1 ARCHITECTURAL HERITAGE

1.1 Non Technical Summary

Where heritage structures along a disused railway line are brought back into use by the
reopening of the railway, there is a potential for significant positive heritage impacts. For
instance, the reuse of the former bridge abutments at the Royal Canal an the Tolka River to
carry a new bridge spans is likely to result in positive impacts. The reuse of the road
overbridges to span a working railway, where for the last 44 years all they spanned across
was muddy ditches, also has the potential to result in positive impacts, though necessary
strengthening of the bridges or elements will modify the character of impact. The loss of two
stone arched overbridges and of three minor underbridges will result in moderate to
significant negative impacts on the architectural heritage of the area. Apart from heritage
buildings and structures associated with the former railway, there are no buildings of
significant heritage value within sight of the line.

Electrification of the railway from Clonsilla to the Dunboyne will generally have an
imperceptible to slight neutral impact on the architectural heritage.

1.2 Introduction

This section of the Environmental Impact Assessment examines the heritage value of
buildings and structures along or near to the former alignment of the Dublin and Meath
Railway, the route of the proposed Clonsilla to M3 line. These buildings and structures are
identified and the impact of the proposed railway works and operation on them is evaluated.
This assessment has regard to the Heritage Act, 1995, the Architectural Heritage (National
Inventory) and Historic Monuments (Miscellaneous Provisions) Act, 1999, and the Planning
and Development Act, 2000 (as amended). The assessment also has regard to Appendix B
of the Architectural Heritage Protection Guidelines published by the DoEHLG in December
2004, and to those Guidelines generally. The conservation principles embodied in the Venice
Charter, 1964, underlie any consideration of architectural heritage.

1.3 Methodology

The methodology used in preparing an assessment, for the purposes of this environmental
impact statement, of the impacts of the development on architectural heritage included:

e A survey seeking to identify buildings and structures of architectural heritage value along
or near the alignment of the former Dublin and Meath Railway, and an evaluation of the
relative importance of buildings and structures so identified. Structures of heritage value
along the alignment were photographed. These photographs are appended to the EIS

e Research into the history and development of buildings and structures.
e An assessment of the potential impacts of the development on architectural heritage, of

the benefit of any mitigation measures, and of the predicted impacts of the development
on architectural heritage.



A study was carried out of historic maps available in the library at University College Dublin,
and in the Map Library at Trinity College Dublin. The history of the development of the
former Dublin and Meath Railway and of that railway’s relationship with the former Midland
Great Western Railway was studied by general literature research, by literature research at
the library of the Irish Railway Records Society, and through documents made available from
the archives of larnréd Eireann. Reference was made to listing by Meath and Fingal County
Councils and to listings under the National Inventory of Architectural Heritage.

1.4  Existing Environment
1.4.1 The History of the ‘Meath Road’

The former railway line from Clonsilla to Pace was built as part of the Dublin and Meath
Railway, which ran from Clonsilla to Navan and on to Kingscourt. The Dublin and Meath
Railway was incorporated on the 23" of July 1858. The Directors of the line included the
Duke of Leinster, the Earl of Darnley, Lord Fingall and Lord Dunsany. The engineer for the
line was Sir John McNeill, who had worked for the great English engineer Thomas Telford,
and who had been appointed as the first professor of civil engineering at Trinity College
Dublin. McNeill proposed that the line be built without level crossings, as both he and the
directors thought it would be more prudent to pay £1,000 for a bridge, than to build a gate
and have to pay a gatekeeper. The line from Clonsilla to Navan was constructed by Moore
Brothers. It is reported that in May 1861, 1,200 men were working, day and night, on the
line.

The Meath line was originally constructed as a single-track line. Work started in October
1848, and the section from Navan to Clonsilla opened on the 29" of August 1862, where it
connected with the Midland Great Western line into Broadstone. There were continuous
disputes between the Dublin and Meath Railway and the MGWR. A 10-year working
agreement was made with the MGWR in 1869. The MGWR then set about erecting
platforms at the stations; apparently there having been no platforms on the Meath line up to
then. Disputes between the two railways continued until the Dublin and Meath Railway was
purchased outright by the MGWR in 1888. Difficulty was experienced in running the Meath
line on a single track because of the number of special cattle trains, and because of specials
put on in winter to carry the Meath hunt; hounds, horses and riders all being transported on
the train. The MGWR set about doubling the line after they bought it in 1888.

As years passed, traffic volumes on the Meath line reduced, and in 1919 the line was
returned to single-track north from Dunboyne to Drumree. The line crossed over the Royal
Canal at a point seven and three quarter miles out of the Broadstone. This bridge was blown
up on Easter Sunday night 1923. For some time after, the line was reduced to single
working, returning to double line working in 1924 and 1925, after which it was permanently
reduced to single working. Broadstone Station remained the terminus until 1929, after which
Meath trains were diverted to Amiens Street. During the Emergency, passenger trains on
the Meath line were first reduced to one a day, later to two a week, and eventually
abandoned. In May 1946, passenger services resumed, but were withdrawn again in
January 1947. In 1957, there were just three goods trains a week on the line, these
terminating at the North Wall. Goods services ceased on the 12" of June 1961, and the line
was closed, along with many others, on the 1% of April 1963, April Fools’ Day.



1.4.2 Railway Heritage

Ireland has a very extensive body of built heritage associated with existing and former
railways. There are provisions in the Architectural Heritage (National Inventory) and Historic
Monuments (Miscellaneous Provisions) Act, 1999, and in the Planning and Development Act,
2000 (as amended), for designating railway buildings and structures as having specific
heritage value. There are also provisions in the Heritage Act, 1995 for the designation of
such structures as ‘Heritage Buildings’ within the terms of that Act. It might not be
immediately obvious which railway structures can reasonably be regarded as architectural
heritage. The definition of architectural heritage in the Heritage Act, 1995, is helpful in this
regard:

"architectural heritage" includes all structures, buildings, traditional and designed, and groups
of buildings including street-scapes and urban vistas, which are of historical, archaeological,
artistic, engineering, scientific, social or technical interest, together with their setting,
attendant grounds, fixtures, fittings and contents, and, without prejudice to the generality
of the foregoing, includes railways and related buildings and structures and any place
comprising the remains or traces of any such railway, building or structure;

This definition should not be read as meaning that all railway structures, or their remains, are
of significant heritage value. It means no more or less than that, for the purposes of the
Heritage Act, 1995, all railway structures and their remains fall within the definition of
architectural heritage, and so may be treated as heritage or designated as heritage.

1.4.3 Heritage Provisions in County Development Plans and the Regional Guidelines

Both the Fingal and Meath County Development plans contain both specific and wide-
ranging policies on the protection of built heritage

The Meath County Development Plan 2007-2013
The Meath County Development Plan 2007-2013, at Section 8.3.1, states that:

‘Meath has a wealth of built heritage, from castles to cottages, including the great passage
tombs of Bru na Bdinne and Loughcrew, planned towns and villages such as Slane and
Moynalty, great country houses, farmsteads, monastic settlements, churches, mills, canals
and railways. Within this great variety of building types and uses are structures of
architectural heritage significance and distinctive character that are deemed worthy of
protection’...

‘It is the goal of the Planning Authority to protect, conserve and enhance buildings, areas,
structures, sites and features of special architectural, historical, archaeological, artistic,
cultural, scientific, social or technical interest. Conservation is a priority for Meath County
Council, reflected in the policies and objectives outlined in this section of the Development
Plan’.

At Section 8.3.4, the Meath County Development Plan 2007-2013 states that:

‘The updating of the Record of Protected Structures in the County has had regard to the
recently published DoEHLG National Inventory of Architectural Heritage for County Meath
which surveyed County Meath and has recommended that all structures deemed of regional,
national and international importance should be included as Protected Structures in the
Record of Protected Structures’



The Meath County Development Plan 2007-2013 contains specific policies for the protection
of architectural heritage, which include:

HER POL 69 To preserve, protect and enhance the architectural heritage of Meath.

HER POL 73 To protect the historic bridges, railway and roadside features (such as
historic milestones, cast-iron pumps and post boxes) and street furniture of
the County.

HER POL 76 To adhere to the standards advocated in the Principles of Conservation
published by the Department of the Environment, Heritage and Local
Government in undertaking works on elements of the built heritage.

The Fingal County Development Plan 2005-2011

The Fingal County Development Plan 2005-2011 contains specific policies in for the
protection of architectural heritage, which include:

PolicyHP11

To encourage the sympathetic retention, reuse and rehabilitation of protected structures,
their setting and historic buildings. In certain cases, site zoning restrictions may be relaxed in
order to secure the preservation and conservation of the protected structure. The protected
structure must be restored to the highest standard and the special interest, character and
setting of the building preserved. This will only be permitted if the development is consistent
with conservation policies and the proper planning and sustainable development of the area

PolicyHP14
To protect the historic bridges, harbours, railway and roadside features (such as historic
milestones, cast-iron pumps and postboxes) and street furniture of Fingal.

ObjectiveHO25

To carry out an audit of all historic rail and road bridges in Fingal and liaise with larnrod
Eireann, the National Roads Authority, and the Water Services and Transportation
Departments of the Council to draw up guidelines for their repair and maintenance.

The Fingal County Development Plan 2005-2011 notes that:

‘The Planning and Development Act 2000 places an obligation on owners and occupiers of a
protected structure to ensure that the structure or any element of it is not endangered. The
Council has employed staff with conservation training to help advise owners and occupiers
on best practice with regard to repairing and maintaining their protected structures.’

The Regional Planning Guidelines for the Greater Dublin Area, 2004-2016

The Regional Planning Guidelines for the Greater Dublin Area, 2004-2016 at Section 9.5
makes the following specific recommendation:

‘Transport corridors, in the context of built heritage refer to canals, rivers, railways and roads.
They provide linear networks of both natural and built heritage from different areas, each with
its own character determined by ecological, socio-economic and historical processes.
Planning Authorities should seek to preserve, protect, retain and maintain, other than in
exceptional circumstances, transport corridors in the context of built heritage.’



1.4.4 Heritage Structures Along the Line
Working from Clonsilla north to Pace, the following railway structures have been identified:

e A former engine shed, built in 1870, which lies between the main line and the Clonsilla
Dunboyne line, west of Clonsilla. This building is without a roof, and is overgrown.

e Any remains of a former turntable or other railway structures immediately west of the

engine shed.

The extensive stone abutments of former bridge over the Royal Canal at Clonsilla.

The remains of the railway underbridge just west of the canal crossing.

The stone arched road overbridge at Barnhill.

The stone arched road overbridge at Stirling.

The stone arched accommodation overbridge just north of Stirling.

A stone arched underbridge spanning a stream south of Dunboyne.

The water tower at Dunboyne.

The stone arched road overbridge at Dunboyne.

The former station house, other station buildings, platform remains, and other railway

remains at Dunboyne.

Two stone arched underbridges spanning the Tolka River at Bracetown.

e The stone arched road overbridge at Bennetstown.

e The stone abutments of two former railway underbridges spanning the Tolka River at
Bennetstown.

e A ‘Telford’ iron gate and the remains of two pairs of gate piers at Bennetstown.

This list is not exhaustive as there may be items such as gates, mileposts etc., concealed in
the undergrowth along the former alignment. Some of the remains listed above are in good
order, whereas others are damaged or only partially intact. The road overbridge and at
Stirling shows clear evidence of structural cracking and deflection. Parapets are partially
missing from most of the other stone arched overbridges.

1.4.5 Heritage Value of the Remaining Structures

The limestone stone arched road overbridges are fine examples of 19" century stonework
and are of significant heritage value. The bridge arches have 39 or more rusticated
voussoirs, resting on a projecting rusticate string course, resting in turn on rusticated cut
stone abutments. The stonework in the flank walls is snecked or block-in-course. The flank
walls are capped with substantial rusticated capping stones. There are similar, though
smaller capping stones on the parapet walls; the parapet walls themselves being of squared
rubble. The stone abutments of the former canal crossing at Clonsilla are also of significant
heritage value because of their design and layout, and the quality and extent of the
stonework.

The former station buildings at Dunboyne, the western approach to the station, the water
tower and the relationship of all of these to the road overbridge are important. These
elements have significant heritage value both individually and as a group. However, the
station house has been extended and much altered both internally and externally. lIts internal
layout has been entirely changed, and it has been faced with inappropriate artificial stone.
There is a pedestrian gate and small rounded building that together make an attractive
termination to the western approach to the station. The original stations toilets and the yard
in which they are placed are relatively intact. Sections of the original platforms are still there.
The treatment of gate piers, ground surfaces, and banking along this approach is distinctive.
The construction of the water tower is of a high quality, the walls being of lightly rusticated
cut stone laid in horizontal courses. The openings are trimmed in red brick and there are



toothed brick quoins, each quoin being three brick courses high. A semi-circular arch
surmounts the entrance door, and there is a large circular opening, filled with louvres, above.

The lesser structures along or near the alignment have less heritage value, but are,
nonetheless, worthy of conservation. Apart from buildings associated with the railway, there
are few heritage buildings or structures within sight of the alignment. Stirling House, a
protected structure, is relatively close to the alignment, but separated by hedgerows and
substantial stands of trees. It is not thought that the railway will be visible from Stirling
House.

1.4.6 Listing

The following structures are listed, either in the Record of Protected Structures, or in the
National Inventory of Architectural Heritage, or both.

Structure Protected Structure - County  NIAH - Record No  Rating

Barnhill Bridge Fingal 11352001 Regional
Dunboyne Bridge 14341002 Regional
Dunboyne Station 14341001 (Tower) Regional
Bennetstown Bridge  Meath 14405001 Regional

The listing of the bridges in the National Inventory of Architectural Heritage is somewhat
uneven. The dates of construction for Barnhill Bridge, Dunboyne Bridge and Bennetstown
Bridge are given as 1850, 1862 and 1900 respectively. Since the line opened in 1862, that
date is probably the most correct, and the date of 1900 suggested for Barnhill Bridge is
certainly incorrect.

1.5 Character of Impacts on Architectural Heritage
1.5.1 Conservation principles and practice

Principles guiding conservation practice are set down in the Venice Charter, May 1964.
Several of the articles of the Venice Charter are worth quoting here:

e Article 1: The concept of an historic monument embraces not only the single architectural
work but also the urban or rural setting in which is found the evidence of a particular
civilization, a significant development or an historic event. This applies not only to great
works of art but also to more modest works of the past which have acquired cultural
significance with the passing of time.

e Article 3: The intention in conserving and restoring monuments is to safeguard them no
less as works of art than as historical evidence.

e Article 5: The conservation of monuments is always facilitated by making use of them for
some socially useful purpose. Such use is therefore desirable but it must not change the
lay-out or decoration of the building. It is within these limits only that modifications
demanded by a change of function should be envisaged and may be permitted.

It can immediately be seen that having regard to the principles set down in the Venice
Charter must inform understanding of the nature and extent of impacts on architectural
heritage. It is clear that altering the setting of an item of built heritage, or modifications or



additions to it have all the potential to impact negatively upon architectural heritage. On the
other hand maintaining a building or structure in use is positive.

1.5.2 Definition of Impacts on Architectural Heritage

The list of definitions given below is taken from Section 5: Glossary of Impacts contained in
the Guidelines on the Information to be Contained in Environmental Impact Statements
prepared by the Environmental Protection Agency. Comment is given below on what these
definitions might imply in the case of architectural heritage. The definitions from the EPA
document are in italics.

Imperceptible Impact

An impact capable of measurement but without noticeable consequences. The definition
implies a small but measurable change in the character of heritage structures or in the
character of their setting, capable of detection, but not readily noticeable.

Slight Impact

An impact which causes noticeable changes in the character of the environment without
affecting its sensitivities. For this definition to apply, a development would be noticeable, and
would also bring about a change in the character of heritage structures or in the character of
their setting. However, apart from the development itself, the sensitivity of the remaining
setting or structures should remain unchanged.

Moderate Impact

An impact that alters the character of the environment in a manner that is consistent with
emerging trends. In this case, a development must bring about a change in the character of
heritage structures or in the character of their setting; and this change must be consistent
with a pattern of change that is already taking place or emerging.

Significant Impact

An impact which, by its character, magnitude, duration or intensity alters a sensitive aspect of
the environment. This implies an impact which would materially change the character of
heritage structures or the character of their setting.

Profound Impact

An impact which obliterates sensitive characteristics. A profound impact would result from
the demolition of monuments or heritage structures, or from their being changed beyond
recognition.

The above Schedule of Impacts describes the extent of impact, but not their character.
Impacts may be positive, negative or neutral in character. They may also be short term, long
term or permanent in duration. Proposed structures, buildings or landscape interventions are
usually intended to be permanent. Physical changes to heritage structures are also usually
permanent. Although changes may be permanent, and the impact of those changes may be
permanent, after time observers may not be aware of the changes and may not perceive an
impact. What is assessed here is the initial impact.

1.6 Potential Impacts on Architectural Heritage

The remaining heritage structures along the former railway alignment from Clonsilla to
Dunboyne were, for the most part, designed and erected some 150 years ago. They were
designed for a railway passing through a rural environment. The overbridges were designed
to carry light horse-drawn traffic. These bridges, except for the accommodation bridge at



Stirling, now carry streams of often heavy vehicular traffic. The areas through which the line
now passes are rapidly becoming urbanised. The overbridges all show signs of wear,
including damage to parapets and some loss or displacement of stonework.

The needs of a modern suburban railway are not the same as those for a 19" century rural
railway. The suitability for modern purposes of existing heritage structures along the line was
a central issue in the design process for the Dunboyne (M3) Commuter Rail project. A wide
range of options was considered, including, initially, the removal of most heritage buildings
and structures along the line. This option had the potential to result in very significant and
negative impacts on architectural heritage. A variety of options were proposed and were
evaluated as part of environmental impact assessment process. The chosen interventions,
which form part of the application for a Railway Order, arise out of the consideration of a
number of alternative solutions.

Where heritage structures along a disused railway line are brought back into use by the
reopening of the railway, there is a potential for significant positive heritage impacts. For
instance, the reuse of the former bridge abutments at the Royal Canal to carry a new bridge
span, has the potential for very positive impacts, provided the detailing of the connection
between old an new is carefully considered. The reuse of the road overbridges to span a
working railway, where for the last 44 years all they spanned across was a muddy ditch, also
has the potential to result in significant positive impacts. However, there is the potential for
necessary strengthening of the bridges or elements of them to modify the character of
impact.

With this in mind, and in order to inform the design process, detailed stone by stone surveys
were carried out at the Dunboyne stone arched bridge and at the canal abutments at
Clonsilla. Following this, the design process involved repeated consultation between the
design engineers and the consultant conservation architect. During these consultations,
design suggestions were put forward by the conservation architect, who also prepared
detailed drawings of some elements. It is hoped that consultation between the design
engineers and the conservation architect have helped to produce design solutions
sympathetic to the heritage of the existing structures.

1.7  Mitigation Measures

The design of the proposed Clonsilla to Dunboyne line has sought to balance the protection
of architectural heritage against the requirements for running a modern railway. Where it is
concluded that heritage structures should be removed, there is no potential for mitigating the
impact of that removal. Where changes or additions to heritage structures are proposed, the
design intention was that these interventions should be as appropriate as practicable. Where
a design is intended to be appropriate, mitigation is not relevant.

It may be possible for stone, particularly capping stones, recovered from structures proposed
to be demolished, to be reused in the repair of structures to be retained. The appropriate
repair of heritage structure with new or reused stone would bring about positive impacts at
the structure being repaired. But since the extent of such reuse of recovered material is
likely to be very limited, it could not reasonably be regarded as meaningful mitigation for the
demolition of a heritage structure.

It should be noted that it is proposed to record any heritage structures to be demolished.
Although it is important that recording be carried out, there is clear guidance from the
Department of the Environment, Heritage and Local Government that recording should not
be regarded as mitigation for the loss of a structure.



1.8 Predicted Impacts on Architectural Heritage

It is predicted that the proposed Clonsilla to Dunboyne line will give rise to impacts on
architectural heritage ranging from profound and negative to significant and positive. It is
predicted that impacts on architectural heritage will be permanent. The predicted impacts
are listed below by location.

Remains of a former engine shed and other railway structures at Clonsilla
No works to these structures are proposed and, therefore, no impacts are predicted.

The stone abutments of former bridge over the Grand Canal at Clonsilla (UB284)

It is proposed that the existing stone abutments will be ovesailed by a new span in the form
of two steel trusses braced together, and carrying two new tracks on a concrete deck
between the trusses, with walkways outside them. The impacts on the bridge abutments and
on the architectural heritage of the area is predicted to be significant and positive provided
that care is taken in the final detailing and carrying out of the works.

The remains of the railway underbridge just west of the canal crossing

It is proposed to remove these remains, which will result in a slight negative impact on
architectural heritage. The existing considerable damage to this structure is not the result of
the proposed railway works.

The stone arched road overbridge at Barnhill (OB286)

It is proposed to remove the existing stone parapet walls from this bridge and replace them
with higher concrete parapets faced with stone internally. It is proposed to replace capping
stones on the wing walls where these are damaged or missing. It is proposed to replace the
existing unsightly guarding each side of the ramps up the bridge with precast and in-situ
concrete guarding. Whereas the impact of replacing the stone parapets is negative in
character, the impact of the new guarding is likely to be seen as positive. It is proposed that
the water main attached to the east side of the bridge will remain. This watermain has a
negative impact on the heritage value of the bridge. It is predicted that, taken together, the
proposed changes to Barnhill Bridge will result in a moderate and neutral impact on
architectural heritage.

The stone arched road overbridge at Stirling (OB 287)

It is proposed to demolish the arch, which shows clear evidence of structural failure, and
erect a new concrete portal span on the existing abutments. The loss of Stirling bridge will
have significant heritage impact, but as the bridge is already failing, this loss is not the result
of the proposed railway works. It is predicted, therefore, that there will be no impacts on
heritage arising from the proposed works.

The stone arched accommodation overbridge just north of Stirling (OB 288)

It is proposed to demolish this bridge, which will result in a profound and negative impact on
the bridge itself, but only a slight negative impact on the architectural heritage of the area,
since the bridge is a minor one and not generally visible.

The stone arched underbridge spanning a stream south of Dunboyne
It is proposed to retain this bridge, and so no impacts are predicted.

The water tower at Dunboyne
It is proposed to retain this building in-situ, and so no impacts are predicted.

The stone arched road overbridge at Dunboyne (OB 290)



It is proposed to remove the existing stone parapet walls from this bridge and replace them
with higher concrete parapets faced with stone internally. It is proposed to replace capping
stones on the wing walls where these are damaged or missing. It is proposed to provide
guarding each side of the ramps up the bridge constructed of precast and in-situ concrete
walls. It is predicted that the impact of these works on the heritage of the bridge and of the
surrounding area will be moderate and, on balance, negative. The impact on architectural
heritage of the reuse of the bridge for its original purpose will be moderate and positive.

The proposed new pedestrian and cycle bridge (OB290A)

It would not appear that the proposed pedestrian and cycle bridge will impact directly on any
heritage structure. The impacts of the bridge are, therefore, likely to be confined to impact
on the setting of surrounding heritage structures. The character of the bridge structure is one
that might be expected to be found in a railway setting. It is predicted, therefore, that the
impact of the presence of the new bridge on the setting, though significant, will generally be
neutral. It is proposed to be located very close to the Dunboyne stone arched road
overbridge and is predicted to have a moderate negative impact on the setting of that bridge
as perceived from the north. It is also proposed, as part of the construction of the pedestrian
and cycle bridge, to demolish those outbuildings of the former Dunboyne station that are built
up against the west embankment of Dunboyne road overbridge. This will result in a
moderate negative impact on architectural heritage.

The former station house, outbuildings and other railway remains at Dunboyne

It is proposed to retain the station house and outbuildings, other than those attached to the
bridge embankment. No works to the retained buildings are proposed as part of the Clonsilla
to Dunboyne railway project. They are to remain in their current domestic use. There will,
therefore, be no direct impacts on the architectural heritage of these buildings arising from
the railway works. There setting will be considerably changed because of the reopening of
the railway and the provision of carparking, new station buildings and a large new pedestrian
and cycle bridge. The character of the western approach to the station will be change
considerably, but this is a landscape and visual impact rather than an impact on heritage.
Had it been possible to reuse the station house for its original purpose that would have
resulted in a significant positive heritage impact. However, the station house has been
altered almost beyond recognition. The remaining short sections of railway platform will be
reused on site or elsewhere on the railway.

Two stone arched underbridges spanning the Tolka River at Bracetown
It is proposed that these be removed and replaced. These are minor structures and the
resultant impact on architectural heritage is predicted to be slight and negative.

The stone arched road overbridge at Bennetstown (OB294)

It is proposed to demolish this bridge, which will result in a profound and negative impact on
the bridge itself, and a moderate negative impact on the architectural heritage of the area.
Due to extensive flooding in the area, the proposed new level of the rail line in this area is
some 1,5 metres above the original level. There is, therefore not sufficient clearance under
the existing bridge arch.

The stone abutments of a railway underbridge over the Tolka River at Bennetstown

It is proposed that these be retained, with a new bridge span being added. The impact on the
bridge abutments and on the architectural heritage of the area is predicted to be moderate
and positive provided that care is taken in the final detailing and carrying out of the works.
The abutments of a second crossing over the Tolka near Bennetstown are bring removed,
and the river diverted as part of works for the construction of the M3 Motorway

A ‘Telford’ iron gate and the remains of two pairs of gate piers at Bennetstown



