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Foreword  
 
daa is pleased to present in this document its Capital Investment Programme (CIP) Proposals 2015-
2019. This programme has been developed through a rigorous process of project appraisal and 
prioritisation and in consultation with our airline customers and other stakeholders. The projects in 
this CIP will provide the facilities required by our airline customers and passengers at the 
appropriate time and allow Dublin Airport to maintain its ranking in the top 5 European Airports1 for 
service quality, which has been achieved in 7 of the last 9 quarters.  
 
ŘŀŀΩǎ /Lt нлмл-2014, which was submitted in 2009, recognised that the previously anticipated 
growth in passenger numbers would not transpire in the short term and a reduced capital 
programme was presented. This programme focussed on the spend necessary in the short term to 
replace and upgrade life-expired assets and to maintain customer service levels. It also incorporated 
trigger projects to enable Dublin Airport to expand to facilitate growth in traffic when conditions 
improved and to comply with regulatory requirements. 
CIP 2010-2014 was divided into three tranches as follows; 
 
Tranche 1 - Operational Projects 
Tranche 2 ς Service Delivery  
Tranche 3 ς Trigger projects  
 
Key asset replacements and upgrades carried out in this 5-year period include; 

¶ Overlay of Runway 10-28 with a Thin Porous Friction Course (TPFC) extending the 
operational life of the runway to c.2017. 

¶ An ongoing programme of apron reconstruction, based on a business critical pavement 
evaluation methodology, which has delivered c. 50,000sqm of rehabilitated concrete 
pavement to date in CIP 2010-2014. 

¶ Category I stopbars were installed on Runway 16-34 providing a further control to reduce 
runway incursions. 

¶ 2 new airfield generators have been installed providing critical resilience and greater 
operational efficiency. 

¶ Airfield drainage works are on-going and will be completed in 2014. 

¶ Investment in pollution control tanks has been optimised in current period through 
investment in alternative pollution control measures, notably reduction at source following 
the previous severe winters in 2010 and 2011.  

¶ The Life Safety Systems upgrade in T1 has been completed, replacing a substantial amount 
of life expired equipment and delivering a horizontal evacuation strategy, thereby 
minimising the impact on operations. 

¶ The existing Terminal 1 Multi Storey Car Park is currently being refurbished to extend the 
asset life and is expected to be complete in Q2 2014. 

¶ Retail refurbishments in Terminal 1 are ongoing and are expected to be substantially 
complete in 2014. 

 
Overall, over 100 projects have been completed over the course of this CIP. Our accident frequency 
ratio (AFR) during this CIP is 0.172 and over 5.1 million man-hours have been worked to date. This 
compares very favourably with the overall Irish Construction Industry average of circa 1.5. 
 
We are proud to have delivered such significant improvements to facilities at Dublin Airport during a 
period of economic austerity. We wish to acknowledge both the support of capital investment and 

                                                           
1
 ACI ASQ participating airports 5-25 mppa 

2
 January 2010 ς February 2014. AFR is the ratio of reportable accidents to programme hours worked. 
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co-operation with necessary operational restrictions by airlines, without which these achievements 
could not have been brought to fruition. We look forward to the continued improvement of Dublin 
Airport ς for and with our airline customers ς through the adoption of CIP Proposals 2015-2019. 
 
The Irish government, which is the sole shareholder of the daa, has stated that it is vital that Ireland, 
both as an island and as one of the most open trading economies in the world, has the airport 
infrastructure required to enable effective competition with other economies3. The Department of 
Transport, Tourism and Sport recognises that air transport requires a level of airport infrastructure, 
both in terms of capacity and quality to facilitate the optimum level of air services4. Given the 
proportion of aviation activity in Ireland accounted for by Dublin Airport, and the wide network of 
routes served, Dublin Airport is the logical choice for the delivery of this key infrastructure.  
 
daa is also mindful of the need to make minimal funding requirement on airlines given the current 
fragile economic environment. Therefore, the projects that are included in this proposed Capital 
Investment Programme result from the most thorough examination possible (given the stage of 
project development) of all of the options available to daa. Projects are proposed because they fulfil 
one or more of the following criteria: 
 

¶ A safety or regulatory requirement is driving the investment 

¶ Current assets require repair or replacement as best asset management principles 

¶ There is an absolute new requirement as current assets are already being fully utilised or a 
commercial opportunity exists. 

 
As projects are proposed and developed in response to identified needs, not all project proposals 
are at the same level of development at the current time. daa will continue to explore new and 
improved options over the course of the CIP.  This approach, combined with necessarily changing 
emergent circumstances and needs, can and does result in changing project specifications between 
the time of capex approval and implementation, leading to a necessary level of capex flexibility to 
optimise the return on capex invested. We will return to the topic of project cost maturity and capex 
flexibility in Section 9. 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 

                                                           
3
 Ψ±ŀǊŀŘƪŀǊ ŀƴƴƻǳƴŎŜǎ Ǉƭŀƴǎ ŦƻǊ ƴŀǘƛƻƴŀƭ ŀǾƛŀǘƛƻƴ ǇƻƭƛŎȅΩ оκмнκмн ǿǿǿΦǘǊŀƴǎǇƻǊǘΦƛŜ 

4
 An Integrated Irish Aviation Policy: Issues Paper for Consultation. Department of Transport, Tourism and Sport, February 

2013 
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1 Introduction 
 
This Capital Investment Programme (CIP) presents daa proposals for capital investment at Dublin 
Airport for the period 2015-2019. These proposals have been reviewed by our airline customers in 
an extensive programme of consultation (details provided in Section 6). Every effort has been made 
to develop the projects within this CIP in line with the principles of efficient capital expenditure and 
Řŀŀ ǿŜƭŎƻƳŜǎ /!wΩǎ ŘŜŎƛǎƛƻƴ ǘƻ ŀǇǇƻƛƴǘ ŀƴ ƛƴŘŜǇŜƴdent consultant to review the cost profile of our 
proposals. 
 
This CLt ǎǳǇǇƻǊǘǎ ŘŀŀΩǎ ƻōƧŜŎǘƛǾŜ ƻŦ ōŜƛƴƎ airport industry leaders ς growing our business by 
delivering great service and value to airlines, passengers and business partners. Delivery of this goal 
drives three key business priorities for daa: 
 

¶ Sustainable traffic growth 

¶ Improved customer experience 

¶ Growth of net commercial revenues  
 
We aim to deliver just-in-time and hence cost effective airport infrastructure to handle the 
forecasted volume and profile of traffic. This will allow sustainable traffic growth at the airport, 
meeting the capacity requirements of current and prospective users. Service quality measurement 
on a wide range of metrics is used to identify areas for potential improvement ς helping us deliver 
the quality of service our passengers and business partners desire, and underpinning our position as 
a top service quality performer. Finally, through building in flexibility and adaptability in how we plan 
and develop airport infrastructure, we seek to enable the growth of net commercial revenues.  
 
¢ƻ ŜƴǎǳǊŜ ǘƘŜǎŜ ƪŜȅ ōǳǎƛƴŜǎǎ ǇǊƛƻǊƛǘƛŜǎ ǎƘŀǇŜ ŀƭƭ ƻǳǊ ŀŎǘƛƻƴǎ ŀǘ Řŀŀ ǿŜ ǳǎŜ ǘƘŜ Ψ¢ƘǊŜŜ tƛƭƭŀǊǎΩ 
approach to airport development: 

¶ Embedding strong foundations of safety, security and compliance 

¶ Maximising performance for airlines, passengers and partners 

¶ Maximising opportunity and capacity for growth 
Projects which do not incorporate these three pillars are not considered optimal to provide our 
customer requirements and are not proposed for capex funding. 
 
Operations and development at Dublin Airport are planned and monitored to ensure consistency 
with our key business priorities and the three pillars approach is fundamental to their achievement. 
These planning, development and operation functions are performed within a framework of 
legislative and regulatory requirements with which we must comply. In some cases, compliance is a 
necessary condition for Dublin Airport to be allowed continue in operation.  
 
Traffic volume and profile are key drivers of project planning and development and hugely 
significant to operational delivery of service quality; our current traffic forecast for the next 
ǊŜƎǳƭŀǘƻǊȅ ǇŜǊƛƻŘ ƛǎ ŎƻƴǘŀƛƴŜŘ ƛƴ {ŜŎǘƛƻƴ нΦ ¢ƘŜ ŦƻǊŜŎŀǎǘ Ŏƻƴǎƛǎǘǎ ƻŦ ŀ ΨƘƛƎƘΩ ŀƴŘ ΨƭƻǿΩ ǘǊŀŦŦƛŎ ŦƻǊŜŎŀǎǘ 
tƻ нлмф ǿƛǘƘ ŎŀǇŀŎƛǘȅ ǇƭŀƴƴƛƴƎ ŦƻǊ ǘƘŜ ŀƛǊǇƻǊǘ ƛƴ ǘƻǘŀƭ ōŀǎŜŘ ƻƴ ŀ ΨŎƻǊŜΩ ŦƻǊŜŎŀǎǘ ǿƛǘƘƛƴ ǘƘŀǘ ǊŀƴƎŜΦ 
 
The annual passenger number is a clear and easy to understand measure of activity at Dublin 
Airport, however it is of limited use in capacity planning. It is how this annual passenger number can 
be accommodated by the current capacity of each of the process areas within the airport on an 
hourly basis (and particularly in the peak hour) that underpins capacity planning and drives the 
selection of capacity improving/increasing projects. At the most fundamental level the airport is a 
system of processors e.g. security, baggage out, immigration etc. and the overall capacity of the 
airport is constrained by the capacity of the weakest processor. A graphical representation of the 
process chain for arriving and departing passengers is provided in Section 3. As will be seen from 
Figure 5 there are common processors in the arriving and departing passenger chains. Other 
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processors are specific to only one passenger processing chain (e.g. baggage out is only within the 
arriving passenger process chain and check-in is only within the departing passenger processor 
chain). 
 
The capacity of each processor within the chain for arriving and departing passengers is calculated 
on the basis of throughput capacity ς i.e. the transaction times for the process based on dwell 
times/physical layout (IATA Level of Service C)/maximum queue lengths, as appropriate. This gives a 
theoretical peak hour capacity for each processor which can be benchmarked against other airports. 
Such benchmarking can indicate whether sufficient capacity is available to accommodate forecast 
traffic or whether additional investment is required to increase capacity. The objective in planning 
capacity-increasing projects is to get a balanced across-the-board similar peak hour capacity for all 
processors. Section 3 also details the current peak-hour capacity of each of the airport processors 
and the projects proposed to optimally align these processes for arriving and departing passengers 
to maintain and improve the current passenger experience. 
 
Capacity alignment is one means of maintaining and improving service quality to our customers. 
Maintenance of existing assets is also important in providing the level of service our customers 
require.  Section 4 discusses service quality at Dublin Airport and provides a rationale for all 
proposed investment to maintain and improve service quality through capacity increase or asset 
maintenance. A summary of customer views of service quality at Dublin Airport is included in this 
section to provide context to this discussion.  
 
This CIP recognises that we remain in a difficult and uncertain economic environment ς while 
passenger numbers have returned to growth, such growth was sluggish from 2010-2012, increasing 
thereafter, and as of 2013 passenger numbers have not returned to peak levels (2008 23.5m, 2013 
outturn 20.2m). Whilst the economic circumstances have improved somewhat since the submission 
of CIP 2010-2014, the nature of the economic recovery is fragile and subject to significant downside 
risks. The programme that we are submitting is therefore a prudent one, which focuses on the short-
term capex consistent with long-run optimal asset cost and establishes triggers for larger-scale 
investments where any uncertainty exists as to their requirement prior to the end of 2019. Section 5 
details the capital rationing system utilised to ensure that the projects proposed in this CIP are 
timely and necessary to balance the cost, risk and performance of the assets required to provide 
services at the airport over the period 2015-2019. Further, an explanation of the International 
Standard for Asset Management ISO 55000 and how the daa capital rationing system is being aligned 
with this standard is set out in this section. 
 
The aim of this CIP is to develop Dublin Airport so that it provides the necessary facilities and level of 
service to our airline customers to allow them to operate efficiently and grow sustainably at the 
airport.  To ensure that airline requirements were comprehensively reflected in this CIP daa engaged 
in a number of consultations with airlines prior to the development of the CIP to identify these 
requirements.  daa then incorporated the results of these consultations into the Capex Proposals for 
Dublin Airport 2015-2019 which was again subject to consultation with airlines in January-March 
2014. A summary of these consultations is provided in section 6. 
 
This CIP Ŏƻƴǘŀƛƴǎ ŘŀŀΩǎ ǇǊƻǇƻǎŀƭǎ ƻƴ ŀƛǊǇƻǊǘ ƳŀƛƴǘŜƴŀƴŎŜΣ ƛƳǇǊƻǾŜƳent and growth for the period 
2015-2019 and the capital spend required to achieve these outcomes. Whilst current economic 
conditions require a high degree of prudence in proposed capital expenditure, short/medium term 
economic uncertainty cannot be allowed drive long-term economically sub-optimal outcomes in 
asset care or become a barrier to achieving an efficient modern aviation gateway for Ireland. The 
infrastructure capable of handling long term forecasted traffic volumes has a long lead-time 
between initiation and delivery and planning for such infrastructure must take account of this lag. 
For this reason, the proposed programme also contains key enabling projects which will facilitate 
future growth in traffic and economic activity, the timing of which is determined by a set of triggers.  
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Projects have been grouped as follows: 
 
Tranche 1 : Capital Maintenance 
Tranche 2 : Business Development 
Tranche 3 : Contingent Projects (Expected to Trigger) 
Other 
 
Table 1 : Summary of CIP Proposals 2015-2019 Capex*   
 
Project Type CIP Proposals 2015-20919 

!Ƴƻǳƴǘ όϵƳύ 
¢ƻǘŀƭ tǊƻƧŜŎǘ /ƻǎǘ όϵƳύ 

Tranche 1: Capital Maintenance 
 

186 192 

Tranche 2: Business Development 
 

183 
 

184 

Tranche 3: Contingent 
 

 86 
 

86 
 

Other 22 22 
 

   

Total  477 484 
*Figures have been rounded to the nearest million 

 
This document also discusses four additional trigger projects the capex for which is not included in 
Table 1 above as it is not expected that capex for these projects will be required in the period 2015-
2019.  Table 2 details these four projects. 
 
Table 2 : Contingent Projects ς Not Expected to Trigger 
 
Project Type Value 

 όϵƳύ 
Trigger Proposed Inclusion in CIP Proposals 2015-

2019 

Fuel Farm 
 

25+
5
 Occurrence of a technical, legal or 

commercial impediment to the 
tendering process to appoint a 
DFBOT operator for the fuel farm, of 
such significance that no operator 
can be appointed.  

Not expected to trigger 

Runway 10-28 
Extension 
 

55 
 

Project allowed if trigger for 
Northern Runway set > 23.5m 
passengers in a 12 month period 

Not expected to trigger; Not the 
preferred development option 

Runway 10-28 
Extension and 
Addition of Line-
up Points

6
 

  74 
 

Project allowed if trigger for 
Northern Runway set > 23.5m 
passengers in a 12 month period  

Not expected to trigger; In the 
event of Northern Runway trigger of 

> 23.5m, this project represents an 
efficient development option  

Northern Runway 245 23.5m passengers in a 12 month 
period 

Trigger event expected circa 2019 
with release of capex allowance in 

the following year 

*Figures have been rounded to the nearest million  
 
Details of the projects within the three tranches of proposed capital investment are provided in 
Section 7, grouped by envelope of capex flexibility. 

                                                           
5
 ϵ25m is the cost of providing 3 x 5 million litre tanks, with an airside into-plane unit and connection of the fuel hydrant 

system on Pier 4.  Additional costs would be incurred to provide fuel hydrant systems on Piers 1-3, as appropriate. 
6
 Additional line-up points for Runway 10/28 is a stand-alone trigger project within the ΨContingent ς ExpectedΩ total in 

Table 1 above, iΦŜΦ ŎƻƳǇǊƛǎƛƴƎ ϵолƳ ƻŦ ǘƘŜ ϵусƳ. Their inclusion ƛƴ  Ψ/ƻƴǘƛƴƎŜƴǘ -  bƻǘ 9ȄǇŜŎǘŜŘΩ ǇǊƻƧŜŎǘǎ is due to the fact 
that there is an economȅ ƻŦ ŎƛǊŎŀ ϵмлƳ ŦǊƻƳ ǳƴŘŜǊǘŀƪƛƴƎ ǘƘƛǎ ǇǊƻƧŜŎǘ ƛƴ ŎƻƴƧǳƴŎǘƛƻƴ ǿƛǘƘ ǘƘŜ Ǌǳƴǿŀȅ ŜȄǘŜƴǎƛƻƴΣ ƛŦ ǘƘŜ 
latter is the selected development option.  



 

11 
 

 
An envelope approach to capex allowances is consistent with the risk assessment methodology 
underpinning ISO 55000. With such an approach, allowed capex can be allocated to projects within 
the envelope based on their priority. As individual projects can move up or down the priority list 
over time, based on changing incremental risk, it is more appropriate to provide a capex allowance 
for a project type rather than to individual projects so that investment is targeted at the most urgent 
requirements. A more complete rationale, including a comprehensive set of factors underpinning 
the utility of an envelope approach to capital allowance, is presented in Section 8. In its 2009 
Determination, the CAR supported this approach to capital allowance stating:  
 
ΨΦ..the efficient and economic development of the airport and the interests of current and prospective 
users are best served by grouping items in a CIP and providing an overall budget for delivery of an 
agreed set of outputs. This then leaves daa with the discretion to adapt its plans as appropriate 
subject to respecting the overall budget allowed for that groupingΦΩ 
 
daa has welcomed this support for an envelope approach to capex investment and anticipates its 
continuation in CIP 2015-2019. daa has grouped projects in this CIP Proposals 2015-2019 into 6 
envelopes of capex investment, and proposes capex flexibility be applied at this level rather than at 
the overall CIP level. Trigger projects have not been grouped into an envelope and daa proposes that 
project outturn reconciliation be at the project level for such projects as trigger during the period. 
 
Section 9 of this document sets out the approach to programme management adopted by daa for 
the successful delivery of previous capital investment programmes and which will be employed to 
deliver CIP 2015-2019 also. 
 
An individual project sheet for each project in CIP Proposals 2015-2019 contained in section 10 
completes this CIP Proposals document. 
 

2 Forecasted Traffic Volume at Dublin Airport  
 
As the traffic volume at Dublin Airport is an important driver of commercial and aeronautical 
revenues as well as being a key determinate of when capacity constraints are reached (and hence 
the timing of capex investments) considerable resources are employed by daa in developing a traffic 
volume forecast. daa also holds the volume risk in the current price-cap mechanism and this adds a 
further incentive to invest resources in this area. Our aim in forecasting traffic volume is to 
incorporate relevant variables (which in statistical tests of historical data have shown significant 
correlation with passenger numbers) together with relevant market intelligence relating to planned 
schedule & capacity changes by airlines. 
 

2.1 Dublin Airport Passenger Forecast 2015 ς 2019 

 
In August 2013 daa set out its forecasting methodology for traffic volumes at Dublin Airport and 
invited commentary from airlines on this methodology and also requested that airlines provide a 
ŦƻǊŜŎŀǎǘ ŦƻǊ ǘƘŜƛǊ ƻǿƴ ŀƛǊƭƛƴŜΩǎ ǘǊŀŦŦƛŎ ŀǘ 5ǳōƭƛƴ !ƛǊǇƻǊǘ ǘƻ ŜƴŘ нлмфΦ While one airline disagreed that 
econometric modelling of traffic volumes was worthwhile, the feedback from other responding 
airlines supported the methodology and sources of input values for variables used in the model. 
 
Following this consultation, in October 2013 daa issued an index based traffic range forecast to the 
airlines with indexation based on 2013=100. Substituting the 2013 outturn of 20.2m passengers into 
this index-based traffic range forecast generates the passenger numbers shown in Figure 1. 
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Figure 1 : Passenger Forecast for Dublin Airport 2014-2019* 
 

 
*based on 2013 outturn of 20.2m 

 
Airlines were invited to comment on the output of the forecasting task and no negative comments 
were received. 
 
In the first week of consultation on capex proposals 2015-2019 in January 2014, daa again presented 
its forecasting methodology and the initial range traffic forecast to end 2019 showing the core 
forecast on which capacity analysis was based.  Additionally, daa presented two traffic sensitivities ς 
T1 High Growth and T2 High Growth (Transfers) which were used in the analysis of the T1 check-in 
and Security project, the T2 transfers project and for the interrelated group of runway projects. 
These scenarios are presented in Figure 2 below. 
 
Figure 2 : Traffic Sensitivity Analyses 
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2013 2014 2015 2016 2017 2018 2019

DAA Low Scenario 20.2 19.9 20.2 20.6 21.0 21.5 21.8

DAA High Scenario 20.2 20.7 21.5 22.2 22.9 23.7 24.5

DAA Core 20.1 20.7 21.4 22.1 22.8 23.6

DAA T1 High Growth 20.1 20.9 21.9 22.9 24.0 25.0

DAA T2 High Growth (Transfers) 20.1 20.7 21.6 22.5 23.4 24.2

19.0

20.0

21.0

22.0

23.0

24.0

25.0

26.0
m

p
p

a

Inital Range Forecast for Dublin Airport Passenger Volume 2014-2019 
including T1 High Growth & T2 High Growth (Transfers) sensitivities

 
At the time of publishing the Initial Range Forecast daa indicated that we would expect to refine the 
forecast over the course of the regulatory determination process, i.e. as the performance in the final 
months of 2013 and the early months of 2014 came into view and in light of emerging airline plans 
and general revisions to economic forecast data. daa presents the revised range forecast for 2014-
2019 in Figure 3 below. 
 
Whilst the outturn in 2013 exceeded expectations and the current outlook for 2014 is more positive 
than it was at the time that the Initial Range Forecast was published, it is important to introduce a 
note of caution. While the 2014 expectation is now more positive than it was in October 2013, daa 
does not believe that this necessarily points to a higher 2019 outcome than was predicted last year. 
Projections are typically suggestive of evenly-paced growth, when in fact growth is likely to 
accelerate at times and to slow (or even reverse) at other times. There are numerous different paths 
by which the same 2019 outcome could conceivably be arrived at. Accordingly, in producing the 
Revised Range Forecast, daa has amended the early years, but has left the ultimate 2019 forecast 
unchanged relative to what was published last year. This is consistent with our task of forecasting a 
trend in the knowledge that no one year is likely to be exactly on trend. To increase/decrease 
medium term forecasts on the basis of every short-term variance would be unduly reactive and 
create considerable instability in longer-term forecasts.  
 
As indicated above, daa is expecting to hit the same traffic levels as previously presented, but with a 
somewhat altered path. While traffic performed strongly in 2013, the Irish, European and global 
economic recoveries remain fragile. daa would leave open the possibility of further final refinement 
of the forecast in its response to the Draft Determination. 
 
Figure 3 : Revised Range Passenger Forecast for Dublin Airport 2014-2019 
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It should be noted that the high growth scenario forecasts a return to peak traffic volumes (23.5m in 
2008) towards the end of this capital investment programme, but a total recovery of volume is not 
foreseen in the low growth scenario. 
 
While passenger number forecasts alone are useful for modelling capacity requirements (and other 
business variables such as commercial revenues) they are complemented by aircraft movement 
forecasts which are of greater relevance in planning requirements for some facilities e.g. stands and 
runway. 
 

2.2 Dublin Airport Movements Forecast 2015 ς 2019 

 
The aircraft movement forecast is derived from passenger demand projections (which take account 
of aircraft type, frequency and load factor) with adjustments made on routes where it is necessary 
to take into account the situation at constrained airports. In other words, adjustments are made to 
the raw aircraft movement forecast to reflect airlines greater propensity to operate larger aircraft on 
routes where slot restrictions exist (at either or both ends). Figure 4 presents the aircraft movement 
forecast range consistent with the passenger number forecast range in Figure 3. 
 
Figure 4 : Movement Forecast for Dublin Airport 2014-2019  
 

2013 2014 2015 2016 2017 2018 2019

DAA Low Scenario 20.2 20.5 20.7 21.0 21.3 21.6 21.8

DAA High Scenario 20.2 21.0 21.7 22.4 23.0 23.8 24.5

DAA Core 20.7 21.2 21.7 22.3 23.0 23.6
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2.3 Disaggregation of the Overall Passenger Forecast 

 
The traffic range forecast under discussion is at a total airport level. In order to see the implications 
that volumes within this range will have on operations at Dublin airport it is necessary to 
disaggregate this forecast by traffic type and location of operation at Dublin Airport.  
 
 
Long-haul vs. Short-haul traffic 
Traffic volume in 2013 was almost 6% ahead of 2012 traffic. Long Haul growth (+13%) has 
consistently outperformed the Short Haul growth (+5%) at Dublin throughout the year, although 
only contributing 12% of the total Dublin network. This level of growth is not expected to continue 
ƛƴŘŜŦƛƴƛǘŜƭȅ ōǳǘ ǎƘƻǳƭŘ ŎƻƴǘƛƴǳŜ ǘƻ ŜȄŎŜŜŘ ǘƘŀǘ ƻŦ 5ǳōƭƛƴΩǎ ǎhort-haul network in the coming years, 
with a renewed focus on opening links to developing economies such as China and South-East Asia  
continued strong performance of transfer passengers through Dublin Airport, particularly those 
connecting onwards to North America. 

 

Short-haul and long-haul traffic place varying requirements on facilities at the airport. Short-haul 
traffic is mainly served by turboprop (e.g. ATR42/72) and jet aircraft (e.g. A320/B737-800) with 
capacity in the range of 50 ς 220 seats and such aircraft can in general be accommodated on a single 
stand (1 NBE ς narrow body equivalent). Long-haul traffic is served by a mixture of narrow and wide-
body aircraft e.g. B757, A330, B777 with capacity in the range 175 ς 410 seats. These aircraft require 
a stand footprint similar to 2 NBE stands for parking, depending on apron space available. (Note: the 
largest aircraft currently operating in Dublin is the B777-300). The relatively strong growth in long-
haul traffic will therefore place additional demand on stands at Dublin Airport than would be 
forecast by the overall growth in passenger numbers alone. This stronger growth in long-haul traffic 
is expected to continue throughout 2015 ς 2019. 
 
Transfer Passengers 

2013 2014 2015 2016 2017 2018 2019

DAA Low Scenario 170 172 172 173 175 177 178
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Although a small percentage of the total passenger volume (1.8% in 2010 rising to 2.1% in 2012, and 
2.7% in 2013) transfer passengers represent a significant growth area for Dublin airport, driven 
largely by the US preclearance facilities available ς which also add commercial revenues as a subsidy 
to the single till. Again, this growth trend in transfer passengers, both in absolute terms and as a 
proportion of total passengers, is expected to continue through the 2015 ς 2019 period. This trend 
will accelerate the requirement for additional investment in transfer facilities to meet the needs of 
this growing passenger segment. 
 
T1 vs. T2 
In 2011 which was the first full year of T2 operation, T2 accounted for 42% of all passengers at 
Dublin Airport; by 2012 this had risen to 44% and 47% in 2013. The traffic range forecast envisages 
that the volume in T2 will grow in 2015 ς 2019. As the traffic profile for T2 is peakier than at T1, 
continued growth at T2 will result in capacity constraints being reached more quickly in the absence 
of effort to rebalance demand between the terminals. 
 
While the level of disaggregation of the passenger forecast discussed in this section gives a flavour of 
how differing passenger types (and their airline location at the airport) impact on capacity 
requirements, to fully integrate the passenger forecast into capacity requirement planning, further 
disaggregation is required. The key to efficient capacity planning is the forecasting of passengers per 
processing area per hour with prime importance to identifying and managing the typical busy-hour 
for each processor. 
 
The typical busy-hour passenger through-put is different for arriving and departing passengers and 
also differs by process area e.g. check-in, immigration etc. Passenger through-put in excess of the 
busy-hour capacity of the processor will result in a drop in service quality, such as extended queuing 
time at security, if possible at all. As daa is targeted through the regulatory price cap to achieve 
certain levels of service quality (and this is expected to continue in the next regulatory period), and 
also wishes to provide the level of service desired by our passengers, airlines and business partners, 
the hourly capacity of each processor must be aligned with its busy-hour demand. Typical busy-hour 
processor capacity is the subject of the next section. 
 
 
 
 
 

3 Capacity at Dublin Airport 
 

At the most fundamental level the airport is a system of processors and the goal of capacity planning 
is to align the capacity of each processor to its peak hour demand. It is important to note that the 
capacity of each processor is not static and can change over time in response to external and 
internal factors to the daa. Examples of such factors altering the capacity of particular processors 
(permanently or temporarily) are : 

¶ The first stage of regulatory LAGS requirement came into force in January 2014. Two further 
stages are expected in 2015 and 2016 together with explosive trace detection (ETD) 
requirements. The expected impact of these regulatory changes is a reduction in security 
capacity with current infrastructure and configuration. 

¶ on-going work with IAA to secure sign-off of additional slots on existing 10-28 runway 
infrastructure will, if successful, improve runway capacity. 

¶ the requirement to take facilities out of operation to perform necessary maintenance can 
result in temporary capacity reduction, e.g. stand closure to facilitate apron rehabilitation. 
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A framework of utilities such as electricity, water, gas, telecoms, fuel supply, airfield infrastructure, 
attenuation and pollution control support the provision of services through these processors. Figure 
5 represents the logical sequence of processors for both arriving and departing passengers at Dublin 
Airport, together with the utilities required to support operation of these processors. Each of these 
utilities also has a capacity level which cannot be exceeded either physically (electricity, gas) or to 
comply with regulatory requirements e.g. limit on volume of de-icing run-off which can be released 
to the Ringsend treatment facility in a given time period.  
 
Figure 5 : Processes & Utilities at Dublin Airport 
 

 
 
Overall capacity of each processor chain is constrained by the capacity of the weakest processor. The 
objective of capacity planning is to get a balanced across-the-board similar peak hour capacity for all 
processors in the chain.  Additionally, capacity planning aims to deliver capacity increases just in 
time to stay ahead of demand which is illustrated in Figure 6. 
 
Figure 6 : Optimal Timing of Capacity Investment 
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Areas of localised capacity deficit in 2019 based on current traffic forecast, assuming no remedial 
action to rebalance demand or increase capacity (through opex or capex interventions), are shown 
in Figure 7. Here it can be seen that stands, T2 transfer, T2 check-in, T1 security and facilities to 
accommodate additional larger wide-body aircraft will all constitute areas of capacity restraint by 
2019, based on current forecasts of passenger numbers and time-of-day profile assuming current 
peak-hour capacity. 
 
Figure 7 : Areas of Local Capacity Constraint 2019 
 

 
 
daa is not proposing capex investment to address all of these capacity deficits as alternatives exist 
for some processors which do not require capex. For example, daa proposes to manage capacity 
constraint in T2 check-in through rebalancing of check-in demand between terminals. There is a 
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different time-of-day profile for departing passengers in T1 and T2 and hence to the time-of-day 
demand for check-in facilities between terminals; by relocating some airlines from T2 to T1 to 
coincide with periods where spare capacity is available more sustained use can be made of available 
facilities. This solution avoids capex investment to increase capacity in T2 (where localised constraint 
exists) but is contingent on the agreement of some airlines currently operating from T2 to relocate 
to T1. Airlines suitable for such relocation have indicated that they will only do so if T1 offers the 
same ambience and customer experience as currently available in T2. 
 
The current declared capacity of Runway 10-28 in the peak-hour for departures is 33 departures plus 
5 arrivals, an increase of 2 departures over winter 2013 season7. Demand in the summer season 
2013 was 29 departures, which has increased to 32/338 in 2014, and such demand is expected to rise 
over the CIP period in line with the movement forecast presented in Section 2.1. The current 
capacity ceiling which the IAA has indicated is 39 departures in the peak departures hour resulting 
from the completion of the following work phases: 
 
Table 3 : Phases 2-4 of Runway Capacity Enhancements 
 

Phase 2 - IAA Arriving Movements Departing Movements Total 

06:00 5 35 40 

07:00 10 30 40 

Over 2 hours 15 65 80 

    

Phase 3 - NATS Arriving Movements Departing Movements Total 

06:00 5 37 42 

07:00 11 31 42 

Over 2 hours 16 68 84 

    

Phase 4 - daa Arriving Movements Departing Movements Total 

06:00 5 39 44 

07:00 12 32 44 

Over 2 hours 17 71 88 

 
Further details of the IAA capacity enhancing proposals are provided in the discussion on an 
appropriate trigger for the Northern Runway in section 7.8.2. 
 
Arising from the on-going work to sweat the existing runway assets, the runway itself is not expected 
to present a capacity restraint in the CIP period 2015-2019. However, given the lead time between 
initiation and delivery of such a major infrastructural facility as a new runway, planning must begin 
earlier than a single CIP period, to ensure that demand can be met beyond this timeframe. Four 
runway-associated triggered projects are included in this CIP: (i) CIP 15.6.013 to facilitate 39 
departures in the peak hour (line up points at 10 and 28 ends of the existing Runway 10-28 to 
provide parallel feed to the runway), (ii) CIP 15.6.012 to provide an extension to Runway 10-28 to 
increase the range of destinations which can be served from Dublin Airport, (iii) CIP 16.6.028 
amalgamating CIP 15.6.013 and 15.6.012, and (iv) CIP 15.6.051 to provide new runway infrastructure 
(Northern Runway). These projects, the interplay between them, and hence appropriate triggers for 
each to provide just-in-time runway capacity, are discussed further in section 7.8.2. 
 
The remainder of this section comprises of a drill-down on capacity and demand for each individual 
processor and implications for capex investment or other remedial actions during the CIP period. 
Certain processors are shared between arriving and departing passengers : roads/kerbs/parking, 
stands & gates and runway & taxiway. Capacity of these processors is detailed in Figures 8 ς 10 and 

                                                           
7
 Phase 1 of the capacity enhancing programme completed 

8
 The 95% busy day demand in the current summer 2014 schedule is for 32 departures in the peak hour; on 7 

days departure demand will reach 33. 
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following discussion. Figures 11-14 provide similar information for the processors unique to 
departing passengers : check-in, security, TSA, CBP & Transfers and baggage out and Figures 15-16 
for the processors unique to arriving passengers : immigration, meeters & greeters and baggage out. 
 
Figure 8 : Roads/Kerbs/Parking ς Departing & Arriving Passengers 
 

There will be insufficient supply of short-term car parking to meet forecasted demand by the end of 
the next regulatory period. For this reason daa has included CIP 15.2.006 to increase the number of 
short-term car parking spaces in the T2 multi-storey car park (MSCP) in this CIP. 
 
Capacity for kerbside access at T1 sits within the range of forecasted demand in 2019 ς should 
demand outturn be towards the high-end forecast it will be necessary to increase capacity in this 
area. We will monitor demand for this facility on an on-going basis and have not included a project 
to increase capacity for kerbs in this CIP. Should demand exceed supply by period end the capacity 
deficit will be managed through staff intervention (opex) or daa may open an interim consultation 
on a specific project designed to meet this objective. 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
 
Figure 9 : Stands & Gates - Departing & Arriving Passengers 
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Stand capacity is a significant area of concern in the absence of approval to commence the Apron 5G 
project. In setting a trigger of demand exceeding 74 stands for Apron 5G in its 2009 Determination 
CAR recognised the necessity of a level of contingency for the efficient operation of the airfield. The 
figure of 74 was based on having a contingency of 10 stands (a total of 84 were considered available, 
including the West Apron). Over the course of the determination period it was evident that on an 
operational level only the stands to the East of Runway 16-34 are in play (fully operational) ς to the 
extent that daa even relocated the airline stand-by stands from the West Apron to Aircraft Park 
Charlie at airline request. Essentially, daa operates with no contingency in regard to stands, and this 
is expected to result in operational difficulties in summer 20149.  
 
Three trends identified in the traffic forecast 2015-2019  ς passenger number growth, stronger long-
haul growth and higher growth in the peak departures hour (by based aircraft), coupled with aircraft 
fleet changes ς will all result in greater demand for stands at Dublin Airport. Therefore, included in 
this proposed CIP are two projects to increase the number of stands at the airport (resubmission of 
the Apron 5G project to provide 9 (net) NBE stands and Apron 300R project to add 5 additional NBE 
stands ς the use of these 5 stands will be necessarily restricted to smaller aircraft). Provision of these 
stands, together with migration of airlines from T2 to T1, will result in sufficient capacity for the 
existing aircraft fleet in each zone of airfield operation to meet airline requirements. Additional 
projects to provide airfield infrastructure upgrades for larger wide-body aircraft (Code E/F) facilities 
at Pier 3, the provision of enclosed gates rooms in Pier 1 and the allowance for Pier 2 segregation 
(trigger project) are also proposed for this processor area. 
 
Figure 10 : Runway & Taxiway - Departing & Arriving Passengers 

                                                           
9
 daa regularly reviews the stand configuration on the airfield to identify possible improvements in capacity, flexibility or 

operational efficiency and, given the situation which is expected in summer season 2014, has put forward a number of 
short-term adjustments to stands on the airfield namely: restricted use stands on Pier 1 (East End) and South Apron and a 
further stand on Pier 1 through the removal of Ground Service Equipment (GSE) parking / storage and removal of an apron 
service roadway which links the head and rear of stand roads at the west end of the pier. This will impact on the efficiency 
of the apron having a knock-on operational impact on apron users including ground-handlers, fuel companies and airlines. 
It is clear that this proposed reconfiguration is a duress response to immediate capacity constraint on the airfield and does 
not represent a long term solution. 
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The peak hour for departures for the runway infrastructure at Dublin Airport is the 06:00 hour (local 
time)10 as the based airlines begin operations for the day and require departure slots to launch their 
fleet. As such, peak hour demand for runway slots at Dublin Airport is driven by demand for 
departure slots and this is the main measurement considered for runway capacity. The current 
declared capacity for the runway at Dublin Airport in the peak departures hour is 33 departures 
(increased from 31 in Winter 2013; demand is currently 32/3311). A small number of arrivals (5) can 
also be accommodated during this hour in addition to the declared departure capacity.  
 
Figure 11 : Check-in - Departing passengers  

 
 

                                                           
10

 In 2013 the peak 60 minute period was 06:25-07:24 (based on scheduled time of departure).  This is subject to small 

changes forward and backwards from year to year as airlines adjust their schedules slightly. 
11

 32 on typical busy day, 33 on 7 days 
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The processing capacity of T2 check-in will represent a system constraint during the CIP period 2015-
2019 without remedial action. The processing capacity of T2 check-in was in full demand in 2013 and 
demand has increased for summer season 2014 above the 56 desk capacity. As a temporary work-
around, daa is seeking to install 2 additional check-in desks in T2. These additional check-in desks will 
not have a baggage belt and baggage will be manually processed from these desks. Therefore, while 
these additional desks will provide all the necessary check-in functionality to airlines, this will come 
at an increased opex cost. For this reason, even without any additional growth in demand as 
forecast, this can be considered only as a short-term measure to mitigate a shortage of check-in 
desks in T2. Beyond the immediate timeframe, daa proposes to rebalance demand for check-in 
between T1 and T2 to utilise available capacity in T1. Such a rebalancing would not, of itself, require 
capex investment; however such a rebalance can only be achieved through the relocation of airlines 
from a T2 zone of operation to a T1 zone of operation. Indications from airlines which could be 
relocated are that this would only be acceptable if the ambience offered in T1 is similar to that of T2.  
 
An important point to emphasise here is that T2 is constrained with regard to contact stand capacity 
as well as check-in capacity. Moving airlines from T2 to T1 can address both of these issues, 
increasing take-up of spare check-in capacity in T1, with ready access for passengers to stands on 
Piers 1-3. (see proposals later with regard to Pier 3 Flexibility). 
 
Figure 12 : Security - Departing Passengers 
 

 
 
 The regulatory requirement for new equipment to comply with the Liquids, Aerosols and Gels 
(LAGS) standard reduces security capacity in both terminals. However, there is sufficient capacity in 
T2, post planned migration of airlines from T2 to T1, to deal with forecasted demand to 2019. If 
passenger numbers are towards the high end of the traffic forecast (24.5m) range then T1 security 
will have insufficient capacity by 2019. It should be noted that this capacity deficit is not a result of 
airline migration from T2 as the current peak-hour for T1 departures is non-concurrent with the 
departure profile of passengers served by migrating airlines. We are proposing a trigger project in 
this CIP to increase capacity in T1 security through the provision of a new security facility on the 
Mezzanine level providing the required space for additional security lanes with the trigger based on 
annual number of T1 passengers. 
Figure 13 : CBP, TSA & Transfer ς Departing Passengers 
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The TSA facility was under capacity for the summer season 2013. A project currently under 
construction will provide additional capacity in summer 2014 sufficient to meet forecast demand to 
the end of 2019. Agreement to capex funding for this TSA relocation project was received from 
airlines through an interim capex consultation. The T2 transfer facility was also under capacity in 
2013. This under-capacity is being managed through additional staffing but this is not a long-term 
solution. In this CIP we include a capacity-increasing project for the T2 transfer facility (CIP 15.7.117) 
to provide sufficient capacity, offering improved MTC (mean time to connect) to the end of 2019.  
 
Figure 14 : Baggage Out - Departing Passengers 

 
The baggage out processor will have sufficient capacity to the end of 2019, assuming successful 
rebalance of demand between terminals over that time period. CIP 15.4.003 to provide the HBS 
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standard 3 equipment which will be required for T2 by 1st September 2020 is included in this CIP as, 
capex spend would need to occur in 2018 to meet a 2020 operational date. 
 
Figure 15 : Immigration - Arriving Passengers 
 

 
 
To accommodate the larger number of passengers which are carried on Code E and Code F aircraft, 
provision has been made for 2 additional immigration booths in an expanded immigration hall in CIP 
15.7.116 Pier 3 Flexibility.  This is consistent with the approach of aligning processor capacities. 
 
Figure 16 : Baggage Reclaim  & meeters and greeters - Arriving Passengers 
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There is sufficient capacity in the baggage reclaim and meeters & greeters processors to meet 
current and forecasted demand to 2019. A CIP proposal to improve the customer experience in T1, 
and so assist with airline agreement to T1 relocation, is included. It is further and strongly stressed 
that Terminal 1 has been in operation for 42 years with an original design life of 50 years. In terms of 
asset regeneration and in consideration of the future demands of Terminal 1 the CIP proposal 
includes for all the necessary requirements to appropriately safeguard the asset. 
 
The capacity of each processor defined currently and at the end of the next CIP period shown in 
Figures 8-16 are predicated on the assumed availability of utilities: electricity, gas, IT 
communications network, airfield lighting, water ς potable & foul, drainage (attenuation), pollution 
control and aviation fuel supply. Each of these utilities has a capacity of their own which cannot be 
exceeded either physically or to remain compliant with environmental regulation. A review of each 
of these utilities is presented in Figures 17 and 18. 
 
Figure 17 : Utilities at Dublin Airport 
 

 
 
Sufficient capacity is available for gas, IT Communications and electricity supply currently and to the 
end of 2019. While some capacity constraints are possible due to the aging airfield infrastructure we 
propose only to monitor performance of this utility as it is optimal to increase capacity of this utility 
in conjunction with runway development. 
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Figure 18 : Utilities at Dublin Airport (contd.) 
 

 
 
Sufficient capacity exists for both potable water and foul water currently and to the end of 2019. 
While the fuel farm is below capacity in 2013, agreement has been reached with the airlines to 
proceed towards a DFBOT (design-finance-build-operate-transfer) solution to increase capacity with 
a 3x5 million litre tank facility. The preparation for the DFBOT tender process is underway; however, 
for the unlikely event of a technical, legal or other impediment to the successful appointment of a 
DFBOT operator we have included a triggered proposal, CIP 15.2.002, for fuel farm development in 
this CIP.   
 
There are serious capacity issues in relation pollution control which need to be addressed in this CIP 
proposal, and we are bringing forward a project for this utility. While currently compliant with 
environmental regulations in this area, a single severe weather event (such as occurred in 2010) 
would be sufficient to cause non-compliance with the ultimate sanction being forced suspension of 
airfield operations at the airport. 
 

4 Service Quality at Dublin Airport 
 
The service experience of customers has been an important factor in the selection of projects for 
this CIP proposal. While 13 service quality metrics were incorporated into the price cap in 2010, daa 
monitors and seeks to improve performance on a far wider range of service quality metrics. We 
believe this attention to the customer service experience is reflected in the high level of service 
generally ǇǊƻǾƛŘŜŘ ōȅ Řŀŀ ǘƻ ƻǳǊ ŎǳǎǘƻƳŜǊǎ ŀƴŘ 5ǳōƭƛƴ !ƛǊǇƻǊǘΩǎ Ǌŀƴƪ ƛƴ ǘƘŜ ǘƻǇ ŦƛǾŜ 9ǳǊƻǇŜŀƴ 
airports for customer satisfaction. The Service Quality Metrics regime in place for 2010-2014 is 
summarised in Table 4. 
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Table 4 : Service Quality Metrics 2010-2014 
 
Service quality measure Source Target % weight in price 

cap 

Security passenger search time no longer than 30 minutes daa 100% 1.50 

Percentage of time out-bound baggage handling system 
unavailable for more than 30 minutes during hours of 
operation 

 
daa 

 
0% 

 
0.75 

Percentage of time in-bound baggage handling system 
available during hours of operation 

daa 99% 0.25 

Ease of way-finding ACI 3.7 0.25 

Flight information screens ACI 3.8 0.25 

Cleanliness of airport terminal ACI 3.6 0.25 

Cleanliness of washrooms ACI 3.3 0.25 

Comfortable waiting/gate area ACI 3.0 0.25 

Courtesy/helpfulness of airport staff (excluding check-in 
and security) 

ACI 3.8 0.10 

Courtesy/helpfulness of security staff ACI 3.8 0.15 

Overall satisfaction (all passengers) ACI 3.5 0.25 

Communication/telecom/e-facilities ACI 3.1 0.25 

 
A key factor in attaining high levels of service quality is the alignment of processor capacity and 
demand. When a processor is utilised beyond its capacity (if possible) the quality of service will 
suffer. Similarly, where it is not possible to exceed the through-put capacity of a processor e.g. 
stands, delays and/or other operational disruptions will result, also reducing the service experience 
of customers. In the previous section the following process areas where under-capacity will exist by 
the end of 2019, without capex investment funded through CIP 2015-2019 in the intervening period, 
were identified: 
 

¶ Short-term car parking 

¶ Stands & gates 

¶ Immigration 

¶ T2 transfers 

¶ Pollution control 
 

and hence, in these areas, service quality is at risk. Future targets for quality of service cannot be set 
in isolation from the capex requirements to deliver such service levels. 
 
An evident threat to service quality over the next CIP period is changing LAGS requirements, 
impacting as it will the critical area of security. The LAGS standard will require the installation of 
additional equipment on security belts ς this will reduce the area available for passengers to load 
onto the belt and cause a slowing of passenger through-put without intervention. The automated 
tray return system (ATRS) to be funded through CIP 15.4.003 Central Search Area ς New 
Technologies, will assist in maintaining processing rates at security for the current volume of 
passengers. However, passenger growth beyond a certain point will require the installation of 
additional security belts, which cannot be installed within the current security footprint in T1. It 
should be noted that the daa target of 180 passengers per lane per hour is at the top end of the 
range achieved by airports for security processing and additional processing can only be achieved 
through an increase in the number of security lanes. For this reason, we are proposing a trigger 
project to relocate the security facility in T1 (to provide the necessary space for additional screening 
lanes) when traffic volumes reach a certain level. This will safeguard performance against the 
security queue target consistent with the regulatory screening requirements. 
 
The security-queue metric of 30 minutes was set with consideration to the timing required by 
airlines to get passengers from check-in to the departure gate and is unlikely to be increased; in fact 
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one airline has called for it to be shortened. daa has considered the possibility of the security queue 
target being reduced to 100% of passengers being processed inside 20 minutes and, should this 
target be adopted by CAR, there will be opex and capex implications arising. An indicative 
quantification of opex implications of a 20 minute queue target was presented to the airlines in 
week 4 of the capex proposals consultation. The capex implications of a 20 minute queue target 
would be to bring forward the requirement for the T1 check-in and security project CIP 15.7.101 
(discussed further in section 7.9.2). It should be noted that the inclusion of a second security queue 
metric as proposed by one airline in rŜǎǇƻƴǎŜ ǘƻ /!wΩǎ LǎǎǳŜǎ tŀǇŜǊ ƻŦ ŀ queue <5 minutes for 95% 
of time would have additional and substantial impact. A lower trigger again for CIP 15.7.101 would 
be required and there would also be a requirement for additional security lanes in T2. As daa is 
ǇǊƻǇƻǎƛƴƎ ǘƘŀǘ ǘƘŜ ǎŜŎǳǊƛǘȅ ǉǳŜǳŜ ǘŀǊƎŜǘ ǊŜƳŀƛƴǎ ŀǘ ǘƘŜ ŎǳǊǊŜƴǘ ƭŜǾŜƭ όǿƛǘƘ ŀŘƧǳǎǘƳŜƴǘ ƻŦ ǘƘŜ ΨǊŜŘ 
ƭƛƴŜΩ ǘƻ ŀŦǘŜǊ ǘƘŜ ²ŀƭƪ ¢ƘǊƻǳƎƘ aŜǘŀƭ 5ŜǘŜŎǘƻǊ ό²¢a5ύ), no capex to fund additional security lanes 
in T2 is proposed in this CIP. 
 
Capacity is far from the sole influence on service quality requiring capital investment. Of 
considerable importance are such factors as 

a) changing customer expectations and  
b) the maintenance of existing assets 

 
There are a number of key technology trends which are changing customer expectations of 
transaction processing, information delivery and independent progression through the airport for 
example: 

¶ ticket sales via mobile app.; 

¶ flight status updates via mobile devices and / or social media; 

¶ self-service transfer and self-boarding kiosks 
!ǎ ŎǳǎǘƻƳŜǊǎΩ ŜȄǇŜŎǘŀǘƛƻƴǎ ƻŦ ǎǳŎƘ ǘŜŎƘƴƻƭƻƎƛŜǎ ƛƴŎǊŜŀǎŜ ς availability, reliability, usability - airports 
(and airlines) will need to fulfil these expectations if they are to avoid a perceived drop in service 
quality. However, mindful of prevailing economic conditions, we are proposing only a modest capital 
investment in IT innovation in the 2015-2019 period.  
 
Maintenance of existing assets is the largest component of the three proposed capex tranches in this 
CIP. Three main explanatory factors for the size of the maintenance capex required are: 

¶ Maintenance capital was significantly curtailed in the CIP 2010-2014 leading to an increased 
maintenance capital requirement in the next CIP period; 

¶ Increased asset base at Dublin Airport, i.e. T2 opened since the last Regulatory 
Determination and a significant proportion of the assets therein will require 
refresh/repair/replacement over the period of the next CIP; 

¶ Optimal approach to asset management adopted, in some cases this means more 
investment in the immediate future, leading to dynamic efficiency over a longer period 
(lower NPV cost over life of asset) e.g. airfield pavement rehabilitation, which accounts for c. 
ϵулƳ 

 
As can be seen from Figure 19 below the customer experience of Dublin Airport, supported by the 
quality of service we provide, is broadly positive.  This quality of service is achieved through meeting 
(and in some cases exceeding) the service quality targets set by CAR for 2010-2014, and places 
Dublin Airport in the top five European Airports for service quality.  For this reason, with regard to 
service quality daa is proposing that for the next regulatory determination period: 
 

¶ the existing 10 ACI ASQ measures should continue to be included in the CAR service quality 
regime going forward and that they should be retained at the existing target levels; 

¶ ǘƘŜ ǎŜŎǳǊƛǘȅ ǉǳŜǳŜ {va ǎƘƻǳƭŘ ōŜ ǊŜǘŀƛƴŜŘ ŀǘ ол ƳƛƴǳǘŜǎ ōǳǘ ǘƘŀǘ ǘƘŜ ŎǳǊǊŜƴǘ ΨǊŜŘ ƭƛƴŜΩ 
which acts as a boundary for security queue timing should be moved forward to a point at 
the end of the security process (passenger passes through WTMD). 
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Figure 19: The Customer Experience at Dublin Airport 
 

  
 
While daa seeks to provide an excellent level of service quality to its customers, delivery of service 
quality improvement is reliant on capex investment in many instances. Such capex must be 
supported by the airlines and be affordable for daa. The subject of affordability is addressed in the 
next section. 

5 Capital Maintenance in a Capital constrained Environment 
 
Section 3 outlined the rationale for capital investment to increase capacity across individual process 
areas of the airport. Equally important is the need to invest in current assets requiring rehabilitation 
or upgrade due to failing condition, functionality constraints or requirement for regulatory change. 
This investment driver is termed Capital Maintenance.  
 
Capital Maintenance is justified on the basis of current and forecast probability & impact of asset 
failure, assessing optimal investment timing and consequences of deferred investment. Failure in 
this context is failure to meet business objectives and is inclusive of serviceability and growth 
requirements. Consequences are expressed in ǘŜǊƳǎ ƻŦ ŜǳǊƻ όϵύwƛǎƪ ǿƘƛŎƘ ƛǎ derived from impacts of 
service to customers, safety, reputation and the environment (including all relevant third parties).  
 
Operational expenditure and Capital Maintenance investment (totex) in existing assets are options 
to sustain the existing assets in service before proposals are developed to build new assets.  
 
In a capital constrained environment, capital investment to maintain and replace existing assets may 
be postponed by pressure to invest in new assets to enable ƛƴŎǊŜŀǎŜŘ ŎŀǇŀŎƛǘȅΦ ¢Ƙƛǎ ƛǎ ŀ ΨǊǳƴ ǘƻ ŦŀƛƭΩ 
approach, which is detrimental to the economic well-being of the business and its customers. In the 
short term, cost savings are achieved, however in the medium to longer-ǘŜǊƳ ƛǘ ǇǊŜǎŜƴǘǎ ŀ ΨŎƭƛŦŦ 
ŜŘƎŜΩ ƻŦ ƛƴǾŜǎǘment requirements related to crisis-condition related failures, which accumulate over 
time. 
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   Figure 20 Υ Ψwǳƴ ǘƻ CŀƛƭΩ !ǎǎŜǘ aŀƴŀƎŜƳŜƴǘ /ƻǎǘκtŜǊŦƻǊƳŀƴŎŜκwƛǎƪ hǳǘǘǳǊƴ 

 
 
The value extracted from assets over their lifetime is sub-optimal to the business uǎƛƴƎ ŀ ΨǊǳƴ ǘƻ ŦŀƛƭΩ 
approach as the risk and ultimate cost of catastrophic failure of the asset is high. Instead, the asset 
value can be maximised by systematically evaluating asset performance, risk of failure and cost of 
maintenance investment over its lifetime. An optimal balance between Whole Life cost 
ƳŀƴŀƎŜƳŜƴǘΣ ǎŜǊǾƛŎŜ ŘŜƭƛǾŜǊȅ ǘƻ ŎǳǎǘƻƳŜǊǎ ŀƴŘ Ǌƛǎƪ ŜȄǇƻǎǳǊŜ ƛǎ ǘƘŜ ŀƛƳ ƻŦ ǘƘŜ ΨŜŎƻƴƻƳƛŎ 
ƛƴǘŜǊǾŜƴǘƛƻƴΩ ŀǇǇǊƻŀŎƘ ǘƻ ƎƻƻŘ ŀǎǎŜǘ ƳŀƴŀƎŜƳŜƴǘΦ  
 
Figure 21 Υ Ψ9ŎƻƴƻƳƛŎ LƴǘŜǊǾŜƴǘƛƻƴΩ !ǎǎŜǘ aŀƴŀƎŜƳŜƴǘ hǇǘƛƳƛǎŜǎ !sset Value 
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A formal Asset Management standard, to deliver an economic approach to asset management, PAS 
55, was launched in 2004. This standard has been adopted by many organisations worldwide 
including many international airports. PAS 55 was superseded by a new international standard, ISO 
55000 was published in February 2014 and daa is working towards accreditation. daa aims to 
achieve ISO 55000 accreditation in Q4 2014. 
 
Understanding ISO 55000 certification 

 

¶ Asset management is defined in ISO 55000 ŀǎ ǘƘŜ ΨŎƻƻǊŘƛƴŀǘŜŘ ŀŎǘƛǾƛǘȅ ƻŦ ŀƴ ƻǊƎŀƴƛǎŀǘƛƻƴ ǘƻ 
ǊŜŀƭƛǎŜ ǾŀƭǳŜ ŦǊƻƳ ŀǎǎŜǘǎΩΦ 

¶ It seeks to optimise the cost, risk and performance of assets over their life cycle at an individual 
asset, asset system and asset portfolio level. 

¶ Asset management translates business objectives into asset-related decisions, plans and actions 
within a strategic framework using a set of processes, techniques and tools.  

¶ Improved asset management practices are particularly business critical in asset intensive 
organisations where there are significant challenges to address in terms of increasing service 
demand, increasing stakeholder expectations, a deteriorating asset base and constrained 
funding. 

 
An ISO 55000 certified business will schedule upgrade / replacement investment so as to minimise 
the overall cost of the asset to the business (both in terms of investment cost and costs of failure) 
while maintaining an appropriate service level. To achieve ISO 55000 all aspects of daa asset 
management are measured against pre-set targets, under the following headings:  

1. Policy, Strategy & Objectives,  
2. Leadership, Accountabilities & Responsibilities,  
3. Organisation, Training & Development,  
4. Asset Lifecycle Financial Planning,  
5. Design & Delivery, 
6. Operate & Maintain,  
7. Risk Management,  
8. Health & Safety,  
9. Asset Information Management  
10. Continuous Improvement.  

daa is working towards full ISO 55001 accreditation in 2014.  
 
The benefits of asset management listed in ISO 55000 include, but are not limited to: 

1. improved financial performance: improving the return on investments and reducing costs, 
while preserving asset value without sacrificing the short or long-term realisation of 
organisational objectives; 

2. informed asset investment decisions: enabling the organisation to improve its decision 
making and effectively balance costs, risks, opportunities and performance; 

3. managed risk: reducing financial losses, improving health and safety, good will and 
reputation, minimising environmental and social impact, resulting in reduced liabilities such 
as insurance premiums, fines and penalties; 

4. improved services and outputs: assuring the performance of assets leading to improved 
services that meet or exceed the expectations of customers and stakeholders; 

5. demonstrated social responsibility: improving the organisatƛƻƴΩǎ ŀōƛƭƛǘȅ ǘƻ ǊŜŘǳŎŜ ŜƳƛǎǎƛƻƴǎΣ 
conserve resources and adapt to climate change, demonstrating socially responsible and 
ethical business practices and stewardship; 

6. demonstrated compliance: transparently conforming with legal, statutory and regulatory 
requirements, as well as adhering to asset management standards, policies and processes; 



 

33 
 

7. enhanced reputation: through improved customer satisfaction, stakeholder awareness and 
confidence; 

8. improved organisational sustainability: effectively managing short and long-term effects, 
expenditures and performance, improving the sustainability of operations and the 
organisation; 

9. improved efficiency and effectiveness: reviewing and improving processes, procedures and 
asset performance improving efficiency and effectiveness, and the achievement of 
organisational objectives. 

 
Achievement of this quality standard will be an outward demonstration of the professionalism of the 
asset management function within daa and will give assurance to our airline customers that the 
capital maintenance investments put forward are timely, necessary and proportionate. 
 
Asset Management in practice at daa 
 
Asset Health Reviews have been conducted on current daa assets over the past 3 years assessing 
condition, serviceability and risks. Failure of Condition is generally a driver for Capital Maintenance 
Investment whereas failure of Serviceability is generally a driver for Growth Investment. Risk is used 
to prioritise investment requirement. These reviews inform the proposed investments for 2015-2019 
and on-going operational maintenance planning for the life of the assets. 
 
Figure 22 : Asset Health Matrix 
 

 
 
The reviews have demonstrated that uplift in capital maintenance activity is required over the next 5 
years to mitigate increasing risk of disruption to services and optimise cost input against 
performance output for certain areas such as: 
 

- Airfield Pavements 
- Airfield Lighting 
- Terminal 1 & Pier Roofs 
- Campus Building Roofs 
- Road Infrastructure  
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In particular, due to the deferment of constructing the Northern Parallel Runway and associated 
infrastructure, timely investment in the existing airfield assets is required to sweat them further and 
ensure they continue to meet service demands. 
 
Capex Prioritisation Process 
 
The investment planning matrix example shown above assumes capital availability to meet the 
schedule. However, in a capital-constrained environment, this schedule is modified in a systemised 
capex prioritisation process. The capex prioritisation can be reduced to four fundamental steps: 

1. Evaluate current risk based on planned investment date 
2. Evaluate risk to business if investment is deferred 
3. Calculate increased risk between investment at planned date and deferred investment 
4. tǊƛƻǊƛǘƛǎŜ ƻƴ ǘƘŜ ōŀǎƛǎ ƻŦ ǊŜŘǳŎƛƴƎ ŜǳǊƻ όϵύ ǾŀƭǳŜ ƻŦ ƛƴŎǊŜŀǎed risk 

 
Figure 23 : Risk Assessment Matrices 
 

LIKELIHOOD MATRIX 
 1 2 3 4 5 

Rare If Ever Possible Likely Very Likely Almost Certain 

Frequency Would only occur 
in exceptional 
circumstances 

Not expected to 
occur 

May occur Will probably 
occur, but not as 
a persistent issue 

Will probably 
occur frequently 

1:10 1:5 1:2 1:1 4:1 

>5 years Within 5 years Within 2 years 3-12 months Within 3 months 

 

IMPACT MATRIX* 
 1 2 3 4 5 

Domains Negligible Minor Moderate Major Catastrophic 

Service Organisation 
efficiency issues but 
no obvious impact 
to customer 
experience or 
perception 

Organisation 
efficiency issues 
have adverse impact 
on customer 
experience and 
perception 

Sustained or 
Systematic service 
deliver 
interruptions and / 
or poor service 
quality 

Localised failure of 
Regulatory 
Standards of Service 

Wide spread gross 
failure of 
Regulatory 
Standards of 
Service 

Safety Minimal injury or 
illness requiring no 
time off work 

Minor injury or 
illness requiring 
time off work for >3 
days 

Moderate injury 
requiring time off 
work for 4-14 days 

Major injury leading 
to long-term 
incapacity / 
disability 

Incident leading to 
death or multiple 
permanent injuries 
or irreversible 
health effects 

Environmental Minimal impact on 
environment with 
no impact on 
biodiversity, habitat 
or endangered 
species.  No cleanup 
required 

Minor impact on 
environment ς c. 1 
month to clear with 
no impact on 
biodiversity, habitat 
or endangered 
species. Report to 
EPA and cleanup. 

Moderate impact 
on environment ς 
short term (<1 
year) impact to 
biodiversity, 
habitat or 
endangered 
species. Fines and 
cleanup costs. 

Major impact on 
environment ς 
medium term (1 ς 3 
years) damage to 
biodiversity, habitat 
or endangered 
species.  Major 
court case, fines 
and cleanup. 

Catastrophic 
impact on 
environment ς 
permanent 
damage to 
biodiversity, 
habitat or 
endangered 
species.  Public 
enquiry, 
organisational 
prosecution and 
cleanup. 

Calibrated 
ϵwƛǎƪ κ 9ǾŜƴǘ 

ϵмƪ ϵмлƪ ϵмллƪ ϵмa ϵпa 

*Řŀŀ ƛƴǘŜǊƴŀƭ ƳŀǘǊƛȄ ŀƭǎƻ ƛƴŎƭǳŘŜǎ ΨǊŜǇǳǘŀǘƛƻƴŀƭΩ ƛƳǇŀŎǘǎΣ ŜȄŎƭǳŘŜŘ ŦǊƻƳ ǘƘŜ ŀōƻǾŜ ǘŀōƭŜΦ 

 
! ŦǊŜǉǳŜƴŎȅ ǾŀƭǳŜ ƛƴ ǘƘŜ ƭƛƪŜƭƛƘƻƻŘ ƳŀǘǊƛȄ ƛǎ ŎƻƴǾŜǊǘŜŘ ǘƻ ŀ ǇǊƻōŀōƛƭƛǘȅ ŜΦƎΦ ΨǿƛǘƘƛƴ н ȅŜŀǊǎΩ Ŏƻnverts 
to an annualƛǎŜŘ лΦр ǇǊƻōŀōƛƭƛǘȅΣ ŀƴŘ ƳǳƭǘƛǇƭƛŜŘ ƻǳǘ ōȅ ϵwƛǎƪ ƛƴ ǘƘŜ ǊŜƭŜǾŀƴǘ ŎƻƭǳƳƴΦ ¢ƘŜ ǘŀǊƎŜǘ 
ƛƴǾŜǎǘƳŜƴǘ ŘŀǘŜ ƛǎ ŘŜǘŜǊƳƛƴŜŘ ōȅ ŜǳǊƻ όϵύ wƛǎƪ ŜȄǇƻǎǳǊŜ ŀƴŘ ŀŘƧǳǎǘŜŘ ŀǎ ǊŜǉǳƛǊŜŘ ǘƻ ŀ ǘƻƭŜǊŀōƭŜ 
ƭŜǾŜƭΦ ! ŘŜŦŜǊǊŜŘ ƛƴǾŜǎǘƳŜƴǘ ŘŀǘŜ ƛǎ ŀƭǎƻ ŀǎǎŜǎǎŜŘ ōȅ ŜǳǊƻ όϵύ wƛǎƪ ǘƻ ŘŜǘŜrmine how business 
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objectives will be impacted and to what extent. Projects are then ranked in order of priority on 
ŘŜŦŜǊǊŜŘ ŜǳǊƻ όϵύ wƛǎƪ ǾŀƭǳŜΦ 
 
daa operates in a capital constrained environment. Continual risk evaluation and investment 
flexibility is therefore important. It is for this reason that daa includes a number of capital 
investment envelopes in the CIP Proposals 2015-2019. Such an approach will allow flexibility in the 
capital investment spend to respond to changing risk assessments over the five year period. 
Continual risk assessment may result in certain projects moving up (or down) the order of priority 
during the time period of the CIP and investment should take place based on current risk assessment 
rather than the risk assessment undertaken at the beginning of the CIP period. 

6 User Consultation 
 

6.1 Consultation Process  
 

The proposals in this Capital Investment Programme are largely driven by the traffic volume forecast 
to 2019, ŀƴŘ ŘŀŀΩǎ ŀƴŀƭȅǎƛǎ ƻŦ ƳŀƛƴǘŜƴŀƴŎŜΣ ŎƻƳƳŜǊŎƛŀƭ ŀƴŘ ƻǇŜȄ ǊŜǉǳƛǊŜments.  The formulation of 
the proposals has included a number of opportunities for airline input ς one consultation 
undertaken by Pascall + Watson12 ƻƴ ŘŀŀΩǎ ōŜƘŀƭŦ ŀƴŘ ŦƻŎǳǎŜŘ ƻƴ ǘŜǊƳƛnal requirements and two 
others undertaken by daa directly as envisaged under the Airport Charges Directive13. 
 
From these consultations, in additional to general comments, the following specific projects respond 
to airline requests: 

¶ Pier 3 Flexibility (to provide for Code E and larger aircraft on Pier 3 with one stand having 
three airbridges) 

¶ Airfield Upgrades for Larger Aircraft 

¶ T1 Baggage Reconciliation System 

¶ T1 Fixed Electrical Ground Power 

¶ Pier 1 Enclosed Gate Rooms 
 
Additional projects in this CIP were derived from capacity analysis to meet the forecasted levels of 
traffic and from an economic intervention model of determining capital maintenance projects to be 
brought forward. Commercial projects which contribute to the Single Till through a return > 7% 
(current allowed cost of capital) are the final group of projects within the CIP. 
 
Mindful of the difficulties experienced in gaining approval for capital investment through the 2010 ς 
2014 CIP consultation process, daa sought to improve on previous practice for CIP Proposals 2015-
2019. Our aim was to gain meaningful engagement and consultation with the airlines and to this end 
daa followed a process which has been developed through the interim capex consultations which 
have taken place since the last regulatory determination. The process adopted through this 
consultation was as follows: 
 

1. Advance distribution of the project sheet and presentation materials for the project to be 
explored in the consultation meeting. More information on the proposal provided prior to 
the consultation meeting in the form of a consultation paper. This allowed airlines and other 

                                                           
12

 The Pascall+Watson consultation, undertaken on ŘŀŀΩǎ ōŜƘŀƭŦΣ focused on airlines requirements from terminal facilities. 

This was to direct the T1 redevelopment project, and an intensive consultation process with survey and face-to-face 

meetings methodologies was employed. 
13

 These engagements with our airline customers (as part of our volume and airport charges consultations in 2013) had a 

wider focus than the Pascall + Watson process (which centered primarily on T1) and gathered airline requirements across 
the airport as a whole. 
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stakeholders to examine the proposal in detail in advance, allowing the consultation 
meeting itself to be more exploratory than demonstrative in nature. 

2. Consultation meeting ς open to all stakeholders, presentation on the project with 
opportunity to seek whatever information considered necessary in determining support for 
the project and for stakeholders to share their views with each other. A full transcript of the 
meeting produced by the professional stenographer in attendance was circulated after each 
meeting. 

3. Opportunity for stakeholders to submit clarification questions to daa  
4. daa responds with the requested information 
5. Final written submissions from stakeholders containing their level of agreement with the 

proposed project 
 
In week 2 of the consultation process daa were requested to provide detail on alternative 
development options for Dublin Airport, to include; 

a) The overall development plan ς building the second runway and a new pier immediately; 
essentially the accelŜǊŀǘƛƻƴ ƻŦ 5ǳōƭƛƴ !ƛǊǇƻǊǘΩǎ aŀǎǘŜǊǇƭŀƴ ŀƴŘ 

b) Options to reduce the scope of the proposed CIP ς through elimination of entire projects 
and / or reducing specification of projects. 

daa added additional consultation sessions to the schedule to respond to these requests.  The 
format of the capex proposals for Dublin Airport 2015-2019 consultation process is shown in Figure 
24. 
 
Figure 24 : Capex Proposals for Dublin Airport 2015-2019 Consultations 
 

 
 

6.2 Development Options  
 

6.2.1 Overall Development Plan  

The analysis of the overall development plan option was presented in week 4 of consultation.  This 
option, essentially the acceleration of the Masterplan, would render some projects in this CIP 
redundant ς Pier 2 Segregation, Pier 3 Flexibility and Apron 300R. However, the overall impact of 
such acceleration was a negative NPV (net present value) of -ϵрфƳ based on the time value of 
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money and the fact that accelerating the Masterplan would provide capacity in advance of 
passenger demand.  Through delaying the implementation of the Masterplan, consistent with just-
in-time capacity delivery approach, the sweating of the existing assets as proposed in this CIP 
provides the best value to our airline customers. 
 

6.2.2 Options to Sweat Existing Assets 

Additionally, daa presented three options on the sweating of existing assets (Options 2A, 2B and 2C) 
in week 4 of consultation.  Each of the three options was evaluated based on ability to satisfy the 
three fundamental imperatives for the development of the airport over the period 2015-2019: 
 

1. Rebalance demand between terminals (to avoid capacity constraints localised to a single 
terminal) 

2. Increase capacity for stands, security screening and transfer screening 
3. Increase flexibility to accommodate additional aircraft types and facilitate ease of airline 

operations 
 

Development Option 2A 

 
Option 2A14 included all of the projects in this CIP with the T1 Check-in and Security project being 
implemented immediately (no demand trigger applied).  The evaluation of this option showed that it 
was able to deliver all three of the fundamental imperatives. 
 
Figure 25: Evaluation of Option 2A 

 
 

Development Option 2B 

 
Option 2B, as 2A with the following changes ς 

¶ Elimination of: 
o T1 FEGP 
o T1 Enclosed Gate Rooms 
o Apron 300R 

                                                           
14

 Option 1 was Masterplan acceleration 
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¶ Reduction in scope of: 
o T2 Transfers 
o Pier 3 Flexibility 
o T1 Arrivals 
o The check-in element of T1 check-in and security. 

¶ Triggering of T1 check-in and security 

¶ Provision of an opex solution (bussing) instead of capex segregation of Pier 2. 
 

The evaluation outcome of option 2B is show in Figure 26. 
 
Figure 26: Evaluation of Option 2B 
 

 
 

Development Option 2C 

 
Option 2C, as 2A with the following changes ς 

¶ Elimination of: 
o T1 FEGP 
o T1 Enclosed Gate Rooms 
o Apron 300R 
o Pier 3 Flexibility 
o T1 Check-in and Security 
o T1 Façade 
o T1 Arrivals 

¶ Reduction in scope of: 
o T2 Transfers 
o Apron 5G 
o Bus Lounge Facilities. 

¶ Provision of an opex solution (bussing) instead of capex segregation of Pier 2. 
 

The evaluation outcome of option 2C is show in Figure 27. 
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Figure 27: Evaluation of Option 2C 

 
 
From this analysis of three alternative proposals for the sweating of the existing assets at Dublin 
Airport it was shown that both options 2B and 2C are sub-optimal in terms of their ability to address 
the rebalancing of the terminals, increasing capacity for stands, security and transfers and in 
increasing flexibility. 

6.3 Airline Comments  
 
A number of airlines provided final comments to daa on the projects consulted upon, with airlines 
commenting on a single project, a single tranche of proposals or the capital investment proposal as a 
whole (see Table 5 below).  Unanimous agreement between responding airlines (either in support or 
rejection) was not expressed on any project. Further, very differing levels of engagement by airlines 
was seen across the consultation process, nevertheless daa has made best efforts to ascertain airline 
views through this comprehensive and transparent consultation process.   
 
Table 5 : Summary of Airline Final Comments 
 

Tranche Airline Comment 

Tranche 1 Ryanair ά¢ƘŜ 5!! ƳƻƴƻǇƻƭȅ Ƙŀǎ ŦŀƛƭŜŘ  
-to confirm that you will undertake and deliver all capex projects that are allowed into 
thŜ w!.Σ ǘƻ ŎƻǊǊŜŎǘ ǎǇŜŎƛŦƛŎŀǘƛƻƴ ŀƴŘ ŀǘ ǘƘŜ ŦƻǊŜŎŀǎǘ ǘƛƳŜέ 
-ǘƻ ǊŜǎǇƻƴŘ ǘƻ wȅŀƴŀƛǊΩǎ ǉǳŜǊȅ ŎƻƴŎŜǊƴƛƴƎ ǘƘŜ ƻǾŜǊŀƭƭ ƛƳǇŀŎǘ ƻŦ ŎŀǇŜȄ ǇǊƻǇƻǎŀƭǎ ƻƴ 
airport charges 
-to provide airport users with adequate information on the service quality impact of 
its Tranche 1 proposals 
 
ά!ƛǊƭƛƴŜǎ ǎƘƻǳƭŘ ƴƻǘ ōŜ ǊŜǉǳƛǊŜŘ ǘƻ ŎƻƳƳŜƴǘ ƻƴΣ ƳǳŎƘ ƭŜǎǎ ŀƎǊŜŜ ǘƻΣ ǇǊƻǇƻǎŀƭǎ ƛƴ ǘƘŜ 
ŀōǎǘǊŀŎǘέ 
 
ά¢ƘŜ 5!! ƳƻƴƻǇƻƭȅΩǎ ŦŀƛƭǳǊŜ ǘƻ ǇǊƻǾƛŘŜ ŎŀǇŜȄ ōŜƴŎƘƳŀǊƪǎ ƻǊ ŀƴȅ ǊŜǎǳƭǘŀƴǘ ŀƴŀƭȅǎƛǎ 
ƻŦ ǎǇŜŎƛŦƛŎ ǇǊƻƧŜŎǘǎ ōŜŦƻǊŜ ǘƘŜ άŎƻƴǎǳƭǘŀǘƛƻƴέ ǇǊƻŎŜǎǎ Ƙŀǎ ǇǊŜǾŜƴǘŜd airlines from 
ŎƻƴǎǘǊǳŎǘƛǾŜƭȅ ŜƴƎŀƎƛƴƎ ƻǊ ŎƻƳƳŜƴǘƛƴƎ ƻƴ ǘƘŜ ¢ǊŀƴŎƘŜ м ǇǊƻǇƻǎŀƭǎέ 
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Tranche  Airline Comment 

Tranche 1 Aer Lingus άǎǳǇǇƻǊǘƛǾŜ ƻŦ ŀ ŎŀǇƛǘŀƭ ƛƴǾŜǎǘƳŜƴǘ ǇǊƻƎǊŀƳ ǘƘŀǘ ŀŘŘǊŜǎǎŜǎ ǘƘŜ ƳŀƴŘŀǘƻǊȅ ǇǊƻƧŜŎǘǎ 
necessary to keep the airport operating ŜŦŦƛŎƛŜƴǘƭȅ ŀƴŘ ǊŜǎƛƭƛŜƴǘƭȅέ 
 
άŎƻƴŎŜǊƴ ƻƴ ǘƘŜ ǇǊƻǇƻǎŜŘ ƭŜǾŜƭ ƻŦ ŜȄǇŜƴŘƛǘǳǊŜέ 
   
άŀŎƪƴƻǿƭŜŘƎŜ ǘƘŀǘ ǘƘŜ 5!! ƘŀǾŜ ƛƴŘƛŎŀǘŜŘ ǘƘŀǘ ǘƘŜ ƛƴǾŜǎǘƳŜƴǘ Ǉƭŀƴ Ŏŀƴ ōŜ 
implemented while keeping airport charges flat, corollary of this is that airport 
charges could be reduŎŜŘ ƛƴ ǘƘŜ ŎƻƴǘŜȄǘ ƻŦ ŀ ƳƻǊŜ Ŏƻǎǘ ŜŦŦŜŎǘƛǾŜ ŎŀǇƛǘŀƭ Ǉƭŀƴέ 
  
άŎǊǳŎƛŀƭ ǘƘŀǘ ŎŀǊŜŦǳƭ ǇƘŀǎƛƴƎ ƻŦ ǇǊƻƧŜŎǘǎ ŜƴǎǳǊŜǎ ǘƘŀǘ ƻƴƭȅ ǘƘƻǎŜ ǇǊƻƧŜŎǘǎ ǘƘŀǘ ŀǊŜ 
ƳŀƴŘŀǘƻǊȅ ƛƴ ǘƘŜ ƴŜȄǘ /Lt ǇŜǊƛƻŘ ŀǊŜ ŀŘǾŀƴŎŜŘ ƛƴ ǘƘŜ Ǉƭŀƴέ 
 ά¢ƘŜ ƛƴǾŜǎǘƳŜƴǘ ǇǊƻƎǊŀƳ ƛǎ ŜȄŎŜǎǎƛǾŜ ŀǘ ŀƴ ŀƎƎǊŜƎŀǘŜ level. We suggest that 
reductions could be made to the scope of individual projects combined with more 
ŀƎƎǊŜǎǎƛǾŜ Ŏƻǎǘ ǘŀǊƎŜǘǎ ŀƴŘ ƳŀƴŀƎŜƳŜƴǘ ƻŦ Ǌƛǎƪέ 
 
ά{ǳǇǇƻǊǘǎ ǘƘŜ ƛƴŎƭǳǎƛƻƴ ƻƴ ǘƘŜ άNose in Guidance Systemέ ǇǊƻƧŜŎǘ ŀǘ ǘƘŜ ŀƛǊǇƻǊǘΦ  
However, the cost proposed would be prohibitive.   costing should be re-evaluated by 
5!!έ  
 
ά²Ŝ ŜƴŘƻǊǎŜ ǘƘŜ ǇǊƻǇƻǎŀƭǎ ƻŦŦŜǊŜŘ ƛƴ ǘƘŜ 5!!Ωǎ ǊŜǎǇƻƴǎŜ ǇŀǇŜǊ ǘƻ ŜǎǘŀōƭƛǎƘ ŀ 
mechanism for independent review of costing and capital efficiency.   However, the 
body or consultants appointed must be completely independent and have no vested 
ƛƴǘŜǊŜǎǘ ƛƴ ǘƘŜ ƻǳǘŎƻƳŜ ƻŦ ǘƘŜ ǊŜǾƛŜǿǎέ 
  
ά.w{ ƛǎ ƳŀƴŘŀǘŜŘ ŀǘ ¢н ŘǳŜ ǘƻ ǘƘŜ ǇǊƻǾƛǎƛƻƴ ƻŦ /.t ǎŎǊŜŜƴƛƴƎ ŀƴŘ ƛǎ ƻǎǘŜƴǎƛōƭȅ ŀ 
baggage imaging and location system. We would oppose any additional charge being 
ƛƳǇƻǎŜŘ ƛƴ ǊŜƭŀǘƛƻƴ ǘƻ .w{έ 
 
ά¢ƘŜ ƻǾŜǊŀƭƭ ǎŜǘǘƭŜƳŜƴǘ ƛƴ ǘƘŜ ƴŜȄǘ р ȅŜŀǊǎ Ƴǳǎǘ ǊŜǎǳƭǘ ƛƴ ŎƻƴǘǊƻƭƭŜŘ ŀƴŘ ǊŜŘǳŎŜŘ 
ŀƛǊǇƻǊǘ ŎƘŀǊƎŜǎέ 

Tranche 1 Sky Handling 
Partner 

άCŀƛƭ ǘƻ ǳƴŘŜǊǎǘŀƴŘ ΨƴŜǳǘǊŀƭΩ ǎǘŀƴŎŜ ōȅ 5!! ƻƴ .w{Φ Iƻǿ Ŏŀƴ 5!! ōŜ ǎƻ ŦƻǊǿŀǊŘ 
thinking in one sense and at the same time not understand that facilities and 
technology such as BRS is critical to supporting such future business and is crucial for 
Ƴŀƴȅ ŎǳǊǊŜƴǘ ŀƴŘ ǇǊƻǎǇŜŎǘƛǾŜ ŀƛǊƭƛƴŜǎέ 

Tranche 1 Swiss 
International 
Air 

 ά{ǘǊƻƴƎ ǾƛŜǿ ƛƴ ŦŀǾƻǳǊ ƻŦ ƛƴǎtalling a Baggage Reconciliation System in T1. If no BRS is 
ƛƴǎǘŀƭƭŜŘ ƛƴ ¢м ǿŜ ǿƻǳƭŘ ƭƛƪŜ ǘƻ ǊŜǉǳŜǎǘ ǘƻ ƳƻǾŜ ƻǳǊ ƻǇŜǊŀǘƛƻƴǎ ƛƴǘƻ ¢нέ 

Tranche 2a Ryanair ά!ƭƭ ŜȄǇŜƴŘƛǘǳǊŜ ōȅ ŀ ǊŜƎǳƭŀǘŜŘ ƳƻƴƻǇƻƭȅ Ƴǳǎǘ ōŜ ǎǳǇǇƻǊǘŜŘ ōȅ ŀ ŎƻƳǇǊŜƘŜƴǎƛǾŜ 
business case which demonstrates that a project provides value to its customers. The 
DAA has failed to provide any such analysis during your Tranche 1 and Tranche 2 
ǇǊŜǎŜƴǘŀǘƛƻƴǎέ 
 
ά¢ƘŜ ŦǳŜƭ ƘȅŘǊŀƴǘ ŦŀŎƛƭƛǘȅΣ ǿƘƛŎƘ ǘƘŜ 5!! ƳƻƴƻǇƻƭȅ Ƙŀǎ ōȅ ƴƻǿ ƛƴǎǘŀƭƭŜŘ ŀǊƻǳƴŘ tƛŜǊ 
E, should be in ǇƭŀŎŜ ŦƻǊ ǘƘŜ ŜƴǘƛǊŜ ŀƛǊǇƻǊǘ ƻǊ ƴƻƴŜ ŀǘ ŀƭƭέ 
 
ά5!! ƳƻƴƻǇƻƭȅ Ƙŀǎ ŦŀƛƭŜŘ ǘƻ ƎǳŀǊŀƴǘŜŜ ǘƘŀǘ ǘƘŜ Ŏƻǎǘ ƛǘ ŎƭŀƛƳǎ ƛǎ ƴŜŜŘŜŘ ŦƻǊ ŜŀŎƘ 
ǇǊƻǇƻǎŀƭ ƛǎ ǘƘŜ ƭƻǿŜǎǘ Ŏƻǎǘ ŀǾŀƛƭŀōƭŜέ 
 
ά{ƘƻǳƭŘ ǘƘŜ 5!! ƳƻƴƻǇƻƭȅ ŎƻƳƳŜƴŎŜ ŀ ǘǊƛŀƭ ƻŦ ǘƘŜ ǇǊƻǇƻǎŜŘ ŜƴŎƭƻǎŜŘ ƎŀǘŜǎ ƻƴ ŀ 
single gate in Terminal 1, this should be subject to airline support and at minimum 
ŎƻǎǘΦ  Lƴ wȅŀƴŀƛǊΩǎ ŜȄǇŜǊƛŜƴŎŜ ŀǘ ƻǘƘŜǊ ŀƛǊǇƻǊǘǎΣ ŜƴŎƭƻǎŜŘ ƎŀǘŜǎ ŀƭƭƻǿ ŦƻǊ ŀ ƳƻǊŜ 
ŜŦŦƛŎƛŜƴǘ ōƻŀǊŘƛƴƎ ǇǊƻŎŜǎǎέ 

Tranche 2 Aer Lingus ά/ǊǳŎƛŀƭ ǘƘŀǘ ƛƴǾŜǎǘƳŜƴǘ ǇǊƻƧŜŎǘǎ ŦŜŜŘ ƛƴǘƻ ƻƴŜ Ŏƻƴsolidated plan for the airport. vital 
that items like the availability of check-in desks, or plans to alleviate stand congestion 
ŀǊŜ ƛƴŎƭǳŘŜŘ ƛƴ ǘƘŜ /ŀǇƛǘŀƭ LƴǾŜǎǘƳŜƴǘ tƭŀƴƴƛƴƎ ŦǊŀƳŜǿƻǊƪέ 
  
άwŜŎƻƳƳŜƴŘ ǘƘŀǘ 5!! ŎƻƴǎƛŘŜǊ ǘƘŜ ƻǇŜȄ Ŏƻǎǘ ƛƳǇŀŎǘ ǘƻ ǘƘŜ ŀƛǊƭƛƴŜ Ŏommunity and 
ŀƛǊǇƻǊǘ ǳǎŜǊǎέ 
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ά!ŎŎŜǇǘƛƴƎ ƻŦ ǘƘŜ ŎƻƳƳŜǊŎƛŀƭ ǇǊƻǇŜǊǘȅ ŀƴŘ ǊŜǘŀƛƭ ƛƴǾŜǎǘƳŜƴǘΣ ǎƻ ƭƻƴƎ ŀǎ ǘƘŜ ǊŜǾŜƴǳŜ 
ŜȄǇŜŎǘŀǘƛƻƴ ƛǎ ƛƴŎƭǳŘŜŘ ƛƴ ǘƘŜ ǎƛƴƎƭŜ ǘƛƭƭέ   
 
 άLƴǾŜǎǘƳŜƴǘ ƛƴ ǊŜǘŀƛƭ ŦŀŎƛƭƛǘƛŜǎ ŀƴŘ ŎƻƳƳŜǊŎƛŀƭ ǇǊƻǇŜǊǘȅ ŘŜǾŜƭƻǇƳŜƴǘǎ ŀǇǇŜŀǊǎ ǘƻ ōŜ 
very significant. We expect that these investments can be evaluated and supported by 
independent assessment and that all project capital outlays are subjected to rigorous 
assessment, and that by reduced expenditure the various rates of return can be 
increased furtheǊέ 
  
ά²ƛǘƘ ǊŜƎŀǊŘ ǘƻ ǘƘŜ ŜƴƘŀƴŎŜƳŜƴǘǎ ǘƻ ǘƘŜ ¢н a{/tΣ ǿŜ ǎǳǇǇƻǊǘ ǘƘŜ ŎƻƴŎŜǇǘ ƻŦ ǘƘŜ 
project so that DAA can realise the revenue contribution from serving latent demand.  
In connection with the consolidated staff carpark, Aer Lingus will consider the 
proposŀƭǎ ŦǳǊǘƘŜǊ ǳǇƻƴ ǊŜŎŜƛǇǘ ƻŦ ŀƴ ŜȄǇŀƴŘŜŘ ōǳǎƛƴŜǎǎ ŎŀǎŜέ 

Tranche  Airline Comment 

Tranche 
2b/3 

Ryanair ά¢ƘŜ 5!! ƳƻƴƻǇƻƭȅ Ƙŀǎ ŦŀƛƭŜŘ ǘƻ ǇǊƻǾƛŘŜ ǘƘŜ ƻǾŜǊŀƭƭ ƛƳǇŀŎǘ ƻŦ ¢ǊŀƴŎƘŜ нόōύ ŀƴŘ о 
capex proposals on airport charges. This is in breach of recital 13 and article 7 of the 
!ƛǊǇƻǊǘ /ƘŀǊƎŜǎ 5ƛǊŜŎǘƛǾŜέ 
 
ά¢ƘŜ 5!! ƳƻƴƻǇƻƭȅ ǎƘƻǳƭŘ ŦƻŎǳǎ ƻƴ ƛƴŎǊŜŀǎƛƴƎ 5ǳōƭƛƴ !ƛǊǇƻǊǘΩǎ ŜŦŦƛŎƛŜƴŎȅ ŀƴŘ 
lowering airport charges in order to attract growth, rather than seeking spurious 
άǳǇƎǊŀŘŜǎέ ƻǊ άƛƳǇǊƻǾŜƳŜƴǘǎέ ǿƘŜƴ ǘƘŜȅ ŀǊŜ ƴƻǘ ƴŜŜŘŜŘέ 
 
ά²Ŝ ƴƻǘŜ ǘƘŀǘ ǘƘŜ 5!! ƳƻƴƻǇƻƭȅ Ƙŀǎ ŦŀƛƭŜŘ ǘƻ ǳǎŜ ǘƘŜ 5ƛǎŎƻǳƴǘŜŘ /ŀǎƘ Cƭƻǿ aƻŘŜƭ 
(which is part of the standard Capital Asset Pricing Model) when presenting its 
ǇǊƻǇƻǎŀƭǎέ 
 
ά¢ƘŜ 5!! ƳƻƴƻǇƻƭȅΩǎ ǊŜŦǳǎŀƭ ǘƻ ǇǊƻǾƛŘŜ ŀƴȅ Ŏƻǎǘ ōǊŜŀƪŘƻǿƴΣ ōŜƴŎƘƳŀǊƪƛƴƎ ŀƴŀƭȅǎƛǎ, 
or even a source for figures prevents airlines from commenting on these proposals. 
This absence of information is in breach of recital 13 and article 7 of the Airport 
/ƘŀǊƎŜǎ 5ƛǊŜŎǘƛǾŜέ 
 
ά¢ƘŜ 5!! ƳƻƴƻǇƻƭȅ Ƙŀǎ ŦŀƛƭŜŘ ǘƻ ƎǳŀǊŀƴǘŜŜ ǘƘŀǘ ǘƘŜ Ŏƻǎǘ ƛǘ ŎƭŀƛƳǎ ƛs needed for each 
proposal is the lowest cost available, and the Response simply refers to unspecified 
άŎƻǎǘ ŜǎǘƛƳŀǘŜǎέΣ ǳƴǎǳōǎǘŀƴǘƛŀǘŜŘ άŎƻǎǘ ŀƴŀƭȅǎƛǎέ ŀƴŘ ǳƴǎǳǇǇƻǊǘŜŘ ǊŜŦŜǊŜƴŎŜǎ ǘƻ ǘƘŜ 
ŀƭƭŜƎŜŘƭȅ άŎƻǎǘ ŜŦŦŜŎǘƛǾŜέ ƴŀǘǳǊŜ ƻŦ ǇǊƻǇƻǎŀƭǎέ 
 
ά¢ƘŜ 5!! ƳƻƴƻǇƻƭȅ ǎƘould maximise the usage and efficiency of the current T2 
check-ƛƴ ŘŜǎƪǎΧōȅ ŀƭƭƻǿƛƴƎ ŀƛǊƭƛƴŜǎ ƻǘƘŜǊ ǘƘŀƴ !ŜǊ [ƛƴƎǳǎ ǘƻ ǳǎŜ ŘŜǎƪǎ нф-56 during 
!ŜǊ [ƛƴƎǳǎΩ ƻŦŦ-peak hours and by penalising airlines (through significantly higher 
charges) for operating T2 check-in desks that process only a minimal number of 
ǇŀǎǎŜƴƎŜǊǎέ 
 
ά¢ƘŜ 5!! ƳƻƴƻǇƻƭȅ ǎƘƻǳƭŘ ƛƴǘǊƻŘǳŎŜ ŀǘǘǊŀŎǘƛǾŜ ƻŦŦ ǇŜŀƪ ŘƛǎŎƻǳƴǘǎ ŀǎ ǘƘƛǎ ǿƻǳƭŘ 
further negate the alleged need to increase capacity at Dublin Airport... The DAA 
ƳƻƴƻǇƻƭȅΩǎ ŜȄǘǊŜƳŜ ǊŜƭǳŎǘŀƴŎŜ ǘƻ Ŏonsider off peak discounts demonstrates that you 
ƘŀǾŜ ƴƻ ƛƴǘŜǊŜǎǘ ƛƴ ǎŜǊǾƛƴƎ ȅƻǳǊ ŎǳǎǘƻƳŜǊǎΩ ƴŜŜŘǎ ΧΦέ 
 
άwȅŀƴŀƛǊ ŘƻŜǎ ƴƻǘ ǎǳǇǇƻǊǘ ŜƛǘƘŜǊ ǘƘŜ рD ǇǊƻǇƻǎŀƭ ƻŦ ǘƘŜ оллw ǇǊƻǇƻǎŀƭΦέ 
 
άDƛǾŜƴ ǘƘŀǘ !ǇǊƻƴ оллw ǿƛƭƭ ƻƴƭȅ ōŜ ǳǎŜŘ ōȅ ǊŜƎƛƻƴŀƭ ŀƛǊŎǊŀŦǘΧǘƘŜǊŜ ƛǎ ƴƻ Ƨǳǎǘƛfication 
ŦƻǊ ǘƘƛǎ ǇǊƻǇƻǎŀƭ ŀƴŘ wȅŀƴŀƛǊ ƻōƧŜŎǘǎ ǘƻ ƛǘέ 
 
ά¢ƘŜ 5!! ƳƻƴƻǇƻƭȅΩǎ ŎƻƴŦƛǊƳŀǘƛƻƴ ǘƘŀǘ ǇŀǊǘƛŜǎ ŀƴŘ ǎǘŀƪŜƘƻƭŘŜǊǎ ǿƘƻ ǿŜǊŜ ǎǳǊǾŜȅŜŘ 
regarding T1 development did not have sight of the potential costs and impact on 
ŀƛǊǇƻǊǘ ŎƘŀǊƎŜǎ ǇǊƻǾŜǎ ǘƘŀǘ ȅƻǳǊ άǎǳǊǾŜȅǎέ ǿŜǊŜ ŦƭŀǿŜŘ ŀƴŘ ȅƻǳǊ άŎƻƴǎǳƭǘŀǘƛƻƴέ 
ǇǊƻŎŜǎǎ ƛǎ ƛƴ ōǊŜŀŎƘ ƻŦ ǊŜŎƛǘŀƭ мо ŀƴŘ ŀǊǘƛŎƭŜ т ƻŦ ǘƘŜ !ƛǊǇƻǊǘ /ƘŀǊƎŜǎ 5ƛǊŜŎǘƛǾŜέ 
 
άDƛǾŜƴ ǘƘŀǘ ǘƘŜ 5!! ƳƻƴƻǇƻƭȅ ǎŜŜƪǎ ǘƻ ƧǳǎǘƛŦȅ ǘƘŜ ϵмр Ƴƛƭƭƛƻƴ ǇǊƻǇƻǎŀƭ ŦƻǊ ΨtƛŜǊ оΩ 
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CƭŜȄƛōƛƭƛǘȅΩ ƻƴ ǘƘŜ ōŀǎƛǎ ƻŦ ŀƛǊƭƛƴŜ άǎƛǘŜ Ǿƛǎƛǘǎέ ǊŀǘƘŜǊ ǘƘŀƴ ŀŎǘǳŀƭ ŘŜƳŀƴŘΣ wȅŀƴŀƛǊ ŘƻŜǎ 
ƴƻǘ ǎǳǇǇƻǊǘ ǘƘƛǎ ǊŀǇŀŎƛƻǳǎ ǇǊƻǇƻǎŀƭέ 
 
ά²Ŝ ƴƻǘŜ ǘƘŀǘ ǘƘŜ 5!! ƳƻƴƻǇƻƭȅ Ƙŀǎ ŦŀƛƭŜŘ ǘƻ ǇǊƻǾƛŘŜ ŀƛǊƭƛƴŜǎ with its claimed 
ōŜƴŎƘƳŀǊƪǎ ŦƻǊ ǘƘŜ ΨtƛŜǊ о CƭŜȄƛōƛƭƛǘȅΩ ǇǊƻǇƻǎŀƭΣ ŘŜǎǇƛǘŜ ƻǳǊ ǎǇŜŎƛŦƛŎ ǊŜǉǳŜǎǘ ŦƻǊ ǎŀƳŜέ 
 
ά¢ƘŜ 5!! ƳƻƴƻǇƻƭȅΩǎ ŀǘǘŜƳǇǘ ǘƻ ǳƴŘŜǊŜǎǘƛƳŀǘŜ ǘƘŜ ōǳǎǎƛƴƎ ǘƛƳŜ ŦǊƻƳ ǘƘŜ ǇǊƻǇƻǎŜŘ 
¢н ōǳǎǎƛƴƎ ŦŀŎƛƭƛǘȅ ǘƻ ŀǇǊƻƴ рDΧŘŜƳƻƴǎǘǊŀǘŜǎ ǘƘŜ 5!! ƳƻƴƻǇƻƭȅΩǎ ŘŜǘŀchment from 
ǘƘŜ ƻǇŜǊŀǘƛƻƴŀƭ ŀƴŘ ŎƻƳƳŜǊŎƛŀƭ ǊŜŀƭƛǘȅ ƻŦ ƛǘǎ ŎǳǎǘƻƳŜǊǎΦέ 
 
ά¢ƘŜ 5!! ƳƻƴƻǇƻƭȅΩǎ ǇǊƻǇƻǎŜŘ ¢м ōǳǎǎƛƴƎ ŦŀŎƛƭƛǘȅ ǿƻǳƭŘ ƛƴŎǊŜŀǎŜ wȅŀƴŀƛǊΩǎ 
ǘǳǊƴŀǊƻǳƴŘ ǘƛƳŜ ōȅ ŀǘ ƭŜŀǎǘ р ƳƛƴǳǘŜǎΧŜǉǳƛǾŀƭŜƴǘ ǘƻ ŀ нл҈ ƛƴŎǊŜŀǎŜΦ !ǎ ǎǳŎƘΣ wȅŀƴŀƛǊ 
does not support this inefŦƛŎƛŜƴǘ ǇǊƻǇƻǎŀƭέ 
 
άDƛǾŜƴ ǘƘŀǘ ŀƛǊǇƻǊǘ ǳǎŜǊǎ ƻōƧŜŎǘŜŘ ǘƻ ǘƘŜ ŎǳǊǊŜƴǘ ¢м ǎŜŎǳǊƛǘȅ ƭƻŎŀǘƛƻƴΣ ǘƘŜ 5!! 
ƳƻƴƻǇƻƭȅ Ƴǳǎǘ Ǉŀȅ ŦƻǊ ǘƘŜ ŜƴǘƛǊŜǘȅ ƻŦ ǘƘŜ Ψ¢м /ƘŜŎƪ-Lƴ ŀƴŘ {ŜŎǳǊƛǘȅΩ ǇǊƻǇƻǎŀƭΣ ŀƴŘ 
ŜȄŎƭǳŘŜ ƛǘ ŦǊƻƳ ǘƘŜ w!.έ 
 
άLǘ ƛǎ ǳƴŀŎŎŜǇǘŀōƭŜ ǘƘŀǘ ŎǳǊǊŜƴǘ ǳǎŜǊǎ Ǉŀȅ ŦƻǊ ƛncreased capacity which will then be 
ǳǎŜŘ ōȅ ŦǳǘǳǊŜ ǳǎŜǊǎΦέ 
 
ά¢ƘŜ ǇǊƛŎŜ ŎŀǇ ŀƴŘ ǘƘŜ ŀƛǊǇƻǊǘ ŎƘŀǊƎŜǎ ƛƴŎǳǊǊŜŘ ōȅ wȅŀƴŀƛǊ ŀƴŘ ƻǘƘŜǊǎ ŀǘ 5ǳōƭƛƴ 
airport are among the highest in Europe, and are directly responsible for the dramatic 
traffic collapse at Dublin aƛǊǇƻǊǘ ǎƛƴŎŜ нллтέ 
 
άLƴǎǘŜŀŘ ƻŦ ǎŜŜƪƛƴƎ ǘƻ ōǳƛƭŘ ŀ ǎŜŎƻƴŘ Ǌǳƴǿŀȅ όŀƴŘ ǘƘŜǊŜōȅ ǊŜŘǳŎŜ ǘǊŀŦŦƛŎ ŀǘ 5¦. ŘǳŜ 
to the resulting 80c increase in the price cap), the DAA monopoly should aim to 
achieve the levels of performance on runway 10/28 which are currently experienced 
at London Gatwick.  
 
ά¢ƘŜ 5!! ƳƻƴƻǇƻƭȅ ǎƘƻǳƭŘ ƻƴƭȅ ŎƻƴǎƛŘŜǊ ŀ ƴŜǿ ǇŀǊŀƭƭŜƭ Ǌǳƴǿŀȅ ƻƴŎŜ ŀƭƭ ŎƘŜŀǇŜǊ 
ŎŀǇŀŎƛǘȅ ŜƴƘŀƴŎŜƳŜƴǘǎ ƘŀǾŜ ōŜŜƴ ŀŎƘƛŜǾŜŘέ 
 
άLƴ ǘƘŜ άŎƻƴǎǳƭǘŀǘƛƻƴέ ƳŜŜǘƛƴƎǎΣ ǘƘŜ 5!! ƳƻƴƻǇƻƭȅ ŎƭŀƛƳŜŘ ǘƘŀǘ ƛǘ ŎƻǳƭŘ ƛƴŎǊŜŀǎŜ ǘƘŜ 
existing runway capacity from 31 departures per hour to 37 departures... However, at 
ŀ ǊŜŎŜƴǘ ǎǘŀƪŜƘƻƭŘŜǊǎΩ ƳŜŜǘƛƴƎ Χ ǘƘŜ L!! ŎƻƴŦƛǊƳŜŘ ǘƘŀǘ ǘƘŜǊŜ ǿƛƭƭ ƴƻǘ ōŜ ŎŀǇŀŎƛǘȅ 
enhancements at terminal level in the forthcoming ANSP regulatory period from 2015 
to 2019. This further deƳƻƴǎǘǊŀǘŜǎ ǘƘŀǘ ǘƘŜ 5!! ƳƻƴƻǇƻƭȅΩǎ άŎƻƴǎǳƭǘŀǘƛƻƴǎέ ƭŀŎƪ 
adequate information and are misleading, in breach of recital 13 and article 7 of the 
!ƛǊǇƻǊǘ /ƘŀǊƎŜǎ 5ƛǊŜŎǘƛǾŜέ 
 
ά¢ƘŜ 5!! ƳƻƴƻǇƻƭȅΩǎ ƛƴǎƛǎǘŜƴŎŜ ƛƴ ǘŀǊƎŜǘƛƴƎ ƭƻƴƎ-haul growth, and claimed capex 
requirements therein, will lead to higher airport charges and will damage growth at 
5ǳōƭƛƴ !ƛǊǇƻǊǘΦ CǳǊǘƘŜǊƳƻǊŜΣ ǘƘŜ 5!! ƳƻƴƻǇƻƭȅΩǎ ŀŘƳƛǎǎƛƻƴ ǘƘŀǘ ƛǘǎ ŀŎǘƛƻƴǎ ŀǊŜ 
ŘƛŎǘŀǘŜŘ ōȅ DƻǾŜǊƴƳŜƴǘ ǇƻƭƛŎȅΣ ŜƳǇƘŀǎƛǎŜǎ ǘƘŜ ŦƭŀǿŜŘ ƴŀǘǳǊŜ ƻŦ ǘƘƛǎ άŎƻƴǎǳƭǘŀǘƛƻƴέ 
process in that ǘƘŜ /!w όLǊŜƭŀƴŘΩǎ ƴƻƴ-independent aviation regulator) is appointed by 
the owner of the DAA monopoly ς the Irish Government ς and is legally obliged to 
follow binding directions issued by the Minister for Transport regardless of how 
misguided and damaging ǘƘŜǎŜ ŘƛǊŜŎǘƛƻƴǎ ŀǊŜέ 
 
άhǘƘŜǊ ǘƘŀƴ ƳǳŎƘ ƭƻǿŜǊ ŀƛǊǇƻǊǘ ŎƘŀǊƎŜǎ ŀƴŘ ŀŘŜǉǳŀǘŜ ǎǘŀŦŦƛƴƎ ƻŦ ǎŜŎǳǊƛǘȅ Ǉƻƛƴǘǎ 
(which does not require additional staff but merely that the archaic work practices in 
T1 are replaced with those applied in T2), Ryanair has no other requirements at 
Dublin Airport. Similarly, other Dublin Airport operators cannot have further 
requirements given the incredible over-capacity following the opening of white 
elephant T2 in November 2010 and the dramatic traffic collapse since 2007. Dublin 
Airport now has capacity for at least 35 million passengers per annum (mppa), but 
traffic has declined from 23.3mppa in 2007 to 20.2mppa in 2013, with T1 in particular 
handling 10mppa as opposed to 23.3mppa in 2007. .... Ryanair does not support the 
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other Tranche 2(b) and 3 proposals by the DAA monopoly, which are simply examples 
of further regulatory gaming in order to artificially increase its capex, airport charges 
ŀƴŘ ǇǊƻŦƛǘέ 
 

Tranche 2b Aer Lingus άǎŜŜ ƳŜǊƛǘ ƛƴ ǘƘŜ ƴŜǿ ǇǊƻǇƻǎŀƭǎ ǿƛǘƘ ǊŜƎŀǊŘ ǘƻ ǘƘŜ Ǉƭŀƴǎ for temporary check-in desks 
at T2; the acknowledgment that  the 'old Pier C' gates for bussing will be reviewed in 
the short term; the options for a bussing solution for Pier 2 segregation; and the 
comments relating to the turnaround efficiencies that could be achieved from the 
ƛƳǇƭŜƳŜƴǘŀǘƛƻƴ ƻŦ оллw ǎǘŀƴŘǎέ 

Tranche Airline Comment 

Tranche 2b CityJet ά{ŜƎǊŜƎŀǘƛƻƴ ƻŦ tƛŜǊ нΦ ¢Ƙƛǎ ƛǎ ǎƻƳŜǘƘƛƴƎ ǘƘŀǘ ǿŜ ŀǊŜ ǾŜǊȅ ǎǘǊƻƴƎƭȅ ƛƴ ŦŀǾƻǳǊ ƻŦ ŀǎ ǿŜ 
feel our customers currently get an inferior product to other airport users while we 
continue to pay the same charges. We are however totally against the notion of 
bussing all arriving passengers. This is a short sighted solution to a problem faced by 
our passengers and would result in our product being even further hampered in 
comparison to other users. We would be in favour of the remodelling option of the 
ŎǳǊǊŜƴǘ ǇƛŜǊ ǘƻ ŜƴŀōƭŜ ǎŜƎǊŜƎŀǘƛƻƴ ƻŦ ŀǊǊƛǾƛƴƎ ŀƴŘ ŘŜǇŀǊǘƛƴƎ ǇŀǎǎŜƴƎŜǊǎέ 

Tranche 3 Aer Lingus άǿŜ ǎǳōƳƛǘ ǘƘŀǘ ǘƘŜ 5!! ǎƘƻǳƭŘ ƴƻǿ ŦƻŎǳǎ ƻƴ ŎǊŜŀǘƛƴƎ ŀ ƴŜǿ ǊŜǾƛǎƛƻƴ ƻŦ ƛǘǎ CIP that 
reflects as far as possible the views expressed by users during the consultation.  This 
can be submitted to the CAR on the basis that it remains subject to revision following 
further consultation with users.  As soon as the revised CIP has been issued, further 
detailed engagement should take place to help agree a plan in the best interests of all 
ŀƛǊǇƻǊǘ ǎǘŀƪŜƘƻƭŘŜǊǎ ŀƴŘ ǘƻ ŦŀŎƛƭƛǘŀǘŜ ǘƘŜ /!w ƛƴ ƛǘǎ ǊŜǾƛŜǿέ 

General Aer Lingus άǿŜƭŎƻƳŜǎ ǘƘŜ ƭŜǾŜƭ ƻŦ ŘŜǘŀƛƭ ŀƴŘ ǘƘŜ ŘŜǇǘƘ ƻŦ ǘƘŜ ƛƴŦƻǊƳŀǘƛƻƴ ǇǊƻǾƛŘŜŘ by the DAA 
in response to the questions posed and the information sought by users during the 
ǊŜŎŜƴǘ Ŏƻƴǎǳƭǘŀǘƛƻƴέ 

General CityJet ά²ƻǳƭŘ ƭƛƪŜ ǘƻ ŎƻƳƳŜƴŘ ǘƘŜ 5!! ƻƴ ǘƘƛǎ ǎŜǊƛŜǎ ƻŦ Ŏƻƴǎǳƭǘŀǘƛƻƴ ƳŜŜǘƛƴƎǎΦ Lƴ ƎŜƴŜǊŀƭ 
they were carried out in a manner that led to real consultation, and hopefully the 
ŎƻƳƳŜƴǘǎ ƳŀŘŜ ŘǳǊƛƴƎ ǘƘŜ ǇǊƻŎŜǎǎ ǿƛƭƭ ōŜ ŎƻƴǎƛŘŜǊŜŘέ 

General Ryanair ά¢ƘŜ ŜȄǘǊŜƳŜƭȅ ǘƛƎƘǘ ŘŜŀŘƭƛƴŜǎ ŀƴŘ ǘƛƳŜ ŎƻƴǎǘǊŀƛƴǘǎ ƛƳǇƻǎŜŘ ōȅ ǘƘŜ 5!! ƳƻƴƻǇƻƭȅ 
ƻƴ ŀƛǊƭƛƴŜǎ ǘƘǊƻǳƎƘƻǳǘ ǘƘƛǎ άŎƻƴǎǳƭǘŀǘƛƻƴέ ǇǊƻŎŜǎǎ ƘŀǾŜ ǇǊŜǾŜƴǘŜd constructive 
ŜƴƎŀƎŜƳŜƴǘ ōŜǘǿŜŜƴ ŀƛǊƭƛƴŜǎ ŀƴŘ ǘƘŜ 5!! ƳƻƴƻǇƻƭȅέ 
 
ά¢ƘŜ 5!! ƳƻƴƻǇƻƭȅΩǎ άŎƻƴǎǳƭǘŀǘƛƻƴέ ǇǊƻŎŜǎǎΣ ǿƘƛŎƘ ƭŀŎƪǎ ǘǊŀƴǎǇŀǊŜƴŎȅ ŀƴŘ ƴŜŎŜǎǎŀǊȅ 
information, is simply a box-ticking exercise which will result in harm to airport users 
and Irish consumerǎΧέ 

 

6.4 Submission of proposals to CAR 
Having presented and explained our proposals in detail to airlines through the consultation process, 
daa now submits them to CAR for consideration.   
 
As a general point, it is difficult for daa to respond to the consultation. For instance, Ryanair rejected 
all proposals in all three tranches with the exception of the T1 Enclosed Gate Rooms.  This does not 
represent a feasible maintenance/development option, and provides daa with no basis for 
proceeding. 
 
The development option submitted is 2A with the modification that we include the proposal of the 
T1 Check-in and Security project with a demand trigger, consistent with our overall approach to the 
delivery of just-in-time capacity. 
 
In light of the discussion of bussing and Apron 300R15 at the capex consultation meetings, daa has 
chosen to include Apron 300R in the CIP Proposals as a standard project, i.e. non-triggered. (T2 

                                                           
15

 This project was presented in the consultation process for possible inclusion in the CIP, contingent on airline 
support. 
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Bussing Lounge is also a non-triggered project). daa is also proposing to proceed with developing a 
small bus lounge in the area previously known as Pier C, consistent with airline suggestions in the 
capex consultation meetings. This development will be funded within the 2010-2014 allowance. 
 
Additionally, the HBS Standard 3 project has been moved into the Business Development envelope, 
as airlines appeared unhappy in the capex consultation meetings with its treatment as a contingent 
project.   
 
Also in response to airline request during consultation, daa has forwarded details of solutions for the 
provision of automated docking guidance systems to airlines. Initial feedback from airlines indicated 
that the proposed solution was viewed as expensive. daa remains open to the inclusion of this, or an 
alternative technology, in CIP 2015-2019, if requested. 
 
At time of writing, there are two on-going work streams in relation to this capex consultation 
process: 

1. daa and airlines have agreed terms of reference for an independent IT consultant to review 
ŘŀŀΩǎ ǊŀǘƛƻƴŀƭŜ ŦƻǊ ōǊƛƴƎƛƴƎ ŦƻǊǿŀǊŘ L¢ ǇǊƻƧŜŎǘǎΣ ǘƘŜ Ŏƻǎǘƛng of such projects and opex 
implications (if any), a consultant has been appointed and work has commenced.  It is 
ŜȄǇŜŎǘŜŘ ǘƘŀǘ ǘƘŜ ŎƻƴǎǳƭǘŀƴǘΩǎ ǊŜǇƻǊǘ ǿƛƭƭ ōŜ ŀǾŀƛƭŀōƭŜ ƛƴ ǘƛƳŜ ǘƻ ƛƴŦƻǊƳ ǘƘŜ 5ǊŀŦǘ 
Determination. 

2. daa issued terms of reference for review by airlines (who are party to this confidential 
process) for the independent valuation of the lands and assets proposed for Till Exit to 
facilitate the Dublin Airport City project.  Airline comments on the terms of reference are 
due by 22nd April and the valuation work will go out to tender at that time.  It is expected 
that this piece of work will complete end May/early June. 

7 Capex Proposals 2015-2019 
 
In this section we set out the capex proposals which daa submits for approval for the period 2015-
2019. The proposals contained in this document are designed to: 

¶ Support current and future traffic profiles (through satisfaction of the three fundamental 
development imperatives set out in section 6) 

¶ Provide the desired passenger quality of service 

¶ Grow commercial revenues 
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Table 6 : Tranche to Envelope Mapping 
 

CIP Number CIP Name Tranche      

(as per 

consultation)

Capex Flexiblity Envelope Trigger

15.4.001 Airfield Vehicles and Equipment 1 Airfield Maintenance No

15.6.001 Runway 16-34 Pavement Rehabilitation 1 Airfield Maintenance No

15.6.002 Apron Rehabilation 1 Airfield Maintenance No

15.6.004 Airfield Lighting Upgrade (Runway 10-28) 1 Airfield Maintenance No

15.6.006 Airfield and Apron Road 1 Airfield Maintenance No

15.6.009 Taxiway Airfield Ground Lighting (AGL)Upgrade 1 Airfield Maintenance No

15.6.017 Runway 10-28 Overlay 1 Airfield Maintenance No

15.6.055 Airfield Taxiway Rehabilitiation 1 Airfield Maintenance No

15.9.022 Airfield Pollution Control 1 Airfield Maintenance No

15.3.001 Landside Infrastructure - Util ities 1 Terminal & Landside MaintenanceNo

15.3.004 Landside Infrastructure - Carparks 1 Terminal & Landside MaintenanceNo

15.3.035 Landside Infrastructure - External Roads 1 Terminal & Landside MaintenanceNo

15.4.002 Light Vehicle Fleet 1 Terminal & Landside MaintenanceNo

15.4.005 T1 Baggage Reconcilation System 1 Terminal & Landside MaintenanceNo

15.4.006 T1 Critical Equipment Upgrades 1 Terminal & Landside MaintenanceNo

15.7.102 T1 Roof  Upgrades 1 Terminal & Landside MaintenanceNo

15.7.104 HVAC / BMS Upgrades & Replacements T1 1 Terminal & Landside MaintenanceNo

15.2.005 Commercial Hangars Infrastructure 2 Revenue No

15.2.006 T2 MSCP Phase 2 2 Revenue No

15.2.007 Cargo Terminal Development & Office Accomodation 2 Revenue No

15.2.009 Consolidated Car Rental Centre 2 Revenue No

15.2.010 Digital Advertising PODs 2 Revenue No

15.2.013 Commercial Property Refurbishment 2 Revenue No

15.3.006  Long Term Car Park Resurface 2 Revenue No

15.5.001 Retail Refurbishments 2 Revenue No

15.2.017 Consolidated Staff Car-park 2 Business Development No

15.4.003 T2 HBS Standard 3 3 Business Development No

15.4.004 Central Search Area - New Technologies 2 Business Development No

15.6.007 Airfield Infrastructure Upgrades for New Large Aircraft 2 Business Development No

15.6.021 Cargo Gate Redevelopment 2 Business Development No

15.6.022 Airport Screening Centre 2 Business Development No

15.6.023 New Apron Development 300R 2 Business Development No

15.6.047 New Apron Development 5G 2 Business Development No

15.7.103 Fixed Electrical Ground Power Pier 1 2 Business Development No

15.7.116 Pier 3 Flexibil ity 2 Business Development No

15.7.117 Transfer Facility 2 Business Development No

15.7.119 T1 Façade Works 2 Business Development No

15.7.120 T2 Bus Lounge Facilities 2 Business Development No

15.7.121 T1 Arrivals 2 Business Development No

15.7.122 Pier 1 Enclosed Gate Rooms 2 Business Development No

15.5.002 Retail IT 2 IT No

15.8.008 daa Technology Operations & Lifecycle Management 1 IT No

15.8.009 daa Business Systems Investment 1 IT No

15.8.009c Business Innovation Investment 2 IT No

15.6.018 North Runway Fees and Planning 3 Other No

15.6.019 North Runway Advance House Purchase 3 Other No

15.8.001 Minor Projects 3 Other No

15.8.200 Programme Management 3 Other No

15.2.002 Fuel Farm

Additional 

Project     

(see later)

Yes

15.6.012 Runway 10-28 Extension 3 Yes

15.6.013 Additional Line-up Points on Runway 10-28 3 Yes

15.6.028 Runway 10-28 Extension and Addition of Line-up Points

Additional 

Option      

(see later)

Yes

15.6.051 Northern Runway 3 Yes

15.7.101 T1 Check-in and Security 3 Yes

15.7.111 Pier 2 Segregation 3 Yes
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7.1 Grouping of Projects 
 
The first tranche of proposed capital investment for 2015-2019 covers capital maintenance; the 
investment needed to maintain existing assets. This spend will allow the continuation of facilities 
and level of service to match the existing level of traffic at the airport. The total proposed 
investment in this area is ϵму6m. 
 
The projects in Tranche 1 are allocated to three envelopes of capital spend: 
 

¶ Airfield maintenance envelope; 

¶ Terminal and landside maintenance envelope; 

¶ IT16. 
 

The purpose of grouping projects into envelopes of investment is to provide flexibility in capital 
spend and is discussed in detail in section 8. 
 
The Business Development projects in Tranche 2 represent the investment proposed to provide new 
assets at the airport. These new assets will provide additional capacity and/or commercial revenue 
and/or increased efficiency. This spend will allow the continuation of facilities and level of service to 
match our Core forecast of traffic to 2019, improve subsidy to the Single Till through growth in 
commercial revenues and reduce opex at the airport. The total proposed investment in this area is 
ϵ183m. 

 
The projects in Tranche 2 are grouped into three envelopes: 
 

¶ Revenue envelope; 

¶ Business Development envelope; 

¶ IT. 
 
The project proposals in Tranche 3 represent a number of different objectives. Firstly, there are 
proposals on planning & development projects as necessary precursors to future significant capacity 
addition at Dublin Airport. Secondly, there are proposals to allow for the efficient management of 
the capital investment programme and to provide a budget for minor works which arise on a short 
planning horizon.  Projecǘǎ ƛƴ ǘƘŜǎŜ ǘǿƻ ŎŀǘŜƎƻǊƛŜǎ ŀǊŜ ƎǊƻǳǇŜŘ ǘƻƎŜǘƘŜǊ ƛƴ ǘƘŜ ΨhǘƘŜǊΩ ŎŀǇŜȄ 
ŦƭŜȄƛōƛƭƛǘȅ ŜƴǾŜƭƻǇŜ όϵннƳύΦThirdly, within Tranche 3, we are proposing a number of projects for 
significant capacity retention / expansion investment, the initiation of which will be subject to the 
attainment of a specified trigger or other contingent circumstance.  Projects where the expectation 
is that the trigger will be met and the capex allowance released in 2015-2019 represent a total 
ǇǊƻǇƻǎŜŘ ƛƴǾŜǎǘƳŜƴǘ ƻŦ ϵусƳΦ  
 

Table 7 : Summary of Capex Flexibility Envelopes 
Project Group Value (m)*  Capex Flexibility Envelope 

Airfield Maintenance ϵ119 Yes 

Terminal & Landside Maintenance ϵ36 Yes 

Revenue ϵ55 Yes 

Business Development ϵ119 Yes 

IT ϵ41 Yes 

Other ϵ22 Yes 

Trigger (expected) ϵ86 No 

Total ϵптт  
  

 

Trigger (not expected in 2015-2019) ϵонр-ϵопп+ No 

* figures have been rounded to the nearest million 

                                                           
16

 There is a single IT envelope which includes proposed expenditures on IT from Tranches 1 and 2. 
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7.2 Airfield aŀƛƴǘŜƴŀƴŎŜ 9ƴǾŜƭƻǇŜ όϵ 119m) 
 
The planned scope for this category is driven by the need to maintain the airfield in serviceable 
manner with minimum impact on operations and to prevent an increase in opex costs. The overlay 
of Runway 10-28 and the refurbishment of Runway 16-34 comprise a major element of this 
programme of works in addition to ongoing refurbishment of apron and taxiway pavements.  
Allowance for the projects contained in this envelope will fund: 

¶ Complete overlay of Runway 10-28 to safeguard runway facility for the c. 95% of movements 
which utilise this runway 

¶ New approach lighting and masts both ends of Runway 10-28 

¶ Intersection take-off operations on runway 16 through taxiway lighting upgrade 

¶ c. 8,000 m2 of new full depth runway pavement and 120,000 m2 of rehabilitated runway 
pavement with drainage improvement 

¶ c. 70,000 m2 planned taxiway rehabilitation to life extend by minimum of 15 years at less than 
30% of the cost of emergency repair 

¶ Replacement of c. 45,000 m2 of failed apron pavement and c. 100,000 m2 of failed taxi-lane 
pavement 

¶ 22,000 m2 of apron and perimeter road rehabilitation (life extension 30 years on apron, 15 years 
on perimeter road) 

¶ Airfield pollution control engineered to a 1 in 10 year rainfall event standard 

¶ Modern well maintained heavy fleet vehicles consistent with fleet optimisation plan 
 

7.2.1 Airfield Maintenance Project S ummaries  

 
The following projects comprise the Airfield Maintenance envelope; 
   
15.4.001 Airfield ±ŜƘƛŎƭŜǎ ŀƴŘ 9ǉǳƛǇƳŜƴǘ όϵ рΦуƳ) 
Critical airfield vehicles and equipment are up to 30 years old. They comprise vehicles over 3.5t and 
specialist vehicles such as fire tenders, snow & ice vehicles and maintenance vehicles. The 
replacement of these vehicles is in line with the 10-year fleet replacement plan developed in 2012, 
to optimise maintenance costs and improve fleet reliability.  
 
15.6.001 Runway 16-оп tŀǾŜƳŜƴǘ wŜƘŀōƛƭƛǘŀǘƛƻƴ όϵ нм.5m) 
Runway 16-34 will remain a critical piece of infrastructure until the opening of the North Parallel 
Runway. The runway is used for dual operations each morning and is critical in keeping the airport 
open when work is required on the main Runway 10-28. A structural survey carried out in 2013 
indicated that extensive structural rehabilitation will be required over the next 5 years in order to 
keep this critical asset serviceable. 
 
15.6.002 !ǇǊƻƴ wŜƘŀōƛƭƛǘŀǘƛƻƴ όϵ нмm) 
A significant portion of the airfield apron at Dublin Airport is over 40-years old. Recent structural 
surveys, as part of the ongoing Pavement Management System, have identified critical parts of the 
apron that require rehabilitation over the next 5 years. These areas are reaching the end of their 
useful economic life and need to be replaced to prevent increased opex costs, closure of stands, 
curtailment of movements and risk of Foreign Object Damage (FOD). 
 
15.6.004 Airfield Lighting Upgrade (Runway 10-нуύ όϵ ф.1m) 
The current electrical system on Runway 10-28 is over 25 years old and has reached the end of its 
useful economic life. Cables have been subject to ongoing failure due to breakdown in cable 
insulation, and spare parts for the approach lighting system are not readily available. A robust 
electrical system is critical for maintaining safe airfield operations and reducing the risk of flight 
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interruptions. These works will be carried out in conjunction with Runway 10-28 Overlay (CIP 
15.6.017). 
 
15.6.006 Airfield ŀƴŘ !ǇǊƻƴ wƻŀŘ όϵ мΦтƳ) 
Sections of the airfield and apron roads are reaching the end of their useful economic life and need 
to be replaced. These works will prevent increased opex costs, ensure the efficient operation of the 
airfield is not severely impacted and minimise the risk of Foreign Object Damage (FOD). 
 
15.6.009 Taxiway Airfield GrouƴŘ [ƛƎƘǘƛƴƎ ¦ǇƎǊŀŘŜ όϵ оΦфƳ) 
The provision of taxiway centreline inset pavement lights on Taxiways A, B2, B3, E3, E6, E7, G, D3 
and a section of Runway 16-34 to enhance surface movement safety on the airfield, particularly in 
the hours of darkness.  
 
15.6.017 Overlay Runway 10-ну όϵ ннƳ) 
Runway 10-ну ƛǎ 5ǳōƭƛƴ !ƛǊǇƻǊǘΩǎ Ƴƻǎǘ ƛƳǇƻǊǘŀƴǘ ŀǎǎŜǘ ŀŎŎƻǳƴǘƛƴƎ ŦƻǊ фр҈ ƻŦ ŀƭƭ ŀƛǊ ǘǊŀŦŦƛŎ 
movements. It was overlaid in 2010 with a Thin Porous Friction Course (TPFC) with a design life of 6-
8 years and is approaching the end of its life. It is critical that this runway is overlaid by 2017 in order 
to extend its operational life for another 15 years and sustain airport operations.  
 
15.6.055 Airfield Taxiǿŀȅ wŜƘŀōƛƭƛǘŀǘƛƻƴ όϵ мпƳ) 
Part of the airfield taxiway system at Dublin Airport is over 60 years old. Recent structural surveys, as 
part of the ongoing Pavement Management System, have identified critical parts of the taxiway 
network that require rehabilitation over the next 5 years. These areas are reaching the end of their 
useful economic life and need to be replaced to prevent increased opex costs, closure of the 
taxiway, curtailment of movements, and risk of Foreign Object Damage (FOD). 
 
15.9.022 Airfield tƻƭƭǳǘƛƻƴ /ƻƴǘǊƻƭ όϵ нлƳ) 
The environmental impact of aircraft de-icing fluid and pavement de-icing fluid on existing 
watercourses can be significant. Water quality in the streams and rivers around Dublin Airport is 
governed by both European and National legislation. Following significant winter events in 2010 and 
2011, daa were issued with an enforcement notice by Fingal County Council to stop the discharge of 
contaminated water to the Forest Little Stream. daa has since invested in diverting contaminated 
run-off from stands on Pier 1 to existing pollution control facilities south of Pier 4 and has acquired  
2  glycol recovery vehicles for the collection of spent aircraft de-icing fluid from  stands. However, 
the existing pollution control facility has insufficient capacity to deal with the volumes of 
contaminated run-off generated during significant winter events and modelling shows that an 
increase in storage is required. The modelling exercise indicates that an additional 63,000m3 of run-
off collection storage is required. The option of providing dedicated de-icing pads for all anti-
icing/de-icing activity is not optimal as the majority of aircraft de-icing fluid used at Dublin Airport is 
for frost de-icing which is most efficiently carried out on stand. 
 

7.2.2 Capital Maintenance (Airfield) Project Timelines  

 
The indicative timelines for the Capital Maintenance (Airfield) projects are shown below. This high 
level programme summary is underpinned by a series of detailed project schedules. The timing of 
this investment in the period 2015 to 2019 is driven by; 

¶ The remaining life of the assets 

¶ Regulatory compliance 

¶ The ability to complete works with minimum impact and disruption to airline and airport 
operations 

¶ The alignment of projects to ensure the greatest economies of scale are achieved. 
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Key projects to be completed over the period are the overlay of Runway 10-28 and rehabilitation of 
Runway 16-34, the timing of which is sequential to allow phased construction with minimum 
disruption to users. 
 

CIP No. Project Title

Q1 Q2 Q3 Q4 Q1 Q2 Q3 Q4 Q1 Q2 Q3 Q4 Q1 Q2 Q3 Q4 Q1 Q2 Q3 Q4

15.4.001 Airfield Vehicles and Equipment

15.6.001 Runway 16-34 Pavement Rehabilitation

15.6.002 Apron Rehabilation 

15.6.004 Airfield Lighting Upgrade (Runway 10-28)

15.6.006 Airfield and Apron Road 

15.6.009 Taxiway Airfield Ground Lighting (AGL) 

Upgrade
15.6.017 Overlay Runway 10-28

15.6.055 Airfield Taxiway Rehabilitiation

15.9.022 Airfield Pollution Control

Capital Maintenance - Airfield Maintenance

2015 2016 2017 2018 2019

 
 

7.3 Terminal & Landside Maintenance Envelope όϵосƳύ 

 
The planned scope for this category is driven by the need to maintain landside and terminal assets 
and to prevent an increase in opex costs. Key deliverables from this capex envelope include: 

¶ Baggage reconciliation system in T1 to provide full traceability and auditability for all out-
bound baggage; 

¶ Essential work to car park equipment, lighting and lifts in MSCP, public, long-term and staff 
car parks as appropriate; 

¶ Amelioration works to landside roads and footpaths as per 2013 survey report; 

¶ Repair and replace HVAC and CHP equipment, BMS systems; 

¶ Elimination of rain ingress to  T1 and Pier 1 (roof repair); 

¶ Modern well maintained light fleet vehicles consistent with fleet optimisation plan. 
 

7.3.1 Terminal & Landside Maintenance Project Summaries  

 
15.3.001 Landside Infrastructure - ¦ǘƛƭƛǘƛŜǎ όϵ пΦсƳ) 
Some of the key utilities systems in Terminal 1 are over 40 years old and have reached the end of 
their useful economic life. This project comprises the replacement of life expired Heating Ventilation 
& Air Conditioning (HVAC) system and Medium Temperature Hot Water (MTHW) system in Terminal 
1 and other energy efficiency projects. The implementation of this project will achieve a reduction in 
overall energy usage and increased reliability on key environmental systems in Terminal 1. This will 
greatly improve the airline and passenger experience. It will also enable daa to meet compliance 
requirements for the phase-out of gases contained in certain HVAC sytems as dictated by European 
legislation.  
 
15.3.004 Landside Infrastructure - /ŀǊ tŀǊƪǎ όϵ пΦрƳ) 
daa operates some 19,000 public car parking spaces at Dublin Airport spread over numerous 
locations. It is critical that these facilities are kept operational as they are in constant use on a daily 
basis. These works consist of the replacement of car park equipment that has come to the end of its 
useful economic life, the upgrading of car park lighting and improvements to the roof level of 
¢ŜǊƳƛƴŀƭ м a{/t ŀǘ .ƭƻŎƪ Ψ/ΩΣ ǿƘƛŎƘ ǿƛƭƭ ōŜŎƻƳŜ ƭƛŦŜ-expired in the next 5 years. These works are 
essential to maintain the existing revenues that the car parks at Dublin Airport generate. 
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15.3.035 Landside Infrastructure - /ŀƳǇǳǎ wƻŀŘǎ όϵ 2m) 
This project was included in CIP 2010-2014, however the roads are currently in a reasonable state of 
repair and the investment was not required in the previous CIP period as the rate of deterioration of 
this asset has not been as severe as originally predicted. Due to historic reasons, there are 11km of 
roads that daa own and maintain. The ultimate objective is to have these roads transferred to Fingal 
County Council (FCC) when the planning opportunity arises. daa is seeking to have FCC take these 
roads in charge and, while this investment will not guarantee this action from FCC, it is more likely if 
the roads are upgraded to a reasonable condition. There is little to no likelihood of this occurring 
while the roads remain in their current condition.  
 
15.4.002 [ƛƎƘǘ ±ŜƘƛŎƭŜ CƭŜŜǘ όϵ 2.2m) 
The light fleet comprises 95 vehicles under 3.5t required by Airport Police, Asset Care & Operations 
etc. The replacement programme detailed in this CIP is in line with the fleet management plan 
developed in 2012 and the proposal is to replace vehicles at the optimum time within their 
economic life-cycle. This will result in an overall cost reduction in the life-cycle costs of the fleet. 
 
15.4.005 T1 Baggage ReŎƻƴŎƛƭƛŀǘƛƻƴ {ȅǎǘŜƳ όϵ 1m) 
There have been numerous requests by stakeholders to implement a Baggage Reconciliation System 
in Terminal 1. Terminal 1 8-Bay baggage systems have no traceability and Terminal 1 6-Bay baggage 
systems have limited traceability. The implementation of such a system would improve efficiency for 
airlines by reducing lost and missed bags. daa is currently trialling an alternative 3g technology which 
may facilitate an expansion of the existing T2 BRS system. daa will share the output of these trials 
with stakeholders in due course. 
 
15.4.006 T1 Critical 9ǉǳƛǇƳŜƴǘ ¦ǇƎǊŀŘŜǎ όϵ рΦфƳ) 
A number of critical assets in Terminal 1 are at the end of their useful economic life and need to be 
replaced. These include T1 Fire Safety Systems, T1 Baggage Handling PLC and Pier 2 passenger lifts. 
In order to maintain terminal operations and minimise disruption to airlines and users these assets 
must be replaced in a timely manner. Fire safety systems require continuous investment to ensure 
the terminal is fully compliant. The T1 Baggage Handling PLC is over 10 years old, reaching the end of 
its normal asset life, and is critical to maintaining a fully operational baggage handling system. Pier 3 
passenger lifts essential for the smooth operation of Pier 3 are 40 years old, with replacement parts 
no longer available. 
 
15.7.102 ¢м wƻƻŦ ¦ǇƎǊŀŘŜǎ όϵ тΦфƳ) 
Terminal 1 and its associated Piers have some 56 individual roof surfaces. Some of these roofs are 
over 50 years old and are reaching the end of their practical life. A condition survey carried out in 
2011 by a specialist consultant identified a number of roofs that required replacing. The first phase 
of this work was consulted with users in Q1 2013 and this project is currently on site. The additional 
phases need to be completed in the next 5 year period in order to protect the integrity of the roof 
and to prevent further structural damage. In addition, due to changes in Health & Safety legislation, 
fall arrest systems need to be installed to allow preventative maintenance to take place. This project 
will reduce terminal leaks and improve passenger experience with enhanced comfort levels due to 
improvement in roof insulation. 
 
15.7.104 HVAC/BMS Upgrades & Replacements T1 όϵ тΦпƳ) 
The Heating Ventilation & Air Conditioning (HVAC) system in Pier 3 was installed in the early 1970s 
and is at the end of its useful economic life and needs to be replaced. This will increase efficiency, 
reduce energy consumption, provide reduced maintenance costs and enable compliance with 
regulations relating to replacement of certain gases in HVAC systems. The HVAC system in Pier 2 has 
limited air conditioning and the main passenger areas are not covered; the climate in Pier 2 has been 
the subject of a significant number of passenger complaints. This project will install HVAC in areas of 
Pier 2 not currently covered as well as upgrading the existing HVAC system. 
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7.3.2 Capital Maintenance (Terminal & Landside) Project s Timelines  

 
The indicative timelines for the Capital Maintenance (Terminal & Landside) projects are shown 
below. The timing of this investment in the period 2015 to 2019 is driven by; 

¶ The remaining life of the assets. 

¶ Regulatory compliance with European legislation on the phase-out of Ozone Depleting 
Substances in HVAC systems. 

¶ The ability to complete works with minimum impact and disruption to airline and airport 
operations. 
 

CIP No. Project Title

Q1 Q2 Q3 Q4 Q1 Q2 Q3 Q4 Q1 Q2 Q3 Q4 Q1 Q2 Q3 Q4 Q1 Q2 Q3 Q4

15.3.001 Landside Infrastructure - Utilities

15.3.004 Landside Infrastructure - Carparks

15.3.035 Landside Infrastructure - Campus Roads 

15.4.002 Light Vehicle Fleet

15.4.005 T1 Baggage Reconcilation System

15.4.006 T1 Critical Equipment Upgrades 

15.7.102 T1 Roof Upgrades

15.7.104 HVAC / BMS Upgrades and Replacements T1

Capital Maintenance - Terminal /Landside

2015 2016 2017 2018 2019

 
 

7.4 Revenue Envelope όϵррƳύ 

 
This category covers essential works to existing buildings and facilities that typically generate 
commercial revenues for the Single Till. Provision of additional and improved car parking and car hire 
facilities account for 53% of the forecast spend in this category and include Phase 2 of the T2 MCSP, 
Consolidated Car Rental Centre and Upgrade to the Red Long Term Car Park. Essential maintenance 
of the Retail and Commercial property estates accounts for the bulk of the remaining capex within 
this envelope. 
Projects in this category include; 
 

¶ T2 MSCP Phase 2 

¶ New Car Rental Centre 

¶ Long Term Car Park resurfacing 

¶ Cargo Terminal Development 

¶ Commercial Property Maintenance 

¶ Retail Refurbishments 

¶ Commercial Hangar Infrastructure 

¶ Digital Advertising PODs 

7.4.1 Revenue Project Summaries  

 
15.2.005 Commercial Hangars LƴŦǊŀǎǘǊǳŎǘǳǊŜ όϵ0.6m) 

There is growing interest amongst General Aviation customers in the development of private aircraft 

hangars at Dublin Airport. This project facilitates development of services and infrastructure that will 

enable the future development of hangars for General Aviation. Following this investment the daa 

will be able to licence 4,500m2 ƻŦ ǇǊƛǾŀǘŜ ƘŀƴƎŀǊ ǎǇŀŎŜΦ ¢Ƙƛǎ ǇǊƻƧŜŎǘ Ƙŀǎ ŀ ǇƻǎƛǘƛǾŜ bt± ƻŦ ϵпрΣлллΦ 
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15.2.006  ¢н a{/t tƘŀǎŜ н όϵ 12.3m) 
Short term parking is at capacity with more than double the number of passengers using this facility 
vs. 4 years ago. 34% of our business passengers use this facility even though they make up 19% of 
the travelling population. Growth in this business has focused on converting passengers who use 
taxis to short term parkers. This targeted modal shift has been successful and the increased capacity 
to be provided by CIP 15.2.006 is required to continue this modal shift which increases car parking 
revenue to the benefit of the Single Till. This project also rebalances the capacity available at both 
terminals to give c 2,000 spaces at each terminal (compared with 1,200 T2 : 2,000 T1 currently). This 
ǇǊƻƧŜŎǘ Ƙŀǎ ŀ ǇƻǎƛǘƛǾŜ bt± ƻŦ ϵнΦлсƳΦ 
 
15.2.007  Cargo Terminal Development & Office Accommodation όϵ н.2m) 
The development of Cargo Terminal 1 as a modern distribution centre, including refurbishment of 
existing vacant offices, will ensure the existing customer base is retained and will also attract new 
ŎǳǎǘƻƳŜǊǎ ǘƻ ǎǳǇǇƻǊǘ ŎƻƳƳŜǊŎƛŀƭ ǊŜǾŜƴǳŜǎΦ ! ƳƻŘŜǊƴ ŦŀŎƛƭƛǘȅ ǿƛƭƭ ƛƴŎǊŜŀǎŜ ǘƘŜ ŎŀǊƎƻ ǎŜŎǘƻǊΩǎ 
interest in locating at the airport. This project has a positive NPV of ϵнонΣлллΦ 
 
15.2.009  ConsƻƭƛŘŀǘŜŘ /ŀǊ wŜƴǘŀƭ /ŜƴǘǊŜ όϵмлƳ) 
The development of a Consolidated Car Rental Centre will generate additional direct income to daa 
by reducing the costs of the Car Rental Operators thereby permitting them to pay higher revenues to 
the airport authority, while also generating additional car park income by freeing up some of the 
existing car park spaces in the car parks used by car rental. It will also reduce the level of pressure on 
the existing road and bus-stop infrastructure by removing a significant number of vehicles needing 
to commute to the airport. ¢Ƙƛǎ ǇǊƻƧŜŎǘ ǿƛƭƭ ŘŜƭƛǾŜǊ ϵмΦмƳ ƻŦ ƛƴŎǊŜƳŜƴǘŀƭ Da{ (Guaranteed 
Minimum Sum) revenue per annum. 
 
15.2.010  DiƎƛǘŀƭ !ŘǾŜǊǘƛǎƛƴƎ tƻŘǎ όϵ 0.5m) 
Lƴ ƻǊŘŜǊ ǘƻ ƎǊƻǿ ǘƘŜ ŘŀŀΩǎ ŀŘǾŜǊǘƛǎƛƴƎ ǎŀƭŜǎ ǊŜǾŜƴǳŜ ŀƴŘ ƪŜŜǇ ǇŀŎŜ ǿƛǘƘ ǘƘŜ ŀŘǾŜǊǘƛǎƛƴƎ ǎŀƭŜǎ ƳŀǊƪŜǘ 
it is essential that we develop a digital advertising solution at Dublin Airport. This project will allow 
the daa to develop and install 150 digital advertising pods providing a digital advertising platform in 
T1 and T2. ¢Ƙƛǎ ǇǊƻƧŜŎǘ Ƙŀǎ ŀ ǇƻǎƛǘƛǾŜ bt± ƻŦ ϵпотΣлллΦ 
 
15.2.013  Commercial Property Refurbishment όϵ 10.5m) 
This capital will provide for the fitting out of office and general airport accommodation across 
campus, terminals and piers in advance of occupation by rent-paying tenants. Some accommodation 
is now relatively old and will require significant refurbishment to bring it to the quality, fit-for-
purpose standard expected of an international airport. Investment is made on a case by case basis 
subject to positive NPV and appropriate Till payback term. 
 
15.3.006 Long Term Car Park Resurface όϵ 6.7m) 
The long term car park business is not capacity constrained and is primarily a price led commodity 
ƳŀǊƪŜǘΦ ¢Ƙƛǎ ǇǊƻƧŜŎǘ ǎŜŜƪǎ ǘƻ ŘƛŦŦŜǊŜƴǘƛŀǘŜ ǘƘŜ ŀƛǊǇƻǊǘΩǎ ǇǊƛƳŀǊȅ ƭƻƴƎ ǘŜǊƳ ŎŀǊ ǇŀǊƪ ό9ȄǇǊŜǎǎ wŜŘύ ŀƴŘ 
price it above the general long term car parƪƛƴƎ ƳŀǊƪŜǘΦ ¢Ƙƛǎ ǇǊƻƧŜŎǘ Ƙŀǎ ŀ ǇƻǎƛǘƛǾŜ bt± ƻŦ ϵстлΣлллΦ 
 
15.5.001 Reǘŀƛƭ wŜŦǳǊōƛǎƘƳŜƴǘǎ όϵ 12.1m) 
!ƛǊǇƻǊǘ wŜǘŀƛƭƛƴƎ ƛǎ ƻƴŜ ƻŦ ǘƘŜ ŘŀŀΩǎ ŎƻǊŜ ǎƻǳǊŎŜǎ ƻŦ ǊŜǾŜƴǳŜ ŀƴŘ ŎƻƴǘǊƛōǳǘŜǎ ŀ ǎƛƎƴƛŦƛŎŀƴǘ ǇǊƻǇƻǊǘƛƻƴ 
ƻŦ Řŀŀ ƛƴŎƻƳŜ ǎǳǇǇƻǊǘƛƴƎ ǘƘŜ ŦǳƴŘƛƴƎ ƻŦ ǘƘŜ ŘŀŀΩǎ /ŀǇital Investment Programmes and operations. 
Strong retail revenue into the Single Till helps to keep airport charges low. 
 
Compared to the previous CIP period (2010-2014), Dublin airport now consists of 2 main Terminal 
buildings with associated Retail and Concession space embedded within each. 
 
Terminal 2 opened to passengers in Q4 2010 and will therefore require a refresh and refurbishment 
to its Retail estate during the CIP period 2015 to 2019 consistent with a standard retail five year 
cycle. The daa will also look to potentially expand the Retail offer within Terminal 2, moving part of 
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the offer to the right of passengers as they exit the security screening area with the aim to create a 
Ψǿŀƭƪ- ǘƘǊƻǳƎƘΩ ŎƻƴŎŜǇǘ ƛƴ ¢ŜǊƳƛƴŀƭ нΦ 
 
The indicative timelines for the Revenue projects are shown below. The timing of this investment in 
the period 2015 to 2019 is driven by; 
 

¶ New Business Opportunities. 

¶ Customer service needs. 

¶ Changing market requirements. 

7.4.2  Revenue Projects Timelines  

 

CIP No. Project Title

Q1 Q2 Q3 Q4 Q1 Q2 Q3 Q4 Q1 Q2 Q3 Q4 Q1 Q2 Q3 Q4 Q1 Q2 Q3 Q4

15.2.005 Commercial Hangars Infrastructure

15.2.006 T2 MSCP Phase 2

15.2.007 Cargo Terminal development & Office Accommodation

15.2.009 Consolidated Car Rental Centre

15.2.010 Digital advertising PODs

15.2.013 Commercial Property Refurbishment

15.3.006  Long Term Car Park Resurfacing

15.5.001 Retail Refurbishments

Revenue

2015 2016 2017 2018 2019

 

7.5 Business Development Envelope όϵммфƳύ 

 
The planned scope for this category is driven by : the need to provide capacity to match the core 
traffic forecast to 2019; improving flexibility to facilitate new large aircraft at Dublin Airport; 
safeguarding the continued operational life of T1 and providing additional efficiencies for airport 
operations and for airlines. Allowance for the projects contained in this envelope will fund: 

¶ 13 NBE stands (9 net) to match stand availability to airlines zone of operation 

¶ 5 NBE stands adjacent to Pier 3 (restricted aircraft size) 

¶ T2 Transfer Facilities 

¶ Stand and gate facilities for wider code E aircraft on Pier 3 

¶ Car parking Infrastructure for 3rd Party Staff 

¶ Ψ/ŀǊƎƻ DŀǘŜΩ {ǘŀŦŦ {ŎǊŜŜƴƛƴƎ 

¶ New Cargo Screening Centre 

¶ New Technologies in Central Search Area of T2 

¶ Provision of Fixed Electrical Ground Power (FEGP) on Pier 1 

¶ T2 Bus Lounge Facilities 

¶ Enclosed Gate Rooms in Pier 1 

¶ T1 Façade Improvement 

¶ Rehabilitation of Arrivals area in T1 
 

7.5.1 Business Development Project S ummari es 

 
15.2.017  Consolidated Staff Car Park όϵ 1.5m) 
Staff parking at the airport is fragmented and now at capacity. Revenue-generating development is 
encroaching on existing staff car parking and this will continue. This project is the first step in moving 
to a bus-served consolidated staff car park on the other side of the R132.  
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15.4.003  T2 Hold Baggage {ŎǊŜŜƴƛƴƎ {ǘŀƴŘŀǊŘ о όϵ 13m) 
This project proposes the replacement of the Standard 2 hold baggage screening equipment in T2 & 
Area 14 T1 with Standard 3 equipment as is required by 1st September 2020 under ECAC CEP 
(European Civil Aviation Conference ς Common Evaluation Process) Standard 3. Funding for this 
project is required in the CIP period 2015-2019 to allow compliance with this regulatory requirement 
by 1st September 2020.  
 
15.4.004  Central Search Area  ς bŜǿ ¢ŜŎƘƴƻƭƻƎƛŜǎ όϵ 11.6m) 
With the impending regulatory change towards the screening of Liquids, Aerosols and Gels (LAGS) 
and in order to maximise efficiencies, it is intended to introduce both explosive trace detection (ETD) 
equipment and automatic tray returns on each security line. Both these measures will go towards 
ensuring that the airport delivers and maintains a safe, compliant and efficient security process.  
 
15.6.007  Airfield Infrastructure Upgrades for  New Large !ƛǊŎǊŀŦǘ όϵ 1.5m) 
Recent additions to the aircraft fleet which use Dublin Airport such as the B777-300ER and the A340-
600 have difficulty in manoeuvering from runway to contact stands as their long wheel base requires 
a significant pavement area in which to manoeuvre efficiently and safely. This project will facilitate 
minor alterations to a number of taxiways to facilitate these requirements. 
 
15.6.021  Cargo Gate Re-Development όϵ 1.8m) 
Plan to increase vehicle and person screening capabilities and thereby reduce queue times. This will 
be achieved through the creation of further vehicle inbound processing lanes. The existing building 
floor plan will also be expanded to cater for additional person screening equipment. 
 
15.6.022  Airport {ŎǊŜŜƴƛƴƎ /ŜƴǘǊŜ όϵ 0.8m) 
Utilise existing building on Airport Campus to create a screening area where unknown supplies can 
be screened with fit for purpose X-Ray screening equipment. This will reduce vehicle queuing and 
gate processing times at all gates thereby improving the customer experience and increasing 
throughput capacity. It will also increase the flexibility to allow access through any gate for vehicle 
transferring to airside. 
 
15.6.023  New Apron Development оллw όϵ 8.2m) 
The apron development adjacent to Pier 3, labelled Apron 300R, provides five new stands restricted 
for use by regional size aircraft (ATR / RJ85). This project was proposed in capex proposals 2015-
2019 consultation, contingent on airline support. A remote apron in this location benefits T2 
operations in particular, being in close proximity for T2 bussing, allowing aircraft self-manoeuvering 
on / off stands thereby negating the need for push-back operations which, given the location, would 
likely contribute to apron congestion during peak times. Provision of stands in this apron area also 
minimises the duplication of ground servicing equipment in other apron areas furthest from the 
main area of operation for T2 operators. 
 
The project was proposed to airlines to mitigate access issues associated with longer bus journeys, 
towing to other apron areas including the proposed remote apron north of Pier 1 (Apron 5G) or 
crossing Runway 16-34 during peak periods of operation. In light of the discussion of bussing and 
Apron 300R at the capex consultation meetings, daa has chosen to include Apron 300R in the CIP 
Proposals as a standard project, i.e. non-triggered. 
 
15.6.047  New Aprƻƴ 5ŜǾŜƭƻǇƳŜƴǘ όрDύ όϵ 18.2m) 
Current apron capacity on the East side of Runway 16-34 is constrained, particularly overnight. This 
apron project located directly north of Pier 1 provides 13 fully operational stands (net gain of 9) in a 
narrow-body configuration (NBE). The apron will allow remote aircraft operations and efficient 
towing to contact stands at Pier 1 and other apron areas as necessary. The reconfigured apron 
taxiway created as part of the design will also significantly improve aircraft circulation by allowing 
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simultaneous code C aircraft (e.g. B737-800W, A320) operations on two independent centrelines 
ƴƻǊǘƘ ƻŦ tƛŜǊ мΣ ǊŜƳƻǾƛƴƎ ǘƘŜ ΨŎǳƭ-de-ǎŀŎΩ ŜŦŦŜŎǘ ŦƻǊ ŀƛǊŎǊŀŦǘ ōƻǘƘ ǘŀȄƛƛƴƎ ǘƻ κ ŦǊƻƳ ǎǘŀƴŘǎ ƛƴ ǘƘŜ ŀǊŜŀ 
and under tow to / from hangars located on the North apron. 
 
15.7.116  tƛŜǊ о CƭŜȄƛōƛƭƛǘȅ όϵ 15m) 
The existing wide-body stands at Pier 3 are unable to accommodate new larger aircraft such as the 
B777-300 and the A380. This project incorporates modifications to adapt two existing stands, 303 
and 305C at the pier and provision of an additional stand on the existing apron footprint of stands 
306 and 307 in a MARS configuration to provide flexibility and resilience to wide-body aircraft 
parking demand at Pier 4, and future forecast demand in the context of both T1 and T2 operations. 
Modifications to gate areas within the pier are incorporated in the project in order to provide the 
necessary capacity and service levels for these large aircraft. Provision for an additional airline 
lounge has also been included. 
 
15.7.117  ¢ǊŀƴǎŦŜǊ CŀŎƛƭƛǘƛŜǎ όϵ 21.5m) 
In delivering an expanded transfer facility, this will accommodate both airline and passenger growth 
intent on using Dublin. The improved and expanded facility will help passengers to expediently make 
their way to their next flight with significantly reduced end to end processing times and reduced 
Minimum Connection Times (MCT). 
 
15.7.103  Fixed Electrical Ground Power Pier 1 όϵ 1.5m) 
In order to reduce the need of airlines to manage, procure and operate mobile power units it is 
proposed to introduce fixed electrical ground power following airline request. 
 
15.7.119  ¢м CŀœŀŘŜ ²ƻǊƪǎ όϵ 0.7m) 
Terminal 1 8-bay, built 40 years ago and nearing the end of its design life, requires a structural and 
environmental protection rehabilitation that will see its life extended for the next twenty years. 
 
15.7.120  T2 Buǎ [ƻǳƴƎŜ CŀŎƛƭƛǘƛŜǎ όϵ 13.3m) 
In order to operate the apron and stand facilities to be made available, this proposed facility will 
make provision for a nine gate bussing lounge which will serve all remote stands.  
 
15.7.121  ¢м !ǊǊƛǾŀƭǎ όϵ 8.9m) 
The arrivals area of Terminal 1 has served the airport for over 40 years with minimum intervention 
over that time. A rehabilitation of the area is planned to reset the ŀǊŜŀΩǎ ōŀǎƛŎ ŦŀōǊƛŎ ƛƴ ƻǊŘŜǊ ǘƻ 
establish it on a firm footing for the next period of its operational life.  
 
The façade improvement and arrivals rehabilitation in T1 are designed to promote a similar 
customer experience in both terminals and hence facilitate airline relocation from a T2 zone of 
operations to a T1 zone of operations. Terminal 1 has been in operation for 42 years and by the end 
of CIP period 2015-2019 will be approaching the end of its original design life of 50 years. In 
consideration of the future demands of Terminal 1, and the necessity to extend its operational life, 
the arrivals rehabilitation and façade works are vital to the appropriate safeguarding of the asset for 
further use. 
 
15.7.122  Pier 1 EncloǎŜŘ DŀǘŜ wƻƻƳǎ όϵ 1.1m) 
The provision of enclosed gates in pier 1 will facilitate airlines in the management and direction of 
passengers to their allocated gate in an efficient and board-ready manner. 
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7.5.2 Business Development Projects Timelines  

 
The indicative timelines for Business Development projects are shown below. This high level 
programme summary is underpinned by a series of detailed project schedules. The timing of this 
investment in the period 2015 to 2019 is driven by; 

¶ The forecast demand exceeding capacity. 

¶ Regulatory requirements 
 

CIP No. Project Title

Q1 Q2 Q3 Q4 Q1 Q2 Q3 Q4 Q1 Q2 Q3 Q4 Q1 Q2 Q3 Q4 Q1 Q2 Q3 Q4

15.2.017 Consolidated Staff Car-park

15.4.003 T2 HBS Standard 3

15.4.004 Central Search Area - New Technologies

15.6.007 Airfield Infrastructure Upgrades for New Large Aircraft

15.6.021 Cargo Gate Redevelopment

15.6.022 Airport Screening Centre

15.6.023 New Apron Development (300R)

15.6.047 New Apron Development (5G)

15.7.103 Fixed Electrical Ground Power Pier 1

15.7.116 Pier 3 Flexibility

15.7.117 Transfers Facility

15.7.119 T1 Façade Works

15.7.120 T2 Bus Lounge Facilities

15.7.121 T1 Arrivals

15.7.122  Pier 1 Enclosed Gate Rooms

Business Development

2015 2016 2017 2018 2019

 

7.6 IT Envelope όϵпмƳύ 

 
The capital proposed in this envelope is central to efficient operation of Dublin Airport providing the 
key systems infrastructure, processes and controls that support the delivery of critical business 
systems needed for the safe and efficient running of the airport for its customers.  
 
This capex facilitates  centrally managed infrastructure technology that includes data centers, virtual 
server platforms, storage, databases, networks, end user devices and desktop support services. IT 
security and compliance also falls within this arena. This infrastructure is the backbone and nervous 
system on which all the Airport Systems function. 
 
80% of the capital spend contained in this budget is driven by the replacement and upgrading of 
existing IT infrastructure, which is typically carried out on a five year cycle for the majority of the IT 
capital assets.  
 
The balance will fund IT innovation in order to actively support the growth of air travel and continue 
to be competitive. In this context the innovative use of Information Technology will be essential to 
successfully enable and deliver in the following areas: 

¶ Lower operating costs 

¶ Faster and more efficient passenger flows 

¶ New revenue streams, driven by increased retail and services opportunities 
 
The projects included in this capex grouping include; 

¶ Retail IT 

¶ Technology Operations & Lifecycle Management  

¶ IT Business Systems Investment 

¶ IT Innovation 
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7.6.1 IT Project Summaries  

 
15.5.002  wŜǘŀƛƭ L¢ όϵ 1.6m) 
To ensure that our systems are robust, up to date and serviceable we must invest not only to 
maintain the system but also to enhance the ease of use, efficiency and to maintain the hardware 
and software to the most up-to-date versions available.  
 
15.8.008  daa Technology Operations and LƛŦŜŎȅŎƭŜ aŀƴŀƎŜƳŜƴǘ όϵ 15.8m) 
An annual programme of IT work is necessary to ensure that technology required to run Dublin 
Airport and provide services to airlines and passengers is properly maintained and kept up to date. 
The scale of IT operations is vast; for example there are in excess of 2000 client devices; 800 FIDS 
screens are deployed; 1,400 CCTV cameras are also in use. Outputs of this project over the period of 
the CIP include; 
 

¶ Infrastructure replacement 

¶ Operating Platform Upgrades 

¶ Storage Upgrades 

¶ Database Upgrades 

¶ Network Maintenance 

¶ Wi-Fi expansion & upgrades 

¶ Data Centre/Comms Room Maintenance & Upgrades 

¶ Security upgrades 
 
15.8.009  daa Business Systems Investment (ϵ 15.6m) 

The daa Group at Dublin Airport consists of a number of business functions that include Dublin 
Airport Operations, Asset Care, Commercial and Business Support. Each of these functional areas 
utilise a range of business systems (generally procured and licensed from commercial software 
vendors) to enable the continuous delivery of services to a broad range of internal and external 
customers.  

The business systems used include solutions such as Oracle eBusiness Suite (ERP), Business 
Intelligence, HR and Time and Attendance Systems, Access Control, Telephony and Collaboration 
Tools. Business specific solutions are also catered for where required and these include Airport 
Operations System (AOS), Flight Information Display Systems (FIDS), Queue Measurement Systems 
(QMS), Autopass, Taxi Management, Car Park Management Systems and Asset Management 
Systems. 

The daa uses 165 business applications and these systems require continued lifecycle investment to 

ensure continue delivery of existing services and information that airlines and passengers require 

24/7. 

 
15.9.009c  IT IƴƴƻǾŀǘƛƻƴ LƴǾŜǎǘƳŜƴǘ όϵ 8m) 
Business and leisure travelers alike expect the highest level of service. daa wants to use technology 

and intelligent collaboration for quick, smooth processing combined with optimal security and cost-

effectiveness.  The objective is to deliver speedier processes ς which translate into higher 

satisfaction rates among passengers, even higher levels of security, lower costs, and increased 

revenues. 

7.6.2  IT Projects Timelines  

The timelines for IT projects are shown below. IT projects require continuous investment over the 5-
year period. 
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CIP No. Project Title

Q1 Q2 Q3 Q4 Q1 Q2 Q3 Q4 Q1 Q2 Q3 Q4 Q1 Q2 Q3 Q4 Q1 Q2 Q3 Q4

15.5.002 Retail IT

15.8.008 daa Technology Operations and Life Cycle Management

15.8.009 daa Business Systems Investment

15.8.009c IT Innovation Investment

IT

2015 2016 2017 2018 2019

 
 
 

7.7 Other Envelope όϵннƳύ 

7.7.1 Other Project Summaries  

 
15.6.018 Northern Runway {ǘǳŘƛŜǎ ŀƴŘ tƭŀƴƴƛƴƎ όϵ 4m) 
This project allows for planning fees and design and consulting fees, to deal with the processing of a 
new or amended runway planning permission. This work will enable daa to be in a position to 
commence construction without delay once the demand trigger for the Northern Runway is reached.  
 
15.6.019 Northern Runway !ŘǾŀƴŎŜ IƻǳǎŜ .ǳȅƻǳǘ όϵ 4.3m) 
This project allows for the purchase of housing within the 69 dBA Leq 16 hour noise contour of the 
Northern Runway, as is required under the current planning permission and is expected to be 
required under any new planning permission granted. House prices in Dublin are beginning to rise 
again after the recent collapse of the property market. This proposal is being brought forward as it is 
believed that in a rising market the necessary house purchases should be undertaken at the earliest 
opportunity to minimise cost.  

 
1рΦуΦллм aƛƴƻǊ ²ƻǊƪǎ όϵ 10m) 
¢Ƙƛǎ ŀƭƭƻŎŀǘƛƻƴ ƛǎ ǘƻ ŦǳƴŘ ƴǳƳŜǊƻǳǎ ǎƳŀƭƭ ǾŀƭǳŜ ǇǊƻƧŜŎǘǎ όғϵтрƪύ ǘƘŀǘ ŀǊƛǎŜ ƻƴ ŀ ǎƘƻǊǘ ǘƛƳŜ ƘƻǊƛȊƻƴ ƻƴ ŀƴ 
annual basis. As per spend under this category in 2010-2014, daa envisages this capex allocation will 
provide a general provision for the following types of works in 2015-2019: 

¶ Airport Operations   
o Response to ongoing operational / security / safety infrastructural requirements. 
o General unanticipated upkeep / upgrade and refurbishment of the external and 

internal elements of the Main Terminal Building, Piers, Airside and Landside 
operational buildings. 

o Ensure daa building compliance with current regulatory standards relating to Health 
& Safety, Fire Strategy and Management systems and Building Regulations 

¶ Airside Works 
o Unanticipated reactive works including maintenance, refurbishment and/or 

upgrades to the Runway, taxiways, aprons, parking stands or critical services in the 
Airside Operational area.  

o Such works are by their nature, urgent and in the majority of cases, carried out at 
night to suit the airfield operation. Further works may also be required on foot of 
annual audits carried out by the IAA. 

¶ Fire  
o Minor works that ensures that Dublin Airport maintains continued compliance with 

fire safety regulation in public buildings. 

¶ M&E Maintenance 
o Unanticipated and reactive works including maintenance, refurbishment and / or 

up-grades to critical services within the Terminal Buildings. 

¶ Airport Police and Security 
o Upgrade and replacement of equipment and facilities to ensure compliance with all 

applicable regulatory security standards on both the Irish and EU level.  
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15.8.200 tǊƻƎǊŀƳƳŜ aŀƴŀƎŜƳŜƴǘ όϵ 3.5m) 
Programme Management can be defined as the process of managing the multiple interdependent 
projects contained in the CIP with the objective of ensuring strategic standardised commonality in 
approach to managing cost, risk (particularly risk mitigation), change control, quality, safety, project 
reporting and monitoring and controlling all projects within the CIP. Programme Management is 
independent of Project Management process which is concerned with the planning, organising, 
design and management of resources to bring about the successful delivery of the individual 
projects.  
 

7.7.2 Other Projects Timelines  

The indicative timelines for other projects are shown below; 

¶ Programme Management methodology will be applied to all projects over the 5-year period, 
2015 to 2019. 

¶ aƛƴƻǊ ǇǊƻƧŜŎǘǎ ƘŀǾŜ ŀƴ ŀƴƴǳŀƭ ǎǇŜƴŘ ƻŦ ϵнƳ ƻǾŜǊ ǘƘŜ р-year period, 2015 to 2019. 
 

CIP No. Project Title

Q1 Q2 Q3 Q4 Q1 Q2 Q3 Q4 Q1 Q2 Q3 Q4 Q1 Q2 Q3 Q4 Q1 Q2 Q3 Q4

15.6.018 North Runway Studies and Planning

15.6.019 North Runway Advance House Buyout

15.8.200 Programme Management

15.8.001 Minor Projects

Other and Trigger Projects

2015 2016 2017 2018 2019

 
 
 

7.8 Contingent Projects ς Expected όϵусƳύ 

 
There are also a number of projects which may or may not be appropriate for development within 
the 2015-2019 period depending on regulatory requirements and / or traffic growth and /or 
development having already taken place. As it is uncertain at this time whether the conditions 
necessitating such expenditures will arise, daa is proposing to set out a rationale for each project 
and a measure which will indicate the necessitating conditions are present (trigger) for the following 
projects. 
 
Table 8 : Summary of Contingent Projects ς Expected to Trigger 
 
Project Value (m) Expected to Trigger in 2015-2019 

15.7.101 T1 Check-in and Security ϵоу Yes 

15.7.111 Pier 2 Segregation ϵму Yes 

15.6.013 Line-up Points to Runway 10-28 ϵол Yes 

Total ϵ86  

 
This are also four additional trigger projects included in these CIP Proposals although it is not 
expected that capex for these projects will be required in the period 2015-2019. Details of these 
projects are given in the table below. 
 
Table 9 : Summary of Contingent Projects ς Not Expected to Trigger 
 
Project Value (m) Expected to Trigger in 2015-2019 

15.6.012 Extension to Runway 10-
28 

ϵрр No ς preference is to develop 
Northern Runway 

15.6.051 Northern Runway ϵнпр No ς expected to trigger such that 
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capex allowance increments to the 
RAB in the following CIP period 

15.6.028 Runway 10-28 Extension 
and Addition of Line-up Points 

ϵтп No ς preference is to develop 
Northern Runway 

15.2.002 Fuel Farm ϵнрҌ No ς trigger event not foreseen 
and viewed to be of low 
probability 

   

 

7.8.1 Project Summaries  

 
15.7.101 T1 Check-in and Security Development όϵоуΦоƳ) 
New regulations for inspection of LAGS planned to come into force in 2014 and 2016 require larger 
machines and will decrease processing speed, reducing capacity in the security processor. Works 
planned for 2013 will enable compliance with 2014 regulations but will only provide capacity to 
2016. Further works are planned to take effect between 2014 and 2016 to install equipment in line 
with 2016 LAGS regulations to maintain processing rates, however, ultimately there will be 
insufficient space at the current location to meet future anticipated demand and maintain the 
current service metric.  
 
This proposal involves relocating the security search facility to the mezzanine, providing a larger area 
for the facility. The greater space available will allow a dedicated 19-lane search area with longer 
lanes and so maintain processing capacity and the current security queue metric, with the ability to 
expand further within the area as required to meet further future demand. The proposal also offers 
the freedom to reconfigure check-in in a way that best suits airline operations. 
 
Figure 28 : Forecast T1 Busy Hour Flow rates versus T1 Security Hourly Capacity 
 

 
 
The above chart compares the existing hourly departure capacity in T1 Security (3,090 passengers 
per hour) with the expected growth through T1 security based on the 2 forecast scenarios, daa Core 
and the daa T1 High Growth scenario. The former scenario only breaches the capacity figure in 2021 
but the T1 High Growth scenario was predicted to breach the limit in 2017. 
 
In order to create a trigger based on annual passenger volumes, daa looked at the annual volume 
handled two years before the capacity figure was breached above (i.e. 2015 in the T1 High Growth 
and 2019 in the Core), since the new security facility requires a two year lead in. 
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Figure 29: Trigger needs to occur 2 years before facility reaches capacity 
 

 
 
The above graph shows the passenger volume forecast in T1 based on these same two scenarios. 
Given the two year lead time to complete the project, the trigger is required when T1 handles 
between 10.5m and 11.6mppa. The lower figure reflects the T1 High Growth scenario and the higher 
figure the Core Growth scenario. To stay reasonably conservative, daa is suggesting a trigger of 
11.5mppa T1 passengers, at the high end of this range. 
 
The proposed trigger of 11.5 million passengers in T1 in a 12 month period is predicated on a 30 
minute security queue standard. If the security queue target is shortened then the trigger for this 
project will need to be adjusted downward as additional security capacity in the busy-hour would be 
required sooner to meet the stricter target. 
 
 
15.7.111 tƛŜǊ н {ŜƎǊŜƎŀǘƛƻƴ όϵмуƳ) 
There is currently no segregation of arriving and departing passengers in Pier 2. The Revenue 
Commissioners, as the body responsible for appointing an airport as a Customs Airport in Ireland, 
has within its powers the power to lay out any conditions it deems appropriate relating to the 
appointment of Dublin Airport as a Customs Airport. The Revenue Commissioners has laid out 
conditions wiǘƘ ǊŜƎŀǊŘ ǘƻ 5ǳōƭƛƴ !ƛǊǇƻǊǘΩǎ ŀǇǇƻƛƴǘƳŜƴǘ ŀǎ ŀ /ǳǎǘƻƳǎ !ƛǊǇƻǊǘ ŀƴŘ ǘƘŜǎŜ ǿŜǊŜ 
accepted and agreed by daa (ǘƘŜ Ψ/ƻƴŘƛǘƛƻƴǎ ƻŦ !ǇǇƻƛƴǘƳŜƴǘΩ). daa is contractually obliged, 
pursuant to the Conditions of Appointment, to include a capital expenditure business case to 
achieve segregation of inbound and outbound passengers at Pier 2, in this Capital Investment 
Programme. While the Revenue Commissioners has only mandated the inclusion of a business case 
in the Capital Investment Programme, it is expected, should CAR approve the proposal presented in 
its Regulatory Determination, that a further mandate to implement the proposal will issue. 
 
Trigger proposed : The Revenue Commissioners issue mandate to implement the proposal for Pier 2 
Segregation. 
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Proposals for Pier 2 Segregation 
There is currently no segregation of arriving and departing passengers at Pier 2 in Dublin Airport. The 
Revenue Commissioners as the body responsible for appointing an airport as a Customs Airport in Ireland has 
laid out conditions wiǘƘ ǊŜƎŀǊŘ ǘƻ 5ǳōƭƛƴ !ƛǊǇƻǊǘΩǎ ŀǇǇƻƛƴǘƳŜƴǘ ŀǎ ŀ /ǳǎǘƻƳǎ !ƛǊǇƻǊǘΦ ¦ƴŘŜǊ ǘƘŜǎŜ ŎƻƴŘƛǘƛƻƴǎΣ 
daa is now obliged to provide in the CIP Proposals 2015-2019 a capital expenditure business case to achieve 
the segregation of inbound and outbound passengers at Pier 2. In examining the business case for the 
provision of segregation of passengers at Pier 2, daa primarily looked at two options; option 1 (capex based 
solution) and option2 (opex based solution). 
 
Option 1 
Option 1 proposes the provision of segregation of Pier 2 through the installation of vertical circulation nodes 
ŀǘ ŜŀŎƘ ǎǘŀƴŘ ǿƛǘƘ ǎŜƎǊŜƎŀǘŜŘ ƛƴǘŜǊƴŀƭ ŎƻǊǊƛŘƻǊǎΦ ¢Ƙƛǎ ŎŀǇƛǘŀƭ ǇǊƻƧŜŎǘ ǿƻǳƭŘ ƘŀǾŜ ŀƴ ŜǎǘƛƳŀǘŜŘ Ŏƻǎǘ ƻŦ ϵмуƳ 
with an asset life of 20 years. In addition, daa would also incur an associated incremental annual opex cost of 
ϵмплΣлллΦ 
 
Option 2 
Option 2 proposes the provision of segregation of Pier 2 through the bussing of all arriving passengers into 
Pier 2 through a dedicated segregated injection point.  Passengers would continue to be bussed into Pier 2 
until a new Pier 2 building would be provided in circa 20 years time. This option will have a small associated 
ŎŀǇŜȄ Ŏƻǎǘ ƻŦ ϵнрлΣллл ōǳǘ ŀƴ ŀƴƴǳŀƭ ƛƴŎǊŜƳŜƴǘŀƭ ƻǇŜȄ Ŏƻǎǘ ƻŦ ϵпулΣлллΦ ¢Ƙƛǎ ŀƴƴǳŀƭ ƻǇŜȄ Ŏƻǎǘ ƻŦ ϵпулΣллл 
is estimated on the basis of the requirement for a daily three 70 seater co-bus operation. The diagram below 
illustrates this requirement based on the core growth forecast for 2015 -2019 and using the following 
assumptions :  

¶ A five minute bus loading time  

¶ A one minute drive to the terminal building 

¶ A three minute bus offloading time 
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daa looked at the relative cost implications of these two options. 

Option 1 Option 2  

/ŀǇŜȄ                                                  ϵмуƳ 
!ƴƴǳŀƭ hǇŜȄ                                      ϵмплΣллл 
Asset Life                                             20 yrs 
Cost of Capital                                          7% 

Capex                                        ϵнрлΣллл 
!ƴƴǳŀƭ hǇŜȄ                            ϵпулΣллл 
Asset Life                                       20 yrs 
Cost of Capital                                7% 

Annual Impact on Airport Charges  
 
Capex Costs                                ϵмΣсффΣллл                       
hǇŜȄ /ƻǎǘǎ                                    ϵмплΣллл 
 
¢ƻǘŀƭ LƳǇŀŎǘ                              ϵмΣуофΣллл 

 

Annual Impact on Airport Charges  
 
/ŀǇŜȄ Ŏƻǎǘǎ                                          ϵнпΣллл 
OpŜȄ /ƻǎǘǎ                                          ϵпулΣллл 
 
¢ƻǘŀƭ LƳǇŀŎǘ                                       ϵрлпΣллл 

 
Cityjet, who are the main operators from Pier 2, have expressed a clear preference for Option 1 to safeguard 
the level of service offered to their passengers. 
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7.8.2 Runway Capacity and Runway Infrastructure Projects  

 
The long-run development of the airport is predicated on the delivery of the Northern Runway, 
which will provide sufficient runway capacity for the foreseeable future. In the last determination, 
CAR set the trigger for the Northern 10-ну Ǌǳƴǿŀȅ όΨbƻǊǘƘŜǊƴ wǳƴǿŀȅΩύ ŀǘ ноΦрƳ ǇŀǎǎŜƴƎŜǊǎ in a 
rolling 12 month period.  
The existing trigger encapsulates the regulatory decision that at 23.5m pax the extent of runway 
demand relative to supply for the existing runway will be at a level that makes it appropriate to 
commence expenditure (detailed design and building works) on the Northern Runway. In assessing 
an appropriate trigger for the Northern Runway in this CIP, the key point to note is that while a 
trigger in terms of total annual pax has the advantage of being clear and transparent, the actual 
capacity constraint occurs in the daily peak usage period, from which the annual aggregate pax 
volume is an abstraction. To determine the trigger in annual pax terms, we have to first determine 
peak capacity use and then map from this peak capacity use to annual volume. There are three 
important variables in this regard: (i) peak runway capacity in terms of movements; (ii) 
concentration of movements in the peak; (iii) average pax per movement. As the figure below 
illustrates, changes in these variables affect the value of the trigger. A peakier profile of movements, 
i.e. more peak movements at any given level of pax, will push down the value of the trigger, while 
higher peak capacity, i.e. the ability to accommodate more peak movements, will push up the value 
of the trigger. Similarly, a higher average of pax per aircraft will push up the value of the trigger in 
pax terms for any given level of movements. The figure below shows that these three different 
forces have all been shifting at Dublin Airport in recent years. 
 
Figure 30: Factors Influencing Change in Peak Capacity : Annual Use Ratio 
 

 
 
Higher Concentration of Departures in Peak 
As Duōƭƛƴ !ƛǊǇƻǊǘΩǎ ǾƻƭǳƳŜ ƛǎ ƘŜŀǾƛƭȅ ŘƻƳƛƴŀǘŜŘ ōȅ ōŀǎŜŘ ŎŀǊǊƛŜǊǎ (approx. 89%) with overnighting 
aircraft, the pressure in the early morning peak relates to departures rather than arrivals or total 
movements. Based aircraft need to leave early in the first wave in order to maximise turn-arounds 
over the course of the day. For this reason, peak capacity and peak use are both expressed in terms 
of peak departures. As a consequence of our predominant reliance on based carriers, with 
overnighting aircraft which require departure in the first wave, the use pattern of the existing 
runway is very condensed. 
 
The table below shows pax departures in the peak 1-hour and 2-hour periods for 2006, 2008 and 
2013. Again, the striking feature is that pax departures were significantly peakier in 2013 than in 

More
PaxPer 
Aircraft

Enhanced 
Runway
Capacity

Average Paxper Aircraft up  
to 128 in 2013 vs. 122 in 2008

Peak capacity of Runway at 
33 departures per hour in 

2014 vs. 31 in 2008

Higher 
Concentration of 

departures in 
early Peak  in

2013 versus 2008. 

Peakier
Profile

Trigger

23.5mppa
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2008 or 2006, with 14% of departing passenger movements leaving in the peak hour by comparison 
with 11% in the previous years. The absolute number of passenger aircraft departing movements in 
the peak hour was also higher (slightly) in 2013 than in 2008 (11,566 versus 11,503), despite 2013 
pax in total being 4.7m or 20% lower in 2013 than in 2008. The evidence here is very decisive. 
Runway demand is now significantly more condensed than in previous years, not just by comparison 
with the year of peak passenger volume in 2008, but also by comparison with 2006, in which overall 
volumes were closer to current levels. This increased peakiness exerts a downward pressure on the 
trigger value, all other things equal.  
 
Table 10 : Annual Pax,Departing Pax per Hour and per Peak Departing 60 Minutes 
 

 
 
Increased pax per aircraft 
Average pax per aircraft has risen from 122 in 2008 to 128 in 2013. All other things being equal, this 
would exert a downward pressure on the trigger value. The main factors driving increased average 
pax have been:  

¶ reduced domestic volumes (typically smaller aircraft with lower load factors);  

¶  increased long-haul volumes (larger aircraft with typically higher load factors);  

¶  increased average sector length within short-haul, which would be expected to be associated 
with higher average load factors;  

¶ generally speaking, in the downturn, airlines culled poorer performing routes, pushing average 
load factors up.  

 
Enhanced runway capacity 
The current declared peak-hour capacity of Runway 10-28 is 33 departures (plus 5 arrivals), up from 
31 in 2008. Demand in the summer season 2013 was 29 departures, 32 in summer season 2014 
(based on typical busy day although on the busiest days departure demand in the peak will reach 
33), and is expected to increase further as traffic grows. Given this constraint, which has been a 
focus of on-going discussion at the Dublin Airport Co-ordination Committee, a Runway Process 
Improvement Group (RPIG) was established, comprising daa, IAA (air traffic control) and airline 
representatives, in order to explore the potential for increasing peak capacity. As a result of this 
collaborative work, the IAA has indicated that peak departure capacity can be increased in a number 
of phases, as set out below:  

¶ Phase 1 (completed): 33 departures by 2014, resulting from reduction of the DD (departure-
departure) separation delay;  

¶ Phase 2: 35 departures by 2017, resulting from reduction of the DD separation delay; 

¶ Phase 3: 37 departures, subject to negotiation with NATS (as controller of UK airspace) of 
reduced in-flight separation trails for aircraft entering UK airspace from Dublin;  

¶ Phase 4: 39 departures, subject to provision by daa of additional airfield infrastructure, 
namely additional line-up points for Runway 10-28.  

 
Looked at in terms of the two-hour peak, from 06:00 to 08:00 in local time, these changes will give 
rise to increased runway capacity as per the table below, showing phases 1 to 4, and indicating in 
each case the key dependency, whether IAA, NATS or daa.  
 
 

Year
Annual

Pax.
Annual DepPax
in 06:00+ 07:00

% Departing in 
06:00 + 07:00 

Annual DepPax
in Peak 60 mins

% Departing in 
Peak 60 mins

2006 21,196k 14,900 15% 10,452 11%

2008 23,467k 18,700 18% 11,503 11%

2013 20,167k 16,700 20% 11,566 14%
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Table 11 : Phases of Runway Capacity Enhancement 
 
Phase Peak Departure Capacity Dependency 

Phase 1 (complete) 63 IAA ς Reduction of DD separation from 90s towards 80s 

Phase 2 65 IAA ς Maximising efficiencies from Phase 1 (DD to 80s) 

Phase 3 68 NATS ς Reduced separation of aircraft entering UK 
airspace 

Phase 4 71 daa ς Additional infrastructure at each end of R10-28 

 
With regard to the threshold at which all existing runway capacity will be required, daa (below) 
defines this as the point at which user demand would exceed supply capacity in the peak two-hour 
period. This definition gives a higher (i.e. later) threshold than if the one hour peak were used. To 
put it another way, there is a peak 60 minutes within the two-hour peak that fills more quickly than 
the two-hours. In linking the threshold to the latter, daa assumes that airlines will push growth into 
the shoulder periods around the peak 60 minutes (which is approx. 06:30 to 07:30), that this will be 
acceptable for overnighting aircraft (albeit less attractive than the peak 60 minutes) up to the point 
that the two-hour peak is full. Secondly, a technical point: capacity cannot be traded off as between 
arrivals and departures in a perfectly linear way. For instance the combination 35 departures and 5 
arrivals represents a maximum level of departures from phase 2. Additional departures cannot be 
made available by surrendering arrivals. However, any increase in the number of arrivals beyond 5 
requires a reduction in the number of departures. Thirdly, a further technical point: Dublin Airport 
runway slots are allocated on the basis that the agreed 10-minute delay criterion is not breached. 
Over the course of a peak hour, capacity is maximised, and by the end of the peak hour modelled 
delay would be approaching 10 minutes. Peak capacity cannot be replicated in the subsequent hour, 
because to do so would breach the 10-minute delay criterion. 
 
 
The graph below represents the outcome of this exercise. Assuming that all four phases of runway 
capacity enhancement are delivered, the graph plots when for each of our main traffic scenarios 
demand would exceed supply. It is indicated that this would occur in 2022, 2023 and 2024 
respectively under the T1 High Growth, T2 High Growth (Transfers) and Core scenarios.  

 
Figure 31: Forecast Peak Departure Movements 2019-2025 
 

 
The graph above indicates when peak runway demand will exceed supply. Taking account of the 
three-year lead time for the detailed design, tender, construction and commissioning of the runway, 
the appropriate trigger point is three years before the excess demand threshold in each case. This is 
illustrated in the graph below. By coincidence, three years before the excess demand threshold 
equates to 25m pax in each of the three forecasts.  

62

64

66

68

70

72

74

76

78

80

2019 2020 2021 2022 2023 2024 2025

T
o

ta
l D

e
p

a
rt

u
re

s 
a

cr
o

s
s 

0
6

:0
0

 a
n

d
 0

7
:0

0

Forecast Departing Movement Scenarios
Assume No Runway Constraints

T1 High Growth

T2 High Growth
(Transfers)
Core Forecast

Phase 4

Phase 3

Phase 2

Phase 1



 

66 
 

 
Figure 32: Assessing Appropriate Trigger to Deliver Just-in-Time Northern Runway 
 

 
 
In addition to the above analysis, daa has also examined how access to a longer runway could 
stimulate additional traffic growth to long-haul destinations not currently within direct (commercial) 
reach of Dublin. (The current 10-28 is only 2.637km long, whereas the length specification for the 
Northern Runway is 3.11km.)   
 
At present, key destinations in South America, Africa and Asia are effectively out of reach. This 
includes cities such as Sao Paulo, Buenos Aires, Cape Town, Johannesburg, Singapore, Jakarta, 
Bangkok, Hong Kong and Tokyo. While the next generation of aircraft may redress this reach 
problem to an extent, this remains uncertain. For example, the B787-8 could reach further off the 
existing 10-28, but may not be commercially suitable for direct flights to the destinations in question 
(because of its size). The larger B787-9 and A350-9 could be commercially suitable, but their heavier 
MTOWs may require a longer runway. Full clarity on the operational/commercial reach of new 
aircraft out of Dublin will not be available until 2015/2016.  
 
The size of the long-haul market available with longer reach is highly significant. As the table below 
indicates, existing traffic to the regions in question is estimated at 2.8m pax per year, with growth of 
up to 50% available over the next 10 years, based on IATA estimates of growth rates for the markets 
in question to/from Western Europe. (1% has been added to the IATA-estimated growth rates for 
the markets marked with an asterisk, reflecting the higher propensity to travel of the Irish 
population and faster population growth rates relative to the rest of Western Europe.) 
 
Table 12 : Traffic Volumes Ex Ireland to Selected Regions 
 
Ireland to: 2013 Traffic 2023 Traffic CAGR 2023 vs. 2013 

United States 2,157 3,097 +4.1% +49% 

Latin America* 167 276 +5.8% +75% 

China & Hong Kong* 103 199 +7.6% +108% 

Rest of Asia/pacific* 525 731 +3.8% +45% 

Total Selected Regions 2,831 4,302 +4.3% +52% 

 
As an illustrative business case, for consideration in the context of the runway trigger, daa believes 
that services to 7 new hubs in the regions identified above could be established if there were no 
restrictions on reach out of Dublin. It is estimated that these services could ramp-up over a 5-year 
period to a single daily year-round service to each hub. Based on typical capacity and load factors, 
each route would be expected to support circa 170k pax per year, delivering a total of additional 
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1.2m pax by the end of the 5-year period. To put this target in context, by 2014/2015 total capacity 
from Dublin to the Middle East (Etihad/Emirates) will have grown to c. 1m seats per year, from a 
base of <200k pax in 2010. 
 
It is appropriate to ask whether the additional pax estimated above would be genuinely incremental 
or would represent displacement off existing routes (serving the destinations in question through 
connecting flights). As the table below illustrates, substantial growth to the Middle East has been 
accomplished in recent years at Dublin Airport without damaging existing traffic to major hubs. In 
fact, over the period in which traffic growth to the Middle East exceeded 300k, growth to 5 major EU 
hubs of 370k was observed, with total pax growth at 1.7m. This reflects the stimulation effect for 
both direct and onward connecting traffic when new point-to-point routes are opened.  
 
Table 13 : Travel Volumes Ex Dublin to Selected Hubs 
 

Traffic from Dublin 
όлллΩǎύ 

2010 2013 % Growth Variance 

5 Major EU Hubs 3,280 3,649 +11% +370 

2 Middle East 
Hubs 

197 506 +156% +309 

Rest of Dublin 14,954 16,012 +7% +1,058 

Dublin Airport 
Total 

18,431 20,167 +9% +1,736 

 
The excess demand analysis pointed to a possible Northern runway trigger of 25m; here we consider 
the additional business which access to a longer runway can generate. To bring forward the 
Northern Runway imposes a cost in terms of the time value of money, but it also creates a benefit in 
terms of bringing forward the additional business that a longer runway can generate. In the table 
below, these linked costs and benefits are shown, working off a starting assumption that the 
Northern Runway would be delivered in 2023 (the mid-point of our excess demand range, shown 
above). A strong case emerges that bringing forward delivery of the runway would pay for itself. 
Even if the additional long-haul business generated was only approx. two thirds of the 1.2m pax 
expected (i.e. 850k as shown in the table), bringing forward the runway by even three years would 
essentially pay for itself ς ƎƛǾƛƴƎ ŀ ǎƳŀƭƭ ƴŜǘ ƴŜƎŀǘƛǾŜ ƛƳǇŀŎǘ ƛƴ bt± ǘŜǊƳǎ ƻŦ ϵтлƪΦ  
 
Table 14 : Calculating Return on Accelerated Runway Delivery 
 

 

NPV of New Runway 
ϵm

Passengers 
wŜǉŘΦ όлллΩǎύ

Year of 2nd Runway Completion

2020 2021 2022 2023

Cost of Bringing 
Forward Investment

N/A -30.0m -19.3m -9.3m -

Benefit of 
Increased 

Passengers

0 - - - -

850 29.9m 19.1m 9.2m -

1,200 42.2m 27.0m 13.0m -

1,600 56.3m 36.0m 17.3m -

Total Impact

0 -30.0m -19.3m -9.3m -

850 -0.07m -0.18m -0.15m -

1,200 12.2m 7.7m 3.6m -

1,600 26.3m 16.7m 7.9m -
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In conclusion, based on both the excess demand analysis above and the potential for long-haul 
grƻǿǘƘ ŘƛǎŎǳǎǎŜŘ ƛƴ ǘƘƛǎ ǎŜŎǘƛƻƴΣ ŘŀŀΩǎ ǊŜŎƻƳmendation is that the Northern Runway trigger be 
retained at 23.5m passengers in a 12 month rolling period. Under the Core forecast, this traffic 
volume would be expected towards the end of 2019 ς just inside this CIP period. There are also 
other reasons not to delay the construction of the Northern Runway, including the current relatively 
favourable conditions in the construction sector (from a demand-side point of view) and the broader 
importance of international connectivity to the Irish economy and society.  
 
 
15.6.051 Northern Parallel Runway όϵнпрƳ) 
The concept of two east-west parallel runways was established for Dublin Airport in the 1960s. The 
necessary lands were acquired and the first of these two runways Runway 10-28 was opened in 
1989.  Passenger numbers have since increased from 5 million in 1989 to over 20 million in 2013. 
This project allows for the construction costs, mitigation costs and statutory levies associated with 
the Northern Runway. Since the 2009 Regulatory Determination, further consultation has taken 
place with prospective long haul airlines and the runway length now being proposed is 3,110m to 
accommodate direct non-stop services to destinations currently out-of-reach of the existing runway, 
namely to developing economies in Far East Asia and South America.   
 
Over the past five year period runway demand has exceeded capacity at busy times, which has 
required airlines to operate at times different from requested.  daa has looked at squeezing 
incremental capacity from the existing assets by a range of measures including changes to IAA 
separation procedures and increased air-traffic control efficiencies. These increases are subject to 
trial of additional slots and to agreement with NATS UK on UK airspace restrictions. Consequently, 
although runway capacity is somewhat higher in 2013 than it was in 2008, the increase in peak 
departure demand has maintained the need for additional runway infrastructure.   
 
Trigger proposed : 23.5m passengers in a 12 month period. 
 
15.6.012 Extension to Runway 10-ну όϵррƳ) 
Anticipated medium term growth rates means that a number of cities that currently do not justify 
direct service from Dublin will become viable within a five to ten year timeframe. The introduction of 
new technology aircraft from 2016 onwards is likely to create a new and optimised set of operating 
economics for these markets, which would predominantly be located in key developing economies 
in Asia and Latin America. Airlines seeking to operate in these markets will obviously wish to 
maximise both passenger and cargo payload from Dublin. Given that the key aircraft for these routes 
(A350-900 and Boeing 787-900) are not yet in operational service, there is some scarcity of data on 
likely performance from the existing runway in Dublin. Initial indications are that the current runway 
is insufficient to support operations to a number of emerging markets without payload restrictions. 
This project, by extending the runway will support operations on a commercially sustainable basis to 
destinations in key developing economies.  This project is attractive in the case of the Northern 
Runway being deferred to a point where the incremental revenues from service of long haul 
destinations only serviceable from the extended runway provide a positive NPV for the project.  For 
this reason we propose this project with a trigger relating to the expected delivery of the Northern 
Runway. 
 
Trigger proposed : Project allowed if Northern Runway set at >23.5m passengers in a 12 month 
period. 
 
 
15.6.013 Line-up Points to Runway 10-ну όϵолƳ) 
This project proposes line-up points for aircraft at the 10 and 28 ends of Runway 10-28 consistent 
ǿƛǘƘ L!!Ωǎ ǇǊƻǇƻǎŀƭ ƻŦ ŘŜŎƭŀǊŜŘ ŎŀǇŀŎƛǘȅ ƻƴ ǘƘŜ Ǌǳƴǿŀȅ ǘƻ ǊŜŀŎƘ оф ŘŜǇŀǊǘǳǊŜǎ ƛƴ ǘƘŜ ǇŜŀƪ ƘƻǳǊ 
should such line-up points be installed, based on successful completion of phases 1-3 of the runway 
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capacity enhancement programme. Without such investment the IAA would currently indicate a 
maximum of 37 departures in the peak departures hour (subject to aircraft flow from the ramp to 
the runway not being constrained, and the negotiation of additional UK Airspace Capacity from 
NATS). As the timeline from initiation to operational delivery of this project is 2 years the 
appropriate trigger event is the completion of phase 2 of the runway capacity enhancement.  Phase 
4 (CIP 15.6.013) will then come into operation when phase 3 has just completed (based on a 
schedule of addition of 1 departure slot per year). 
 
Trigger proposed : declared departure capacity of Runway 10-28 reaches 35 departures in the peak 
hour. 
 

Development Option if CIP 15.6.012 and CIP 15.6.013 To Proceed 
 
15.6.028 Runway 10-28 Extension and Addition of Line-ǳǇ tƻƛƴǘǎ όϵтпƳύ 
 
This project combines the Runway Extension to Runway 10-28 (CIP 15.6.012 - ϵррƳύ ŀƴŘ ǘƘŜ !ŘŘƛǘƛƻƴŀƭ [ƛƴŜ-
up Points to both ends of Runway 10-28 (CIP 15.6.013 - ϵолƳύ ǘƻ ƭŜǾŜǊŀƎŜ ŀǾŀƛƭŀōle construction synergies. It 
would provide the aircraft line-up points at both ends of Runway 10-28 in addition to a holding bay at the 
Runway 10 end and the runway extension of c.390m.  Together the line-up points and the runway extension 
would provide a runway pavement length between 3,000m and 3,100m which will enable direct service to a 
number of key destinations and international markets. We propose this project with a trigger relating to the 
expected delivery of the Northern Runway. 
 
Trigger proposed : Trigger for Northern Runway set at >23.5m passengers in a 12 month period. 

 

 
15.2.002 Fuel Farm 
Following consultation with airlines in 2013, agreement was reached for a 3x5 million litre tank fuel 
farm with the intoplane unit located airside and link-up to the fuel hydrant system at Pier 4, as well 
as exploration of the economic viability of establishing and linking hydrant facilities at the other 
piers. This project is proceeding towards a DFBOT solution with preparation of tender documents 
underway. While we are not currently aware of any technical, legal or commercial reason why this 
tender process should not proceed and succeed, nevertheless the risk remains of such an obstacle 
emerging in the course of the tender process and contract finalisation. To address this risk 
(associated with a critical element of airport infrastructure), daa includes a triggered allowance of 
ϵнрƳ όǇƭǳǎ ŀŘŘƛǘƛƻƴŀƭ Ŏƻǎǘǎ ǘƻ ƛƴǎǘŀƭƭ ƘȅŘǊŀƴǘ ǎȅǎǘŜƳ ƻƴ tƛŜǊǎ м-3, as appropriate) be included in the 
CIP Proposals 2015-2019 to allow daa to deliver the agreed fuel farm infrastructure should the 
preferred DFBOT solution be unrealisable.  
 
Trigger proposed :  Occurrence of a technical, legal or commercial impediment to the tendering 
process to appoint a DFBOT operator for the fuel farm, of such significance that no operator can be 
appointed.  

7.8.4 Triggered Projects Timelines  

 

CIP No. Project Title

Q1 Q2 Q3 Q4 Q1 Q2 Q3 Q4 Q1 Q2 Q3 Q4 Q1 Q2 Q3 Q4 Q1 Q2 Q3 Q4

15.6.051 Northern Runway Subject to trigger

15.6.012 Runway 10-28 Extension Subject to trigger

15.6.013 Line-up Points to Runway 10-28 Subject to trigger

15.6.028 Runway 10-28 Extension and Addition of 

Line-up Points
Subject to trigger

15.7.111 Pier 2 Segregation Subject to trigger

15.2.002 Fuel Farm Subject to trigger

15.7.101 T1 Check-in & Security Subject to trigger

Trigger Projects

2015 2016 2017 2018 2019
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7.9 Notional Impact of Proposed Capital Investment on Price Cap 
 
Table 15 below sets out the notional impact of individual capital projects on the price cap. This can 
be a useful reference, but a number of points should be made: 

¶ The price cap is a complex mechanism.  Its level in any given year is affected by numerous 
factors, including: (i) the forecast opex and commercial revenue for the year; (ii) the forecast 
passengers for the year; (iii) the average value of the RAB for the year in question; (iv) the 
depreciation/remuneration treatment of the different components of the RAB (there are 
currently five different types of treatment of RAB value); (iv) the allowed WACC; (v) the rate 
of inflation; (vi) other factors, including service performance versus target, previous under-
ǊŜŎƻǾŜǊȅΣ /!wΩǎ ƭŜǾȅΣ ǎƳƻƻǘƘƛƴƎ ŜŦŦŜŎǘǎΦ 

¶ Changes in the price-cap level from one year to the next reflect multiple movements in the 
above values. 

¶ With regard specifically to the impact of a proposed capital programme on the price cap, the 
value is added gradually over the course of the determination period, with typically one fifth 
of the total value added to the RAB each year over the five year period, and with trigger 
capex added only if and when the triggers are reached. While capex is added to the RAB over 
the determination period, existing capital value is also exiting the RAB each year as assets 
reach full depreciation.    

 
Table 16 ǎŜǘǎ ƻǳǘ ǘƘŜ ƛƳǇŀŎǘ ƻŦ ŘŀŀΩǎ ǇǊƻǇƻǎŜŘ ŎŀǇƛǘŀƭ ƛƴǾŜǎǘƳŜƴǘ ǇǊƻƎǊŀƳƳŜ ƻƴ ǘƘŜ ǇǊice cap for 
the period 2015-2019.  

¶ CƻǊ ƪŜȅ ŎŀǘŜƎƻǊƛŜǎ ƻŦ ŘŀŀΩǎ ǇǊƻǇƻǎŜŘ /LtΣ ǘƘŜ ǘŀōƭŜ ǎƘƻǿǎ ǘƘŜ ŀǾŜǊŀƎŜ ŀƴƴǳŀƭ ǇǊƛŎŜ ŎŀǇ 
impact in real terms over the course of the 5-year period. These are stand-alone impacts. 

¶ Taking account of the impact of capital value exiting the RAB, the net impact is 72c. 
 

Table 15 : Impact of Capital Investment Proposals on Price Cap 
 

Capital Project ±ŀƭǳŜΣ ϵƳ 
Weighted 
Average 
Asset Life 

Annual Notional 
Impact on 
Airport Charges 

15.4.001 Airfield Vehicles and Equipment 5.7 9 ϵлΦлп 

15.6.001 Runway 16-34 Pavement Rehabilitation 21.5 15 ϵлΦмн 

15.6.002 Apron Rehabilitation  21 25 ϵлΦлф 

15.6.004 Airfield Lighting Upgrade (Runway 10-28) 9.1 20 ϵлΦлп 

15.6.006 Airfield and Apron Road  1.7 23 ϵлΦлм 

15.6.009 Taxiway Airfield Ground Lighting (AGL) Upgrade 3.9 15 ϵлΦлн 

15.6.017 Runway 10-28 Overlay 22 20 ϵлΦмл 

15.6.055 Airfield Taxiway Rehabilitation 14 25 ϵлΦлс 

15.9.022 Airfield Pollution Control 20 30 ϵлΦлу 

15.3.001 Landside Infrastructure - Utilities 4.6 23 ϵлΦлн 

15.3.004 Landside Infrastructure - Carparks 4.5 13 ϵлΦло 

15.3.035 Landside Infrastructure - External Roads  2 18 ϵлΦлм 

15.4.002 Light Vehicle Fleet 2.2 4 ϵлΦло 

15.4.005 T1 Baggage Reconciliation System 1 7 ϵлΦлм 

15.4.006 T1 Critical Equipment Upgrades  5.9 18 ϵлΦло 

15.7.102 T1 Roof Upgrades 7.9 20 ϵлΦлп 

15.7.104 HVAC / BMS Upgrades & Replacements T1 7.4 25 ϵлΦло 

15.5.002 Retail IT 1.6 5 ϵлΦлн 
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Capital Project ±ŀƭǳŜΣ ϵƳ 
Weighted 
Average 
Asset Life 

Annual Notional 
Impact on 
Airport Charges 

15.8.008 daa Technology Operations & Lifecycle Management 15.8 5 ϵлΦмф 

15.8.009 daa IT Business Systems Investment 15.6 5 ϵлΦмф 

15.8.009c Business Innovation Investment 8 2-5 ϵлΦмр 

15.2.017 Consolidated Staff Car Park 1.5 25 ϵлΦлм 

15.4.003 T2 HBS Standard 3 13 11 ϵлΦлф 

15.4.004 Central Search Area - New Technologies 11.6 10 ϵлΦлу 

15.6.007 Airfield Infrastructure Upgrades for New Large 
Aircraft 

1.5 25 ϵлΦлм 

15.6.021 Cargo Gate Redevelopment 1.8 25 ϵлΦлм 

15.6.022 Airport Screening Centre 0.8 25 ϵлΦлл 

15.6.023 Apron Development (300R) 8.2 20 ϵлΦлп 

15.6.047 Apron Development (5G) 18.2 25 ϵлΦлу 

15.7.103 Fixed Electrical Ground Power Pier 1 1.5 15 ϵлΦлм 

15.7.116 Pier 3 Flexibility 15 25 ϵлΦлс 

15.7.117 Transfer Facility 21.5 39 ϵлΦлу 

15.7.119 T1 Façade Works 0.7 25 ϵлΦлл 

15.7.120 T2 Bus Lounge Facilities 13.3 30 ϵлΦлр 

15.7.121 T1 Arrivals Development 8.9 25 ϵлΦлп 

15.7.122 Pier 1 Enclosed Gate Rooms 1.1 15 ϵлΦлм 

15.2.005 Commercial Hangar Infrastructure 0.6 20 ϵлΦлл 

15.2.006 T2 MSCP Phase 2 12.3 25 ϵлΦлр 

15.2.007 Cargo Terminal Development & Office 
Accommodation 

2.2 10 ϵлΦлн 

15.2.009 Consolidated Car Rental Centre 10 20 ϵлΦлр 

15.2.010 Digital Advertising PODs 1 4 ϵлΦлм 

15.2.013 Commercial Property Refurbishment 10.5 10 ϵлΦлт 

15.3.006 Long-term Car Park Resurface 6.7 25 ϵлΦ03 

15.5.001 Retail Refurbishments 12.1 5 ϵлΦмр 

15.6.018 North Runway Fees and Planning 4 20 ϵлΦлн 

15.6.019 North Runway Advance House Purchase 4.3 20 ϵлΦлн 

15.8.001 Minor Works 10 13 ϵлΦлс 

15.8.200 Programme Management 3.5 5 ϵлΦлп 

      ϵнΦпм 

CONTINGENT PROJECTS - EXPECTED       

15.6.013 Addition of Line-up Points on Runway 10-28 30 20 ϵлΦмп 

15.7.101 T1 Check In and Security 38.3 25 ϵлΦмс 

15.7.111 Pier 2 Segregation 18 20 ϵлΦлу 
        

CONTINGENT PROJECTS - NOT EXPECTED       

15.2.002 Fuel Farm 25 40 ϵлΦлф 

15.6.051 Northern Runway 245 20 ϵмΦмп 

15.6.012 Runway 10-28 Extension 55 20 ϵлΦнс 
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Table 16 : Price Cap Impact in Real Terms 
 
 
Average annual price cap impact (real terms relative to 2014 price cap) 
 

Tranche 1: Capital maintenance investmeƴǘ όϵмусƳύ      69c  

¢ǊŀƴŎƘŜ нΥ .ǳǎƛƴŜǎǎ ŘŜǾŜƭƻǇƳŜƴǘ ŎŀǇŜȄ όϵмуоƳύ      68c 

Tranche 3: Contingent Projects ς 9ȄǇŜŎǘŜŘ όϵусƳύ     21c  

hǘƘŜǊ όϵннƳύ 12c 

  

Impact of capital value exiting RAB -97c 

  

Net price cap impact of daa capital investment proposals 72c 

 

8 Programme Management 
 
All daa projects within the CIP will continue to be delivered using the programme management 
toolkit.  Programme management can be defined as the process of managing the multiple 
interdependent projects contained in the CIP with the objective of ensuring strategic standardised 
commonality in approach to managing cost, risk, change control, quality, safety, project reporting 
and monitoring and controlling all projects within the CIP.  
 
Programme management is independent of the project management process which is concerned 
with the planning, organising, design and management of resources to bring about the successful 
delivery of individual projects.  Programme management provides: 
 

¶ Continuous scrutiny of the various projects by the Board of daa and other stakeholders. 

¶ Visibility of the management and delivery of individual projects against pre-defined 
objectives. 

¶ Staged approval of the project ensuring proper deployment of front end optioneering and 
value management to develop an optimal solution coupled with progressive release of 
capital funding in a structured and standardised manner. 

¶ Creation of an audit trail through the various stages of a project culminating in a review by 
all parties to the project. 

¶ Integration of cost and schedule through project control procedures and provision of 
performance metrics. 

¶ Driver of risk management and in particular risk mitigation 

¶ Interface management to ensure minimal disruption to operations and passengers. 

¶ dedicated Programme and Project Environmental and Health and Safety management 
systems and personnel. 

9 Capex Groups and Flexibility 
 
In this section we outline the need for some level of flexibility within the overall capex allowance; 
the capex groupings or envelopes within which we are seeking flexibility and the limits within which 
the daa would operate such flexibilities 

9.1 The Need for Flexibility 

 
The need for flexibility is driven by 4 main factors; 

¶ Risk based approach to maintenance investment 
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¶ The level of design maturity of the programme at Q1 2014 

¶ The portfolio approach to risk 

¶ The need to be able to respond in a dynamic way to airport user needs over medium term 
horizon 

 
In section 6 an envelope approach to capital allowance was shown to be consistent with best 
practice in asset maintenance (ISO 55000). Such an approach allows flexibility in the maintenance 
capital investment spend to respond to changing risk assessments over time. Continual risk 
assessment may result in certain projects moving up (or down) the order of priority during the time 
period of the CIP and investment should take place based on current risk assessment rather than the 
risk assessment undertaken at the beginning of the CIP period. 
 
A capital allowance could be made to include a number of projects relating to e.g. apron 
rehabilitation. To reconcile whether actual spend was consistent with the allowance CAR would only 
be concerned with whether the overall output from the envelope was consistent with that for which 
capital was allowed (e.g. repair to specified number of sq. m of apron) rather than whether specific 
projects within the envelope were undertaken (e.g. repair of apron in area A, area B etc.). 
 
During the consultation process daa demonstrated that a significant number of projects were at an 
early stage of design maturity with approximately 65% of the projects at feasibility /concept stage 
(Figure 33). Substantial resource is needed to advance major projects in an Airport environment 
through the design process and the daa has sought to balance the level of investment in design for 
projects which may or may not be supported by airport users.  
 
Taking this level of design development into consideration contingency levels in the range of 8-15% 
of total project costs are generally well below published recommended amount. Royal Institute of 
British Architects would recommended contingency levels in the range of 20-30% for projects at 
concept design stage. 
 
The daa has adopted low levels of project risk based on a portfolio approach to risk management.  
 
Figure 33 : Contingency Levels CIP Proposals 2015-2019 
 

  
 
There is also a wider argument, beyond that of adoption of best practice in asset management, in 
support of this envelope approach. In the interests of efficient allocation of capex investment daa 
requires reasonable flexibility to plan, build and implement its infrastructure as conditions at the 
airport change over time. The standard CIP process is an example of an inflexible capex allocation 
method. Given the time lapse between now and the end of the next regulatory period, daa is in 
some cases required to attempt an accurate prediction of investment requirement up to 6 years in 
advance of the actual investment taking place. See Figure 34 CIP Process Timescale. 
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Figure 34 : CIP Process Timescale 
 

  
 
If at the time of investment daa undertook a project which provided greater relative benefits for a 
slightly increased cost, reconciliation at the project level would leave daa at risk of having such 
investment disallowed in the subsequent regulatory period. In this case, daa could elect to continue 
with the approved project, despite a more beneficial option being available. This is demonstratively 
inefficient. A more appropriate approach would be to allow daa envelopes of capital allowance, 
rather than specific project-by-project approvals. In the last Determination, CAR has taken a step in 
this direction, and in the interests of ensuring allowed capex is allocated to the most urgent and / or 
most beneficial project at the time of investment (rather than time of capital allowance) across all 
capex projects this approach should be applied more generally. 
 
 

9.2 Capex Groups 
 
As per discussion above we present our capital requirements in the following groupings: 
 

¶ Airfield maintenance envelope 

¶ Terminal and landside maintenance envelope 

¶ Revenue envelope 

¶ Business development envelope 

¶ IT envelope 

¶ Other (Programme Management, Minor Works, North Runway facilitation works) 
 
For this approach to produce any meaningful benefit in terms of increased flexibility, reconciliation 
of costs, outturn and allowance should be at the envelope rather than the individual project level. 
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Figure 35 : CIP Capex Groups Proposed. 
 

 
 
 

9.3 Restrictions Proposed on Capital Flexibility  
 
The current determination contains a principle where CAR sets out a series of outputs which the daa 
is expected to deliver when making a capex allowance for a given grouping. We propose that this 
principal be retained for CIP 2015-2019. In the interests of retaining and promoting airline support 
for the CIP as it rolls out over the period daa proposes the following approach to consultation under 
a capex envelopes approach. (This is slightly different from the proposal discussed at the capex 
consultation.) 

1. Where a new project can be delivered within ŀƴ ŜƴǾŜƭƻǇŜ ŀǘ ŀ Ŏƻǎǘ ғϵоƳΣ ƴƻ ƛƴǘŜǊƛƳ 
consultation will be required.  

2. Where a new project can be delivered within the capex envelope and such new project is 
ŜȄǇŜŎǘŜŘ ǘƻ ōŜ ϵоƳ ƻǊ ŀōƻǾŜ ŀƴ ƛƴǘŜǊƛƳ Ŏƻƴǎǳƭǘŀǘƛƻƴ ǿƻǳƭŘ ōŜ ǊŜǉǳƛǊŜŘΦ 

3. Where a new project cannot ōŜ ŘŜƭƛǾŜǊŜŘ ǿƛǘƘƛƴ ǘƘŜ ŎŀǇŜȄ ŜƴǾŜƭƻǇŜ ŀƴŘ Ŏƻǎǘ ƛǎ ҔϵмƳ ŀƴ 
interim consultation would be required. 
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10 CIP Project Sheets 

Capital Maintenance Projects -  Airfield 
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CIP 15.4.001 : Airfield Vehicles and Equipment 

Project Rationale:   

The DAA Heavy Fleet Vehicles comprise of a broad mix of vehicles such as fire tenders, snow 

and ice equipment (Snow ploughs, Runway de-icers, snow blowers), airfield pavement sweepers, 

airfield painting equipment, tractors and hoist. The provision of this equipment is essentia l thus 

ensuring the sustained operations and continuity of the airfield operation.  

Vehicles are maintained to the required road safety standard in accordance with best practice 

and are replaced when they have reached the end of their useful life.  Vehicle s are selected 

based on fitness for purpose, whole life cost efficiency and standardisation.  

The planned provision of replacement vehicles for the heavy vehicle fleet between 2015 and 

2019 will be in accordance with a 10 -year fleet optimisation plan.  

Classification : Plant and Equipment Overall Capex Type  : Capital Maintenance  

Primary Driver :  Operational Efficiency  Secondary Driver(s)  : Sustainability  

 

Total Capex Requirement :  û5.70m 

Historic Expenditure (pre 2015)  û0.00m 

CIP Expenditure (2015 ð 2019)  û5.70m 

Underpinning Assumptions and 

Cost Benchmarks 

¶ Replacement costs are based on current market rates.  

Opex Impacts  ¶ Fleet maintenance costs will increase if heavy fleet 
vehicles are not replaced at the end of their useful 
life.  Front line vehicle such as Fire Tenders, Snow and 
Ice Equipment, Sweeper Fleet and Painting Equipment 
must remain in service to carry out critical works thus 
ensuring business continuity. General oper ation of the 
airport can be curtailed if vehicles are not functioning 
efficiently.  

Alternative Solutions Reviewed  ¶ Continue to invest via Opex. Sweating the existing 
fleet assets will have an adverse impact on operational 
budgets and in addition harbour in creased risk to the 
continuity of airport operations.  

Stakeholder evaluation and ¶ This proposal has been presented to and consulted on 
with airlines and other stakeholders during the capex 
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consultation status  proposals for Dublin Airport 2015 -2019 consultation 
process. 

Project Output  ¶ Efficient operation of Dublin Airport through the 
provision of mobility options that are fit for purpose.  

¶ Modern, well maintained heavy fleet vehicles  

¶ Fleet optimisation plan  

Expected Commencement :  ¶ 2015 

Expected Duration :  ¶ 5 Years 

Asset life :  ¶ Varies from 5 ð 10 Years 
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CIP 15.6.001 : Runway 16-34 Pavement Rehabilitation 

Project Rationale:   

Runway 16-34 at Dublin Airport is the cross -wind runway for the airport.  The runway acts as the 

operational runway during signific ant cross-wind conditions and as the alternative runway when 

the main runway (10 -28) is taken out of  service for maintenance .  As such Runway 16-34 is a 

critical piece of airport infrastructure, which is essential to accommodate limited aircraft 

movements during cross wind conditions, routine maintenance work and the planned overlay of 

Runway 10-28 in 2016/2017.  

Runway 16-34 was originally constructed in the 1940s and has been extended and upgraded a 

number of times between 1949 and 1999.  The latest signif icant upgrade of this runway in 1999 

extended the life of the runway by  a theoretical design life of 15  years.  This upgrade is now life 

expired.  Since 1999, ad-hoc maintenance works have been carried out to retain the runway in 

service until the overall upgrade of the runway could take place.  

A Pavement Condition survey of Runway 16-34 in 2013 has determined that the condition of the 

pavement has now reached the point where a significant improvement programme will be 

required in order to keep the runway i n service.  These works include extensive rehabilitation of 

large portions of the runway surface and the repair of elements of runway drainage systems 

which have failed.  

Classification : Airfield  Overall Capex Type : Capital Maintenance  

Primary Driver  : Operational Efficiency  Secondary Driver(s)  : Best Practice (Safety)  

 

 

Total Capex Requirement :  ¶ û24.30 
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Historic Expenditure (pre 2015)  ¶ û2.80m 

CIP Expenditure (2015 ð 2019)  ¶ û21.50m 

Underpinning Assumptions and Cost 

Benchmarks 

¶ 8,000m
2
 of full depth r unway pavement 

reconstruction.  

¶ 124,000m
2
 of runway pavement rehabilitation 

(inlay and resurfacing).  

¶ Runway edge drainage channel improvements and 
replacement at Taxiway intersections.  

¶ Design life of upgrade to be 15 years (subject to 
review if Northern Run way postponed).  

¶ No new edge lighting required.  

¶ Current length and profile of runway acceptable 
over the next 15 years.  

¶ No centreline lighting required.  

¶ Extension of Runway 16-34 RESA not required. 

¶ Current configuration of approach lighting 
acceptable in th e short to medium term.  

Opex Impacts  ¶ Maintenance repairs on degraded or failed 
pavements may not be possible due to the severity 
of the failure and access to the area.  Emergency 
repairs of failed pavements can be up to 400% of 
the cost of planned pavemen t replacement and 
have a short life cycle.  This form of emergency 
replacement should be avoided.  

Alternative Solutions Reviewed  ¶ Scheduled and unscheduled localised emergency 
remedial works, including localised patch repair, 
band sealing, etc. ð risk to serviceability (FOD) and 
cost prohibitive.  

Stakeholder evaluation and 

consultation status  

¶ This proposal has been presented to and consulted 
on with airlines and other stakeholders during the 
capex proposals for Dublin Airport 2015 -2019 
consultation process. 

Project Output  ¶ 8,000m
2
 of new full depth runway pavement.  

¶ 124,000m
2
 of rehabilitated runway pavement.  

¶ Runway edge drainage channel improvements and 
replacement at Taxiway intersections.  

¶ Reinstatement of runway and taxiway markings.  

Expected Commenceme nt :  ¶ 2018 (Minor works in 2015) 

Expected Duration :  ¶ 2 Years 

Asset life :  ¶ 15 years 
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CIP 15.6.002 : Apron Rehabilitation 

Project Rationale:   

The airfield aprons are a critical element of the airfield network, providing facilities for aircraft to 

manoeuvre, park and be serviced.  Many of the main aircraft aprons at Dublin Airport date back to 

before the 1960s and in a number of cases, have reached the end of their useful life.  Recent 

independent condition reports have noted that areas of the aircraft p avement are in poor 

condition and are in need of rehabilitation.  

The remaining life on the aprons in question is between 2 and 5 years within which time the 

aprons will degrade significantly and will ultimately become unserviceable.  A number of the 

pavements are on arterial routes through the apron and, if they become unserviceable in an 

uncontrolled manner, will cause significant aircraft delays due to re -routing and congestion.  Poor 

or damaged apron pavement is also a source of foreign object damage whi ch is a health and safety 

risk to the aircraft.   

Timely interventions to rehabilitate failed aircraft aprons are critical to t he safeguarding of the 

airline and  airport business.  It is proposed to carry out a number of pavement rehabilitation 

projects be tween 2015 and 2019 in a planned and timely manner in order to replace damaged 

pavement before they become a b usiness interruption or health and  safety risk and thereby 

safeguard the airport business.  

Classification : Airfield  Overall CapEx Type : Capital  Maintenance 

Primary Driver  : Infrastructure Integrity  Secondary Driver(s)  : Best Practice (Safety) 

 

 

         

Total Capex Requirement :  ¶ û21.00m 
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Historic Expenditure (pre 2015)  ¶ û0.00m 

CIP Expenditure (2015 ð 2019)  ¶ û21.00m 

Underpinning Assumptions and Cost 

Benchmarks 

¶ Full reconstruction of failed pavement in Pavement 
Quality concrete required  

¶ Allowance for asphalt finish to areas of taxilane  

¶ Local rationalisation of drainage may be necessary  

¶ No new electrical fittings required  

¶ Night-time working in a number of areas will  be 
required  

¶ Works to be carried out in discrete portions to 
minimise operational disruption  

¶ Costs based on recent apron reconstruction 
projects.  

Opex Impacts  ¶ Maintenance repairs on degraded or failed 
pavements may not be possible due to the severity 
of the failure and access to the area.   

¶ Piecemeal emergency replacement of failed 
pavements cost approximately û300 per sqm and 
generally have a life cycle of less than 10 years.  

¶ On a whole life cycle cost over 30 years therefore, 
the cost of piecemeal emergency pavement 
replacement would be in excess of 400% that of 
planned replacements and should be avoided.  

¶ Opex costs of ad-hoc  repairs will reduce as a result 
of this investment.  

Alternative Solutions Reviewed  ¶ Piecemeal ad-hoc replacement (see above) 

Stakeholder evaluation and 

consultation status  

¶ This proposal has been presented to and consulted 
on with airlines and other stakeholders during the 
capex proposals for Dublin Airport 2015 -2019 
consultation process.  

Project Output  ¶ Replacement of 30,000m
2
 of failed stand pavement 

with new, integrated pavements  

¶ Replacement of 54,000m
2
 of failed apron pavement 

with new, integrated pavements  

¶ Reinstatement of airfield ground lighting and 
guidance signage 

¶ Reinstatement of ground markings  

Expected Commencement :  ¶ 2015 

Expected Duration :  ¶ 5 years 

Asset life :  ¶ 25 Years 
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CIP 15.6.004 : Airfield Lighting Upgrade (Runway 10/28) 

Project Rationale:   

The electrical infrastructure (primary and secondary cabling, civil infrastructure, approach 

lighting) supporting Runway 10-28 and associated taxiways is now 25 years old and was installed 

as part of the original Runway construction  back in 1988.   

Asset assessments and health reviews of the lighting infrastructure supporting Runway 10 -28 

undertaken i n 2012 identified potential weaknesses and vulnerabilities. Furthermore , over the 

last 12-18 months there have been a number of failures within the components of the 

infrastructure.  

These weaknesses and vulnerabilities can be attributed to 1) electrical ca ble installation 

approaching end of life , 2) capacity issues with the civil infrastructure , 3) poor drainage of the 

existing infrastructure which is now contributing to on -going infrastructure failures, 4) o n-going 

safety issues and hazards for maintenance crews maintaining airfield infrastructure.  

In addition to the above the asset health review identified areas of parts obsolescence and 

installations that are no longer compliant with existing and most current regulations. These 

non-compliances can be att ributed to the fact the infrastructure was designed and installed in 

the late 1980s and over the last 25 years regulation and standards have evolved.  

This project and necessary investment is essential to ensure Runway 10-28 (lighting) 

serviceability for th e next 20 years.  

Classification : Airfield  Overall Capex Type : Capital Maintenance  

Primary Driver  : Operational  Efficiency  Secondary Driver(s)  : Best Practice  (Safety) 
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Total Capex Requirement :  ¶ û9.10 million 

Historic Expenditure (pre 2015)  ¶ û0.00 

CIP Expenditure (2015 ð 2019)  ¶ û9.10m million 

Underpinning Assumptions and 

Cost Benchmarks 

¶ DAA Cost Database 

¶ Night working 

¶ Parallel System Requirements 

Alternative Solutions Reviewed  ¶ On-going preventative and reactive maintenance via 
opex budgets which is not sustainable from a cost 
perspective.  

¶ Maintenance operations to existing manholes are  
unsafe.   

Stakeholder evaluation and 

consultation status  

¶ This proposal has been presented to and consulted on 
with airlines and other stakeholders during the capex 
proposals for Dublin Airport 2015 -2019 consultation 
process. 

Project Output  ¶ New approach lighting and masts at Runway 10 and 
Runway 28. 

¶ Runway inset fittings replaced with LEDs  

¶ +10 Km of trenching 

¶ +75km ductwork and cables  

¶ +300 Manholes 

Expected Commencement :  ¶ 2015 

Expected Duration :  ¶ 2.5 Years 

Asset life :  ¶ 20 years 
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CIP 15.6.006 : Airfield and Apron Roads 

Project Rationale:   

The Airfield and Apron Roads are provided to allow safe and efficient  access for airport and 

airline personnel, ground handling agents, contractors, suppliers, authorised persons and 

equipment to all parts of the airfield without entering active aircraft areas such as runways, 

taxiways, aprons and stands.  The apron road is provided as an integrated part of the aircraft 

apron to allow immediate access to aircraft, while the perimeter road is constructed on the 

perimeter of the greater airfiel d to give unrestricted access of  the airfield to security, fire 

service and asset care teams.  Collectively the apron and perimeter roads combine to form a 

critical element of the airfield infrastructure, acting as safe corridors for airside activities for 

all authorised airside users.  

The majority of the apron roadway was constructed on or before 1960 when the apron was 

constructed.  A recent condition report has identified areas of the apron roa d which are about 

to fail or have  already reached the end of their functional life.  When these areas fail or 

become unserviceable, the disruptio n to apron activity  is significant and the Health and  Safety 

risk to aircraft from Foreign Object Debris or Foreign Object Damage (FOD) is also increased.   

The perimeter road was constructed in the 1980s with the introduction of Runway 10 -28. 

Sections of the perimeter road are currently in very poor condition and have a limited remaining 

life, leading to increased maintenance and a risk of Foreign Object Damage from loose material.  

If these areas are not addressed and the perimeter road becomes unservicea ble, airport 

vehicular traffic will have to be diverted to use the active aircraft taxiways, thereby causing 

disruption to aircraft movements and a higher risk of operational errors, FOD and disruption.  

This project proposes the timely rehabilitation of th ese roadways to ensure the smooth and 

efficient operation of the airport by protecting the vehicul ar routes throughout the apron and  

airfield, thereby avoiding any increased safety risk, aircraft delays and overall business 

interruptions.  The rehabilitati on of the roadways will be undertaken on a business criticality 

basis subject to in -depth condition reporting and risk analysis.  It is expected that 7,000sqm of 

Apron Road and 15,000sqm of Perimeter Road will need to be replaced between 2015 and 2019 

based on current condition reports.  

Classification : Airfield  Overall Capex Type : Capital Maintenance  

Primary Driver  : Infrastructure Integrity  Secondary Driver(s)  : Best Practice (Safety) 

 

 

           

Total Capex Requirement :  ¶ û1.70m 

Historic Expend iture (pre 2015)  ¶ û0.00m 
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CIP Expenditure (2015 ð 2019)  ¶ û1.70m 

Underpinning Assumptions and 

Cost Benchmarks 

¶ Full reconstruction of failed apron road pavement in 
Pavement Quality concrete required  

¶ Structural bituminous overlay used where possible on 
perimeter road to avoid need for full reconstruction.  

¶ Local rationalisation of drainage may be necessary but 
no additional surface water attenuation.  

¶ Costs based on recent apron and perimeter road 
reconstruction projects.  

¶ No new electrical fittings required  

¶ Night-time working in a number of areas may be 
required . 

¶ Works to be carried out in discrete portions to 
minimise operational disruption . 

Opex Impacts  ¶ Maintenance repairs on degraded or failed road 
pavements may not be possible due to the severity of 
the fa ilure and access to the area.   

Alternative Solutions Reviewed  ¶ Piecemeal ad-hoc replacement of road pavement as 
required as detailed above.  

Stakeholder evaluation and 

consultation status  

¶ This proposal has been presented to and consulted on 
with airlines and other stakeholders during the capex 
proposals for Dublin Airport 2015 -2019 consultation 
process. 

Project Output  ¶ Full pavement evaluation to confirm remaining 
structural life and schedule for rehabilitation.  

¶ 7,000m
2
 of apron and perimeter road rehabili tation  

¶ Rehabilitation of apron road for a minimum of 30 years 
and perimeter road for 15 years.  

¶ Reinstatement of Airfield Lighting and surface markings 
as required 

Expected Commencement :  ¶ 2015 

Expected Duration :  ¶ 5 years 

Asset life :  ¶ 15 ð 30 years 
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CIP 15.6.009 : Taxiway Airfield Ground Lighting (AGL) Upgrade 

Project Rationale:   

Runway 10/28 is equipped with all the necessary navigational and lighting aids to allow 

operations up to and including CAT II/III visibility conditions. ICAO SARPS recommend that 

taxiways used in the following: (1) runway visual range conditions less than 350m, (2) at night 

(high traffic density), (3) forming part of a standard taxi route in visibility conditions less than 

350m or (4) forming part of a standard taxi route as part of an ASMGCS (Advanced Surface 

Movement Guidance Control System) be equipped with inset pavement centreline lights.  

Several taxiways on the airfield namely, A, B2, B3, E2 and E3 have in recent years become 

critical in their contribution to enhancing r unway / taxiway capacity and efficiency. Taxiways 

B2, B3 and A now form a main artery connecting the runway and the aprons to the east of the 

airfield and E2, E3 being the main runway exit taxiways during Runway 10 operations. These 

taxiways are currently equipped with taxiway edge lights and pavement centreline markings 

(permitted if aircraft traffic density is light), which was the case prior to the airfield 

reconfiguration works since 2008.  Since then, traffic volumes on these taxiways have increased 

considerably. In addition, the taxiways cannot be used in runway visibility conditions of less 

than 350m, effectively blocking their use in Low Visibility Conditions.  

Taxiway D3 currently the main entry taxiway during Runway 16 operations and taxiway G, the 

main exit taxiway during Runway 34 operations (also used as an apron entry / exit route) and 

soon to be used for intersection take -offs for commuter aircraft are equipped with taxiway edge 

lights, while adjacent taxiways are equipped with centreline lights . 

Equipping the taxiways with centreline lights will enhance safety of airfield operations 

providing;  

¶ greater taxiway visibility a t night, particularly during low  visibility conditions for pilots 
and airfield vehicle operators  

¶ increased ground manoeuvring guidance accuracy for pilots to follow  

¶ provide consistency of use of taxiway lighting aids across the airfield  

De-commissioning of existing taxiway edge lights along straight portions of these taxiways will 

be considered in order to reduce future maintenan ce costs.  

Classification :    Airfield  Capex Type : Capital Maintenance  

Primary Driver  : Operational Efficiency  Secondary Driver(s)  : Best Practice (Safety) 
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Total Capex Requirement :  ¶ û3.90m 

Historic Expenditure (pre 2015)  ¶ û0.00m 

CIP Expenditure (2015 ð 2019)  ¶ û3.90m 

Underpinning Assumptions and 

Cost Benchmarks 

¶ Capacity in electrical duct system and sub -station to 
facilitate installation  

¶ New electrical fittings and cabling required  

¶ Modifications to AGL Control system 

¶ Night-time working in a numbe r of areas may be 
required  

¶ Works to be carried out in discrete portions to 
minimise operational disruption  

Opex Impacts  ¶ Maintenance of light fittings  

Stakeholder evaluation and 

consultation status  

¶ Aer Lingus Regional / Aer Arann have requested use of 
taxiway G for intersection take -off operations on 
Runway 16. 

¶ This proposal has been presented to and consulted on 
with airlines and other stakeholders during the capex 
proposals for Dublin Airport 2015 -2019 consultation 
process. 

Project Output  ¶ +400 taxiway centreline lights / bases / transformers  

¶ +50km cable 

¶ +25km ducts 

Expected Commencement :  ¶ 201 

Expected Duration :  ¶ 2 Years 

Asset life :  ¶ 15 Years 
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CIP 15.6.017 : Runway 10-28 Overlay 

Project Rationale:   

Runway 10-28 is the main operational runway at Dub lin Airport.  This runway accommodates up 

to 95% of aircraft movements at  the airport. In 2012 aircraft movements on runway 10 -28 

totalled 153,974. This figure is expected to rise to 173,000 (based on 95% of forecast total of 

182,152) by 2016. 

In 2010 Runway 10-28 was overlaid with a thin porous friction course (TPFC) to improve its 

friction quality and extend its useful life by six years.  These wo rks were agreed with CAR in 

2009 and was included in CIP 2010-2014.  This TPFC will become life expired in 201 7 and will 

need to be replaced between 2016 and 2017 in order to keep the runway fully operational.  

The original concrete runway was constructed in 1960 with an asset life of 40 years.  Prior to 

the installation of the TPFC in 2010 , a number of failed conc rete slabs within the body of the 

runway were replaced.  Since 2010 further deterioration of the original concrete runway below 

the TPFC has occurred.  Further breakup of slabs beneath the TPFC surface manifesting itself in 

cracking and surface deteriorati on. Recent  Pavement Condition Index surveys place the runway 

condition  in the òmaintenanceó category. It is now clear that the original runway is reaching the 

end of its life a nd must be receive a structural overlay .   

The proposed overlay of the runway w ill take the form of a full structural bituminous overlay, 

nominally 200mm thick with a new TPFC wearing surface.   

Classification : Airfield  Overall Capex Type : Capital Maintenance  

Primary Driver  : Infrastructure Integrity  Secondary Driver(s)  : Best Practice ( Safety)  

 

Runway 10/28 : Scope of Overlay project (highlighted)  

 

           

Total Capex Requirement :  ¶ û22.30m  

Historic Expenditure (pre 2015)  ¶ û0.30m 

CIP Expenditure (2015 ð 2019)  ¶ û22.00m 



 

90 
 

Underpinning Assumptions and 

Cost Benchmarks 

¶ Existing TPFC and Jointmaster material to be removed.  

¶ Runway surface to be overlaid with a 200mm (nominal) 
structural lay er complete with tie -ins to existing 
taxiways and drainage systems.  

¶ Minor allowance for replacing original slabs during 
construction (subject to final inspection).  

¶ Design life of upgrade to be 20 years.  

¶ Current configuration of approach lighting and 
Instrument Landing System (ILS) acceptable.  

¶ No new edge lighting required.  

¶ Night working between 23.00 and 05.00  

¶ Project to be delivered in parallel with 15.6.004 
(Airfield Lighting Upgrade)  

¶ Current centreline and taxiway lighting to be 
reinstated  

¶ Runway and taxiway markings to be reinstated.  

Opex Impacts  ¶ Maintenance repairs will increase annually as the 
current surface deteriorates between 2015 and 2016.  
Repairs on degraded or failed sections of the runway 
pavements will become more intensive as the current 
TPFC reaches the end of its useful life.  Significant 
repairs to runway may not be possible without 
significant disruption to airport operations due to 
access restrictions to the area and runway use.  
Emergency repairs of failed pavements are up to 400% 
higher than the of the cost of planned pavement 
replacement and have a short life cycle.  This form of 
emergency replacement should be avoided.  

Stakeholder evaluation and 

consultation status  

¶ This proposal has been presented to and consulted on 
with airlines  and other stakeholders during the capex 
proposals for Dublin Airport 2015 -2019 consultation 
process. 

Project Output  ¶ Overlay of Runway 10-28 with 200mm (nominal) 
structural bituminous overlay and a grooved surface  

¶ Tie-in to all existing taxiways.  

¶ Reinstatement of centreline and taxiway lighting.  

¶ Reinstatement of runway and taxiway markings.  

Expected Commencement :  ¶ 2016  

Expected Duration :  ¶ 2 Years 

Asset life :  ¶ 15 years 
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CIP 15.6.055 : Airfield Taxiway Rehabilitation        

Project Rationale:  

Airfie ld taxiways are the main routes through the manoeuvring areas of the airfield over 

which aircraft pass en -route to the runways, aprons or aircraft stands .  Airfield taxiways are 

a critical part o f the airfield infrastructure and  without them aircraft could  not safely and 

efficiently access the runways, aprons , maintenance facilities and  parking stands.  

The majority of the airfield taxiways were con structed circa  1940s as part of the original 

airport configuration and in the 1980 s as part of the Runway 10-28 development.  A number 

of taxiways have since been overlaid to extend their lives but are now reaching the end of 

their  current useful life.  A recent condition report has determined that a number of the 

airfield taxiways are in a relatively poor conditi on and will need to be reh abilitated within 

the next five  years.   

The timely rehabilitation of these taxiways is extremely important to the smooth and 

efficient operation of the airport by protecting the manoeuvring routes for the aircraft, 

avoiding aircr aft delays and overall business interruptions.  The rehabilitation of the 

taxiways will be undertaken on a business criticality basis subject to in -depth condition 

reporting and risk analysis.  

A minimum of six primary airfield taxiways are expected to requ ire re habilitation over the 

next five  years.  Rehabilitation of these taxiways will vary from structural bituminous 

overlays to full pavement reconstruction and will be carried out following full pavement 

structural  analysis and review.  Underlying issues such as pavement level, taxiway 

alignment, surface drainage and sub -strata weaknesses will also be resolved in order to 

ensure that the infrastructure investment will reach its full expected life.  

Classification : Airfield  Overall Capex Type : Capital Maintenance 

Primary Driver  : Infrastructure Integrity  Secondary Driver(s)  : Best Practice (Safety)  

 

Total Capex Requirement :  ¶ û16.00m 
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Historic Expenditure (pre 2015)  ¶ û2.00m 

CIP Expenditure (2015 ð 2019)  ¶ û14.00m 

Underpinning Assumptions and 

Cost Benchmarks 

¶ Structural bituminous overlay used where possible to 
avoid need for full reconstruction.  

¶ No surface water attenuation.  

¶ No new electrical fittings.  

¶ Night time working.  

¶ Multi construction phasing to minimise route 
interruptions for taxiing aircraft.  

¶ Based on recent pavement overlay and reconstruction 
projects.  

Opex Impacts  ¶ Current maintenance works on these pavements will 
continue until the pavements are rehabilitated or fail 
completely.  Once the pavements deteriorate to a poor 
level it will not be po ssible to maintain the pavements 
without a significant intervention, which, if undertaken 
under emergency conditions, would be significantly 
more expensive than a planned rehabilitation 
programme and should be avoided if possible.  

Alternative Solutions Re viewed  ¶ Piecemeal ad-hoc replacement of pavement as 
required as detailed above.  

Stakeholder evaluation and 

consultation status  

¶ This proposal has been presented to and consulted on 
with airlines and other stakeholders during the capex 
proposals for Dublin Airport 2015 -2019 consultation 
process. 

Project Output  ¶ Full pavement evaluation to confirm remaining 
structural life and schedule for rehabilitation.  

¶ 70,200m2 of taxiway rehabilitation . 

¶ Reinstatement of Airfield Lighting equipment.  

¶ Reinstatement of Taxiway  markings 

Expected Commencement :  ¶ 2014 

Expected Duration :  ¶ 6 years 

Asset life :  ¶ 25 years  
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CIP 15.9.022 : Airfield Pollution Control 

Project Rationale;  

In order to maintain the safety of winter flight operations, airlines and airport authorities us e 

chemical deicing agents on aircraft and airside pavements.   These chemicals eventually enter 

surface water drains and streams and exert a significant environmental load and require careful 

management to ensure compliance with environmental and planning requirements; including 

the Water Framework Directive Regulations  (WFD), the Dublin Airport Local Area Plan  (LAP), 

Fingal County Council (FCC) discharge licence conditions and planning permissions. The 

requirements of the WFD and LAP place a significant re sponsibility on daa to ensure that water 

courses are protected from de -icing run-off.   

To deliver on these requirements, Phase 1 of the Pollution Controls Works in the Cuckoo Stream 

catchment (11,000m
3
 storage tank) was delivered as part of  CIP 2006 to 2009.  It was planned to 

deliver the final phases of these pollution control works (additional 18,000m
3
 storage in four of 

the airport sub catchments) through CIP 2010 to 2014, however these works were put on hold 

pending a review of the significant environm ental issues that arose following the two severe 

winters of 2009/2010 and 2010/2011.    

In this regard Greater Toronto Airport Authority was engaged to undertake a detailed review of 

de-icing activities at Dublin Airport and to review the existing and futu re planned 

infrastructure.  This review has now been completed and based on the findings of this study and 

the issuing of a discharge licence by FCC, which contains upper limits on the volume and 

characteristics of water permitted to be discharged from the  airport site to the public sewer, 

daa now plan to implement the recommended improvement works as set out in this paper in 

order to comply with regulatory requirements and minimise the impact of contaminated surface 

water runoff from de -icing activities on  the watercourses surrounding Dublin Airport:   
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Classification : Airfield  Overall Capex Type  : Capital Maintenance  

Primary Driver  : Compliance  Secondary Driver(s)  : Environmental  

Total Capex Requirement :  ¶ û20.00m 

Historic Expenditure (pre 2015)  ¶ û0.00m 

CIP Expenditure (2015 ð 2019)  ¶ û20.00m 

Underpinning Assumptions and Cost 

Benchmarks 

¶ Costs are based on the provision of 63,000m3 
of additional underground storage tanks.   

¶ The new storage requirement has been 
calculated using a hydraulic deicing model 
(including aircraft deicer and pavement deicer 
usage data) and meteorological inputs. 
Included in the model are the sewer discharge 
limit values permitted by the FCC licence.  

¶ The new facilities will be sized t o collect, 
contaminated runoff from 1 in 10 year winter 
weather event within the parameters of the 
FCC Discharge Licence to Sewer. 

¶ Estimate for the storage tanks is based on 
underground reinforced concrete tanks.  

¶ For benchmarking purposes, Manchester Airport 
(similar in size to Dublin Airport in both layout 
and passenger throughput) has 75,000m3 of 
storage capacity to deal with runoff from 
winter operations.  

¶ Design life of drainage upgrades and 

underground pollution tanks to be 30 years.  

Opex Impacts  ¶ Provision of additional storage capacity will 
result in additional running time for the 
existing pumps which discharge the 
contaminated runoff to foul sewer.  

¶ DAA pays û0.66 per m3 to FCC to discharge 

contaminated runoff from de -icing activities to 

the public sewer and in this regard û250k was 

paid  to FCC for discharges from de-icing 

activities during winter 2012/2013. The 

discharge costs rate is based on volume and 

concentration of the final effluent. Increased 

storage will provide opportunity to reduce the 

concentration of the final effluent and/or the 

volume discharged. 

Alternative Solutions Reviewed  ¶ Do-Nothing: Risk in the event of environmental 
non-compliance is that FCC will request that 
discharges of contaminated runoff to Cuckoo 
Stream are stopped.  Only practical way to 
ensure this is cessation of de-icing operations.   

¶ Options based on providing storage or 
treatment for runoff from extreme events (1 in 
50 years) were investigated. The infrastructure 
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required for these events was excessive, e.g. 
storage requirements in the range of 200,000 - 
300,000m3.  Cost burden to customers and 
airport from this option is too high and as a 
consequence this is not a viable option and 
consideration was therefore focussed on 
infrastructure requirements for less extreme 
events; 1 in 10 years.  

Stakeholder evaluation and consultation 

status 

¶ This proposal has been presented to and 
consulted on with airlines and other 
stakeholders during the capex proposals for 
Dublin Airport 2015-2019 consultation process. 

¶ Since 2011 extensive discussions have taken 
place with FCC with regard to the proposals 
around the management of the contaminated 
runoff and trigger values for diversion of same 
to storage to ensure compliance.  

¶ Similarly extensive consultations including 
workshops have taken place with the airlines 
and their handling agents with regard to (a) 
informing them of the impact their operations 
have the watercourses and (b) optimisi ng the 
de-icing operations and chemical application.   

Project Output  ¶ 63,000m
3
 of additional storage capacity or 

equivalent treatment facilities.  

¶ 50m
3
 storage facility and associated 

infrastructure for concentrated spent de -icing 
chemicals (glycol).  

Expected Commencement :  ¶ 2016 

Expected Duration :  ¶ 2 Years 

Asset life :  ¶ Below ground drainage works and pollution 
tanks: 30 years. 

¶ Above ground storage tanks: 15 years 
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Capital Maintenance Projects - Terminal and Landside 
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CIP 15.3.001: Landside Infrastructure Utilities 

Project Rationale;  

DAA is responsible for the provision of heating and water to the terminals and campus buildings.  

Under the National Energy Efficiency Action Plan (NEEAP) DAA have signed up to the Public 

Sector Partnership Programme with Sustainable Energy Authority of Ireland (SEAI).  DAA are 

committed to 33% improvement in energ y efficiency by the year 2020. The targets are 

challenging and require system improvements to assist with achieving committed reductions.  

DAA have developed an energy strategy and action plan to deliver these savings. 

System improvements are in line with requirements to replace equipment that is approaching or 

exceeding its life expectancy.  

In order to continue provision of he ating and potable water to te rminal and campus buildings in 

an efficient reliable manner the following works are required:  

1. HVAC and MTHW systems improvements T1.  

As part of a survey carried out by SEAI in 2013 a number of recommendations and 

findings identified system improvements to  our HVAC and MTHW systems.  Works include 

alterations t o pipe work configurations and  upgrades of existing controls.  

2. Replacement of Heating System Boilers/CHPs T1.   

Existing boilers and CHP 3 will require replacement in the near future.  The project wil l 

evaluate latest developments in energy efficient technology along with renewable 

options and predicted energy prices. It is then proposed to replace boilers and CHP 3 

with the most efficient, cost effective solution for heating terminal 1.  

3. Energy Projects.   

Each year as part of our Energy Strategy, Action plan and commitment to achieving 

energy reduction targets, DAA are committed to delivering a number of energy 

reduction projects with sustainability as the key driver.   

Classification : Plant and Equipment  Overall Capex Type : Capital Maintenance  

Primary Driver  : Infrastructure Efficiency  Secondary Driver(s)  : Sustainability  
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                  Boiler/ Heating Systems                         Boiler T1  

 

Total Capex Requirement :  ¶ û4.60m 

Historic Expenditure (pre 2015)  ¶ û0.00m 

CIP Expenditure (2015 ð 2019)  ¶ û4.60m 

Underpinning Assumptions and 

Cost Benchmarks 

¶ DAA Cost database 

Opex Impacts  ¶ Reduced energy consumption 

Alternative Solutions Reviewed  ¶ End of life cycle of critical com ponents which must be 
replaced.  

Stakeholder evaluation and 

consultation status  

¶ This proposal has been presented to and consulted on 
with airlines and other stakeholders during the capex 
proposals for Dublin Airport 2015 -2019 consultation 
process. 

Project  Output  ¶ Replacement of HVAC and MTHW systems in T1                        

¶ Replacement of CHP 3/ Boilers in T1             

¶ Renewable energy projects          

¶ Improved airline and passenger experience   

Expected Commencement :  ¶ 2015 

Expected Duration :  ¶ 5 years 

Asset life :  ¶ Upgrade of existing systems ð 5 Years 

¶ New plant and equipment ð 10 Years 
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CIP 15.3.004: Landside Infrastructure Car Parks  

Project Rationale;  

DAA is responsible for the maintenance and operation of public and sta ff car parks at Dublin  Airport. It 

is necessary to carry out essential works on these car parks to allow safe and efficient operation and 

maintain the assets in good order.  

Car Parks works include the following:  

1. Public Car Park Equipment Upgrades.   
2. Long term Car Park Lighting Upgrades.   
3. Refurbishment of Multi -story car park Block C Roof. 

 

Classification : Airport Infrastructure  Overall Cape Type : Capital Maintenance  

Primary Driver  : Infrastructure Integrity  Secondary Driver(s)  : Safety 

  

 

 

 

 

 

 

Public Car Park. Barriers and pay-station equipment to be upgraded from 2018.  

   

Long Term Car Park Lighting to be replaced with low energy, long life fittings  



 

100 
 

 

Block C Roof Membrane 2013 

Total Capex Requirement :  ¶ û4.50m 

Historic Expenditure (pre 2015)  ¶ û0.00 

CIP Expenditure (2015 ð 2019)  ¶ û4.50m 

Underpinning Assumptions and Cost 

Benchmarks 

¶ Replace lighting with high efficiency LED fittings  

Opex Impacts  ¶ Reduced energy consumption 

Stakeholder evaluation and consu ltation 

status 

¶ This proposal has been presented to and consulted on 
with airlines and other stakeholders during the capex 
proposals for Dublin Airport 2015 -2019 consultation 
process. 

Project Output  ¶ New Public car park lighting  

¶ New Pay Stations ð 23  

¶ New Ticket Readers ð 24 Entry and 17 Exit 

¶ 43 New Automated Barriers  

¶ New Vehicle Recognition System / Season Card 
Readers 

¶ New Management Station and Controls Upgrade 

Expected Commencement :  ¶ 2017 

Expected Duration :  ¶ 2 Years 

Asset life :  ¶ 10-15 years 
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CIP 15.3.035: Landside Infrastructure External Roads 

Project Rationale;  

This project involves the upgrading of elements of DAA owned external roads at Dublin Airport. 

These roads provide access to critical airport facilities including ATC, Fire Station, airsid e 

access posts and remote airline facilities and must be maintained to national road safety 

standards. 

Roads included are as follows; External airport roads (South and North Parallel Roads, Northern 

Diversion Road, Collinstown Lane, Forrest Little Road and Fire Station Road Westlandõs).  These 

roads remain in the ownership of the DAA as Fingal County Council (FCC) has not yet taken them 

in charge. It has been planned to negotiate with FCC to have these roads taken in charge in the 

context of agreeing the ca pital contributions for the new northern runway and other major 

airport developments. Pend ing final agreement with FCC  provision is necessary for capital 

maintenance work.  

This project is a deferred project from CIP 2010 -2014 

Classification : Airport Infr astructure  Overall Capex Type : Capital Maintenance  

Primary Driver  : Infrastructure Efficiency  Secondary Driver(s)  : Compliance 

 

 

 

 

Total Capex Requirement :  ¶ û2.00m 

Historic Expenditure (pre 2015)  ¶ û0.00m 

CIP Expenditure (2015 ð 2019)  ¶ û2.00m 

Underp inning Assumptions and 

Cost Benchmarks 

¶ 2008 Similar Project  

Opex Impacts  ¶ Reduced maintenance costs; reduced insurance claims. 






























































































































































































