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Executive Summary 
The N40 Cork South Ring Road is one of the most heavily trafficked roads in the country, after the M50 and 

forms part of the Trans-European Transport Network (TEN-T).  

The N40 corridor was constructed and upgraded incrementally since the early 1990s between Junction 1 

(Poulavone) and Junction 11 (Dunkettle) over a number of decades at significant investment. In more recent 

years, infrastructural work along the N40 has tended to focus on maximising the efficiency and throughput of 

the corridor with a number of interchange grade separation schemes completed 

The Dunkettle Interchange (Junction 11) represents the last at-grade junction on the N40.  An upgrade of 

Junction 11 (Dunkettle), which includes a free-flow arrangement was granted approval with conditions by An 

Bord Pleanála in 2013. One of the conditions imposed by An Bord Pleanála required various actions to be 

ǳƴŘŜǊǘŀƪŜƴ ōȅ ¢LL ǘƻ ƳƻƴƛǘƻǊ ǘǊŀŦŦƛŎ ƻƴ ǘƘŜ bпл ŘǳŜ ǘƻ ŀǇǇŀǊŜƴǘ ŎƻƴŎŜǊƴǎ ōȅ ǘƘŜ .ƻǊŘ ǎǳǊǊƻǳƴŘƛƴƎ άthe 

capacity constraints of the Jack Lynch Tunnelέ.   In light of this, it was recognised that future traffic demand on 

the N40 would need to be managed if the N40 and the Jack Lynch Tunnel were not to act as a constraint on 

development within the Cork Metropolitan Area. 

In order to progress with this matter, the National Roads Authority (now Transport Infrastructure Ireland (TII)), 

in consultation with Cork City Council, Cork County Council and various other stakeholders, undertook a study 

to identify a scheme of indicative Demand Management Measures for the N40.  

The potential provision of demand management measures along the N40 corridor is in keeping with a number 

of European, national, regional and local planning policy documents, including: 

¶ Trans European Transport Networks (TEN-T) Regulations (Regulation (EU) No 1315/2013) 

¶ Smarter Travel, A Sustainable Transport Future 2009 ς 2020 

¶ Strategic Investment Framework for Land Transport 

¶ National Ports Policy 2013 

¶ Spatial Planning and National Roads, Guidelines for Planning Authorities (2012) 

¶ Cork City Development Plan 2015 ς 2021 

¶ Cork County Development Plan 2014 

A detailed assessment of existing conditions has found that the N40 frequently experiences traffic congestion 

and travel time unreliability due to a combination of high mainline flows and frequent, congested junctions. 

On the basis of the detailed assessment, the requirements of demand management measures are as follows: 

¶ Address the strong levels of growth in transport demand, predominantly through managing growth in 

the level of discretionary traffic, such that the strategic function of the N40 can be protected;  

¶ Manage and mitigate the safety and reliability impacts that result from congested conditions, and 

which also threaten the strategic function of the N40 

In essence, these requirements relate to the need to influence demand that may be attracted to the N40, and 

subsequently manage the traffic that nevertheless has chosen to use the N40. This requires two very different 

forms of management, one based on influencing the generation of demand and the other based on controlling 

traffic flow which materialises, a distinction that was recognised throughout the study. 
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An extensive range of potential demand management measures was initially considered and this was sifted to 

identify those measures which could be considered further.  These measures are shown in Table 0.1 below: 

Category Measures Taken Forward 

Smarter Travel 
¶ Travel Planning & Awareness 

¶ Planning Policies 

¶ Integrated Land Use and Transport  

ITS / Control 

¶ Upgrade to Motorway 

¶ Access Control 

¶ Incident Detection 

¶ Variable Speed Limits 

Capacity 
¶ Interchange Capacities 

¶ Junction Capacities 

¶ Alternative Complementary Routes 

Priority None 

Information ¶ Internet 

¶ Roadside Information 

Control ¶ National Control Centre 

¶ Network Patrols 

Fiscal 
¶ Distance Based Tolling 

¶ Toll by Time 

¶ Toll by Vehicle Type 
 

Table 0.1 - Summary of Measures to be Considered Further 

A detailed analysis of the above measures was undertaken using a detailed traffic model developed specifically 

for the scheme and using High Growth traffic forecasts from the TII Project Appraisal Guidelines as the most 

appropriate and closest match to the population and employment forecasts in the Cork Area Strategic Plan. 

Following this analysis, the indicative N40 Demand Management Scheme was identified as shown in Table 0.2, 

indicatively, in Figure 0.1 and discussed further in the following paragraphs. 

The analysis highlighted the need for an integrated land use and transportation strategy for the Cork 

Metropolitan Area with a focus on reducing the significant car commuter demand on the N40 during peak 

times and addressing the use of the N40 as an access route to the various commercial and retail developments 

in close proximity to the route.  This must be the primary, albeit indirect, demand management measure. 

The analysis demonstrated that there are a number of traffic management and improvement interventions 

required to the N40 prior to any direct demand management intervention in order to address current capacity 

constraints, particularly at the junctions.  The development of some alternative complimentary routes, as 

identified in relevant Cork County Council policies, will also benefit the N40 by providing alternative options 

for N40 traffic. 

The assessment of the fiscal demand management measures has been based on an indicative three toll point 

open system, which provides a coverage rate of greater than 80% of trips. This has been derived to 

demonstrate the benefits and impacts of such a solution. 
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The analysis showed clearly that fiscal measures can have a significant impact on managing future demand on 

the N40, notwithstanding the complexity of the overall road network in the Cork Metropolitan Area and the 

limited alternatives to the Jack Lynch Tunnel.   

N40 Intervention Description of Specific Measures 

Integrated Land Use and Transportation 

¶ Travel Planning & Awareness 

¶ Land Use Policies 

¶ Public Transport 

¶ Parking Policy  

Targeted Upgrades 

¶ Upgrade to Motorway 

¶ Dunkettle Interchange Upgrade 

¶ Off Line Junction Improvements 

¶ Hard Shoulder Queuing 

Smart Motorway Interventions 

¶ Traffic Control Centre 

¶ Variable Speed Limits 

¶ Variable Messaging Signage 

¶ CCTV 

¶ Incident Detection 

¶ Network Patrols 

Alternative Complimentary Routes  ¶ Douglas East-West Link 

¶ Airport ς Sarsfield Road Link 

Fiscal ¶ Multi Point Tolling 

Table 0.2 - Summary of the Indicative Scheme of Specific Demand Management Measures 

 

Figure 0.1 ς Proposed Indicative Scheme of Specific N40 Demand Management Measures 

In conclusion, the N40 Demand Management Study has demonstrated the need for demand management on 

the N40, provided a rigorous assessment of potential demand management interventions specifically for the 

N40 and the demonstrated the feasibility of the indicative demand management measures. The study will 

provide a basis for the development of a detailed scheme for implementation.    
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1.0 Introduction 

1.1 Background 
The N40 Cork South Ring Road is one of the most heavily trafficked roads in the country, after the M50 and 

forms part of the Trans-European Transport Network (TEN-T).  

The N40 corridor was constructed and upgraded incrementally since the early 1990s between Junction 1 

(Poulavone) and Junction 11 (Dunkettle) over a number of decades at significant investment. In more recent 

years, infrastructural work along the N40 has tended to focus on maximising the efficiency and throughput of 

the corridor with a number of interchange grade separation schemes completed.  

Figure 1.1 provides an overview of the N40 corridor in its present form within the context of the wider road 

network within the Cork Metropolitan Area.  

 

Figure 1.1 ς Overview of N40 Corridor 

 

Figure 1.2 ς N40 Schematic with Junction Numbers and Names 

The N40 is a corridor of significant strategic value at both a national and regional level. The N40, via Junction 

9 (Bloomfield) and the N28 provides access to the Port of Cork operations at Ringaskiddy. The N40 also provides 

access to Cork Airport via Junction 6 (Kinsale Road) and the N27. In addition to the above, there are numerous 

strategic employment zones located to the south of the N40 corridor. The N40 in turn provides access to the 

National Motorway network via Junction 11 (Dunkettle). As such, the N40 corridor provides an important 
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means of access to a variety of land uses to the south of Cork City, in addition to providing access to 

international markets for freight through Ringaskiddy and tourist and business traffic through Cork Airport.  

Notwithstanding the strategic nature of the corridor, significant development has occurred over the past two 

decades in the Cork suburbs and towns served by the N40 corridor, most notably: Douglas; Maryborough; 

Rochestown; Little Island; Mahon; Carrigaline and Ballincollig. Development along the corridor has occurred 

to such an extent, that the N40 is now located within the suburbs of Cork; as opposed to an outer ring as 

initially envisioned. During this period, the complementary improvement to public transport has struggled to 

keep pace with development, notwithstanding the enhancements of rail services, and the introduction of new 

bus routes. 

Certain sections of the N40 were observed carrying in excess of 80,000 vehicles per day in 2016.1 Examining 

the N40 in the vicinity of the Jack Lynch Tunnel reveals a 4% growth in traffic volumes reported by the TII Traffic 

Monitoring Unit (TMU) at this location between 2014 and 2015 and 3% growth between 2015 and 2016. This 

underlines the steady and consistent growth in traffic on the N40 in the period 2014 - 2016 and it is expected 

that such growth will continue as the economy continues to grow. 

1.2 Evolution of the N40 Corridor  
The N40 corridor was constructed and upgraded incrementally since the early 1990s over a number of decades 

at significant investment. In more recent years, infrastructural work along the N40 has tended to focus on 

maximising the efficiency and throughput of the corridor with a number of interchange grade separation 

schemes completed.  

The present N40 has been formed by the following collection of schemes: 

¶ Kinsale Road to Douglas Scheme ς Junction 6 to Junction 8 opened in 1990; 

¶ Douglas to Rochestown Scheme ς Junction 8 to Junction 9 (interchange included) opened in 1992; 

¶ Dunkettle Interchange (Junction 11) constructed as part of the Glanmire Bypass opened in 1993; 

¶ Bandon Road to Kinsale Road Scheme ς Junction 3 to Junction 6 opened in 1996; 

¶ Jack Lynch Tunnel Scheme ς Junction 9 to Junction 11 opened in 1999; 

¶ N22 Ballincollig Bypass ς linking N22 west of Ballincollig to Junction 1 and a link from Junction 1 to the 

R608 was also opened in 2004; 

At this stage, in 2004, a high quality dual carriageway corridor sweeping around the southern environs of Cork 

City was formed. However a number of the junctions along the N40 corridor were at grade junctions which as 

traffic demand increased resulted in increasing levels of congestion and delay. In order to reduce delays at 

these junctions and along the corridor, a number of junction upgrade / grade separation schemes have been 

implemented since, namely:  

¶ Signalisation of Dunkettle (Junction 11) in 2006; 

¶ Upgrade of the Junction 6 (Kinsale Road Roundabout) to a grade separated arrangement in 2006; 

¶ Upgrade of Junction 3 (Bandon Road Roundabout) and Junction 4 (Sarsfield Road Roundabout) to 

grade separated arrangements in 2013. 

                                                           
1 This is an annual average daily traffic figure.  When lower flows at weekends are discounted, annual average weekday 
traffic figures could be up to 10% higher than this.  



   
  
 
  
 

Page | 6  
 

In 2012, the various elements of infrastructure listed above, which had originally been part of the N25 route, 

were designated as the N40 via statutory instrument.  

The Dunkettle Interchange (Junction 11) represents the last at-grade junction on the N40.  An upgrade of 

Junction 11 (Dunkettle), which includes a free-flow arrangement was granted approval with conditions by An 

Bord Pleanála in 2013. It is anticipated that this scheme will proceed to construction in the coming years.  

As demonstrated above, there has been considerable investment of Exchequer funds along the N40 corridor 

since 1990. The N40 corridor was effectively completed in 2004. It was only a short while after its completion, 

when it became apparent that there was a need to increase the throughput and enhance efficiency along the 

corridor. This resulted in a number of grade separation schemes.  The upgrade of Junction 11 (Dunkettle) will 

be the last of these grade separation schemes. As such, the next logical step for the N40 corridor is to manage 

the demands.  

1.3 Current Study Context  
As indicated previously, in 2012 a proposal to upgrade the Dunkettle Interchange was prepared and submitted 

to An Bord Pleanála.   

Traffic analysis undertaken as part of the supporting Environmental Impact Statement (EIS) for the interchange 

upgrade suggested that by 2031 traffic in the Jack Lynch Tunnel, under high traffic growth scenarios, could 

exceed 75,000 annual average daily traffic (AADT). Experience of traffic on the M50, following the completion 

of the upgrade works to that route in 2010, demonstrates that there can be significant traffic growth on urban 

orbital routes following upgrade works, far in excess of national or regional average growth rates.  

The assessment undertaken by An Bord Pleanála of the Dunkettle Interchange Upgrade Scheme considered 

whether the upgrade was justified in light of anticipated traffic growth and potential bottlenecks elsewhere 

in the adjacent road network.  In particular, An Bord Pleanála identified potential for the Jack Lynch Tunnel to 

act as a future constraint and highlighted the need for the tunnel in particular to be protected from 

unsustainable traffic growth.  In his report to An Bord Pleanála, the assisting inspector advising the Bord on 

traffic matters associated with the Dunkettle Interchange Upgrade Scheme stated: 

It is recommended that no planning permissions with significant transportation impacts be granted when 

the capacity of the most critical element in the interchange, namely the Jack Lynch Tunnel, is at 90% of the 

level at which on-going congestion would occur. 

The implication of such a condition would be that if 90% of the capacity of the tunnel was committed, then 

further permissions should not be granted until or unless further traffic management measures and modal 

shift were shown to have taken place which would release more capacity in the tunnel.  

The assisting inspector calculated that the capacity of the tunnel was 75,000 annual average daily traffic.2 

Arising from the above, An Bord Pleanála placed the following condition on their approval to the Dunkettle 

Interchange Upgrade Scheme in 2013: 

The applicant shall provide for and adhere to the following requirements in the proposed road development: 

                                                           
2 This was based on a reasonable method of approximation of capacities, assuming that capacity is reached at a certain 
level of congestion.  In reality, roads continue to operate even when severely congested, albeit at a lower level of 
service. 
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(a) Following commissioning of the proposed road development, the National Roads Authority shall, at 

intervals not exceeding twenty four months, review and upgrade the regional traffic model. At each review 

the road authority shall, in addition to measurement of traffic flows and validation of the model, include 

specific inputs for extant grants of planning permission within the Cork Metropolitan area. It shall publish 

this traffic flow information on the website of the National Roads Authority, and 

(b) Within six months of the date of the Board Order an automatic traffic counter shall be provided on a 

permanent basis on the N40 National Primary Road in close proximity to the Jack Lynch Tunnel to provide 

on-going recording and monitoring of traffic flows. 

Reason: To provide for on-going monitoring and review of traffic flows on the road network at the 

interchange, in order to indicate capacity to facilitate traffic generated by additional development, having 

particular regard to the capacity constraints of the Jack Lynch Tunnel. (Emphasis added) 

In respect of compliance with this condition, it should be noted that TII has developed the National Transport 

Model (NTpM) which covers the entire National Road Network. The NTpM has a base year of 2013 and is 

updated annually to reflect changes is traffic flow based on data from the network of Traffic Monitoring Units. 

The information from the annual update of the NTpM is contained within the TII National Roads Network 

Indicator Report available on the TII website3. In addition, Traffic Monitoring Units (permanent automatic 

traffic counters) have been installed on a number of sections of the N40 including the section between Mahon 

and the Jack Lynch Tunnel. 

Lƴ ƭƛƎƘǘ ƻŦ ǘƘŜ ŀōƻǾŜΣ ¢LLΩǎ ŜȄǇŜǊƛŜƴŎŜ  ǿƛǘƘ  ǘƘŜ aрл ŀƴŘ the fact that that traffic studies for the Dunkettle 

Interchange Upgrade Scheme identified that, under certain traffic growth scenarios, the threshold of 90% of 

the tunnel capacity (as identified by the An Bord Pleanála assisting inspector) could be reached within the next 

decade, it was recognised that future traffic demand on the N40 would need to be managed if the N40 and 

the Jack Lynch Tunnel were not to act as a constraint on development within the Cork Metropolitan Area. 

In order to progress with this matter, the National Roads Authority (now Transport Infrastructure Ireland (TII)), 

in consultation with Cork City Council, Cork County Council and various other stakeholders, undertook a study 

to identify a scheme of indicative Demand Management Measures for the N40.  

This report provides a summary of the work undertaken and describes the indicative scheme of measures 

identified. However it must be stressed that no decision to implement these measures has been taken. The 

implementation of any scheme (or elements thereof) at a future date will be dependent on Government policy 

and decision, as well as being subject to the relevant statutory processes and legislation. 

1.4 Study Objective 
In setting the terms of reference for this study, the following overarching objective was identified:  

Study Objective: developing a scheme of specific Demand Management Measures for the N40 which 

seeks to ensure the capacity along the N40 is protected as demand rises in the future. 

Following consultation with key stakeholders, this overarching objective was distilled into a number of N40 

specific objectives against which potential demand management interventions can be tested and more 

information on this is provided in Section 4.  

                                                           
3 Further detail on both the National Transport Model and National Road Network Indicators are available at 
http://www.tii.ie/tii -library/strategic-planning/  

http://www.tii.ie/tii-library/strategic-planning/
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Apart from the potential upgrade of the Dunkettle Interchange, significant capital upgrade works to the N40 

(such as providing additional lanes, upgrades to other junctions, new river crossing, etc.) did not form part of 

the study.  The objective of this study is to consider how best use can be made of the existing infrastructure 

with modest, low cost / high value improvements and changes to local policy approaches which could 

potentially be delivered in the short to medium term4.  

  

                                                           
4 Short term is defined as within the period 2020ς 2025.  Medium term is defined as within the period 2025 ς 2030. 
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2.0 Policy Context 
The potential provision of demand management measures along the N40 corridor is in keeping with a number 

of European, national, regional and local planning policy documents, discussed in detail in the following 

paragraphs.  

2.1 Trans-European Transport Networks (TEN-T) 
The strategic nature of the section of the N40 between Junction 9 (Bloomfield) and Junction 11 (Dunkettle) 

has been recognised by the EU and has been included within the TEN-T Ψ/ƻǊŜΩ ƴŜǘǿƻǊƪΦ ¢ƘŜ ¢Ǌŀƴǎ-European 

Transport Networks (TEN-T) are a set of road, rail, air and water transport networks in Europe. There are two 

designations in the TEN-T network which have implications for the future management and improvement of 

the road network. 

¢ƘŜ ΨŎƻǊŜΩ ¢9b-T network will act as the backbone for transportation within the EU and will be supported by a 

ΨŎƻƳǇǊŜƘŜƴǎƛǾŜΩ ƴŜǘǿƻǊƪ ƻŦ ǊƻǳǘŜǎΣ ŦŜŜŘƛƴƎ ƛƴǘƻ ǘƘŜ ŎƻǊŜ ƴŜǘǿƻǊƪ ŀǘ ǊŜƎƛƻƴŀƭ ŀƴŘ ƴŀǘƛƻƴŀƭ ƭŜǾŜƭΦ ¢ƘŜ ŀƛƳ ƛǎ ǘƻ 

ensure that progressively, throughout the entire EU, the TEN-T will contribute to enhancing internal markets, 

strengthening territorial, economic and social cohesion and reducing greenhouse gas emissions. 

Regulation (EU) No 1315/2013 sets out the requirements for high quality roads that shall form part of the TEN-

T road network, both Core and Comprehensive, and states under Article 17(3), the following: 

άIƛƎƘ-quality roads shall be specially designed and built for motor traffic, and shall be motorways, express 

roads or conventional strategic roads. 

(a) A motorway is a road specially designed and built for motor traffic, which does not serve properties 

bordering on it and which: 

(i) is provided, except at special points or temporarily, with separate carriageways for the two 

directions of traffic, separated from each other by a dividing strip not intended for traffic or, 

exceptionally, by other means; 

(ii) does not cross at grade with any road, railway or tramway track, bicycle path or footpath; and 

(iii) is specially sign-posted as a motorway. 

(b) An express road is a road designed for motor traffic, which is accessible primarily from interchanges or 

controlled junctions and which: 

(i) prohibits stopping and parking on the running carriageway; and 

(ii) does not cross at grade with any railway or tramway track. 

For the core network, Article 39(2)(c) requires that only motorways or express roads shall be used. 

In addition, Article 4 of the directive sets out the objectives of the TEN-T network including demonstrating 

European added value through (a) cohesion, (b) efficiency, (c) sustainability, and (d) increasing the benefits 

for its users. In particular, the following sub-articles are relevant to this study: 

Cohesion through: 

(a) (iii) For both passenger and freight traffic, interconnection between transport infrastructure for, on the 

one hand, long-distance traffic and, on the other, regional and local traffic; 
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Efficiency through: 

(b) (i) the removal of bottlenecks and the bridging of missing links, both within transport infrastructures 

ŀƴŘ ŀǘ ŎƻƴƴŜŎǘƛƴƎ Ǉƻƛƴǘǎ ōŜǘǿŜŜƴ ǘƘŜǎŜΣ ǿƛǘƘƛƴ aŜƳōŜǊ {ǘŀǘŜǎΩ ǘŜǊǊƛǘƻǊƛŜǎ ŀƴŘ ōŜǘǿŜŜƴ ǘƘŜƳΤ 

(iv) the promotion of economically efficient, high-quality transport contributing to further economic 

growth and competitiveness; 

Increasing the benefits for users through: 

(d) (ii) Ensuring safe, secure and high-quality standards, for both passenger and freight transport. 

 

Article 10 of the directive sets out the general priorities in the development of the comprehensive network 

and in particular states:  

In the development of the comprehensive network, general priority shall be given to measures that are 

necessary for: 

(b) ensuring optimal integration of the transport modes and interoperability within transport modes; 

(c)  Bridging missing links and removing bottlenecks, particularly in cross-border sections; 

(d) Promoting the efficient and sustainable use of the infrastructure and, where necessary, increasing 

capacity. 

In May 2017 the European Commission published the first part of its proposals for the EU Road Transport 

Strategy (the so-ŎŀƭƭŜŘ άƳƻōƛƭƛǘȅ ǇŀŎƪŀƎŜέύ ǿƛǘƘ ǘƘŜ ŀƛƳǎ ƻŦ ƛƳǇǊƻǾƛƴƎ ŜƴǾƛǊƻƴƳŜƴǘŀƭΣ ǎƻŎƛŀƭΣ ŜŦŦƛŎƛŜƴŎȅ ŀƴŘ 

innovation aspects of road transport and as part of this there are a number of proposed changes to the area 

of tolling and road user charging which could influence demand management schemes on the TEN-T Network.  

Some of the potentially relevant changes include the promotion of more distance based user-charging / tolling 

and the phasing out of time-based charges as well as the simplification of the external cost components of 

charging schemes and option of a congestion charge element.   

This, for example, could encourage a shift towards tolling / charging schemes on the basis of CO2 emissions 

(with significant reductions for zero emission vehicles), air pollutants and time of demand / congestion levels 

in addition to the charging component for the more conventional infrastructure cost contribution.   
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2.2 Smarter Travel, A Sustainable Transport Future 2009 - 2020 
Smarter Travel sets out a broad vision for the future and establishes 

national transport vision and objectives. The main objectives focus on 

reducing the dependency on private cars by increasing the public 

transport mode share and encouraging walking and cycling. The policy 

contains a target to increase the number of commuters travelling to 

work via alternative modes to the private car that will lead to a drop in 

the total share of car commuting from 65% to 45%.  

The policy acknowledges that άǘǊŀƴǎǇƻǊǘ ƛǎ Ǿƛǘŀƭ ŦƻǊ ƻǳǊ ŜŎƻƴƻƳȅΦ !ǎ ŀƴ 
island nation we need good transport connections with our trading 
partners; we also need to ensure efficient movement on the island. Safe 
and comfortable travel is also a key element of a good quality of life. 
The issue is not to restrict travel and transport but to facilitate smarter 
ǿŀȅǎ ƻŦ ƳŜŜǘƛƴƎ ǘƘŜǎŜ ƴŜŜŘǎέΦ 

Key actions set out in the policy to achieve this vision include: 

¶ Actions to reduce distance travelled by private car and 
encourage smarter travel, including focusing population growth in areas of employment and to 
encourage people to live in close proximity to places of employment and the use of pricing 
mechanisms or fiscal measures to encourage behavioural change 

¶ Actions aimed at ensuring that alternatives to the car are more widely available, mainly through a 
radically improved public transport service and through investment in cycling and walking. 

2.3 Strategic Investment Framework for Land Transport 
In 2015 the Department of Transport, Tourism and Sport (DTTaS) 

ǇǳōƭƛǎƘŜŘ ΨLƴǾŜǎǘƛƴƎ ƛƴ ƻǳǊ ¢Ǌŀƴǎport Future - Strategic Investment 

CǊŀƳŜǿƻǊƪ ŦƻǊ [ŀƴŘ ¢ǊŀƴǎǇƻǊǘ ό{LC[¢ύΩΦ ¢ƘŜ ŘƻŎǳƳŜƴǘ ǊŜŎƻƎƴƛǎŜǎ ǘƘŀǘ 

even with better spatial planning and appropriate transport and 

walking provision, demand growth will erode the economic efficiency 

of the existing transport system, in particular in or near major urban 

areas. There is a focus on the important role of network management, 

maximising operational capacity, minimising safety risks and ensuring 

that maximum value is derived from the currently existing system. 

Therefore the policy of SIFLT is to encourage consideration of 

maximising the value of the current transport system along with major 

infrastructural investment projects.  

 This framework provides a number of principles and priorities as 

criteria against which land based transport programmes will be drawn 

up and assessed in the coming decades. Rather than setting out a list of 

projects to be prioritised, SIFLT forms a filter for transport investment projects prior to their appraisal for 

suitability for inclusion in national/regional programmes. These priorities include: 

¶ Priority 1: Achieve Steady State Maintenance; 

¶ Priority 2: Address Urban Congestion; 

¶ Priority 3: Maximise the Value of Existing Land Transport Networks. 
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As mentioned previously, the N40 corridor is a strategic two lane dual carriageway; some sections of which 

has been in service since the earlȅ мффлΩǎ. Significant Exchequer investment has been directed towards the 

N40 since then.  

Priority 2 and 3 of the SIFLT is therefore particularly relevant in the context of proposals for demand 

management along the N40 corridor. The underlying principles of these priorities are that any further 

investment should be targeted to maximise the contribution of the land transport networks by enhancing the 

efficiency of the existing network, particularly:  

¶ Through increased use of ITS applications; 

¶ Through investments that improve connections to key seaports and airports or support other 

identified national and regional spatial planning priorities;  

¶ In the case of roads, investment should provide access to poorly served regions, access for large-scale 

employment proposals, complete missing links or address critical safety issues. 

2.4 National Ports Policy 2013 
The core objective of the DTTaS National Ports Policy is to facilitate a competitive and effective market for 

maritime transport services.  The long-term international trend in ports and shipping is towards increased 

consolidation of resources in order to achieve optimum efficiencies of scale.  This has knock-on effects in terms 

of vessel size, the depths of water required at ports and the type and scale of port access and hinterland 

transport connections. 

The National Ports Policy has provided a categorisation based on the national importance of ports. Tier 1 

Ports are the top of the hierarchy and three ports are identified which fulfil the Tier 1 criteria, namely:  

¶ Dublin Port; 

¶ Port of Cork; and  

¶ Shannon-Foynes Port. 

The National Ports Policy clearly identifies as a matter of reasonable priority the improvement of the road and 

rail freight connections to the Port of Cork. This is reinforced in TEN-T network where port access and 

hinterland connection priorities are included as part of the core network. These priorities are both road and 

rail links. 

The policy recognises that for inclusion in the core network, ports must enjoy significant volumes of freight 

and/or passenger traffic, have a high level of international connectivity and, by 2030, be connected to the core 

European rail and road network. 

The provision of the core road to support the Tier 1 port status of the Port of Cork is therefore recognised as 

a key objective of the policy. 

2.5 Spatial Planning and National Roads, Guidelines for Planning Authorities (2012) 
Statutory Government policy relating to the safety, efficiency and capacity of the National Roads network is 

ǎŜǘ ƻǳǘ ƛƴ ǘƘŜ 5ŜǇŀǊǘƳŜƴǘ ƻŦ 9ƴǾƛǊƻƴƳŜƴǘ ŘƻŎǳƳŜƴǘ ŜƴǘƛǘƭŜŘ άSpatial Planning and National Roadsέ published 

in January 2012. In essence this seeks to ensure that local authorities adopt policies that avoid the undermining 

of the strategic transport function of National Roads by promoting local transport infrastructure measures 

intended to cater for the roads needs of local traffic and local development related traffic. 
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Strategic traffic, in the context of National Roads, primarily comprises major inter-urban and inter-regional 

traffic. This inter-urban and inter-regional traffic, whether HGV, car, public transport bus services or other 

public service vehicles, contributes to socio-economic development and the transportation of goods and 

products, especially traffic to/from the main ports and airports, both freight and passenger related. 

2.6 Cork City Development Plan 2015 - 2021 
The Cork City Development Plan (CDP) 2015 ς 2021 contains a number of objectives to support development 

of the metropolitan area over the coming years. Within the CDP, Cork City Council have set population targets 

for 2022 of approximately 150,000 inhabitants, an increase of approximately 19% on the 2016 population 

recorded within the Census. Furthermore, the CDP sets a target of 16,000 additional jobs within the Council 

jurisdiction which represents almost 22% increase upon the current job provision (2011 Census data) within 

the City.  

Notwithstanding the above, the Cork C5t ŀŎƪƴƻǿƭŜŘƎŜǎ ǘƘŀǘΥ ΨIn the past a considerable amount of 

development in Cork City and the Metropolitan Area (e.g. satellite towns) has been designed in a manner that 

is dependent on the national roads network. However, in recent years a roads hierarchy has been clarified, and 

the primary purpose of the national road network has been clearly defined as providing strategic movements 

of goods and people between major cities and regions and between key international gateways such as the 

main ports and airports (Ministerial Guidelines Spatial Planning and National Roads, January 2012).Ω 

Following on from the above the Cork CDP sets out a strategic objectives:  

5.32 Reserving adequate capacity for strategic traffic on the national roads network will require providing 

alternative means of access for existing development that was constructed around the national roads network, 

as well as limiting the extent of future development in locations that would give rise to the generation of short 

trip/ commuter traffic on national roads. Altering such patterns will require close cooperation with Cork County 

Council as part of the Cork Area Strategic Plan.  

5.33 It is a strategic objective of Cork City Council to protect the capacity, efficiency and safety of national roads 

and associated junctions while maintaining the economic vibrancy of Cork City. 

2.7 Cork County Development Plan 2014 
The Cork County Development Plan (CoDP) sets out the framework for the future development of the area. 

The CoDP sets population targets for 2022 of 470,622, an increase of approximately of 13% on the 2016 

population recorded within the Census. The Cork CoDP also breaks out population targets into some regions. 

Of note for instance is the targets for the Greater Cork Ring. The Greater Cork Ring lies outside Metropolitan 

Cork and includes the towns of Mallow, Bandon, Fermoy, Kinsale, Macroom and Youghal.  The target for 

Greater Cork Ring is 131,882, an increase 11% on the 2011 population recorded within the Census. 

The Cork CoDP recognises that ǘƘŜ bпл ƛǎ Ψa critical national road artery serving Cork City and connections to 
/ƻǊƪ !ƛǊǇƻǊǘΣ tƻǊǘ ƻŦ /ƻǊƪΣ wƛƴƎŀǎƪƛŘŘȅΣ /ƻǊƪ {ŎƛŜƴŎŜ tŀǊƪΣ ²Ŝǎǘ /ƻǊƪ ŀƴŘ {ƻǳǘƘ YŜǊǊȅΩ and notes that the Ψbпл 
Demand Management Study will look at all options for the management of the N40 including both controlling 
traffic on the route and managing the demand for traffic to use the road as well as possible targeted 
infrastructure improvement to ensure the capacity is protected over its design life as future planned demand 
risesΩΦ 

  



   
  
 
  
 

Page | 14  
 

3.0 Need for Demand Management 

3.1 Overview 
This section of the report provides a description of the existing situation along the N40 corridor in relation to 

the demand for travel. Population and employment data from the 2011 CSO Census is presented alongside 

ǘǊŀŦŦƛŎ Ŧƭƻǿ ŘŀǘŀΦ ¢ƘŜ ǘǊŀŦŦƛŎ Ŧƭƻǿ Řŀǘŀ Ƙŀǎ ōŜŜƴ ŜȄǘǊŀŎǘŜŘ ŦǊƻƳ ¢LL ǇŜǊƳŀƴŜƴǘ ¢ǊŀŦŦƛŎ aƻƴƛǘƻǊƛƴƎ ¦ƴƛǘǎ ό¢a¦Ωǎύ 

in the Study Area; and from the 2013 base year N40 traffic model developed as part of this study.  

3.2 Population & Employment 
In order to understand the demand for travel on the road network, a review of the population densities and 

employment levels in the study area was undertaken.  Figure 3.1 provides a plot of the population in both Cork 

City and Cork County since 1996.  

 

Figure 3.1 ς Population of Cork City & Cork County (1996-2016) 

During the period 1996 ς 2016, there has been a significant increase in the population within the County of 

Cork (excluding the City). In contrast the population of the City has remained broadly similar since 1996, indeed 

between 1996 and 2016, there has been an overall decrease in the population of the City area of 1.2%.  

With respect to the Cork County area, between 2002 and 2011 (the most profound growth period), there was 

an average annual population growth to the order of 2.3%. Despite the recent economic downturn the Cork 

County area has continued in population growth to 2016 to the order of 1% per annum.  

 

 

 




























































































































