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1. Execulive Summany

DPC operates within a clearly defined marine and land jurisdiction. The availability of land
and barths with respect to the annual cargo throughput places Dublin Port as one of the
highest cargo throughput ports within the EL and LK areas. This is against the contaxt of
DPCs Masterplan 2040 including the development of the MP2 and 3FM infrastruciure
projects, and the associated significant growth in cargo throughput, Taking info account the
critical nature of towage for Dublin Port shipping stakeholders and the protection of the
Dublin Port navigation channel, DPC is committed to ensuring sufficient infrastruciure is
available to lowage operators now and into the future. Currently, the availability of lowage
infrastructure exceeds the demand. The high utilisation of cargo berths and the lack of spara
capacity berths presents a sifuation that will be managed by DPC s0 that ample towage
infrastruciure iz available into the future which in turn adds o safe shipping movemenis
across the jurisdiction. This plan details the increasing availability of thal infrastructura.

Towage is a critical safety-of-navigation service for Dublin Port and thie shipping community.
DPC routinely manages approximataly 8,000 vessel amivals annually (plus the associated
depariures), within a constrained navigation channel and high-density barthing environmant.
This assessment focusas on the provision of tug berth locations that can provide for safe
miooning, safe shore access, safe locations within the harbour that do nol present a
navigation or manoeuvring risk to other vessels, and reliable availability.

The objective evidenca is presented in both qualitative and quantitative form. There are
tables and figures of berth usage and occupancy, detailed commentary on the cargo
opearations that take place at each barth - which is key to the safety of personnal, along with
technical nautical commentary on the manoauvring of ships.

key findings

« A barth-by-berth assessmen! indicates that nat all quay walls areas are suitabla for
lowage oparations due to one or mare of the following factars (i) proximity to ship
manoeuvres, (i) proximity to the main navigation channel, (i} lack of safe land-side
access due to high intensity cargo terminal operations (including ISPS factors),
and/lor {v) inability to provide ongoing berth and land or land acoess due to the high
frequency of ship arrivals, departures, ship passings, and (v) availability of required
ufilities such as fresh water and alectricity.

+ Berths localed to the west of the Tom Clarke Bridge are deemed by the HM as
unsuitable for day-to-day lowage operations due to depthitidal restrictions in those



upriver araas and the operational consiraints associated with permitied opaning
times of the Tom Clark Bridae.

=« Shor-termicontingency bearthing arrangements on an ad-hoc basis do not align with
the principles of effective planning, resibence of service and safely management.
Furthermore, relyving on ad-hoc arrangemeants on an ongoing basis normalises nsks
that would ordinarily nof be tolerated. Whilst any vessel using Dublin Port
infrastructure may not have direct access to their berth for an extraordinary reason,
these are exceplional events for exiraordinary siluations that are managed by the HM
team. These siluations could be extreme weather, significant mechanical failure of a
ship or failure of a section of port infrastructure. Reference to the successful
management of such extreme situations cannot be the basis or justification for ad-
hoc g berthing arangemenis on an ongoing basis. Similarly, where any ad-hoc
berthing arrangement cannol be achieved the towage service would cease as thera
is no alternativa barthing arrangamaent.

+ Use of locations such as the Berih 46 Nib as a towage base is severely operationally
constrainad and does not meael the standard required for a dedicated towage
operations base (including access and utility limitations). Many areas of the port may
seem available and appropriate to a lay-person, but when examined by experienced
operational port managers the risks are clear and are documented in the various
sections of this assessmen! document.

¢ This assessment of infrastructure concludes that the existing towage infrastructure
provision at Berth 18 and Berth 50N meets all the aforementioned safety and kland /
maring accass requirameants. Additionally, thare are currently only three (3) ugs
operating within the Porl where there is infrastructure provision for four (4) tugs. This
demonstrates that currently the market has not filled the available capacily provided
by DPC.

« Looking to the short, medium and long term future this assessment details the
increasing availability of towage infrastructure that will be delivered by Dublin Port in
advance of any likely shipping demand.

Planned provision of future infrastructure for towage operators [subject to planning
consents)
= Berth 50N will conlinue to suppart berthing for two tugs — a maximum of two towage
operalors.



Berth 18 which currently has capacily for two (2) lugs under one (1) lowage operator
is planned for development to accommodate up to four (4) operators and up to four
{4} tugs moored singularly along a length of pontoon. The construction of the pentoon
and the space it will utilise, along with the appropriate distance-off of construction o
protect the heritage features of the North Wall Guay (WWQ) will forbid the option of
docking tugs two-breast as the increased southemn extremity of the cutboard tug will
protrude into the adjacent navigation channel, The infrastructure will be equipped
with shore power and fresh water provision along with safe land-side and water-side
access arangements. Construction is programmed to commence in Q3 2027 for a
perniod of approximately 4-6 months, all subject to planning permissions.

The 3FM project includes provision for up to four additional tug berths {up to four
tugs) in the medium term, subject to planning permission, programme cerlainty, and
confirmation that the tug mooring configuration adopted doas not encroach on the
adjacenl navigation channeal.

Overall conclusion

Dn the basis of this berth assessment and the current level of additional fowage capacity
that is available, addilional permanent towage berthage beyond what has been described
herein iz not deemed warranted al this time. Provigion is being maintained to accommodate
short term and significant upgrade o provide additional towage infrastructure to the towage
market (subject to planning oulcomes and dalivery constraints).



2. Introduction

Dubdin Port Company (DPC) is propesing o limit the number of towage operators al Dublin
Port under the framework and requirements of Aricle & of the Port Serdces Regulation
(PER). Specifically, DPC proposes 1o limil the number of operators under:

« B[1}(a) - scarcity or reserved use of land or waterside space, provided the limitation
accords with plans/decisions agreed by the managing body (and other competent
authaorities whera ralevant).

= B{1)(c) - absence of a milation running counter 1o the need for safa, secure, or
environmentally sustainable port operations.

= 6{1){d) - The characteristics of the port infrastructure or the nature of the port traffic
are such that the operations of multiple providers of port services in the port would
not be possible.

These grounds can be invoked together or independently (the list is "one or more of the
following reasons”), which fits a proposal citing scarcity of landiwaler access and safety.

This assessment documeant is a supporting document of DPC's "Proposal Document™ and
serves as justifying grounds as required of Aricle 6(2) of the PSR.

This assessment has been carned out by DPC's Harbour Master (HM) in conjunction with
the Harbour Master team. DPC has opled lo seek an external and independent peer review
by consultanis with a detailed knowledge of the complexities of safety management, cargo
throughput, and water and land accesses al Dublin Porl. The aulpul of this peer review is a
supporting letter which is attached within the published pack.

In order to give interested parties the opporiunity to submit commenis within a reasonabla
perod DPC will publish this proposal, including the grounds contained herein for at least
three months in advance of the adoption of any decision to limit the number of providers of
towage senvices.

Dublin Part Company (DFC) is mandated to facilitate international trade through the
development, management, and operation of landside and marine infrastructure essential 1o
Ireland's national economy.

DPC is operating at high capacity levels across some key cargo modes including Lifi-On Lift-
Off {LoLo), Roll-On Roll-Off (RoRo), and bulk—achieving throughput densities per heclare

' Bequlation (L) 2017/352 of the Eurcpean Pardiament and of the Council of 15 February 2017
aslablishing 3 framework for the provision of porl sendces and common rules on the inancial
Iransparency of pors



that significanily exceed comparable Eurcpean ports, (Future throughput capacity is
available through the continued delivery of Masterplan 2040 and the utilisation by the
omwards loglstics chaln of the night time economy and weekend hours.)

From a marine perspactive, the Port experiences excepticnally high shipping traffic levels,
with approximately 8 000 vessels arfving annually and navigating a consirained and narmrow
shipping channel. This operational intensity is further compounded by angaing and planned
major infrasiructure projecis,

The Dublin Porl navigation channel is designaled at tha highest level of national criticality
{5/5) under the State’s Critical National Infrastructura framewark, a classification validated
through the Mational Risk Assessment process and the structures of the Department of
Housing, Local Government and Heritage's Strategic Emergency Management framework.

Given these dynamics, the Port's operational environment necessitates an unwawvering
priortisation of safety. Concurrently, the efficient utilisation of scarce resources—particularty
quayside space—ramains a central operational and strategic imperative.



3. Methodology

DPC has requested the HM to assess the availability of infrastruciure for towage operations.
Linder the assessment the HM has been asked to consider all safety, land and waler accass
arrangemenis that apply to each individual berth. This is to include the land-based access
arrangemenis that would be available o tug crews and the services providers the tug
operator requires from time o time, and, the water f marne-based access arrangements to
berths in the context of the navigation and maritime uses by the shipping traffic at Dublin
Faort. In conducting this assessment the HM has included the current and future planned
availability of infrastructure {under the same terms of access and safety) so that a clear
pathway of available infrastruciure can be identified by towage cperators as part of DPC's
angoing port development.

This document is structured so that readers can follow the assessment from and to end.
Sections 4 to 9 set oul the operational context of Dublin Port, including its scale, jurisdiction,
ship movements and cargo throughput. Seclion 11 seis out the safety, availability and
sustainability requirements that any location must meet in order to serve as a towage base,
and applies these raquiremeants to avery berth in the Porl. Section 15 sats out how towage
infrastructure is planned o expand in the future as DPC's developmant programmaea (s
delivered. The diagram below summarises this structura.



1. SCOPE

[P asked the MM bo assess the safety. land-side and
witer-skle hCORss arrangements avallable at each barth

Y
2. ASSESSMENT CRITERIA

Every Darth tested agalnst the samae Tour guestions
i{safety, access, avallabiiy, sultabiity] — Section 11

¥

3. EVIDENCE BASE

Vessel movement and berth occupancy data from the Port
Management Information System (PRES), plus the HM eam's

aperational knowhedie of the Port
b
4. BERTH-BY-BERTH TESTING

Each berth assesced against the criterda and reconded
In & single results table — Section 14

v

5. FUTURE PLANNED AVAILABILITY

Futuns infrastructune mapped agalnst DPC's development
programme = Masterplan 3040, MP2 and 3FM = Saction 15

v

6. CONCLUSION

Finsdings suppart DPC's praposed limitation on the
namber of towage cperalods

Figure 1: Azsessmen mathodolagy ovendow

To ensure a consistent and objective basis for comparson, every berth within the Por's
jurisdiction was tested against the same four questions, derived from the delailed safety,
availability and sustainability requirements set out in Section 11:

« |z the barth safe for tug mooring, having regard to the manoeuvres of other ships?



+ |5 there safe shoreside access and egress for fug crews?

# Is the berth available on a permanent basis, with mooring, fresh water and elecirical
power?

s Taken logether, is the berth suitable and available as a base for towage operations?

The rasults of thiz barth-by-berth testing are set out in Section 14, with supporting notes on
individual barths provided In Section 13,

This assessment draws on two primary sources of evidence. Quantitative data on vessel
amrivals, departures, internal shifts, and time spent alongside each berth was extracted from
DPC's Porl Management Information System (PMIS). The PMIS records all vessel
miovermants to, from and within the jurisdiction, including cargo mode, pilot, Pilotage
Exemption Certificate (PEC) use and fug use. Berth-specific lindings on safety and
shoreside access are based on the direct operational knowledge and professicnal
judgement of the Harbour Master and the Harbour Master's team, gainad through their
nautical and port indusiry knowledge of the management of vessel movements, port
operations, safety management and emergency management.

Future availability has been assessed against DPC's commilted port development
programme, comprising the MP2 and the 3FM projects of Masterplan 2040. Section 15 sets
out how fowage berth provision is planned o increase in three phases as thesa projects are
delivered, subject to planning permission and programme certainty.

This assessment has been carred out by the Harbour Master in conjunction with the
Harbour Master's team, and has been independently peer reviewed by external consultants
with detailed knowledge of safely management, cargo throughput, and waler and land
access at Dublin Port, as set out in the Introduction,

4. Dublin Port - Ireland’s Premier Port
(The Essential Trade Gateway Supporting €165 Billion of Ireland’s Economy)
10



Dublin Port slands as Iraland's premiar marilime gateway and the single most important
conduit for the nation's international trade. As a small, outward-facing island economy,
Ireland relies fundamentally on efficient, resilient and sirategically located port infrastructure.
Mo other node in the State's logistics system supports frade al the scale, intensity or
economic significance of Dublin Port.

Each year, Dublin Port facilitates approximately €165 billion worth of trade—a figure
consistently referenced across corporate and public communications, This immense
throughput reflects both the depth of the Port’s operational capability and iis cenirality o
Ireland's supply chain. Handling 79-83% of the country's unitised freight, including up to
B2% of RoRo and 79% of LoLo cargoes, Dublin Port is the critical link batweean Ireland, the
UK, and continental Europe. Mo alternative port on the island comes close to matching its
gcale, connectivity, or proximity o Ireland's primary population and economic cenire,

Beyond volume, the value of trade flowing through Dublin Port underscores its nalianal
importance. Export cargoes moving through the Port carry a value up 1o 3.5 times greater
than imports, demonsirating the Port's role not just in feeding domestic consumplion, but in
sustaining Ireland's export-led economic model. Furthermore, approximately 43% of the
value of Ireland’s exports depends on imported inputs, again magnifying the Port's role as
the Indispansable engine of wo-way intemational trade.

Dublin Port's advaniages are amplified by geography and infrastructure. lts adjacency to the
Greater Dublin Area—home to more than 40% of the State’s population and 42% of national
GDP—creates an unrivalled route-to-market system when combined with the Dublin Part
Tunnal, M50 and the national molorsay network.

This concentration of national trade flows brings both opportunity and responsibility. Dublin
Port operates at exceptionally high levels of berth and land ulilization, ofien exceeding the
throughput intensity of many major EU ports. Ensuring the Porl continues to perform at this
level is essential for maintaining Ireland’s economic compelitiveness, safeguarding supply
chain resilience, and supporting sectors ranging from retail and manufacturing to
pharmaceuticals, food, fuel, construction and technology.

The Port’s long-term development is guided by Masterplan 2040, which outlines the scale of
investment required 1o maintain capacily, improve resilience and deliver the Infrastruciure
necassary to support a dynamic and growing economy.

In short, Dublin Por is not simply a port—it is the nation's primary trade artery and a
comerstone of lreland's economic wellbaing. Its ability to support €165 billion of trade

11



annually, maintain high reliability, and connect Ireland efficiently with global markels makes it

indispensable to the prosperity, resilience and strategic aulonomy of the Stata.

Ireland’s premier multi-moadal port

€165bn of trade each year f B0 of the country's freight

SYUELIH FORF

Figuwre 27 RO Cargo mode By wolivma
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5. Criticality of Harbour Towage

Harbaour tawage is a foundational component of safe, reliable, and efficient port
operations, In modem commercial ports, the scale and manoeuvrability limitations of
contemporary vessels—particularly large container ships, car carriers, crulse ships, and
tankers—mean that towage services are not simply beneficial but essential to
navigational safety. Towage provides controlled power, precision handling, and risk
mitigation during the most complex phases of a vessel's movement: berthing,
unberthing, turning, and transiting confined channels.

Vessels antering or leaving a harbour operate in environments where hydrodynamic
forces, restricted waterways, tidal effects, wind, and traffic density can create significant
navigational challenges. Tugs offer the ability to counieract these forces, enabling
Masters and Pilois to maintain control and ensure safe vessel handling. In many parts,
the availability and capability of tug assets directly determine the size and number of
ships that can be accommodated, underpinning the port’s commercial capacity and
operational resilience.

Beyond navigational support, towage plays a crucial rale in port safety and emargency
response. Tugs are often the first and sometimes the only assets capable of providing
immediate assistance during propulsion failures, steering losses, groundings, or engine-
raom incidents, Their power and agility allow them to stabilise a vessel in distress,
prevent escalation, and protect critical infrastructure, the marine environment, and
human life. In scenarios involving hazardous cargoas, the strategic deployment of tugs
becomas avan maore critical, forming part af a port's regulalory compliance, safaty
managament system, and anvironmental protaction siratagy.

The reliability of harbour towage therefore extends far beyond day-to-day operations. It is
integral to maintaining the port's reputation, ensuring continuity of trade, and supporting
national supply chains. Efficient towage contributes to reduced tumaround times,
increased berth availability, and optimised vessel scheduling—all key drivers of a port's
competitive performance. Conversely, towage delays or capacity shorifalls can have
immediate operational, financial, and safety consequences.

In summary, harbour lowage is nof just a support service; it is a sirategic enabler of port
safety, capacity, and resilience. Its criticality is evident in every successful vessel
movement and in every avoided incident. As vessel sizes increase and port
anvironmanls becomea more complex, the role of professional, well-coordinated towage
senvices remains central to the safe and sustainable operation of any modern harbour,

13



6. Dublin Port Jurisdiction

The jurisdiction of Dublin Port Company is describad in the Harbours Act 1996 (as amanded)
as consisting of and including—

{a) the River Liffey and the quays and walls bounding the same,
{b) the walls called the North Wall, the South Wall and the East Wall, rezpectively,

{c) the piers, jetties, tidal basins and other works constructed by or belonging to the
Dublin Port and Docks Board before the relevant vesling day,

(d) the Harbour of Dublin and the strands, bays, creeks and harbours thereof and all
waters inside that area, commencing from but excluding the Matt Talbot Memorial Bridge in
the City of Dublin, and extending to an imaginary straight line draswn from Bally Lighthouse
on north in County of Dublin extending through Norh Burford Bank Buoy thence through
South Burford Bank Buoy thence to Sorrento Point on south but excepting limits harbour
Din Laoghaire Harbour Company excepting also harbours, Coliemaore & Sutton,

Ewtria £ Bk [ o 1% it 1 im Mgt i € v gy gt Ml pempsiners il o] ot il o | ks '3 M nconry s s
o LI e vt Cltd i [0 11 HO

B E

O

Figure 37 Nadwtica! chad af Duwbtn Port iisafichion,
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7. General Arrangement of Barths

Commarcial part activity within Dublin Port is concantrated along the main navigation
channel and the berthage zones located east of the Tom Clarke Bridge. This spatial
concentration reflects both the physical constraints of the Port and the historic evolution of its
terminal layout, where deep-water access, landside conneclivity, and cargo handling
infrastructure are closely aligned.

Berthage within Dublin Port is structured around a combination of dedicated terminal
faciliies and Commaon LUser Areas (CUAg). A substantial proportion of the Port's quay
infrastructure is operated by private terminal oparators under long-larm lease or licance
arrangaments. These terminals are purposa-designed to accommodate the specific
operational, safaty, and throughput requirements of distinct cargo sectors, including RoRo,
LoLo, bulk salid, and bulk liquid trades. Each terminal functions as an integrated operational
unit, with bespoke quay layouts, cargo handling equipment, yvard configurations, and accass
arrangements tailored to its cargo profile.

These facilities are managed independantly by their respactive operators and operate in full
compliance with the Code of Praclice for Health and Safety in Dock Werk and the
International Ship and Port Facility Security (1ISPS) Code. The segmentation of berthage by
cargo type and terminal function reflects the high degree of operational specialisation within
Dublin Port and underpins the Port's ability to deliver high levels of productivity, reliability,
and safety across a diverse range of shipping services,

The balance of the Port's berthage capacity is provided through CUAs, which support a wide
range of commarcial shipping activities that are not tied to dedicated terminals. These CUAs
are subject to sustained and, competing demand from multiple operators, vessel types, and
cargo interests, Every section of quay wall within the CUA is intenshvely ulilised for vessel
berthing, cargo transfer, stevedoring operations, and assaciated marine services, Berth
occupancy rates are consistently high, and vessel scheduling within these areas requires
active coordination to manage arrival windows, tidal constraints, and operational interfaces.

Thera is no surplus or underutilisad berthage capacity within the CUAs that can be regarded
as discrationary, Instead, berth allocation, tumnaround efficiency, and the minimisation of
berth conflict are continuous operalional pricrities for the Pord. This high level of utiksation
underscores both the efficiency of the existing berthage arangement and the limited
flexibility available to absorb additional demands without impacting operational performance
elsawhars In the system,

15



DUBLIN PORT ESTATE BERTHS, TERMINALS & TENANTS

As ot Hovember 2025
Figure 4: Map of the commercial area of the Port — tenants and ferminals.
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8. Ship Movements

a. MNWumber of Ship Movemanis
Dublin Port manages a high volume of ship movements across the maring jurisdiclion within

any given year. The differing ship movemenis consist of:

L

-

Annual demand for barth access is substantial, with approximataly 8,000 vassel arrivals,

Ship amivals — direct from sea to berth
Ship depariures from berth direct to sea

Ship arrivals 1o the Dublin Bay Anchorage, followed by later shifling of the vessal

imwards to a barth

Ship depariures to Dublin bay Anchorage followed by a later shift outwards to sea
Fallowing an arrival to a berth, a later shifting from one berth to another to load or
discharge a different cargo type or deliver cargo 1o a differant terminal.

each requiring a corresponding departure and supported by towage operations. In addition,
there are roughly 1,000 internal vessel movements between barths and anchorages, further
underscaoring the cperational infensity of the harbour. The total number of ship movements

within the jurisdiction is typically 15,000=17,000 per annum.

Year Total Mo, of Ship
Movements
2025 15108
2024 15083
2023 15730
2022 16650
2021 15743
20240 15666
2019 17353
2018 17256
2017 16532
2016 16372
2015 14842
2014 15065

Figure 55 Ship Movemanis by year, sowce 0PC PUNS,

17



b. Sizes of Ships

Allhough the number of ship movements has remained in the numbers of 15,000 - 17,000,
the size of ships calling to the port has increased over the years as the shipping market
seeks 1o achieve more efficient and sustainable cargo delivery.

An analysis of the length (LOA) of LoLo ships calling to the Port gives a good example of this
size increase

No. of LoLo vessels by LOA
Year >160m 150m 140m 130m <130m Total

2024 "7 117 315 540 26 1115
2023 449 150 341 408 23 871
2022 8 154 383 315 B 824
2021 T 119 371 429 39 265

Figure & Mo, of Lolio vessals by langlh

Similarly, the Gross Tonnage (GT) of vessels across many modes has increased over the

years
Awg GT

Lol

Year o RoRo Bulk Liguid Bulk Sclid
879

2024 | 1 33578 8876 8438
941

2023 | 7 31419 BB58 7624
899

2022 | 9 30682 8018 B152
a8ay

2021 | 4 31166 7961 7456

Figure T: Average Gross Tomage of vessels by year
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8. Cargo Throughput at Dublin Port

Year Total Throughput (Tonnes) |
2024 35,200,000
2023 34,956,000
2022 36,100,000
2021 35,600,000
2020 33,520,000
2019 38,100,000
2018 38,000,000
2017 36,400,000
2016 34,800,000
2015 32,854,000

Figure & Carga Throughpu! by year

The excaptionally high thraughput par hactare achieved by Dublin Port is directly driven by
its very high frequency of ship movemeants and consistently high barh utiisation, rather than
by long dwell times or land-hungry storage operations, With in excess of 15,000 vessal
movements per annum, Dublin Port operates as a high-tumover gateway port, characterised
by short port stays, rapid cargo discharge and immediate onward distribution. This intensity
of vesseal calls concentrates activity at the quay face, ensuring that each linear metre of berth
and aach haclare of land supports multiple cargo cycles per day rather than episodic peaks.

Dublin's cargo profile reinforces this dynamic. The dominance of RoRo and unitised Lolo
traffic means vessels are scheduled on frequent, short-sea services, often with mulliple
sailings per day to UK and EU ports. This produces continuous berth accupancy, with barhs
working across extended operating windows rather than accommodating infrequent
deep-sea calls with long alongside times. High sailing frequency, coupled with fasi
furnaround, enables Dublin Port to move large annual tonnages, directly franslating into its
standout tonnes-per-hactare parformance.

Barth utilization is further intensified by the port's constrained footpring, which imposes strong
operational discipling. With no capacity for horizontal expansion, berth windows, vard layouts
and traffic flows are tightly optimised to avoid idle tima. Investment has therefora focused on
deepening, strengthening and reconfiguring existing berths, rather than creating new anas,
allowing larger vessels, higher load factors and faster working rates within the same physical
envelope. The resull is a porl where berth productivity substitutes for land availability, a
defining feature of Dublin's efficiency relative to larger European poris.
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The high volume of ship movemenis also reflects Dublin Port's gateway function rather than
a Iranshipmeant robe. Cango 15 not circulating within the port estate but is moving directly
between ship and hinteriand, minimising dwell time and maximising berth availability for the
next call. This rapid vessel-lo-road interface ensures that land is used primarily for transit
rather than storage, reinforcing high berth iumover and keeping utiisation rales structurally
high.

In combination, frequent vessel calls, short port stays, high berth cccupancy and minimal
cargo dwell form the operational mechanism that underpins Dublin Port's exceplional
throughput per hectare. The port’s efficiency is therefore not an abstract spatial metric, but
the direct outcoma of inlensive maring activity and disciplined berth management. Dublin
Port's performance demonstrates that, in a space-conslrained urban setting, ship movament
intensity and berih productivity are the critical enablers of economic throughput, allowing the
port o function as one of Europe’s busiest and most efficient maritime gateways despite its

limited physical footprint.

Carga thraaghgul Land ares Tanmes per ha

{millon tannes) |ha) [tha)
1 Pomof Gdeik Fy iR B4 1664 30, A0Q
2 Pomof Algecines By M 3.6 480.0 115,833
3  Dublim Port AL 35.2 2510 1734, 555
4 Portof Valencla [Vale nolaport system) ot BO. T B0 134,450
5 Pansal Geroa [Western Ligusian Sea Pom Authority) 2024 4,5 oo 92,043
G Porlof Barcelona 204 6.7 11410 51,087
7 Portof Constanta 224 TS 19150 50,054
B Pori of Rofterdam i r 4358 THEL. O 55,400
9 Port ol AFsterdam o] Bl.2 19600 31,135
10 Par of Hamburg 2024 111.8 42260 26,455

Figune §: Tabie of thmwghpid per hectare (Wha)

Saa Apperake 1 inr sciaree infdorradion
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10. Requirements for Safe Manoeuvring of Ships

Vessals manoeuvring within the Dublin Por jurisdiction must ensure that aach manoauvre is
adequately planned to result in a safe voyage info, out of or within the part. Whila the ships
master remains in command of her ship at all times the Harbour Master has responsibility
under the Harbours Act 1996 (as amended) to ensure the safety of the por infrastruciure
and channel. Each of the ship movements is planned by the Harbour Master's Office and the
vassel's Master 1o ensure the vessel meets the safely requirements of:

« Compulsory pilotage — Pilotage Bye Laws Pilotage Bye Laws & NIM Mo, 6 of 2026

» Compulsory towage (NiM Mo, 9 of 2026)

» Requirements that lake the weather forecast inlo account — wind speed, wind
direction and sea height

= Tidal planning requiremenis

= Physical parameters of length, draft and beam for the navigation channel and
respective berth;

« Management of dangerous goods Dangerous Goods Bye Laws

« Operational status of all machinery onboard the vessal.

Pilotage is compulsory in accordance with the Harbours Act (1986) as amended, requiring a
Dublin Port Pilod o altend each vessel, There is provision for Masters to achieve a Pilotage
Exemption Certificate in accordance with 5,72 of the Harbours Act.

Notwithstanding the requiramants of above, tha Harbour Master takes inlo account the
manoeuvring characteristics of each ship type, the location and aspect of berth assigned,
and the performance of the vessel in the forecasted weather and tidal conditions, There is a
wide spectrum of manoeuvring performance across the type of vessaels manoeuvring at
Dublin Port. For example; there are deep draft tankers that have considerable displacement
and respectively low power available to manoeuvra, car carriers with median drafts but a
very high factor of windage due 1o the extrame siza of the hull, and a spectrum of farries of
differing designs and power capabilities. A Dublin Port pilot will have partaken in a significant
career at sea, leading o the rank of Chief Officer or Captain with an unlimited Master
Mariners Cerlificate of Competency prior to completing three years of training at DPC o
bacomea a Class 1 pilot within the port, This point is lo emphasize both the experience and
professionalism gained and also to be applied in practice of tha safe manoauvring of ships
within a harbour area. The planning for a vessels safe manoeuvre and the precision within
which it must be carried out is to a high level.
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Figure B shows the volume of manoeuvres at each manoeuvring area of the port. This is the
area within which the vessel s manoeuvring into or out of its berthed position. These
manoeuvres are carmed oul a low speed and with a careful approach so as to protect the
ghip and the port infrastructura. Whila the addition of tugs to manoeuvring vessels brings
safety and a level of insurance to the manoauvring capabllities, the presence of other
docked lugs within the manoeuvring areas of ships brings an increased risk to both the
manoeuvring vessel and the tug. A vessel that is manceuvring info or out of its docked
position cannot do 50 around the presence of a docked tug.



11. Safety, Availability and Sustainability for Harbour Towage Operations

A safe and efficlent harbour towage operation depends on a defined set of shore-side
facilities and operational conditions thatl ensure safe access, safe working, confinuous
readiness, and the long-term sustainability of the service. Towage is an essential
safety-of-navigation function within a major commaercial port, and its supporting infrastructure
must be designed and mainiained to an appropriale standard.

a, Safety Requiremenis
i. Dedicated, Tide-Indepandent Tug Berth
Tugs require a berth of suitable length, depth and structural capability 1o safely lie
alongside when not actively engaged in towage. Critically, this berth must remain
accessibla at all stages of the tide. Dublin's tidal regime is semi-diumal, producing
two high waters and two low waters per day of varying heights, Under Dublin Port's
minimum standards for towage operators, tugs must have a maximum operating draft
of not more than 6,0 m to ensure they can manoeuvre across all commercial areas of
the Port.
Berths west of the Tom Clarke Bridge do nol meet this requiremeant due lo insufficient
depth and tidal restrictions, in addition to the practical challenges associated with
passing through the bridge for each movement.

il. Adequate Mooring Infrastructure

The tug barth must be equipped with correctly spaced, appropriately rated mooring
bollards 1o secure the vessel safely under all environmental conditions. This is
essential for bath crew safely and assal protection.

jii. Protection From Passing Traffic and Tug Operations

A tug lying at berth must not be exposed to unacceptable hazards from passing or
manoeuvring commercial vessals—many of which will themselves be assisted by
other lugs. Conversely, the berthed tug must not pose an obstruction or hazard 1o
vessels iransiting the fairway or conducting tumning or berthing operalions. The berth
must therefore offer predictable, safe clearances and be integrated into the wider
marine traffic management system.

v, Safe Crew Access Without Exposure to Terminal Risks

Towage crews require safe vehicular and padestrian access batween the tug berth
and the public road network. Accass routes must not pass through active cargo
handling terminals, where unbriefed or non-terminal personnel face elevated risks
arising from heavy machinery, variable terminal operations. Terminal operators within
Dublin Port rightly restrict access to trained, inducted personnel, who partake in the
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requirement for daily operational briefings and toolbox talks. The presence of
non-terminal crews in these areas is not permissible due to safely risk.

v, Safe Means of Access Between Tug and Quay

In accordance with 5.1, No. 108/1988 — Merchant Shipping (Means of Access)
Regulations, every vessel must maintain a compliant means of access at all times.
For harbour tugs, this is lypically achieved via a gangway or pontoon arrangement.
Given the small size of most tugs, gangways are often stored on the quay while the
tug is operational. This requires adequate, secura quay space to prevent damage to
the certified gangway and ensure safe retrieval and deploymenl.

b. Availability Requiremenis
Towage is & 24-hour port service, and the designaled berth must therefore be
available on a 24/7, or near-confinuous, basis. Although occasional operational
disruptions may occur due to exceptional port fraffic requirements, thesa should be
infrequent and must not materally affect the tug's readiness or the crew’s ability to
respond to shipping movemants.

To support operational continuity, tugs also require fixed connactions for shora powar
and fresh water. These installations—aelectricity supply and meter, water supply and
meter—must be permanently located al the tug berth. Temporary placement of
cables or hoses across working cargo quays s unsafe and impractical due to heavy
machinery movemenis, high footfall of dock labour, and the risk of equipment
damage.

. Sustainability Requiremenis
Modermn towage operations must align with environmeantal, regulatory, and
organisational sustainability objectives. Tugs require shore-based facilities to reduce
generator running hours and minimise emissions while alongside. The provision of
stahle shore electrical power allows the vessel to shut down onboard diesel
generators while mainlaining essential systems, including:

« crew accommodation heating and ventilation,
« lighting and crew services,

« critical engine-room and pump sysiems,

+ safety and monitoring equipment,

In addition 1o elecirical power, tugs require reliable access to fresh water, bunkering
sarvices, wasta reception, and routine maintenance support.
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Because these facilities must be permanently integrated into the berth, it is not
feasible to move a tug on an ad-hoc or daily basis to a temporarily vacant
commercial berth. Fregueni relocations would eliminate access to shore power,
increase emissions, complicala maintenance planning, and exposea crew o unsafe
terminal environments. This is a fundameandal reason why owage operations require
a dedicated, stable, purpose-designed berth, rather than opporlunistic berths dictated
by daily ship movements.

Note an numbering system of berths at Dublin Port,

The numbering system of berths at Dublin Port harks back through many decades to a time
when the vessels using the Port were smaller in length, beam and draft. The spectrum of
size of vessels that visit the Port now is much greater and the change is at the upper end of
thi spectrum, not the lower end as tugs workboats and small cargo vessals still operate. To
manage the collation of berth data some of the berths are grouped together in order to
reflect the larger vassels. As an axample, 140m LOA LoLo vessels that visit Berth S0N, 505
are recorded as baing docked on one barth, 50N or 505. Longer LOA vessals that overlap
the two berths are recorded as docking at Berth 50 — a grouping of 50N & 505. The same
principal applies at berths 28-31, 32-34, 36-37, 38-40, 4647, 4245,
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12. Berth Use & Occupancy Data

This section will detail the number of arrivals and therefore the usage of every berth. MNote
the grouping of some berth numbers based on increasing vessel size (Figure 135).
Historically at Dublin Port the barths were assigned a numbering system based on the
typical length of vessels al that time being 90m, 100m, 120m etc. It is regular for Dublin Port
to now receive vessels over 200m in length multiple times per day. Vessals therefore appear
to cccupy more than one berth af a time,

The occupancy data is presented in tabular and graphic form for context.

The data is also ransposed inlo a heatmap by monih for the regular cargo berths to clearly
show that most of he regular occupancy is equally high over the year.

The chartlets below (Figures 12 & 13) show the number of the tabulated arrivals transposed
geographically within the port jurisdiction and furthermare the Figure 15 shows the
manoeuvring space required per times of the year to access the relevant berths.
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Vessel Arrivals by Berth (ARR + SHFT) — Dublin Port

2024

Arrivals

2025
Arrivals

Soevce: 2024 AN Movemants. s £ 2025 AR Movemants.xicy, aln® fab (rew movemenl recards, Move Type = ARR or
SHF

18 114 152 See dotailed notes on use of Berth 18

19 14 3 Lepe detalled note on use of Berth 1%
| 21 58 58

26 784 485

27 241 239

49 1363 1448

50 1 4 Vessels that occupied bath BSON & B50S

504 127 128

0N 194 208

505 155 165

51 1325 1339

51A 421 &1

52 619 G662

i 13 10 Construction site

Alax Basin East 28 1 1] Grouped berth 38-40

Alex Basin East 39 351 415

Alex Quay West 28 31 83

Alex Quay West 29 44 13

Alex Quay West 30 104 3 Construction site in 2025

Alex Quay West 31 0 1 Construction site in 2025

Cross Barth Quay 1 1 Sea Mote

Deep Water Berth 46 63 62

Deep Water Berth 47 G4 BE

ESB Jelty 48 2 4] Owrned by ESB. See note 512(a)

MTL 41 2 0 Grouped Berth 41-44

MTL 42 103 115 Grouped Berth 41-44

MTL 44 158 140 Grouped Berth 41-44

MTL 45 103 o

Ocean Pier 33 240 251

Dcean Piar 34 2 0 See note 512(a)

Qcean Pier 35 71 72

Ooean Pier 37 134 142 Grouped Berth 36-37

il Berth No. 1 185 194

Qil Berth No. 2 180 182

Ol Berth No. 3 [ 21

Oil Berth No. 4 15 g See nate 512(a)

Total T366 7385

Figurs 10: 2024 & 2025 Numbar of Arrivals by berth number
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Berth Occupancy by Hours — Dublin Port

Berth

psmarfere shifl-odd for i same wisil (0

2024

Occupied
Hours

Talal hows asch berf was occupled by 8 vesasl, darved from the snval batweean armvelahift-in and the nax
: ancy Dafa® tab). Barth lzf matches the Bedh Amvals Summary tab.

2025

Occupied

Hours

18 16,595.8 8,735.2 See detailed notes on use of Berth 18
18 408.9 75.8 See detalled nate on use of Berth 19
21 1,557.5 1,421.2
26 43933 4 210.4
27 3,553.3 3,067 .6
49 3877.0 3,882.4
50 6.8 52.1 Vessels that occupied both BSON & B505
SOA 3,763.0 4,281.2
50N 52227 59133 il
505 53051 5671.1
51 3.863.1 3,949.1
S51A 3,357.3 3,790.1
52 2437.5 25275
53 11,806.0 8,363.3 Construction site
Alex Basin East 38 8.7 0.0 Grouped berth 38-40
Alex Basin East 39 5,905.2 6,693.9
Alax Quay West 28 1,815.1 5,657.5
Alex Quay West 29 1,751.9 438.4
Alex Quay Weat 30 4 BE1.9 5548 Caonstruction site in 2025
Alex Quay West 31 0.0 21.7 Construction site in 2025
Cross Berth Quay 104.5 8.0 Se¢ Note
Deep Waler Barth 46 3,024.3 273548
Deep Waler Barth 47 3,295.7 28159
ESB Jeity 48 32.0 0.0 Owned by ESB. See note 512{a)
MTL 41 SR2.7 0.0 Grouped Berth 41-44
MTL 42 3,206.3 38129 Grouped Berth 41-44
MTL 44 5,.226.3 5871.5 Grouped Berth 41-44
MTL 45 2497 .5 33977
Ocean Pler 33 4,295 .4 4,449 6 B
Ocean Pier 34 8.2 0.0 See note 512(a)
Ocean Piar 35 2.368.9 2 .967.5
Ocean Pier 37 _2.279.7 2,930.4 | Grouped Berth 36-37
| Oil Berth No. 1 5.064.0 4 867.9
Qil Berth Mo. 2 5,130.7 4.627.8
Qil Berth Nao. 3 1,801.1 2.056.1
Qil Berth No. 4 282 6 266.8 See note 512(a)
Total 119.594.0 | 110,734.6

Figura 19: 2024 & 2025 Berth occupangy by howrs per yaar
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MTL 45

Ocean Pier 33
Ocean Pier 34
Ocean Pier 35
Ocean Pier 37
Qil Berth No. 1
Qil Berth No. 2
Qil Berth No. 3
Qil Berth No. 4

Figure 12: Berth Occupancy heatmap of hours per month 2024
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2025

Berth
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Ocean Pier 33
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Oil Berth No. 4

Figure 13: Berth Occupancy heatmap of hours per month 2025
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Figure 14: Number of arrivals per berth per annum 2024/2025
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Figure 15: Numbers of vessels manoeuvring at each basin / berth entrance(2024).
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Figura 16: DPC Lithagraph showing berth numbers and groupsd lengths
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a. Contextual general notes on berth occupancy rates

. Berth 21 has just undergone a ramp refurbishment and will return to full RoRo

senvice,

Z. Berths 30 & 31 are a construction site under ABRS Masterplan unfil 2027
3. Berth 34 Is the southern end of Ocean Pler and is impraclical for tug use due fo the

regularity of traffic to Berth 33 and the CUA cargo oparations on the quayside.

. Berth 48 is owned by ESB, therefore port users have no access Io the barth, the

berth is of a jelty type and suitable only for docking of oil tankers.
Berth 50 arrivals must be read in conjunction with Berth 50N and Berth 505 as this is
how the berth is practically used in two halves.

6. Baerh 53 s now closed due to construction on MP2,

. OB4 is a hazardous and ATEX area thal cannot be used for anyithing other than

restricted oil jelty operations

b. Berth 18 current variation of por related operations.
Berth 18 towage capacity is currently cne operator and two tugs. This demonstrates
that towage usage at Berth 18 is under utilised and under capacity.
Up to 40 cruise ships per annum book at Berth 19 during the months of April to
October. The cruise calls are planned and booked two to three years ahead of the
port call as is customary in the cruise industry given the timeline of selling cruises (o
customars,
Visiling naval vessels on trade / embassy missions and or re-fuelling and stores.
Barth 18 Is the only barth available for a commercial vessel to carry oul a repair,
albeit Berth 18 is too busy for vessels to use this facility for more than a few days.
Docking location for dradging operations, iInvolving dredger, barge and supporting
warkboats.
Specialist construction crafl for the MP2 praject jack-up-barge, floating barge with
cranes and piling rigs, supporing workboats,

There are a number of overlapping infrastructure projects lo lake place al Berth 18 over the

coming vears as follows:

The Paint Square development at the west end of Berth 18 - 2026 onwards.

The Liffey Tolka Greenway construction area - 2027 onwards

Construction of temporary floating pontoon arrangements for relocation of Harbour
Oparations Pilot boat craft and lugs - O3 2027 onwards pending permissions.
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= Relocation of Poolbeg Marina and craft - Date TBD panding decision by Coimisitn
An Pleanala.

=  Construction of 3FM SPAR bridge — date TBD pending decision by An Coimisiin An
Pleanala.

The consiruction design of the temporary Harbour Operations pontoons will include barthing
facilities for pilot boats and up to 4 tugs, moored singly on a lengthened pontoon rather than
wo-abreast 30 as o avoid encroachment on the adjacent navigation channel, panding
datallad design process which will beé completed in late 2026,

The cruise industry has been notified that cruise operations will cease in Q3 2027 lo faciliate
the planned construction of pontcons for pilot boat and tug operations, DPC undertook thesa
cruise industry communications in Q4 2025, The sole location for cruise calks at Dublin Port
will then be the Dublin Bay Anchaorage, with tendering operations to Dan Laoghaire. Dn
Laoghaire can cater for smaller cruise ships to dock in Din Laoghaire Harbour.

c. Berh 18 Occupancy Data
Berth 18 sits along the North Wall Quay immediately east of the Tom Clark Bridge. area with
circa 215m of river facing quay wall. Beyond this length the quay wall is within a licensed
RoRo terminal comprising an active RoRo ramp and all associated safety and security
requiraments for RoRo terminal operations. The guay wall is ined entirely with trailer bays

that are occupied by reversing trailers for the four daily departures and four daily arrivals that
take place at the RoRo jetty, Barth 21 and associated terminal.

Figure 17: Barth 18 with cruise ship dockad, Barth 18 showing RoRo trader operations
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Berth 18 serves as a multi-use barth for a variety of operations such as: cruise, layover,
storm berth for construction craft vessels contracted within the Port, dredger base, naval
vessel calls, sailing ship calls and mobilisation / demobilisation of some marine plant. The
only cargo [ commercial operation at Berth 18 is the 30-40 cruise calls per year. Given that
the natura of the occupancy is by vessels of a shorter length (aside from cruise) it is possible
for multiple small vessels to dock on Berth 18 at any one tima. This is reflactad in the
following suite of occupancy tables:

Barth 18 - 2025 - Hours by number of vessels berthed
simultansously
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Figure 18: Badh 18 2025 Oceupancy by numbar of vassals berthad simulfanectsy

Berth 18 = 2025 - Occupied hours by concurrency,
by month
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13. Context Motes on berths

a. River Area West of the Tom Clarke Bridge
The river area west of the Tom Clarke Bridge is primarily used for non-commercial purposes,
including visits by naval vessels, tall ships, and the hosting of community and ceremaonial
evants. While these vessels do not engage in commercial cargo operations, their
movements nonetheless require the use of the navigation channel and the provision of
maring senvices, including Vessel Traffic Services (VTS), pilotage, and, whare nacassary,
lowage.

Access to the river west of the Tom Clarke Bridge Is constrained by the high volume of road
traffic carried by the bridge. As a result, bridge openings are subject to defined restrictions.
Dubiin Port Company publishes the permitted opening windows in Notice to Mariners {Nik)
Noe. 10 of 2026. In summary, bridge openings are permitted outside the peak traffic periods
af D800-1000 houwrs and 1500-2000 hours,

b. Berth 25
Berth 25 is unused by cargo vessels due to its lateral praximity to the recently built RoRo
Jetty (Berths 26 and 27). The quay wall is part of a licensed RoRao terminal with no safe
access through that terminal for other operations. The namow gap between a docked vessel
on RoRo Jetty No. 26 and the quay wall of Berth 25 is insufficient for tugs or other critical
operational craft to be moored. The RoRo jeity provides berthing and cargo infrastructure for
large ferries cumrently operating between Dublin and Liverpool. The modals of ferries
currenily oparating the servica are 195m in length. The RoRo jetty has a design capacity to
facilitate ferrias of up to 240m in length.

Figure 21 below shows the typical track of a ferry (Vespertine) arriving 1o Berth 26. The femy
name is indicative of size only. The ferry completes its tumn in the main river area and then
reverses into Alexandra Basin West. This is a complex manoeuvre where the prevailing wind
(south through fo west) pushes the vessel to the northeast. In iypical wind conditions the
vessel will overswing when approaching line of the jetty so as o make prograss upwind and
clear of the jetly when manoeuvring astern, The vaessel's master will keep the vessel south of
the lina of the jetly until the vessal is closer to the linkspan and then drop northwards on to
the fender line. The dynamic nature of such a manoeuvre cannot be impacted by the
presence of other vessels docked close-by, and vice versa, critical port assets such as tugs
and pilot boats should not be docked adjacent to large manoauvring vessals in a manner



that the ferry makes a very close pass to these critical assels. These manoeuvring factors,
combined with the unsafe shore access arrangemeants wheraby tug crews would have to
repeatedly transit a busy 3-ramp RoRo terminal make Berth 25 unsafe for a tug berth,
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c. Berlh 46 & Nib
Berth 46 is an operational quay wall supparting a variaty of bulk solid and bulk liquid cargo
operations, including scrap metal, cement, petcoke, molasses, vegetable oil and pipaline
facilities for the Mational Ol Reserve Agency. The Nib is a short perpendicular annex to
Berth 46. No docking is permiited on the wastern side of the Nib due to the presence of the
underwater emergency cooling suctions, The eastern side of the Nib is used as a short-term
mooring location for a single tug for limited periods. This Nib has bean used as a short-term
tug docking location approximately twenty times per yaar, with each occaswion ypically
lasting around 12 hours,

s There is no shore power provision at this berth.

s  The ug is longer than the available berth length, which is suboptimal from a safe
mMoonng parspactve.

= The adjacent quay wall does nol present a safe access when scrap or other cargo
apearalions are laking place,

s DPC has received written complaints from the owner of a tug that has utilised this

shori term arangament,

The Berth 48 Mib has only been used as a short term measure when large cruize vessels
ara scheduled to arrive at Berth 18; the tug docked al Berih 18 is shifted to the eastern side
of the nib for a 12 hour penod, This shift of the lug can only occur without there being a

scrap vessel booked fo dock at Berth 46 to load scrap for export,

Figure 22 Cango vessel docked at Barth 46
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Figwre 24; Access snd infrasiruciure isspes af Barth 46 M
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d. Noles in relation to 3FM
The Maritime Village element of the 3FM project includes provision for a pontoon area
suitabla for tug berthage should demand increase. This facility forms part of the 3FM
planning submission awaiting approval from An Coimisidn An Pleandla. While the
completion date for the Maritime Village is uncertain pending a planning decision, DPC has
commified to ensuring the provision of temporary fug baerthage In circa 2030, panding
delivery of the permanent Maritime Village berths.

e. Cross Berth Quay
The area between Berths 28 and the Berih 27 RoRo jetty is a short length of quay wall within
a licensed RoRo terminal area. The quay wall length in its entirety is 80m; however, the
length is reduced to approximataly 40m between the berth pockets of the adjacent berths.
This cross-berih guay area s utilised by tugs thal are working to dock bulk carmers on tha
narthern berth in Figure 18. The ship types using the adjacent berths are:

1. Berth 28 - Large single screw bulk carriers. LOA up to 229m, beam 33m
2. Berth 27 - Large single screw RoRo freight vessels. LOA 200m, beam 26m.

The RoRo vessals' use of lugs is relative to unfavourable wind conditions. The bulk carters
will use bwo tugs for every arrival and departura. The bulk carrer must use the western end
of Alexandra Quay west as the eastarn end is a construction site until late 2026. Upon
completion of the construction site the eastern end will be a LoLo berthing area, meaning the
large bulk carriers will remain to the west, Due to the lack of manceuvring space for these
vessels while using tugs, there are resfrictions upon their arrival and departure for reasons of
marine safety. The docking of a vessel on cross-berth-quay would interfere with the tugs
warking the bulk carrier into the western position. Figure 2 shows how the aft tug that is
warking the bulk carrier (tugs affixed with red lines indicating tugs lines), cannot manoeuvre
with a tug berih present on cross berth quay.
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14, Assesasment of Berth Criteria as per Methodology

This document has sat oul in datail:

1.

o b 3B

- o

That the number of available berths available for fowage operations exceeds
demand.

The current usage of every berth by cargo mode, regularity, and occupancy,
The context of the high rate and number of vessel amrivals al Dublin Port
The high cargo throughput at Dublin Port

The salety requirements for shore access, vessel manoeuvring, moarimg and the
resultant impact of these three requirements.

. The resultant lack access to cargo berths for towage operations

The critical importance that Dublin Porl places on the towage operations and
availability of berths for lowage in line with DPC's Masterplan

The increased towage infrastructure that will be provided in the short and medium
term at DPC

The Table in Section 14 lists the resultant availability, or not, of each of the berth area
taking into account all of the factors described in Sections 4 = 12,
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HM Assessment of Berth Criteria

Berth No. Description of current berth | Is the berth safe for fug Is there safe shoreside Is the berth available Conclusion: Is the berth
use: moaoring with regard to access & egress for tug | permanently with suitable and avaifable as
shipping manoceuvres? crews? mooring, water and base for towage
electrical power? operations
18 Towage, naval vessels, works | Yes Yes Yes Pre Q3 2027: Yes 2 tugs x
vessels, cruise calls (circa 30- 1 operator.
40 per year pre-booked until
Q3 2027),vessel repair. No
access from Q3 2027 due to Post Q3 2027: Yes - 4
Masterplan works — MP2 tugs x 4 operators
project and later 3FM. (see
note)
19 Layover berthage for Yes No. No shoreside access | No No
Terminal 4 vessel. due lo adjacent high
throughput RoRo terminal
{uniess by a ferry of that
terminal operation).
21 Active RoRo berth with No, berth utilised by No, access is within a No No
linkspan commercall RoRo shipping | licenced high throughput
RoRo terminal
25 Unusable due shipping No. Adfacent ship No. Location is within & No No
access & shipping proximity manoeuvres onto RoRo high throughput RoRo
and location within a high fetiy. terminal
throughput RoRo terminal
26, 27 RoRpo jetty designed for ferry | No. Adjacent ship Ne. Design of jetly is Mo No
use and not suitable for tug manoeuvres onto RofRo RoRo ramp access only.
mooring or access. Active Jetly. Location is within a high
RoRo terminaf throughput RoRo terminal

47



28-31 Common User Area berths No. Adjacent ship Mo. Location is within & No No
for multimodal cargoes of manoeuvres onto common | high throughput multf
RoRo, Lolo, car carrier and user area berths modal terminal
bulk solid cargo operations
32-34 Common User Area berths No. High occupancy of Mo. Location is within a No No
for multimodal cargoes of these berths requires clear | high throughput muiti
RoRo, Lolo, car carmer and waler access by modal terminal
bulk solid cargo operations manoeuvring vessels.
35 Common User Area berths No. High occupancy of No. Location is within a No No
for multimodal cargoas of these berths requires clear | high throughput muiti
RoRo, Lolo, car carrier and waler access by modal terminal
bulk solid cargo operations manoeuvring vessels.
38-40 Common User Area berths No. High occupancy of MWo. Location is within a No No
for multimodal cargoes of these berths requires clear | high throughput multi
RoRo, LoLo, car carmier and water access by modal terminal
bulk solid cargo operations manoeuvring vessels.
41-45 LoLo berthage for active No. High occupancy of No. Location is within a No No
adjacent LoLo terminal - these berths requires clear | high throughput licenced
MTL. (Berth 45 west available | waler access by LoLo terminal
circa 2028/2030 pending manoeuvring vessels,
planning approval for 3FM
project)
46, 47 Common User Area berths No. High occupancy of No. Location is within & No No
for multimodal cargoes of these berths requires clear | high throughput multi
buik solid and bulk liquid waler access by modal terminal
cargo operations manoeuvring vessels.
46 Nib Corner of working cargo Yes No. Area is within a high No No

berth. Temporary access and

availability. Limited mooring
capability and adjacent to
active cargo operalions area
(see note)

throughput mufti modal
CONMNTION USer area.
Immediately adfacent fo
scrap export operalions.
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48 Owned by ESB, not suitable No No No No
for maring access by tugs. No
shoreside access,
inappropriate for tug mooring
and access.
Sludge Derelict, fo be removed No No No No
Jetty
Oil Berths | Bulk liquid ATEX resiricted No. High oceupancy of No. Location is within an No No
1,2 384 hazardous area these berths requires clear | ATEX - access resiricted
water access by hazardous area for Class
manoeuvring vessels. 1,2 & 3 bulk oil operalions
and a high throughput
terminafl
49 RoRo berthage with linkspan | No. High occupancy of Ne. Location is within a No Neo
for active RoRo terminal these berths requires clear | high throughput RoRo
operations waler access by terminal
manoeuvring vessals,
494 MNo shoreside access to No. High occupancy of No. Location is within a Yes No
adjacent active RoRo these berths requires clear | high throughput RoRo
terminal = [rish Ferries. waler access by terminal
manoceuvring vessels.
50N, 508, Lol o berthage for active No. High occupancy of No. Location is within a Mo No
504 adjacent LoLo terminal — DFT | these berths requires clear | high throughput licenced
waler access by Lolo terminal
manoeuvring vessels.
50N Towage [See note) Yes Yes Yes Yes x 2 vessels/ 2
Pumphous operators
&
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51, 51a RoRo berthage with linkspan | No. High occupancy of No. Location is within a No No
for adfacent RoRo cperations | these berths requires clear | high throughput RoRo
— Stena Line, Irish Ferries, water access by terminal
Isle of Man ferries. manoeuvring vessels.

52 RoRo berthage with linkspan | No. High occupancy of No. Location is within a No No
for active RoRo terminal these berths requires clear | high throughput RoRo
operations water access by terminaf

mangeuvring vessals.

53 Construction area for MP2 to | No No No No

build 2 x 240m RoRo berths

Figure 26: Berth-by-berth assessment for towage operations
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15. Davelopment of Towage Infrastructure

In line with DPC's Masterplan, DPC has developed a plan to increase the available berhage
for towage. The berthage infrastructure will meet the requiremants detailed in this document,
taking into account all safety, sustainability and availability aspects. This development is
described in tmea penods in Figura 27 (below), also at Section 19 Appendix 3.

Period Berth{s) available | Maximum number | Maximum number
for the provision of | of providers of | of tugs
& services towage services
Period 1: up to Q1 | Berth 50N 2 2
2028
Berih 18 1 (Sea Hea 1] 2 [San Mot 1)

During Period 1 | Dublin Port Company proposes to limit the number of providers
of towage services for Dublin Port to a maximum of 3 providers

of towage services (with a maximum of 4 tugs) (Ses Mots 1)

Perod 2: from Q1
2028 wp to Q1
20030

Berth S0M 2 2

Berth 18 iSo0 Mote 2) 4 (S Mote 2) 4 {Sen Male 2)

During Period 2 | Dublin Port Company proposes to limit the number of providers
of towages services for Dublin Port to a maximum of 6

providers of towage services (with a maximum of 6 tugs) (Se

Moite 2)
Period 3: from Q1 | Berth 50N 2 z
2030 onwards
Berih 18 (Ses Maia 2) o [Ssa Nota 7) d (San Mote 2)
Berth 3FM (Ses Mobs 3) | 4 {Sea Moo 3j 4 {Zpe Holo 3
During Period 3 | Dublin Port Company proposes to limit the number of providers

of towage services for Dublin Port to a maximum of 10

providers of towage services (with a maximum of 10 tugs) (See
Moda 3] (Soe Nots 4)

Figura 27: Table of axisting and planned maximum number of aperalors and iigs

Hotes:
{1). Barth 18 can anly suppor] che oibralor wilh b ligs of Bhis Tene.

{2]. By Q1 2028 Dublin Poit Company plans to have construcied a docking facility which could ba wssd by up o four opefalan.,
If mach oparating one fug. Corafruction the anticdpated number of lugs and peoviders of Iowags servicas sal oul in
fthiz Eable above)) s subject 80 and conditional upon design and planning parmissionie)

{¥}. During 3FM constnaction Dublin Par Company ptans o eorsinet 8 lurthes four barths on Bho scuthside resulting Inup o
4 hugs. Construction (including the anlicpaied number of ugs and pronvicens of Iowagn Senicis Sl 0 in tha (B above) is
subjpct to and conditionad wpon design and planring pesmission(s).

{4} The incrosse in the madmum number of providers of iowage services (and assoctaled buge) babwesn Perod 2 and Panod
3 ts aitributabile solely io the addtional berths onficipated (o be constneched during the 3FM Projact (sea Nosa 3). Tha
riaaifrim paimber of pravidens of lwage seaies (and associaled tugs] nbis o be accommodated ol Barth S0M and Basih
18 respaciissly doss nol changs belwean Parmoad 3 and Peniod 3,
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Currently, with 3 Tugs, supply exceeds demand

Figura 28; Plannad towage berhaga
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a. Development at Berth 18
Berth 18 sits within the North Wall Quay area with 200m of river facing quay wall. Beyond
this 200m length the quay wall is within a licensed RoRo terminal comprising an active RoRo
ramp and all associated safely and security requirements for RoRo terminal operafions. The
gquay wall is lined entirely with trailer bays that are occupied by reversing trailers for the four
daily departures and four daily arrivals that take place al the RoRo jetty, Barth 21 and
associated terminal.

Berh 18 currently serves a variation of port related operalions.

=  Towage is supporied with one current berth space.

= Up to 40 cruise ship calls per annum that take place in the month April to Oclober.
These calls are planned and booked bwo fo three years ahead of the port call as is
customary in the cruise industry given the timeline of selling cruises to customers.,

= Visifing naval vessels on trade / embassy missions and or re-fuelling and stores.

= Berth 18 is the only berth available for a commercial vessel to camy out a repair,
albeit Berth 18 is too busy for vessels to use this facility for more than a few days.

= Docking kocation for dredging operations, involving dredger, barge and supparting
workboats.

 Specialist construction craft for the MP2 project jack-up-barge, floating barge with
cranes and piling rigs, supporting workboats.

There are a number of overlapping infrastructure projects to take place at Berth 18 over the
coming years as follows:

* The Point Square development at the west end of Berth 18 - 2026 onwards,

» The Liffey Tolka Greenway construction area - 2027 onwards

« Canstruction of temporary floating pontoon arrangemants for relocation of Harbour
Operations Pilot boat crafl and tugs - Q3 2027 onwards pending permissions.

* Relocation of Poolbeg Marina and craft - Date TBD pending decision by Coimisidn
An Pleanala.

« Construction of 3FM SPAR bridge — date TBD pending decision by An Coimisiin An
Plaanala.

The construction design of the temporary Harbour Operations pontoons will include berthing
facilities for pilet boats and up fo 4 tugs, moored singly on a lengthened pontoon rather than
two-abreast so as to avoid encroachment on the adjacent navigation channel, pending
deflalled design process which will ba completed in late 2026.
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The cruise industry has been notified that cruise operations will cease in Q3 2027 to facilitate
the planned construction of ponteons for pilof boat and tug operations, DPC undertook these
crulse industry communications in G4 2025. The sole location for crulse calls at Dublin Port
will then be the Dublin Bay Anchorage, with lendering operations to Didn Laoghaire. Dan
Laoghaire can cater for smaller cruisa ships o dock in Din Laoghaire Harbour,

Dublin Port recognises the need and has planned for tug berths at Berth 18, The
construction is plannad to commance in Q3 2027 for a period of approximately 4-6 manths,
after which thers will ba facilities for up to four tugs (moored singly on a lengthenad pontoon,
not two-abreast, to avoid encroachment on the adjacent navigation channal) and a maximum
of bwo operalors upon completion. The berths will have safe access, be safe from other
manoeuvring ships and offer the water and electric power facilities required.



16, Assessment Conclusion

Dublin Port operates at exceptionally high utilisation of its finite resources—aquay frontage,
landside space and, critically, navigation channel capacity—while simultanecusly delivering
major Masterplan projects (MP2 and 3FM) that introduce additional operational interfaces
and periods of digruption. In this environment, harbour towage remains a safety-of-
navigation service thalt must be continuously available and suppored by infrastruciure that is
safe, tide-indapendant and operationally refiable.

This assessment has applied the safety, availability and sustainability requirements set out

in Section 11 to the full range of berth options across the Porl. The berh-by-berth
assessment in Section 14 demonsirates that the vast majority of quay walls are not suitable
for towage operations because cne or more of the following constraints apply: proximity to
vessel manoeuvring areas (where a manoeuvring vessel cannot safely plan around a
berthed tug), lack of safe shore access due o active terminal operations and ISPS/security
conlrels, and the inability to provide dedicated 2477 availability with permanent ulilities {shore
power and waler), Locations wesl of tha Tom Clarke Bridge are addiionally constrained by
depth/tidal limitations and bridge-opening windows, making them unsuitable for day-lo-day
fowage basing.

Accordingly, and in the context thal current pravision of towage infrastruciure exceads
demand, this assessment concludes that dedicated towage berthage at Berths 18 and 50N
provide an increasing level of infrastructure that meet the criteria of this assessment. Other
berths in the Port do not pass the criteria as set out. Creating additional permaneant tug
berthage elsewhera within the active commercial areas would not only displace essential
cargo capacity, bul would also introduce avoidable navigational and operational risk in an
already constrained manoeuvring and traffic-management environmenls.

Al the same tima, the Port's Masterplan delivery programme is recognised as a malterial
operational challenge, particularly during the periods where works and tamporary
amangements affect access and berthing patterns (including planned works at Berth 18 from
23 2027 and omnward). For that reason, Dublin Port has maintained a planned pathway for
lowage infrastructure confinuity and future scalability, including: continued use of Berth S0M;
development of purpose-designed facilities at Berth 18 (including safe access and utifities);
and provision within the 3FM programme for additional tug berths, subject to planning
permission and programme certainty. This approach preserves operational resilience during
construction phases while ensuring that additional capacity can be delivered ahead of future
deamand,
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In summary, the assessment supports a clear position: towage infrastructure must be
dedicated, safe, accessible and continuously available; The scarcity of land and waler
access, the nature of the port layout and operations are objectively evidenced here as
necessitating a limitation of the number of towage providers, albeil within the context of the
significant infrastructure that is already currently available (above demand) and the
increases in this infrastructure that are planned from 2027 onwards, The absence of
limitation would have towage operations impacting significantly on the risks as laid out in this
document, All cargo berth locations in Dublin Port cannol meet the safety and operational
towage requirements; and the axisting and planned provision of infrastructure at Berths 18
and 50N (with future provision via 3FM) meels the safety and operational requirements for
Dublin Port at this time.

56



17. Appendix 1 Source information for Cargo Throughput

Port Cargo_source Area_source Notes

Port of Gdansk https:wew. marinepoland comiport-of-gdansk-reports-further- hitpsihwww, portgdansk pllen/businessigeneral-information/ Port of Gdansk publishes both iotal surface and water
increase-in-throughput-liquid-bulk-cargo-dominates-as- surface, enabling land-only desivation,
container-wolumes-reach-record-high-2283

Port of Algeciras https:fwww, cadenadesuminisire. esfransporte-maritimol pusrto- hittps ihwww. ineco.comfinecolen/communication/connectediport-of- | Land figure uses published “service area” (4.8 million m®)

Bay algeciras-movio-mas-103-millones-ioneladas-en- algeciras-the-works-ol-hercules &t land-only proxy; not a full estale measure,
2024_1506708_102him|

Dubdin Port hittpsiwww. dublinporLietwp- httpsSharw, dublinporiie/dublin-safeport’ Land area stated as *TE81-heclare port estate” on Dublin
contentiuploads/2025/08/DPC_ARA_2024_English_LR.pdf Port Company SafePaort page.

Port of Valencia Ihttps:iiwww, informare. tinews/gennews/2025/202502 1 B-porto- htips:iparts. marinelink.comfports/portivalancia Throughput is for the Valenciaport system

[Valenciaport Valencia-traffico-Y-2024uk asp (Valencia+Sagunto+Gandia); area figure is for Port of

systam) Valencia as commondy reporied,

Ports of Genoa hitps:iwww. portsofgenoa.comienTeatid=08&id=677 Tips imantime-executive comieditorals/gencas-grand-plans-are- | Throughput shown as 64.5 min tons on port authority

{Weslern Ligurian dredging-success-story website; land area from an interview gquoting port authority.

Sea Port Authority)

Port of Barcelona hittps.fwww, poridebarcelona cat'sites/defaullfiles/contentTlef20 hhﬂﬂm.mmamrmlw.mm&fﬂlﬁﬁa—ﬂmnhnwmﬁ Both throughput and fand area sourced from Port of
2512498 imemoria_2024_en_0.pdf M2i4i9imemonia_20@24_en_0.paf Barcelona Annual Report 2024,

Port of Constania hitpes:ifwww Jibertalea, redstirtmothul-pentru-care-traficul-da- https hwww.comves. raiwp-contentuploads/T21-27-Port-of- Carge fonnage cited as CNAPMC data by Romanian
marfuri-a-scazut-in-portul-constanta-5224858 Canstanta-info-Comvex pdf press; landiwater split from Comvex port information

documaint.

Port of Rotterdam httpsiwww. poriofrotterdam,comien/about-port- hitpsihwww. ship-technology comfprojects/pont-of-rotterdam- Throwghput from port authority annual report page; land

authorityfinance/annual-reports expansion’ area from Ship Technology profile (land-only, nod
land+water),

Paort of Amsterdam | https:www. transport-online. nli82148/meer-opbrengsten-voos- hitps thwww, ship-technology com/projects/portof-ameterdam/ Throughput reported from the 2024 annual report in Dulch
amsterdamso-haven-ondanks-lichte-daling-overslag! trade press; land anea fram Ship Technology profile.

Port of Hamburg httpshaww_ hafen-hamburg. delen/currentistatistics/ https:fdiercke. de/contenthamburg-halen-076-3-14-100800-2-34-2- | Landiwater spit from Diercke educalional allas resource,
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18. Appendix 2 Berth 18 — All movements 2025
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18, Appendix 3 Proposed Limitations on the Number of Towage Providers of Towage
Services for Dublin Port

Period

Berthls) available for

Maximum number af

Maximum number of

the provision of | providers of towage | tugs
towage services services

Period 1: up to Q1 | Berth 50K 2 2

2028
Berth 18 1 (5ee Note 1) 2 (Sos Moba 1)

During Period 1

Dublin Port Company proposes to limit the number of providers of
towage services for Dublin Port to a maximum of 3 providers of towage
services [with a maximum of 4 tugs) (See Note 1

Period 2: from Q1
2028 up to 01 2030

Berth SON

2

2

Berth 18 (Soe Hole 2

4 |See Mote 2)

4 [Sea Hale 7}

During Period 2

Dublin Port Company proposes to limit the number of providers of
towage services for Dublin Port to a maximum of & providers of towage
services [with a maximum of 6 tugs) (See Note 2)

Pericd 3: from Q1 | Berth 508 2 2

2030 onwards
Berth 18 (See Male 2) 4 {Soe Notn 29 4 [Eon Mot 2)

Berth 3FM (See Note §) 4 (Som o 3) 4 [Son MNobe 3)

During Period 3 Dublin Port Company proposes to limit the number of providers of
towage services for Dublin Port to a maximum of 10 providers of towage
services (with a maximum of 10 Tugs) rsee Mote 5] [ies Rote &

Mates:

(1) Borth 18 can only sUPPOM one oparabor with wo Lgs al thes e,
(2} By 31 20228 Dublin Por Company plans 1o hanee construcied o docking Tacility which ocould be used by up o four aoperabans,

il each operaling one

tug. Conslruction |

ik labde above) is subjec o and corditional upon design and planning pesmEsion(s).

inchiding the anicipated rumber of lugs and providens of ireiage Servcas el oul in

(31 Draring 3FM consiruction Dublin Por Company plars o consiruct a further four barths an tha southsida resulting in up 1o
4 tugs. Conabruchion (Incliding tha aniicipabed numbes of fugs. and perowidars of owagn senvices sof out in The table abovn) i
subject i and cordlional upon design and planning permisSionds).

{4} The incranse in tha masdmem nsmber of providens: ol lowage sardcas (and assocdated buge) batwsan Pancd 2 and Pesiod
1 = afiribuinble sclely in the additisnal berths anlicipaled 1o b= consirucled during ths 3FM Projec] (sse Mols 3). Tha
mimxinum nurnbar of providers of lowage services (and associaiod fugs) able to be sccommodaled al Berth 508 and Bearth
18 respoctvaly doss rol changs betwnsn Pesiod 2 ard Pariod 3.
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