibility for older
o a Service §
le and paople with disabilities)
Irmqa“ugflhaﬁ i
ervica
Prowvision of Travel Information

81 General Consumer Coundd For Morhern ineland, 1888

Fabruary 1597 Fage 2
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5. PROPOSALS AND RECOMMENDATIONS

The present chaotic and inequitable stale of Dublin transporiation arises
mely from a history of unreasonable bias in favour of privale, and agains!

ic, forms of transpon. Such a bias has not only created gross inequalities
in access to transport and lamentable effects on the emdronment: it also
millates against any prospect of developing a more efficient and cost-effective
fransponation system

Isolated responses cannpt safisfactorily tackle the lormidable range of
probdems identified haere. Rather, a fundamental recrientation of fransporation
policy in Dublin is needed. This must embrace all aspects of fransportation,
through plannirhi;. implementation and evaluation, Figure 5 illustrates the nead
o break away from the cycle of adverse consequences associaled with the
present overdependence on the privale modor-car.

FIG 5: BREAKING THE CYCLE OF DESTRUCTIVE AND INEFFICIENT PLANNING

—— ==

PLANKING FOR CHACS e PLANNING FOR EFFICIENCY AND EQUALITY

Fage 30 Tommunty Workan Coop Fbeuary 1981 Tage 31
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The pages first presant the principles thatl must underia such a re-
oneniation. are lollowed by specific practical recommandations thal are
required to address the immediale crisis.

51  Principles of Transportation Planning

1. Equity
Equity means an affordalve, accessibie, efficient iranspor senice for ail

11 Equity and efficiency are complemeniary. not contradictory.

In general, a reliable, cheap and accessible system leads o more
people using it, which reduces car usage, which reduces congestion,
which improves transpor efficiency, which inCreases econOMmic
prosperity, reduces pollution, lowers accident cosls, reduces falalities,
and improves the quality of lite for all. The nt sysiem 5 not only
inetficient; it also promoles a two-liered society of those with cars and
those without.

1.2  The specific needs of disadvantaged groups must be systematically
addressed.

Cerain groups face specilic dificullies in gaining access 1o transpor,
1u-.|1'na||t!'mr{I ptﬁh;al accass 1o wvehicles, Iamﬁaa within vehicles,
panalising fare structures, and so forh,

2 Efficiency

Criteria of efficlency must be guided by what is imporant: a system that
lransports people quickly, comfortably and cheaply. and thal con 5 most
fo economic and social regenaration.

21 The transport of péopie, nol cars, must be paramount.

A system that encourages lewer people into more vehicles, and then
demands more roads, i nonsensical. As a wgr lmrllspurt,;hrﬁ
ale car cccupkes enormously mong space ( a valuable
mited resource in an urban envirenment) than public transport and

pedestrians, and at the lalter's expanse,

2.2 The same cost and benefit criteria must be apphed in avaluating both
private and public franspor syslems.

Dbt Travasooe ko AF

The benefits of public transport, in terms ol easing congestion,
improved employment prospects, fewer accidents and injuries,
improved social amenities, lower environmental cosls, improved
tourism, and so forth must be included in the balance, as many are
already for roads. Furthermore, the narmow cost criteria applied 1o
roads must be broadened to include the hidden costs in economic,
human and environmeantal lerms.

2.3 Pubiic investment and subvention 8 cos-effechive, not &
subsidy with no rewm.

Pubdic transport as an efficient means 1o transpon people, and public
Iransport as an instrument and infrastruciure for social and economic
development, must be clearly disti hed in cost and banelll terms.
The subvention to public transport (the cost of effic nunning the
sysiem less the dred! income) can then be measurad aga the
BcoNomIc, social and equity benefits accnuing.

24 [ 1 i | be assessed against it ;
Eﬂiclm'rgfjri?”gl.lhﬁ: ranspor mus against explici! service

Public transpor users are the ultimate judges of quality of service,
and efficiency must relale 1o how well their needs are mel according
to regularly monitored indicators formulated by users.

2.5 Responsivenass lo consumers needs musl be the guiding philosophy
of & public franspor senvice.

Privatisation has been shown to be inst the -ferm interast of
users. However, through competition, # has ofien indifferent
monopolies 10 listen to customers. Public transport must implement
this lesson, but withoul users having o shoulder the heavy price of

privatisation
3. Accountability
Accountability must, in the final analysis, be o the people of Dublin, who are

the users of the system. The process whereby policy decisions are made must
therefore be accountable,

3.1 Planning procaedures must ba democralic.

They must take into accounl the nead for communities in the city to
I riicipate in fransporiation decksions that effect their own areas and
VBE.

February 1561 Fage B
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3.2 Implementation of the transport system musi be accouniable.

This applies nol only to the execution of the varous slements, but
also to ongoing evaluation of services. Lisers are in a unique position
1o the qu NMMMMHHMHHMH H'-ahhrm
( that qmﬁnuum as people with
ﬁﬁwil&s}ﬂustbaw&nﬂaiutwr

33 Participation must be adequaltely resourced.
Without full information and a conducive environment, participation
becomes meani . Research musi be conducied and
in & way that will enable fuller paricipation and the encouragement of

the debate on transportation; users must come to 5ee a good service
as their right.

4, Integration
Only an wmarndamudz fo planning and implemeantation can produce an

acceptable transportation strategy for Dublin.
4.1 stage must integrale both land-use and Iransporiation
wcl Tﬂnum’rﬂlm concern 1o explodl our limiAed resources
ong-term

Dublin, unlike for instance Cork in the 19705, has still failed to take
Ililhllalmp. Furthermore, 'tmnmuﬂnmm'rsnmsi in tum be
evaluated in the context of overall economic and social developments

and plans for the regions (see 2.2).

42  The i tation stage demands the closes! coordination and
integration of the activities of all relevant bodies under a coharant
authority.

An inigrated plan is meaningless unless Ihere exists the organisaton
necessary to oversee its implementation among government
departments, local authorities, local interests eic.

Transportation workers, as senvice-providers, have an invaluable input to
make inlo sanice plarl ing and delivery. Their inpul should be
recognised and facilitated at both the planning and implamantation stages.

s.2

11

12

1.3

1.4

Proposals for Action
Infrastructure

The balance of spend between public transport and road
development in urban lrar;gm must be .-E"m

wm EC supported Operational Programme on Peripha

ses 10 spend over ten times more on roads than on
transpor, is a sad indictment of the lack of insight, political will, and
plain common sense of the government.

Mass transil systems her heavy rail, light rail, or bus lanes), with
absolute reserved i of way owver other vehiclas, must be the
pricrity for transpor spending.

Thera are many differant before the govemment, including
recommendations of the TS, that mui:lhu mwmrlndtnma
above end.

Where there already exisls partial infrastruciure, thers is no
justification for further delays in constructing atficient Mass transpor.

The survival of streiches of the Harcount Street lines as well as
the rail reservations o Tallaght constitule already axisting resources
that should be capitalised on without detay.

Immediate priorities in public ranspon spending should include:

An expansion of the system of bus lanes 1o improve
the rational efficke of Bus Atha Cliath. This
would inchude the creat of bus lanes on roads
which may hinder the movement of private car traffic.

The nead for Bus Atha Cliath to upgrade its markeling
efforts, which could starn by making timetable
information and pre-paid lickels more widely avallable
in shops and pubs.

. lmm the number of axpress commuter buses in
| ;

= Incre resources o reduce the level of illegal car
parking in the city which nol only increases the

Fabruzey 1851 Fage B
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1.6

2.1

2.2

2.4

2.4

25

2.6

number of cars on the road bul also hinders the
mavement of buses through the city centre.
]

Service criteria for ‘padesmans should established (for examphe,
wailing limes al traffic ll?.r;ua. ing capacities of pavemanis) and a
plan for improvemeants s be identified by the local authorities.

Cycleways should be exiended on an annual basis 1o an agréead plan.
Planning

Current plans lor roads and public transport must be re-evaluated
using comparable costbenalit criteria, laking into account the broader
economic, social and environmental criteria.

All transpor plans mus! include equily impact studies ie., daailed
studies on how the costs and benefits ol panicular road proposals
impact on dilerent social groups.

All road plans must inchude a study on the impact they will have on the
effective provision of public iranspon services.

Local Authorities and developers must be required 1o consult with CIE
in relation to all major development proposals.

Developers musi be charged a public transport levy similar 1o thosa
already charged for road improvemants, Séwage elc.

Future transportation and land use planning should be integrated 1o
avold the social and econmomic costs of trealing both issues in
isolation.

The need lor this has been recognised with the lates! Graen Faper on
the Urban Environment approved by the European Commission,
which recommends that fulure submissions for structural fund
assistance should demonstrale thal such inlegration has been carmied
out. The Green Paper also identified the privale car as the main cause
of damage to the urban envirgnment.

Equity in Transport

The govemment and CIE must clearly deline the several roles of the
city's pubdic fra . This includes its namowly commercial role, its
broader social and economic role, and its aquity roke.

- [hubein Tegnsport for Ad

3.2

3.3

3.4

4.2

4.3

4.4

The governmam should ensure that Bus Atha Cliath ade its
whole bus fleet 1o ications recommended by the UK Disabled
Persons Transpor isory Committee (DPTAC), and not just the
hrmitad number of new replacement buses

Tha three year Action Programme prepared by the Inter Deparimental
Commitiee on Access for Mobility Ha Persons should bi
made publicly available by the Minister for Tourism and Transpor
immediately, The made in the programme can then be
considered within the framework of the Dublin Transpor Siudy.

CIE should make immadiate low cosl concessions to peoples with
disabilities. This includes:

"Hail and Stop™ o operate on all bus routes for those with
disabilities.

B Provide sealing at bus slops with priority given to the
disabled.

¢ More visible numbering on buses and better intarnal lighting.

- Adequale handrails, accessible bells and a public address
system 10 announce siops on all buses.

Participation

memwmmmummdmaﬁmm
elacted ic basis, to coordinate from a central fund the
planning and implementation of al transpor in Dubdin.

An immediate increasa in fu must be provided for CIE, and the
new resources allocated with the input of user groups.

CIE must prepare a Five Year Plan, sefting out existing problems, and
their proposals and justification for the 3 gment in
public ranspor. The Plan should include 1he critaria 1o
HHHEIM%WEWWHWMMNMN
basis. The be prepared with the full participation of users,
including community and special interest groups.

Fnrparlicﬂ:amnl:gmr o be effective, it must be property
rﬁmmd. m.n The in Transporation Siudy Brel charges the
COMSURamMSs 1o;
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- the best intemnational m o pubiic
#mmm ﬁiﬂlﬂfﬂmﬂrﬂ
fo be adopled i Phase 2 of the Siudy” "
Howevar, aven tha most

icipation i full and
esearch into issues of

The bnel of the Transponation Study, aboul 10 commence, contains
separate consideration.
The direct involvement of users groups will be essential not only 1o the

few references to users, and they demand
validity of results but as a practice in democratic planning

Research will be required in at least three subject areas.

To determine wusers’ real fransporl neads and
pre‘rﬂmma-s gespecially ol those withoul access to
cars and thoss who r o use public

EEH This must not be Emited 1o current usage
evan ihase ara ignored al
Mmam&m] must also inchude | CInEL mer

reaction to senvice changes

- Sarvice gqualty criteria, from the user

must be cand a vised for a
comprehensive  baseling  study covi tha prasant
sfuation. The baseline study can then be updated
regularly to monitor progress.

The experience of user participalion in the planning
and implamentation of ira il in ofher cites must
be researched, as the DTS Consultants' brief
demands, but this must be done in a way which takes
into account the views of user inerest groups, and
their access to information.

To be effective, the first two ol these will require the actve
involvernent of community-basad transporn usars in gathering basalinge

information and moniloring Service provison.

54 Dublin Transportation Study. Bool o Consultants. Sechon 2.1(8), Depariment of the

Ermvargnmant, 1980

P

Commundy Worken Coog

parbcipation in
approach

progressive models will nol ensure eflective
ehensive information is not available.

i relevance 1o users is essential,

theretore, i Dublin transpor is to reflect their needs in the future,
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A Mote on Terminology

i prnfﬂs-hnﬂa::ﬁi w@mmﬁlﬁmﬂﬂmﬁmaamlﬁﬂ
ina ro g, arg

wminawaﬁmmmmm ﬂmﬁmmncmmm
curlusl?;inalaﬁm Hy i understanding s the language used by

In researching this repor, we ourselves had to wilh the exprassions,
terms and language used in making and explaining ions aboul transport
in Dublin, In this document we could have chosen to ignore the jargon and
present whal is meant in simpler terms. However, if adverse policles are 1o be
mmaaaluﬂu:haﬂm‘unﬂ. than the lerms used must be undersiood by a widar
section of t lation and not just by planners, officials and administrators.
Wa chosa th ré 1o include much of the planners’ language in an effort to
‘damysiity” the debate about transportation and allow more participation in it.

To help the reader understand some of the lerms frequently used in the
transportation debate, the lollowing ‘Glossary of Terms® explains their meaning

in language that enjoys more everyday usage.

Dublin Trangport oy AY

TERM LSED

TRANSLATED AS

Cost-Beneflit Analysis

A sy undertaken by planners and others, which
compares the costs of [sllowing a cerain course
af action {(for example, investment in aparticulsr
stretch of rosd) with the benefits that might come
Froam i1 (b0 industry, the commanity eic.). In
theory an bessi, the decision 1o camry on is taken if
bemefits outwelgh oodits,

Modal Split

The propartion of wavellers who use different
mades or forms of transpart. 11 is most ofien wsed
i compare the propontion of travellers iha use
buses or trains with the proportion that use privaie
cars,

Fmre-Box Ratio

This s term used o show how much of a
transporl suthority's opersting costs ane covened
by the [ares it charges, as against the amoun thas
coemes from iate-subsidy.

Corridors

An area in which people can reasonably travel 1o
& particular public transpot route, For exsmple,
the DART comidor nuns along the castern
seaboard of the city but becawse of the feeder bus
syslemm, exiends o areas such as Dommybrook eic,

The Central Cordomn of Dhablin is the sres of the
city between the 1o canals,

February 15971



Cross Impact Analyss

Used 1o calculme the effect a plan or policy for
one ared of issue might have on other areas or
issoes. For example, what efects would the
deciszon bo biuild o molorway have on the
comemercial life of an ares, the environment, of
ihe social life of @ commumity? In this repart we
concentrale particularly on the equity side of
Cross Impact Analysis. [n other words, the effect
particular transport invesiment proposals have on
the well being of different socisl growups,

Internal Economies of Scale

Econcmies intemal 1o the process of produsction.
These savings ocoar in an fdustry where unit
coiis decline as the bevels ol outpal ncrease. Far
inance, the kighest proportion af costs for the
DART sysiem are fined. Within a certain range,
an exlra pastenger will not add 1o thess cosls bat
will seill pay the same fare. Hence, unit costs
dechine.

Exiernal economses of scale

Economies external 1o the process of production,
As the quantity of public transport provided
mireases, g0 does its quality, For example, if ithe
demand for service om a bus roabe doubles and
Dublin Bus respends responds by doubling the
nunber of buses, cosis per passenger remain the
same a8 would ihe average time a passenger
spends travelling on the bus. However, there s
mow iwice a8 many buses, so frequency increases,
reducing the average wailing lime for a bus,

External dissconomies of scale

Diseconomies external (o the process of
production. For example, if more people uss cars
on & given moad neteork congestion ogcurs, which
reduces walfic spesds and makes car more
expensive lo Lhe wser in lerms of me, foel ec.

MNumber of people per acre or hectare.

Kadial routes

If you conceive of the city road neiwork 1o a
bicycle wheel, the cily is in the cenire and the
raclial roads exterd outwards 1o the suburks like
the spokoes of the wheel

Orbital routes

These aze ring roads which circle or bypass the
sy,

Tangent rosds

Ronds which lead off the ring or ciscle roads
around ihe ety 1ike a langon, which i a fine that
wouches a circle st & cenain point. The main
‘mngent’ roads in Dublin are the oater end inner
usngents, which rather defy the definiion as they
are nod langential b anything, but have added 1o
the environmenal ruin of te city,

Light rail (LET)

The modem equivalent of the old tram, LET can
Eravel] an separate track but is alo hght encugh o
run on racks laid on the road netwark

Heawy rail

Fail such as the DART or intercity trains which
gravel om their own track and are oo heavy 1o poin
the road network,
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Transport Planning: Myths and Realities

It is not just because the wrong decisions are being taken that the present
chaos exisis in Dublin transpor. It is that these isions are based on
unquestioned ‘truths’ which form the slaﬂlrh%_lpuim for planners in making
decisions on policy options. Accepting these ‘myths’ and refusing to guestion
their own premise leads directly to current plans which make no sense, in
lerms aither ol afliclency of equily. Balow, we present examples ol such
misguided myths:

Public Transport is inefficlent

Untrue: Public ranspon moves more peﬂe more efficiently than the private
car. It is more efficient in the use of valuable urban space and energy. It also
reduces congestion, produces less air pollution, causes less accidents and,
because it is more equitable, contributes substantially to the wider social and
economic development of the city. Public transpon is also characterised by
economies of scale, so the more people who use il the more efficient it

becomes.

Uniike public transpor, cars are immensely demanding of space.
Whereas a double Wrack raibway of 10 melres width can transpon
40,000 passengers per hour, fransporting the same number by private
car would require a 135 melre wide motonway.

Huge levels of urban space are also needed 1o provide pamking bor
cars both on and off the streel. In 1987, 38 625 lagal parking spaces
were provided in Dublin. This does not lake into account the huge
number of illegal parking lots which exist on cleared land. As for on
sireet car parking, the Depariment of Tourism and Transpor
estimates that the number of Magal car parking acis in Dublin in 1987
was as high as 8.5 million.

Public transpor requires less energy 1o mave people. For axample, a
commuier train carmying B0 passengers requires roughly 710 British
thermal units (Biu) of energy per passenger mile compared 1o 7380
for a car with one person

Az public fransport camies more people using less space, i
significantly reduces congestion. For instance, it is estimated that
because of the ntroduction of the DART, up to B.000 cars afe (sl al
home each day by DART users.

P Commanity 1 ories Loog
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Puublrmnmnhmmuﬂwmﬂsmml i
cam::mmlu;g cars. The wider economic benefits “-:r hﬁ:ﬁ
and amenities at the local level. . e

Fmintmnapmhﬂplhdhymmmm BCONoMmi
ermnal

scale. In terms of internal economies of scale, a mmﬁﬂmﬂ;
- increasing the use of the sarvice reduces the unit
cost of running the service. This can readily be seen from the DART.
As the number of passengers caried by the service increased since it
was opened, the level of subsidy nesded o keéep it operational
Hacn from nearly £15 million in 1985 to less than £6 milion in

transport service, more routes can be ances increased
ﬁnhu:rmmhalhwmrmlmshymnn h‘mnmarnam:‘j leads to

ion, reduces I
wﬂmmﬂlcmam increases the demand for

Only public transport is subsidised

Untrue: With few exceptions, investment and maintenance

100% grant assisted by the state, with no direct Wﬂnﬁsﬂlﬁaﬂwa;
rscl'mnﬁ. Dublin Bus on the other hand, recovers 81% of its operating cosis
rom the fares # charges s customers. which makes it one of the leasi
subsidised urban transpon systems in Europa.

Poor public transport is caused by mismanagement

Untrue: The primary cause of poor public transport in Dubilin
) ; i5 lack of
Lnr-.rgslrrmm and the pricrity gwen (o the needs of privale car owners in pagt
b lltl:ltlj:rr-am‘_lrar'ls,|:|-|:|r|:a|trl.'rn policy. Cmﬁeslu:m. the primary diseconomy created
Eml reasing car use, reduces the reliability of public transport and
subslantially increases the amount ol capital, labour and fuel needed o
m :'r ven level of frequency. Where there has been substantial
e public Irangpor such as the DART, the service has proved last
:a“ : wr‘a ;ﬁ".—?&f‘-ﬁm camed increasing steadily fo more than 15
o : . 15 nol to say, however, that management could

Aahranemﬂmnﬁaaﬂuah.asmﬂrﬂmphuulmm
n and frequ

ol

Investment in public ransport is more expensive

Untrue. W public transpon investment appe i
ifvestment in roads it is due to the major aru:llhmiu;ﬁ' MT&%"H
Iransport when assessing transport oplions. Road schemes are appraised on
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the basis of Social Cost Benefit Analysis which allows a valuation 1o be put on
time, operaling cost and accident savings. Public transpor projecis on the
other hand, are consistently subjected to a narmower and more siringent
methed of appraisal, in w little or no account is taken of the wider social
and economic costs and benefits. This leads 1o an overestimation of the true
costs of public transport and an underestimation of ihe true costs of oads.

EC policy allows only for road development and
infrastructure

Untrue: In the Operational On Peripherality. Roads and other
Transport Infrastruciure agreed betwesn the Government and the European
Commission, mapr expenditure on roads in the Dubdin region has been
justified as necessary to ofiset the impaci of Ireland's peripheral location.
measiment in road building in the cily is to be concentraled on ring and relief
roads which will take port tralfic out of the busingss, and residential
areas of the city. However, as these ning and reliel roads will have access to
radial routes they will give facilitale easier access to city for privale car
commuters, exacarbating existing congeshon problams.

An alternative approach to offsefting the costs congestion imposes on por
traffic, might have been 10 propose major expenditure on public franspor,
which would free existing roads and would not have the side effect of
exacerbating congestion problems Dublin, In this regard, thera is a need for
the government 1o state the arguments used 1o ify the inclusicn of the

oposed Connglly to C in rail link within the framework of the

rogramme on Peripherality and how these arguments could be extended to
achsave a greater share of the Programme’s funds for public ranspor,

Considering public transport as a IPUHII': service lakes away
from its effectiveness economically

Untrue: Both functions serve the same end. An eflective public transpon
system helps to maximise the use of a whole range of servicas in the cit DE
providing access 10 them. It also facilitates the unemployed in availing of jo
opporunities within a wider calchment area of their homes and reduces the
costs of providing specialised transport services 1o people with disabillies
Cheap and efficient public transpord alse has an imporant robe in the
development of the tourist industry.

The real experts in tmnﬁuwmn anning are private
::nnsu.ftﬂmﬂr road engineers 9 ’ 3

Untrue: The real expers in fransport planning in Dublin are the peopie of
Dubdin, Alihough this includes car owners who 138 ncreasing congashon on
the roads, it includes the majorily who do nol have access lo cars and

Faga 4f Communiy Workars Coop
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transpor unreliable and expensive but also face the
of Busier roads on thair communities.

Develo n infrast
E Eingﬂwuporhﬂu ructure must mean

Untrue: Public transport § a major addition 1o 1

_ e devats Dok gt
referring to s o CIE as ' and subsidies o road building and
mairlan-'m:ﬁ_' as ‘investment’. The DART for instance, has besn

wery

commuter rs who would otherwise have

used cars, realising all he efficiency banels mentioned above such as salam
savings in land reguirements etc. - g

Because of the lo
anﬂmm




THE COMMUNITY WORKERS CO-OPERATIVE

What is the Community Workers Co-opérativa?

The Community Workers Co-operative is a national network of women and
men active al a community level working for social change. it seeks to be an
independent voice and to campaign on issues which aflect the lives of those
with whom ils mambers work.

It aims to be a forum for debate on economic, political, social and cultural
isgues In Ireland and world-wide. it seeks fo promole altemative ways of
working, develop the skills of is members and suppor members who may be
in isolaled siluations within institutions and organisations.

History

The roots of the Communily Workers Co-operative date back to the mid
spventies when a network of community workers met regularly and held
conferences and seminars around the country on a variely of lopics. The need

for a national salion was identified and the Co-operative was officially
inaugurated in 1981,

Shucture

The structure of the organisation reflects the co-operalive ethos with a ceniral

roup of 12 members elected at the annual general meating with responsibility
or implementing policies and meeling the needs of members. Ordinary
members are encouraged to be actively involved 1 small working
groups which take responsibility for different aspects of co-operative’s
WOk

Membership Details

Membership of Co-operalive's is open to all who suppor ilg aims.
Costof m&rmamhh'.:isﬂiﬁ arly wa
Members receive free of charge regular newsletter and joumal Co-

options.
Beanefits of Membership

Development skills.

Sharing information and resources.
Exchanging ideas.

Getting suppor.

Dyt Trarwpor? for AR

Other Publications
Recent publications of the Community Workars Co-operative include:-

Monthly Newslefter. This is avallable free to members and covers a
ranga of issues spacilic 1o the lield of community work, and of broader
concam. it also seaks o provide a news Service on upcoming events
and on neéw resources thal come avallable for those working at
community laval.

(b} Wmm.nﬁsmmrﬂmmmﬁu;
WW rom a community based perspective.
aiso ly examines a number of community basad responses.

[{+] Co-Ophions on "WOMEN AND THE COMMUNITY™. This
explores the different experiences of women examining their

W as women and also their Wﬂhn based on
athnic origin and sexuality. it seeks to hase axpernances

(a)

e e i e o o o
struggle lor justice,

(d) "FHA.HEHEHK FOR CﬁHHUHHer FRﬁFT:‘EE'.me
E::'“;ﬂ'llal a position paper centra |
M Wurhmcn-apum“ the role of community
work and the communily worker in the context of Insh society.

(@) "WHOSE PLAN?: Community Groups and the National Development
Fian®". This booklet describes a campaign lked by the Co-op on the
National Development Plan which was produced by the Government
as a request for new increased EC. Structural Funding. It details the
avenls, describes the response and analyses the issues involved,

in “PARTICIPATION NOT REPRESENTATION: Communily Groups and
Reformed Local Gowernment™ This n was submitted 1o the
Advisory Commitlee on Local mmenl  Reform  and
Reorganisation. It sels out the deficiencies in the present Irish system
of local govemnment from the perspective of community-based groups;
presents prnciples which should inform any reform process; and
makes practical recommendations for the aclive B‘parﬁdpamn ol
community groups in planning development at the local level
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Work fo Date

The Co-op has involved itsed in debates on the National Community
Development Pfuncy and Community Based Training among other issues.
Most recently hasladacangn-gnhymrmrﬂymlwasarm
investment decisions related to EC structural fund granis.

The Co-op has run seminars on Racism, Social Analysis, Community Work
from the 1980s into the 1990s, First and Third Links, Strategies and
Tactics and Political Vetting of Community Groups North and South.




