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Faeword

daa is pleased to present in this document its Capital Investment Progrg@iRg¢ Proposa015

2019. This programme has been developed through a rigorous process of project appraisal and
prioritisation and in consultation with our airline custens 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 Airpaid maintain its ranking in the top 5 European Airpoiftsr

service qualitywhich has been achieved in 7 of the last 9 quarters.

RIFIl Qa /f201#%, whioh mvas 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 presdad. This programme focussed on the spend necessary in the short term to
replace and upgrade lifexpired assets and to maintain customer service levels. It also incorporated
trigger projectsto enable Dublin Airport to expand to facilitate growth in tiaffvhen conditions
improved and to comply with regulatory requirements.

CIP 2012014 was divided into three tranches as follows;

Tranche k Operational Projects
Tranche Z; Service Delivery
Tranche 3; Triggerprojects

Key asset replacements and uagdes carried out in this-$ear period include;

1 Overlay of Runway P8 with a Thin Porous Friction Course (TPFC) extending the
operational life of the runway to c.2017.

1 An ongoing programme of apron reconstruction, based on a business critical pavement
evaluation methodology,which has delivered c. 50,000sgm of rehabilitated concrete
pavement to date in CIP 202014,

1 Category | stopbars were installed on Runway346oroviding a further control to reduce
runway incursions.

1 2 new airfield generators haveebn installed providing critical resilience and greater

operational efficiency.

Airfield drainage workare ongoing and will be completed 2014.

Investment in pollution control tanks has been optimised in current period through

investment in alternativeollution control measures, notably reduction at source following

the previous severe winters in 2010 and 2011.

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

1 Theexisting Terminal 1 Multi Store@ar Park is currently being refurbished to extend the
asset life and is expected to be complete in Q2 2014.

1 Retail refurbisiments in Terminal 1 are ongw and are expected to be substantially
complete in 2014.

= =4

Overall, over 100 projects have been completagr the course of this CIPur accident frequency
ratio (AFRYuring this CIP is 0.1&nd over 5.1 million mahours have been worked to date. Shi
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 bdté support of capital investment and

LACI ASQ participating airport25 mppa
2 January 201Q February 2014. AFR is theioabf reportable accidents to programme hours worked.
6



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 ¢ for and with aur airline customerg, throughthe adoption ofCIPProposal20152019.

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 vhaddthe airport
infrastructure required to enable effective competition with other econorii@he Department of
Transport, Tourism and Sport recognises that air transport requires a level of airport infrastructure,
both in terms of capacity and quality tfacilitate the optimum level of air servideGiven 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 alsanindful 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 examiomtpossible (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:

1 A safety or regulatory requirement is driving the investment

1 Current assets redte repair or replacement as best asset management principles

9 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 s)esat all project proposals

are at the same level of development at the current tingea will continue to explore new and
improved options over the course of the CIP. This approach, comhiitechecessarily changing
emergent circumstanceand needscan and doegesult 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 maturitycapdx
flexibility in Section 9.

W NI RUFNI Fyy2dzyO0Sa LI Fya F2NIyldAazytt F@ALGAZzy LRfAO&Q

* An Integrated Irish Aviation Polickgsues Paper for Consultation. Department of Transport, Tourism and SportaRebru
2013
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1 Introduction

This Capital Investment Programme (CIP) presents daa proposals for capital investment at Dublin
Airport for the period 2018019. These proposals have been reviewed by our airline custamers

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

RFEI ¢St 02YSa /! wQa RS dentcanduffantioeview thadzdstypiofileloffourA y R S LJS
proposals.

This €t adzLJL}2 NI a Rl | Qawrporind8s§yOldablasssS grodvifig oor Dasifiess by
delivering great service and value to airlineasgengers and business partnePelivery of this gal
drives three key business priorities for daa:

1 Sustainable traffic growth
1 Improved customer experience
1 Growth of net commercial revenues

We aim to deliver jusin-time and hence cost effective airport infrastructure to handle the
forecasted volume ah 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 areaspiotential improvementg helping us deliver

the quality of service our passengers and businesspastdesire, and underpinning our position as

a top service quality performeFinally, through building in flexibility and adaptability in how we plan
and develop airport infrastrcture, we seek to enable the growth of net commercial revenues.

¢t2 SyadaNBE (KSaS (Seé odzaAiAySaa LINA2NARAGASAE &K LIS
approach to airport development:
1 Embedding strong foundations of safety, security and compéa
1 Maximising performance for airlines, passengers and partners
1 Maximising opportunity and capacity for growth
Projects which donot incorporate these three pillars araot considered optimal to provideur
customer requirements and areot proposed for apex funding.

Operations and developmerdt Dublin Airport are planned anchonitored to ensure consistency
with our key business priorities and the three pillars approach is fundamental to their achievement.
These planning, development and operation fuoos are performed within a framework of
legislative and regulatory requirements with whiate must comply. In some casegmpliance is a
necessary condition for Dublin Airport to be allowed continue in operation.

Traffic volume and profile are key dens of project planning and development and hugely
significant to operational delivery of service quality; our current traffic forecast for the next
NEJdz F i2NE LISNA2R Aada O2y0GlFlAYySR Ay {SOGA2Y HOD ¢K!
t2 HAaMp SAGK OF LI OAdGe LI FyyAy3a F2N) 6KS FANLER2NI A

The annual passenger number is a clear and easy to understand measaotivity at Dublin
Airport, however it is of limited use in capacity plannitigs 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) thetderpins capacity planning andrives the
selection of capacity iproving/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 graphicakespagion 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

8



processors are specific to only one passengecgseing chain (e.g. baggage out is only within the
arriving passenger process chain and ckecks 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 i.e. the transaction times for the process baseda dwell
times/physical layouflATA Level ofédvice C)/maximum queue lengths, as appropriate. This gives a
theoretical peak hour capacity for each processor which @abdnchmarked against other airports.
Such benchmarking can indicate whetltseifficient capacity is available to accommodate forecast
traffic or whether additional investmenis required to increase capacityhe objective in planning
capacityincreasing pojects is to get a balanced acreabe-board similar peak hour capacity for all
processors. Section 3 also details the current pealtr capacity of each of the airport processors

and the projects proposed to optimally align these processes for arrividgdaparting passengers

to maintain and improve the current passenger experience.

Capacity alignmenis one means of maintaining and improviagrvice qualityto our customers
Maintenance of exishg assets is also important providing the level of seice our customers
require. Section 4discusses service quality at Dublin Airport gombvides a rationale for all
proposed investment to maintain and improve service quality through capacity increase or asset
maintenance. A summary of customer views efvice 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 envirommehile
passenger numbers have returned to growth, such growés sluggishfrom 20162012, increasing
thereafter, and as of 2013 passenger numbers have netiirned to peak levels (20083.5m, 2013
outturn 20.2m). Whilst the economic circumstances have improved somewhat since the submission
of CIP 20142014, the nature othe 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 loagin optimal asset cost and establishes triggers foredrsgale
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, @skl performance of the assets required to provide
services at the airport over the period 202819. Further, an explanation of the International
Standard for Asset Management ISO 55000 and how the daa capital rationing system is being aligned
with this sendard 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 esure 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 consultatiottsthe Capex Proposals for
Dublin Airport 2018019 which was again subject to consultation with airlines in Jardargh

2014. A summary of these consultations is provided in section 6.

ThisCIPO2 y i Aya RIF Q& LINRBLRAalf & edhtyandigrowh dar ki peNod A y i Sy I
20152019 and the capital spend required to achieve these outcomes. Whilsent economic

conditions require a high degree of prudencepimoposed capital expenditure, short/medium term

economic uncertainty cannot be alloweatdtive longterm economically suoptimal 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 longtitead

between intiation 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 whishdetermined by a set of triggers.



Projects have been groupeds follows

Tranche 1 : Capital Maintenance

Tranche 2 : Business Development

Tranche 3 Contingent Projects (Expected to Trigger)
Other

Table 1 : Summary ofIEProposal20152019 Capek

Project Type CIPProposal201520919 | ¢ 2 G t NR 2
LY2dzy G o€

Tranche 1: Capital Maintenance 186 192

Tranche 2: Business Development 183 184

Tranche 3Contingent 86 86

Other 22 22

Total 477 484

* Figureshave 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 peried 2015
2019. Tale 2 details these four projects.

Table 2 : ContingenProjectsg¢ Not Expected to Trigger

Project Type Value Trigger Proposed Inclusion in CIP Proposals 2015
0€eY 2019
Fuel Farm 25+ | Occurrence of a technical, legal Not expected to triggel

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

Runway 128 55 | Project allowed if trigger for Not expected to triggerNot the
Extension Northern Runway set > 23.5m preferred development option
passengers in a 12 month period
Runway 128 74 | Project allowed if trigger for Not expected to trigger; In th¢
Extension and Northern Runway set > 23.5m event of Northern Runway trigger ¢
Addition of Line- passengers in a 12 month period > 23.5m, this project represents 3
up Point§ efficient development option
Northern Runway 245 | 23.5m passengers in a 12 month Trigger evenexpected circ2019
period with release of capeallowance in

the following year

* Figures have been rounded to the nearest million

Details of theprojects within thethree tranches of proposed cdpl investment are provided in
Section 7 grouped by envelope of capex flexibility

®€25m is the cost of providing 3 x 5 million litre tanks, véthairside intoplane unit and connection of the fuel hydrant

system on Pier 4. Additional costs would be incurred to provide fuel hydrant systems on-Bies dppropriate.

® Additional Ine-up points for Runway 10/28 is a staatbne trigger project within thé€ontingentq Expecte@otal in

Table labove, ®S @ O2 YLINR & A y 3. Theidnologiora ¥ ( B3 249 d Y 3 8§ I8 O (isSdieCo theNet2 S O G &
that there is an econo® 2 F OANDI emnY FNBY dzyRSNII{1Ay3d GKAA LINR2SOi
latter is the selected development option.
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An envelope approach to capex allowances is consistent with the risk assessment methodology
underpinning 1ISO 55000. With such an approach, allowed capex can be alloxgiegects 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 indiguial 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 allowanée presented in SectioB. In its 2009
Determination, the CAR supported this approach to capital allowance stating:

Y.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 bueiget 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 groughiiy

daa has welcomed this support for an envelope approach tocapeestment and anticipates its
continuation in CIP 2018019. daa has grouped projects ithis CIP Proposals 202819 into 6
envelopes of capex investment, and proposes capex flexibility be applied at this leveltrathext

the overall CIP leveTrigger 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 managementextity daa for
the successful delivery of previous capital investment programmes and which will be employed to
deliver CIP 2013019 also.

An individual project sheet for each project in CIP Proposals-2018 contained in section 10
completes this CIPréposals 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 magemechanism and this adds a
further incentive to invest resources in this area. Gaim in forecasting traffic volume is to
incorporate relevant variables(which in statistical tests of historical data have shown significant
correlation with passenger numbgregether with relevant market intelligence relating to planned
schedule & capaty changes by airlines.

2.1 Dublin Airport Passenger Forecast 2018019

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 thahesriprovide a
F2NBOFAG F2NJ GKSANI 26y | ANI AWHlenae aiiling dEdfredd that i 5 dzo f
econometric modelling of traffic volumes was worthwhile, treedback fromother responding
airlinessupported the methodology and sousef input values fovariables usedh the model

Following this consultationniOctober 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
thisindexbased traffic range forecast generates the paggr numbers shown in Figure 1.

11



Figure 1 : Passenger Forecast for Dublin Airport 2204 9*
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*pbased on 2013 outturn of 20.2m

Airlines were invited to comment othe output of the forecasting tasland nonegative comments
were received.

In the first week of consultation on capex proposals 28039 in January 2014, daa again presented
its forecasting methodology anthe initial range traffic forecast to end 2019 showiniipe core
forecast on whicltapacity analysis was based@dditionally, daa presented two traffic sensitivities
T1 High Growth and@?2 High Growth (Transferghich were used in theralysis of the T1 chedk
and fcurity project, the T2 transfers project and for the intdated goup of runway projects.

These scenarios are presented in Figibelow.

Figure 2 Traffic Sensitivity Analyses
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Inital Range Forecast for Dublin Airport Passenger Volume 22049
including T1 High Growth & T2 High Growth (Transfers) sensitiviti
26.0
25.0
24.0
© 23.0
E 22.0
21.0
20.0
19.0
2013 2014 2015 2016 2017 2018 2019
=== DAA Low Scenario 20.2 19.9 20.2 20.6 21.0 215 218
== DAA High Scenario 20.2 20.7 21.5 22.2 229 23.7 245
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 21.6 225 234 24.2

At the time of publishing the Initial Range Forecast daa indicated that we would expect to refine the
forecast ove 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 dataa presents theavised 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 evepdiced grevth, when in fact growth is likely to
accelerate at times and to slow (or even rever@edther times. There are numerous different paths

by which the same 2019 outcome could conceivably be arrived at. Accordingly, in producing the
Revised Range Forecadga 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. Trease/decrease
medium term forecasts on the basis of every sherim variance would be unduly reactive and
create considerable instability in longtrrm forecasts.

As indicated above, daa is expecting to hit the same traffic levels as previouslytpoedari 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 Dir&fetermination.

Figure 3. Revised RangRassenger Forecast for Dublin Airport 262819
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Revised Range Forecast for Dublin Airport Passenger Vo
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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 programingt, 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 airovafinemt
forecasts which are of greater relevance in planning requirements for some facilities e.g. stands and
runway.

2.2 Dublin Airport Movements Forecast 2032019

The aircraft movement forecast is derived from passenger demand projections (whelada&unt

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 reflecirnes greater propensity to operate larger aircraft on
routes where slot restrictions existt(aither or both ends). Figure gresents the aircraft movement
forecastrangeconsistent with the passenger number foreceamtgein Figure 3

Figue 4: Movement Forecast for Dublin Airport 2012019
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Range Forecast for Dublin Airport Annual Aircraft
Movements
20142019
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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 apéons at Dublin airport it is necessary to
disaggregate this forecast by traffic type and location of operation at Dublin Airport.

Longhaul vs. Shorhaul traffic

Traffic volume in 2013 wasalmost 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
AYRSTAYAGSt @ odzi aK2dzZ R Odryhad yeoesk idi the cniin® fedr® G K |
with a renewed focus on opening links to developing economies such as China andE8stufisia

continued strong performance of transfer passengers through Dublin Airport, particularly those

connecting onwards to Ndah America.

Shorthaul and longhaul traffic place varying requirements on facilities at the airport. Shactl

traffic is mainly served by turboprop (e.g. ATR42/72) and jet aircraft (e.g. A32088D3 Avith
capacity in the range of 50220 seats andugh aircraft can in general be accommodated on a single
stand (1 NBE narrow body equivalent). LoAgaul traffic is served by a mixture of narrow and wide
body aircraft e.g. B757, A330, B777 with capacity in the range 419 seats. These aircraft reqaii

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 B®B0D). The relatively strong growth in long

haul traffic will therefore place additional demd on stands at Dublin Airport than would be
forecast by the overall growth in passenger numbers alone. This stronger growth thdahgaffic

is expected to continue throughout 20£532019.

Transfer Passengers

15



Although a small percentage of the totassenger 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 availgblhich also add commercial revenues as a sgbsid

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 202619 period. This trend

will accelerate the requirement for additional investnt in transfer facilities to meet the needs of

this growingpassenger segment.

Tlvs. T2

In 2011 which was the first full year of T2 operation, T2 accounted for 42% phssengers at
Dublin Airport;by 2012 this had risen to 44% and 47% in 2013. fdféct rarge forecast envisages
that the volume in T2 will grown 2015¢ 2019. As the traffic profile dr T2 is peakier than at T1,
continued growthat T2 will result in capacity constraints being reached more quickly in the absence
of effort to rebalancedemand 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 inegrate 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 managingythieal busyhour

for each processor.

The typical busfhour passenger througiput is different for arriving and departing passengers and
also differs by process area e.g. chétkimmigration etc. Passengerrtdughput in excess of the
busyhour capaciy 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 continubé next regulatory period), and

also wishes to provide the level of service desired by our passengers, airlines and bpaitress,

the hourly capacity of each processor must be aligned with itsdwasy demand. Typicddusy-hour
processor capacitis 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 imptotawote 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 alteringcpgacity of particular processn
(permanently or temporarily) are :

1 The firg stage ofregulatory LAG&quirement 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.

1 on-going work with IAA to secure sigiff of additional slots on existing 4ZB runway
infrastructure will, if successful, improve runway capacity

1 the requirement to take facilities out of operatiai perform necessary maintenance can
resultin temporary capacity reductiom.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 pllution control support the provision of services through these process$agsire

5 represents the logical sequence of processors for both arriving and departing passengers at Dublin
Airport, together with the utilities required to suppodperation of hese processord&ach of these
utilities also ha a capacity level which cannot be exceeded either physically (electricity, gas) or to
comply with regulatory requirements e.g. limit on volume ofidimg runoff which can be released

to the Ringsend treatent facility in a given time period.

Figure 5 Processes & Utilities at Dublin Airport

PROCESSES & UTILITIES
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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 actbesoard similar peak hour capacity for all
processors in the chain Additionally, capacity planning aims deliver capacity increases just in

time to stay ahead of demanahich is illustrated in Figure 6

Figure 6. Optimal Timing of Capacity Investmen
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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 capexentens),are shown

in Figure 7 Here it can be seen that stands, T2nster, T2 checin, T1 security and facilities to
accommodateadditional larger widebody aircraft will all constitute areas of capacity restraint by
2019, based on current forecasts of passenger numbers anddfrday profile assuming current
peakhour @pacity.

Figure 7: Areas of Local Capacity Constraint 2019

AREAS OF LOCALISED CAPACITY DEFICIT

STANDS

daa is not proposing capex investment to address all of these capacity deficits as alternatives exist
for some processors which do not require capEgr exampledaa proposes to manage cajitsc
constraint in T2 check through rebalancing of cheék demand between terminalsThere is a
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different time-of-day profile for departing passengers in T1 and T2 and hence to theofiuhay
demand for checlin facilities between terminajsby relocaing some airlines from T T1 to
coincide with periods where spare capacity is availafbee sustained use can be made of available
facilities This solutioravoidscapex investmento increase capacity in T2 (where localised constraint
exists)but is ontingent 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 Runway2Bin the peakhour for departures is 38epartures plus

5 arrivals an increase of 2 departures over winter 2013 seadsBemand in the summer season
2013 was 29 departuresvhich has increased to 32/3® 2014,and such demand is expected to rise
over the CIP period in line with the movement forecast presented in SectianTBel current
capacity ceiling which the 1AA has indicated89 departures in the peak departures hour resulting
from the completion of thdollowing work phases:

Table 3 : Phases2 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 detailsof the IAA capacity enhancing proposae provided in the diussion onan
appropriate trigger for te Northern Runway in section 728

Arising from the orgoing work to sweat the existing runway assets, the runway itself is not expected
to present a capacity restraint in the CIP period 2Q089. Howevergiven he lead time between
initiation and deliveryof such a major infrastructural facility as a new runwalgnning must begin
earlier than a single CIP periom ensure thatdemandcan be metbeyond this timeframeFour
runway-associatedtriggered projectsare included in this CIP: (IP 15.6.013 to facilitat&9
departures in the peak houfline up points at 10 and 28 ends of the existing Runwa8 @o
provide parallel feed to the runwayfii) CIP 15.6.012 to provide an extension to Runway?8@o
increase the range of destinations which can be served from Dublin AirfioytCIP 16.6.028
amalgamating CIP 15.6.013 and 15.6,@i (iv) CIP 15.6.05tb provide new runway infrastructure
(Northern Runway). These projects, the interplay between thand hence appropriatdriggersfor
eachto provide justin-time runway capacityare discussed further in sectiorn872.

The remainder of this section comprises of a diillvn on capacity and demand for each individual
processor and implications for capenvéstment 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 theseqasors is detailed in Figureg 80 and

"Phase 1 of the capacity enhancing programme completed
® The 95% busy day demand in the current summer 2014 schésitde 32 departures in the peak hour; on 7
days departure demand will reach 33.
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following discussion. Figures -14 provide similar information for the processors unique to
departing passengers : cheitk security, TSA, CBP & Transfand baggage out and Figures1ib
for the processors unique to arriving passengers : immigrationtene& greeters and baggage out.

Figure 8 Roads/Kerbs/Parking Departing & Arriving Passengers

ROADS // KERBS // PARKING

CAPACITY:
- 2013 Roads [T1-5000pax/hr
T2-5500pax/hr] circa 30mppa
- 2013 Kerbs T1-700veh/hr T2-950veh/hr
Mode Share - 2013 S/T Parking 3400 spaces

2011(%)

DEMAND:

- 2013 Roads [T1-3000pax/hr
T2-3500pax/hr] 20.2mppa

- 2013 Kerbs T1-575veh/hr T2-550veh/hr

- 2013 S/T Parking circa 3500 spaces

N~ - 2019 Roads [T1-4000-4500pax/hr

T2-4000pax/hr] 23.5-26mppa

-2019 Kerbs T1-(600-760)veh/hr
T2-(650-760)veh/hr

-2019 S/T Parking circa 4000

Period 2015-2019:
- Review kerbside demand annually at T1
- Make provision for additional short-term parking

Roads
b stnss s M Runwey &

There will be insufficient supply of shadrm car parking to meet forecasted demand by the end of
the next regulatory period. For this reason daa hatushed CIP 15.2.006 to increase the number of
short-term car parking spaces in the T2 muglibrey car park (MSCP) in this CIP.

Capacity for kerbside access at T1 sits within the range of forecasted demand irg 200ald
demand outturn be towards the higend forecast it will be necessary to increase capacity in this
area. We will monitor demand for this facility on an-going basis and have not included a project
to increase capacity for kerbs in this CIP. Should demand exceed supply by period empaitity c
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 & GatesDeparting & Arriving Passengers
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STANDS & GATES

STAND CAPACITY:
- 71 east of Runway 16/34
(+4 standby APC)

PIER 1: a N BN e DEMAND:

= Constrained capacity - 2013: 74 (including 4 stand-by stands)

PIER 2 - By On 7th July 2013, 75 stands were in use
- 5 e 4 = (aircraft parked up or reserved for stand-by
-Requires segregation ey - ‘ scheme) however CAR considered this to
3 P represent demand of 74. CAR’s reasoning
¥ was that as 1 aircraft allocated to a 2NBE
PlER 3: stand could have been accommodated on

F h ide bod dati stand 204 - had it not been closed to allow
- Further wide body accommodation for agreed scheduled apron rehabilitation

works - this represented demand of 1 rather
than 2 stands and thus a total of 74 .

PIER 4: . \
- Constrained capacity > -2019: 77

Period 2015-2019:
- Apron 5G - 13 NBEs
| Total stands - Apron 300R - 5NBEs
required (restricted aircraft size)
- Provision for bussing lounges
Available stands 71 (+4 standby) 80 (+4 standby)* - Further wide body
accommodation

*Apron 5G provision included in 2019 stand availability

Stand capacitysia 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 effagienation 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 thetands to the East of Runway-38 are in playfully operational); to the

extent that daa even relocated the airline stabyg stands from the West Apron to Aircraft Park
Charlie at airline request. Essentially, daa operates with no contingency in tegstahds, ad this

is expected to result inperational difficulties in summer 2014

Three trends identified in the traffic forecast 202819 ¢ passenger number growth, stronger leng
haul growth and higher growth in the pedkepartureshour (by basd aircraft), coupled with aircraft

fleet changeg; 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 projet to provide 9 (net) NBE stands and Apron 300R project to add 5 additifal N
standsc the use of thes& stands will be necessarily restricted to smaller aircraft). Provision of these
stands, together with migration of airlines from T2 to T1, will regulsufficient capacity for the
existing aircraft fleet in each zone of airfield operation to meet airline requirements. Additional
projects to provide airfield infrastructure upgrades for largade-body aircraft (Code E/Facilities

at Pier 3, the pruaision of enclosed gates rooms in Pier 1 and the allowance for Pier 2 segregation
(trigger project) are also proposed for this processor area.

FigurelO: Runway & Taxiway Departing & Arriving Passengers

° daa regularly reviews the stand configuration on the airfield to identify possible improvements in capacity, flexibility or
operational efficiency and, given the situatiavhich is expected in summer season 20fhds put forward a nhumber of
short-term adjustmentsto stands on the airfielshamely restricted use stands on Pier 1 (East End) and South Apron and a
further stand on Pier 1 througthe removal of Groud 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 knoatn operational impact on apron useincluding groundhandlers, fuel companies and airlines.

It is clear that this propsed reconfiguration is a duresssponse to immediate capacity constraint on the airfield and does

not represent a long term solution
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RUNWAY & TAXIWAY
- —_—  —

CAPACITY:
-2013 31d 5a (90sec separation)
= 2019 circa 35 d 5a ( Reduced separation)

DEMAND:
-2013: 29d 3a
-2019:35d 3a

Period 2015-2019:
- Construct one runway overlay
- Ops Runway capacity improvement plan
- Maintain 10-28 and taxiway
network to required standards
- Maintain 16-34 as resilient
runway
- Taxiway modifications to facilitate
Code F aircraft

£ % A Stands. &
ﬂa

The peak hour fodepartures forthe runway infastructure at Dublin Airport is the 06:00 hour (local
time)™ as the based airlindsegin 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 pelgfpartureshour is 33 departures
(increased from 31 in Wiar 2013; demand is currently 32/33. A small nmber of arrivals (5) can

also be accommodated during this hour in addition to the declared departure capacity.

Figure 11 Checkin - Departing passengers
CHECK-IN

om¥BRUNREESBIRY

o mi s mws  wy  mm o

\ T1 Forecast desk demand to 2019

CHECK-IN - T2 EARLY MORNINGS CHECK-IN - T1

CAPACITY:
-2013 T1: 122 Desks
-2013 T2: 56 Desks

DEMAND:
-2013 T1: 48-53
2013 T2: 56
-2019 T1: 58-64
-2019 T2: > 56

Period 2015-2019:
-Migrate growth to T1
-Review expansion
of T2 towards end of
period

1%91n 2013 the peak 6@ninute periodwas 06:2507:24 (based on scheduled time of departurejhis is subject to small
changes forwar@nd backwards from year to yeas airlines adjust their schedules slightly.
132 on typical busy day, 33 on 7 days
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The processing capacity of T2 chathvill represent a system constraint during the CIP peziotl>

2019 without remedial actioriThe processing capacity of T2 chatkvas 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 chiecllesks in T2. These additional chénldesks 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 cliredknctionality to airlines, this will come

at anincreased opex cost. For this reason, even without any additional growth in demand as
forecast, this can be considered only as a stemn measure to mitigate a shortage of cheok

desks in T2. Beyond the immediate timeframe, daa proposes to rebalagroardl for chechn
between T1 and T2 to utilise available capacity in T1. Such a rebalancing would not, of itself, require
capex investmenthowever such a rebalance can only be achieved through the relocation of airlines
from a T2 zone of operation to &l Tzone of operation. Indications from airlines which could be
relocated are that this would only be acceptable if Hrabienceoffered in T1 is similar to that of T2.

An important point to emphasishere is that T2 is constrained with regard to contaensl capacity

as well as cheek capacity. Moving airlines from T2 to T1 can address both of these issues,
increasing takaip of spare check capacity in T1, with ready access for passengers to stands on
Piers 13. (see proposals later with regard teP8 Flexibility).

Figure 12 Security- Departing Passengers

SECURITY

PROCESS DRIVERS:

EU Legislation changes
-LAGS

Passenger growth

In-flight baggage

n FTTTITL

SECURITY -T1 SECURITY -T2 - o T1 Security projected demand vs capacity
CAPACITY:
2013:
-T1 3375 pax/hr
-T2 3450 pax/hr

DEMAND:

2019:

-T1 (2900-3600) pax/hr
-T2 (2900-3400) pax/hr

Period 2015-2019:

- Continued efficiency improvement
plan

-Invest in new & expanded T1
security screening facility

The regulatory requirement for new equipment to comply with the Liquids, Aerosols and Gels
(LA standard reduces security capacity in both terminals. However, there is sufficienttgapaci

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 fore@&bm)range then T1 security

will have insufficient capacity by 2019. It should lteal that this capacity deficit is not a result of
airline migration from T2 as the current peh&ur for T1 departures is neconcurrent with the
departure profile of passengers served by migrating airlines. We are proposing a trigger project in
this CIPto 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
annualnumber of Tlpassengers.

Figure 13 CBP, TSA & TransfeDeparting Passengers
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CBP, TSA & TRANSFER

, o s o

: 3 .'ﬁ = N

T2 TRANSFER
B - T2 TRANSFER
CAPACITY:
-2013 T2 CBP 20 Booths
-2013 T2 TSA 3 Booths
- 2014 TSA 6 Booths
- 2013 T2 Transfer 3 Lanes

-2013 T2 CBP 15 Booths
-2013 T2 TSA 4 Booths

- 2013 T2 Transfer 5 Lanes
-2019 T2 CBP 20 Booths

- 2019 T2 TSA circa 6 Booths
- 2019 T2 Transfer 8 Lanes

Period 2015-2019:

- Increase T2 transfer capacity

The TSA facility was under capacity for the summer season 2013. A project currently under
construction wil provide additional capacity isummer 2014 sufficient to meet forecast demand to

the end of 2019. Agreement to capex fungifor this TSA relocation project was received from
airlines through an interim capex consultation. The T2 transfer facility was also under capacity in
2013. This undecapacity is being managed through additional staffing but this is not atérny
soluion. In this CIP we include a capagitgreasing 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 X : Baggage OutDeparting Passengers

BAGGAGE OUT

, i

‘
o -

PROCESS DRIVERS:

- EU Legislation

CAPACITY:
-2013: [T1 7112 bags/hr
T2 2431bags/hr] circa 30mppa

DEMAND:
-2013: [T1 2564 bags/hr
bl T2 1400 bags/hr] 20.2mppa
T -2019: [T1 circa 2800 bags/hr

T2 circa 1550 bags/hr] 23-26mppa

Period 2015-2019:

- Maintain 99% uptime
- HBS 2020

The kaggage out processor will have sufficient capacity to the end of 2019, assuming successful
rebalance of demand between terminals over that time peri@dP 15.4.003 to provide thdBS

24



standard 3 equiprant which will be required for TBy ' September2020is included in this CIP as,
capex pend would need to occur in 2018 meet a 2020 operational date.

Figure 15 Immigration- Arriving Passengers

IMMIGRATION

IMMIGRATION - T2 IMMIGRATION - T1

CAPACITY:

- 2013 Pier2 -12

-2013 Pier3-8

- 2013 T2 Central 16 Stations

DEMAND:

-2013 Pier2 -7

-2013 Pier3 -6

- 2013 T2 Central < 16 Stations
- 2019 Pier 2 - 8-10

- 2019 Pier 3 -8-10

- 2019 T2 Central < 16 Stations

Period 2015-2019:

- Local capacity increase in Pier 3

e
Greesers

To accommodatehe larger number of passengers which are carried on Code E and Code F aircraft,
provisbn 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 ageketers- Arriving Passengers

Baggage Reclaim - T1 Arrivals - T1

CAPACITY: - — CAPACITY- 2013:

- T1 Adequate
-2013 - [T1 425m T2 410m]
circa 30mppa - T2 Adequate

o

DEMAND: T1 Baggage reclaim projected DEMAND - 2019:
-2013 - [T1 120m T2 circa demand - v - capacity - I; :geq”a:e
200m] 20.2mppa - CLITELG]
-2019 - [T1 150m T2 circa
250m] 23.5-26mppa Period 2015 - 2019:
- Safeguard functional life
Period 2015 - 2019: of 40 year old Terminal 1
- Maintain 99% uptime building
- Enhance passenger
experience

Kebs " poomos W wnmiaraton
Parking oreees ™
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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 relémat 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 theQI&period shown in
Figures 816 are predicated on the assumed availability of utilities: electricigas, IT
communications network, airfield lighting, waterpotable & foul, drainage (attenuation), pollution
control and aviation fuel suppl¥each of these utilities has capacity of their own which cannot be
exceeded either physically or to remain gollant with environmental regulation. A review of each
of these utilties is presented in Figures aid 18.

Figure 17 Utilities at Dublin Airport

RESILIENT UTILITIES INFRASTRUCTURE
ELECTRICITY SUPPLY:

-Current Demand - 9.5MVA

-Current Capacity - 26MVA

-Twin Feeds

-Dual 10Kv campus distribution
network

e - §
GAS SUPPLY:
" -Current Demand - 1,800m? -Current Demand - 1,230m?hr
-Current capacity -13,500m? -Current Capacity - 2,200m>hr

=
\-lg l -3 Days storage (30MAP)
l‘m\{' ‘F‘ ‘ -1,000m?® dedicated fire fighting
AL | — -Leak reduction
| | (Water usage -8.8% on 2012)

Sufficient capacity is available for gas, IT Communications and electricity supply currently aad to th
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.)

RESILIENT UTILITIES INFRASTRUCTURE

; | ATTENUATION &

POLLUTION CONTROL
-Landside Attenuation - 32,000m?
-Airside Attenuation - 20,000m?
-Pollution Control - 11,000m?
-Stormwater management in accordance
with Greater Dublin Strategic Drainage
Study (GDSDS)
-Water Framework Directive - ‘Good

if Status’ Water Quality by 2015

I -Snow & Ice Impact

IT COMMUNICATIONS
NETWORK

-Highly resilient network - multiple
routes

-Resilient Links to National Network
(T50)

FOUL WATER

-Outfall sewer - No capacity issues
- -Treatment Facility (Ringsend) - limited
FUEL FARM capacity
-2013 capacity 2.4 milion litres -Proposed Clonshaugh Treatment
-2013 demand 2.3 million litres / day Facility - address capacity shortfall
-2013 storage capacity <1 day
-2019 storage reduces to circa 1/2 day

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 aidines
proceed towardsa DFBOT (desigmancebuild-operate-transfer) solution to increase capacity with

a 3x5 million litre tank facilityThe preparation for the DFBOT tender process is underway; however,
for the unlikely event of a technical, legal or other indpaent 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 necompliance with the ultimateanction 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 nostivere 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
generalyLINE A RSR o6& RIF (2 2dz2NJ Odzad2YSNE | yR 5dzf A
airports for customer satisfaction. The Service Quality Metrics regime in place for2PQ40is
summarised in Tablé.
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Table 4: Service Quality Metrics 2012014

Service quality measure Source | Target % weight in price
cap
Security passenger search time no longer than 30 minut¢  daa 100% 1.50
Percentage of time oubound baggage handling syste
unavailable for more than 30 minutes during hours daa 0% 0.75
operation
Percentage of time #bound baggage handling systeg daa 99% 0.25
available during hours of operation
Ease of wayinding 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 chéek  ACI 3.8 0.10
and security)
Courtesy/helpfulness of security staff ACI 3.8 0.15
Overall satisfaction (all passengers) ACI 3.5 0.25
Communtation/telecom/efacilities 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. Simildy, where it is not possible to exceed the througlt 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 areaseMnmadercapacity will exist by

the end of 2019, without capex investment funded through CIP ZI in the intervening period,

were identified:

Shortterm car parking
Stands & gates
Immigration

T2 transfers

Pollution control

=A =4 =4 =4 =4

and hence, in these areasgrvice quality is at risleuture targets for quality of service cannot be set
in isolation from the capex requirements to deliver such service levels.

An evidentthreat to service quality over the next CIP periodcisanging LAG®&quirements,
impacting as it will the critical area of securitfhe LAGStandard will require the installation of
additional equipment on security beltsthis will reduce the area available fpassengers to load

onto the beltand cause a slowing of passenger throggit without intervention. The automated

tray return system(ATRS)to be funded through CIP 15.4.003 Central Search Agyeldew
Techmlogies, will assist in maintaining processing rates at security for the current volume of
passengersHowever, passenger growth pend a certain point will requirghe 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 thecassary 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 securitygueue metric of 30 minutes waset with consideration to the timing required by
airlines to get passengers from chaokio 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 securi¢y queu

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 arfsingndicative
guantification ofopex implications ba 20 minute queue target wagresented to the airlines in

week 4 of the capex proposals consultation. The capex implications of a 20 minute queue target
would beto bring forward the requirement for the T1 chetk and security project CIP 15.7.101
(discussed further in section 7). It should be noted that the inclusion of a second security queue

metric as proposed by one airline iB& L2 yaS (2 /! wQieud<a midofes forto5%4. IS NJ 2 F
of time would have additionadnd substantialmpact. A lower triggeagainfor CIP 15.7.10%ould

be required and there would also be a requirement for additional security lanes in T2. As daa is

LINP LR AAY3d GKIG GKS aSOdaNRAGe 1jdzSdzS dGFNBSG NBYIFAY
fAYySQ G2 FFGSNI GKS 2 f 1), nbkaNd tdzFuikd addSidnal Becusitplan8sO G 2 NJ
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 mantenance 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:

1 ticket sales via mobile app.;

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

1 seltservice transfer and selffoarding kiosks
la OdzalG2YSNBRQ SELISOGI (A 2qadilabilify, réabitiyKusabifyoakpordst 2 3 A S &
(and airlines) will need to fulfil thesexpectations if they are to avoid a perceived drop in service
guality. However, mindful of prevailing economic conditions, we are proposing only a modest capital
investmentin IT innovatiorin the 20152019 period.

Maintenance of existing assets is tlaegest component of the three proposed capex tranches in this
CIP Three main explanatory factors for the size of the maintenance capex required are:

1 Maintenance capital was significantly curtailed in the CIP Z0I3t leading to an increased
maintenancecapital requirement in the next CIP period;

1 Increased asset base at Dublin Airport, i.e. T2 opened sinee ldist Regulatory
Determination and a significant proportion of the assets therein will require
refresh/repair/replacement over the period of the nekIP

1 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 raisciou c.
eyny

As can be seen from Figure hBlow the customer experience of Dublin Airport, supported by the
guality of service we provide, is broadly positive. This quality of service is achieved through meeting
(and in some cases exceeding) the smrwquality targets set by CAR for 2eA@4, and places
Dublin Airport in the top five European Airports for service quality. For this reason, with regard to
service quality da# proposing that for the next regulatonetérmination period

1 the existig 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;

1 GKS ASOdNAGE 1[dz8dsS {va &K2df R 065 NBGFAYSR i
which acts as a boundary for security queue timstguld bemoved forward to a point at
the end of the security procegpassenger passes through WTMD)

29



Figure 19 The Customer Experience at Dublin Airport

What our passengers are saying
HOW PASSENGERS RATE US  ounracimes

MALE FEMALE ARE YOU SATISFIED WITH YOUR EXPERIENGE 7 S
51% [0\ 49% Y @
L ‘ T

<25 25-49 50+ @ TERMINAL 1

i 2 = @ TERMINAL 2
. i : @ RED CAR PARK

N omls “W‘;:i:.i(:pm”:::i"" ;‘ e BLUE CAR PARK

BUSINESS Faeling of Baing Safe and Sacure - e MULTISTOREY CAR
PARKS

82% 79% © PIER 1
© PIER2

IH’IITIRH.MB, SECURITY e PIER 3

BLEES
Dublin Alrport was officlally opened on

1gth January 1940 :1:':-::“68,000

Did you know? Did you know? Did you know?

Busblin Alrport handies more than

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

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 megjuehabilitation

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 probakilitypact 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 expresseill SN & 2 F S dzNRlerived fioom impdcts f KA OK A
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 enabfeONB I a SR O LI OA e d ¢ KA
approach, which is detrimental to the economic wia#ing of the business and its customers. In the

short term, cost savings are achieved, however in the medium to leiigeNY A G LINBaSyia
SR3ISQ mant réqyirentedtdirelated toresiscondition related failures, which accumulate over

time.
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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 sup&ddiy a new international standard, 1SO
55000 was published in February 2014 and daa is working towards accreditation. daa aims to
achieve ISO 55000 accreditation in Q4 2014.

Understanding 1ISO 55000 certification

f Asset management is defined in ISO 55008 (G KS WO22NRAYIGSR | OGAGA
NEItAaS @ItdzS FNBY FaasSdaQo

1 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.

1 Asset management translatesisiness objectives into assetlated decisionsplans and actions
within a strategic framework using a set of processes, techniques and tools.

1 Improved asset management practicese particularly business critical in asset intensive
organisations wherehere are significant challenges to address in terms of increasing service
demand, increasingstakeholder expectations, a deterioratingsset base and constrained
funding.

An ISO 55000 certified business will schedule upgrade / replacement investmentasmasmise

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 {met targets under the following headings:

1.

©Oo~NO WD

Policy, Strategy & Obijectives,

Leadership, Accountabilities & Responsibilities,
Organisation, Training & Development,

Asset Lifecycle Financial Planning,

Design & Delivery,

Operate & Maintain,

Risk Management,

Health& Safety,

Asset Information Management

10. Continuous Improvement.
daa is working towardgull ISO 55001 accreditation in 2014.

The benefits of asset management listed in ISO 55000 include, but are not limited to:

1.

improved financial performanceimprovingthe return on investments and reducing costs,
while preserving asset value without sacrificing the short or {@mmpn realisation of
organisational objectives;

informed asset investment decisionsnabling the organisation to improve its decision
making ad effectively balance costs, risks, opportunities and performance;

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

improved services and outputsassuring the performance of assets leading to improved
services that meet or exceed the expectations of customers and stakeholders;

demonstrated social responsibilitymproving the organisat2 y Qa | 6 Af A& G2 NBR
conserve resources and adapt to climate change, demonstrating socially responsible and
ethical business practices and stewardship;

demonstrated compliancetransparently conforming with legal, statutory and regulatory
requirements, as well as adhering to asset management standards, policies and processes;
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7. enhanced reputation:through improved customer satisfaction, stakeholder awareness and
confidence;

8. improved organisational sustainabilityeffectively managing short anidngterm effects,
expenditures and performance, improving the sustainability of operations and the
organisation;

9. improved efficiency and effectivenesseviewing and improving processes, procedures and
asset performance improving efficiency and effectiessy 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 practeat daa

Asset Health Reviews have been conducted on current daa assets over the past 3 years assessing
condition, serviceability and risks. Fadusf 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 for201%

and ongoing operational maintenance planning for the life of the assets.

Figure 22 Asset Health Matrix

New or as new Appropriate foruse with >15  Just built — monitor
years spare capacity performance to design
2 Good condition Appropriate foruse with >10  >10 year planning period

years spare capacity

3 Shows moderate sign of >5 years spare capacity Monitor - On the radar
wear within 10 year horizon
4 Intervention in next Fully utilised requiring Plan & close monitor - Next
planning period investment in next planning 5 year planning period
period

The reviews have demonstrated that uplift in capital maintenance activity is required over the next 5
years to mitigate increasing risk dfisruption 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 construagj 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 maxr example shown above assumes capital availability to meet the
schedule. However, in a cap#abnstrained environment, this schedule is modified in a systemised
capex prioritisation process. The capex prioritisation can be reduced to four fundamemsi ste

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. t NA2NAGAAS 2y (GKS ol 4Aa ellfisk NERdzOAYy 3 SdzNB 06¢€0

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| Not expected to | May occur Will probably Will probably
in exceptional occur occur, but not as | occur frequently
circumstances a persistent issue
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 MATR#X
1 2 3 4 5
Domains Negligible Minor Moderate Major Catastrophic
Service Organisation Organisation Sustained or Localised failre of | Wide spread gross
efficiency issues but| efficiency issues Systematic service | Regulatory failure of
no obvious impact | have adverse impac| deliver Standards of Servic{ Regulatory
to customer on customer interruptions and / Standards of
experience or experience and or poor service Service
perception perception quality
Safety Minimal injury or Minor injury or Moderate injury Major injury leading| Incident leading to

illness requiring no
time off work

illness requiring
time off work for >3
days

requiring time off
work for 414 days

to longterm
incapacity /
disability

death or multiple
permanent injuries
or irreversible
health effects

Environmental

Minimal impact on

Minor impact on

Moderate impact

Major impact on

Catastrophic

environment with environmentc c. 1 on environmentg environmentg impact on
no impact on month to clear with | short term (<1 medium term (1 3 | environmentq
biodiversity, habitat | no impact on year) impact to years) damage to permanent
or encangered biodiversity, habitat | biodiversity, biodiversity, habitat | damage to
species. No cleanuj or endangered habitat or or endangered biodiversity,
required species. Report to endangered species. Mr habitat or
EPA and cleamp. species. Fines and | court case, fines endangered
clearup costs. and cleamip. species. Public
enquiry,
organisational
prosecution and
cleanup.
Calibrated emi emni emnnli €EmMa €ena
ewAal
*REF AYUSNYI € YEGNRE Ffaz AyOf dzRSa WNBLIMziF GA2YyIfQ AYLI Olax
I FNBIljdSyde @l tdsS Ay GKS fﬂét;\Kezﬁ Y inedsE A & é;
toanannuad A SR n®dp LINROIOAfAUEZX y Ydzt GALX ASR 2dzi
AyoSaidySyid RIGS Ada RSUSN¥AYSR o0& SdNB 6¢0 wf\él
t S@St o ! RSTSNNBR y@SadySyid RI (r@ineihdw busindsg | 4a S
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objectives will be impacted and to what extent. Projects are then ranked in order of priority on
RSFSNNBR SdzNB 6e¢0 wial @FfdsSo

daa operates in a capital constrained environment. Continual risk evaluation and investment
flexibility is therefore important. It is for this reason that daacludesa number of capital
investment envelopes in the CRroposal®20152019. Such an approach will allow flexibility in the
capital investment spend to respond to changing risk assessments over theydar 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 undertakanthe 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

t0 2019 YR RIF Q& Fylfeaira 2F YI Ay imSnfsl Yhe Brhuladich 6y S NOA |
the proposals has included a number of opportunities for airline ingubne consultation

undertaken by Pascall + Watsé® y Rl | Qa 06 SKI f ¥ nalyeRuiremen@amdde 2y (¢
othersundertaken by daa directly as envisagewler the Airport Charges Directie

From theseconsultatiors, in additional to general commente followingspecificprojectsrespond
to airline requess:
9 Pier 3 Flexibility (to provide for Code E and larger aircraft on Pigth3one stand having
three airbridge}
Airfield Upgrades for Larger Aircraft
T1 Baggage Reconciliation System
T1 Fixed Electrical Ground Power
Pier 1 Enclosed Gate Rooms

=A =4 =4 =4

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 projecthinithe CIP.

Mindful of the difficulties experienced in gaining approval for capital investment through the 010
2014 CIP consultation process, daa sought to improve on previous practice feroptizal2015

2019. Our aim was to gain meaningful engiagnt 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 regulatorgtetmination. The processdopted through this
consultation vas as follows:

1. Advance distribution of the project sheet and presentation materidtsr 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 papé€his allowed airlineand other

12 ThePascall+Watsononsultation, underikenon R I I Q & facédlor aflhes requirements from terminal facilities
This wasto direct the T1 redevelopment project, anch antensive casultation process with survegnd faceto-face
meetings methodologiewas employed
3 These engagements thiour airline customers (as part of our volume and airport charges consultations in R&d3)
wider focusthan the Pascall + Watson process (which centered primarily oarnidlyathered airline requirements across
the airport as a whole.
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stakeholdersto examine the proposal in detail in advance, allowing the consultation
meeting itself to be more exploratory than demonstrative in nature.

2. Consultation meeting¢ open to all stakeholders, presentationon the project with
opportunity to seek whatever information considered necessary in determisingport for
the project andfor stakeholdergo share their views with each otheA full transcript of the
meeting produced by the professional stenographer in ati@mce was circulated after each
meeting.

3. Opportunity forstakeholdes to submitclarification questiongto daa
4. daa responds with the requested information
5. Final written submissiondrom stakeholderscontaining their level of agreement with the

proposed poject

In week 2 ofthe consultation process daa were requestetb provide detail on alternative
developmentoptionsfor Dublin Airport, to include;
a) The overall development plagq building the second runwagnd a new pieimmediately;
essentiallytheacc8INF G A2y 2F 5dzof Ay ! ANLRNI Q& al &dSNLX
b) Options to reduce thescope ofthe proposed CIR through elimination of entire projects
and / or reducing specification of projects.
daa addedadditional consultation sessions to the schedule to respond to thresgiests The
format of the capex proposals for Dublin Airport 2€4&19 consultation process is shown in Figure
24.

Figure 24 Capex Proposals for Dublin Airport 202819 Consultations
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Further Waork

1. Processtoagresextpricefrom SingleTill of Dublin Airport City lands / entry value toSingle Till of
assets acquired to fadilitate Dublin Airport Clhey

2. ITconsultant toreview |IT proposals—methodology for selection and costing

3. CAR appointing consultant to review capex proposals

6.2 Development Options

6.2.1 Overall Development Plan

The aralysis of theoverall development plaoption was presented in week 4 of congitlon. This
option, essentially theacceleration of the Masterplarwould render some projects in this CIP
redundant¢ Pier 2 Segregation, Pier 3 Flexibility and Apron 30@Rekkr, theoverall impact of
such acceleration was a negative NPV (net present value) pf pbased 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, th&wveating 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 aéSgtsons 2A, 2B and 2C)

in week 4of 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 20080:

1. Rebalance demand between terminals (to avoid capacity constraintsdedald 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 2A* included all of theprojects in this CIP with the T1 Cheéokand Security project being
implemented immediatelyno demand trigger applied)The evaluation of this option showed that it
was able to deliver all three of the fundamental imperatives.

Figure 25 Evaluation ofOption 2A
Interoperable terminals +

Rebalance terminals

Increase capacity Increase flexibility

- Stand provision  «/ -Pier 3/4 Interoperability «
- Security screening +/ - Code F Accommodation +
- Transfer screening v - 300R close acces v

remote stand proximity

Development Option 2B

Option 2B, as 2A witte following changeg
 Himination of:
o T1FEGP
0o T1 Enclosed Gate Rooms
0o Apron 300R

14 Option 1 wadviasterplan acceleration
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1 Reduction in scope of
0 T2 Transfers

(0]

Pier 3 Flexibility

0 T2 Arrivals
0 The checkn element of T1 cheek and security
9 Triggering of T1 chedh and security
9 Provision of an opex solution (bussing) instead of capex segregation of Pier 2.

The evaluation outcomefmption 2B is show in Figure 26

Figure 26 Evaluation of Option 2B

Increase capacity

Interoperable terminals s
Asset Regeneration ==

Rebalance terminals

Increase flexibility

- Stand provision  +/ -Pier 3/4 Interoperability  +/]
- Security screening € - Code F Accommodation +/]
- Transfer screening « - 300R close access X

Development Option 2C

Option 2C, a2A with the following changes
9 Elimination of:

(0]

O OO0 oo

(0]

T1 FEGP

T1 Enclosed Gate Rooms
Apron 300R

Pier 3 Flexibility

T1 Chechn and Security
T1 Facgade

T1 Arrivals

1 Reduction in scope of:
o T2 Transfers
0 Apron 5G
0 Bus Lounge Facilities.
9 Provision of an opex solutiobyssing) instead of capex segregation of Pier 2.

The evaluation outcomefmption 2C is show in Figure.27
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Figure 27 Evaluation of Option 2C
Interoperable terminals 3¢
Asset Regeneration ¢

Rebalance terminals

Increase capacity Increase flexibility

- Stand provision = -Pier 3/4 Interoperability 3¢
- Security screening € - Code F Accommodation €
- Transfer screening s - 300R close acces X
- Enables growth X remote stand proximity

From this analysis dhree alternative proposals for the sweating of the existing assets at Dublin
Airport it wasshownthat both options 2B and 2@re suboptimal 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 airlnes 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 Tabl& below). Uranimous agreement betweerespondingairlines (either in support or
rejection) was not expressed on any project. Further, very differing levels of engagement by airlines
wasseen acrostghe consultation process, nevertheless das made best efforts to ascertain airline
viewsthrough this comprehesive and transparent consultation process

Table 5 : Summary of Airline Final Comments

Tranche Airline Comment

Tranche 1 | Ryanair G¢KS 511 Y2y2LRfte KFa FlFAfSR

-to confirm that you will undertake and deliver all capex projects that are allowed
thS w! .3 (G2 O2NNBOG ALISOAFAOFGAZ2Y | YR
12 NBaLRyR (2 weéelylANR&a ljdzSNE O2yO0S
airport charges

-to provide airport users with adequate information on the service quality impac
its Tranche broposals

6! ANF AySa aKz2dzZ R y2dG 0S5 NBIljdzANBR (2
I 6&dN} O é

G¢KS 511 Y2y2LRfeQa FlLAfdzaNBE G2 LNBRO
2F aLISOATAO LINB2SOGa o0SF2NB 4 Kfnesaons
O2y aiNHzOGA @GSt e Sy3ar3aay3a 2N O2YYSyilAy]
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Tranche

Airline

Comment

Tranche 1

Aer Lingus

GadzZll2 NGAGS 2F | OF LJ)\[]I-f Ay @S
necessary to keep the airport operatisggF FA OA Sy Gt & |

Ga02yOSNY 2y GKS LINRLR2aSR S80St 27 SE

GrOlyz2e6ftSR3IS GKFEG GKS 511 K @3S AYyR
implemented while keeping airport charges flat, corol‘l‘ary of this is that air
chargescouldbereddSR Ay (KS O2y G4SEG 2F | Y2N

GONXzOA L £ GKFG OFNBFdzZ LKFAAY3I 2F LN
YFEYRIFIG2NE Ay GKS ySEG /Lt LISNA2R | NB
G¢KS Ay@gSadySyid LINPINIY kvl VEEsOdeshtha
reductions could be made to the scope of individual projects combined with
F33aINBaargsS Ozad dGdFNBSGa FyR YIylF3aSYSs

G{ dzLILI2 NIi & G KS Nogelrf @aiddngeySyseyf LINRE SOG |
However, the cost preosed would be prohibitive. costing should beesaluated by
511 ¢

42S SyR2NES G(KS LINekLRalfa 2FFSNBR )
mechanism for independent review of costing and capital efficiency. Howevel
body or consultants appoted must be completely independent and have no ves
AYyGiSNBad Ay GKS 2dzi02YS 2F GKS NBOAS
d.w{ A& YFIYRFGSR |4 ¢u RdzS G2 GKS |

baggage imaging and location system. We would oppose any additional change
AYLI2&aSR Ay NBtlFiAz2zy G2 . w{é

G¢KS 20SNIff asSaiatSyYySyid Ay GKS ySEG
FANLI2 NI OKIF NBSa¢

Tranche 1

Sky Handling
Partner

aCl Af 02 dzyRSNEGlFIYR WySdziNIfQ adalyo
thinking in onesense and at the same time not understand that facilities

technology such as BRSigticalto supporting such future business and is crucial
YIye OdNNByd FyR LINPALISOGABS ANIAYS

Tranche 1

Swiss
International
Air

a{ NRByYy 3 @A S stallihg/a Baggage Rizdahcliafion Bystém in T1. If no B
AyaarttSR Ay ¢m ¢S g2dAZ R ftA1S (2 NBJ

Tranche 2

Ryanair

! £t SELISYRAGIINBE o0& | NB3IdzZ I SR Y2V
business case which demstnates that a project provides value to its customers. 7
DAA has failed to provide any such analysis during your Tranche 1 and Tral
LINBaASyGlFriAaz2yas

GCKS TdzSt KERNIY(d FLOAfAGES $KAOK (iR
E,shouldbeinJf 1 OS F2NJ 6KS SydANB | ANLR2NI 2

G511 Y2y2Lkfée KIFa FIAE{SR G2 3dz NI yi
LINRLIZalf Aa (GKS f2¢68ai O02aid | At of

G{K2dzf R GKS 5!1 Y2y21)2fé 0O02YYSyOS |
single gatein Terminal 1, this should be subject to airline support and at minin
Oz2aio Ly wélylrANDRaE SELISNASYOS i 4
SFFAOASY:G o062 NRAYy3I LINPOSaat

Tranche 2

Aer Lingus

G/ NHzOA L £ GKIFG Ay@Saily Soldatedlpl®i@ eairgort. Vit§
that items like the availability of cheék desks, or plans to alleviate stand congest
FNB AyOftdzZRSR Ay (GKS /ILAGIE Ly@Sadys

GwSO2YYSYR GKFG 5! 1 O2y aiRSNI dnikénityzahd
A NLJ2 NIi dza SN& ¢
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GLY@SaldYSyd Ay NBGFAE FLFLOAtAGASEA | yH
very sigrficant. We expect that these investments can be evaluated and supporte
independent assessment and that all project capital outlays are subjected to rig
assessment, and that by reduced expenditure the various rates of return caq
increased furth&lE

G2A0K NB3IFINR (2 GKS SyKIFIyOSYSyida Gz
project so that DAA can realise the revenue contribution from serving latent dem
In connection with the consolidated staff carpark, Aer Lingus will consider
propod f & FdzNIKSNJ dzLlzy NBOSA LI 2F |y SE

Tranche Airline Comment
Tranche | Ryanair G¢KS 511 Yzy2Llteé KFra FTFEAfSR (2 LINR
2b/3 capex proposals on airport charges. This is in breach of recital 13artol@ 7 of the

I ANLI2ZNIG / KFENBSaE 5ANBOGAOGSE

G¢KS 5! 1 Y2y2ll2feé aK2dAZ R F20dza 2y
lowering airport charges in order to attract growth, rather than seeking spur
GdzLJANF RS&aé¢ 2NJ AAYLINRPOGSYR¥GEE 6KSYy GK

G2S y246S8S GKIG GKS 511 Y2y2Lteé KFa j
(which is part of the standard Capital Asset Pricing Model) when presentin
LINR LI2al f ac¢

G¢KS 511 Y2y2LRfeQa NBFdzalf (2 LINRGJA
or even a source for figures prevents airlines from commenting on these prop
This absence of information is in breach of recital 13 and article 7 of the Ai
I K NBESa 5ANBOGAGSE

G¢KS 511 Y2y212fe& KIF& FI Af SRsnéefled Bdeady
proposal is the lowest cost available, and the Response simply refers to unspg
aO02ai SadAYF(iSaé¢s dzyadomadlydAilriSR ad
FffSasSRte aOz2ai STFSOUABSE yIFidz2NB 27

G¢KS 511 Yaulg' thaxdinised theauBage and efficiency of the current
checkh y RS&al1axoe Fft2gAy3a | ANIAYSH6 duing
I SNJ [ A ypeadzadQrs @nd By penalising airlines (through significantly hi
charges) for operating T2 chetk desks that process only a minimal number
LJ aaSy3ISNEE

G¢KS 51! Y2y2L)2feé &aK2dzZ R Ay dNRRdzOS

further negate the alleged need to increase capacity at Dublin Airport... The
Y2y 2LJ2f &Qa SE i NBNSroffjiedk di€cduinty deBonsirgtes that y
KIFI@dS y2 AyGSNBad Ay O&ENBAYy3I @& 2dzNJ Odza

Gwel yrANI R2Sa y20G &dzZLlJJ2NI SAGKSNI GKS

GDAGSY GKIFG !'LINRBY onnw gAfft 2yt @ficatién
FT2NJ GKAE LINBLIRAIE FyR welylAN 2062800

G¢KS 511 Y2y2LR{eQa O2yFANNIGAZ2Y (KI
regarding T1 development did not have sight of the potential costs and impa
FANLIZ NI OKINBHSa LEANROSaSNEI Ff R2IMI 4y
LINEPOSaa Aa Ay oNBFOK 2F NBOAGFE wmo |

GDAOSY G(KIF2yRERBE ASS14 (2 2daGATe
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Ct SEAOATAGEQ 2y (GKS olara 2F | ANIAYyS
Y20 adzZlLI2NI GKA& NI LI OA2dzd LINRLIZ &L f €
a2S y24S GKFG GKS 5! Y2y2Lithdts daimad
0SYOKYINJa F2N) G4KS Wt ASNJ o CtSEAOATLA
G¢KS 511 Y2y2LteQa FGiSYLWG G2 dzy RSN
¢H oO0dzaAaAy3d FlLOAtAGE (2 | LINRY pchoeR §on?
GKS 2LINIGA2YyFE YR O2YYSNODALFE NBI A

G¢KS 511 Y2y2L)2feQa LINRPLRASR ¢wm (
GdzNy I NBdzy R GAYS o6& i tSFad p YAydzi$S
does not support thisindA OA Sy G LINR L2 &l f ¢

GDAGSY GKIFG FANLRNI dzaSNE 202S0O0GSR
Y2y 2LRfe Ydzad LIk e F2N iS I §FRiI X OO
SEOf dZRS Al FTNRBY (KS w! . ¢

G Aa dzyl OOSLIi 6t S ndreaded capddNMIRHY Will thems b
SR o6& 7TdziildzZNB dza SNA Pé€

o —

a
dz
G¢KS LINAOS OFL) FYyR GKS | ANLIEZNI OKI N

airport are among the highest in Europe, and are directly responsible for the dra
traffic collapse at DublinfaN1J2 NIi aAy OS wHnnrTé

GLYadSIFR 2F aSS{Ay3a G2 o0dzAftR I aS02y
to the resulting 80c increase in the price cap), the DAA monopoly should a
achieve the levels of performance on runway 10/28 which are currenthergenced
at London Gatwick.

G¢KS 511 Y2y21L2te& &aK2dzZ R 2yteé O2yaa
OF LJr OA(Ge SyKIyOSYSyita KIF@S 06SSy | OKA

LYy GKS aO2yadzZ GFdAaz2yé YSSiay3aazr G(KS§
existing runway cagity from 31 departures per hour to 37 departures... However
I NBOSyiG aidl1SK2tRSNEQ YSSiGAy3da X 6K
enhancements at terminal level in the forthcoming ANSP regulatory period from
to 2019. This further d62 y A 0 N} 4 Sa GKIFG GKS 511 Y
adequate information and are misleading, in breach of recital 13 and article 7 g
PANLIRZ2 NI / KFENBS& 5ANBOUGAODSE

G¢KS 511 Y2y2L)Rt&Qa A-aaligdwts ¢¥nd Slaimey caje
requirements therein, will lead to higher airport charges and will damage growt
5dzof Ay ! ANLRNI® CdzNHKSNX¥2NB:X (GKS 5!
RAOGFGSR o6& D2OSNYyYSyid LRftAadesr SYLXKI
processinthati KS / | w ¢ Lirnd&éntleyitRWntion ség@uitor) is appointed |
the owner of the DAA monopolg the Irish Government; and is legally obliged t
follow binding directions issued by the Minister for Transport regardless of
misguided and damagingyK S&S RANBOGA2ya | NB¢

GhidKSNJ GKFYy YdzOK f26SNJ I ANLI2NI OKIF N
(which does not require additional staff but merely that the archaic work practice
T1 are replaced with those applied in T2), Ryanair has no othgrirements at
Dublin Airport. Similarly, other Dublin Airport operators cannot have furt
requirements given the incredible owveapacity following the opening of whit
elephant T2 in November 2010 and the dramatic traffic collapse since 2007. [
Airport now has capacity for at least 35 million passengers per annum (mppa
traffic has declined from 23.3mppa in 2007 to 20.2mppa in 2013, with T1 in parti
handling 10mppa as opposed to 23.3mppa in 2007. .... Ryanair does not suppq
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other Tranche 2(b) and 3 proposals by the DAA monopoly, which are simply exa
of further regulatory gaming in order to artificially increase its capex, airport chg
YR LINRFAGE

Tranche 2b| Aer Lingus GasSS YSNRAG Ay GKS ySé LINGRteddarant checka dedks|
at T2; the acknowledgment thathe 'old Pier C' gates for bussing will be reviewec
the short term; the options for a bussing solution for Pier 2 segregation; and
comments relating to the turnaround efficiencies that ttibe achieved from the
AYLX SYSyGlrdA2y 2F onnw aidl yRat

Tranche Airline Comment

Tranche 2b| CityJet G{ SANBIIGA2Y 2F tASNI HD® ¢CKAA Aa az2vYy
feel our customers currently get an inferior product to other airposers while we
continue to pay the same charges. We are however totally against the notic
bussing all arriving passengers. This is a short sighted solution to a problem fa
our passengers and would result in our product being even further handpére
comparison to other users. We would be in favour of the remodelling option of
OdZNNBy G LIASNI (2 SylofS aSaNB3IAlFGAzy 2

Tranche 3 | Aer Lingus GoS adzoYAlG GKFEG GKS 5! ! aK2dzZ R yQ@Pahaf
reflects as far as possible the views expressed by users during the consulf@liisr]
can be submitted to the CAR on the basis that it remains subject to revision follg
further consultation with usersAs soon as the revised CIP has besued, further
detailed engagement should take place to help agree a plan in the best interests
FANLIZ NI &dlF {1SK2t RSNAR FyR G2 FILOAfAGLH

General Aer Lingus oSt O02YSa GKS tS@St 2F RSOl Af Iyt DAA
in response to the questions posed and the information sought by users durin

NEOSyid O2yadzZ GFdA2yE

General CityJet G22dzZ R fA1S (2 O2YYSYR (GKS 511 2y
they were carried out in a manner thatdeo real consultation, and hopefully th
O02YYSyida YIRS RdZNAy3I GKS LINPOSaa oAt

General | Ryanair 6¢KS SEGNBYSte GA3IKG RSIFIRfAYySa | yR
2y FTANI AySa GKNRdAzZAK2dzi GKA& dadosstyustide
Sy3l3SYySyi o6SG6SSy FANIAYySa FyR (KS

G¢KS 511 Y2y2LR2téeQa aO2yadzZ G GA2yé L
information, is simply a beticking exercise which will result in harm to airport us¢
and Irish consumer X

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 thesdtation. 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 develoment option submitted is 2A with the modification that vieclude the proposal othe
T1 Checlin and Security project with demand trigger consistent with our overall approach to the
delivery of justin-time capacity.

In light of the discussion of busg andApron 300F at the capex consultation meetingdaa has
chosen to include Apron 300R in the CIP Proposals as a standard project, itaggenred. (T2

> 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 Aniggered project)daa is also proposing to proceed with develapia
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-201@ allowance.

Additionally, the HBS Standard 3 project has been maviedtihe Business Development envefgp
as airlines appearednhappyin the @pex consultation meetings witits treatment as a contingent
project.

Also in response to airline request during consultation, daa has forwardedsietadlutions for the
provision of automated dockinguidance systems to airlines. Initial feedback from airlines indicated
that the proposed solution was viewed as expensilaga remans open to the inclusion of this, or an
alternative technology, in CIP 202819, if requested.

At time of writing, there are two ogoing work streams in relation tthis capex consultation
process:

1. daa and airlines have agreed terms of reference for an independent IT consultant to review
RFEFQa NYGA2yFES F2NJ 6N Y Hghof JuchTpiojedistaNdRopek ¢ LINE
implications (if any)a consultant has been appointed and work has commenckds
SELISOGSR GKIG GKS O2yadZ GFyidiQa NBLRNI gAff
Determination.

2. daaissuedterms of referencefor review ly 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 projectAirline comments on the terms of reference are
due by 22 April and the vhuation 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 202919

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:
9 Support current and future traffic profileghrough satisfaction of the three fundamental
development imperatives set out in section 6)
1 Provide the desired passenger quality of service
1 Grow commerl revenues
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Table 6 : Tranche to Envelope Mapping

45

CIP Number|CIP Name Tranche Capex Flexiblity Envelope Trigger
(as per
consultation)
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 - Utilities 1 Terminal & Landside MaintenanceNo
15.3.004 Landside Infrastructure - Carparks 1 Terminal & Landside MaintenancéNo
15.3.035 Landside Infrastructure - External Roads 1 Terminal & Landside MaintenancéNo
15.4.002 Light Vehicle Fleet 1 Terminal & Landside MaintenancéNo
15.4.005 T1 Baggage Reconcilation System 1 Terminal & Landside MaintenancéNo
15.4.006 T1 Critical Equipment Upgrades 1 Terminal & Landside MaintenancéNo
15.7.102 T1 Roof Upgrades 1 Terminal & Landside MaintenancéNo
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 iT2 HBS Standard 3 MBusiness 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 Flexibility 2 Business Development No
15.7.117 Transfer Facility 2 Business Development No
15.7.119  :T1 Facade 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 iBusiness Innovation Investment No
15.6.018 North Runway Fees and Planning No
15.6.019 North Runway Advance House Purchase No
15.8.001 Minor Projects No
15.8.200 Programme Management No
15.2.002 Fuel Farm Yes
15.6.012 Runway 10-28 Extension Yes
15.6.013  iAdditional Line-up Points on Runway 10-28 Yes
15.6.028 Runway 10-28 Extension and Addition of Line-up Points Yes
15.6.051 Northern Runway Yes
15.7.101 T1 Check-in and Security Yes
15.7.111 Pier 2 Segregation Yes




7.1 Grouping of Projects

The first tranche of proposed capital investment for 22089 covers capital maintenance; the
investment needed to maintain existinassets. 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 MoyN.

The projects in Tranche 1 are allocated to three envelopeagifal spend:

1 Airfield maintenance envelope;
I Terminal and landside maintenance envelppe
T 1T

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 BusinesBevelopment 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 dlittas and level of service to
match our Coreforecast of traffic ®© 2019, improve subsidy to the Singl#l Through growth in
commercial revenues and reduce opex at the airport. The total proposed investment in this area is
€183m

The projects in Trame 2 are grouped into three envelopes:

1 Revenue envelope
1 Business Development envelgpe
9 IT.

The project proposals in Tranche 3 represent a number of different objectives. Firstly, there are
proposals on planning & development projects as necessary weuto future significant capacity

addition at Dublin Airport. Secondly, there are proposalaltow for the efficient management of

the capital investment programmand to provide a budget for minor works which arise on a short

planning horizon. Projécd Ay (KS&aS Gg2 OFGS32NASSENONBI BRE dz
Tt SEAOAL AGE THrelyd@Bthir? TraBched3awva ardé” praposing a number of projects for

significant capacity retention / expansion investment, the initiation of which will bgesutho the

attainment of a specified triggesr other contingent circumstanceProjects where the expectation

is that the trigger will be met and the capex allowance released in -2019 represent a total
LINELI2ZASR Ay@SadyYSyd 2F eycYod

Table 7 : Summargf Capex Flexibility Envelopes

Project Group Value (m)* Capex Flexibility Envelope

Airfield Maintenance €119 Yes

Terminal & Landside Maintenance €36 Yes

Revenue €55 Yes

Business Development €119 Yes

IT €41l Yes

Other €22 Yes

Trigger (expected) €86 No

Total ENT

Trigger (not expected in 2017)19) € 0 H[ R No

*figures have been rounded to the nearest million

®There is a single IT envelope whisbtludes proposed expenditures on IT from Tranches 1 and 2.
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7.2Airielda Ay G Syl yOS110ny @St 2 1LIS 6 ¢

The planned scope for this category is driven by the need to maintain the airfield icesdna

manner with minimum impact on operations and to prevent an increasepi#x costs. The overlay

of Runway 18 and the refurbishment of Runway -B& comprise a major element of this

programme of works in addition to ongoing refurbishment of aprord @daxiway pavements.

Allowance for the projects contained in this envelope will fund:

1 Complete overlay of Runway -B8 to safeguard runway facility for the c. 95% of movements
which utilise this runway

1 New approach lighting and masts both ends of Runwa28

1 Intersection takeoff operations on runway 16 through taxiway lighting upgrade

f c. 8,000 rA of new full depth runway pavement and 120,000° wf rehabilitated runway
pavement with drainage improvement

| c. 70,000 rAplanned taxiway rehabilitation to lifextend by minimum of 15 years at less than
30% of the cost of emergency repair

1 Replacement of c. 45,000 ’nof failed apron pavement and c. 100,000 of failed taxilane
pavement

f 22,000 nj of apron and perimeter road rehabilitation (life extension 30 yearsapron, 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 fdlowing projects comprise the Airfield Maintenance envelope;

15.4.001 Airfield: SKA Of S& FyR 9ljdzA LIYSyild o6e¢ poyyY

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 vehiclas in line with the 16year fleet replacement plan developed in 2012,

to optimise maintenance costs and improve fleet reliability.

15.6.001 Runwayl6on t I @SYSyid wSEBWoAtAGIGAZ2Y O0€e HM
Runway 1634 will remain a critical piece of infrastructure untilet 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 Runway2B) A structural survey carried out in 2013
indicated that extensive struatal rehabilitation will be required over the next 5 years in order to
keep this critical asset serviceable.

15.6.002 'LINPY wWSKIOomt AGFGAZ2Y 6€ HM

A significant portion of the airfield apron at Dublin Airport is overyé@rs old. Recent structural
surveys, as part of the ongoing Pavement Management System, have identified critical parts of the
apron that requirerehabilitation over the next 5 years. These areas are reaching the end of their
useful economic life and need to be replaced to prevent increasmek costs, closure of stands,
curtailment of movements and risk of Foreign Object Damage (FOD).

15.6.004 Airfield Lighting Upgrade (Runway #y 0 .1d)e ¢

The current electrical system on Runway2Bis 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 sare 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 Rund@28 Overlay (CIP
15.6.017).

15.6.006 Airfieldl YR ! LINRY W2l R d6e¢ mMOTY

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 increaseédxcosts, ensure the efficient operation of the
airfield is not severely imgaed and minimise the risk of Foreign Object Damage (FOD).

15.6.009 Taxiway AirfieldGrofy R [ AAKGAyYy 3 ) LJANI RS 6e odpY

The provision of taxiway centreline inset pavement lights on Taxiways A, B2, B3, E3, E6, E7, G, D3
and a section of Runway 13! to enharce surface movement safety on the airfield, particularly in

the hours of darkness.

15.6.017 Owerlay Runway 1Hy 64§ HHY

Runway 1Hy A& 5dzof Ay ! ANLERZNIQa Y2ad AYLRNIEFyd |
movements. It was overlaid in 2010 withrain 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 Taxs @ WSKFOAfTRGFOGA2Y 060€¢ mMnY

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 rehabilation over the next 5 years. These areas are reaching the end of their
useful economic life and need to be replaced to prevent increaseek costs, closure of the
taxiway, curtailment of movements, and risk of Foreign Object Damage (FOD).

15.9.022 Airfieldt 2t f dzi A2y N2y GNBEt 0O6€¢ HNY

The environmental impact of aircraft deing fluid and pavement dieing fluid on existing
watercourses can be significant. Water quality in the streamd @vers around Dublinigoort is
governed by both European and Natiotegislation. 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 b existing pollution conl facilities south of Pier 4nd has acquired

2 glycol recovery vehicles for the collection of spent aircraficdey fluid from stands. However,

the existing pollution control facility has imicient capacity to deal with the volumes of
contaminated ruroff generated during significant winter events and modelling shows that an
increase in storage is required. The modelling exercise indicates that an additional 63¢I00m

off collection $orage is required. The option of providing dedicated-iciag pads for all ami
icing/de-icing activity is not optimal as the majority of aircraftideng fluid used at Dublin Airport is

for frost deicing which is most efficiently carried out on stand.

7.2.2 Capital Maintenance (Airfield) Project Timelines

The indicative timelines for the Capital Mgenance (Airfield) projects arghown 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;

9 The remaining life of the assets

1 Regulatory compliance

1 The ability to complete works with minimum impact and disruptionatdine and airport

operations
1 The alignment of projects to ensure the greatesbnomies of scale are achieved.

48

ac



Key projects to be completed over the period are the overlay of Runw#8 Hhd rehabilitation of
Runway 1634, the timing of which is sequential to allow phased construction with minimum
disruption to users.

Capital Maintenance - Airfield Maintenance
CIP No. |Project Title 2015 2016 2017 2018 2019
Q1]02[Q3 Q401 [Q2 |93 |04 |Q1 |02 [Q3 [Q4 Q1 |Q2 |03 [04 |01 [Q2 |03 |04

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)

15.6.017 |Overlay Runway 10-28

15.6.055 |Airfield Taxiway Rehabilitiation

15.9.022 |Airfield Pollution Control

7.3Terminal & Landside Maintenance Envelopee o ¢ Y U

The planned scope for this category is driven by the need to maintain landside and terminal assets
and to prevent an increase irpex costs. Key deliverables from this capex envelope include:
1 Baggage reconciliation system in T1 to provide fultaedility and auditability for all out
bound baggage;
9 Essential work to car park equipment, lighting and lifts in MSCP, publietdomgand staff
car parks as appropriate;
Amelioration works to landside roads and footpaths as per 2013 survey report;
Repar 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.

=A =4 =4 =9

7.3.1 Terminal & Landside Maintenance Project Summaries

15.3.001 Landside Infrastructure! G Af AGA)Sa o6e ndcY

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 reliabilitykey environrental systems in &rminal 1.This will

greatly improve the aline and passenger experiencé.will also enable daa to meet compliance
requirements for the phaseut of gases contained in certain HVAC sytems as dictated by European
legislation.

15.3.004 Landside Infrastructure/ I NJ t  NJ) & o6€ nodpY

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. Thesworks 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
CSNXYAYLFE wm a{/t I{ . f 2-€pireddir tiieShext year®O Khesé vdrks aré@ S O2 Y S
essential to maintain the existing revenues that the car parks at Dublin Airport generate.
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15.3.035 Landside Infrastructure/ | Y LJdza @) Ra 6 ¢

This progct was included in CIP 262014 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 sewexs 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 hdakeFGi€se

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 currégondition.

15.4.002 [ AAKGO +*SKA2MF S Ct SSG o6«

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
developal in 2012 and the proposal is to replace vehicles at the optimum time within their
economic lifecycle. This will result in an overall cost reduction in thedjfele costs of the fleet.

15.4.005 TlBaggage Re2 Yy OAf Al GAR)Y {@adSY ob¢

There have been maerous requests by stakeholders to implement a Baggage Reconciliation System
in Terminal 1. Terminal 1-Bay baggage systems have no traceability and Termindddy&aggage
systems have limited traceability. The implementation of such a system wouldwe efficiency for
airlines by reducing lost and missed bags. daa is currently trialling an alternativeh®gltegy which

may facilitatean expansion of the existing T2 BRS system. daa will share the output of these trials
with stakeholders in due course

15.4.006 T1CriticaD Ij dzA LIYSY i ! LJANI RS&a 0¢e¢ podY

A number of critical assets in Terminal 1 are at the end of their useful economic life andoneed
replaced. These includgl 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 HandlingsRiv@r 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 lorger available.

15.7.102 ¢m w22F | LJANI RSa 6e ToOpY

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 periodrder 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 HVAGBMS Upgrades& Replacements Th € § ®n Y

The Heating Ventilation & Air Conditioning (HVAC) system in Pier 3 was thatale 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 ceitiagases 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 HVA&siofare
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 th€apital Maintenance (Terminal & Landside) projects stiewn
below. Thetiming of this investment in the period 2015 to 2019 is driven by;
1 The remaining life of the assets.
1 Regulatory compliance with European legislation on the plwageof Ozone Depleting
Substances in HVAC systems.
9 The ability to complete works with minimuimmpact and disruption to airline and airport
operations.

Capital Maintenance - Terminal /Landside
CIP No. [Project Title 2015 2016 2017 2018 2019

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 |

7.4 Revenue Envelopé € pp YO

This category covers essential works to existing buildings and facilities that typically generate
commercial revenues for the Single Ribvision 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 nmintenanc
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
CommercidProperty Maintenance
Retail Refurbishments
Commercial Hangar Infrastructure
Digital Advertising PODs

=8 =4 =8 =8 -4 -8 -8 -9

7.4.1 Revenue Project Summaries

15.2.005 Commercial Hangak y ¥ NJ & (0 0N&dO (i dzZNB 0 ¢

There is growing interest amongst General Aviation customers ingfielopment 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 licencd,500nf2 ¥ LINA @+ S KFy3alF N ALJ OSd ¢KAA& LINRBE2S
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15.2.006 ¢H a{/t tIK3IMAS H Ob¢

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 passenggershis 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 piovided 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 ¢ 2,000 spaces at each terminal (compaigdM200 T2 : 2,000 T1 currentlybhis
LINE2SOG KIFa | LR2AAGADBS btz 2F eHdncYod

15.2.007 Cargo Terminal Developme& Office Accommodationod €.2my

The development of Cargo Terminal 1 as a modern distribution centre, including refurbishment of
existing vaant offices, will ensure the existing customer base is retained and will also attract new
Odzai2YSNABR (G2 adzLIl2NI O2YYSNDAIE NB@GSydzSao ! Y2
interest in locating at the airport. This project has a positive NRViofo H Z nnn @

15.2.009 Con2ft ARFGSR /NI wSydalrtt /SYyiNB o6emny

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 bustop infrastructure by @moving a significant number of vehicles needing

to commute to the airport.¢ KA a LINRP2SOUG ¢Aff RSt A @S dtanteesh PMY 2 7
Minimum SumYyevenue per annum.

15.2.010 DAAGFE ! ROSHMBWAAYI t 2Ra& O¢

Ly 2NRSNJ G2 3INRg GKS RIFTQa FROSNIAaAy3d altSa NB¢
it is essentiathat 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
TlandT2¢ KAda LINRP2SOG Kla | LRaiAiGA®S bt+ 2F enotvzInnn

15.2013 Commercial PropertyRefurbishmentd 40.5m)

This capital will provide for the fitting out of office and general airport accommodation across
campus, terminals and piers in advance of occupation by-paging tenants. Some accommodation

is now relatvely old and will require significant refurbishment to bring it to the qualityfdiit
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.

15.3.006Long Term Car Park Resurfages.7m)

The long term car park business is not capacity constrained and is primarily a price led commodity
YFEN] Si® ¢KAA LINR2SOG aSS1a 2 RAFFSNBYyGALGS GKS
price it above the general longtermcarpak y 3 YIF N] Sd® ¢KAa LINRB2SO0 KI &

155.001R& F A f wWSTAdNBRARKYSYy(da o6c¢

PANLIRZ NI wSOlFAfAy3d Aa 2yS 2F GKS RIFEI Qa O2NB &2 dzNJ
2F RFEF AyO02YS adzlJLi2 NI A ital Indestntent ProgyaRiines And Bpkrations.S R |
Strong retail revenue into the Single Till helps to keep airport charges low.

Comparedto the previous CIP period (20:2014), Dublin airport now consists of 2 main Terminal
buildings with associated Retail andri€ession 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 willlso look to potentially expand the Retail offer within Terminal 2, moving part of

52



the offer to the right of passengers as they exit the security screening area with the aim to create a
WHgEERNRdZAKQ O2yOSLIi AY ¢SNXYAYIFf HO

The indicative timéhes forthe Revenue projects arghown below. The timing of this investment in
the period 2015 to 2019 is driven by;

1 New Business Opportunities.
9 Customer service needs.
1 Changing market requirements.

7.4.2 Revenue Projects Timelines

Revenue
CIP No. [Project Title 2015 2016 2017 2018 2019
o102 |03 0401 [02 [0z |04

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

7.5 Business Development Envelogee m M g Y 0

The planned scope for this category is driven: ltiye need toprovide capacity to match the core
traffic forecast to 2019; improving flexibility to facilitate new large aircraft at Dublin Airport;
safeguarding thecontinued operational life of T1 and providing additional efficiencies for airport
operations and for airlinellowance 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“®Party Staff

W/ I NB2 DFiSQ {aGFFF {ONBSyaAy3

New Cargo Screening Centre

New Techologies in Central Search Area of T2

Provision of Fixed Electrical Ground Power (FEGPjer 1

T2 Bus Lounge Facilities

Enclosed Gate Rooms in Pier 1

T1 Facade Improvement

Rehabilitation of Arrivals area in T1

=4 =4 =4 =8 -8 -8 -8 8 8 a9 99

7.5.1 Business Development Project Summari es

15.2.017 Consolidated Staff CdParko 4.5m)

Staff parking at the airport is fragmented andw at capacity. Reventgenerating development is
encroaching on existing staff car parking and this will continue. Tojeqp is the first step in moving
to a busserved consolidated staff car graon the other side of the R132.
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15.4.003 T2Hold Baggagé ONB Sy Ay 3 {3im) YRIF NR o O¢

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 bySdptemter 2020 under ECAC CEP
(European Civil Aviation ConferengeCommon Evaluation Process) Standard 3. Funding for this
projectisrequired in the CIP period 2028919 to allow compliance with this regulatory requirement

by 1* September 2020.

15.4.004 Certral Search Areacb S ¢ SOKyRI6rHIASA O¢€

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 &y 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 InfrastructureUpgrades for New Large A NO NISH) G 6 ¢

Recent aditions to the aircraft fleet which use Dublin Airport such as the B3UUER and the A340
600 have difficulty in manoeeving from runway to contact stands as their long wheel base requires
a significant pavement area in which to manoeuvre efficiently saigly. This project will facilitate
minor alterations to a number of taxiwaye facilitate these requirements.

15.6.021 Cargo Gatd&reDevelopmentd 4.8m)

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 fdditional person screening equipment.

15.6.022 Airport{ ONB Sy Ay D8mSy iNB o0¢

Utilise existing building on Airport Campus to create a screening area where unknown supplies can
be screened with fit for purpose-Ray screening equipment. This will vee vehicle queuing and

gate processing times at all gates thereby improving the customer experience and increasing
throughput capacity. It will also increase the flexibilityallow access through any gdtar vehicle
transferring to airside.

15.6.023 New ApronDevelopmento 51 n v8.20) €

The apron development adjacent to Pier 3, labelled Apron 300R, provides fivstaeds restricted

for use byregional ste aircraft (ATR / RJ85Jhis project was proposed in capex proposals 2015
2019 consultation, contingent on airline suph A remote apron in this location benefits T2
operations in particular, being in close proximity for T2 bussing, allowing aircrafhastieusering

on / off stands thereby negating the need for pdséck 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 propesl 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 184 during peak periods of operatiom light of the discussionfdussing 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. aggered.

15.6.047 NewApr2y 5S @St 2SI o6pD0O o€

Current apron capacity on the East side of Runwa4.& 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 configuation (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 cicoulay allowing
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simultaneous code C aircraft (e.g. B&OW, A320) operations on two independent centrelines
Y2NIK 2F tASNI-dedi | QRYSAFRBDIEIRENPOIRNONI Fid 020K Ol
and under tow to / from hangars locatediahe North apron.

15.7.116 t ASNJ o CISREAOAf AGE Ode¢

The existing widdody stands at Pier 3 are unable to accommodate new larger aircraft such as the
B77%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-beide aircraft
parking demand at Pier 4, and future forecast demand in theexdnif 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 beendluded.

15.7.117 CNI YATSNI2CBMPAT AGASE O¢

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 Pow®ier 16 4.5m)
In order to reduce the needf airlines to manage, procure araperate molile power units it is
proposed to introduce fixed electrical ground power following airline request.

15.7.119 ¢mM Clcoel RO T®2N] & 6¢
Terminal 1 &ay, built 40 years ago and nearing the end of its design life, requires a structural and
environmental potection rehabilitation that will see its life extended for the next twenty years.

15.7.120 T2Bwd [ 2dzy3S WBPAT AGASE O¢
In order to operate the apron and stand facilities to be made available, this proposed facility will
make provision for a ningate bussing lounge which will serve all remote stands.

15.7.121 ¢m ! NN £t & 0O ¢

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 th&d B Qa o6+ aA O FI 0 NA O
establish it on a firm footing for the next period of its operational life.

The fagade improvement and arrivals rehabilitation in T1 are designed to promote a similar
customer experience in both terminals and hence fad#i 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 2013019 will be approaching the end of its original design life of 50 years. In
consideration of he future demands of Terminal 1, and the necessity to extend its operational life,
the arrivals rehabilitation and fagcade works are vital to the appropriate safeguarding of the asset for
further use.

15.7.122 PierlEncla SR DI iS1mP2Ya oc¢

The provsion of enclosed gates in pier 1 will facilitate airlines in the management and direction of
passengers to their allocated gate in an efficient and baastly manner.
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7.5.2 Business Development Projects Timelines

The indicative timelines foBusinessDevelopment projects areshown 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;

9 The forecast demand exceedingpacity.

1 Regulatory regirements

Business Development
CIP No. |Project Title 2015 2016 2017 2018 2019
Q1]02]03]04]01 [02 |03 [04]01 [02 [03 04 |01 [02 [03 [04 [01 [02 [03 [04

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 Fagade Works

15.7.120 T2 Bus Lounge Facilities

15.7.121 |T1 Arrivals

15.7.122 | Pier 1 Enclosed Gate Rooms

7.61T Envelopa €e n mY 0

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 critisadebs
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 usstiogs 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 drivethbyreplacement 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 anshagent
to be competitive. In this context the innovative use of Information Technology will be essential to
successfully enable and deliver in the following areas:

9 Lower operating costs

1 Faster and more efficient passenger flows

1 New revenue streams, driven loycreased retail and services opportunities

The projects included in this capex grouping include;
1 Retail IT
1 Technology Operations & Lifecycle Management
9 IT Business Systems Investment
1 IT Innovation
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7.6.1 1T Project Summaries

15.5.002 wSGl AE6mL ¢ 0O ¢€

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 wo-date versions available.

15.8008 daa Technology Operations andlF SO& Ot S alNy@BMISYSyd oc¢

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 ya®r 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 Upgraes

Database Upgrades

Network Maintenance

Wi-Fi expansion & upgrades

Data Centre/Comms Room Maintenance & Upgrades
Security upgrades

=A =4 = =4 -4 -8 -8 9

15.8.009 daa Business Systems Investmeatl(5.6m)

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 procuaned licensed from commercial software
vendors) to enable the continuous delivery of services to a broad range of internal and external
customers.

The business systemsised includesolutions such as Oracle eBusiness Suite (ERP), Business
Intelligence, HRrad Time and Attendance Systems, Access Contraépfiehy 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 MadsHysieens

(QMS), Autopass, Taxi Management, Car Park Management Systems and Asset Management
Systems.

Thedaa uses 165 business applicatiamsl these gstems require continued lifecycle investmeat

ensurecontinue delivery of existing services and mfiation that airlines and passengers require
24/7.

15.9.009¢ ITYy201F GdA2y HPGSaldYSyild oc

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 objewd is to deliver speedier processeswhich 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 ggeequire continuous investment over the 5
year period.

57



IT
CIP No. [Project Title 2015 2016 2017 2018 2019
01 |02]03[04 |01 |02 03 [04 01 |02 |os 04 |01 |02 |03 |04 o1 [02 |03 |04

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

7.70ther Envelope&) € HH Y U

7.7.1 Other Project Summaries

15.6.018 Northern Runway ( dzZRA S& Fy&n)t f I yyAy 3 o0Oc¢€

This project allows for planning fees and design and consulting fees, to deal with the processing of a
new or amendedrunway planningpermission This work will engle 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 R@ y OS | 2 dZ&ABn) . dz&2 2dziil 0 ¢

This project allows for the purchase of housing within @edBA Leq 16our noise contouof 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 thegperty 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.

Ipdydnnm aAgorNI 2 2NJ a Oc¢

CKAA FEt20FGA2y A& (G2 Fdzy R ydzYSNRdza avltft @t dzS
annual basis. As per spend under this category in 20e!, daa envisages this capex allocation will
provide a general mvision for the following types of works in 202819:

1 Airport Operations

0 Response to ongoing operational / secufigafetyinfrastructural requirements.

0 General unanticipated upkeep / upgrade and refurbishment of the external and
internal elements ofthe 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

1 Airside Works

0 Unantigpated 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, camiedto
night to suit the airfield operation. Further works may also be required on foot of
annual audits carried out by the IAA.

1 Fire

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

fire safety regulation in public buildisg
1 M&E Maintenance

o Unanticipated and reactive works including maintenance, refurbishment and / or

up-grades to critical services within the Terminal Buildings.
1 Airport Police and Security

0 Upgrade and replacement of equipment and facilities to ensure camqd with all

applicable regulatory security standards on both the Irish and EU level.
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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 (panlarly 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 indicativaimelines for other projects arshown below;
1 Programme Management methodology will be applied to all prg@ver the Syear period,
2015 to 2019.
T aAy2NJ LINe2SOla KI @S |y -yesf pedidf2018100300R 2F € HY 2

Other and Trigger Projects
CIP No. [Project Title 2015 2016 2017 2018 2019
Q1020304 ]Q1 |02 (03 [Q4 Q1 |02 (03 [Q4 Q1 |02 |03 [Q4 Q1 |Q2 Q3 [4

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

7.8 ContingentProjects¢ Expectedd € y ¢ Y U

There are also a number of projects which may or may ncagy@opriate for development within

the 20152019 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 wallise, 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 dafontingentProjects¢ Expected to Trigger

Project Value(m) | Expected to Trigger in 2013019
15.7.101T1 Checln and Security €0y Yes
15.7.111Pier 2 Segregation EMY Yes
15.6.013Lineup Points to Runway 198 €o0n Yes

Total €86

This are also four additional trigger projedtecluded in these CIP Promds although it isnot
expected that capex for these projects will be required in the period ZI®. Details of these
projects are given in the table below.

Table 9 : Summary of Contingent Projectdlot Expected to Trigger

Project Value (m) Expectedto Trigger in 2018019
15.6.012 Extension to Runway 1( Epp No ¢ preference is to develof
28 Northern Runway
15.6.051Northern Runway EHNP No ¢ expected to trigger such tha
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capex allowance increments to th
RAB in the following CIP period

156.028 Runway 18 Extension €TN No ¢ preference is to develog

and Addition of Lineip Points Northern Runway

152.002Fuel Farm EHpPpD No ¢ trigger event not foreseer|
and viewed to be of low
probability

7.8.1 Project Summaries

15.7.101 T1 Cheeik and Security Developmerd € o y)® 0 Y

New reguléions for inspection of LA&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 tmaintain processing rates, however, ultimately there will be
insufficient space at the current location to meet future anticipaweimand and maintain the
currentservicemetric.

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 dedicatethid® 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 cheek in a way that bestusts airline operations.

Figure 28 Forecast T1 Busy Hour Flow rates versus T1 Security Hourly Capacity
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The above chart compares the existing hourly departure capacity in T1 Security (3,090 passengers
per hour) with the expected growth through T1cseity 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 triggerdased 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
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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 Tlldsand
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 ségurapacityin the busyhour would be
required sooner to meet the stricter target.

15711t ASNJ v { SANBIIFIGA2Y O0emyY

There is currently no segregation of arriving and departing passengers in Pldre 2Revenue
Commissioners, as the body responsible d&ppointing 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

conditons wit K NBIF NR (2 5dzofAy ! ANLRNIQAa | LILRAY(GYSy

accepted and agreed by dad KS W/ 2y RA (A 2 Yy)idaa2iF contradiigiy gbligedS y (i Q
pursuant to the Conditions of Appointment, to include a capital expenditure business
achieve segregation of inbound and outbound passengers at Piar 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 @gprove 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 foPier 2 Segregation

There is currently no segregation of arriving and departing passengers at Pier 2 in Dublin Airpg
Revenue Commissioners as the body responsible for appointing an airport as a Customs Airport in Ire
laid out conditionswi K NB 3 NR (2 5dzof Ay ! ANLIRNIQa | LILRAY
daa is now obliged to provide in the CIP Proposals 201® a capital expenditure business case to ach
the segregation of inbound andutbound passengers at Pier th examining the business case for
provision of segregation of passengers at Pier 2, daa primarily looked at two options; option 1 (cape
solution) and option2 (opex based solution).

Option 1
Option 1 proposeshe provision of segregation ofd? 2 through the installation of vertical circulation nad
Fd SFEOK &adGlFyR ¢AGK aSaNBIFGSR AYyGaSNyLrt O2NNRAR
with an asset life of 20 years. In addition, daa would also incur an associated incremental annual ope
emMnanznannn®

Option 2
Option 2 propaesthe provision of segregation of Pier 2 through the bussing of all arriving passengel
Pier 2 through a dedicated segregated injection point. Passengers would continue to be bussed int
until a new Pier 2 building would be provided in cigtayears time. This option will have a small associd
OFLISE 024l 2F ewpnznnn odzi Ly lyydzdft AyONBYSY
is estimated on the basis of the requirement for a daily three 70 seatéuscoperation. Té diagram below
illustrates this requirement based on the core growth forecast for 2e4%19 and sging the following
assumptions :

1 A five minute bus loading time

1 A one minute drive to the terminal building

1 A threeminute bus offloading time

2019 Core Forecast
Estimated Bus Demand

—
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daa looked at the relative cost iffipations of these two options.

Option 1 Option 2

/I LISE Capex EHPAZIAANN
l'yydz £ hLISE ' yydzt £ hLISE

Asset Life 20 yrs Asset Life 20 yrs
Cost of Capital 7% Cost of Capital 7%
Annual Impact on Airport Charges Annual Impact on Airport Charges

Capex Costs emMZIcddInnn /' LISE Oz4&aida

hLISE /2aia OSE /24aia

¢2G1rf LYLX} Od ¢c2G1 €t LYLI O

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

The longrun development of the airports predicated a the delivery of the Northern iRiway,

which will provide sufficient runway capacity for the foreseeable futurghé&nlast determination,

CAR set the trigger for the Nbern 10HYy NXzy ¢l & O Wb 2 NI KSNY winasl & Q0
rolling 12 month period.

The existing trigger encapsulates the regulatory decision that at 23.5m pax the extent of runway
demand relatie to supply for the existing runway will be at a level that makes it appropriate to
commence expenditure (detailed design anglting works) on the NorthernutRway. In assessing

an appropriate trigger for the Northern Runway in this CHe, key pointto 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 thi@ger in annual pax terms, we have ficst determine

peak capacity use and then map from this peak capacity ustwal volume. There are three
important variables in this regard: (i) peak runway capacity in terms of movements; (ii)
concentration ofmovements 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 ghlie 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 levef 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
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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 firsteniavorder to maximise turarounds

over the course of the dayror this reasonpeak capacity and peak use are both expeésim terms

of peak departures.As a consequerc of our predominant reliance omased carriers, with
overnighting aircraft which ragre departure in the first wave, thaise pattern of the existing

runway is verycondensed

The table below shows pax departures in the peakolr and 2hour periods for 2006, 2008 and
2013. Again, the striking feature is that pax departures were Signifiy peakier in 2013 than in
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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 higheri@itly) 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 derand is now significantly more condensihdn in previous years, not just by compariso

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: Annud PaxDeparting Pax per Hour and per Peak Departé@yMinutes

Annual | Annualepkax | % Departing in AnnualbepkPax | % Departing |

= 2ax IN106:00+ 0001 06:00 +:0/:00| InFeak-60nns | Feak 6umnins
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%

Increased pax per aircraft

Average pax per aircraft has risen from 122 in 2008 to 128 in 2013. All other treiggequal, this

would exert a downward pressure on the trigger value. Thannfiactors driving increased average

pax have been:

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

1 increased longhaul volumes (larger aircraft with typically higher load factors);

9 increased average sector length withshorthaul, which would be expected to be associated
with higher average load factors;

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

Enhanced runway capacity
The current declared pedhour capacity oRunway 1€28 is 33departures (plu$ arrivals), up from
31 in 2008. Demand in the summer season 2013 was 29 depart@&$ summer season 2014
(based on typical busy day although on the busiest days departure demand in the peak wWill reac
33), and is expected to increase further as traffic grows. Given this constraint, which has been a
focus of ongoing discussion at the Dublin Airport -Galination Committee, a Runway Process
Improvement Group (RPIG) was established, comprising daa(aiAAraffic control) and airline
representatives, in order to explore the potential for increasing peak capacity. As a result of this
collakorative work, the 1AA has indicateldat peak departure capacity can be increased in a number
of phases, as set olselow:
1 Phase Xcompleted) 33 departures by 2014, resulting from reduction of the DD (depa+ture
departure) separation delay;
1 Phase 2: 35 departures by 2017, resulting from reduction of the DD separation delay;
1 Phase 3: 37 departures, subject to negtitin with NATS (as controller of UK airspace) of
reduced inflight separation trails for aircraft entering UK airspace from Dublin;
1 Phase 4: 39 departures, subject to provision by daa of additional airfield infrastructure,
namelyadditional lineup pointsfor Runway 1028.

Looked at in terms of the twhour 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 pHaged, and indicating in
each case the key dependency, whath&A, NATS or daa.
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Table 11: Phases of Runway Capacity Enhancement

Phase Peak Departure Capacityl Dependency

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

Phase 2 65 IAA¢ Maximising efficiencies from Phase 1 (DD t0)80s

Phase 3 68 NATS ¢ Reduced separation of aircraft entering U
airspace

Phase 4 71 daag Additional infrastructure at each end of R28

With regard to the threshold at whichll existing runway capacity will be required, daa (below)
defines this as th point at which usedemand would exceed supply capacity in the peak-hear
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 thaur peak thafills 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 overnightip aircraft (albeit less attractive than the peak 60 minutes) up to the point
that the two-hour peak is fullSecondly a technical point: capacity cannot be traded off as between
arrivals and departures in a perfectly linear way. For instadheecombinaton 35 departures and 5
arrivals represents a maximum level of departufiesn phase 2 Additional departures cannot be
made available by surrendering arrivatfowever any increase in the number of arrivals beyond 5
requires a reduction in the number okgartures.Thirdly, a further technical point: Dublin Airport
runway slots are allocated on the basis that the agreednlfute delay criterion is not breached.
Over the course of a peak hour, capacity is maximised, and by the end of the peak houlechodel
delay would be approachingddminutes. Peak capacity cannot be replicated in the subsequent hour,
becauseo do so would breach the IMinute delay criterion.

The graph below represents the outcome of this exercise. Assuming that all four phases a§ runw
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 (Transfesfare scenarios.

Hgure 31 Forecast Peak Departure Movements 2602025
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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 commissioritigeaunway,

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 fomsts.
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Figure 32 Assessing Appropriate Trigger to Deliver JusfTime Northern Runway
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In addition to the above analysis, daa has also examined how access to a longer runway could
stimulate additional traffic growth to lonfaul destinations not cuently within direct (commercial)

reach of Dublin. (The current &8 is only 2.637km long, whereas the lengtfecification for the
Northern Rinway is 3.11km.)

At present, key destinations in South America, Africa and Asia are effectively out of Tdaeh.
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, the7B78ould reach further off the

existing 1628, but may not be commercially suitable for direct flights to the destinations in question
(because of its size). The larger B'BBand A35 could be commercially suitable, but their heavier
MTOWSs may requir@ 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 lonrbaul market available with longer reach is highly significant. As the table below
indicates, exishg 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 -Esfifated 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 Seledt®egions

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. ig estimated that these services could raimp over a Syear

period to a single daily yemound 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 obadditi
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1.2m pax by the end of the-year period. To put this target in context, by 2014/2015 total capacity
from Dublin to the Middle East (Etihad/Emirates) will have growe.tbm seats per year, from a
base of <200k pax in 2010.

It is appropriate to askwhether 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 Mgiddist 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 totabpgrowth at 1.7m. This reflects the stimulation effect for
both direct and onward connecting traffic when new peiatpoint routes are opened.

Table 13 Travel Volumes Ex Dublin to Selected Hubs

Traffic from Dublin 2010 2013 % Growth Variance
onnnQa

5 Major EU Hubs 3,280 3,649 +11% +370
2 Middle East 197 506 +156% +309
Hubs

Rest of Dublin 14,954 16,012 +7% +1,058
Dublin Airport 18,431 20,167 +9% +1,736
Total

Theexcess demand analysis pointed to a possible Northern runway trigger off#&sswe consider

the additional business which access to a longer runway can genératéring forward the
Northern Rinway 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 tteatonger runway can generate. In the table
below, these linked costs and benefits are shown, working off a stadissumption that the
Northern Rinway would be delivered in 2023 (the mpdint of our excess demand range, shown
above). A strong case emeg that bringing forward delivery of the runway would pay for itself.
Even if the additional longaul business generated wamly approx. two thirds of the 1.2m pax
expected(i.e. 850k as shown in the table), bringing forward the runwagsnthree yeas would
essentially pay foritsef 3A gAYy 3 + avYlrtt ySi ySaAFIA@S AYLI O

Table 14: Calculating Return on Accelerated Runway Delivery

INEV .oiNew Runwa EPassenget Year of-2¢ RUnNway CO!“]I.CI.!Q"?;CJ!'I
Em W-S -l (R @) 20p2(0 2021 20272 2023
Eost of :-Bringin
. : piie N/A  -30.0m  -19.3m -9.3m ;
Eorwara Investimen
0 - - - -
Benerit ol
Benefito 850 29.9m 19.1m 9.2m -
‘ 1SE(

1,200 42.2m 27.0m 13.0m =
1,600 56.3m 36.0m 17.3m -

0 -30.0m -19.3m -9.3m -
850 -0.07m -0.18m -0.15m -
otalimpact
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 ftalbng

g2 60K RA&OdzaA&ASR Ay ihéndalion B $ha ihe Kofthern Bivhy DriggerhdS O2 Y
retained at 23.5m passengers in a 12 month rolling period. UnderCQibie forecastthis traffic
volume would be expected towards the end 2019 ¢ just inside thisCIP period There are also

other reasons not to delay ghconstruction of the Northerndway, including the current relatively
favourable conditions in the construction sector (from a demaitt point of view) and the broader
importance of internationatonnectivity to the Irish economy and society.

15.6.051 Northern Parallel Runwaye H i p Y

The concept of two eastest parallel runways was established for Dublin Airport in the 1960s. The
necessary lands were acquired and tiirst of these two runwayfRunway 18 was opened in
1989. Passenger numbers have since increased from 5 million in 1989 toOowedti@n in 2Q.3.

This project allows for the construction costs, mitigation costs and statutory levies associated with
the Northern Runway.Sincethe 2009 Regulatory Determination, furtheonsultation has taken
place with prospective long haul airlines and the runway length now being proposed is 3,110m to
accommodate direchon-stop services tadestinations currently oubf-reach of the existing runay,
namely to developing economieskar EasAsia and South America

Over the past five year period runway demand has exceeded capacity at busy witries, has
required airlines to operate at times different from requested. daas looked at squeeing
incremental capacity from the existing assets by a range of measures including changes to IAA
separation procedures and increasad-traffic control efficiencies.These increases are subject to

trial of additional slots and to agreement with NATS UKU#hairspace 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 @12 month period.

15.6.012 Etensionto Runway 1Hy O0x pp Y

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 onwardslileely 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 bottpassenger and cargo payload from Dublin. Given that the key aircraft for these routes
(A353900 and Boeing 78900) are not yet in operational service, there is some scarcity of data on
likely performance from the existing runway in Dublin. Initial intiices 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 elveloping economies This project isattractive 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 tjeetpréor

this reason we propose this project with a trigger relating to the expected delivery of the Northern
Runway.

Trigger proposed Project allowed ifNorthern Runway set at >23.5m passengers in a 12 month
period.

15.6.013 Lineup Pointsto Ruway 10Hy Ok onYyY

This project proposes lingp points for aircraft at the 10 and 28 ends of Runway2&Cconsistent

GAGK L!'!1 Q& LINRBLRalf 2F RSOfIINBR OFLIOAGEe 2y {(KS
should such lineip points be installed, baseah successful completion of phase8 bf the runway
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capacity enhancement programme. Without such investment the Watdld currently indicatea
maximum of 37 departures in the pealepartureshour (subject to aircraft flow from the ramp to

the runway not leing constrained, and the negotiation of additiondK 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 eehsnt. 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-28 reaches 35 departures in the peak
hour.

DevelopmentOptionif CIP 15.6.012nd CIP 15.6.013 To Proceed

15.6.028 Runway 128 Extension and Addition of LingzL) t 2 Ay G& 0O0eTnYO

This project combines the Runway Extension to Runwa8L(CIP 15.6.012 pp Y0 Iy R {(KS
up Points to both ends of Runway-28 (CIP 15.6.013% o n Y0 (2 f Sexbrstruaién synéidiest
would provide he aircraft lineup points at both ends of Runway -P8 in addition to a holding bay at th
Runway 10 endnd therunway extension of c.390mTogether the linaip points and the runway extensio
would provide arunway pavement length between 3,000m and 3,100m which will enable direct servicg
number of key destinadns and international market§Ve propose this project with a trigger relating to tk
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 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 finalisafian.address this risk
(associated with a critical element of airport infrastructure), diaegludesa triggered allowance of
eEHPY O6LX dzA FRRAGAZ2Y T 02 a -8, adiappropriftd) be ificludeditheNd y
CIPProposals20152019 to allow daa to deliver the agreed fuel farm infrastructure should the
preferred DFBOT solution be uatsable.

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

Trigger Projects

CIP No. |Project Title 2015 2016 2017 2018 2019
Q1|02 |03 04|01 [02 |03 [04 |01 [02 [Q3 [04 |01 |02 |03 [04 |01 [Q2 |03 [04

15.6.051 [Northern Runway Sub}ect ;o tri;:jger

15.6.012 |Runway 10-28 Extension Sub}ect ;o tri:gger

15.6.013 |Line-up Points to Runway 10-28 Subiect %o trit:_:;ger

15.6.028 |Runway 10-28 Extension and Addition of

. R Subject to tri
Line-up Points ubject 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
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7.9 Notional Impact of Proposed Capital Investment on Price Cap

Table 15elow 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:

9 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 foretheiy 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 secei performance versus target, previous under
NEO2@SNES /!wQa fS@es avyz220iKAy3a STFSOiaod

1 Changes in the prieceap level from one year to the next reflect multiple movements in the
above values.

1 With regard specifically to the impact of a proposed capital paogne 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 aeached. 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.

Table16a S a 2dzi GKS AYLI OG 2F RFEIF Q& LINE Ld&pRr OF LIA (|
the period 20152019.
f C2NJ 1Se OIFrGS3I2NRSa 2F RIFQ&a LINRBLRAaSR /LtX
impact in real terms over the course of the/Bar period. These are staradone impacts.
9 Taking account of the impact of capital valexiting the RAB, the nehpactis 7.

Tablel5: Impact of Capital Investment Proposals on Price Cap

) Weighted | Annual Notional
Capital Project + | £ dzS | Average | Impact on
Asset Life| Airport Charges
15.4.001 Airfield Vehicles and Equipment 5.7 9 endnn
15.6.001 Runway 184 Pavement Rehabilitation 215 15 €ENPdPmMH
15.6.002 Apron Rehabilitation 21 25 endnd
15.6.004 Airfield Lighting Upgrade (Runway28) 9.1 20 endnn
15.6.006 Airfield and Apron Road 1.7 23 eEndnm
15.6.009 Taxiway Airfield Ground Ltighy (AGL) Upgrade 3.9 15 ENDNH
15.6.017 Runway 128 Overlay 22 20 eEndmn
15.6.055 Airfield Taxiway Rehabilitation 14 25 endnc
15.9.022 Airfield Pollution Control 20 30 EnNdny
15.3.001 Landside Infrastructuréltilities 4.6 23 ENDO®NH
15.3.004 Landsidimfrastructure- Carparks 4.5 13 eEndno
15.3.035 Landside Infrastructuré&xternal Roads 2 18 endnm
15.4.002 Light Vehicle Fleet 2.2 4 eEndno
15.4.005 T1 Baggage Reconciliation System 1 7 ENONM
15.4.006 T1 Critical Equipment Upgrades 5.9 18 eEndno
15.7.102 T1 Roof Upgrades 7.9 20 eEnodnn
15.7.104 HVAC / BMS Upgrades & Replacements T1 7.4 25 eEnodno
15.5.002 Retail IT 1.6 5 ENDONH
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) Weighted | Annual Notional
Capital Project + | £ dzS | Average | Impacton
Asset Life| Airport Charges

15.8.008 daa Technology Optaas & Lifecycle Managemer 15.8 5 ENnNoOmMdp
15.8.009 daa IT Business Systems Investment 15.6 5 ENnNoOmMdp
15.8.009c Business Innovation Investment 8 2-5 ENOMpP
15.2.017 Consolidated Staff Car Park 15 25 EnNdNM
15.4.003 T2 HBS Standard 3 13 11 endnd
15.4.004 @ntral Search AreaNew Technologies 11.6 10 EnNdny
iﬁg;f?? Airfield Infrastructure Upgrades for New La 15 o5 cndnm
15.6.021 Cargo Gate Redevelopment 1.8 25 eEndnm
15.6.022 Airport Screening Centre 0.8 25 eEnodnn
15.6.023 Apron Developmen?@OR) 8.2 20 endnn
15.6.047 Apron Development (5G) 18.2 25 endny
15.7.103 Fixed Electrical Ground Power Pier 1 15 15 ENdNM
15.7.116 Pier 3 Flexibility 15 25 endnc
15.7.117 Transfer Facility 215 39 eEndny
15.7.119 T1 Facade Works 0.7 25 eEndnn
15.7.12 T2 Bus Lounge Facilities 13.3 30 endnp
15.7.121 T1 Arrivals Development 8.9 25 enodnn
15.7.122 Pier 1 Enclosed Gate Rooms 1.1 15 ENdAM
15.2.005 Commercial Hangar Infrastructure 0.6 20 endnn
15.2.006 T2 MSCP Phase 2 12.3 25 endnp
i&-‘é.czo.?nor;()da(;g;go Termah Development &  Office 29 10 € ndNH
15.2.009 Consolidated Car Rental Centre 10 20 endnp
15.2.010 Digital Advertising PODs 1 4 eEndnm
15.2.013 Commercial Property Refurbishment 10.5 10 eEndnT
15.3.006 Longerm Car Park Resurface 6.7 25 € /O3p
15.5.001 Retail Refurbishments 12.1 5 eEndmp
15.6.018 North Runway Fees and Planning 4 20 ENDNH
15.6.019 North Runway Advance House Purchase 4.3 20 EN®nH
15.8.001 Minor Works 10 13 endnc
15.8.200 Programme Management 3.5 5 endnn

EHPN M
CONTIGENT PROJECEXPECTED
15.6.013 Addition of Lirap Points on Runway 128 30 20 enodmn
15.7.101 T1 Check In and Security 38.3 25 endmc
15.7.111 Pier 2 Segregation 18 20 endny
CONTINGENT PROJEQIGST EXPECTED
15.2.002 Fuel Farm 25 40 eEnodndg
15.6.051 Northern Runway 245 20 emMdmMn
15.6.012 Runway 1P8 Extension 55 20 €ndHC
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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 invesymé@ 6 € my c Y 0 69c
¢NF yOKS HY .dzarAySaa RSOSt2LIVSyid OF LISE 6€ m) 68c
Tranche 3: Contingent Projet® ELISOG SR déeyc YO 21c
hiGKSNJ 0e HHYD 12c
Impact of capital value exiting RAB -97c
Net price cap impact of daa capital investment progdes 72c

8 Programme Management

All daaprojects within the CIP will comiie to be delivered using therggramme management
toolkit. Programme ranagement can be defined as the process of managing the multiple
interdependent projects contained in the Cith 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 independentth& project management process which is concerned
with the planning, organising, design and management of resources to bring #imsuccessful
delivery ofindividual projects.Programme management provides:

Continuous scrutiny of the vaniis projectdy the Board of daand other stakeholders.

Visibility of the management and delivery of individual projects againstdpfimed

objectives.

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

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

1 Integration ofcostand schedule through project control procedures and provision of

performance metrics.

Driver of risk mnagement ad in particular risk ritigation

Interfacemanagement to ensure minimal disruption to operations and passengers.

dedicated Programme and Projdénvironmental and Health and Safety management

systems and personnel.

)l
)l

= =4 =

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 seeking flexibility and the limits within which
the daa would operate such flexibilities

9.1 The Need for [EXibility

The need for flexibility is driven by 4 main factors;
1 Risk based approach to maintenance investment
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The level of design maturity oféhiprogramme 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

= =4 =

In section 6 an envelope approach to capital allowance was shown to be consistent with best
practice in aset 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 oftprituiing 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 rglatin 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 spemifinumber 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 $age of design maturity with approximately 65% of the projects at feasibility /qunsiage
(Figure 3). Substantial resource is heeded to advance major projects in an Airport environment
through the design process and the daa has sought to balance tkedéinvestment 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 rand&%f 8
of total project costs are generally well below publishedoramended amount. Royal Institute of
British Architects wald recommended contingency levels in the range 0f3R% 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 CHPoposals20152019

30%
65%

15% 30%

Risk / Contingency

2
B

o
ES

Feasibilitv / Concent Preliminary Desian Detailed Desian

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 oé thext regulatory period, dae in

some casesequired to attempt an accurate predictiorf mvestment requirement up to §ears in
advance of the actual investment taking place. Bregire 34CIP Process Timescale.
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Figure 31: CIP Process Timescale

CIP
Preparation

2013

CIP
Determination

2014

CIP Delivery
2015 - 2019

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 pdriln 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 sgcific projectby-project approvalsin 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 thame of capital allowance) across all
capex projects this approach should &gplied more generally

9.2 Capex Groups

As per discussion abovee present our capital requirements in the following groupings:

Airfield maintenance envelope

Terminal and lanside maintenance envelope

Revenue envelope

Business development envelope

IT envelope

Other (Programme Management, Minor Works, North Runway facilitation works)

=A =4 =4 =8 -8 =9

For this approach to produce any meaningful benefit in terms of increased flexibility, réatowil
of costs, outturn and allowance shoube at the envelope rather than the individual project level.
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Figure35: CIP Capex Groups Proposed.

Airfield
Maintenance
€118.9m

Terminal &
Landside
Maintenance

€35.5m

v

Business
Development

€118.5m

|

Revenue
€55m

v

IT
€41

Other
€22m

i

9.3 Restrictions Proposed on Capitaékibility

The current determination contains a priptgé 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 20PR19. 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 consultatien u

a capex envelopes approach. (This is slightly different from the proposal discussed at the capex

consultation.)

1. Where a new project can be delivered withiny
consultation will be required.

2. Where a new project can be delivered within the capex envelope and such new project is
'y AYOGSNRY O2yadz
iKS OF LISE

A % 4 A

SELISOGSR (G2 oS
3. Where a new project cannad S

eoY 2N I02@S
RSt AJSNBR

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 DAAHeavy 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 | 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 : a5. 70m

Historic Expenditure (pre 2015) 00. 00m

CIP Expenditure (2015 062019) 5. 70m

Underpinning Assumptions and 1 Replacement costs are based on current market rates.
Cost Benchmarks

Opex Impacts 1 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 9 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 1 This proposal has been presented to and consulted on
with airlines and other stakeholders during the capex
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consultation status

Project Output

Expected Commencement :

Expected Duration :

Asset life :

=

= = | =2 | =44

proposals for Dublin Airport 2015 -2019 consultation
process.

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

2015
5 Years

Varies from 5 810 Years
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CIP 15.6.001 : Runway 38 Pavement Rehabilitation

Project Rationale:

Runway 1634 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 1634 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 1028 in 2016/2017.

Runway 1634 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)

LEGEND :

Runways, Apron, Paved Area & Apron Roagways
Buliangs

Grass Area

Taxways

[

]
{

Runway 16/34 Pavement Rehad

Rurway 1028

Total Capex Requirement : T G24.30
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Historic Expenditure (pre 2015)
CIP Expenditure (2015 062019)

Underpinning Assumptions and Cost
Benchmarks

Opex Impacts

Alternative Solutions Reviewed

Stakeholder evaluation and
consultation status

Project Output

Expected Commenceme nt :
Expected Duration :

Asset life :

= =

= =4 -9

E R ]

= = | =2 =

02.80m

021.50m

8,000m? of full depth r unway pavement
reconstruction.

124,000n7 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.

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 pavement replacement and
have a short life cycle. This form of emergency
replacement should be avoided.

Scheduled and unscheduled localised emergency
remedial works, including localised patch repair,
band sealing, etc. drisk to serviceability (FOD) and
cost prohibitive.

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.

8,000m? of new full depth runway pavement.
124,000n7 of rehabilitated runway pavement.
Runway edge drainage channel improvements and
replacement at Taxiway intersections.
Reinstatement of runway and taxiway markings.

2018 (Minor works in 2015)
2 Years

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 aircratft.

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)

LEGEND :

] cevers Pavemen

"] Agron Pavement

[] oo

Total Capex Requirement : T G21.00m



Historic Expenditure (pre 2015)
CIP Expenditure (2015 062019)

Underpinning Assumptions and Cost
Benchmarks

Opex Impacts

Alternative Solutions Reviewed

Stakeholder evaluation and
consultation status

Project Output

Expected Commencement :
Expected Duration :

Asset life :

= =4 =4 =9 = = ==

=

= = | = | =4 =4 =4 =4

00. 00m
021.00m

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.

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 approxi ma
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.

Piecemeal ad-hoc replacement (see above)

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.

Replacement of 30,000m? of failed stand pavement
with new, integrated pavements

Replacement of 54,000m? of failed apron pavement
with new, integrated pavements

Reinstatement of airfield ground lighting and
guidance signage

Reinstatement of ground markings

2015
5 years

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 in 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 attributed 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)
LEGEND : "

|: Runways, Apron, Paved Area & Apron Roadways

N

-------- 8 x 150mm @ Power Ducting

—————— 4 x 150mm @ Comms Ducting

7] Inset & Exteral AGL fittings to be upgraded
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Total Capex Requirement :

Historic Expenditure (pre 2015)
CIP Expenditure (2015 062019)
Underpinning Assumptions and

Cost Benchmarks

Alternative Solutions Reviewed

Stakeholder evaluation and
consultation status

Project Output

Expected Commencement :
Expected Duration :

Asset life :

= | =a =29 = = ==

=

== == = | =Aa=a=a=

09.10 million
0§$0.00
09.10m million

DAACost Database
Night working
Parallel System Requirements

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

Maintenance operations to existing manholes are
unsafe.

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.

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

2015
2.5 Years

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 15,000sgm 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)

Testag
- “‘ ‘x‘i‘( _____

Total Capex Requirement : T a1.

Historic Expend iture (pre 2015) T G0.00m
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CIP Expenditure (2015 062019)

Underpinning Assumptions and
Cost Benchmarks

Opex Impacts

Alternative Solutions Reviewed

Stakeholder evaluation and
consultation status

Project Output

Expected Commencement :
Expected Duration :

Asset life :

=

= == =4

= =4

G1l.70m

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 .

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

Piecemeal ad-hoc replacement of road pavement as
required as detailed above.

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.

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

7,000m? 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

2015
5 years

15 630 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/lll 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;

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

9 increased ground manoeuvring guidance accuracy for pilots to follow

1 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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LEGEND L

Runways. Apron. Paved Area & Apron Roadways

[
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Grass Area

Taxiway Centreline Lights

& 150mm @ Power Ducting

Mole Crossings

Total Capex Requirement : T G63.90m
Historic Expenditure (pre 2015) T G0.00m
CIP Expenditure (2015 §2019) T G63.90m
Underpinning Assumptions and 1 Capacity in electrical duct system and sub -station to
Cost Benchmarks facilitate m_stalla_ltlpn . .
1 New electrical fittings and cabling required
1 Modifications to AGL Control system
1 Night-time working in a numbe r of areas may be
required
1 Works to be carried out in discrete portions to
minimise operational disruption
Opex Impacts 1 Maintenance of light fittings
Stakeholder evaluation and 9 Aer Lingus Regional / Aer Arann have requested use of

taxiway G for intersection take -off operations on
Runway 16.

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

consultation status

process.
Project Output 1 +400 taxiway centreline lights / bases / transformers
1 +50km cable
 +25km ducts
Expected Commencement : 1 201
Expected Duration : 2 Years
Asset life : 1 15 Years
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CIP 15.6.017 : Runway &8 Overlay

Project Rationale:

Runway 1028 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 20162014. 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
conditoni n t he O mai nt e nlasnovwectear tha theeogginal yunway 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 : T 622.30m
Historic Expenditure (pre 2015) T G0. 30m
CIP Expenditure (2015 062019) T G622.00m
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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.

1 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)

1 Current centreline and taxiway lighting to be

Underpinning Assumptions and
Cost Benchmarks

= =4

= =

= =4 =9

reinstated
1 Runwayand taxiway markings to be reinstated.
Opex Impacts 1 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 1 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.

consultation status

Project Output 1 Overlay of Runway 10-28 with 200mm (nominal)
structural bituminous overlay and a grooved surface
9 Tie-in to all existing taxiways.
1 Reinstatement of centreline and taxiway lighting.
1 Reinstatement of runway and taxiway markings.
Expected Commencement : T 2016
Expected Duration : i 2Years
Asset life : - 15years
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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 aircraft 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 : T G616.00m



Historic Expenditure (pre 2015)
CIP Expenditure (2015 062019)

Underpinning Assumptions and
Cost Benchmarks

Opex Impacts

Alternative Solutions Re viewed

Stakeholder evaluation and
consultation status

Project Output

Expected Commencement :
Expected Duration :

Asset life :
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02.00m

014.00m

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.

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.

Piecemeal ad-hoc replacement of pavement as
required as detailed above.

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

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

2014
6 years

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 (FCQ 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 ® storage tank) was delivered as part of CIP 2006 to 2M9. It was planned to
deliver the final phases of these pollution control works (additional 18,000m ° 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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DUBLIN AIRPORT CIP 15.9.022 Airside Pollution Control Infrastructure
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Classification : Airfield
Primary Driver : Compliance
Total Capex Requirement :

Historic Expenditure (pre 2015)

CIP Expenditure (2015 62019)

Underpinning Assumptions and Cost
Benchmarks

Opex Impacts

Alternative Solutions Reviewed

Overall Capex Type : Capital Maintenance

Secondary Driver(s) : Environmental

1

020. 00m
00. 00m
G§20. 00m

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.

Provision of additional storage capacity will
result in additional running time for the

existing pumps which discharge the
contaminated runoff to foul sewer.

DAApays 00.66 per m3 to
contaminated runoff from de -icing activities to
the public sewer and i
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.

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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Stakeholder evaluation and consultation
status

Project Output

Expected Commencement :
Expected Duration :

Asset life :

= =2 | =2 | =1

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; 1in 10 years.

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.

63,000m° of additional storage capacity or
equivalent treatment facilities.

50m?® storage facility and associated
infrastructure for concentrated spent de -icing
chemicals (glycol).

2016
2 Years

Below ground drainage works and pollution
tanks: 30 years.
Above ground storage tanks: 15 years
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Capital Maintenance ProjectsTerminal and Landside
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CIP 15.3.001: Landsideftastructure Utilities

Project Rationale;

DAAiIs 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 energy efficiency by the year 2020. The targets are
challenging and require system improvements to assist with achieving committed reductions.
DAAhave 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 |
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

Total Capex Requirement :
Historic Expenditure (pre 2015)
CIP Expenditure (2015 062019)

Underpinning Assumptions and
Cost Benchmarks

Opex Impacts
Alternative Solutions Reviewed

Stakeholder evaluation and
consultation status

Project Output

Expected Commencement :
Expected Duration :

Asset life :
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Boiler T1
04. 60m
0d0. 00m
04. 60m
DAACost database

Reduced energy consumption

End of life cycle of critical com ponents which must be
replaced.

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.

Replacement of HVACand MTHW systemsn T1
Replacement of CHP 3/ Boilers in T1
Renewable energy projects

Improved airline and passenger experience

2015
5 years

Upgrade of existing systems 85 Years
New plant and equipment 810 Years
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CIP 15.3.004: Landside Infrastructure Car Parks

Project Rationale;

DAAis 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. Longterm 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
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Block C Roof Membrane 2013

Total Capex Requirement : T 04.50m
Historic Expenditure (pre 2015) T G0.00
CIP Expenditure (2015 982019) T 04.50m
Underpinning Assumptions and Cost 1 Replace lighting with high efficiency LED fittings
Benchmarks
Opex Impacts 1 Reduced energy consumption
Stakeholder evaluation and consu ltation 1 This proposal has been presented to and consulted on
status with airlines and other stakeholders during the capex
proposals for Dublin Airport 2015 -2019 consultation
process.
Project Output 1 New Public car park lighting
1 New Pay Stations 623
1 New Ticket Readers 824 Entry and 17 Exit
1 43 New Automated Barriers
1 New Vehicle Recognition System / Season Card
Readers
1 New Management Station and Controls Upgrade
Expected Commencement : 1 2017
Expected Duration : 1 2Years
Asset life : 1 10-15 years
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CIP 5.3.035: Landside Infrastructure External Roads

Project Rationale;

This project involves the upgrading of elements of DAAowned 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 andFi r e St ati on Road
roads remain in the ownership of the DAAas 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 : T G2.00m

Historic Expenditure (pre 2015) T G0.00m

CIP Expenditure (2015 62019) T G2.00m

Underp inning Assumptions and 1 2008 Similar Project

Cost Benchmarks

Opex Impacts 1 Reduced maintenance costs; reduced insurance claims.
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