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1.

INTRODUCTION

1.1

Introduction to WelTAG

1.1.1

WelTAG is the Welsh Transport Planning Appraisal Guidance. It has
been developed by the Welsh Assembly Government with the intention
that it is applied to all transport strategies, plans and schemes being
promoted or requiring funding from the Welsh Assembly Government.

1.1.2

WelTAG replaces the interim guidance STAG (Scottish Transport
Appraisal Guidance), the current practice in Wales.

1.2

Background

1.2.1

Transport Appraisal Guidance was originally introduced in 1998 in the
form of the Guidance on the New Approach to Appraisal. The purpose
of the methodologies was to provide a system of appraisal that clearly
identified the benefits, costs and impacts of schemes and identified
their contribution to the core objectives for transport. The New
Approach to Appraisal (NATA) was developed because of the need to
achieve consistency of approach and to provide the information in a
clear and open framework to enable decision-makers to compare
proposals on a comparable basis.

1.2.2

Prior to NATA, appraisal of proposals was largely an economic exercise
based on monetised benefits and costs, notably within a cost-benefit
analysis framework. NATA was less tangible, less quantitative, and
less easy to monetise, but included important environmental and social
impacts. This underlying principle of multi-criteria analysis provides the
framework adopted by transport appraisal guidance.

1.2.3

Since then the techniques have been developed and refined. In
England the current appraisal methodology is GOMMMS (Guidance on
Methodologies for Multi- Modal Studies) and more recently WebTAG
(web based Transport Appraisal Guidance) which provides an up to
date and ‘live’ version of the methodologies to be applied. In Scotland
the Scottish Executive has produced Scottish Transport Appraisal
Guidance (STAG).
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1.2.4

The Welsh Assembly Government has identified the need for transport
appraisal that is focused on meeting the needs of the people of Wales,
hence the development of WelTAG.

1.2.5

Transport appraisal is currently evolving and being refined; hence the
current refresh process of NATA and STAG. This WelTAG guidance
should be seen as a live document.

1.3

The Importance of Appraisal Guidance

1.3.1

The public sector spends significant sums of money on improving
transport provision through the implementation of new or improving
existing services or infrastructure. The choice of options to address
problems and to achieve policy objectives is considerable and varied.
This, added to the need to justify expenditure and investment, means
there is clear need for a robust appraisal framework.

1.3.2

In order to compete for public sector resources, transport proposals
need to demonstrate that they:
•

Make a positive contribution to the objectives for transport and
hence the wider policy objectives for Wales;

•

Provide good value for money;

•

Provide overall economic, social and environmental benefits to
society; and

•

Maximise benefits and minimise impacts.

1.3.3

Transport appraisal is the mechanism for providing decision-makers
with the information about all significant impacts from proposals
(positive and negative). It enables decision-makers to judge the merits
of applications for support, and eventually helps resource allocation and
other reasoned decisions to be made using a consistent approach.

1.3.4

The appraisal process provides an audit trail of decision-making, clearly
showing the linkage between wider policy objectives and the strategy or
scheme under consideration.

2
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1.4

Purpose of WelTAG

1.4.1

There are two primary purposes of WelTAG:

1.4.2

•

To assist in the development of proposals to enable the most
appropriate scheme to be identified and progressed – one that is
focused on objectives, maximises the benefits and minimises the
impacts; and

•

To allow the comparison of competing schemes on a like-for-like
basis, so decision-makers can make difficult funding decisions.

In achieving these purposes WelTAG aims to:
•

Ensure appraisal requirements are of a scale that is appropriate
to the value to the scheme;

•

Focus on those areas of most concern; and/or

•

Focus on those areas that differentiate options.

1.4.3

The Welsh Assembly Government will, in future, assess new transport
planning proposals using WelTAG. WelTAG is, therefore, the core
document to be used in the planning and appraisal of transport
proposals in Wales. As such it is the overarching guidance whose
principles and practices are to be applied to all modes, to all types of
transport investment proposals, at a strategic or scheme level.

1.5

This Guidance

1.5.1

This document is intended to:
•

Provide guidance on how all transport proposals should be
planned and developed;

•

Give advice on how to conduct an appraisal;

•

Show how appraisal results should be presented; and

•

Indicate how post-implementation monitoring and evaluation
should be undertaken.
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1.5.2

The approach adopted in WelTAG is to present core or generic
transport guidance, supported by references to sources. This format
allows practitioners to follow through the planning and appraisal
process, referencing other relevant guidance where appropriate,
without unnecessary repetition within the WelTAG document itself.

1.5.3

The guidance has been subject to wide consultation in Wales. WelTAG
is available on-line as a downloadable document.

1.6

Overview of the structure of this guidance

1.6.1

WelTAG is set out as follows:
Section 2
Section 3
Section 4

Section 5
Section 6
Section 7
Section 8
Section 9
Section 10
Section 11
Section 12

Sets out the principles of WelTAG, considering the
overarching objectives of WelTAG and its role and
provides an overview of the WelTAG process.
Sets out the application of WelTAG
Describes the Planning Stage, which includes the
identification of problems and opportunities, the
development of Transport Planning Objectives and the
development of possible solutions.
Describes the approach to appraisal, explaining what
is expected at Stage 1 and Stage 2 of the appraisal.
Explains the approach taken to assess strategies and
schemes against economic appraisal criteria.
Explains the approach taken to assess strategies and
schemes against environmental appraisal criteria.
Explains the approach taken to assess strategies and
schemes against social appraisal criteria.
Sets out the process for completing a Health Impact
Assessment and an Equality Impact Assessment.
Sets out the process for completing an Appraisal
Summary Table.
Defines the participation procedures throughout the
appraisal process.
Describes the ongoing monitoring and evaluation
methodologies.

4
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2

THE PRINCIPLES OF WELTAG

2.1

Objectives of WelTAG

2.1.1

Appraisal is the process of assessing the worth of a course of action
and provides decision-makers with all the information they require to
make a reasoned and auditable decision.

2.1.2

All transport proposals and plans requiring public funding and/or
approval of the Welsh Assembly Government need to be planned and
appraised to ensure that the resultant schemes are “fit for purpose” and
achieve the expected and required outcomes. This includes:
•

Proposals 1 to meet the Outcomes and Strategic Priorities of the
Wales Transport Strategy 2 , such as the National Transport Plan
and its component plans;

•

Trunk road and rail schemes for which the Welsh Assembly
Government has direct responsibility;

•

Transport proposals such as the Regional Transport Plans; and

•

Public transport schemes that may be developed by the Regional
Transport Consortia and local authorities and which seek Welsh
Assembly Government funding.

2.1.3

The objectives of WelTAG reflect the overarching objectives of
transport appraisal but also fit the requirements of the Welsh Assembly
Government in meeting its wider policy objectives for Wales. Therefore,
the objectives of WelTAG, shown below, are sub-divided into two
categories:

2.1.4

Overarching objectives of transport appraisal:
•

Appraisal on a consistent basis to allow decision-makers to make
informed choices on a comparable basis;

•

Ensure proposals are focused on achieving identified needs or
aspirations – an objective-led approach;

•

Openness on the impacts of a proposal;

1

The term proposal embraces projects, schemes, plans strategies and programmes

2

The Wales Transport Strategy was adopted on 8th May 2008.
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2.1.5

•

To provide an audit trail of decision-making; and

•

Aid the scheme development.

Welsh-specific objectives:
•

Appraisal criteria to be focused on overarching impact areas
relevant to Wales e.g. economy, society and environment;

•

To be applicable to all stages of scheme development from
development of strategies and plans to the design of schemes;

•

Easy to assimilate presentation of results that allows for
unbiased consideration of the impacts;

•

To provide a process for developing transport strategies and
schemes in Wales;

•

Contribution to Wales Transport Strategy outcomes and strategic
priorities.

2.1.6

These objectives are integral to the WelTAG process and its appraisal
framework and users should be mindful of these objectives when
applying WelTAG.

2.1.7

In addition to the objectives above, WelTAG is also subject to a number
of guidelines, these are:

2.1.8

•

The level of effort in undertaking appraisal should be appropriate
to the value of the scheme;

•

Application of WelTAG should focus on those areas of most
concern; and/or

•

Those criteria that differentiate between options; and

•

Consistency with other appraisal requirements.

Hence, the appraisal process in WelTAG needs to satisfy the following
key requirements:
•

Be comprehensible and applicable;

•

Produce results which adequately represent the range of impacts
of interest;

•

Produce results which enable comparison across proposals of
different types and magnitudes; and

•

Comply with statutory requirements.
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2.2

Overview of the WelTAG Process

2.2.1

Appraisal is but one process within a planning and implementation
cycle, and WelTAG is intended to provide guidance on all elements of
this cycle, not merely on appraisal. Therefore, this guidance
specifically on appraisal should be seen as part of, and consistent with,
a larger process.

2.2.2

WelTAG is consistent with established UK guidance on planning and
appraisal. It is structured around the ROAMEF cycle (shown in Figure
2.1), which is at the heart of current UK appraisal practice 3 :
FIGURE 2.1. STAGES OF THE APPRAISAL CYCLE IN ROAMEF

RATIONALE

FEEDBACK

OBJECTIVES

EVALUATION

APPRAISAL

MONITORING

3

Implementation

See the Green Book and 3Rs Guidance: The Green Book: Appraisal and Evaluation in Central
Government (2003) HM Treasury.
Assessing the Impacts of Spatial Interventions: Regeneration, Renewal and Regional Development
‘The 3Rs Guidance’ 3Rs Guidance (ODPM, 2004).
http://www.communities.gov.uk/documents/corporate/pdf/146865
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2.2.3

WelTAG is structured into the following stages:
•

A planning stage which includes problem identification/proposal
rationale, objective setting (these are interactive processes),
option development and testing;

•

An appraisal stage, which involves a two-stage process;

•

A post appraisal stage which involves both on-going monitoring
of performance and evaluation / value for money assessment;
and

•

Participation (including consultation), which occurs at several
stages in the planning process (from setting objectives through to
proposal appraisal and quite possibly implementation) and
should start being considered from the outset.

2.2.4

The Planning Stage requires practitioners to adopt an objective-led
approach. This means that planning starts by identifying problems and
opportunities and defining what is to be achieved – the ultimate
outcomes expressed as transport planning objectives (TPO’s), rather
than focusing on the means to achieve the outcomes i.e. the projects,
schemes, plans or strategies themselves.

2.2.5

This approach to planning is compatible with best practice in the UK
and consistent with both the Green Book on appraisal and recent EU
guidance. It should be possible to adopt a common approach which will
develop appraisal required both by the Welsh Assembly Government
and any proposal seeking EU funding.

2.2.6

The starting point for objective identification should be the Wales
Transport Strategy, but promoters should also consider the objectives
within the relevant Regional Transport Plan.

2.2.7

The planning stage goes on to the identification of options that
contribute to the TPO’s and hence Wales Transport Strategy outcomes.

2.2.8

The appraisal stage includes the development and testing of options.
The testing covers transport planning objectives and Welsh impact
areas.
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2.2.9

The appraisal process is subdivided into 2 stages.
•

Stage 1 is always required and has the primary purpose of
testing and screening options.

•

Stage 2 is only applicable to schemes and provides a fuller, more
evidence based, appraisal of the options selected for future
development by Stage 1.

2.2.10 For completeness, WelTAG provides post-implementation guidance on
monitoring and evaluation (see Chapter 12) and advice on participation
(Chapter II).
2.2.11 The distinction between planning and appraisal is convenient but
somewhat artificial. At the appraisal stage, it is normal for options to
undergo further development, which could be regarded as planning
rather than appraisal. However, this distinction will be made as it
enables the planning focus to be on objectives and how these relate to
transport problems and opportunities.
2.3

Transport Policy and Planning in Wales

2.3.1

WelTAG aims to ensure that transport proposals contribute to the wider
policy objectives for Wales. Figure 2.2 shows the integration between
the key policy documents.
FIGURE 2.2. POLICY CONTEXT FOR TRANSPORT PLANNING IN
WALES

Source: The Wales Transport Strategy (Welsh Assembly Government, 2008)
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2.3.2

As shown in Figure 2.2, the Wales Transport Strategy has a key role to
play in ensuring the success of strategies developed for other policy
areas.

2.4

The ‘Welsh Impact Areas’ (WIAs)

2.4.1

The Welsh Impact Areas focus on the three elements of sustainability
that underlie policy in Wales. They are:
•

The economy: this reflects the importance of a strong and
developing economy for Wales and particularly for EU
Convergence and Regional Competitiveness and Employment
areas;

•

The environment: this reflects both the legal requirements and
desire to protect and enhance the condition of the built and
natural environment; and

•

Society: this reflects the desire to address issues of social
exclusion and to promote social justice and a high quality of life
for Welsh people.

2.4.2

The use of these three impact areas marks a difference between
WelTAG and guidance in use elsewhere in the UK, but there is a direct
correlation (i.e. criteria from the UK Government’s five overarching
objectives are embedded in WelTAG). The Department for Transport's
White Paper ‘The Future of Transport’ 4 is also based on these three
overarching impact areas, which are required to be given a balanced
degree of importance.

2.4.3

These high-level, strategic Welsh Impact Areas correspond to the three
“pillars of sustainable development”, as illustrated in Figure 2.3.

4

This superseded the 1998 White Paper entitled A New Deal for Transport: Better for Everyone.
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2.4.4

The Welsh Assembly Government has a statutory duty under the
Government of Wales Act to promote sustainable development and is,
therefore, committed to making decisions which are consistent with this
aim. These impact areas are also consistent with the UK Sustainable
Development Strategy ('Securing The Future'), which promotes
sustainable social, environmental and economic development.
FIGURE 2.3. THE PILLARS OF SUSTAINABLE DEVELOPMENT

SOCIETY

ENVIRONMENT

ECONOMY

SUSTAINABLE DEVELOPMENT

2.4.5

The role of Welsh Impact Areas is to help the Welsh Assembly
Government to determine which proposals to fund or approve, in
normal situations where there are more proposals than funding
available. The Welsh Impact Areas form the BONDS of the appraisal
criteria. Thus the Welsh impact areas are intended to enable a national
perspective by showing the performance of proposals of all sizes and
kinds using a common yardstick.

2.4.6

Welsh Impact Areas are directly related to the Wales Transport
Strategy outcomes as shown in Table 2.1.

2.4.7

In order to make this operational, it is necessary to develop more
specific criteria expressed as eventual impacts, with potential outputs
and results. Each appraisal criterion is therefore “nested” under each
of the three Welsh Impact Areas as shown in Table 2.1, and described
below.
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TABLE 2.1. INTERFACE BETWEEN WELTAG CRITERIA AND WTS
OUTCOMES
Criteria Area

WelTAG Criteria
Transport
Economic
Efficiency

WTS
Outcome
Area
Economy

Economy

Environment

Social

Economy

Economic Activity
and Location
Impacts

Economy

Noise

Environment

Local Air Quality

Environment

Greenhouse Gas
Emissions

Environment

Landscape and
Townscape
Biodiversity

WTS Outcomes
Improve the efficient, reliable and sustainable
movement of people.
Improve the efficient, reliable and sustainable
movement of freight.
Improve connectivity within Wales and
internationally.
Improve access to employment opportunities
Improve access to visitor attractions.
Improve the impact of transport on the local
environment
Reduce the contribution of transport to air pollution
and other harmful emissions.
Reduce the contribution of transport to
greenhouse gas emissions.
Adapt to the impacts of climate change.

Environment

Improve the impact of transport on our heritage.

Environment

Improve the impact of transport on biodiversity.
Improve the impact of transport on the local
environment
Improve the impact of transport on our heritage.
Improve the impact of transport on the local
environment

Soil

Environment

Heritage
Water
Environment
Transport Safety
Personal Security
Permeability
Physical Fitness

Environment
Environment
Social

Improve the actual and perceived safety of travel.

Social

Encourage healthy lifestyles.

Social Inclusion

Social

Equality, Diversity
and Human
Rights

Social

Improve access to healthcare.
Improve access to education, training and life-long
learning.
Improve access to shopping and leisure facilities.
Improve the actual and perceived safety of travel.
Improve access to healthcare.
Improve access to education, training and life-long
learning.
Improve access to shopping and leisure facilities.
Improve actual and perceived safety of travel

Economy
2.4.8

The economic outcomes from the Wales Transport Strategy are:
•

Improve access to employment opportunities;

•

Improve connectivity within Wales and internationally;

•

Improve the efficient, reliable and sustainable movement of
people;
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2.4.9

•

Improve the efficient, reliable and sustainable movement of
freight;

•

Improve access to visitor attractions.

In policy terms, the focus of interest is in the performance of what could
be termed the “real” economy of employment and Gross National
Product (GNP), both in aggregate and in more local or regional terms,
where the way in which particular groups within the economy are
affected is of interest. However, precise links between transport
proposals and employment and income impacts are difficult to quantify,
especially at the Wales level.

2.4.10 The standard approach in transport appraisal is to consider the impacts
of transport proposals within the transport sector only, which under
certain conditions would fully capture the value of all the consequent
impacts on the economy 5 . Nonetheless, decision-makers are equally
interested in gaining an understanding of how these impacts reflect on
the wider economy, especially on employment and income. Hence the
importance of accounting for the impacts on employment and income,
however, their estimation will be more uncertain than the ‘direct’
economic impacts.
2.4.11 The two criteria under economy are:
•

TEE; and

•

EALI.

Environment
2.4.12 The environmental outcomes from the Wales Transport Strategy are:

5

•

Increase the use of more sustainable materials;

•

Reduce the contribution of transport to greenhouse gas
emissions;

•

Adapt to the impacts of climate change;

•

Reduce the contribution of transport to air pollution and other
harmful emissions;

This is a major topic and can be referred to the Government's response to the SACTRA report on
"Transport and the Economy" published in August 1999.
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•

Improve the impact of transport on the local environment;

•

Improve the impact of transport on our heritage;

•

Improve the impact of transport on biodiversity.

2.4.13 Transport proposals commonly impact upon the wider environment. It
is important to understand the extent of these impacts and take a longterm view, which reflects concerns with sustainability and the condition
of the wider environment for future generations.
2.4.14 At present, there is no complete parallel to the economic analysis which
provides a valuation of the impacts. This is an area where valuation
techniques are developing and where future appraisal guidance will
reflect changes in the availability and acceptability of valuations of
environment impacts. At present, therefore, under the environment
impact area there are unavoidably numerous criteria; nevertheless, it is
possible to apply the same results – outputs – impacts approach to
these.
2.4.15 The environmental criteria are:
•

Noise;

•

Local Air Quality;

•

Greenhouse Gas Emissions;

•

Landscape and Townscape;

•

Biodiversity;

•

Soil;

•

Heritage; and

•

Water Environment.

Society
2.4.16 The social outcomes from the Wales Transport Strategy are:
•

Improve access to healthcare;

•

Improve access to education, training and life-long learning;

•

Improve access to shopping and leisure facilities;

•

Encourage healthy lifestyles;

•

Improve the actual and perceived safety of travel.
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2.4.17 As well as having impacts on economic performance and the
environment, transport proposals can affect the more general quality of
people’s lives in various ways. The aim of the Society impact area is to
capture, describe and where possible quantify these impacts. As with
environment, there is no single or simple valuation measure and
consequently a number of criteria need to be used in the appraisal.
2.4.18 The criteria under the social impacts are:
•

Transport Safety;

•

Personal Security;

•

Permeability;

•

Physical Fitness; and

•

Social Inclusion;

•

Equality, Diversity & Human Rights.
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3

APPLICATION OF WELTAG

3.1

Applications of WelTAG

3.1.1

As set out in Section 2, the core purpose of WelTAG is to enable the
appraisal of all types of transport proposals in a consistent manner
across Wales, regardless of size, mode(s) or nature of the location.
WelTAG is designed to encompass:

3.1.2

6

•

All transport modes (i.e. road, rail, air, water) as well as multimodal schemes (in the same way as for other UK Appraisal
Guidance, e.g. WebTAG);

•

Passenger transport as well as freight;

•

Varying project sizes and levels of detail;

•

A wide range of measures, from soft planning, management,
pricing and land use to the implementation of infrastructure;

•

From a strategic (or macro) level to more scheme (or micro)
levels. Packages of schemes can also be applied using
WelTAG; and

•

Policies, strategies and plans 6 . A slightly different approach is
required for the application of the guidance to strategies and to
schemes, and this is explored throughout the document.

In principle, WelTAG is applicable to all transport proposals applying for
funding or support from the Welsh Assembly Government. However, it
is important to ensure that the correct overall appraisal approach is
employed in all cases. WelTAG is not suitable, for instance, for
application to:
•

Transport network maintenance schemes which do not affect
demand nor create (economic, environmental or social) benefits;

•

High-level Welsh Assembly Government policies such as the
Wales Transport Strategy, although defined proposals arising
from such policies can be appraised in the usual manner;

•

Guidance documents.

This is particularly relevant as the guidance will be used to indicate compliance with the duty set out
in Section 1 of the Transport (Wales) Act 2006.
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3.1.3

WelTAG is not geared to deal specifically with new development or
regeneration-led proposals (including residential, commercial or mixeduse), and guidance for the appraisal of development or regeneration
proposals in the UK is not yet fully developed 7 . However, transport
schemes may form an integral part of the plans for providing access to
such development or regeneration sites. In addition, the transport
consequences of such developments are of significant interest to the
Welsh Assembly Government and the approaches and tools in WelTAG
will be useful to assess these consequences. Developers and local
planning authorities are encouraged to consider alternative options for
transport provision and the economic, environmental and social impacts
of these options. WelTAG provides the framework in which to do this: a
list of criteria to be considered and techniques which can be used to
help assess whether options are problematic on particular criteria or
make a positive impact in particular ways. The outcomes from the
appraisal of the transport schemes within the new development or
regeneration will provide essential information for obtaining planning
consent, which will need to take into account broader issues from the
development (transport being one of them).

3.1.4

In case of doubt, or when there is a blurred line between situations
where the guidance is applicable, advice should be sought from the
Welsh Assembly Government’s Transport Planning and Administration
(TP&A) division.

3.2

Transitional Period

3.2.1

It is recognised that in the period following the introduction of WelTAG,
the appraisal process will need to be applied to proposals which have
already been well researched and developed. These proposals are
likely to have been generated through the planning process set out in
current interim guidance and there will be a certain transition period in
which both approaches will be acceptable.

3.2.2

WelTAG will need to be applied to projects that have already been
advanced to some degree, but which have not yet been approved. Any
previous appraisal work can be used in the context of WelTAG (Stages

7

The 3Rs Guidance should be used where the desired outcomes are concerned with economic
development: WelTAG is consistent with 3Rs but is designed for proposals whose objectives are
transport related.
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1 and 2) as long as it is still relevant and updated. Figures 3.1 and 3.2
provide guidance on the transitional arrangements for major road and
rail schemes.
3.2.3

The advice from the Welsh Assembly Government is for users to start
adopting WelTAG as soon as possible.

3.2.4

The key differences between WelTAG and other guidance used in the
rest of the UK, which need to be reflected in the way the guidance is
applied, are summarised in Table 3.1.

3.2.5

A number of report iterations have been competed during the
development of WelTAG. The most recent iteration being May 2007.
The key differences between this version of WelTAG and its
predecessor are also listed in Table 3.2.
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FIGURE 3.1. TRANSITIONAL ARRANGEMENTS FOR ROAD SCHEMES

IDENTIFIED ROAD
SCHEME

Is the scheme in the
Trunk Road Forward
Programme, RTP or LTP?

No

Include in programme &
undertake a WelTAG
appraisal

No

Complete an appraisal
using the principles of
WelTAG

Yes

Is the scheme at
"preferred route" stage?

Yes

Does the scheme have
published draft orders
(trunk road) or planning
application (local roads)?

Yes

Continue scheme
without a WelTAG
appraisal

No

Complete an appraisal
using the principles of
WelTAG

Notes:
RTP - Regional Transport Plan
LTP – Local Transport Plan
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FIGURE 3.2. TRANSITIONAL ARRANGEMENTS FOR RAIL SCHEMES

IDENTIFIED RAIL
SCHEME

Is public money required
to fund the scheme?

No

Continue the scheme
without a WelTAG

Yes

Continue the scheme
without a WelTAG

Yes

Continue the scheme
without a WelTAG

Yes
Is there Ministerial
commitment to construct
or procure the scheme?

No

Has the scheme
advanced to GRIP 4
single option selection?

No

Complete a WelTAG
appraisal
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TABLE 3.1. THE KEY DIFFERENCE BETWEEN WELTAG AND OTHER APPRAISAL GUIDANCE
Category
Transport Policy
Strategies &
Schemes
Appraisal Stage

Economic
Environmental
Social
Appraisal Summary
(AST)
Participation
Presentation

Description
• Consistency with other planning documents in Wales, such as the Wales Transport Strategy
and the Regional Transport Plans.
• Specific advice for strategies (e.g. Regional Transport Plans), and individual schemes
(which would have been part of a strategy).
• The classification of the main impacts under three headings: economic, environmental and
social, and some reclassification within those headings.
• Less reliance on modelling tools, since these are less widely used in Wales.
• Advice for the appraisal methods at Stages 1 and 2.
• The inclusion of “Walking and Cycling” as modes in Transport Economic Efficiency .
• The inclusion of “Reliability” as an item in the Transport Economic Efficiency analysis.
• Inclusion of EU Guidance on Environmental Impact Assessments (EIA) and Strategic
Environmental Assessments (SEA).
• The sub-classification of the social impacts (including the notion of permeability and more
detailed advice on social inclusion).
• Appreciation of impact distribution for all appraisal criteria, now shown explicitly in the AST.
• More succinct ASTs, also in a different format .
• Summary of ASTs for assessing alternative options.
• The incorporation of transport planning objectives in the AST.
• Refreshed advice on participation.
• More explicit advice on output and presentation.

Reference
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TABLE 3.2. KEY DIFFERENCES BETWEEN WELTAG AND THE PREVIOUS ITERATION
Category
Equality, Diversity
& Human Rights
Health Impact
Assessment
References
Structure

Description
• The inclusion of Equality, Diversity & Human Rights as a sub-criterion of ‘Social’ impacts. It
is an additional element in the AST.
• The requirement to complete a Health Impact Assessment

Reference

• Many references have changed, including amendments to the Wales Transport Strategy
outcomes.
• The main document has been re-structured and the text has been amended for clarity.
Much of the technical advise is now contained in the Appendices
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3.3

Level of Effort Required

3.3.1

The level of effort, depth and detail required for appraisal has to be in
keeping with the costs, risks, appraisal stage (i.e. Stage 1 or 2) and
size of the proposal:
•

Small proposals (under £5 million) should be appraised using the
planning and appraisal in WelTAG at a broad level. They would
not generally require the detailed appraisal in Stage 2, but there
may be the requirement to consider areas of concern in more
detail.

•

Large proposals will require a commensurate level of effort.

•

For other schemes of small to moderate size, where a full Stage
2 may not be justifiable, an extended Stage 1 could be more
appropriate. This involves either:
o Further investigation of the impacts that are coming out as
significant in Stage 1; and/or
o Further details and quantification than normally required in
Stage 1.

3.3.2

It is risky to be prescriptive about the precise effort level required, as
the appraisal process is not separate from scheme development: their
integration is promoted as leading to better decision-making (and better
projects). The appraisal effort will depend on how complicated the
issues involved are: in some big projects the effort required is clearly
substantial due to the variety, complexity and inter-correlation of issues.

3.3.3

The level of effort also depends on the stage of the proposal’s
development, e.g. whether it is at a more conceptual or design stage,
and the actual stage within the appraisal process (Stage 1 or 2 – see
Chapter 5). Generally, the more advanced a proposal is, the more
details there are, the greater the scrutiny of government agencies and
the public, and therefore, the greater the levels of resources required.
The level of effort should also take account of any statutory
requirements.

3.3.4

It is important to ensure that all parts of the appraisal are given
comparable and consistent consideration. However, in order not to
waste resources, proportionate effort should be directed to the
appraisal of impacts which are considered to be more significant. The
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planner will have to demonstrate when a lower level of effort, or no
consideration at all of specific impacts, is appropriate.
3.3.5

The decision-making body in each case (typically the Welsh Assembly
Government) will need to be satisfied with the level of effort proposed
for the appraisal of each proposal, hence consultation with appropriate
officers is advisable.

3.4

The Application of the Guidance at Strategy and Scheme Levels

3.4.1

WelTAG is applicable to strategies, programmes or plans and to
individual or packaged schemes. The structures for strategies and
schemes are shown diagrammatically in Figures 3.3 and 3.4. The key
differences in the approach are:

3.4.2

•

The guidance for strategies is applicable only at Stage 1, while
for schemes both stages are required;

•

Strategic Environmental Assessment (SEA) regulations must be
met at the strategy level appraisal when plans or programmes
are being developed, while Environmental Impact Assessment
(EIA) is appropriate at the scheme level; and

•

The Economic Activity and Location impacts (EALI), TEE,
environmental (EIA) and Social Impact Report (SIR) methods are
not explicitly shown in the WelTAG structure for schemes, and
some of these may not always be required.

A strategy should set out broad objectives, identify measures to
achieve these and propose a – typically broad – package of
interventions to achieve the objectives. Good strategic planning (at a
macro level and often over a long-term timescale) follows exactly the
same process as planning at a more micro scale. The appraisal of
strategies would need to involve the consideration of all measures
within the strategy, but because the strategy objectives are broad, the
appropriate level of appraisal is also broad. The purpose is to identify
whether the strategy or components of the strategy have the ability to
contribute to the overall objectives. In practice, however, the availability
of data and / or the capability of currently available modelling tools to
represent the interactions between the various components of the
strategy can limit the scope to undertake appraisal to the same depth
that is possible for individual schemes.
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3.4.3

Strategies (including Regional Transport Plans) are appraised using
this guidance at the strategy level, applying Stage 1 only. When
individual schemes are put forward for appraisal, the guidance is used
but at scheme level, and both Stage 1 and 2 are applicable. Some
work from the strategy stage can be re-used into Stage 1 appraisal for
a scheme.

3.4.4

The application of the guidance for strategies and schemes can be
illustrated by the following example: A strategy has identified a rail
scheme, a road scheme, a cycle route and other improvement
measures as required to address the problems and meet the
objectives. Packages which comprise combinations of these schemes
will be appraised at Stage 1, at a strategy level. The rail scheme is
later taken forward, and the analysis of the problems and objectives will
need to be revisited (some of the planning stage work undertaken
under the strategy appraisal could be re-used, if still relevant and
updated). The scheme will need to be appraised again under Stage 1,
possibly considering route variations as appraisal options. In Stage 2,
a smaller set of most feasible and achievable options is appraised in
more detail.

25

Welsh Transport Planning and Appraisal Guidance - WelTAG

FIGURE 3.3 THE STRUCTURE OF WELTAG AT A STRATEGY
LEVEL
PLANNING

ANALYSIS OF PROBLEMS
SEA SCOPING
OBJECTIVES

IDENTIFY SOLUTIONS & SIFTING

PARTICIPATION AND CONSULTATION

OPTION DEVELOPMENT & TESTING

APPRAISAL
UNDERTAKE STAGE 1
APPRAISAL:
- ECONOMIC
- ENVIRONMENTAL
- SOCIAL

YES

STRATEGY MEETS
OBJECTIVES?
LEADS TO A FINAL
OPTION?

SEA

ENVIRONMENTAL
REPORT
NO

SEA STATEMENT

FINAL STRATEGY

STRATEGY
IMPLEMENTATION

IMPLEMENT
STRATEGY?

NO

YES

SCHEME PLANNING AND APPRAISAL PROCESS
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FIGURE 3.4. THE STRUCTURE OF WELTAG AT A SCHEME LEVEL
PLANNING

ANALYSIS OF PROBLEMS

OBJECTIVES

IDENTIFY SOLUTIONS & SIFTING

PARTICIPATION AND CONSULTATION

OPTION DEVELOPMENT & TESTING

APPRAISAL

UNDERTAKE STAGE 1
IMPACT
APPRAISAL:
PROPOSALS MEET
OBJECTIVES?

YES

NO

- ECONOMIC
- ENVIRONMENTAL
- SOCIAL

UNDERTAKE STAGE 2

PROPOSAL

IMPLEMENT
PROPOSAL?

NO

IMPLEMENTATION
YES

MONITORING AND EVALUATION

3.5

Elements of the Appraisal Guidance

3.5.1

The appraisal of the various impacts from the implementation of
transport proposals should be undertaken as described in this
guidance, for each criterion. The guidance is structured in a way that,
for each criterion (see chapters for the economic, environmental and
social impacts), the following aspects are described:
•

Impact description; This involves a description of the impacts
for each appraisal criterion and their scale.
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•

Appraisal methods for Stage 1; The qualitative or quantitative
approach for the appraisal against each criterion as part of a
Stage 1 appraisal.

•

Appraisal Methods for Stage 2; The (ordinarily more detailed)
qualitative and quantitative approach for the appraisal against
each criterion as part of a Stage 2 appraisal.

•

Required Inputs; This describes data requirements and
guidance on sources.

•

Impact Distribution; For each criterion being appraised, a
careful consideration of the distribution of the impacts is
recommended. This discusses how impacts might be distributed
geographically and how they might affect different groups in
society (e.g. mobility impaired, elderly, people on low incomes or
unemployed, women or deprived groups). These distribution
impacts should be explicitly stated and quantified wherever
feasible. This is relevant to ensure that the proposal promotes
social inclusion and that certain groups are not disproportionately
adversely affected. Possible factors to be used in distributional
analysis may include some of the following:
o Population age or gender profiles (for which the Employment
Equality (Age) Regulations 2006, Sex Discrimination Act
1997 and the Equality Act 2006 may be relevant);
o Employment/unemployment rate;
o Income levels or quintiles;
o Index of Multiple Deprivation;
o Regional Gross Domestic Product (GDP) levels;
o Index of economic activity;
o Motorisation index (car ownership levels); or
o Transport mode distribution (e.g. % of people commuting by
car, on foot, by bicycle, by train, by bus, etc.).

3.5.2

When TPO’s (see Section 4.4) are developed so that specific areas or
population group can benefit from certain proposals, then these issues
should feature in the impact distribution analysis.

3.6

Output and Presentation

3.6.1

There is a need for decision-makers to have a clear statement of the
results and outputs that the appraisal generates. These should be
provided in a concise but sufficiently detailed level to enable options to
be compared and to inform decisions. Geographic Information
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System(GIS) potentially have an important role to play in presenting
results for a range of appraisal criteria, but organisations which have no
access to GIS should not feel obliged to obtain them. In this section
there should also be an assessment of the significance of the impacts.
3.6.2

The presentation of the appraisal results follows the terminology used
in EU documents including appraisal guidance. This terminology is
clear and generally is familiar to those involved in EU programmes such
as the former Objective 1 programme for West Wales and the Valleys.
This terminology is also helpful when undertaking, and providing
guidance on, evaluation.

3.7

Summarising Significance of Appraisal Impacts

3.7.1

Qualitative and quantitative measures for each appraisal criterion will
be assessed in their own merits. The results of the assessment of the
impact significance will be summarised using a seven-point scale, like
for other UK guidance, as follows:
•

Large beneficial (+++);

•

Moderate beneficial (++);

•

Slight beneficial (+);

•

Neutral (0);

•

Slight adverse (-);

•

Moderate adverse (- -); and

•

Large adverse (- - -).

3.7.2

An example of how to determine impact significance for the
environmental objective is given in Appendix E and the principle is valid
for all other appraisal criteria.

3.7.3

This assessment of significance aims to differentiate the impact levels
across options and should not be considered in isolation from the
overall appraisal results.

3.7.4

Appraisal of significance should be of the proposal as a whole, and not
a series of individual site-based scores. Depending on the stage in a
project lifecycle when the appraisal is undertaken, good design may
have already removed or mitigated the worst or avoidable impacts, and
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so those ‘large’ impacts which remain should have this clearly reflected
in the final significance assessment.
3.7.5

Qualitative comments should draw out the most significant effects and
the main justifications for the assessment of the impact significance
given. It will be informed by the appraisal of impacts and the
descriptions produced.

3.8

Double Counting

3.8.1

It is recognised that there is scope for double counting and overlap
between criteria, which may lead to a distortion of the importance of
certain elements in the appraisal process. While as far as possible this
needs to be netted out within an appraisal, it is recognised that this can
be taken only so far – transport by its nature has direct and indirect
consequences which feed through in different ways to a range of
economic, environmental and social impacts. There is, therefore, a
need to make clear how impacts arise – through results and outputs –
and where double counting may have occurred, when this cannot be
eliminated.

3.8.2

Examples of potential double counting elements in previous UK
guidance included the monetisation of accident benefits within the
economy impact area and then their quantification within the safety
criterion, and accounting for travel time benefits within the economy
impact area and the accessibility benefits within the accessibility
criterion, measured in terms of number of people with changes in
journey times. This problem has since been acknowledged – in
WebTAG accident benefits have been removed from the TEE.
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4

THE PLANNING STAGE

4.1

Introduction

4.1.1

This section presents an overview of the planning stage, which is the
first phase of the WelTAG process, as shown in Figures 3.3 and 3.4.

4.1.2

It is expected that stakeholder participation will be an integral part of
this stage. Chapter 11 provides further guidance.

4.2

The Planning Approach

4.2.1

The initial tasks of the planning stage are to establish the area’s
conditions, its transport problems, opportunities, and to generate
objectives for the steps that follow. This is followed by the identification
of possible solutions which are tested first informally against the
objectives set (sifting) then in more detail, leading in due course to
appraisal stage.

4.2.2

Good practice in transport planning requires that the planning of any
transport intervention is objective-driven. The planner starts by
establishing the final outcomes to be achieved, which are formalised as
Transport Planning Objectives (TPO’s), and then develops solutions –
proposals – which will help to achieve these objectives.

4.2.3

Therefore, the planning process starts from problems and opportunities,
then sets objectives, and then identifies the best ways of achieving
these. An important implication of this is that the planner has to
consider a diverse range of alternatives, and not start from an implicit
objective of promoting a particular proposal. A planner who thinks that
WelTAG is simply a new hoop through which to get their preferred
proposal is missing the point of transport appraisal and this guidance.

4.3

Identification of Problems and Opportunities

4.3.1

The starting point is the identification of transport problems, constraints
and opportunities which affect an area and its aspirations for the future,
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ensuring transport interventions are forward-looking and not simply
reacting to current issues. Thus, both the transport problems affecting
an area and aspirations for the future – which often are broader than
transport – must be the drivers of the proposals for a transport
intervention.
4.3.2

WelTAG is intended for the development and appraisal of proposals
which contribute to objectives relating to transport, i.e. when the
underlying problems are transport problems (such as traffic congestion)
or the underlying opportunities are transport opportunities (such as
improving accessibility to key services). The reason is that if transport
proposals are being considered to help meet an objective that could be
met by other means (rather than transport), a poor decision could easily
result. However, this does not mean that the guidance cannot be used
to assess the impacts from new development or regeneration led
proposals.

4.3.3

The identification of problems and opportunities can be made from a
variety of processes. These could include public pressure and general
awareness of problems, or more formal analyses such as the Regional
Transport Plan development process, the Route Management Strategy,
data gathering (e.g. roadside interviews and counts) and modelling.

4.3.4

Stakeholder consultation or other forms of participation is fundamental
to this stage in the process. Later, in the appraisal stage, public
acceptability of the proposal will be a key test of whether it can be
delivered or implemented. Early participation in both examining
problems, constraints and opportunities, and in developing the transport
planning objectives (see below), can greatly assist in generating and
sustaining support for the proposal.

4.3.5

For on-going strategies and schemes, where problems and
opportunities have already been identified, a cross-reference should be
made to the identification of any original problems and opportunities of
that strategy. Where required, appropriate revisions of the problems
and opportunities should be carried out.
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4.4

Transport Planning Objectives
The Importance of Transport Planning Objectives

4.4.1

Transport planning objectives (TPOs) establish the context for any
planning exercise by stating clearly what the planner seeks to achieve.
TPOs underpin the whole development and appraisal process by
allowing the planner to test whether or not a proposal is likely to
succeed in addressing the identified problems, or securing the identified
opportunities.

4.4.2

Developing TPOs is a crucial early stage in the appraisal process, prior
to developing transport proposals. Testing against the TPOs should,
therefore, enable the planner to identify the proposal(s) which best
address the problems, and which should be proposed for funding or
approval.
Setting Transport Planning Objectives

4.4.3

4.4.4

TPOs should specify, as fully as possible, what is desirable for
transport to achieve for a particular area or socio-economic group.
TPOs should be framed in such a way that:
•

They focus on the outcomes to be achieved (the ends rather
than the means);

•

They are specific about what the planner or promoter wishes to
achieve;

•

They relate directly to the identified problems and opportunities;

•

Their success can be tested in a consistent manner;

•

They are sufficiently detailed to enable the comparative
assessment of different options.

There are different ways in which TPOs can be developed. However,
the starting point should be the outcomes of the Wales Transport
Strategy. Planners should also consider objectives within the relevant
Regional Transport Plan and the Welsh Assembly Government’s
strategic priorities for transport. TPOs do not, necessarily, have to
mirror the outcomes and priorities, however it is a useful practice to
begin with high-level goals from which more specific and quantifiable
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objectives (‘outputs’ or ‘results’ objectives), can be developed. The
development and updating of existing outcomes or objectives is often
more efficient than formulating them from scratch.
4.4.5

There is no strict rule for the optimum number of planning objectives,
but clearly they should be comprehensive and at the same time
manageable. Too few or too many objectives would make it difficult to
compare the performances of different options, hence some 5-15
objectives could be considered as a base guidance for minimum and
maximum limits.

4.4.6

A variety of processes can be used to develop planning objectives,
including meetings, focus groups and workshops which could involve
the public, businesses, representative bodies, council officers and
politicians. Consultants can assist both in helping to express objectives
concisely and to test objectives worked up through consultation or in
other ways. The setting of objectives is usually an interactive process.

4.4.7

The planner could consider whether some objectives are more
important than others and therefore should be given greater
consideration in the appraisal process. The planner is free to establish
priorities (e.g. essential, important, desirable), attach weights to each
transport planning objective or rank them, so that achieving a more
critical TPO would be seen as more important than achieving a
secondary TPO. It is not possible to be prescriptive about a
prioritising/weighting/ranking system or how to prioritise/weight/rank,
however, the planner will be expected to demonstrate that the approach
used is sound and unbiased. If any such weighting system is adopted,
it needs to be explicit in the planning process, as well as in the part of
the Appraisal Summary Table dealing with TPOs. Note that the part of
the Appraisal Summary Table dealing with the WelTAG criteria (based
on economic, environmental and social impacts) should not be
weighted. Instead, that part of the summary table will always show the
impact of the proposal on each of the WelTAG criteria.
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SMART Objectives
4.4.8

4.4.9

Transport planning objectives should, as far as possible, conform to the
principles known as SMART:
•

Specific, in that it will say in precise terms what is sought (e.g. a
10% reduction in average vehicle delay on a given length of
road);

•

Measurable, in that there will exist means to establish to
stakeholders’ satisfaction whether or not the objective has been
achieved (e.g. a reduction in the quantity of PM10 (particulate
matter of 10 micrometres or less) present in the atmosphere);

•

Attainable, in that there is general agreement that the objective
set can be reached;

•

Relevant, in that the objective is a sensible indicator or proxy for
the change which is sought (e.g. a proportion of development to
take place on ’brownfield sites‘ as a proxy for minimising the
damage of the natural environment by land use development);
and

•

Timed, in that the objective will be associated with an agreed
future point by which it will have been met.

Thus it is not legitimate to frame an objective of the form ’improve
accessibility’. Accessibility is only valuable if it enables people to get to
places and services that are important to them. A SMART objective
relating to accessibility will identify the group(s) and the destination(s)
and will specify the level of improvement sought, by when. This is the
surest way of avoiding the development of schemes which, though
perfectly well-intentioned, end up serving no useful purpose.

4.4.10 In practice, SMART objectives are not easy to set; they demand more
thought and impose greater accountability than the more vague
statements of intent which are often seen in planning documents.
There are, however, good reasons for making the necessary effort in
arriving at them:
•

SMART objectives provide unparalleled focus on the job to be
done and, if intelligently set, may foster a shared enthusiasm for
their achievement; and

•

They render explicit all conflicts between priorities and therefore
force a proper resolution of them.
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4.4.11 In addition to the accountability they bring, they also provide a unique
opportunity for recognition of achievement. Indicators must be
developed from the TPO’s established for the project. It is therefore
important that planners should aim to set SMART objectives from the
outset with the intention of developing meaningful indicators for
monitoring and evaluation purposes. Brainstorming and consultation
(with appropriate planning authorities) may help deriving SMART
objectives.
Transport Planning Objectives for Strategies and Schemes
4.4.12 As reported in 3.1.6 (The Application of the Guidance at Strategy and
Scheme Levels), WelTAG is applicable to strategies and schemes
(individually or as a package).
4.4.13 For scheme appraisal, the TPOs set at strategy level (e.g. Regional
Transport Plans) must be revisited. Some will not be relevant to the
examination of a given set of scheme options because those options
will typically address only a subset of the strategy-level objectives. By
the same token, strategy-level objectives may have been relatively
coarse and, in order to enable the relative performance of options to be
discerned, a greater degree of precision will be needed. The level of
additional effort required to develop scheme objectives could be
minimal or significant, varying from case to case.
4.4.14 For a strategy, it might prove useful to start developing objectives from
a broad ‘vision’ for an area, which would enable a top-down approach
and would help to ensure that transport planning is consistent with
wider policies and aspirations. Therefore, the vision could include
broader aspirations such as quality of life, prosperity, community values
and so on. The vision could state where a town, community, local
authority or region wants to go or what they want to become over a
planning period.
4.4.15 Below this, would sit some operational objectives which would ‘flesh
out’ the key outcomes and define practical objectives for each theme These will be the TPOs.
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4.4.16 Article 3 of the SEA Directive 8 states that an environmental assessment
shall be carried out for all plans and programmes which are prepared
for transport and which set the framework for future development
consent of projects. Therefore, as the application of WelTAG for
strategies is done at Stage 1, the definition of the TPO’s for the strategy
needs to relate closely to the SEA objectives.
Correlation between Transport Planning Objectives and Problems
4.4.17 Once the TPOs have been defined, planners should verify how they
can contribute to resolving problems and satisfying constraints. Table
4.1 provides a useful template.
TABLE 4.1. TPO’S RELATED TO PROBLEMS AND CONSTRAINTS

Constraint n

…

Constraint 2

Potential Constraints
Constraint 1

Problem n

…

Problem 2

Transport
Planning
Objectives
(TPOs)

Problem 1

Potential Problems

TPO 1.
TPO 2.
TPO 3.
TPO 4.
…
TPO n.

4.4.18 Planners should check that their TPOs do relate to the problems
identified, for example by ticking the boxes where each transport
planning objective relates to problems/constraints. If there are
considerable gaps, it might be sensible to revisit the TPOs. Both
objectives and problems should sit within the relevant policy framework
(i.e. objectives for sub-regional schemes should sit within the RTP
framework, while objectives for national schemes should sit within the

8

SEA Directive ‘The Assessment of the Effects of Certain Plans and Programmes on the Environment’
Europoean Directive 2001/42/EC
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relevant Wales-wide strategy). If a weighting or ranking system has
been adopted for TPOs, then it needs to be reflected in this correlation.
4.4.19

Planners should also demonstrate how TPOs contribute towards the
Wales Transport Strategy outcomes and Welsh Assembly Government
Strategic Priorities. Tables 4.2 and 4.3 provide templates for this
purpose.
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TABLE 4.2. TPO’S RELATED TO WALES TRANSPORT STRATEGY OUTCOMES

TPO n.

…

TPO 4.

TPO 3.

TPO 2.

Wales Transport Strategy Outcomes

TPO 1.

Transport Planning Objectives
(TPOs)

Social Outcomes
Improve access to healthcare
Improve access to education, training and
lifelong learning
Improve access to shopping and leisure
facilities
Encourage healthy lifestyles
Improve the actual and perceived safety of
travel
Economic Outcomes
Improve access to employment
opportunities
Improve connectivity within Wales and
internationally
Improve the efficient, reliable and
sustainable movement of people
Improve the efficient, reliable and
sustainable movement of freight
Improve access to visitor attractions
Environmental Outcomes
Increase the use of more sustainable
materials
Reduce the contribution of transport to
greenhouse gas emissions
Adapt to the impacts of climate change
Reduce the contribution of transport to air
pollution and other harmful emissions
Improve the impact of transport on the local
environment
Improve the impact of transport on our
heritage
Improve the impact of transport on
biodiversity
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TABLE 4.3. TPO’S RELATED TO STRATEGIC PRIORITIES

TPO n.

…

TPO 4.

TPO 3.

TPO 2.

Strategic Priorities

TPO 1.

Transport Planning Objectives
(TPOs)

Strategic Priorities
Reducing greenhouse gas emissions and
other environmental impacts from transport
Integrating local transport
Improving access between key settlements
and sites
Enhancing international connectivity; and
Increasing safety and security

4.5

Identifying Possible Solutions and Sifting

4.5.1

Once the problems and opportunities are clear and TPOs have been
formulated and agreed with stakeholders, it is necessary to identify
possible solutions which will be developed into proposals for appraisal.
This is, effectively, an initial coarse sifting process of putting together a
long list of possible solutions (which will then be developed and refined
to become proposals), considering all possible modes.

4.5.2

There is no ‘right’ way to go about identifying possible solutions, which
clearly is very different at the strategic level from the scheme level.
Public consultation and other forms of participation can help
considerably. Similarly, techniques such as brainstorming and looking
for solutions that have worked in similar circumstances elsewhere can
be used. What should be avoided is simply ‘dusting off’ some existing
project ideas and trying to make these fit the TPOs: an objective-driven
approach is intended to encourage re-thinking old solutions and finding
new ones, even to old problems.

4.5.3

Once possible solutions have been identified there is a need for a
refinement and development process. This is necessarily an iterative

40

Welsh Transport Planning and Appraisal Guidance - WelTAG

process, and is part planning and part appraisal, as it involves appraisal
questions such as:
•

Does this work?

•

Does it achieve the TPO’s and address the regional priorities?

•

Can it be delivered?

4.5.4

It is important not to discard possible solutions too early on weak
grounds or because of lack of information, but, on the other hand,
appraisal is resource intensive and there is little point in developing
proposals that are unlikely to prove workable. For instance, it may be
possible to discard some solutions that are unlikely to perform well in
the appraisal process. Here, fit with the TPOs is the key test, but other
tests that should be applied include fit with other policies (e.g. planning,
environmental, economic), public acceptability, acceptability to
stakeholders, technical and operational feasibility, financial affordability
and deliverability, and risks.

4.5.5

The output from this stage will be a list – possibly a long list – of
possible solutions (single or packaged measures) some of which may
not be well developed or costed, but which can be seen to have some
potential to achieve the TPO’s and to offer some prospect of being
delivered.

4.5.6

For strategies, this stage may define some policy themes as
alternatives: for example, for a particular corridor there may be an
investment theme (large-scale investment in road and / or rail
infrastructure) and a service theme, emphasising interventions such as
development of public transport and non-motorised modes with no or
limited infrastructure investment. In practice, such themes can begin as
extremes in order to identify how to combine the best elements of each
theme – in this example, some infrastructure investment is used
alongside other measures to increase the use of public transport.

4.5.7

For schemes, option identification is more straight-forward; it can be
developed for instance, in terms of alternative routes, transport modes,
designs or technologies.
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Further Defining Proposals
4.5.8

All proposals under consideration need to be clearly defined, so that
there is no ambiguity about what is being proposed and appraised (and
consulted on, when appropriate). The components of the proposal(s),
including location, scale, expected implications (positive and adverse),
costs (or estimate of magnitude) and interface with other modes and
activities should be set out in as much detail as possible.

4.5.9

For strategies, their various components need to be defined in isolation,
but any expected synergies between them should be made explicit from
the outset. For schemes or packages of schemes, these equally need
to be clearly defined. It is often the case that mitigation measures are
introduced as integral parts of proposals, from the early planning
stages, taking opportunities to make enhancements when implementing
measures. The mitigation measures considered as part of the proposal
need to be made very clear, in order to avoid any confusion with any
further mitigation measures identified during or even after the appraisal
process.

4.5.10 Proposal definition can be difficult when proposals are not clearly
conceived, have numerous variants (some of which may be tested
within the appraisal process), or are at an early stage of development.
The definition of some proposals may be more transparent or
comprehensive than others. However, a sufficient level of detail must
be provided to enable each stage of the appraisal process to be carried
out, and appropriately differentiate any options considered.
4.5.11 Failure to properly define a proposal can lead to decision-makers
having an inadequate picture on which to base a decision. This is
particularly relevant for proposals which comprise multiple schemes, or
when they are part of a wider package of measures. In these cases,
they should normally not be appraised as discrete transport schemes in
isolation from other elements, particularly if there are dynamic effects
between them. All components of the package (their timescale, funding
opportunities, interaction with other schemes, etc.) will need to be
defined as part of the proposal definition.
4.5.12 Promoters often define a proposal too narrowly and with inadequate
reference to other inextricably linked elements which are fundamental
to the execution of the proposal. The correct approach is to identify
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both the demand and supply side linkages and to define the proposal in
a manner that encompasses all the important issues. Thus, for
instance, if a new motorway causes additional traffic on feeder roads,
this consequential linkage has to be taken into account. If in practice it
becomes necessary to invest in feeder roads as well as the motorway,
the proposal should be defined to include both feeder roads and the
motorway. It is important not to divide up what are essentially interlinked elements of a larger proposal as the appraisal of any element will
have to draw on impacts external to itself. This adds complexity and is
generally regarded as not following best practice.
4.5.13 The EU Guide to Cost-Benefit Analysis of Investment Projects puts this
succinctly, and defines a project as “an economically indivisible series
of tasks related to a specific technical function and with identifiable
objectives”. The same guidance states that “the activities included in
the project must lead back to a unique objective as well as to a
coherent and co-ordinated entity of actions and roles”.
4.5.14 Since WelTAG needs to comply with new EU Guidance, it is important
that promoters define proposals well and in as much detail as possible.
This could save valuable time and resources later in the process.
Option Development and Testing
4.5.15 At the Wales level, decision-makers will want to know that alternative
options have been considered, and, if these have been rejected, that
the reasons for rejection are sound. There might, for example, be an
option which would meet 90% of the transport planning objectives at
50% of the cost of the ideal proposal, which would meet the objectives
fully. This involves a trade-off between benefits (not only economic)
and costs, and decision-makers will rightly ask whether such
possibilities have been considered.
4.5.16 The option development process should:
•

Be auditable and easily comprehensible to all involved parties,
including the public;

•

Avoid leading to a particular outcome simply by virtue of the
method or process adopted;
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•

Enable a wide range of options (and possibly the synergy
between combinations of components of an option) to be
investigated (against the “Do-Minimum” scenario) in a costeffective manner; and

•

Enable preferred options to be identified and taken forward to
Stage 1 appraisal, provided they are broadly viable and address
the objectives and problems.

4.5.17 In some cases, options may have already been developed and tested
prior to appraisal to some extent, and if so, this stage is not meant to
duplicate efforts but just to formalise previous findings.
4.5.18 A transparent audit trail should be developed to record which options
were considered, when, and how they were dealt with and why any
were sifted and rejected. This could be useful later in the appraisal
process when both the public and decision-makers may wish to ensure
that a sensible and wide ranging option process had been undertaken.
4.5.19 It is also important that the audit trail includes evidence of statutory
compliance, for example, in the reporting on the consideration of
alternatives as required by the SEA and EIA Directives. This involves
the identification, comparison and documentation of the environmental
implications of alternative options, which are specifically stipulated by
the SEA Regulations. Evidence of statutory compliance may also be
required in the ‘appropriate assessment / Imperative Reason of
Overriding Public Interest (IROPI)’ procedures for European sites and
protected species under the Habitats Directive (see Paragraph 7.1.8).
4.5.20 Option testing can also be undertaken using a more formal scoring
system, with options being scored on the basis of how they perform
against TPOs. TPOs can be weighted so that the most important of
these can be given greater significance than those which are
considered less important. As far as possible, scores could be based
on some form of objective assessment: for example, the results from
consultations. Extreme caution would need to be taken in the use of
scores, particularly in extrapolating or transferring results.
4.5.21 How many options to take to Stage 1 appraisal is a matter of
judgement. In practice, considering a large number of options could
commit an excessive amount of resources. But, where a number of
options appear to perform very similarly, it will be hard to justify
rejecting any particular one, given the margins of error in early testing.
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One option is to imagine options’ performance as being points on a line
(running from poor to good). If there is a significant gap between one
set of options and another, this may be a sensible place at which to
“make the cut”.
4.5.22 It is recommended that the option development stage be based on a
consistent and structured approach to ensure that the transport
planning objectives are all properly taken into account when sifting
options.
4.5.23 At the end of this stage, decision-makers have the opportunity to decide
whether or not to proceed to the next stage which involves more
detailed appraisal of the options.
4.6

Data Sources

4.6.1

A number of data sets are likely to be required in order to undertake the
planning stage. Various data sources are available for the UK and
specifically for Wales. In general, UK data sources are maintained by
the Department for Transport and many of the Welsh sources by the
Welsh Assembly Government. Appendix F presents the key data
sources which may be required for the application of WelTAG. The
Wales Transport Strategy Draft Monitoring Plan also contains
information on data sources.
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5

THE APPRAISAL APPROACH

5.1

Introduction

5.1.1

Strategies and schemes need to be appraised against the TPO’s and
the Welsh Impact Areas. The methods for impact appraisal set out in
this guidance are focused on the Welsh Impact areas, since they will be
the same for all proposals.

5.1.2

The Welsh Assembly Government will need to see evidence that
appropriate methods are developed for the appraisal against TPO’s,
even though it is not possible to provide specific guidance. These will
be particular to individual strategies and schemes, and in each case the
best practice appraisal methods (if existing) can be very different.

5.1.3

Whilst planners can adapt the appraisal methods specified in this
guidance for the criteria relating to Welsh Impact areas, they should not
be seen as the only method or for that matter as the most suitable in all
situations. Where there is better local data or alternative methods which
can more appropriately capture the impacts being appraised, these
should be used in preference to, or in conjunction with, established
methods. The important message is to use the best resources available
to capture the impacts which are relevant to each proposal.

5.1.4

Appraisal is often based, at least to some extent, on existing
information. In most cases, strategies and schemes are not completely
new and some work has usually already been undertaken. Existing
data and information should be used as far as possible, as long as still
relevant.

5.1.5

Other specific considerations in the appraisal approach in WelTAG
include:
•

Mitigation measures: Any mitigation measures considered as
part of the proposals will need to be costed and their effects
appropriately considered in the appraisal process.
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•

Cumulative effects: The principles of the EU Guidance on major
project appraisal (Guide to cost-benefit analysis of investment
projects” 9 should be applied if there are important interactions
between different proposals (or different schemes of a strategy)
being appraised and implemented either together or separately.
The synergies between proposals need to be taken into account
if one scheme on its own may not work, but may complement
other proposals as part of a strategy, and the overall benefits
could warrant the scheme a success. Alternatively, individual
schemes may seem acceptable one by one (e.g. do not cause
substantial environmental damage individually), but in
combination with others in a strategy they could produce
unacceptable impacts.

5.1.6

Where proposals interact or complement each other, this should be
taken account of in the appraisal process.

5.2

The Appraisal of Strategies and Schemes

5.2.1

Both strategies and schemes, as defined in section 3.4, need to be
appraised. The Appraisal of a whole strategy will normally only be
undertaken at a broad level. The appraisal for schemes will be more
detailed.
Strategies

5.2.2

For strategies, only appraisal Stage 1 is applicable. At this level, it may
only be possible to undertake appraisal qualitatively, firstly because of
the conceptual nature of the measures in the strategy, and secondly,
because of the lack of data and/or modelling tools capable of
quantifying the various impacts of a number of interacting interventions.

5.2.3

SEA Directives 10 state that an environmental assessment shall be
carried out for all plans and programmes which are prepared for
transport and which set the framework for future development consent
of projects, and at this stage more than one plan option needs to be
appraised. However, it may be appropriate to consider only one option
at Stage 1 if other options are demonstrably worse when compared to

9

European Commission, Guide to Cost-Benefit Analysis of Investment Projects.
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meeting objectives and when tested against deliverability, affordability
and public acceptability criteria.
5.2.4

Although a qualitative assessment may be acceptable for strategies at
this stage, the SEA regulations require robust evidence to support the
findings.

5.2.5

Care has to be taken to consider whether different elements of a
strategy will complement or conflict with each other – for example
additional road capacity to address congestion in a corridor combined
with a park and ride scheme designed to ease congestion in a town
centre. Here it is possible that easier driving conditions will serve to
reduce demand for the park and ride. A comparison could be made
between the impacts of the strategy with an individual component
versus the impact of a strategy without this component.
Schemes

5.2.6

Once individual schemes from strategies are put forward for appraisal,
the guidance will need to be applied again for the scheme under
consideration. As much of the effort made during the strategy appraisal
as possible should be used in the appraisal of the scheme, if
appropriate, in order to avoid duplication of effort.

5.2.7

For schemes, there is a formal and standardised two-stage appraisal
process. Undertaking appraisal in two stages enables best use of
appraisal resources, as the first stage narrows the list of proposals
down to the leading options – or option – with only the best options then
being subjected to a full and detailed appraisal.

5.2.8

Stage 1 may involve several iterations, depending on the TPOs and the
number of solutions and combinations of possible solutions that may
need to be considered. In practice, there is a degree of overlap
between planning (in particular the development of the TPO’s) and
appraisal, and a practical feedback mechanism needs to be established
to handle this.

10

SEA Directive ‘The Assessment of the Effects of Certain Plans and Programmes on the Environment’
Europoean Directive 2001/42/EC
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5.2.9

Following Stage 1 scheme appraisal, usually a small number of options
will be further developed and then appraised in considerable detail in
Stage 2, so that a proper consideration of the alternatives can take
place.

5.2.10 In both stages there should be equal emphasis on the appraisal against
the TPO's and the Welsh impact areas (see Section 2.4), as these are
intended to enable the Welsh Assembly Government to compare
proposals from different sources and for different modes on a
consistent basis.
5.2.11 The following sections describe these stages in detail, for strategies
and for schemes, whereas consideration will be given throughout the
guidance on the application of the guidance for Stages 1 and 2.
5.3

Stage 1

5.3.1

Stage 1 appraisal 11 is always required (for strategies and schemes)
and is intended to screen and test options (already developed and pretested in a previous planning stage) against both the TPO’s and the
Welsh impact areas. Appraisal against TPO’s ensures that the
proposal does address the problems identified. It is also essential to
appraise using the Welsh impact areas, because a proposal that
performs poorly against Welsh impact areas (see Section 2.4) is
unlikely to gain support from the Welsh Assembly Government.

5.3.2

In addition, Stage 1 includes a more detailed test for deliverability, risks
(and how they are managed and mitigated) and the degree of support
(from the public and other stakeholders).

5.3.3

Therefore, appraisal Stage 1 aims to:
•

11

Assess the extent to which the options resolve all or some of the
problems, as well as take advantage of the opportunities,
identified earlier in the planning process;

It is important to differentiate WelTAG Stage 1 and Stage 2 from the planning stages 1 and 2, which
planners and engineers in Wales refer to at present.
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•

Assess how well a proposal performs against the TPO’s and
Welsh impact areas;

•

Test the strength of the overall case and in particular the quality
and depth of the evidence and information used to make that
case;

•

Evaluate deliverability and risk issues as well as the likely level of
support (further details are given below); and

•

Avoid wasted resources on detailed information gathering for the
appraisal of proposals which perform poorly against the issues
raised in the points above, eliminating them from the appraisal
process.

5.3.4

The main criterion at this stage should be that the information (even if
qualitative for some or most criteria) is sufficiently robust to be able to
identify and differentiate the most promising options and provide
sufficient information to complete summary ASTs over the successive
iterations. The availability of some quantitative data may be possible
for certain criteria and will help highlight distinctions between options.
Professional judgement will also be required in addition to, or in the
absence of, models and data.

5.3.5

The Stage 1 process needs to provide a transparent audit trail in order
to justify the reasons why particular options have been selected as
most promising for the next appraisal stage.

5.3.6

As shown in Figures 3.3 (strategies) and 3.4 (schemes), there may be a
loop back to the planning stage following the Stage 1 appraisal where a
proposal can be amended to improve its performance. This would arise
when no proposal performs sufficiently well against the planning
objectives, where there are serious concerns regarding deliverability or
where performance against Welsh impact areas is such that funding or
approval from Welsh Assembly Government appears unlikely.

5.3.7

For strategies, the assessment at this stage is necessary to ensure that
the best performing options are put forward. For schemes, the
assessment is necessary at this stage because any proposal will
compete for funds with other proposals (from organisations other than
that of the promoter).

5.3.8

It might be nesessary to appraise individual schemes both qualitatively
and quantitatively in Stage 1. For larger schemes (e.g. above £5m) the
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appraisal in Stage 1 is likely to go beyond a purely qualitative approach,
with further detail being required in Stage 2. The main point to
remember in determining the need for quantitative data at Stage 1, is
that the purpose of the Stage 1 appraisal is to ensure that only the best
performing options are taken forward to Stage 2.
5.3.9

Promoters may wish to consult with the Welsh Assembly Government
or stakeholders on the basis of the Stage 1 appraisal in order to obtain
feedback on the quality of the planning and appraisal process up to that
point and guidance on taking suitable proposals forward to Stage 2.

5.3.10 Judgement is required on the part of the proposal promoter to
determine how many options to take to the Stage 2 appraisal. It is
important that Stage 1 identifies a small number of options to be
appraised, among which there are trade-offs between factors such as:
•

Performance against TPOs – one option may score well against
certain objectives, while another scores well against other
objectives; and

•

Degree of affordability and risk – the best performing option
might also entail higher costs or more delivery risks, for example
because of a proposed technology.

5.3.11 Before resources are committed to a detailed and potentially costly
Stage 2 appraisal of the impacts of a proposal, there is a need to
consider whether the proposal will be acceptable by the public and
other stakeholders, if it can be implemented and delivered and if the
level of risks is acceptable or can be managed. This should be a
consideration at all stages, from developing options through to the
appraisal itself, but it is at Stage 1 (within the two-stage appraisal
process) that implementation issues should be a major test. This will
reduce the risk of taking forward an unrealistic option. Key
considerations include:
•

Public acceptability;

•

Acceptability to other stakeholders;

•

Technical and operational feasibility;

•

Financial affordability and deliverability; and

•

Risks.

5.3.12 The analysis on the relative popularity, acceptability, feasibility,
affordability and risks will need to be revisited in Stage 2 if the proposal
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being appraised has developed since Stage 1 (for instance, if costs
increase substantially at Stage 2, when more is known about the
proposal and when further work has been carried out, then affordability
may become an issue). If the circumstances haven’t changed, then the
same analysis is simply taken forward to Stage 2 (i.e. no additional
work).
Public Acceptability
5.3.13 The analysis of public acceptability will need to determine the extent to
which proposals are supported by the public, who are the key
opposition groups and what are the reasons for opposition. Public
acceptability tends to increase pressure and support in favour or
against proposals. This needs to be demonstrated through
participation (see Chapter 11). It is possible that public opinion is
divided, where winners support the proposal while losers (especially if
uncompensated) oppose it. In fact, it is extremely unlikely that any
proposal will have absolute acceptability by the public, as there will
always be some degree of opposition.
Acceptability to Other Stakeholders
5.3.14 Stakeholders other than the public (e.g. elected representatives,
transport operating companies, local authorities) can have significant
input in proposing workable solutions, thus, it is important to maximise
their buy-in to the proposals from early on in the process, if these are to
be delivered with their involvement and approval.
5.3.15 If there is little political motivation or acceptability, then the chances of
successfully implementing a proposal are significantly reduced.
Technical and Operational Feasibility
5.3.16 Options need to be assessed for technical and operational feasibility, in
particular to identify whether significant topographic, geologic,
hydrologic, geomorphologic or environmental constraints apply
(depending on the stage in the project lifecycle when the appraisal is
being undertaken, some or all of this information may not be available).
Feasibility concerns would also include existing structures and
installations (e.g. utilities), construction (e.g. embankments and
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cuttings) and any operational issues which could make the proposal
unviable.
5.3.17 If there are serious barriers for implementation, timing and/or operation
of the proposal, it is worth considering whether the options can be
redeveloped to overcome these barriers or if they should be pursued
any further.
Financial Affordability and Deliverability
5.3.18 A view needs to be taken about the likely financial requirements of any
proposal. This involves an analysis of whether the proposal can
realistically be funded or may be dependent on future funding - this is
particularly relevant for public transport proposals. There should be a
clear recognition of the different sources of funding and how this may
affect the decision-making process.
5.3.19 In order to ensure that proposals are financially viable, it is
recommended that the promoters and planners:
•

Address the funding issues early on, by ensuring budgetary
support from local authorities, the Welsh Assembly Government,
UK Central Government, European Union, transport operators or
other private sector organisations. This aims to ensure that only
realistic proposals are put forward; and

•

Use professional public transport analysis to make the business
case for options and build them properly into the plan.

5.3.20 The financial and funding implications should be revisited at different
stages in the appraisal process in order to ensure that proposals
remain viable. Conversely, it is important not to discard any proposals
which may initially appear undeliverable but which, with further
consideration of funding sources (possibly through the cooperation or
promotion by other agencies), may become fundable. It is unwise to
dismiss proposals at the early stages on deliverability grounds only, as
consultation between various relevant bodies and operators may result
in a solution.
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Risks
5.3.21 Risks can be associated with many aspects, such as those related to
the finance and costs, implementation and operation. Besides
identifying all relevant risks, it will also be important to describe how
they will be mitigated and managed (this can be difficult at early stages
of project development).
5.3.22 Risk management needs to consider outcome risks as well as schemespecific implementation risks. It needs to form part of an iterative
process, starting with the development of objectives and proceeding
through appraisal, implementation and monitoring and evaluation.
Detailed guidance on risk assessments is provided in WebTAG Unit
3.5.9.
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5.4

Proposal Development between Stages 1 and 2

5.4.1

At the end of Stage 1 a small number of “best” or dominant 12 proposals
will be identified to be taken forward to Stage 2. In practice, there will
often be aspects of proposals which have not been fully developed or
tested by the end of Stage 1, so that uncertainties are explicitly or
implicitly attached to all or some of the impacts and to costs. For
example, not all the environmental or wider economic impacts may
have been explored fully, and costs and aspects of delivery will have
contingencies and risk factors applied to them.

5.4.2

As a result there may be the need for an informal interim stage where
development of the proposals that pass Stage 1 takes place. This
should reduce the risks and uncertainties and meet the information
requirements of Stage 2. During this period, no changes can be made
to the TPOs – if the objectives change, the whole planning process has
to be re-run. However, other considerations that affect the proposal
may be identified: for example, it may be necessary to alter the
alignment of a proposed railway line. If this affects the likely costs and /
or benefits sufficiently, it may be necessary to return to the planning
stage in order to re-assess this proposal against the rejected options. If
new options or sub-options are considered, they will need to be
generated and tested.

5.4.3

The period between Stage 1 and Stage 2 can also be used for the
further development of a proposal (or a set of proposals), in order to:

5.4.4

12

•

address questions and uncertainties that arise at Stage 1;

•

to develop aspects such as design and costings;

•

to undertake further consultations, if necessary; and

•

to prepare to undertake the Stage 2 appraisal.

Where well-developed proposals already exist, there may be little need
to undertake any additional work on the proposal between Stages 1
and 2. However, it is generally expected that some further
development will be undertaken. This period, should be as short as
practicable, in order to prevent underlying scheme costs inflating

Dominant proposals are those which perform better than all the others on all or most appraisal
criteria. In this case, there are limited trade offs of the positive aspects of one proposal against the
negative aspects of another – there are clear “best” proposals.
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beyond their original estimates, and to mitigate the probability of other
risks affecting the Stage 1 appraisal results.
5.4.5

Thus, promoters should use Stage 1 not only to select options but also
to determine where additional information is required, whether further
consultation is required and how to deal with risks identified at Stage 1.
The length of the period between Stages is then determined by the
extent of such additional work. It should also be noted that the
expected elapse of time between stages is the reason why proposal
background information that is provided at Stage 1 may have to be
provided again for Stage 2.

5.4.6

If a considerable amount of time is taken between stages, then the
validity of the TPOs need to be verified and Stage 1 needs to be
revisited and updated (particularly in relation to any policy changes).

5.5

Stage 2

5.5.1

Stage 2 is only applicable to schemes. It is where a fuller, more
detailed, more quantitative and more evidence-based appraisal of the
options selected for further development at Stage 1 takes place. Stage
2 is, therefore, a much more resource intensive process. It is designed
to be applied only to a limited number of feasible, tested options. In
some cases it might be clear following Stage 1 that only a single option
should be looked at in Stage 2. However, it is strongly recommended
that a small number of options are fully appraised in Stage 2 and
eventually placed before decision-makers. This could be achieved, for
instance, by alternative alignments in road schemes, or a low-cost
public transport alternative.

5.5.2

At Stage 2, the focus of appraisal is against the Welsh Impact Areas,
because the results of this stage are presented to the Welsh Assembly
Government in order to determine whether funding and/or approval can
be granted to any of the options. The use of the Welsh Impact Areas
provides the level playing field for the appraisal of all types of
proposals. However, the Welsh Assembly Government will also wish to
see confirmation that the proposals address local problems effectively,
thus performance against TPOs is also included in Stage 2.
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5.5.3

A modelling tool, surveys and cost assessments are likely to be
required at Stage 2 to simulate the impacts of the proposal in
quantitative terms.

5.5.4

In Stage 2 promoters are required to update Stage 1 information, in
particular:
•

The details of the actual proposal, which in general will have
been developed since Stage 1;

•

The problems, issues and proposal context, all of which might
have evolved since Stage 1;

•

Performance against planning objectives, which is necessary
whenever there has been a development of the proposal or of its
context; and

•

Deliverability, in particular to address issues of risk (where there
should be a better appreciation of risks and how to address them
compared with Stage 1), and public acceptability.

5.5.5

The results from Stage 2 appraisal will need to be revised (and
updated, if required) whenever the circumstances change, and certainly
at key stages of the statutory process, which for road schemes, for
instance, are the definition of the preferred route and the Draft Orders.

5.5.6

Stage 2 may not be required, for instance, for:
•

Pre-feasibility studies, where a high level of detail is not required
and therefore will not be available for use in such advanced
stage of appraisal;

•

Broad strategic transport options, where schemes are not clearly
defined e.g. pre- Trunk Road Forward Programme or pre-Rail
Forward Programme;

•

Small schemes (under £5 million) although an extended Stage 1
may be appropriate; and

•

Some modest schemes (e.g. between £5 and £10 million), when
a full Stage 2 may not proportional to the size of the proposal,
and an extended Stage 1 is generally more appropriate. The
local authority (or the Welsh Assembly Government when
appropriate) will need to be satisfied that there is a genuine
justification in this case.
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5.6

Calculating Transport Impacts

5.6.1

The consequences of transport proposals are often complex and
widespread, involving direct and indirect effects, cross-modal effects,
on both demand and supply. Most economic, environmental and social
outcomes from the appraisal process will rely on the assessment of
these transport impacts. Therefore, it is essential that such impacts are
simulated and assessed properly, and that an appropriate level of effort
is made (especially at Stage 2), because imprecise estimations at this
point will affect the appraisal against most objectives.

5.6.2

The impact of strategies or packages of schemes appraised together is
not necessarily equal to the impact of the sum of all schemes in the
strategy or package. Appropriate consideration should be made of the
synergies across different components of a scheme or strategy, and
what they mean in terms of transport impacts.

5.6.3

Transport models are often used to simulate the impacts of transport
schemes on demand (attitudes and behaviour) and supply (the network
and levels of service provision). However, the development of transport
models, along with the collection of the required data, is potentially
costly and time consuming. Thus, it is sensible to consider whether a
model is required in the first place, and if so, the degree of precision
needed to help decisions to be made. The level of modelling will need
to be consistent with the ‘Level of Effort Required’ discussed in section
3.3.

5.6.4

The key outputs from the transport model, for both Do-Minimum and
Do-Something scenarios, for use in the appraisal process are:
•

The number of trips, by mode and O-D pair;

•

The number of vehicle-km and passenger-km, by mode and O-D
pair;

•

Travel time, by mode and O-D pair; and

•

Private transport speed.
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5.6.5

Appendix A provides information on the modelling decisions to be made
and the advice available.

5.7

Reporting

5.7.1

The WelTAG report aims to demonstrate that the principles of planning
and appraisal have been followed and provide an audit trail of decision
making. They also intend to remind all parties involved about the key
milestones in the process and to ensure that sufficient time and
resources can be allocated for each task. The reports should be easy
to read, clear, logical and user-friendly.

5.7.2

The reports expected to be produced at each stage, are:
•

Planning Report;

•

Appraisal Report (including an Environmental Report and other
reporting requirements by the SEA Regulations);

•

Participation Report; and

•

Monitoring and Evaluation Plan.

Planning Report
5.7.3

The Planning Report needs to cover the following:
•

The identification of problems and opportunities;

•

The derivation of the TPO’s, including verification against
problems and opportunities and Wales Transport Strategy
outcomes and priorities;

•

The development of possible solutions and sifting;

•

The definition of proposals;

•

Option development; and

•

Testing.
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5.7.4

It is possible that the planning and appraisal reports are presented
under the same cover. In such circumstances, it is important to ensure
that the TPOs are clearly set out before the appraisal process, to avoid
temptations of retro-fitting the objectives to meet known appraisal
outcomes.

5.7.5

The level of detail required for the Planning Report must be
commensurate with the effort undertaken in other parts of the process
(see ‘Level of Effort Required’ in section 3.3).
Appraisal Report

5.7.6

The findings from the appraisal at Stages 1 (strategies and schemes)
and 2 (schemes) need to be reported under the headings within the
impact areas and appraisal criteria established in this guidance. The
summary of Stages 1 and 2 appraisal needs to be shown in a standard
format – please refer to the Appraisal Summary Table in Chapter 10.

5.7.7

In addition, the appraisal report will need to provide evidence that the
appraisal has been carried out in a robust, auditable and thorough
manner. For a road scheme, for instance, the following components
would be expected (either in the main body of the report or in an
annex):
•

Local model validation report;

•

Forecast report;

•

Economic report;

•

Environmental Report (in some cases completed environmental
assessment worksheets may be relevant);

•

Social inclusion or accessibility report;

•

Monitoring and evaluation plan;

•

Health Impact Assessment; and

•

Equality Impact Assessment.
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Participation Report
5.7.8

5.7.9

Planners need to summarise the participation process, covering the
following:
•

The development of the participation strategy (objectives set,
rationale for approach adopted);

•

The activities undertaken in relation to the wider planning
process;

•

General findings;

•

An explanation of how proposals have been modified in
response to participants’ contributions; and

•

A brief assessment of whether the participation conducted has
achieved the objectives.

Such a summary need not be lengthy but should provide enough detail
to give decision-makers confidence.
Monitoring and Evaluation Plan

5.7.10 A monitoring and evaluation plan will be a required output from the
planning and appraisal process, both for strategies and schemes, and
will be a condition of funding or approval. This plan will require the
development of indicators at a number of levels (e.g. regional
indicators, sub-regional indicators, local indicators and secondary
indicators), and will enable the Welsh Assembly Government to
determine the proposals which have been effective and resource
efficient. Further details are set out in Chapter 12.
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5.8

Decisions and Design Development Stage

5.8.1

Appraisal is not about how to make decisions, or how to provide
detailed design for a preferred option, and therefore no specific
guidance is provided on these aspects of the planning process.
Effectively, WelTAG stops here and resumes when the decision to
proceed to the design phase has been made or the proposal has been
implemented, and monitoring and evaluation need to be undertaken.

5.8.2

This section covers some issues in the process beyond appraisal Stage
2, in particular the statutory requirements for Draft Orders (road
schemes) or Transport and Works Act 1992 (public transport schemes).

5.8.3

In cases where the proposal is straightforward, well defined, where
information is robust and where few risks and uncertainties remain, a
decision to fund or approve may be taken, followed by little or no further
development of that project or programme. However, in other cases,
especially for large projects (including most road schemes), further
design development will be required and the decision to proceed is
subject to the caveat that the outcomes of design development do not
undermine the case for the decision to proceed.
Fit with Design Manual for Roads & Bridges (DMRB)

5.8.4

WelTAG will guide the Welsh Assembly Government as to whether or
not (and to what extent) a transport proposal should be taken forward.
For road-based solutions or solutions which contain a roads element,
the Design Manual for Roads and Bridges (DMRB) is the current
national standard for strategic road design. The practitioner will find
that the work undertaken for the WelTAG Stage 1 and Stage 2
appraisals will for the most part, serve to cover what is required under
the DMRB Stage 1 and Stage 2 assessments. Additional reporting may
be needed to meet the requirements of the DMRB.

5.8.5

The scope of the WelTAG appraisal exceeds that of the DMRB
assessment in the following principal areas:
•

The Welsh impact area “Society” (although certain of the Social
impacts are included under DMRB Economy); and

•

EALI under the Welsh impact area “Economy”.
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5.8.6

The DMRB assessment includes a Stage 3 (between preferred route
announcement and making the legal orders for the scheme) where the
absolute performance of a developed single solution is measured.
There is no equivalent stage within WelTAG, however the stage 2
appraisal will need to be raised at key stages in the statutory process.

5.8.7

The Assessment Summary Tables (ASTs) required for DMRB Stages 2
and 3 differ in detail from the Appraisal Summary Tables (ASTs)
required for WelTAG Stages 1 and 2. It is recommended that for
consistency of reporting, and to avoid duplication of effort, a single set
of ASTs in the WelTAG style be used at each stage of either process,
including the DMRB Stage 3.

Validation of WelTAG Outcomes during Design Development
5.8.8

5.8.9

The appraisal outcomes need to be revised during design development
and, if necessary updated, at every key stage in the statutory process:
definition of the preferred route (DMRB Stage 3) and Draft Orders.
Such validation is necessary both to support the scheme Key Stage
Approval to commence statutory procedures and (in the event that such
approval is given) for the purposes of the statutory process. This has
also the role of testing and confirming the developed project against the
original TPOs. In addition, because the expected performance against
some TPOs could potentially improve or worsen, conditions need to be
attached to decisions which specify limits of variation within which
design development can continue. Within design development, a single
option is generally taken forward, but variants on this may emerge (for
example, for a rail project, subsequent development may identify the
need for a different type of station or at a different location). These
variants need to be tested:
•

Against the original transport planning objectives;

•

Against the Welsh impact areas;

•

In terms of overall value for money – in particular improving cost
information and reducing optimism bias in cost estimates; and

•

For deliverability – including all technical and financial risks,
affordability and public acceptability.

In all cases, it is essential to ensure that the variants perform at least as
well as expected at the Stage 2 appraisal. Typically, during design
development, performance of some variants will be expected to
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improve against some objectives and worsen against others. Where
expected performance worsens such that it is expected to lie outside a
pre-set limit (determined as part of the decision to proceed), then it may
be necessary to abandon a particular variant, adopt mitigation
measures, or at least to consider if upside gains are sufficient to
continue with it in the design development. Where all the variants “go
backwards” and expected performance is outside the pre-set limits, it
may be necessary to abort the design development and go back to the
planning stage, or to revisit Stage 2 and the decisions based on it.
5.8.10 Following design development, a review process will confirm whether
full funding / approval is to be granted, or if there is a need to rework
any part of the planning / development / appraisal process to improve
the performance of the proposal and its variants.
Schemes in Development Prior to WelTAG
5.8.11 Roads schemes that were in development prior to the introduction of
WelTAG, but have not yet been approved, will need to follow WelTAG
(see section 3.2 on Transitional Arrangements). The planning report
shall include the original objectives, revised if appropriate, expressed in
SMART form and organised in accordance with the principles of
WelTAG. The transport planning objectives and Welsh impact area
objectives will need to be appraised accordingly (if previously
appraised, the process may need to be revised and updated). Any
additional statutory DMRB requirement (as previously described) will
need to be met.
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6

ECONOMIC IMPACTS

6.1

Overview

6.1.1

Appraisal under the Economy impact area has two components which,
between them, cover all the economic impacts resulting from a
proposal:
•

Transport Economic Efficiency (TEE), covers the impacts
ordinarily captured by standard cost-benefit analysis – the
impacts of a proposal within the transport sector (see table 6.1
for specific impacts); and

•

Economic Activity and Location Impacts (EALIs), allows the
impact of proposals to be expressed in terms of their effects on
the local, regional and/or Welsh economy – that is, the
consequences beyond the transport sector.

6.1.2

These two approaches use different measurements to cover different
aspects of the economic Impact Areas. Both components are usually
of considerable interest to decision-makers, and therefore it is desirable
to provide guidance on how to undertake these economic elements of
the appraisal.

6.1.3

Descriptions of these impacts, the recommended methods, outputs and
presentation are given below, while a worked example of the appraisal
of the economic impacts is provided in Appendix C.

6.1.4

The methods needed for a Stage 1 appraisal (which is relevant for
strategies and at the screening / shortlisting stage for schemes) will be
less detailed than at Stage 2, as described below.

65

Welsh Transport Planning and Appraisal Guidance - WelTAG

6.2

Transport Economic Efficiency (TEE)
Impact Description

6.2.1

This part of the appraisal is designed to measure the impact of the
proposal on the economic efficiency of the transport system. Relevant
impacts include the costs and benefits incurred by users and operators
of the transport system and those providing funding.
The Cost and Benefit Implications

6.2.2

The purpose of this analysis is to summarise the costs and benefits of
the proposal under consideration, and to provide disaggregated results
by user group and transport mode.

6.2.3

User benefits are essentially a measure of what transport users would
be willing to pay to secure an improvement (or avoid a disbenefit).
Other benefits are to transport operators (e.g. in the form of revenue) or
government (e.g. indirect tax revenue). The main indicators are:
Costs
•

Capital (investment) costs – including components such as:
 Land acquisition;
 Construction and implementation of infrastructure and
facilities;
 Vehicle costs; and
 Proposal design and planning.

•

Annual operating costs.

Benefits
•

Travel time savings – Travel time savings can arise for both
passengers and freight, and in each case a body of evidence
exists on the willingness to pay for improvements.

•

Vehicle operating costs – The use of the road system by private
cars and lorries gives rise to user operating costs. These include
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the obvious costs of fuel, oil and tyres (fuel VOCs) and an
element of vehicle maintenance (non-fuel VOCs).
•

User charges – These include the changes in payments made by
users, such as public transport fares, parking charges, road tolls,
etc.

•

Revenue – These may accrue to public transport operators
(public or private) from the usage of the system and to local or
UK Central Government from parking charges, congestion
charges, road tolls (also to private operators) and road user
charges.

•

Reliability – This is the variability in journey time that can be
affected when the proposal under consideration impacts on
system performance or on route capacity, and this can take
place at certain times or locations. This can be an important
consideration both for passenger and freight transport.

•

Impacts during construction and maintenance – To users* and
others, when relevant.

•

Grant/subsidy – The level of public sector support (local,
regional, UK Central Government and European Funds) required
for proposals to be delivered (including items such as proposal
implementation, maintenance, operation and compensation
measures).

•

Developer contributions – When developers or other private
sector bodies make contributions to the capital or running costs
of proposals.

•

Indirect tax revenues – These relate to any changes in
Government revenues from taxation on items such as fuel
(usually a very high proportion of the fuel price).

Discounting and the Price Base
6.2.4

13

The results of the TEE analysis will be in terms of Present Value (PV)
terms. That is, the streams of benefits and costs occurring over the
entire period of the appraisal will be discounted back to a base year
using a specific discount rate. The discount rates to be used are:
•

3.5% per annum for the first 30 years; and

•

3% per annum beyond that period13 .

These are consistent with the Green Book

67

Welsh Transport Planning and Appraisal Guidance - WelTAG

6.2.5

The default base year to which benefits and costs should be discounted
is 2002. Further advice on discounting can be found in the relevant
section of the Green Book and in WebTAG Unit 3.5.4.

6.2.6

The TEE analysis should be undertaken at constant prices, using 2002
as the default price base year. In other words, all costs and benefits
should be deflated to the general price level of the base year. General
price inflation should not be included in the future costs and benefits
and should be stripped out of any raw data which includes it. Advice on
how to do this can be found in WebTAG Unit 3.5.9, Sections 2.1 and
5.2.

6.2.7

Note, however, that relative price changes may be important – e.g. real
terms increases are expected in people’s willingness-to-pay for time
savings (WebTAG Unit 3.5.6). Real growth rates are given in this
WebTAG Unit for time and vehicle operating costs and should be used
in all TEE analyses.

6.2.8

The Unit of Account to be used in appraisals is market prices (rather
than factor cost, which was used before 1999). The WelTAG values of
travel time savings and vehicle operating costs (from WebTAG) are
already in market prices. For further explanation of the unit of account,
refer to WebTAG Unit 3.5.4, Section 3.
Appraisal Period and Residual Values

6.2.9

The standard appraisal period is 60 years. This should be used for all
assets if evidence is not presented as to why case-specific values are
appropriate. For further information refer to WelTAG Unit 3.5.4, Section
5

6.2.10 When there is a mix of asset lives under consideration – e.g. rail
infrastructure and rail vehicles – the appraisal period should normally
be based on the longest-lived asset created by the scheme. It is
important then to include replacement costs at suitable intervals for the
assets with shorter lives.
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6.2.11 Residual values may be used to reflect any value retained by the
assets created in the scheme after the final year of the appraisal period.
Typical reasons for using these are to capture: second-hand or scrap
values of equipment; or the underlying value of any land purchased (net
of the cost of clearing it, of course). More detailed advice on the choice
of appraisal period and the use of residual values can be found in
WebTAG Unit 3.5.4, section 5.3.
Appraisal Methods for Stage 1
6.2.12 The level of detail at Stage 1 will depend on the data available and the
stage of development of any proposal. The following should be
(broadly) estimated:
•

Capital and operating costs;

•

Vehicle operating costs;

•

Travel time savings;

•

Revenues and user charges;

•

Reliability; and

•

Grant, subsidy and any developer contributions.

6.2.13 Available information should be used as much as possible. If a
particular item cannot be estimated quantitatively, then a qualitative
assessment of the implications of the proposal will be preferable to no
assessment at all. When possible, broad BCRs should be derived
based on DfT value for money guidance (poor = BCR<1, low = BCR 11.5, medium = BCR 1.5-2, high = BCR >2).
Appraising Strategies and Packages
6.2.14 For strategies (such as Regional Transport Plans) and for packages of
measures, the interactions between different elements of the strategy
or package will be key. Often the purpose of packaging measures
together is to obtain synergies between components, e.g. in a Quality
Bus Partnership proposal, bus priority measures (on the infrastructure)
are matched by vehicle quality improvements. The aim is typically to
attract more passengers than could be attracted by either measure in
isolation. Measures are complementary if the impact of the package is
greater than the sum of the impacts of individual components,
implemented alone. In these cases, it is the job of the appraisal to use
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analysis and evidence to determine the effect of the strategy/package
as a whole, including these interactions.
6.2.15 At Stage 1 appraisal, if suitable models do not exist to predict the
demand effects and user benefits of the complete package, then a
qualitative assessment should be made of the way in which the
components of the package/strategy support each other. This should
be taken into account when selecting components for the package, and
when comparing alternative packages/strategies.
Appraisal Methods for Stage 2
6.2.16 The TEE criterion at Stage 2 is one of the more quantitative parts of the
appraisal framework. Planners should adopt the appraisal methods set
out in this guidance for estimations of key economic costs and benefits.
This is to standardise methods both for ease of use by appraisers and
to allow comparison between proposals.
Cost and Benefits at Stage 2
6.2.17 The scope of Stage 2 – i.e. the impacts to be included – will be the
same as those listed above for Stage 1 and for the TEE analysis
generally (6.2.2 and 6.2.13). The difference will be that at Stage 2 a
greater level of detail will be expected, leading to a quantitative
summary of the costs and benefits as in Tables 6.1 and 6.2.
6.2.18 The appraisal software tools established by the Department for
Transport, such as Transport Users Benefit Appraisal (TUBA) and Cost
Benefit Analysis (COBA) will be useful in carrying out the analysis.
TUBA can produce TEE results in the form required by WelTAG and
can also accommodate public transport and multi-modal schemes,
packages and strategies. However, TUBA is not able to calculate
accident benefits. COBA is generally used for this purpose.
6.2.19 Appraisal software will normally need to be underpinned by transport
models capable of predicting the effects of the proposal on demand –
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i.e. traffic flows, public transport trip rates, etc. Advice on modelling for
Stage 2 appraisal is contained in Appendix A of this document.
6.2.20 All benefit and cost components will need to be estimated and then
discounted over the appraisal period (project life-time), as described
above. This will enable the results tables to be completed (Tables 6.1
and 6.2). In addition to showing what the effects of the proposal will be
and who will be affected (e.g. rail passengers, car drivers, etc.); these
tables lead to the calculation of key economic performance indicators –
such as the Benefit/Cost Ratio (BCR) and the Net Present Value
(NPV). Note that these indicators are not a substitute for the AST (see
Chapter 10) which give an overview of the performance of the proposal
in relation to Economy, Environment, Society and the transport
planning objectives of the proposal.
6.2.21 Freight is represented in the TEE analysis and in TUBA and COBA, as
well as passenger transport. The necessary values of time, vehicle
operating costs and so on are built into the software. Freight volumes
will need to be estimated - advice is given in Appendix A. Note that
freight may benefit from transport schemes and strategies even if it is
not the main target of the intervention, e.g. if improved urban transport
leads to less congested roads; or if bypasses improve traffic flow on the
trunk network.
Capital Costs
6.2.22 In Stage 1, costs only need to be sufficiently detailed to enable options
to be developed and sifted onto the next stage, while in Stage 2, where
a full economic assessment is undertaken, costs will need to be more
detailed, and as accurate as possible.
6.2.23 It is essential that cost estimates are consistent for each alternative
option under consideration, so that comparisons can be made. For
this, a number of assumptions may be required, including unit cost
rates, the quantity of each cost component and the effect of any
economies of scale (e.g. 50 new buses purchased together may cost
less than 50 times the price of one bus). Further effort may be needed
on refining cost components which have a special influence on the
overall cost of the proposal or on the cost differences between options.
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6.2.24 The definition of maximum and minimum, as well as confidence
intervals, will be useful when producing cost estimates (see further
details under the heading “Risk, Uncertainty, Optimism Bias and
Sensitivity Analysis”, from paragraph 6.2.78).
6.2.25 Consideration should be given to the likely growth in capital cost rates
in the period up to and including construction. Where prices are
anticipated to change at a faster or slower rate than general inflation,
then this should be incorporated within the stream of costs appraised.
Evidence should be presented to support any such assumptions (for
example, time series trends should be investigated).
6.2.26 For appraisal purposes, capital costs should be presented in market
prices i.e. including indirect taxation as perceived by the purchaser of
construction services in the market. This requires costs to be marked
up by 20.9% 14 to reflect the average rate of indirect taxation in the
economy.
6.2.27 Further information on estimating costs can be found in WebTAG and
the Green Book.
Operating Costs
6.2.28 Annual operating costs are used in appraisal as the net changes in the
costs of operating the new proposal, and may incorporate areas outside
the proposal scope, for instance when the proposal shares costs with
other parts of the network (e.g. marketing, maintenance resources).
These should not be confused with Vehicle Operating Costs.
6.2.29 As for capital costs, these will also need to be estimated for each
alternative option under consideration and be more detailed at Stage 2.
The uses of maximum and minimum ranges, as well as confidence
intervals, will also be useful when producing estimates.

14

WebTAG Unit 3.5.6
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6.2.30 The changes in annual operating costs can be estimated with the use
of cost models or unit rates and will include all expected expenses in
the running and maintenance of the proposals. Operating costs can be
different for different transport modes and types of proposal, but they
can include, for instance, personnel (wages), repairs, maintenance,
parts, services, supply of energy, enforcement, cleaning, etc.
6.2.31 Real changes in the value of operating costs can have a significant
effect on the Present Values of costs. Assumptions on the real value of
factor costs such as labour should be assessed and clearly stated.
More detailed advice on estimating operating costs can be found in
WebTAG Unit 3.5.9. In particular, WebTAG emphasises the need to
factor in realistic assumptions about cost escalation, provides guidance
on adjusting costs to reflect optimism bias and provides clearer
guidance on how to handle risk in appraisal (including requiring a
quantified risk assessment to be provided for all major schemes).
Travel Time Savings
6.2.32 Benefits due to travel time savings will need to be estimated for users
(those actually using the new/improved transport service or
infrastructure) and non-users (those not using the new service or facility
but impacted by the proposal nevertheless). For both users and nonusers, estimates will be made on the basis of changes in the average
travel time, considering changing levels of congestion, transport service
and distances travelled. Travel time savings should be estimated for
the “Do-Something” and “Do-Minimum” scenarios, considering:
•

Journey times between each affected origin and destination;

•

All transport modes (and vehicle types) affected by the proposal:
e.g. car passenger, driver, rail passenger, freight time,
walking/cycling, etc.;

•

Time of day (peak or off-peak), when relevant.

6.2.33 For passengers, it is also important to investigate:
•

The changes in journey time components, namely: walk time,
wait time, interchange time and in-vehicle time;

•

Changes by trip purpose (e.g. commuting, leisure, etc.); and

•

The split between working and non-working time.
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6.2.34 Clearly, travel time savings are more important in the appraisal of public
transport or highway schemes whenever a reduction in journey time is
valued (e.g. working trips during peak hours). WebTAG Unit 3.5.6
gives the empirical evidence on the valuation of travel time savings to
freight, while WebTAG Unit 3.5.7 gives advice on reliability.
6.2.35 While in Stage 1, the estimation of travel time benefits may be
acceptable on a broader level, in Stage 2 this exercise will most likely
rely on the outputs of a transport model. Total travel time savings from
passenger transport proposals are calculated, by convention, using the
“rule of a half” (see WebTAG Unit 3.5.3), applicable for each mode.
6.2.36 This rule needs to be applied separately for work and non-work trips,
since estimates of the value of travel time are different for these two
categories, and the other categories of journey time identified above. If
TUBA software is being used, it will apply the rule to each category
including different trip purposes.
Value of Time
6.2.37 The valuation of travel time savings recommended by the Department
for Transport is to be used in most routine economic appraisals of
transport proposals. The values of working and non-working travel
times are given in WebTAG Unit 3.5.6, by travel mode, journey purpose
and working/non-working time (in £ per hour per person in 2002 prices
and values). Values at market prices should be used (already
incorporated in TUBA and COBA).
Value of Work Time
6.2.38 Working travel time is the time spent travelling during the course of
work, which is a reflection of the opportunity cost of time not working
(i.e. wages). It applies only to journeys made in the course of work, i.e.
excludes commuting journeys. Non-working time is the value placed on
people’s own time during the majority of journeys, which do not take
place during working hours. Commuting time is valued more highly
than other non-working time.
6.2.39 In cases of staged journeys, the value of working time for the main
mode should be used, where the main mode refers to the mode for the
longest journey by distance. In the freight context, the value of time is
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to the business running the haulage (and not to the driver), and if
necessary, could be refined to reflect the value, type and urgency of the
products being transported.
Value of Non-Work Time
6.2.40 For travel in non-working time, higher valuation should be given to
changes in time spent walking to or waiting for public transport. The
factors typically used are 2.5 for waiting time and 2 for walking time 15 .
6.2.41 Values of time are expected to grow in the future, as a result of the
growth in wealth. Forecast growth in the real value of time is given in
WebTAG Unit 3.5.6, for a range of years and for both working and nonworking times. These annual growth rates are to be applied to the
valuation of travel time throughout the appraisal period. Since highway
model outputs are often provided in terms of vehicles and not people,
an estimate of the average vehicle occupancy should be used to
convert vehicle travel time into personal travel time. Vehicle occupancy
rates for different vehicle types and journey purposes, considering
weekdays, weekends and week average, can be found in WebTAG
Unit 3.5.6.
6.2.42 For passenger cars, occupancies are predicted to decline. WebTAG
Unit 3.5.6 recommends annual changes in car occupancy, for work and
non-work time, according to journey purpose and for weekday average,
weekend and all week. Occupancies for all other vehicle types are
assumed to remain unchanged over time.
6.2.43 Further advice on the estimation of time savings is available in
WebTAG Unit 3.5.3.

Vehicle Operating Cost Savings
6.2.44 As a result of changes in the number of trips undertaken, trip patterns
(e.g. changes in destination or routing), trip distances and mode

15

See paragraphs 1.2.19 & 1.2.20 in WebTAG Unit 3.5.6
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transfers, changes to vehicle operating costs (for car and motorcycle,
public transport or freight vehicles) may occur.
6.2.45 For each transport mode affected, estimates of the changes in vehicle
operating costs (VOC) will be required. In Stage 1, these estimates can
be at a broader level (for instance, the number of km saved multiplied
by fuel costs and ignoring the fixed costs of owning and running a
vehicle), while in Stage 2 they will need to follow more closely the
guidance recommended by the Department for Transport for use in
economic appraisals of transport proposals (see WebTAG Unit 3.5.6)
6.2.46 VOC estimates for proposals affecting road transport are split into fuel
and non-fuel operating costs and are based on changes in total vehiclekilometres on the network (described in more detail below). These use
estimates of changes in number of trips per transport mode, trip
distance, average fuel consumption parameters and operating costs.
All parameters are expressed in average 2002 values and prices.
6.2.47 As far as road freight is concerned, operating costs are published
annually by the Freight Transport Association, providing a cost
breakdown (operating cost per mile) for different types of road, haulage
vehicles and different intensities of use. The Managers Guide to
Distribution Costs uses data provided by Freight Transport Association
members based upon actual vehicle operations over the previous year.
It is important to note that the intended readership of this publication is
haulage operators, and it is therefore not designed with the potential
use for appraisal purposes in mind.
Fuel Vehicle Operating Costs
6.2.48 The fuel VOC parameters (in litres per km, 2002 prices) are given in
WebTAG Unit 3.5.6. These parameters can be converted into pence
per kilometre by multiplying by the cost of fuel. All vehicles, except cars
which are fuelled by unleaded petrol, are assumed to be diesel driven
and therefore parameters for these vehicles should be multiplied by the
cost of diesel. The cost of fuel, fuel duty and VAT (in pence per litre,
2002 prices) are also given in WebTAG Unit 3.5.6, for petrol and diesel
cars, considering the resource cost (net of indirect taxation), duty and
market price (gross of indirect taxation, i.e. [resource cost + fuel
duty]*[1+17.5% VAT]). Fuel operational costs for heavy goods vehicles
can be obtained from the Freight Transport Association, and are based
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upon an average price paid by the industry. Given the prevalence of
bulk pricing, particularly by operators of large fleets, this value tends to
be lower than the average pump price of diesel.
6.2.49 In work time, the perceived cost of fuel VOCs is the resource cost plus
fuel duty. In non-work time, the perceived cost of fuel VOCs is the
market price.
6.2.50 Figures for cars represent the average car 'on the road' and are
therefore a weighted average of the petrol and diesel figures where the
weights used are the proportions of the car fleet using petrol and diesel.
However, since the proportion of petrol and diesel vehicles is likely to
change in future years, the split given in WebTAG Unit 3.5.6 is
recommended. This split reflects the changes in fuel VOCs for cars in
future years.
6.2.51 Fuel VOCs change over time, because of improvements in vehicle
efficiency and changes in the cost of fuel. The assumed percentage
annual changes in fuel consumption, for different vehicle types, in the
future are given in WebTAG Unit 3.5.6.
Non-Fuel Vehicle Operating Costs
6.2.52 The components of non-fuel vehicle operating costs include oil, tyres,
maintenance, depreciation and vehicle capital saving (only for vehicles
in working time).
6.2.53 The non-fuel vehicle operating costs parameters are given in WebTAG
Unit 3.5.6 (in pence per kilometre, at 2002 prices), for different vehicle
types, and in terms of the resource cost (net of indirect taxation) and
perceived cost. Non-fuel VOCs are assumed to remain constant in real
terms over the forecast period.
Revenues
6.2.54 Proposals may provoke changes in the levels of revenue generated not
only by the operator of a new or improved transport system (or facility,
e.g. car parking operator), but also by other operators of related or
competing parts of the network. Changes in operator revenues should
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be calculated by subtracting total operator revenues in the “Dominimum” from the corresponding “Do-something” value, taking
account of any changes in the numbers of journeys. If the option leads
to an increase in revenue, then that should be recorded as a positive
amount in the TEE table, while decreases appear with a negative sign.
6.2.55 For freight in particular, revenues are generated by contracts to carry
goods between suppliers and buyers, and hence will depend on the
operating agreement and on whether services are leased or privately
operated. It is usually far too challenging to forecast these changes
right down the supply chain. Benefits from time savings and Vehicle
Operating Costs (as described above) give an indication of the cost
savings to freight operators from a proposal. Whether this leads to a
change in revenue depends on the impacts on prices and quantities
traded in final goods markets, usually beyond the scope of a transport
appraisal.
6.2.56 For Stage 2, the PV of changes in revenues will be used as one of the
benefit (or disbenefit) indicators (to operators). The TUBA software can
be used to produce revenue estimates, like for user benefits.
User Charges
6.2.57 User charges can be expressed, for instance, in terms of fares (e.g.
public transport fare), tolls (e.g. tolled motorways and bridges), tickets
(e.g. car parking) or charges (e.g. road pricing, lorry user charging).
Hence, they are applicable to all modes of transport, whenever charges
apply, and are calculated in the same way as other user benefits (using
the “rule of a half” formula described above, where charges replace
travel time), for all relevant charge categories.
6.2.58 User charges represent money transfers from users to operators which
become revenues from the operator's point of view. However, this does
not mean that the economic benefit of changes in user charges is the
same to the traveller and the operator. In fact, for travellers, the
economic benefit of a change in charges is the resultant change in their
consumer surplus. For those who do not change their behaviour, the
change in consumer surplus is the same as the change in money paid,
but for those who do change their behaviour, this is not the case. For
operators, however, the economic benefit of a change in charges is
simply the change in net revenue received. Therefore, the values for
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User Charges under User Benefits and the values for Revenues under
Private and Public Sector Providers will usually not be equal in size.
Reliability
6.2.59 Journey time reliability is one of the deciding factors on mode choice,
both for passenger and freight transport. For passengers, sensitivity to
reliability tends to vary by journey purpose (business travellers value it
more highly than others), while in freight it varies by the type of goods
transported (customers of perishable goods may be more sensitive to
reliability than others).
6.2.60 Journey time variability is a standard part of appraisal procedures in the
rail sector. In the road sector, the analysis of reliability benefits is
considerably more straightforward for public transport than it is for
private car and freight.
6.2.61 In the context of freight transport, any disruption that leads to the goods
arriving late will affect the reliability of delivery, with possible knock-on
effects in the effectiveness of the supply chain. Whenever possible,
these changes on lateness should be identified and quantified in the
appraisal process. Benefits from greater reliability are experienced
both by the party receiving the goods (less disruption in the supply
chain and in subsequent activities) and by the operators (better use of
assets and avoidance of additional costs). The main complexity is that
the value of the benefit should depend on the obligations of each
shipping contract, but appraisal is not expected to reach this level of
detail. User valuations of freight journey time savings and reductions in
freight journey time reliability for use in project appraisal were
discussed by Fowkes et al in 2003 16 .
6.2.62 The proposed approach to estimate reliability benefits to passengers is
based on the Department for Transport Rail’s Guidance, which is
incorporated into WebTAG 3.13.1. The method derives a measure of
average lateness (i.e. any expected changes in late time) and applies
to this the appropriate value of time (i.e. value of time * weighting for

16

Fowkes, T. (2006) The Value of Freight Travel Time Savings and Reliability
Improvements – Recent Evidence from Great Britain Presented at the AET conference,
University of Leeds
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late time). The excess waiting time experienced by passengers is likely
to be valued at a higher level than ordinary waiting time, reflecting the
anxiety and annoyance caused by service unreliability. The “Black
Book” (TRL 2004) recommends that bus wait time’s standard deviation
is valued at 1.0 to 2.5 times the value of in-vehicle time (IVT), while bus
IVT’s standard deviation is valued at 0.8 to 2.3 times the value of IVT.
For rail, recent evidence suggests late time is valued at 3 times the
value of IVT.
6.2.63 An alternative method based on a ‘reliability ratio’, which is the value of
travel time variability (measured by the standard deviation of journey
time) over the value of travel time, requires data which is harder to
model.
6.2.64 Because there is no hard and fast rule on the appraisal of reliability
impacts, planners are expected to arrive at a method that suits the
circumstances and data available. But it is important that, if it is likely
that reliability would prove a differentiator between options, a proper
attempt to estimate these impacts is made.
Impacts During Construction and Maintenance
6.2.65 WebTAG advises that impacts (positive or negative) to transport users
and operators due to the construction or future maintenance of a
proposal should be recorded in the TEE table, where they are likely to
be significant. These impacts can be portrayed in terms of increased
travel time / operating costs or reduction in reliability / revenues, and
hence the appraisal can be undertaken using the methods presented in
the respective sections above.
6.2.66 The Department for Transport’s QUADRO (Queues and Delays at
Roadworks) program should be used for proposals affecting inter-urban
road users. For proposals affecting urban road users, delays to traffic
resulting from construction and/or future maintenance may be
estimated by using the same congested assignment package as used
to predict the overall traffic impacts of the proposal.
6.2.67 Models may also be useful for options affecting public transport users, if
significant diversion is expected during construction and/or future
maintenance. In other cases, simplified approaches to the estimation
of delays to public transport users may be sufficient. The TUBA
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program may be used to value delays to road and/or public transport
users, using standard economic parameters.
6.2.68 In some circumstances, it may be sufficient to use a simplified
approach, based on evidence of unit costs per kilometre from other
proposals. For road user delays, unit costs will vary with traffic levels,
and thus it will be important to demonstrate that they are appropriate for
the proposal under consideration.
6.2.69 For proposals affecting public transport, the impact on operators'
revenues should also be considered. For heavy rail, estimates should
be based on the compensation regime between the train operators and
infrastructure authority.
Grant/Subsidy
6.2.70 Any grants or subsidies being provided by the public sector need to be
registered both in the TEE (Table 6.1) and Public Accounts (Table 6.2)
tables. Grants and subsidies should always be recorded as positive
amounts in the TEE table (since here they represent benefits to
operators). They should correspond exactly to an amount recorded in
the Public Accounts table, where costs (including Grant and Subsidy
payments) are shown in positive figures. If a grant comes from UK
Central Government to Local government, then the payment and
receipt will net out within the Public Accounts table.
Developer Contributions
6.2.71 Developer contributions are costs to business, but appear in the TEE
table with a positive sign. Where developers or other private sector
bodies make contributions to the capital or running costs of options,
these reduce the net costs to public accounts. Thus, these amounts
should appear again in the Public Accounts table as negative numbers.
Indirect Tax Revenues
6.2.72 The benefit or loss to Government as a result of changes that affect tax
revenues needs to be estimated. The inclusion of fuel duty as well as
VAT in the cost of fuel for road users means that options that increase
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road use are likely to lead to an increase in indirect tax revenue, as
road users switch expenditure from other goods that are generally
subject to VAT alone. Similarly, options that increase public transport
use are likely to lead to a reduction in indirect tax revenue, because
public transport fares are zero rated for VAT.
6.2.73 In practice, the ability to measure this impact with a credible degree of
confidence is limited to changes in fuel duty and VAT on fuel. Indirect
tax on ‘sale of goods’ and ‘employment’ can be omitted for practical
purposes. Further advice is provided in WebTAG Unit 3.5.1.
Risk, Uncertainty, Optimism Bias and Sensitivity Analysis
6.2.74 The Green Book places considerable emphasis on the need to take
account of risk, uncertainty and optimism bias in the estimation of costs
and benefits, since there is clear evidence that risks and uncertainty
can have a significant effect on cost and benefit estimates.
6.2.75 In line with current advice, it is now required that all proposals include
an allowance for optimism bias in cost estimates. Capital costs need to
be uplifted to reflect the degree of risk in construction, potential delays
and the process for scheme development (e.g. statutory procedures).
A QRA (Quantified Risk Assessment) is recommended to be carried out
for large investment proposals (costing more than £5m).
6.2.76 The Green Book recommends that where the evidence is insufficient to
support adjustments to benefits, sensitivity analysis should be carried
out by developing central, optimistic and pessimistic scenarios rather
than by carrying out a full risk assessment. Sensitivity testing should
also be used to estimate the impacts of risk factors (e.g. potential
delays in construction, travel demand forecast, regeneration benefits)
on costs and benefits.
6.2.77 WebTAG Unit 3.5.9 and supplementary Green Book guidance provide
additional information on risks and optimism bias for major schemes.
The approach outlined in the Green Book is to:
•

Classify projects as standard or non-standard;

•

Start with the upper bound factors, currently 66% for non-standard
engineering projects and 44% for standard engineering projects;
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•

Consider whether optimism bias factors can be reduced, through
risk mitigation (e.g. additional site surveys); and

•

Independently verify the process – this is essential to process
integrity.

Required Inputs
6.2.78 The production of the TEE requires a considerable amount of data,
which normally originates from a transport modelling or similar process.
The inputs include, for instance, for each mode and O-D pair, for both
the Do-Minimum and the Do-Something scenarios:
•

Number of trips;

•

Number of vehicle-km and passenger-km; and

•

Travel time and speed.

6.2.79 Further data and estimates are required (outside the transport model),
such as:
•

Estimates of capital and operating cost components;

•

Fares and charges;

•

Changes in late time (if reliability changes are measured); and

•

Any grant, contribution or tax.

Impact Distribution
6.2.80 Some proposals may generate benefits (e.g. time savings) for certain
groups, but disbenefits for others. These distributional impacts are of
interest to decision-makers and, as for all other criteria within the
appraisal framework, distribution effects analysis should be a standard
part of the TEE analysis.
6.2.81 The TEE table is set up so that the distribution of economic impacts
between groups can be verified (see Table 6.1). Both costs and
benefits need to be disaggregated in terms of whom they accrue to
(e.g. consumer, business) and mode which stand to benefit/disbenefit.
In addition, an appreciation of how various demographic/geographic
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segments or economic interest groups in society are affected is highly
desirable.
6.2.82 The distribution indicator(s) to be used will depend on the proposal, its
objectives, and mode of transport and how it is expected to affect
different geographic or economic groups. For instance, the economic
distribution from the impacts of a freight scheme may be most relevant
if shown against regional GDP levels or indices of local economic
activity, while promoters of a new rail connection with access to a
regeneration area may wish to demonstrate how it will benefit the most
deprived sectors of society, in which case the Index of Multiple
Deprivation is a good indicator.
6.2.83 In Stage 1, distribution can be treated descriptively; however in Stage 2
some GIS presentation of the distribution impacts against the selected
indicator(s) would be helpful.
Output and Presentation
6.2.84 The analytical methods outlined above and set out in WebTAG Units
3.5.1, 3.5.6 and 3.5.9 explain how to undertake the calculations. These
calculations lead to the completion of the various cells in the TEE table,
Public Accounts table, and Analysis of Monetised Costs and Benefits
table (Tables 6.1 to 6.3). TUBA or COBA can help to carry out many of
these calculations, especially when a large or complex transport
network model is being used.
6.2.85 Tables 6.1 to 6.3 show how the economic efficiency of the transport
system for the proposal under consideration (in PV terms, in £ million,
2002 values and prices) should be presented, in accordance with the
guidance in WebTAG. Further information on how to calculate the NPV
can be found in WebTAG 3.5.4. The inclusion of the following items in
the TEE table represents two specific developments in relation to the
current guidance in WebTAG and STAG:
•

Walking and Cycling as modes; and

•

Reliability as an entry in the TEE table.
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TABLE 6.1. TRANSPORT ECONOMIC EFFICIENCY
IMPACT GROUP

Total
All
Modes

Car/LGV

Road
HGV

Present Value (£ million)
Rail
Bus/Coach Passenger Freight

Walking/
Cycling

Other (e.g.
LRT)

Consumers
User benefits
Travel time
Vehicle operating costs
User charges
Reliability
During construction/maintenance
Net Consumer Benefits
Businesses
User benefits
Travel time
Vehicle operating costs
User charges
Reliability
During construction/maintenance
Subtotal
Private Sector Provider Impacts
Revenue
Operating costs
Investment costs
Grant/subsidy
Subtotal
Other Business Impacts
Developer contributions
Net Business Impact

(1)

(2)

(3)
(4)
(5)

= (2) + (3) + (4)

Present Value of TEE Benefits
(6) = (1) + (5)
Notes:
Benefits appear as positive numbers. Costs appear as negative. All entries are discounted to present values in 2002 prices and values.
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6.2.86 In addition to the TEE table, current guidance recommends the use of a
table setting out the implications of the proposal for the various tiers in
the public sector. This is shown in the Public Accounts table, as
illustrated by the next table. The differences between this guidance
and WebTAG are:
•

The inclusion of “Walking and Cycling” as modes, as for the TEE;

•

The split of grants and subsidies from local and UK Central
Government funding into those coming from local, regional and
central Wales authorities and those coming from outside, i.e. the
UK or the EU.

TABLE 6.2. PUBLIC ACCOUNTS
IMPACT GROUP

Local Government Funding
Revenue
Operating costs
Investment costs
Developer and other contributions
Grant/subsidy from Wales
Grant/subsidy from UK/EU
Net Impact
UK Central Government
Funding
Revenue
Operating costs
Investment costs
Developer and other contributions
Grant/subsidy from Wales
Grant/subsidy from UK/EU
Indirect tax revenues
Net Impact

Total
All
Modes

Present Value (£ million)
Walking
Road Bus/Coach
Rail
/Cycling

Other

(7)

(8)

Present Value of Costs (PVC)
(9) = (7) + (8)
Notes: Costs appear as positive numbers. Revenues and Developer and Other Contributions
appear as negative. All entries are discounted to present values in 2002 prices and values.

6.2.87 It is important to notice that the monetary implications from accident
savings and externalities (valuation of local and global pollution, noise
nuisance, etc.) have not been taken into account in the TEE or Public
Accounts tables. These are included in the Environmental and Social
parts of the appraisal (Chapters 7 and 8), and are not repeated here to
avoid double-counting of benefits. Nonetheless, all impacts that can be
monetised have been brought together in WebTAG 3.5.1 in a table
entitled “Analysis of the Monetised Costs and Benefits”. This is not to
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be looked at as an additional economic indicator, but just an account of
the impacts which could possibly be monetised in the appraisal
process, including those from the TEE and the Public Accounts, and
others which can be monetised. This analysis is shown in the table
below, and does not mean that all impacts shown need necessarily be
monetised. However, the Department for Transport’s recent guidance
on noise (WebTAG 3.3.2) and CO2 (WebTAG 3.3.5) emissions requires
that these be monetised. The differences between this guidance and
WebTAG are:
•

The exclusion of Journey Ambience and Option Values, as
appraisal criteria in WelTAG; and

•

The inclusion of Reliability in the line ‘Present value of TEE
benefits’.

TABLE 6.3. ANALYSIS OF MONETISED COSTS AND BENEFITS
Impact

PV (£m)

Noise
Local air quality and
greenhouse gas emissions
Accidents
Present value of TEE benefits

= (6) from TEE table

Present value of benefits (PVB)

= Sum of all above

Present value of costs (PVC)

= (9) from Public Accounts

Net Present Value (NPV)

= PVB-PVC

Benefit Cost Ratio (BCR)

= PVB/PVC
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6.2.88 It is important to bear in mind that because this table cannot account for
all costs and benefits monetarily, it needs to be treated with much
caution in decision-making and not be the sole basis for decisions.
6.2.89 The “Black Book” looks at the effects of public transport service quality
factors on demand, and reports monetary values which can be used in
appraisal. Such service quality factors include the waiting environment,
the presence of staff at stations and personal security, the
characteristics of vehicles, crowding, on board facilities, cleanliness,
interchanges, reliability and travel information. These could be valued
and included in the analysis of costs and benefits above.
6.3

Economic Activity and Location Impacts
Introduction

6.3.1

Transport proposals, and particularly large proposals that result in
significant changes in accessibility, have the potential to impact upon
economic performance at least at the local level. This can take place
through, for example, reducing costs or opening up new markets. Even
small proposals that have no effect on overall economic performance
can affect how economic opportunities are distributed, for example by
changing relative accessibility to employment for different communities.
Such changes might enable some areas or communities to gain relative
to others. Both performance and distributional changes are potentially
important to decision-makers. Transport investment may also influence
demand for where economic and other activities will be located. As in
STAG, these types of impacts have been called EALI – Economic
Activity and Location Impacts.

6.3.2

There is already some experience elsewhere in the appraisal of this
impact, arising from application of the STAG guidance in Scotland,
WebTAG Unit 2.8 and the Economic Impact Report (EIR) guidance in
England (DfT 2003a) (focused on employment impacts from
regeneration areas). However, the derivation of EALIs remains
challenging and uncertain.

6.3.3

This section summarises the EALI analysis, while the further guidance
is presented in Appendix D. New guidance is also available from the
Department for Transport on the methodology to estimate "Wider
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Economic Benefits in Transport Appraisal”, including the impact of
transport schemes on GDP.
6.3.4

A full analysis is required for all proposals which are likely to produce
significant impacts on employment and income, including the
distribution of employment and income. Planners wishing clarity on the
meaning of “significant” should discuss the expected impacts from the
proposal under consideration with the Welsh Assembly Government.
Consideration also needs to be given to the specialist skills required at
this stage, the consequent budget implications and the level of
confidence associated with the expected outcomes. The amount of
resources to be spent on the EALI analysis should be proportional to
the resources to be spent in other areas of the appraisal.

6.3.5

Once the need for an EALI has been determined, both local or intraarea impacts and inter-area impacts need to be taken into account. In
looking at impacts on the economy, it is necessary to assess these at
both the Wales and the regional or sub-regional level. In some
instances, it may also be necessary to indicate impacts at the UK level.

6.3.6

It should also be noted that, for appraisal purposes, the intention is to
consider the various components of the impacts of any transport
proposal, rather than simply the overall net impact. In other words,
each positive and negative impact needs to be considered “gross”
rather than simply netting out positive and negative effects. This is
important, because typically there will be gainers and losers - particular
areas, communities or groups may gain, while others lose. Thus, even
if these offset each other to yield a zero net impact, decision-makers
need be able to assess all of the gross impacts of the proposal, and
their magnitude. The net impact within an area could be positive but
neutral at the Wales level.

6.3.7

Even where EALIs are not expected from a scoping assessment of a
transport proposal or where they are not central to the case for the
proposal, the potential for such impacts needs to be considered. This
principle applies to all sizes of proposals. This is because most
proposals, even some small ones, generally have the potential to
generate at least some distributional impacts – benefits to some areas
or communities or groups and disbenefits for other areas, communities
or groups. A benefit to an area or community would then be a gross
impact.
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6.3.8

This is especially important where a transport proposal might affect a
disadvantaged, regeneration or development area, which might be the
target for other social and economic policies. In all such cases, the
gross impacts need to be identified even if there is a reasonable
expectation that the net impacts will be zero or very small.

6.3.9

As a generalisation, EALIs are more likely to arise in the case of larger
proposals, but should be considered in all cases at least at Stage 1.
Where no gross impacts are expected, no further appraisal is required,
but there needs to be a sound statement to this effect with the rationale
for this expectation. This should be included in the relevant part of the
AST for Stage 1. Where some gross impacts are expected, the initial
appraisal is reported at the Stage 1. Clearly, at Stage 1 the level of
analysis will be less detailed and possibly more qualitative than at
Stage 2. It may be that more detailed analysis indicates that no gross
impacts will actually arise, and in such cases this finding needs to be
reported at the Stage 2. A full EALI will only be required at Stage 2 for
larger proposals which have significant and demonstrable economic
activity impacts.

6.3.10 Improved accessibility for freight traffic in certain locations tends to
increase the likelihood of investment in that area in terms of
warehousing or production facilities, and hence the job market.
Schemes that provide locations with improved linkages to major
conurbations (where consumption of goods tends to be focused) are
likely to experience the most benefits of this nature.
Impact Description
6.3.11 The aim in the EALI analysis is to describe the impacts of a proposed
transport proposal on the economy, but considered in terms of
employment, income and output, in contrast to the welfare economics
approach used in the TEE analysis. Accordingly, income (or GVA,
Gross Value Added) and employment are used as measurements of
the results and impacts of the transport proposal, for the following
reasons:
•

First, these indicators of economic performance are comparable
with regional and national economic statistics; and

•

Second, employment alone may give a false picture, for example
in remote areas where labour may be underemployed and where
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the impacts are in the form of higher wages for those in
employment rather than extra jobs.
6.3.12 It is useful to measure impacts in this way, as these are generally of
considerable interest by decision-makers, who need to know how and
under what circumstances transport proposals might have impacts on
economic performance – income and employment – at Welsh and/or
regional or local level. This is particularly important where areas or
groups are already targeted by economic policies (for example by the
Welsh Assembly Government's Department for the Economy and
Transport), where the extent to which the transport proposal adds value
or detracts from other policy measures needs to be assessed. There is
also some evidence from economic research that the standard TEE
appraisal approach may, in certain circumstances, fail to capture all of
the economic impacts of a proposal.
6.3.13 The concept of regeneration is sometimes used interchangeably with
wider economic impacts. In WelTAG the focus is on quantifiable and
measurable primary economic impacts, namely employment and
income. Regeneration, in contrast, is more generally concerned with:
•

The well being of particular areas and communities, within which
employment may be a consideration: this concept of
regeneration is therefore essentially about distributional and
societal impacts; and

•

Impacts on physical aspects such as land use and townscape,
which is linked to both environmental and societal impact areas.

6.3.14 Accordingly, in the (real) economic analysis only the (potentially)
measurable impacts of employment and income are considered.
Whether employment / income gains, plus other aspects of a transport
proposal (such as reduced community severance), lead to regeneration
is considered under environment and society impacts. Thus, positive
economic impacts might contribute towards regeneration but in some
circumstances might not. The processes involved in regeneration are
more complex than in the generation of economic impacts and hence
further analysis would be required to assess regeneration impacts.
Appraisal Methods for Stage 1
6.3.15 In order to identify and assess the scale of any potential EALIs, it is
necessary to develop an understanding of how the transport proposal
will generate impacts in terms of GVA and employment. This can be

91

Welsh Transport Planning and Appraisal Guidance - WelTAG

thought of as developing a (credible) chain of cause and effect, linking
the transport proposal (which is an input) to its final economic outputs
and impacts, which are measured as GVA and employment impacts. If
employment models are available and are believed to be useful for this
purpose, these could be used in conjunction with the EALI
methodology.
6.3.16 In both the initial (Stage 1 AST) and detailed (Stage 2 AST) appraisals,
it is necessary to consider how:
•

Individual (gross) impacts arise;

•

These affect particular areas and/or groups; and

•

These combine to give net impacts at “local” and national (Wales
or UK, depending on sources of funding) levels.

6.3.17 In undertaking this analysis, it is necessary to consider how the
transport proposal potentially affects economic activity (positively and
adversely), first at a local level and then at the Wales level.
Fundamental to this is an understanding of the transmission
mechanisms involved – for example, whether changes in journey times
or reliability can alter economic decisions by businesses or people
looking for employment. The required information for appraisal and
how best to obtain it requires careful consideration. Business surveys
may overstate the qualitative case for a proposal, for example, but may
produce little in terms of hard quantitative evidence. In contrast, labour
market analysis may build from employer and employee surveys and
can yield quantitative results, for example, where labour supply is a
constraint on business activity and can be addressed through a
transport measure. It is difficult to be prescriptive here, as experience
shows the approach needs to be tailored to each specific case.
6.3.18 The expected impacts need to be assessed first at an appropriate local
level and then at the Wales level. It is then necessary to undertake
research on this to quantify the type, scale, term (short, such as
temporary construction jobs, or long term changes), nature (e.g. jobs in
retail, manufacturing, agriculture, forestry, farming, tourism, etc.) and
speed of responses to changes in travel opportunities. Jobs that arise
directly from the implementation or operation of the proposal (e.g. train
drivers) may be differentiated from those arising indirectly, for instance,
new business near a new train stop. It may also be relevant to assess
the number of jobs that would be lost in the absence of the proposal, or
the number of jobs transferred from one place to another. Such
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research needs to be at a level commensurate with the stage in the
appraisal process (Stage 1 or 2), the size of the transport proposal and
the significance of potential EALIs as part of the case for that proposal.
6.3.19 At Stage 1, the analysis should be targeted at identifying the key
economic linkages, and only indicative information is required,
involving:
•

Segmentation of the economic context by economic sectors or
drivers of economic development – further segmentation may be
required to differentiate particular economic actors 17 /decisionmakers;

•

Assessment of the expected transmission mechanisms or
processes – how is the transport proposal going to affect
different classes of economic actors in different locations and
how might these respond; and

•

Analysis of potential local and Welsh level impacts in each
sector.

6.3.20 It may not be possible to properly differentiate the impacts of alternative
options at Stage 1, and if that is the case, then Stage 2 will have a
greater role to play in assessing EALIs.
6.3.21 As far as indirect impacts are concerned, it is impossible to be
prescriptive about how far their appraisal needs to stretch. For
instance, EALI identifies the magnitude of new jobs, but these jobs
create further transport movements, with possible increases in
economic activity, greater economic efficiency, increased congestion
and environmental damage. The planner will need to define in every
case the boundary of the impacts otherwise the appraisal will become
increasingly complex.
Appraisal Methods for Stage 2
6.3.22 In addition to the considerations explored at Stage 1 (see section
above), a more detailed Stage 2 appraisal of EALIs is required for
schemes where such impacts are expected to be significant. EALIs are

17

Economic actors are those whose decisions affect the economic performance of an area or region,
and include individual businesses both in an area and outside it, land and property developers, and
individuals in their roles as residents, workers, shoppers, visitors and tourists.
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unlikely to be required for small proposals, except where economic
impacts are their principal or sole justification (e.g. those designed to
tackle social exclusion or regeneration). When Stage 1 analysis has
identified EALIs as potentially important or significant for particular
areas or groups, in Stage 2 it will be necessary to identify and quantify
the impacts and to address uncertainties identified in Stage 1. In most
cases, it will be appropriate to develop a case based on some or all of
the following, depending on the chains or links identified at Stage 1:
•

Primary research with relevant types/sectors of economic activity
which are likely to be affected (for example, how much
employment in manufacturing, services; how many tourists and
estimates of the value of tourism);

•

Economic analysis:
 Micro/industrial economic analysis;
 Labour market analysis;
 Property market analysis.

•

Evidence of impacts from other studies.

6.3.23 The basis of the analysis is to assess how a transport proposal will
impact upon each sector of the spatial economy under consideration.
For example, in the business sector the following are potentially
relevant:
•

Intra group effects, such as greater ease of travel and lower
financial costs.

•

Transport cost effects: these affect transactions with local and
non-local businesses (as suppliers and/or as customers); and
with local and non-local consumer markets, where relevant.

•

Market development effects: Changes in time and financial costs,
including aspects such as more convenient rail or flight timings,
can alter business strategy with regard to markets. However,
there is scope for the “2 way road effect” – businesses located
outside the impact area would also find it easier or more
attractive to target markets within the impact area, and this could
lead to job losses rather than job gains in that area.

•

Labour market impacts could arise through access to a larger
pool of labour; this might reduce time to fill vacancies and/or
improve the range or quality of potential recruits, which might
bring about indirect cost savings through efficiency benefits.

•

Land and property impacts can arise in various ways, including
provision of additional premises through improved access to land
for business development. However, such benefits need to be
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looked at carefully as in many cases development at one location
is a substitute for another, with no or limited net impact.
Nonetheless the spatial dimension has to be considered in
relation to impacts on different areas/socio-economic groups.
•

Business travel: a consequence of transport changes can be
more business travel out of the area: this should have knock-on
benefits for business activity (e.g. additional sales won) but also
represents a loss of expenditure from the area.

•

Sector/business interactions: businesses often benefit by being
in proximity to each other. It is important to consider how
businesses relate to each other and to assess whether a
transport proposal facilitates interactions which enhance
performance.

6.3.24 A fuller treatment of these issues can be found in the Standing Advisory
Committee for Trunk Road Assessment (SACTRA) Report on Transport
and the Economy 18 . Further discussion of research methods is
provided in Appendix D (“Further Technical Guidance”).
Required Inputs
6.3.25 The basis of the EALI analysis is an understanding of the local /
regional economy in terms of key sectors. The key inputs are GVA and
the labour market (employment). Additional data on businesses,
tourism and households in Wales may be required. Key data sources
include 2001 Census data from the Office of National Statistics and
further economic indicators in NOMIS.
Impact Distribution
6.3.26 Decision-makers are also interested in how particular socio-economic
groups (including businesses, workers, tourists, etc.) and/or areas
might be affected, in terms of levels of income and access to new or
existing employment.
6.3.27 This applies particularly in areas where there are issues of social
inclusion to be addressed, where a transport proposal could help to

18

Paragraphs 10.158 and following paragraphs.

95

Welsh Transport Planning and Appraisal Guidance - WelTAG

enhance social inclusion, or might enable other measures to be more
effective in tackling exclusion.
6.3.28 Even if the net impact at a local level is expected to be negligible, at the
stage of developing a proposal, planners should consider the potential
gainers and losers (areas and/or socio-economic groups), and the
scale of both positive and negative impacts. In the context of Wales,
cross-border issues are also of importance in the analysis, since jobs
could be created or transferred to a different country.
6.3.29 In all cases, it is desirable to capture spatial and distributional impacts.
In Wales, the distribution of spatial impacts is relevant, considering
large parts of the country has EU Convergence programme area status.
Distributional considerations are particularly important when the
proposals could affect regeneration areas, which might include any
areas that are the focus for targeted policy initiatives aimed at
improving economic and/or social conditions in that area.
6.3.30 The distribution of the EALI can be treated qualitatively in Stage 1
appraisal, while in Stage 2 some GIS representation of the distribution
impacts against relevant indicator(s) is likely to be helpful.
Output and Presentation
6.3.31 An assessment of how the transport intervention is expected to
contribute towards enhanced performance (in terms of gross GVA
and/or employment impacts) in the sector (e.g. business, households)
or sub-sector (e.g. industry, tourism, retail, etc.) under consideration
can be made in a tabular, geographical (using GIS) or graphical format,
at the appropriate local, regional and Welsh spatial levels. A
consideration of how sectors might interact needs to be undertaken; in
most cases this can be undertaken descriptively, but where an
economic model is available this is an impact that should be capable of
being modelled.
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6.3.32 The suggested way of bringing together information is to use a
summary assessment table, as given in the example shown in Table
6.4.
6.3.33 In this example, the net impact within the impact area is a gain of 260
jobs (here the timeframe issue is ignored for ease of exposition). This
is shown in the first part of the table. Some of this impact arises
because of displacement elsewhere in Wales – here 200 jobs are
displaced elsewhere in Wales, leaving a net gain to Wales as a whole
of 60 jobs.
6.3.34 Outputs as such need to be accompanied of adequate demonstrations
of how they were derived, the assumptions used and the levels of
confidence associated to them.
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TABLE 6.4. AN EXAMPLE OF POTENTIAL EALIS
Sector

Assessment Notes
Time Frame

Business sector located in impact area
Manufacturing and
current
future
processing

Summary of Jobs Impacts
Gross impacts
Net impact
gains/gainers losses/losers gains/gainers

Extra
demand for
labour

300

70

230

Extra
demand for
labour

250

100

150

current
future
Day trips outbound
current
future
Day trips within area
current
future
Residents – migration
current
future
TOTAL within Impact Area current
550
future
Business sector located outside impact area
Manufacturing and
current
0
future
processing
Externally traded services
current
Includes gain
50
future
from day trips
into this area
from impact
area
Inward investment
current
future
Household sector outside impact area
Tourism – outbound
current
future
Day trips outbound
current
future
Migration to impact area
current
future
TOTAL outside Impact
50
Area
TOTALS
Sector
current
future
interactions/synergies
total Wales level impacts
current
n/a
future
Net impact
Overall
impacts
Impact area
Gain of 260 jobs
national
Gain of 60 jobs

70

-70

50

-50

290

260

50

-50

150

-100

50

-50

250

-200

n/a

60

Locally traded services
Externally traded services

current
future
current
future

Inward/mobile investment

current
future
Household sector in impact area
Labour/job search
current
future
Tourism – outbound

Extra
demand met
within area

Summary of distributional
impacts
Impact area: national
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7

ENVIRONMENTAL IMPACTS

7.1

Overview

7.1.1

Appraisal under the environment impact area is a requirement for both
WelTAG stages. All plans, programmes and projects 19 should be
screened and scoped in accordance with European, UK and Welsh
Strategic Environmental Assessment and Environmental Impact
Assessment requirements to ensure legal compliance.

7.1.2

The appraisal criteria in this guidance are consistent with European
requirements, while the level of detail required is such that, by properly
following the guidance on the appraisal of transport proposals in
WelTAG, these assessments are likely to satisfy the requirements of
EU and national legislation. However, local authorities and promoters
must satisfy themselves that this is the case. In addition, the regulatory
requirements on screening and consultation are covered in WelTAG.

7.1.3

The SEA Directive applies to plans and programmes, and modifications
to them, whose formal preparation began after 21 July 2004. It also
applies to plans and programmes whose formal preparation began
before that date, if they have not been adopted (or submitted to a
legislative procedure leading to adoption) by 21 July 2006. This
guidance refers only to 'plans', but this should be taken to include all
relevant plans or programmes regardless of their formal titles. SEA will
normally be required for new transport plans. Extensions or
amendments to those plans and other new transport plans may, in
certain circumstances, require SEA. Therefore when WelTAG is applied
for strategies (e.g. Regional Transport Plans), an SEA is a legal
requirement (Stage 1 only).

7.1.4

The SEA Regulations for Wales stipulate the need for a SEA process to
be undertaken alongside the development of certain plans and
programmes, and documentation needs to be produced at key stages.

19

This chapter uses standard SEA Directive terminology relating to “plans and programmes”, however,
this should be understood in the context of this guidance as “schemes and strategies”.
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In particular, the EU Directive on SEA 20 requires the production of a
report on the assessment of environmental impacts for these plans and
programmes. This has been implemented by incorporation into UK law
applying to Wales 21 which requires the preparation of an Environmental
Report (ER) as the reporting requirement for SEA. There is also a
requirement to produce a summary of how the ER and responses to
consultation have been taken into account, how environmental
considerations have been integrated into the plan/programme, with
enough information to make clear any changes made or alternative
rejected, i.e. what is often referred to as the SEA Statement. Further
information on SEA is provided in section 7.2.
7.1.5

Similarly, the EU directive on Environmental Impact Assessment 22 may
require an Environmental Statement to be prepared for individual
infrastructure proposals.

7.1.6

An Environmental Impact Assessment (EIA) is applicable for schemes
(both Stages 1 and 2) and, although there is no legal requirement about
the minimum number of options to be appraised, good practice
indicates that, like for strategies, more than one option should be
considered (in addition to the ‘Do-Minimum’ scenario). Stage 2
requires a more detailed assessment of the environmental effects than
Stage 1 (where much of the assessment can be made on a qualitative
basis).

7.1.7

Any mitigation measures incorporated as integral part of the strategies,
plans or schemes to be appraised (as described in the definition of the
proposal and costed as part of the economic assessment) must be
clearly described and their impacts appraised accordingly. Further
mitigation measures may be identified during the appraisal process, but
these should be handled differently from those above, since their
impacts have not been considered in the appraisal.

20

EU Directive 2001/42/EC on the Assessment of the Effects of Certain Plans and Programmes on the
Environment. This directive came into force in the UK in July 2004.

21

Welsh Statutory Instrument 2004 No. 1656 (W.170) - The Environmental Assessment of Plans and
Programmes (Wales) Regulations 2004.

22

EU Directive 85/337/EEC on the Assessment of the Effects of Certain Public and Private Projects on
the Environment.

100

Welsh Transport Planning and Appraisal Guidance - WelTAG

7.1.8

Where an ‘appropriate assessment’ is required under the Habitats
Directive 23 , the SEA must contain the information that will be required
to inform that assessment. Where a proposal requires an ‘appropriate
assessment’ it can be incorporated within the SEA. If this is the case,
the Environmental Report should include a specific section under the
heading; 'the likely significant effects on the internationally important
habitats and / or species' to aid the appropriate assessment process.
Further guidance on carrying out an ‘appropriate assessment’ is
contained in the EU Habitats and Birds Directive Handbook 24 .

7.1.9

It should also be noted that the Welsh Assembly Government consulted
on the Draft Annex to Technical Advice Note (TAN) 5 on Appropriate
Assessment (David Tyldesley and Associates, 2006) and although this
refers to local authority land use plans only, it provides useful
background and context. In particular, it should be noted that:
European sites are Special Protection Areas (SPA) classified
under the EC Birds Directive 1979, candidate Special Areas of
Conservation (cSAC), and Special Areas of Conservation (SAC)
designated under the EC Habitats Directive 19925. As a matter of
policy the Assembly Government expects public authorities to
treat all Ramsar sites, and potential SPAs (pSPA), in Wales as if
they are European sites for the purpose of considering
development proposals that may affect them. Offshore marine
sites will also require consideration although there are no OMS
designated at present.6 For ease of reading this guidance all SPA,
pSPA, SAC, future OMS and Ramsar sites to which HRA applies
are referred to as ‘European sites’ 25 .

7.2

Strategic Environmental Assessment (SEA)

7.2.1

This section provides an overview of the approach to SEA for transport
plans and programmes in Wales in accordance with the requirements
of European Directive 2001/42/EC on the assessment of the effects of

23

EU Directive 92/43/EEC on ‘The Conservation of Natural Habitats and of Wild Fauna and Flora’.

24

Environment Agency, Natural England & Countryside Council for Wales. EU Habitats & Birds
Directives (The Handbook is regularly revised and updated. For more information about the latest
version of these documents see: http://www.environmentagency.gov.uk/subjects/conservation/295641/

25

David Tyldesley and Associates (2006) – Ibid – Paragraph 1.1.7.
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certain plans and programmes on the environment, referred to as the
SEA Directive. The Directive was transposed in Wales through The
Environmental Assessment of Plans and Programmes (Wales)
Regulations 2004 (Statutory Instrument 2004, no. 1656 ).
7.2.2

The objective of the SEA Directive is 'to provide for a high level of
protection of the environment and to contribute to the integration of
environmental considerations into the preparation and adoption of plans
... with a view to promoting sustainable development' (Article 1). As
stated in section 7.1, an SEA is likely to be required for the preparation
of most transport plans.

7.2.3

While some of the requirements for SEA will be fulfilled through the
transport appraisal process, it is likely that some additional work will be
required in order to meet the statutory requirements of the SEA
Directive. In particular, the key difference between appraisal and
assessment needs to be recognised, in that
•

Appraisal looks at long term, permanent effects, and typically uses
a fixed methodology regardless of the issues involved or whether
the issues will be addressed through the appraisal process. The
focus on appraisal is to determine whether a plan or project is
worthwhile.

•

Assessment more usually deals with a range of effects, including
direct/ indirect, short/ long term, secondary, cumulative, synergistic
etc., and consequently uses the methods that are most appropriate
for addressing the specific issues in question. The focus of
assessment is to determine whether the predicted effects are
significant.

7.2.4

In order to overcome this, and to ensure that the appraisals carried out
for transport plans in Wales satisfy all the regulatory requirements of
the SEA Directive, the approach to be adopted should be consistent
with the advice already provided by the UK Government on SEA
generally 26 and guidance in WebTAG Unit 2.11.

7.2.5

The SEA should be started early in the process and aligned to the
preparation of the plan. SEA should be an iterative process of

26

Office of the Deputy Prime Minister et al (2005) - A Practical Guide to the Strategic Environmental
Assessment Directive: Practical guidance on applying European Directive 2001/42/EC “on the
assessment of the effects of certain plans and programmes on the environment”.
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collecting information, defining alternatives, identifying environmental
effects, considering ways of mitigating adverse effects and revising
proposals in the light of predicted environmental effects. However, it is
important to identify an end-point when further iterations are unlikely to
bring further significant improvements in predicting the environmental
effects of the plan or programme.
7.2.6

Table 7.1 illustrates the main stages that should be following in carrying
out a Strategic Environmental Assessment (SEA). However, it is
important that this is done flexibly and tailored to the needs of the plans
being assessed, while at the same time ensuring that the requirements
of the SEA Directive are met. Guidance on the approach to each stage
of the SEA as illustrated in Table 7.1 can be found in Appendix E.
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TABLE 7.1. STAGES IN THE STRATEGIC ENVIRONMENTAL ASSESSMENT PROCESS
Stage
Stage A: Setting the context and
objectives, establishing the baseline and
deciding on the scope

Task
Identifying other relevant plans, programmes
and environmental protection objectives
Collecting baseline information
Identifying environmental problems
Developing SEA objectives
Consulting on the scope of SEA

Stage B: Developing and refining
alternatives and assessing effects

Testing the plan or programme objectives
against the SEA objectives
Developing strategic alternatives
Predicting the effects of the plan alternatives
Evaluating the effects of the plan or
programme, including alternatives
Mitigating adverse effects

Stage C: Preparing the Environmental
Report
Stage D: Consulting on the draft plan or
programme and the Environmental Report

Proposing measures to monitor the
environmental effects of plan or programme
implementation
Preparing the Environmental Report
Consulting the public and Consultation
Bodies on the draft plan or programme and
the Environmental Report
Assessing significant changes
Making decisions and providing information

Stage E: Monitoring the significant effects
of implementing the plan or programme on
the environment

Developing aims and methods for monitoring
Responding to adverse effects

Purpose
To establish how the plan or programme is affected by outside factors, to suggest
ideas for how any constraints can be addressed, and to help to identify SEA
objectives.
To provide an evidence base for environmental problems, prediction of effects, and
monitoring; to help in the development of SEA objectives.
To help focus the SEA and streamline the subsequent stages, including baseline
information analysis, setting of the SEA objectives, prediction of effects and monitoring.
To provide a means by which the environmental performance of the plan or
programme and alternatives can be assessed.
To ensure that the SEA covers the likely significant environmental effects of the plan or
programme.
To identify potential synergies or inconsistencies between the objectives of the plan or
programme and the SEA objectives and help in developing alternatives.
To develop and refine strategic alternatives.
To predict the significant environmental effects of the plan or programme or
programme, including and alternatives.
To evaluate the predicted effects of the plan or programme and its alternatives and
assist in the refinement of the plan or programme.
To ensure that adverse effects are identified and potential mitigation measures are
considered.
To detail the means by which the environmental performance of the plan or
programme can be assessed.
To present the predicted environmental effects of the plan or programme, including
alternatives, in a form suitable for public consultation and use by decision-makers.
To give the public and the Consultation Bodies an opportunity to express their opinions
on the findings of the Environmental Report and to use it as a reference point in
commenting on the plan or programme. To gather more information through the
opinions and concerns of the public.
To ensure that the environmental implications of any significant changes to the draft
plan or programme at this stage are assessed and taken into account.
To provide information on how the Environmental Report and consultees’ opinions
were taken into account in deciding the final form of the programme to be adopted.
To track the environmental effects of the plan or programme to show whether they are
as predicted; to help identify adverse effects.
To prepare for appropriate responses where adverse effects are identified.
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7.3

Environmental Impact Assessment (EIA)

7.3.1

Some transport projects will require an Environmental Impact
Assessment (EIA) under EU Directive 85/337/EC (EIA Regulations as
amended) to be undertaken. Where EIA is needed for a scheme, it is
likely to be informed by the findings of the Strategic Environmental
Assessment. EIA is a procedure that must be followed for certain types
of projects when planning permission or some other sort of
‘development consent' (e.g. an order made under the Transport and
Works Act 1992) is sought. EIA draws together, in a systematic way,
an assessment of a project's likely significant environmental effects. In
this way, the importance of the predicted effects, and the scope for
reducing them, are properly understood by the public and decisionmakers before the consent is given or refused.

7.3.2

However, in terms of WelTAG’s application to transport proposals
applying for funding or support from the Welsh Assembly Government,
this may be done prior to an EIA to support the relevant consent
application having been carried out. Therefore, where the Stage 2
WelTAG appraisal is being carried out before an EIA is done, the
approaches described here should be followed. Where an EIA has
already been carried out, and an environmental statement has been
prepared, the more detailed information available from this should be
used to inform the Stage 2 appraisal, and referenced as appropriate.

7.3.3

It is important to notice that some of the issues considered above for
the Strategic Environmental Assessment (for instance, “Scoping”,
“Defining baseline information” and “Predicting and Evaluating the
Significance of Environmental Effects”) are also applicable to EIA.

7.4

Noise
Impact Description

7.4.1

Noise annoyance is defined by the World Health Organisation as 'a
feeling of displeasure evoked by noise'. Noise nuisance from transport
sources can adversely affect the quality of living of local communities.
Vibration is a similar effect, but instead of being transmitted by air, it is
transmitted by the earth. Noise is normally considered as an
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approximate indicator for both noise and vibration, since its effects are
normally felt more strongly.
7.4.2

The introduction of transport proposals may generate additional noise,
both during construction and system operation. This guidance focuses
on the operational noise impacts, since any construction impacts will be
temporary and will be unlikely to matter in the overall decision-making
process. If changes in demand occur elsewhere in the network (e.g.
trip redistribution), the effects (positive or negative) could be felt well
away from the new infrastructure. The assessment requires a definition
of the locations where noise levels are expected to change most as a
result of the proposal implementation.

7.4.3

Noise from transport sources is measured in dB(A). It is important to
consider that noise is expressed by the logarithm function of flow and
speed. Thus, a 3 dB(A) change in noise levels would be achieved by
halving or doubling the total traffic flow. This suggests that no further
effort should be wasted in the appraisal of noise levels when the traffic
impact is expected to be low, particularly in Stage 1.
Appraisal Method for Stage 1

7.4.4

For Stage 1 (both strategies and schemes), a qualitative assessment of
the potential noise impacts may be sufficient, highlighting the key
issues, expected impacts and geographic locations most affected.

7.4.5

However, for schemes where the results from a transport model are
available at an early stage and the changes in traffic are considered
significant, then a simplified version of the approach for Stage 2
(described below) may be more appropriate.
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Appraisal Method for Stage 2
7.4.6

For Stage 2, a quantitative assessment is more appropriate.
Established predictive methodologies exist for the estimation of road 27 ,
rail 28 and air 29 noise impact, both at the source and at receptor points
(these methods are also described in WebTAG Unit 3.3.2).

7.4.7

For estimation of exposure to noise, noise contours using 3dB(A)
increments for road and 5dB(A) for rail need to be mapped and overlaid
with population distribution data (population catchments with population
exposed). Annoyance response relationships have been developed
(see WebTAG) to estimate the percentage of people likely to be
annoyed by road and rail traffic noise as a function of the noise level.

7.4.8

For road and railway proposals, the analysis can be restricted within a
300 metre buffer from the noise sources, since significant impacts are
not likely to occur beyond that, and this is the limit of eligibility for
mitigation measures under the Land Compensation Act 1973. For air
proposals, the analysis needs to extend to the areas where impacts are
considered significant.

7.4.9

The revised guidance in WebTAG Unit 3.3.7 provides the assessment
of the transport-related noise impacts experienced at residential
locations in urban areas between 6:00 and midnight from road and rail
noise. The guidance also includes a noise calculation spreadsheet
which automates the changes in noise levels and in the number of
people annoyed. This new guidance should be used to appraise all
new options, whilst schemes already being appraised should continue
to use the existing guidance. All schemes submitted for funding after
the 1st January 2007 are expected to be consistent with this new
guidance.

7.4.10 As part of the Department for Transport’s wider research programme to
broaden the range of monetised impacts within transport appraisal to

27

Department of Transport and Welsh Office (1988) Calculation of Road Traffic Noise, HMSO, London.

28

Department of Transport (1995) Calculation of Rail Noise, HMSO, London.

29

Civil Aircraft Noise Contour Model, Civil Aviation Authority.
http://www.caa.co.uk/application.aspx?catid=33&pagetype=65&appid=11&mode=detail&id=784

107

Welsh Transport Planning and Appraisal Guidance - WelTAG

aid the decision-making process, the revised guidance in WebTAG
includes a method for estimating the net present value of noise from
new proposals. The method is based on the differences in the market
prices of houses exposed to changing levels of road and rail traffic
noise (a method for noise from aviation is soon to become available).
Planners are not currently required to use this technique as part of a
WelTAG appraisal but they are free to do so.
Required Inputs
7.4.11 For the assessment of noise at source (i.e. noise produced by the
source before considering any propagation effect), the key inputs are
as given in table 7.2 (irrespective of whether vehicles transport people
or freight).
TABLE 7.2. INPUTS FOR ASSESSMENT OF NOISE IMPACTS
Road

Rail

Air

Traffic flow

Train frequency

Aircraft flow

% heavy vehicles

Number of coaches

Aircraft type

Traffic speed

Train speed

Power/speed

7.4.12 For the impacts of noise at receptor points (i.e. considering the effects
of propagation), the additional points in Table 7.3 are required:
TABLE 7.3. ADDITIONAL INPUTS TO ASSESS NOISE AT
RECEPTOR POINTS
Road

Rail

Air

Distance sourcereceptor

Distance sourcereceptor

Aircraft position and
altitude at locations
near airports

Façade reflections

Façade reflections

Building noise
insulation

Barrier/obstruction

Barrier/obstruction

Surface/ground

Surface/ground
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7.4.13 If a measure of exposure is needed, then population distribution data is
also required (see below).
Impact Distribution
7.4.14 The population living or working in the vicinity of the proposal is likely to
be that most strongly affected by noise nuisance. In Stage 1, the
density, land use or socio-economic characteristics of the population
affected by different levels of nuisance can be described qualitatively.
In Stage 2, a visual representation of the distributional impacts is
recommended (see “Output and Presentation” section below). This
should be done against any relevant indicators, which can vary from
proposal to proposal, such as the geographic distribution of the
population density in the affected areas, land use (with particular
reference to the location of any noise-sensitive locations such as
schools, hospitals, residential areas, etc.) and socio-economic
characteristics.
Output and Presentation
7.4.15 For Stage 1, it may be sufficient to describe qualitatively the likely
magnitude of the effects on the environment (in terms of the differences
between the Do-Minimum and Do-Something scenarios), and the
number of people likely to benefit or disbenefit from the implementation
of the proposal.
7.4.16 For Stage 2, results can be presented in terms of the changes in noise
levels per link, or changes in population annoyed by noise at different
levels, in a table or, preferably, map format. Geographic Information
Systems (GISs) can be particularly helpful in summarising the appraisal
results in a visually appealing format. Noise contours can be used to
spatially display the levels of noise within the study area. In GIS it is
also possible to estimate the number of residents within each contour.
7.4.17 For both stages, qualitative impacts will be summarised using the
seven-point scale measure of significance.
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7.4.18 The European Noise Directive 30 requires the production of strategic
noise maps and noise action plans for major roads, railways and
airports. From 2012, the maps will have to be produced using
harmonised prediction methods. The project HARMONOISE
(Harmonised, Accurate and Reliable Methods for the European
Directive On the Assessment and Management of Environmental
NOISE) was designed to fulfil this need, and provides a description of
the noise prediction methods for road and railway noise sources that
have been developed. Although not available at present, it is expected
that software suppliers will subsequently supply computer programs for
mapping and action plans. HARMONOISE changes the basis on which
noise levels are predicted, as required by the European Noise
Directive, to:
•

Lden : the equivalent continuous noise level over a whole 24-hour
period, but with noise in the evening (19:00 to 23:00) increased by 5
dB(A) and noise at night (23:00 to 07:00) increased by 10 dB(A) to
reflect the greater noise-sensitivity of people at those times; and

•

Lnight : the equivalent continuous noise level over the night-time
period (23:00 to 07:00).

7.4.19 Noise maps have been produced on this basis for London and
Birmingham, and are being developed for 20 other English cities
presently. The Welsh Assembly Government has undertaken
development studies for noise mapping in Wales, but presently such
mapping is not generally available.
7.4.20 Where planners use the monetisation method referred to in Paragraph
7.4.10 they should present the financial calculation in the significance
field of the AST and copy it into the Analysis of Monetised Costs and
Benefits table.
7.5

Local Air Quality
Impact Description

7.5.1

30

Exhaust emissions from transport sources disperse in the air, affecting
its quality. A deterioration in local air quality can cause damage to

The European Directive for the Assessment and Management of Environmental Noise (2002/49/EC).
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human health and to the urban environment (e.g. through the soiling of
materials, buildings and other structures), while certain pollutants can
affect the world’s climate (contributing to global warming though
greenhouse gas emissions). The latter are dealt with in the next
section.
7.5.2

The key local pollutants that affect local air quality are PM10 and NO2.
Appraisal Method

7.5.3

This criterion can be assessed at different levels:
•

Exhaust emissions at the source (i.e. not considering the effects of
dispersion);

•

Air quality in terms of how pollutants disperse in the atmosphere.
Pollutant concentration levels are useful for comparing predictions
to air quality standards, hence enabling an indirect correspondence
to be made between the impact and human health; and

•

Number of people exposed to such pollutant concentration levels.
This estimate may be useful to illustrate how many people are
actually affected (for instance, the impact may be considered
greater in urban areas than in less densely populated areas). The
impacts of emissions on designated nature conservation sites
(SSSIs, SACs, SPAs and Ramsar sites) should also be considered
in accordance with guidance in DMRB 31 , although care needs to be
taken to ensure that this is also consistent with draft guidance on
‘appropriate assessment’ 32

Appraisal Method for Stage 1
7.5.4

Stage 1 will normally not require more than the estimations of exhaust
emissions, applying average emission rates (in grams per kilometre) to
the number of vehicle-km estimated to be removed from or added to
the network. This approach provides the overall changes in networkwide emissions and is valid for all modes. Clearly, this is only possible
if a previous mechanism (e.g. transport model) has been applied to

31

Volume 11, Section 3, Part 1.

32

David Tyldesley and Associates (2006) - Draft Annex To Technical Advice Note 5: Nature
Conservation And Planning – “Draft Guidance The Assessment Of Development Plans In Wales
Under The Provisions Of The Habitats Regulations” - Consultation Version 20 October 2006 - Welsh
Assembly Government.
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estimate the changes in the number of trips. Otherwise, even a
qualitative approach may be justifiable in some cases.
Appraisal Method for Stage 2
7.5.5

Stage 2 is likely to require a more sophisticated approach, using
detailed emission functions for different vehicle types and pollutants,
which are dependent on average traffic speed (as per DMRB method 33
for the calculation of road traffic emissions). It can also go further to
estimating changes in air quality or level of exposure as indicators (see
further details below). It must be emphasised, however, that due to the
constant improvements in vehicle efficiency, emission regulations,
fitting of catalytic converters in petrol engines or filters in diesels, etc.,
air quality is currently less of a problem, and is likely to become even
less of a problem in the future. Therefore, any additional effort to
estimate air quality must be weighted against the potential benefit from
it. While pollution concentration estimates are useful for comparing
with air quality standards, emission levels are sufficient for comparing
the relative performance of different options.

7.5.6

Local air pollution impacts will be assessed in terms of the changes in
annual exhaust (i.e. produced locally) emissions of NOx (nitrogen
oxides) and PM (particulate matter). For the local pollutants, if
considered necessary, the assessment of air quality impacts (i.e.
considering the effects of dispersion) can be undertaken using
dispersion models (which are complex and require information such as
wind speed, wind direction and temperature) or, for road traffic, the
empirical and more straightforward method described in the DMRB 34 .
If a measure of exposure is required, then concentration levels need to
be mapped against population, in order to determine the number of
people affected by different levels of degradation.

7.5.7

Local air quality impacts are likely to be highly localised in the vicinity of
the polluting sources. This is particularly the case in built-up urban
areas, where population density is higher and where buildings provide a
“canyon effect”, by preventing pollutants to disperse freely into the
atmosphere. Thus, the analysis will not need to extend beyond a 200-

33

Volume 11, Section 2, Part 1.

34

Volume 11, Section 3, Part 1.
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metre boundary (as per DMRB and WebTAG 3.3.3), and for heavily
built up areas it can even be restricted to the properties facing the
proposal.

7.5.8

In specific cases, the modelling of emission impacts may need to reflect
the degree of “stop-start” and acceleration/deceleration in the profile of
traffic at a road or location. However, models which incorporate such
profiles are complex and require a great deal of data.
Required Inputs

7.5.9

The input data required depend on the appraisal level. For the
assessment of exhaust emissions, the key inputs are as shown in Table
7.4 (similar for all modes):
TABLE 7.4. INPUTS FOR CALCULATION OF AIR POLLUTANT
EMISSIONS
Road

Rail

Air

Traffic flow

Train frequency

Aircraft flow

Traffic composition

Vehicle type
(diesel/electric)

Type of aircraft

Traffic speed

Train speed

Power/speed

7.5.10 For the assessment of the number of people affected by local air quality
impacts, geographic distribution of population data is also required.

Impact Distribution
7.5.11 For the local air quality impacts, the socio-economic characteristics (i.e.
deprivation, income and employment), density and distribution of the
population living or working in the vicinity of the proposal must be
described (Stage 1) or geographically represented on a map (Stage 2)
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overlaying the impacts on relevant social and/or demographic indicators
(see “Output and Presentation” section below).
Output and Presentation
7.5.12 As a minimum requirement, the net changes in the emissions of the
local pollutants (i.e. the changes between the Do-Minimum and DoSomething scenarios, for each pollutant, in tonnes per year) need to be
presented (Stage 1). This can be done in a table format.
7.5.13 For the appraisal at Stage 2, local air quality impacts can be estimated
on a link-by-link basis, when a transport model is used and its outputs
are given on a link basis. Results can be presented on a table or,
preferentially, geographically on a map. Maps can show geographically
the changes in emissions or, by overlaying the impacts to the
population distribution, how populations are affected.
7.5.14 For both stages, qualitative effects will be summarised using a sevenpoint scale measure.
7.6

Greenhouse Gas Emissions
Impact Description

7.6.1

CO2 is considered to be the most important greenhouse gas and,
therefore, should be used as the key indicator for the purposes of
assessing the impacts of transport options on climate change.

Appraisal Method
7.6.2

Here, changes in carbon emissions resulting from any aspect of a
proposal should be considered. However, there is little evidence on the
impact of transport schemes on carbon emissions except in so far as
they are related to changes in fuel consumption. Consequently, this
guidance (similar to WebTAG and others) focuses on changes in
emissions that are associated with changes in fuel consumption only
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(although for practical reasons, this is based on an estimate of changes
in veh/km).
7.6.3

Although the assessment focuses on CO2 emissions, these should be
considered in terms of the change in tonnes of carbon equivalent 35
released resulting from implementing a transport scheme (assuming all
carbon present in the fuel will be released as CO2).

7.6.4

Carbon emissions should be estimated for the 'with scheme' and
'without scheme' options for each year of the appraisal period. If
information for each year is not available, emissions should be
estimated for a number of modelled years, and interpolated or
extrapolated from these to cover the whole appraisal period using the
same factors that are used for the Cost Benefit Analysis as appropriate
to make sure that the assumptions used are consistent with those used
to estimate other economic benefits. The monetary value for the
change in carbon emissions should also be calculated.

7.6.5

Where a scheme involves changes to both road and rail travel, the net
change in carbon emissions for impacts on both modes should be
estimated, taking account of the difference between the sum of carbon
emissions from road and rail in the "with scheme" scenario and the sum
of carbon emissions from road and rail in the "without scheme" scenario
for each year. The appropriate monetary values and discounting can
then be applied to these differences to derive the NPV of the scheme in
terms carbon emissions from both road and rail.
Appraisal Method for Stage 1

7.6.6

35

Stage 1 would usually only require the estimations of changes in
exhaust emissions, applying average emission rates (in grams per
kilometre) to the number of vehicle-km estimated to be removed from or
added to the network. Changes in carbon emissions and the monetary
value of these over the whole appraisal period should be clearly
documented. Qualitative comments and data sources should also be
provided as appropriate. However, for both road and rail schemes
predictions of emissions will be more accurate the more disaggregated

Tonnes of carbon equivalent may be converted to emissions of CO2 by multiplying by the factor
44⁄12, and vice versa.
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the data is on traffic flow by vehicle type. If this is not available, use of
aggregated data could lead to significant errors, and an expert view
may be required in order to determine the validity of any conclusions.
7.6.7

To estimate changes in CO2 emissions the COBA and TUBA appraisal
programs now use estimated changes in fuel consumption, and also
calculate the present value of the damages associated with their
impacts as an automatic output. The model estimates fuel
consumption for every year in the appraisal period for both scenarios,
distinguishing between petrol and diesel fuel usage, then converts this
into carbon emissions.

7.6.8

It should be noted that from April 2008, the Renewable Transport Fuel
Obligation will require that by 2010, 5% of total aggregate fuel sales is
made up of biofuels, and so result in a reduction in the grams of carbon
released per litre of fuel burnt. The level of Obligation has been set as
follows: In 2008 biofuels are expected to account for about 2.5% of
existing fuel, rising to 3.75% in 2009 and then 5% in 2010. The
proportion of biofuels is assumed to remain at 5% thereafter. The
COBA and TUBA appraisal programs assume biofuels save 50% of
carbon relative to conventional fuels in 2005 and that this increases
linearly to 75% in 2020.

7.6.9

Where COBA and TUBA are not used, the WebTAG Unit 3.3.5 global
emissions excel spreadsheet can be used to generate the same
outputs. Carbon emissions can be estimated using the DMRB 11.3.1
spreadsheet and then entered into the WebTAG Unit 3.3.5 global
emissions excel spreadsheet in tonnes for the 'with scheme' and
'without scheme' scenarios for each of the 60 years of the appraisal
period. The spreadsheet gives the NPV of the change in carbon
emissions for the scheme in question, and the upper and lower bound
NPV to inform sensitivity analysis.

7.6.10 For emissions from rail, emissions should be calculated on a similar
basis. However, until such time as more robust evidence to use for the
estimation of emissions from rail is available, the Rail Emission Model
Final Report that was produced for the Strategic Rail Authority 36 should

36

A report on rail emissions with detailed data on individual train types was first published by the
Strategic Rail Authority in November 2001. It is now available from the Department for Transport:
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be used as source emission factors and detailed data for individual
diesel and electric train types.
7.6.11 The monetary values on which the calculation of NPV is based relate to
the additional global damage from each additional tonne of carbon
released into the atmosphere, termed the ‘Social Cost of Carbon’
(SCC). This presently is held to be £70/tC as a central estimate within
the range of £35 to £140/tC in 2000 prices for the global damage cost
of carbon emissions. This also rises by £1/tC per year in real terms to
reflect the increasing marginal cost of emissions over time 37 .
Appraisal Method for Stage 2
7.6.12 For this more advanced stage, more detailed emission functions for
different vehicle types and fuels used should be factored in. These are
dependent on average traffic speed (as per DMRB method 38 for the
calculation of road traffic emissions). It can also go further to
estimating changes in air quality or level of exposure as indicators (see
further details below). While pollution concentration estimates are
useful for comparing with air quality standards, emission levels are
sufficient for comparing the relative performance of different options.
7.6.13 Global air pollution is assessed by the overall changes in emissions
CO2 (carbon dioxide) on the entire proposal network and beyond. For
CO2, an estimate of the total exhaust emissions usually needs to be
complemented with an estimate of the power station emissions, since
for global emissions it does not matter where they are generated – all
emissions contribute in the end to the same global impact. This is
particularly relevant for the assessment of the emission impacts from
electricity powered modes, since they produce no emissions at the
point-of-use.
7.6.14 If COBA or TUBA are not used to obtain the value of the change in
carbon emissions for the 'with scheme' and 'without scheme' scenarios,

Rail Emissions Model Final Report (November 2001) Strategic Rail Authority/AEA Technology
Environment http://www.dft.gov.uk/pgr/rail/researchtech/research/railemissionmodel
37

This follows current DEFRA guidance originating from: Clarkson & Deyes (January 2002) Estimating the Social Cost of Carbon Emissions - GES Working Paper 140.

38

Highways Agency (2004) – Design Manual for Roads and Bridges – Vol.11. Section 3, Part 1.
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this can be estimated using the DMRB 11.3.1 spreadsheet and then
entered into the WebTAG global emissions spreadsheet (see WebTAG
Unit 3.3.5). As only the opening year will have been assessed as part
of the DMRB regional assessment, a forecast year will also have to be
estimated and information for other years derived by interpolation and
extrapolation as described above.
7.6.15 The greenhouse gas assessment is generally undertaken at DMRB
Stage 3 together with a regional assessment for emissions of oxides of
nitrogen, PM10, carbon monoxide, and hydrocarbons. However, the
greenhouse gas estimates should be undertaken for the AST at all
stages of the assessment.
Required Inputs
7.6.16 The input data required depend on the appraisal level. For the
assessment of exhaust emissions, the key inputs are as shown in Table
7.5 (similar for all modes).
TABLE 7.5. INPUTS FOR CALCULATION OF AIR POLLUTANT
EMISSIONS
Road

Rail

Air

Traffic flow

Train frequency

Aircraft flow

Traffic composition

Vehicle type
(diesel/electric)

Type of aircraft

Traffic speed

Train speed

Power/speed

Impact Distribution
7.6.17 Regional and global effects, such as contribution to acid precipitation
and emissions of greenhouse gas emissions contributing to climate
change, are obviously experienced over a much wider area, beyond
national boundaries, on a cumulative basis. Hence, no distributional
analysis is required for global emission impacts.
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Output and Presentation
7.6.18 In quantitative terms, the AST should present the total change in tonnes
of carbon emitted between the 'with scheme' and 'without scheme'
scenarios for the whole appraisal period (which is the sum of the
changes in each year) and also for the scheme opening year. In this
instance, a positive value will indicate the scheme has an adverse
impact.
7.6.19 The Overall Assessment column of the AST should give the NPV of the
total change in carbon emissions between the 'with scheme' and
'without scheme' scenarios over the whole appraisal period and copy it
into the Analysis of Monetised Costs and Benefits table. A positive
value will reflect a net benefit, i.e. there has been a reduction in the
change of carbon emissions over the whole appraisal period in
comparison to the 'without scheme' case.
7.6.20 The AST should also indicate any special features of the appraisal,
along with an indication of the key drivers which are responsible for any
change in conditions. Any uncertainties involved in the calculation of
emissions should also be identified in the assessment column.
7.7

Landscape and Townscape
Impact Description

7.7.1

The landscape character of a place is derived from the underlying
geology, natural processes and human activity on the land over the
years. Townscape relates to the physical and social features of the
urban environment, hence is applied to built-up areas.

7.7.2

Both aspects are concerned with any visual impact caused by the
implementation of the scheme under consideration.

119

Welsh Transport Planning and Appraisal Guidance - WelTAG

Appraisal Method for Stage 1
7.7.3

The assessment of landscape and visual impacts in rural or urban
areas should follow the approach set out in detail in DMRB 39 and
guidance issued by the Landscape Institute and the Institute of
Environmental Management and Assessment (IEMA) 40 . This broadly
consists of:
•

Identifying any impacts (number and type) and their locations;

•

Describing the features, importance and designation of these
locations (e.g. designated sites, Areas of Outstanding Natural
Beauty (AONBs), conservation areas of local, regional, national or
European importance); and

•

Determine the scale of the impact.

7.7.4

Environmental features will include those that are covered under
national and local designations (this is not only valid for Landscape and
Townscape, but also for all the following environmental appraisal
criteria described below).

7.7.5

National designations include the five AONBs and the three National
Parks in Wales, whereas examples of local designations include:

7.7.6

•

Country parks;

•

Historic parks, gardens and landscapes 41 ;

•

Local conservation areas; and

•

Heritage Coasts (non-statutory designation).

A qualitative approach is usually sufficient at appraisal Stage 1.

39

Volume 11, Section 3, Part 5.

40

Guidelines for Landscape and Visual Impact Assessment. 2nd edition (2002) Landscape Institute and
Institute of Environmental Management and Assessment

41

Cadw ICOMOS Register of Landscapes of Outstanding Historic Interest in Wales.
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Appraisal Method for Stage 2
7.7.7

Stage 2 will need to follow the same method as for Stage 1, however, a
greater level of detail and as much quantitative assessment on the
extent of the impact as possible will be expected.

7.7.8

A site visit (preferably by an expert) could be valuable in undertaking
these tasks and further expert analysis and advice may be necessary in
Stage 2.

7.7.9

An important resource in undertaking landscape assessments in Wales
is the LANDMAP Methodology. This is the national information system,
devised by the Countryside Council for Wales, for taking landscape into
account in decision-making.

7.7.10 LANDMAP separates the landscape into five aspects:
•

Geological Landscape: this is the study of the geology,
geomorphology and hydrology of the area.

•

Landscape Habitats: looks at the distribution of vegetation and
habitats and the basis for landscape ecology.

•

Visual & Sensory: this aspect identifies those landscape qualities
that are perceived through the senses. It deals with the individual
physical attributes of landform and land cover, as well as their
visual patterns of distribution and sensory characteristics, and the
relationships between them in a particular area.

•

Historic Landscape: focuses on how archaeological and historical
sites relate to each other and to the surrounding landscape.

•

Cultural Landscape: this considers the relationship that exists
between people and places, how people have given meaning to
places, how the landscape has shaped their actions and their
actions have shaped the landscape.

7.7.11 The process for gathering, organising and evaluating LANDMAP
Information into a nationally consistent dataset is similar for each of the
five Evaluated Aspects and involves the following steps:
•

Step 1: Classifying and mapping distinct Aspect Areas;

•

Step 2: Completing a detailed data capture form for each Aspect
Area identified through desk and field work as appropriate;
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•

Step 3: Preparation of an accompanying Technical Report; and

•

Step 4: Submission for Quality Assurance assessment to ensure
consistency and accuracy (for studies based upon the 2003
methodology update).

7.7.12 However, it is important that information from LANDMAP on landscape
effects is not “double counted” when the appraisal is covered under
other topics such as Heritage (historic landscapes) and biodiversity.
Required Inputs
7.7.13 LANDMAP will ultimately cover the whole of Wales, and will provide the
starting point for landscape characterisation. It will also be important to
determine whether any environmental impact assessments have been
undertaken, since these will provide valuable information to the
appraisal, avoiding any duplication of effort.
7.7.14 In Stage 1, no hard data is required for the assessment of this criterion,
however, a map overlaying the scheme on the local area, showing the
main environmental features, is useful to help determine the scope for
any impacts. Such environmental features map can be displayed
geographically using GIS, overlaid on other background information
(e.g. population density, designated areas, etc.) available from national
statistics online, local authorities and various environmental data
sources (see Table F7.1). Strategic and/or detailed constraint maps
should be prepared showing how the entire proposed transport scheme
may affect the neighbouring existing environmental features and the
hinterland in general.
7.7.15 Welsh national designated site boundaries in a digital GIS-ready format
can be purchased from the Countryside Council for Wales whilst local
designations can be requested from the local authorities/unitary
authorities. It is important to acknowledge the data originators via
correct copyright permissions in whatever mapping applications are
used.
7.7.16 For Stage 2, in addition to the analysis required for Stage 1, estimates
of the number and type of feature affected, as well as the degree of
impact, may also be required.
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Impact Distribution
7.7.17 Landscape and visual impacts can be experienced over wide areas,
depending on the scale of the proposal and the sensitivity of the
landscape. This is particularly the case if new infrastructure is in an
elevated position, or in a relatively flat setting, where impacts on views
may be possible from great distances. In such cases, it may be difficult
to determine the number of people adversely affected and the degrees
to which they are affected. More generally, however, effects are likely
to be limited to the immediate vicinity of specific proposals. It is useful,
as a minimum, to determine, and if possible to characterise the
population most affected by the proposal. Clearly, the level of detail of
the distributional analysis in Stage 2 should be more detailed than in
Stage 1.
Output and Presentation
7.7.18 At early stages of proposal development, a constraints plan and a
statement of the likely effects of the proposal should be prepared. A
brief visual survey also will be required. Limitations and assumptions
made should be made clear.
7.7.19 More detailed analysis of the landscape and the proposals will be
required at later stages of the proposal development (possibly with
estimations of the number, location and type of species affected).
Again, all known information of relevance should be reported, together
with a statement of the limitations and assumptions.
7.7.20 Maps will help greatly the presentation of results and their use is
encouraged whenever possible.
7.7.21 The qualitative impacts will be summarised using a seven-point scale
for determining their significance.
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7.8

Biodiversity
Impact Description

7.8.1

These relate to the loss, damage or disturbance of fauna and flora
species, ecosystems and habitats. It also refers to any enhancement of
biodiversity.
Appraisal Method for Stage 1

7.8.2

7.8.3

The methodology for appraising the effects of proposals on biodiversity
and earth heritage broadly follows the approach to appraising QoL
capital set out in Appendix E (E3.1). Applied to biodiversity, the
approach in summary is to:
•

Describe sequentially the characteristic biodiversity and earth
heritage features;

•

Appraise environmental capital – using a set of indicators, this is
done by assessing the importance of these characteristic features,
why they are important, and their inter-relationships;

•

Describe how proposals impact on biodiversity and earth heritage
features, including effects on its distinctive quality and substantial
local diversity; and

•

Produce an overall assessment of the significance of the impact
based on a seven-point scale.

International and national biodiversity designations include:
•

Special Sites of Scientific Interest (SSSIs);

•

Sites designated under the Ramsar Convention on Wetlands;

•

Special Protection Areas (SPAs) under the EU Directive on the
conservation of wild birds;

•

Special Areas of Conservation under the EC Habitats Directive;

•

Local Nature Reserves (LNRs);

•

National Nature Reserves (NNRs);

•

Wildlife Sites;

•

Marine Nature Reserves;

•

Biogenetic Reserves designated by the Council for Europe; and
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•

Biosphere Reserves designated by UNESCO under its Man and the
Biosphere programme.

7.8.4

Where strategic level or corridor studies involve options with clearly
defined routes and modes of transport, the principles of the appraisal
process are the same as those described in the “Landscape and
Townscape” section above. Where the strategic study does not provide
clear definition of routes or possible modes of transport, a more
strategic level of appraisal will be necessary. Account should also be
taken of the advice on assessing ecology and nature conservation
effects given in the DMRB, Volume 11, Section 3, Part 4.

7.8.5

It should be noted that where the proposal comes under the provisions
of the Habitats Directive, an initial screening assessing its potential to
affect a relevant conservation site is required. The initial screening is
simply a matter of determining whether the proposal is located within
the relevant distance of a protected site (i.e. a Natura 2000 Site or
Ramsar Site). If it is, an appropriate assessment will be required, and
further advice on this is available from the EU Habitats and Birds
Directive Handbook 42 . If the initial screening shows the proposal is
beyond the relevant distance, then further action would not normally be
required, however, it is important to bear in mind that activities outside
these distances could still have potential to affect a protected site,
although such cases are likely to be exceptional. Where it is unclear
whether a conservation assessment is required, the proposal should be
discussed with the Countryside Council for Wales as early as possible.
Again, it should also be noted that the Welsh Assembly Government
has recently consulted on a new Annex to TAN 5 on Appropriate
Assessment 43 , and although this refers to local authority land use plans
only it provides useful background and context.

7.8.6

A qualitative approach is usually sufficient at Stage 1 appraisal.

42

Environment Agency, Natural England & Countryside Council for Wales. EU Habitats & Birds
Directives (The Handbook is regularly revised and updated. For more information about the latest
version of these documents see: http://www.environmentagency.gov.uk/subjects/conservation/295641/

43

David Tyldesley and Associates (2006) - Draft Annex To Technical Advice Note 5: Nature
Conservation And Planning – “Draft Guidance The Assessment Of Development Plans In Wales
Under The Provisions Of The Habitats Regulations” - Consultation Version 20 October 2006 - Welsh
Assembly Government.
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Appraisal Method for Stage 2
7.8.7

Stage 2 will need to follow the same method as for Stage 1, however, a
greater level of detail and as much quantitative assessment on the
extent of the impact as possible will be expected.
Required Inputs

7.8.8

A key starting point is considering areas that are protected in terms of
nature conservation. About 70% of the Welsh coastline is safeguarded
in one way or another. Also, 10% of all the land area in Wales is
designated as Sites of Special Scientific Interest (SSSI). These are
important places for wildlife habitats, plants and animals, geological
features and landforms, and are the central core of the statutory
conservation system in Wales.

7.8.9

The Countryside Council for Wales maintains a web-based interactive
map that has information on more than 1,500 of Wales' protected sites.
This provides a good starting point for identifying important biodiversity
resources in the area of study. It is also essential to consult with the
Countryside Council for Wales on the current extent and status of
statutory and non-statutory designations. The National Biodiversity
Network 44 site also provides a source of official data.

7.8.10 Each local authority in Wales has a Local Biodiversity Action Plan
(LBAP) identifying habitats and species which require action for
conservation. When assessing the impact of a transport proposal,
habitats and species listed under section 74 of the Countryside and
Rights of Way (CROW) Act 2000, should also be considered.
Impact Distribution
7.8.11 Biodiversity is seen a something having collective value to society, and
the distributional effects of impacts on biodiversity typically may not
therefore need to be considered. However, there may be loss of a site
that has a particular impact on a local community which may also suffer

44

The NBN Trust. National Biodiversity Network. http://www.nbn.org.uk/
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from other forms of deprivation, including environmental deprivation,
and in such cases the distributional impacts of biodiversity loss may
warrant consideration.
Output and Presentation
7.8.12 At early stages of strategy or scheme development (e.g. Stage 1), a
constraints plan and a statement of the likely effects of the proposals
should be produced. Limitations and assumptions made should be
made clear in each case.
7.8.13 At later stages of development (e.g. Stage 2), a more detailed analysis
of the important features, possibly including walkover surveys, will be
required. Again, all known information of relevance should be included,
together with a statement of the limitations and assumptions. The
representation of the expected impacts on a local map would be
preferred.
7.8.14 The evaluation of the effects should be made based on the seven-point
scale of significance.
7.9

Soil
Impact Description

7.9.1

Transport schemes can have an impact on the soil of an area, which in
turn can strongly influence the vegetation and general habitats the area
can support. They may also have an effect on local agricultural and
horticultural practices.

7.9.2

The converse can also occur, whereby poor soil conditions can
constrain the proposed development (e.g. contaminated land).
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Appraisal Method for Stage 1
7.9.3

Based on the DMRB 45 appraisal method for soils, the assessment at
appraisal Stage 1 starts with obtaining background information to
identify the possible constraints associated with the location of the
proposal in question. This includes details of the location and nature of
any designated sites in the study area. Agricultural soil quality
information should be gathered where available.

7.9.4

Some of the designated sites will overlap with the Biodiversity
appraisal, described above, but there may be additional information
from the planning authority. In particular, seek locations of
contaminated land.

7.9.5

In addition, obtain information on the geology of the area from the
British Geological Survey, and on the agricultural quality of the land
(Agricultural Land Classifications from DEFRA).

7.9.6

The suggested representation and write up of this stage in the soil
assessment would be:

45

•

A GIS map covering the whole study area, with any schemes
marked on the map, along with the geology of the area and
designations.

•

An additional map showing ALC would be useful.

•

An accompanying statement describing the characteristics of the
designated sites, geology and soil types, contaminated areas and
any other related constraints.

Volume 11, Section 3, Part 11.
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Appraisal Method for Stage 2
7.9.7

When the scheme is becoming more developed/detailed, the DMRB
appraisal method for Stage 2 recommends an assessment of what
needs to be considered (and possibly mitigated against) when the
scheme is being built/operated, or the plan is underway.

7.9.8

Potential impacts should be appraised in two steps:

7.9.9

•

Magnitude: Determined by appraising the effects predicted for
exposed attributes, this should be categorised on a scale consistent
with the consideration of other types of impact.

•

Significance: Determined by considering the magnitude of the
effect together with the importance of the feature or resource that is
affected.

Initially, it is important to check that no new sites have been designated
since appraisal at Stage 1, or further areas of contaminated land
identified.

7.9.10 If, at Stage 1, an area of contaminated land was identified as likely to
be affected by the proposal/plan, consideration for site investigation
work should take place. The levels of any soil contaminants which are
detected will need to be assessed in accordance with the current
guidelines of the Interdepartmental Committee on the Redevelopment
of Contaminated Land (ICRCL).
7.9.11 Also, if the proposal was identified as possibly impacting on geological
conservation sites at Stage 1, the appropriate statutory body should be
contacted to confirm if any further work is required.
7.9.12 The suggested results of this stage of assessment to include in the
report are:
•

A statement describing the geological interest of the area and an
assessment impact of the scheme/strategy (including options if
available). This assessment should include accepted mitigation
measures.

•

A statement of the likely effect of the scheme/strategy on soils and
on contaminated land.

129

Welsh Transport Planning and Appraisal Guidance - WelTAG

Required Inputs
7.9.13 The key information required to evaluate effects on the soil environment
are:
•

Environmental constraints: The Countryside Council for Wales
maintains a web-based interactive map that has information on
more than 1,500 of Wales' protected sites. This is a good resource
for identifying sites with delicate soil resources in the area of study.
It is also important to consult with the Countryside Council for
Wales on the current extent and status of statutory and nonstatutory designations. The British Geological Survey may also
have relevant data for geological designations.

•

Agricultural land quality: ALCs can be obtained from DEFRA.

•

Contaminated land: Where the land has been contaminated by
waste and residues from former industrial process, the presence of
toxic or other hazardous material may pose threats to human health
or impost other constraints. Local authorities should be asked for
information on contaminated sites, or the data may be available
from the Environment Agency.

Impact Distribution
7.9.14 As with biodiversity, the condition of soil is a matter of collective
concern. The distributional effects of impacts on soil do not normally
therefore need to be considered.
7.9.15 The only exception relates to possible contamination of land on which
people depend either directly (because they live on it) or indirectly (their
livestock grazes it, for example). Where this is a possibility, the
distributional effects should be considered alongside analysis of the
distribution of benefits, such as time savings in the case of a transport
infrastructure project. If, for example, damage is expected to
householders’ land in a particular location (and mitigation measures
cannot avoid this damage), it is important that the locations in question
and the socio-demographic profile of those affected is set out.
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Output and Presentation
7.9.16 For Stage 1, a statement of the likely effects of the proposals should be
produced. Limitations and assumptions made should be made clear in
each case.
7.9.17 For Stage 2, a more detailed analysis of the important features will be
required, together with a statement of the limitations and assumptions.
The representation of the expected impacts on a local map would be
preferred.
7.9.18 An assessment of the significance should be made based on the
seven-point scale.
7.10

Heritage
Impact Description

7.10.1 In this context, heritage is taken to comprise:
•

Buildings (singly or in groups) of architectural or historic importance;

•

Areas, such as parks, gardens, other designed landscapes or public
spaces, remnant historic landscapes, archaeological complexes
and heritage coasts;

•

Sites (e.g. ancient monuments, places with cultural or historical
associations such as battlefields, preserved evidence of human
effects on the landscape, etc.);

•

Individual artefacts that form part of the overall archaeological
resource; and

•

The sense of identity and place which the combination of these
features provides.

Appraisal Method for Stage 1
7.10.2 The methodology for appraising the effect of proposals on heritage
follows the four stage general approach to appraising 'environmental
capital' set out above, leading to an overall assessment of the
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significance of the impact. Applied to heritage, the approach for Stage
1 is:
•

Describe sequentially the characteristic features of the heritage;

•

Appraise environmental capital, using a set of indicators to evaluate
the importance of these characteristic features, why they are
important, and the inter-relationships between heritage features;

•

Describe how proposals impact on the heritage features, including
effects on its distinctive quality; and

•

Produce an overall assessment of the significance of the impact
based on a seven-point scale.

7.10.3 The appraisal should provide an assessment of the scale and
seriousness of impacts on historic heritage in specific terms, and the
cumulative effect across the study area as a whole. The time period for
consideration of impacts should include the worst-case scenario,
whenever this would arise, and the situation 15 years after
implementation of the proposals.
Appraisal Method for Stage 2
7.10.4 The method for Stage 2 is the same as for Stage 1 (above) but a
greater level of detail and a quantification of impacts will be expected in
Stage 2.
Required Inputs
7.10.5 Information on historic and heritage resources is available from Cadw.
Cadw is the Welsh Assembly Government’s historic environment
service that has responsibility for protecting, conserving, and promoting
an appreciation of the historic environment of Wales. Cadw is able to
provide information on:
•

Buildings of architectural or historic interest;

•

Scheduled ancient monuments;

•

Historic parks, gardens and landscapes; and

•

Conservation areas.
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7.10.6 Other information may also be available from the relevant local
authority.
Impact Distribution
7.10.7 Heritage is seen a something having collective value to society. The
distributional effects of impacts on heritage do not therefore need to be
considered.
Output and Presentation
7.10.8 For Stage 1, a statement of the likely effects of the proposals should be
produced. Limitations and assumptions made should be made clear in
each case.
7.10.9 For Stage 2, a more detailed analysis of the important features will be
required, together with a statement of the limitations and assumptions.
The representation of the expected impacts on a local map would be
preferred.
7.10.10 An assessment of the significance should be made based on the
seven-point scale.
7.11

Water Environment
Impact Description

7.11.1 Effects on the water quality include any changes likely to occur to the
existing water courses (including rivers, ponds, lakes, wetlands and
underground water resources).
Appraisal Method for Stage 1
7.11.2 In Stage 1 of the appraisal process, the water features in the study area
that may be affected should be identified. The nature of the proposal
may vary widely, and would obviously have different potential impacts
on the water environment. Impacts during construction of new
transport infrastructure should be identified separately from those
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arising from transport operations (such as promotion of cycling or
walking, improvements to bus services or traffic flow control
technologies). The potential impacts arising from the proposals should
be identified during the environmental impact assessment process.
Once the potential impacts of the proposal have been identified its zone
of influence can be determined. For releases to a watercourse, for
example, this may be the length of river over which a noticeable change
in quality is predicted, while for the creation of new hardstanding, it may
represent the area that could be exposed to an increased flood risk.
7.11.3 The value of the water environment within the study area should then
be characterised by identifying and analysing its attributes. This
process is consistent with an environmental capital approach because
the water environment is being assessed in terms of the services it
provides rather than on purely measurable criteria. Determining the
value of different attributes will depend on the location of the proposal
and factors such as quality, scale, rarity and substitutability. However,
because the majority of the available water data is based on its quality,
these can help to indicate the value of the attributes or services
provided by a water feature.
7.11.4 For example, it may be possible to make judgements of value based on
the quality indicators provided (e.g. The Environment Agency’s General
Quality Assessment (GQA) Grade A is more important than GQA
Grade C). However, in most cases, the other factors such as scale,
rarity and substitutability will also be important. For large study areas
quality data may be the only basis for evaluation, because it will not be
practical to identify and collate information on these other factors.
7.11.5 Potential impacts should be appraised in two steps:
•

Magnitude: Determined by appraising the effects predicted for
exposed attributes, this should be categorised on a scale consistent
with the consideration of other types of impact.

•

Significance: Determined by considering the magnitude of impact
together with the importance of the feature or resource that is
affected.
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Appraisal Method for Stage 2
7.11.6 The method for Stage 2 is the same as for Stage 1 (above) but a
greater level of detail and a quantification of impacts will be expected.
Required Inputs
7.11.7 The key information required to evaluate impacts on the water
environment are:

46

•

Quality: The physical condition of the water environment is
monitored by the Environment Agency. Quality indicators at a
national, or regional, level are held, as well as information on
individual water courses. Nationally the Environment Agency has
digital datasets available for Chemical GQA, Rivers and Catchment
Areas, Groundwater Vulnerability, Source Protection Zones, EC
Designated Fisheries, and Floodrisk zones, and it should be
possible to use these in conjunction with GIS data on the
proposals 46 .

•

Scale: How the water resource matters to both policy makers and
stakeholders, at all levels. This is unlikely to be relevant at a
national or global scale (assuming that biodiversity interests are
appraised independently), however major aquifers, floodplains, or
fisheries may be crucial at a regional or local scale. Generally, the
greater the scale at which the attribute is valued, the greater its
importance, but care needs to be exercised in making this
judgement (for example, where the feature is of great value to a
community as the only source of potable water, or for providing a
significant proportion of local employment, its importance will far
outweigh its scale).

•

Rarity: Whether the water attribute is commonplace or scarce, at
the scale at which it matters. For example, an attribute that is
abundant nationally (such as potable water) will be of high
importance if it is locally rare.

•

Substitutability: Whether water attributes are replaceable over a
given time frame. Although it is possible for most water attributes to
be substituted by some means, this will not always be viable.
Substitution should therefore be considered in terms of whether it is
feasible rather than whether it is possible.

This is available from the Environment Agency Website.
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Impact Distribution
7.11.8 The water environment is seen as something having collective value to
society. The distributional effects of impacts on the water environment
do not normally therefore need to be considered.
7.11.9 The exception relates to any negative effects of a proposal on specific
locations where people live. In such cases, it will be appropriate to
present information concerning the socio-demographic circumstances
of these individuals, to be compared with those of the beneficiaries of
the proposal.
Output and Presentation
7.11.10 The overall impacts of the proposal should be summarised by a
qualitative comment and an overall assessment of the significance of
the impact from the seven-point scale. This analysis should state
whether features and elements present in the water environment are
typical of the locality and summarise the overall effect of the proposal
on the water environment.
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8

SOCIAL IMPACTS

8.1

Overview

8.1.1

Most transport interventions have a social perspective. If they are not
intended directly to improve quality of life (by making important journeys
possible, for example), they are expected to have at least indirect social
effects. A proposal designed to facilitate economic development is
desirable because it will bring jobs and thereby directly change local
people’s lives for the better.

8.1.2

Social objectives, such as improving quality of life, health and welfare
are central to policy in Wales, as in other places. This is apparent from
‘Wales: A Better Country’, the strategic agenda for the Welsh Assembly
Government:
“We will continue to promote social inclusion by focusing all of our
policies – economic, health, education, transport, housing, the Welsh
language and culture and the environment – on building stronger and
more sustainable communities across Wales”.

8.1.3

Hence, it is essential that the appraisal process addresses the subjects
which have been established as policy priorities in Wales and which are
meaningful to most people, including concepts such as health and
social inclusion. The challenge is to reflect these objectives into
standard project appraisal, as:
•

For now, and for the foreseeable future, many social impacts of
transport proposals show no sign of being monetised, and some
are difficult even to quantify. Under the social impact area are
some of the less well-established and less quantifiable criteria in
transport appraisal. English and Scottish experience has shown
that, the less established an appraisal method is, the less
influence its results will tend to have on decision-making. Given
the importance of the topics under this heading to Wales, it is
highly desirable to further develop appraisal methods which
would enhance the weight of such objectives in the decisionmaking process;

•

Whilst cost-benefit analysis does a reasonable job of capturing
actual impacts, it does less well with the changes in potential
benefits. It is often suggested, for example, that people benefit
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from the opportunity to use a new, improved or safer transport
option even if they do not take advantage of it; and
8.1.4

8.1.5

In order to determine the criteria covered within the social impacts, two
specific considerations apply:
•

The need to keep the scope of project appraisal manageable by
retaining well-established appraisal concepts and methods;

•

That social impacts should not be given lower priority in project
appraisal.

A balance has therefore been struck which means that the social
impacts contain an intuitive collection of impact areas, which have not
been covered elsewhere, whilst the better established areas of
economy and environment remain, as far as possible, consistent with
established practice. The topics covered under social impacts are as
follows:
•

Transport safety;

•

Personal security;

•

Permeability;

•

Physical fitness;

•

Social inclusion; and

•

Equality, Diversity and Human Rights.

8.1.6

In the remainder of this chapter, each of the social impact topics is dealt
with in turn. In line with the other appraisal areas, the assessment in
Stage 1 (relevant for strategies and schemes) will be less detailed than
for Stage 2 (for schemes only). The appropriate level of detail for plans
is as covered in previous sections of the guidance. A worked example
of undertaking the appraisal of the social impacts is provided in
Appendix C.

8.2

Transport Safety
Impact Description

8.2.1

The promotion of a safer transport system is a key priority for Wales.
“Transport safety” is generally intended to imply “freedom from risk of
transport accident” and under this criterion are generally found
estimates of the number of personal injury accidents avoided, changes
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in the severity of accidents and damage to property that would result
from a transport proposal.
8.2.2

In WelTAG, the scope includes accidents on both the highway and rail
networks and could include accidents that occur off-road to cyclists,
pedestrians or equestrians. In reality, the very low frequency of
personal injuries on the rail network makes estimation difficult and the
lack of data for those travelling in non-motorised environments poses a
similar obstacle to measuring safety impacts here.

8.2.3

Whilst the methods introduced below are derived from established
practice for the appraisal of highway schemes it is very important that
planners should not approach scheme development from the
perspective of separating vulnerable road users from motorised traffic
as the preferred means of reducing personal injury accidents. It is
important instead to remember the negative permeability and social
inclusion impacts that can follow from such separation measures.
There are many ways of reducing transport safety problems, the most
effective of which is arguably the global reduction of traffic speeds.
Moreover, there is evidence that increased activity on the part of
vulnerable road users makes them safer. It is therefore incumbent on
planners to bear in mind all the interactions amongst transport users
when considering safety impacts. Planners will be expected to
demonstrate that they have considered all options in working towards
achieving safety objectives.
Appraisal Method for Stage 1

8.2.4

At this stage, it is unlikely that analysis will have been carried out in
sufficient detail to enable calculation of quantified accident impacts.
But it should be possible to make an informed statement about whether
the proposal is likely to have a material effect on accident frequencies
or their severity, whether positive or negative.
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Appraisal Method for Stage 2
8.2.5

The following guidance refers to the DMRB 47 method which is best
suited to major highway infrastructure schemes. Some more locallyfocused interventions (such as traffic calming initiatives) will not be
suited to accident estimation using this method and planners are
encouraged therefore to investigate use of other tools provided they are
proven robust. For example, local authority road safety officers may be
able to assist in estimating safety benefits from local schemes. There
are established methods for this, founded on the “first year rate of
return” calculus. There is nothing preventing the use of estimates
made this way in the WelTAG appraisal process provided all figures are
justified and annualisation is carried out accurately. Planners are
referred to the Department for Transport’s Road Safety Good Practice
Guide 48 and associated Appendix A 49 which provides examples of
interventions and an indication of their average cost and rates of
success. The UK-MoRSE research facility also provides a range of
information about various safety measures.

8.2.6

The DMRB method can be used to estimate the changes in the number
and severity of road accidents, as well as any damage to property. The
same approach is used in the Scottish Transport Appraisal Guidance
(STAG) and in the Department for Transport’s on-line appraisal
resource (WebTAG).

8.2.7

Estimates are based on average accident rates, as a function of road
types and severity levels (slight, serious and fatal). These rates change
gradually over time, to reflect improvements in safety standards by the
automobile industry. The accident rates and accident reduction factors,
in terms of the personal injury accidents per million vehicle-kilometres
(2000 base), for 15 different road types and different speed limits, are

47

Highways Agency, Design Manual for Roads and Bridges DMRB (2001) Economic Assessment,
Volume 13.

48

Published: 8 October 2001. Modified: 21 February 2006

49

Published: 13 December 2006
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given in DMRB 50 . DMRB also provides, per severity level, road type
and speed limit:
•

The average number of casualties per accident (2000 base);

•

The number of casualties per accident reduction factors β; and

•

The proportions of fatal, serious and slight accidents on links.

8.2.8

In addition, the method also provides a monetary valuation of casualty
and accident costs by severity level (2002 values and prices). This
valuation is not taken into account in the TEE criterion, to avoid doublecounting, but is reported within the “Analysis of the Monetised Costs
and Benefits”. Finally, DMRB provides the assumed compound annual
percentage rates of growth for accident values.

8.2.9

Care should be taken when using the various rates available for
calculation and evaluation of accident savings, given the different base
years underlying certain sets of reference values.

8.2.10 There may be circumstances in which the planner believes it necessary
to carry out additional analysis to pick out details which the standard
method of analysis may not capture. The planner is actively
encouraged to pursue these, but to take great care over any such
research, be it quantitative or qualitative.
8.2.11 Changes in accidents to users of public transport 51 can be assumed to
be negligible, as per current UK Government advice.
Required Inputs
8.2.12 The basic inputs for the estimation of accident impacts are the changes
in vehicle-km and average traffic speed. The difficulty is to
disaggregate the amount of travel (vehicle-km) per road type, according
to the 15 different classifications, as described above. It is often
possible, however, to make a certain correspondence between the road

50

Highways Agency, Design Manual for Roads and Bridges DMRB (2003) Economic Assessment,
Volume 13, Section 1, Part 2, Chapter 4, March 2003.

51

Note that other casualties occurring on the railway (eg involving foul play) are not included in
WelTAG appraisal of safety impacts.
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types in the transport model and the road classification in the safety
methodology.
Impact Distribution
8.2.13 Accident impacts will generally be applicable to road network users, in
which case no further elaboration on distribution is necessary.
However, where the proposal will affect a clearly defined area or
corridor, the planner could analyse the socio-economic situation for that
area compared with neighbouring areas or Wales as a whole, to
establish whether the impacts (good or bad) are likely to be
experienced, for instance, by a group of atypical wealth or particular
disability.
Output and Presentation
8.2.14 Three sets of outputs are expected:
•

Change in annual personal injury accidents and damage to
property resulting from the proposal (reference year is when
scheme comes into operation);

•

Change in balance of severity (slight, serious and fatal injuries);
and

•

Total discounted savings (the present value of the changes in
accident rates, monetised according to current guidance).

8.2.15 The first of these is particularly important because it is a more
intelligible number than the discounted savings and enables decisionmakers to understand very rapidly what would happen in the average
year if the proposal went ahead.
8.3

Personal Security
Impact Description

8.3.1

The term “personal security” in WelTAG is intended to mean relative
freedom from risk or fear of attack or robbery and extends to the
transport user’s personal possessions, including bicycles. If the
transport proposals under consideration are considered to affect
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personal security of users, this needs to be taken into account within
the appraisal framework.
8.3.2

The distinction between risk and fear is important: appraisal must take
account of both the actual incidence of such events and their perceived
frequency. A proposal which has a material impact upon users’
perceptions of security is significant even if actual risks are unchanged.

8.3.3

The degree of security which individuals feel when using the transport
network is of great importance, particularly for vulnerable users. It can
influence the choice of mode, destination and time of travel, all of which
have potential secondary impacts in terms of social inclusion,
environmental quality and economic prosperity.

8.3.4

Features which increase the sense and perception of security include
better lighting, CCTV, informal surveillance and staffing.
Appraisal Method for Stage 1

8.3.5

Strategies and schemes at an early stage of development will not
ordinarily be defined sufficiently for any detailed analysis of personal
security impacts to be carried out. In such cases, planners should
assess whether personal security as defined above is expected to
improve, deteriorate or remain the same as a result of the
implementation of the strategy or scheme.
Appraisal Method for Stage 2

8.3.6

It is not realistic to attempt to measure actual incidents of robbery or
attack whilst in transit or waiting for public transport (because the
numbers are small and events would, in most cases, appear to be
located randomly). Even if it were a realistic option, this would be to
miss the point because it is perceived security which influences travel
decisions and determines an individual’s enjoyment or not of a journey.
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8.3.7

The method to adopt for public transport proposals is that set out in
WebTAG Unit 3.4.2. It is based on how the proposal performs against
certain security indicators, as follows:
•

Site perimeters, entrances and exists (how well they are marked,
design, whether there are physical barriers and the use of
materials);

•

Formal surveillance (CCTV, their number and location, facilities
design affecting staff surveillance);

•

Informal surveillance (materials, design, visibility, proximity to
other activities);

•

Landscaping (features contributing to visibility and sense of
security);

•

Lighting and visibility (quality and sufficiency of lighting,
obstructions hindering visibility and CCTV coverage); and

•

Provision of emergency call, help points and public telephones.

8.3.8

WebTAG Unit 3.4.2 includes a worksheet which may aid the planner in
setting out the principal impacts of a proposal. Planners may well
identify other relevant impact areas which the guidance does not cover.
It is legitimate to include these in the appraisal statement.

8.3.9

For other transport modes, a qualitative analysis will be satisfactory,
based on the principles set out above for public transport schemes.
Required Inputs

8.3.10 This will generally be a qualitative exercise as relatively little reliable
quantitative information is available to support the estimation of
personal security impacts. That said, it is legitimate to include
quantitative inputs if they have been arrived at through a robust
analytical method. An estimate of the number of users affected will
enhance the quality of the results.
8.3.11 Because much of security is a matter of perception, it may be
appropriate to study site plans and drawings from the perspective of
their levels of natural and synthetic security.
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Impact Distribution
8.3.12 Normally, increased personal security will benefit all users, but
vulnerable groups in society, such as women, the elderly or mobility
impaired are likely to place greater value on security and therefore are
likely to be affected most. Planners should try to describe which groups
in society will be affected and how the impacts will be distributed across
affected groups.
Output and Presentation
8.3.13 The planner should provide a summary of the impacts in qualitative
terms, providing any quantitative estimates where these are available,
and reliable. If empirical evidence exists concerning the impacts of
similar interventions in other locations, this should also be included in
the report.
8.4

Permeability
Impact Description

8.4.1

This aspect of social impacts is intended to capture the impact of a
proposal upon the movement of people in its vicinity on foot, by bicycle
and on horseback. In essence, this impact relates to any change in the
ease with which people in the affected area can travel by nonmotorised modes.

8.4.2

This subject is taking on increasing importance as more thought is
given to the role of urban design in the achievement of sustainable
development. Previously known as “severance”, it has moved from
being a peripheral consideration when constructing large pieces of
transport infrastructure such as roads and railways. It is now a key
factor in the development of transport proposals. Planners may well
find themselves appraising a proposal which has been conceived
wholly with the aim of improving permeability.

8.4.3

This impact needs to take account both of freedom of movement pure
and simple (the capacity to travel in any given direction without behind
obstructed by a transport corridor or site) and of capacity to reach key
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services. There is a need to be aware, as well, of the fact that people’s
travel patterns (and, therefore, perceived needs) are moulded by what
is possible. Those living beside a motorway, for example, will not
typically attempt to access services located on its other side. If that
motorway were removed, their travel patterns might alter quite quickly
to take in destinations that were previously out of reach.
Appraisal Method for Stage 1
8.4.4

The approach to appraisal for Stage 1 should reflect the degree of
detail available concerning the strategy or scheme. In most cases, it is
expected that proposals will not be defined in such detail as would
enable an appraisal to be carried out to the standard of Stage 2 (see
below) but, if such data is held, an approximate appraisal using the
WebTAG method is recommended.

8.4.5

In other cases, planners should consider all the populations that stand
to be affected by the strategy or scheme and arrive at a reasoned view
of how permeability will be affected. The picture may be mixed: some
unmotorised trips would become easier whilst others would be affected
negatively by proposals. A textual summary of these impacts is
appropriate.
Appraisal Method for Stage 2

8.4.6

The planner is advised to use the method set out in WebTAG Unit 3.6.2
(“Severance”), with the following supplementary observations:
•

A distinction should be drawn between the two levels of access
described in 8.4.3;

•

The use of all rights of way accessible to walkers, cyclists and
equestrians (including footpaths and bridleways) should feature
in assessment; and

•

The importance of the impact should be borne in mind: the
proportion of total current trips that will be affected by the
proposal.
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8.4.7

These considerations should accompany the question of limitations of
permeability (called “levels of severance” in WebTAG), which
addresses the degree of hindrance posed or removed by the proposal.

8.4.8

Where detailed analysis is required because a proposal is likely to have
complex effects on permeability, the planner is advised to apply the
method set out in DMRB (Volume 11, Section 3, Part 8).
Required Inputs

8.4.9

These are as set out in WebTAG Unit 3.6.2. In addition, planners
should consider conducting counts and targeted market research where
proposals are expected to have a significant effect upon permeability.
Where proposals are being brought forward with the aim of improving
permeability, there should be a reasonable quantity of data concerning
desired and actual movement by non-motorised modes, which the
planner should include in the analysis.
Impact Distribution

8.4.10 The population affected by the proposal can be disaggregated
according to its socio-economic characteristics or geographic location,
to enable the relative prosperity of the group to be made explicit.
Output and Presentation
8.4.11 This is as set out in WebTAG Unit 3.6.2. Where planners have made
use of additional qualitative or quantitative data and analysis, this
should be included in the statement. The geographical distribution of
the impacts represented on a map could be an advantageous
presentation method, particularly if relevant socio-economic
characteristics (such as the Index of Multiple Deprivation) can be
overlaid on the same map.
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8.5

Physical Fitness
Impact Description

8.5.1

Health remains a high priority in Wales. This criterion reflects the
contribution to physical fitness and general well-being that can be made
by travelling on foot, by bicycle or on horseback. The term “physical
fitness” has been chosen because it is the aspect of general health that
can be most closely associated with active travel. Though there is a
link between physical activity and mental health, for example, it is less
well-defined.

8.5.2

The link between health and transport is reflected in several ways in
this guidance. Walking and cycling schemes potentially offer large
benefits to users and the local economy. These include increased
fitness through physical activity, safety and environmental benefits that
add to journey ambience and the numerous benefits that arise through
decongestion such as time savings, reduction in accidents and reduced
carbon emissions.

8.5.3

The importance of the health benefits from increased physical activity
when travelling has been demonstrated recently in a research
published by Sustrans 52 and commissioned by the Department for
Transport. This research found that cash spent on cycling and walking
could save the NHS considerable amounts of money.

8.5.4

Physical fitness impacts are complex and relate to the length, intensity
and frequency of exercise taken. Broadly speaking, the more, the
better, provided intensity is within safe limits. Different people may find
different types of physical exercise more or less strenuous.

8.5.5

In March 2007, the Department for Transport released draft guidance
for consultation on the appraisal of walking and cycling schemes as
WebTAG Unit 3.14.1.

52

How Transport can save the NHS – Research by Sustrans, Leeds University, University of Bolton,
on behalf of DfT - 2006
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Appraisal Method for Stage 1
8.5.6

At this stage, it is unlikely that numbers of trips by any mode will have
been estimated. It is therefore sufficient for the planner to reach a
reasoned view as to whether travel by active modes can be expected to
increase or decrease as a result of the proposals. Where more can be
said with confidence about any distribution implications, this should also
be included in the short qualitative statement.
Appraisal Method for Stage 2

8.5.7

The method used will depend on the extent and detail of data available.
Ideally, the planner will be able to predict changes in the absolute
number of kilometres travelled by each mode (walking and cycling),
reflecting journeys made by these modes alone as well as public
transport trips involving walk/cycle stages.

8.5.8

The planner will not ordinarily have data of this quality available though
efforts should be made to collect it for proposals likely to have
significant impacts on levels of walking, cycling or horse-riding. Where
analysis only indicates trip numbers by motorised modes, it will be
sufficient to estimate the absolute change in numbers of public
transport trips, as a proxy for the increase or reduction in number of
walk/cycle stages.
Required Inputs

8.5.9

This depends on the appraisal method (as explained above).
Impact Distribution

8.5.10 It is well established that there is a strong link between poverty and
poor health. It may therefore be important to attempt to show the
relative prosperity of the affected group in comparison with the Welsh
average, using a socio-economic indicator such as income quintiles or
the Index of Multiple Deprivation.
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Output and Presentation
8.5.11 This depends on the appraisal method, itself a product of the nature of
the data available to the planner. If the planner is able to present
estimates of absolute distances travelled on foot and by bicycle, these
should be set out separately as numbers of kilometres per day. If
public transport trips are being used as a proxy for walk stages, it is
sufficient to set out the size of the increase or decrease in absolute
numbers per day. Where estimates are being made independently of
any modelled output, this should be made clear in the appraisal
statement.
8.5.12 If the planner is in a position to estimate trip lengths in addition to
absolute change in distance travelled, their distribution should be set
out in graphical form.
8.6

Social Inclusion
Impact Description
It should be made clear at the outset that social inclusion and
accessibility are seen as being effectively synonymous for the purposes
of WelTAG. The argument is as follows: accessibility is the
measurement of the relative ease with which people can get to the
destinations and obtain the services that are important to them. Social
inclusion, meanwhile, is the degree with which members of society are
able to lead a full life. Its converse, social exclusion, is the situation
faced by many people whose choices are limited by a range of barriers,
a key one of which is a lack of suitable transport. Social inclusion
clearly has a wider reach than accessibility – poverty or low educational
attainment can often be more significant barriers to a full life than a
limited local public transport network – but, in the context of WelTAG,
the area of discussion is transport and social exclusion is therefore
understood to be the degree to which a lack of accessibility hampers
individuals’ quality of life. “Social inclusion” has been chosen as the
title for use in WelTAG because it is less technical than “accessibility”.
Another good argument for its use is that it focuses attention on the
purposes transport serves (getting people to their destinations) when it
is often possible to forget that transport is not an end in itself.
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8.6.1

When dealing with social inclusion in WelTAG, particular interest is
focused on those whose options in life are limited by not having the
transport they would wish. It is true that those who have access to cars
can face difficulty in reaching important destinations (if money is tight,
they may not be able to afford fuel to make long trips, for example) but
the reality is that those who do not have access to a car are much more
likely to find it hard to make important journeys: the distance may be
too great for walking or cycling (always assuming the individual is able
to travel in these ways) and the public transport network may not offer
services that are affordable, accessible, reliable and timely. This is the
key way in which social inclusion is distinct from the Transport
Economic Efficiency element of this appraisal process: it (the TEE)
values all impacts, positive and negative and so will capture, amongst
other things, marginal changes for the better experienced by those
whose options are already good. Here we are interested in particular,
possibly marginalised, subgroups of society and the impact of
proposals on them.
The Social Inclusion Report

8.6.2

It is possible to expend significant effort on identifying and quantifying
the social inclusion impacts of transport proposals. It is desirable to
strike a balance between the amount of effort devoted to appraisal of
these impacts and its usefulness to the decision-makers. For example,
the social inclusion impacts of certain types of proposal will be
negligible. In such cases, this aspect of the appraisal will almost
certainly not influence the decision on scheme approval. In contrast,
certain proposals will have been conceived with the explicit goal of
overcoming a number of social inclusion problems, say, and it is
therefore reasonable to expect quite significant impacts under this
heading.

8.6.3

The concept of the “social inclusion report” is a practical response to
this range. Like the Economic Impact Report, it is designed to elicit a
full statement of impacts in circumstances where they are expected to
be significant or critical, with the understanding that the appraisal task
will be “light” in all other cases.

8.6.4

Unlike the Economic Impact Report, there is no formal guidance yet for
a Social Inclusion Report, and further advice may need to be sought
from the Welsh Assembly Government (specific guidance on the
subject is under consideration by the Welsh Assembly Government and
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is also being contemplated by the UK Government, and is expected to
be incorporated in WebTAG). Similar principles and requirements for
accounting for all relevant impacts in a comprehensive manner would
apply. The criteria which will determine whether a Social Inclusion
Report is required as part of the appraisal of a given proposal are set
out below:
Test 1: Nature of planning exercise
8.6.5

If the key objectives of the strategy or scheme are to improve social
inclusion, the compilation of a Social Inclusion Report will normally be
mandatory. For Regional Transport Plans, a Social Inclusion Report
would not be feasible.
Test 2: Cost of proposal

8.6.6

If the total cost of the proposal (including private contributions) exceeds
£10 million, a Social Inclusion Report will be required.
Test 3: Area affected

8.6.7

If the proposal would significantly affect one or more defined
regeneration areas in Wales, a Social Inclusion Report is required. By
“significantly affect” is meant: location of proposal is either within
(partially or wholly) a defined regeneration area or will affect travel
between a regeneration area and a Key Centre (as the term is applied
in the Wales Transport Plan) up to fifty miles away from its perimeter.
Test 4: Purpose of proposal

8.6.8

If the proposal has been conceived on the basis that it will meet defined
social inclusion objectives, it is recommended that a Social Inclusion
Report is compiled. In the case of small proposals, planners may feel
that the standard appraisal method (set out below) will suffice but it is
more than likely that the indicators will not be fine enough to enable the
full impact of the proposal to be judged.
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Test 5: Significant results from standard social inclusion appraisal
8.6.9

8.6.12 et seq. set out the guidance on the standard appraisal method.
If the standard appraisal method produces “large positive” or “large
negative” results, this is evidence that the proposal may have a
significant social inclusion impact. In such cases, a Social Inclusion
Report is required.
Test 6: Inconclusive results from standard social inclusion
appraisal

8.6.10 For various reasons, the standard social inclusion appraisal may not
produce a conclusive result:
•

The nature of the proposal may be such that the defined
indicators will not capture its impacts (e.g. an expansion of the
local cycle network or the introduction of a night bus);

•

The picture may be mixed, with one indicator moving in a
positive direction whilst another moves the opposite way; and

•

The planner may feel that simple movement in a positive or
negative direction is not a sufficient indication of the proposal’s
impacts.

8.6.11 In any such circumstances, a Social Inclusion Report is recommended.
The more criteria are met, the greater the need for a Social Inclusion
Report.
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Appraisal Method for Stage 1
8.6.12 The reality of social inclusion is that it is extremely complex: each
individual’s circumstances, options and preferences are different and a
transport proposal’s impacts will reflect this detail. A perfect method for
gauging social inclusion impacts would allow for all this complexity so
that the exact effect of a proposal would be understood in the context of
the affected individuals’ precise circumstances. As with all aspects of
appraisal, some simplification is necessary in order to make the task
manageable. Though it is not primarily intended as a mechanism for
appraisal, accessibility planning offers some tools which will serve the
purpose well.
8.6.13 The Wales Transport Strategy set out a number of outcomes, the first
three of which can be recognised as having a “social inclusion”
character. Associated with these outcomes are national indicators
which have been developed directly for the purpose of measuring
progress or otherwise towards the outcomes. These are set out in
table 8.1.
8.6.14 The main purpose of the national indicators is for monitoring the
progress of the Wales Transport Strategy, and at best they can do an
imperfect job of showing social inclusion impacts. The fact that a
school is within reach does not mean that it will have places or that its
performance is satisfactory to the pupil or their parent. Simply being
able to reach a hospital does not ensure that the treatment needed is
provided at that location. Equally, the time thresholds may seem far
more reasonable for an urban setting than a rural one. Some locations
are simply more remote than others. Again, public transport journey
time is only one dimension of the overall “cost” of making a journey and
it must therefore be seen as a proxy rather than a complete summary.
For these reasons, if social inclusion impacts are likely to be significant,
fuller analysis is required as part of the social inclusion report. In the
majority of cases, though, the indicators will provide a reasonable guide
to the likely impacts of a proposal.
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TABLE 8.1. CORRELATION BETWEEN WTS SOCIAL OUTCOMES
AND NATIONAL INDICATORS
WTS OUTCOMES

NATIONAL INDICATOR

1. Improve access
to healthcare

S1. Proportion of households within 30, 60
and 90 minute travel time threshold(s) of a
NHS District General Hospital between 10am
and 12pm on a Tuesday (i) by public transport
and (ii) by car

2. Improve access
to education,
training and life-long
learning

S2. Proportion of people aged over 16 within
30, 60 and 90 minute travel time threshold(s)
of ‘Learning Providers’ (as recognised within
the WAG National Planning Framework)
between 7am and 9pm on a Tuesday (i) by
public transport and (ii) by car

3. Improve access
to shopping and
leisure facilities

S3.1. Proportion of households within 30, 60
and 90 minute travel time thresholds of a ‘Key
Centre’ between 10am and 12pm on a
Tuesday (i) by public transport and (ii) by car
S3.2. Proportion of households within 30, 60
and 90 minute travel time thresholds of a ‘Key
Centre’ between 8pm and 10pm on a
Saturday (i) by public transport and (ii) by car

8.6.15 The social inclusion report introduced above makes it inappropriate to
require detailed appraisal of social inclusion for proposals so a subset
of these measures has been chosen for use in appraisal against this
criterion. In particular, access by car is not being retained because
changes in the ease of getting to key destinations by car are
adequately captured under the economy heading (TEE). Also, access
to facilities by walking or cycling are not taken forward into the appraisal
for three reasons:
•

Walking and cycling are dealt with to some extent under the
heading of permeability; and

•

The expectation is that proposals affecting walking and/or cycling
in a significant way will typically be subject to a social inclusion
report; and
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•

The focus on walking/cycling to shopping and leisure facilities in
the national indicators means that the capacity to reach health or
learning facilities by these modes could be ignored.

8.6.16 Finally, the 30-minute threshold is not applied in WelTAG because the
guidance needs to be valid for all of Wales and a great many places do
not enjoy 30-minute access to key destinations despite being
reasonably well-served by public transport. It is feared that retention of
the 30-minute threshold would unfairly bias the appraisal method in
favour of urban proposals where increased 30-minute catchments could
quite readily be seen.
8.6.17 The set of eight indicators to be used in appraising social inclusion
impacts is therefore as follows:
1) Proportion of households within a) 60 and b) 90 minute public
transport travel time threshold(s) of a NHS District General
Hospital between 10:00 and 12:00 on a Tuesday;
2) Proportion of people aged 16-74 within a) 60 and b) 90 minute
public transport travel time threshold(s) of ‘Learning Providers’
(as recognised within the ELWa National Planning Framework)
between 7:00 and 9:00 on a Tuesday;
3) Proportion of households within a) 60 and b) 90 minute public
transport travel time thresholds of a ‘Key Centre’ between 10:00
and 12:00 on a Tuesday; and
4) Proportion of households within a) 60 and b) 90 minute public
transport travel time thresholds of a ‘Key Centre’ between 20:00
and 22:00 on a Saturday.
8.6.18 The goal of the appraisal is to establish which of these numbers would
change as a result of the scheme, and whether they would increase or
decrease.
8.6.19 This should be straightforward in the vast majority of cases: if a
proposal is going to lead to a denser public transport network (in terms
of coverage or frequency) or a more physically accessible network
(through vehicle and/or stop design), it is reasonable to conclude that
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the above proportions will increase. In the case of a higher frequency,
this is because average wait time will decrease and, for multi-stage
journeys, interchange time will too. Strictly speaking, network
accessibility improvements will not bring additional households within a
given journey time but, because of the large numbers of people who
have mobility impairments of some kind, it is reasonable to use a
slightly fuller interpretation of the indicator here.
8.6.20 Similarly, if public transport is going to become quicker or more reliable
as a result of the proposal (through road-space reallocation or other
priority measures etc), one or more of the indicators is likely to
increase. The reasoning in the case of quicker public transport is
obvious; where services become more reliable, this reduces both
average wait time and average journey time so, given that the
indicators should be based on average journey time, this implies an
increase in the indicators.
8.6.21 Matters become more complex if the changes to the public transport
offer are not going to be uniformly positive. If, for example, a train line
is going to be extended but this is going to involve the closure of a
station, there will be some winners and some losers. Planners will
have to devote some time to estimating the balance of impacts in such
cases.
8.6.22 Many schemes will have no significant impact on the public transport
offer and this will mean that the indicators will not alter. Planners
should not speculate on the likely response of bus operators (or local
authorities) to highway changes. For example, if a bypass is proposed
for a community, it may be the case that new services will eventually be
offered as a result of the new link. But planners should only predict
increased accessibility by public transport if the new services are
clearly part of the proposal. Similarly, planners are advised against
making blanket statements about increased indicators in the context of
highway schemes intended to make road travel faster or more reliable.
Many strategic schemes have only negligible impact upon public
transport services and those that do affect public transport may not
alter the ability of households/individuals to get to key services.
8.6.23 It is rare that a proposal is put forward that would have a detrimental
effect on public transport but this should not be excluded from
consideration.
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8.6.24 Planners should not forget that the relocation of one or more services
(such as health provision) can have a radical effect on the numbers of
people falling within given journey time thresholds. In the early stages
of the planning process, non-transport interventions should have been
given thorough consideration, to establish whether they would
constitute a better way of meeting defined objectives than a transport
proposal.
8.6.25 In reality, if the extent of change is to prove significant for a proposal, it
is likely that a social inclusion report will be triggered, leading to a more
thorough analysis of social inclusion impacts than required for the
standard appraisal. Planners are therefore advised to estimate the
extent of change only where this is either quite easy or a natural byproduct of other analysis taking place.
8.6.26 As this is not a demanding appraisal task, it is envisaged that it should
be relatively easy to carry out both for strategies and for schemes that
have not been developed in detail.
Appraisal Method for Stage 2
8.6.27 Planners should revisit their findings from Stage 1 and check that all
assumptions made then still hold. In addition, where possible, the
extent of the change should now also be estimated. To be able to
estimate the extent of the change, it is necessary first to establish the
affected population, or “domain”. For example, in the case of a new bus
route linking a village to a nearby town, say, we could look at those
living within 400m of the bus stops at one extreme, or the entire Welsh
population at the other. Changes in percentages within a given travel
time from a centre would be dramatic in the first case but negligible in
the second. The best way round this is to deal with actual numbers
rather than percentages, since this will allow decision-makers to
consider the magnitude of change that would be achieved for a given
proposal’s cost. It is well established that adequate public transport is
more expensive to deliver in sparsely populated areas than densely
populated ones so it will be necessary for decision-makers to take this
into account when making their decisions. As the discussion below will
show, estimation is likely to be a laborious exercise and so should not
be attempted without a ready source of detailed data on which to draw.
Such sources are generally associated with network models, which will
exist for certain areas of Wales.
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Required Inputs
8.6.28 The accurate estimation of accessibility is a far from trivial exercise as
initial comments in the “impact description” section made clear. As
accessibility planning becomes more well established in Wales, there
will be an increasingly rich dataset together with analysis tools with
which to query it. For now, GIS datasets do exist showing the locations
of key amenities such as hospitals, primary healthcare facilities,
schools and major centres. In the case of schemes with a local focus, it
is therefore likely to be possible to make a reasonable estimate of
impact.
8.6.29 Journey time requires some explanation. Public transport services are
normally divided into those which are frequent enough that the user
“turns up and goes” and less frequent services which imply that the
user will plan to catch a particular timed departure. Where the service
is “turn up and go” (generally agreed to be a frequency of four
departures per hour or more), it is standard to assume half the
headway (time between departures) as the predicted wait time. Hence,
if the frequency is six trains per hour, this implies a headway of ten
minutes and, therefore, an expected wait time of five minutes, which
should be incorporated into the total journey time (alongside walk time
at either end of the motorised stage).
8.6.30 Where services are less frequent, a blanket assumption is needed to
reflect the inconvenience of having to fit in with the timetable. It is
suggested that planners assume 20 minutes though it is understood
that actual wait time is likely to be much less than this in the majority of
cases.
Impact Distribution
8.6.31 The focus on specific groups of interest makes it unnecessary to
explore distribution in any further detail under this heading.
Output and Presentation
8.6.32 Having carried out the appraisal as described above, the planner
should have as a minimum a series of answers of the form “increase/no
change/decrease” for each of eight indicators. Whilst these summaries
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should be set out in full in the appraisal report, it is necessary to distil
the ratings into a single measure for the appraisal summary table. The
rules in Table 8.2 apply.
TABLE 8.2. PRESENTATION OF RESULTS OF SOCIAL IMPACT
ASSESSMENT
Circumstances

Significance 53

One or more “decrease” and no “increase”;
“decrease” cases outnumber “increase” cases by
two or more

Moderate negative

One more case of “decrease” than “increase”

Slight negative

All “no change” or equal numbers of “increase”
and “decrease”

Nil impact/neutral

More cases of “increase” than “decrease”

Slight positive

6 to 8 cases of “increase” and no “decrease”

Moderate positive

8.6.33 It will be immediately obvious that this method for the assessment of
impact significance is approximate to say the least. Planners may feel
that they are constrained to grade a proposal as slight positive
according to the above guidelines despite its having very significant
positive effects on one or more of the key indicators. For this reason,
the rule of thumb is that a social inclusion report should be triggered in
cases where planners feel that the significance assessment method
does not do the proposal in question justice.
8.7

Equality, Diversity and Human Rights
Impact Description

8.7.1

53

The Welsh Assembly Government is committed to delivering services
that meet the needs of all citizens in Wales and are compatible with
human rights legislation. The Assembly will ensure that all
demographic groups, particularly under-represented groups, can take
advantage of transport services. Therefore, all transport proposals

A five-point scale has been chosen in preference to a seven-point scale in recognition of the
coarseness of this analysis.
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seeking public funding and/or the approval of the Welsh Assembly
Government must take account of differing needs and their equality
impacts.
8.7.2

The Wales Transport Strategy promotes the Welsh Assembly
Government’s commitment to mainstreaming equality and human
rights, which is defined as ‘respecting and integrating diversity and
equality of opportunity into everything that it does’. The Wales
Transport Strategy aims to contribute towards achieving this goal by
improving equality of access to transport, sites, services and facilities
and by emphasising the importance of planning facilities and services,
where accessibility for all should be a core consideration.

8.7.3

The Welsh Assembly Government has a statutory duty to promote
equality through their strategic policies. The statutory equality duties,
shown in Table 8.3, are placed on all public sector services. They
focus on gender, race and disability, although the appraisal should
consider all equality impact groups including age, sexual orientation,
religion or belief and human rights generally.
Appraisal Method for Stage 1

8.7.4

8.7.5

At Stage 1, all positive and negative impacts, particularly
disproportionate impacts, arising from the strategy or schemes(s)
should be qualitatively assessed against the following equality impact
groups:
•

Race, ethnicity, colour or nationality;

•

Sex or marital status;

•

Disability: physical, sensory or mental

•

Age;

•

Religion or belief;

•

Sexual orientation;

•

Welsh language;

•

Other: Lone parent, economic inactivity, social and multiple
deprivation.

Issues relating to compatibility with human rights legislation should be
considered here also.
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TABLE 8.3. STATUTORY EQUALITY DUTIES
Race
Statutory Equality Duties

Relevant guidance/publications

• To promote equality of opportunity
• To eliminate race discrimination
• To promote good race relations
Race Equality Scheme (2005-2008). Sets out the Assembly's strategy and policies for promoting race
equality in Wales.
Race Relations (Amendment) Act 2000. This Act came into effect in April 2001. It amends the Race Relations
Act 1976 to impose a general duty, and a series of specific duties, on specified public bodies in Britain.

Disibility

Statutory Equality Duties

Relevant guidance/publications

• To promote equality of opportunity between disabled people and other people
• To eliminate discrimination that is unlawful under the Disability Discrimination Act
• To eliminate harassment of disabled people that is related to their disability
• To promote positive attitudes towards disabled people
• To encourage participation by disabled people in public life
• To take steps to meet disabled people’s needs, even if this requires more favourable treatment
Disability Discrimination Act (2005) Amends the Disability Discrimination Act 1995. Places a duty on
authorities and their members not to discriminate against disabled persons.
Disability Equality Scheme Sets out how the Welsh Assembly Government promotes equality of opportunity
for disabled people.
Accessible Venues Guidance The Welsh Assembly Government recognises that if disabled people are to fully
participate in society they require equal access to goods, services and premises. The guidance should be
used as a tool for assessing how best to meet the needs of disabled people.

Gender
Statutory Equality Duties
Relevant guidance/publications

• To eliminate discrimination and harassment
• To promote equality of opportunity between men and women
Gender Equality Scheme This scheme sets out how the Welsh Assembly Government plans to promote
equality of opportunity for women and men in Wales.
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8.7.6

An evidence gathering process should be adopted to appraise the
transport strategy or scheme against all possible impacts on equality,
diversity and human rights. Evidence can be gathered through
additional demographic research and data collection, such as census
data. In addition, focus groups, surveys and/or consultations can be
undertaken if further work is required to identify potential impacts. All
demographic groups, including minority and hard to reach groups,
should be given equal opportunity to participate in the planning and
delivery of transport strategies and/or schemes. Furthermore, all
transport research and statistical gathering should be fully
representative of all sectors of the population. Evidence gathering could
include:
•

Who are the stakeholders and do they represent the diversity of
the local population?

•

Does the strategy or scheme comply with legal requirements for
equality, diversity and human rights?

•

Is the strategy or scheme discriminatory (directly or indirectly)
towards any social group?

•

Can any discrimination or potential human rights infringement be
objectively justified?

8.7.7

Where the delivery of the strategy or scheme impacts positively or
negatively on equality target groups, the impacts must be objectively
evaluated. Alternatives should be considered if the strategy or scheme
causes potential adverse impact or unlawful discrimination and the
consequences for not adopting any change should be made explicit.
Where applicable, a statement of proposed mitigation should be
included.

8.7.8

If the strategy or scheme has no discriminatory affect on an equality
impact group, the Stage 1 assessment should be recorded as ‘neutral’
and further assessment is not required. Where an equality impact is
identified, this impact is required to undergo an Equality Impact
Assessment. The Welsh Assembly Government Equality and Human
Rights Division and the Department’s Equality Support Unit should be
consulted at this stage if there is any doubt as to the requirement for a
full Equality Impact Assessment.

8.7.9

Any impact, positive or negative, should be considered in isolation
when assessing the need to perform an Equality Impact Assessment.
For example, a positive impact does not offset a negative impact, thus
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negating the need to progress to perform an Equality Impact
Assessment.
8.7.10 Further information on completing an Equality Impact Assessment is
given in section 9.2.
Appraisal Method for Stage 2
8.7.11 Strategies as well as schemes are required to undergo an Equality
Impact Assessment if an impact is identified at Stage 1. Consequently,
the Equality Impact Assessment should not be considered as a Stage 2
assessment given that strategies are not required to be appraised at
Stage 2 level.
8.7.12 Further appraisal at Stage 2 is not required.
Required Inputs
8.7.13 At Stage 1, qualitative information on the actual or potential impact on
equality groups should be presented alongside actions to eliminate,
minimise or mitigate impacts. A summary should be reported alongside
the AST (see Table 10.4). If required, an Equality Impact Assessment
should be presented in the Appraisal Report and the full Equality
Impact Assessment should be included as an Appendix.
Impact Distribution
8.7.14 The purpose of including an assessment of equality, diversity and
human rights impact is to ensure that the strategy or schemes
promotes equality to all population groups and do not unjustifiably
infringe people’s human rights. The assessment should ensure the
equality groups, identified in paragraph 8.7.4, are not subjected to
discrimination.
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8.7.15 For more information and support, contact the Welsh Assembly
Government Equality and Human Rights Division or the Department for
the Economy and Transport’s Equality Support Unit
Equality.Support@wales.gsi.gov.uk
029 2082 8869

165

Welsh Transport Planning and Appraisal Guidance - WelTAG

9

OTHER APPRAISAL REQUIREMENTS

9.1

Introduction

9.1.1

Two additional assessments are required in addition to the economy,
environmental and social appraisal outputs described in the preceding
chapters. These are:
•

Health Impact Assessment (mandatory); and

•

Equality Impact Assessment (please see section 8.7 for
requirement criteria).

9.1.2

Appraisal Summary Tables 10.3 and 10.4 must be completed for each
element.

9.2

Health and Wellbeing
Public Health Strategic Framework for Wales

9.2.1

9.2.2

The Welsh Assembly Government is developing a Public Health
Strategic Framework for Wales: 'A Healthy Future.' The framework has
two main goals:
•

To improve the quality and length of life;

•

To promote equity in health and wellbeing.

Part of the work to develop 'A Healthy Future', and to achieve the two
goals, involves connecting up actions already being undertaken across
the different sectors that contribute to improvements in health and
prevent poor health. This includes maximising the use of tools, such as
the Health Impact Assessment (HIA), which are available to consider
whether and how policies and initiatives may affect people's health and
wellbeing. In terms of promoting equity in health and wellbeing, HIA can
also help to identify whether policies and initiatives could lead to
differences in health and well being where the differences are unfair,
but avoidable.
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What is HIA?
9.2.3

HIA is defined as:
‘A combination of procedures, methods and tools by which a
policy, programme or project may be judged as to its potential
effects on the health of a population, and the distribution of
those effects within the population. In other words it is a
process that considers the wider effects of local and national
policies or initiatives and how they, in turn, may affect people’s
health.’ 54
How to Complete a HIA

9.2.4

The completion of a HIA is a mandatory requirement of WelTAG;
however, there is no set procedure for conducting an assessment. HIA
should be developed to suit the circumstances, making the best use of
resources and time available. To this regard, the impact of a transport
proposal on health and wellbeing can be demonstrated by extracting
relevant components of the WelTAG output and re-defining them in
accordance with the conditions of HIA.

9.2.5

Planners should begin with an information gathering exercise. This
should involve the actions listed below:

Action
Liaise with WHIASU

54

Description
The Welsh Health Impact Assessment Support Unit
(WHIASU) is an all-Wales service and part of a wider
strategy to improve health and reduce inequalities
and to assist organisations to respond to Health
Challenge Wales. Planners should approach
WHIASU for guidance and support on HIA issues in
WelTAG.

Welsh Health Impact Assessment Support Unit (WHIASU)
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Demonstrate the
interaction between
WelTAG criteria, TPOs
and HIA criteria

Participation

Table 9.1 demonstrates the interaction between
WelTAG appraisal criterion and the ‘Factors that
Determine Health’ from the ‘Template for Health
Impact Assessment’ 55 . The final column, which
shows the interaction between Health criteria and
TPOs, should be completed by the planner.
Participation is a key process in completing a
meaningful HIA. Advise should be sought from
WHIASU regarding the participation of certain
individuals or organisations, however the following
should be considered:
•
•
•
•
•
•
•

Public Health Strategy Division, Welsh Assembly
Government;
Local Health Board;
Wales Spatial Plan Managers;
Director of Public Health;
Health and Well-being strategy manager;
Community Cohesion Officer;
Voluntary organisations.

Detailed guidance on the approach to Participation is
provided in Chapter 11. Depending on the nature of
the scheme it might be appropriate to facilitate a HIA
workshop or a ‘break out’ workshop as part of a wider
participation event.

9.2.6

55

The interaction between ‘factors that determine health’ and WelTAG
criteria provides guidance for completing the HIA. Indeed these
interactions show how WelTAG performs the HIA, thus negating the
need to generate new analysis.

How to use Health Impact Assessment: A Short Guide. Welsh Health Impact Assessment Support
Unit, School of Social Sciences, Cardiff University
http://www.wales.nhs.uk/sites3/Documents/522/HSCWBSfinalguidance.doc

168

Welsh Transport Planning and Appraisal Guidance - WelTAG

9.2.7

Table 9.2 (A and B) show the Template for a HIA screening or appraisal
tool from the WHIASU ‘Short Guide to Health Impact Assessment’.
Table 9.2 should assist planners with the preparation of the HIA
Summary Table (see Table 10.3), which is a mandatory requirement in
WelTAG.
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TABLE 9.1. INTERACTION BETWEEN WELTAG CRITERIA AND
HEALTH
Factors that Determine Health
Individuals Lifestyle / capacities affecting
health:
Smoking, nutrition and health eating, physical
activity, alcohol / drug misuse, sexual health,
propensity to use heath and care services,
skills and knowledge, training and education.
Social and Community
Influences affecting health:
Family: Structure and function, Parenting
Community: Social support mechanisms,
social networks, neighbourliness, peer
pressure, community divisions, degree of
isolation, historical identity, cultural and
spiritual ethos.
Living conditions:
Built environment, civic design and planning,
housing, noise, smell, air and water quality,
physical view and outlook, public safety,
waste disposal, road hazards, injury hazards,
Safe play spaces.
Working conditions:
Employment, workplace conditions,
occupation, income.
Services: (access to and quality of)
Medical services, caring services, careers
advice and counselling, shops and
commercial services, public amenities,
transport, education and other services.
Access to information technology.
Socio-economic, cultural and
environmental and Sustainability factors:
Biological diversity, efficient use of resources,
pollution, diversity / local distinctiveness,
climate.
Macro-economic factors: Political climate,
GDP, economic development, policy climate.

.9

WelTAG Appraisal
Criteria
• Physical Fitness

•
•

Social Inclusion
Heritage

•
•
•
•
•
•
•

Noise
Local Air Quality
Landscape and
Townscape
Water environment
Transport safety
Personal security
EALI

•
•
•

Permeability
Social Inclusion
TEE

•
•

Bio-diversity
Greenhouse Gas
emissions

TPOs
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Children and
young people

General
population

Groups

Older people

Table A

Those on low
income

Project title and brief description of the proposal:
Key aims and objectives:
Target

Minority ethnic
groups

TABLE 9.2. TEMPLATE FOR A HIA SCREENING OR APPRAISAL
TOOL

Factors that determine health
Individuals
Lifestyle / capacities affecting health:
Smoking, nutrition and health eating, physical
activity, alcohol / drug misuse, sexual health,
Propensity to use heath and care services
Skills and knowledge, training and education
Social and Community
Influences affecting health:
Family: Structure and function, Parenting
Community:
Social support mechanisms, social networks,
neighbourliness. Peer pressure.
Community divisions, degree of isolation.
Historical identity, Cultural and spiritual ethos.
Living conditions:
Built environment, civic design and planning,
housing, noise, smell, air and water quality,
physical view and outlook, public safety, waste
disposal, road hazards, injury hazards,
Safe play spaces.
Working conditions:
Employment, workplace conditions, occupation,
income.
Services: (access to and quality of)
Medical services, caring services, careers advice
and counselling, shops and commercial services,
public amenities, transport, education and other
services. Access to information technology.
Socio-economic, cultural and environmental
and sustainability factors:
Biological diversity, efficient use of resources,
pollution, diversity / local distinctiveness, climate.
Macro-economic factors:
Political climate, GDP, economic development,
policy climate.
Others**
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Table B
What positive effect(s) is the proposal likely to
have for people’s health and well being, and for
which groups within the population?

Describe

What negative effect(s) is the proposal likely to
have for people’s health and well being, and for
which groups within the population?
If negative impacts were identified for one or more
group within the population, are there ways in
which these can be removed or mitigated?
Is further investigation, information and evidence
collection needed to find potential solutions?
Are there opportunities to build in more actions to
improve people’s health as a part of the proposal.
Are there sources of information or experience
else where that may help explore this question
more fully?
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9.3

Equality Impact Assessment

9.3.1

A record of the potential impact of the strategy or scheme on equality
groups will have been completed at Stage 1 (see section 8.7). Where
an equality impact is identified in Stage 1, this impact is required to
undergo an Equality Impact Assessment. The Welsh Assembly
Government Equality and Human Rights Division and the Department’s
Equality Support Unit should be consulted at this stage if there is any
doubt as to the requirement for a full Equality Impact Assessment.

9.3.2

The purpose of an Equality Impact Assessment is to determine how
and to what extent the strategy or scheme affects different social and
demographic groups. The assessment will determine the most
appropriate actions necessary to address any inequalities and remove
adverse effects. The Equality Impact Assessment process is
summarised in Figure 9.1.

9.3.3

WelTAG does not provide guidance on completing a full Equality
Impact Assessment. Comprehensive guidance, including toolkits on
completing the assessment, can be obtained from the Welsh Assembly
Government’s Equality and Human Rights Division.

9.3.4

An Equality Impact Assessment, if required, should be presented in the
WelTAG Appraisal Report.
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FIGURE 9.1. THE EQUALITY IMPACT ASSESSMENT PROCESS
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10

APPRAISAL SUMMARY

10.1

Purpose

10.1.1 Decision-makers need to see the results of the appraisal process in a
clear and structured document which highlights the principal outcomes.
Appraisal Summary Tables (ASTs) present the core findings of the
economic, environmental, social and other impacts from each proposal.
10.1.2 The objective of preparing ASTs is to facilitate the interpretation and
comparison of results, particularly if different options (schemes or
groups of measures) are considered. For this, the summary needs to
be succinct, with full details provided in the body of the report.
Providing the appraisal results in a standard format enables a
consistent view to be taken by the decision-makers about the relative
merits (or otherwise) of different proposals or proposal options.
10.1.3 It is essential that the ASTs incorporate the results from the appraisal of
the impacts within the national impact areas and TPOs.
10.1.4 The information in the AST gives a measure of the overall ‘value for
cost’ 56 of each option, taking into account not just the economic worth,
but also other monetised or non-monetised, qualitative or quantitative
information. The ASTs enable individual judgement to be made about
the relative significance and trade offs of the various positive and
negative impacts.
10.1.5 The ASTs do not replace the findings in the appraisal report, and
cannot incorporate all the aspects appraised in greater level of detail.
As such, ASTs should never be seen in isolation from the main report,
in order to avoid the risk of trivialising the appraisal process.

56

Note the distinction between this term and “value for money”. “Cost” here is intended to cover all
negative impacts brought by the proposal, including those that have a monetary value.
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10.2

The Appraisal Summary Tables

10.2.1 Templates for completing Appraisal Summary Tables are presented in
this Chapter. They are:
Table No.
Table 10.1
Table 10.2
Table 10.3
Table 10.4

Description
Appraisal Summary Table for
Stages 1 and 2.
A comparison of the
performance of multiple options
Reporting the results of the
Health Impact Assessment
Reporting the results of the
Equality Impact Assessment

Status
Mandatory at Stages 1 and 2
Mandatory at Stages 1 and
2, if more than one option.
Mandatory at Stages 1 and 2
See section 8.7 for
requirements

Guidance on Completing Table 10.1
10.2.2 The AST template is the same for Stages 1 and 2. The significant
change is the level of detail presented at each stage.
10.2.3 If a prioritising/weighting/ranking system has been adopted to give
greater emphasis to more important TPOs, this should be made explicit
in the AST.
10.2.4 Guidance on completing each field within the AST is given below. A
worked example is given in Appendix C:
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Assessment
Distribution

Assessment of
significance

Public and other
stakeholder
acceptability
Technical and
operational
feasibility
Affordability and
deliverability
Risks

57

Describe qualitatively or demonstrate quantitatively or
monetarily how the option performs against the objectives.
Set out the significant distributional implications of the effects
described in the assessment. Examples include 57 :
• Wealth – the relative income of the group affected or
the distribution of income amongst those affected;
• Demography – ethnicity, age;
Transport options – car availability.
Seven-point score system, as used by guidance elsewhere in
the UK. The aim is to provide an indication of the magnitude of
the impact. As far as possible, significance scores should
reflect the absolute performance of an option under each
criterion. Where it is not possible to judge this, they should
reflect the relative option performance, enabling comparison.
Planners will have to use their judgement in cases where a
proposal would cause positive impacts in a certain
geographical area but negative impacts elsewhere, using the
assessment column to record this in brief (and providing further
details in the report as necessary).
Whether the proposal is likely to be accepted by the public and
stakeholders, which groups are likely to oppose and what are
the grounds for opposition.
Whether there are any barriers to the implementation and/or
operation of the scheme, which would be advantageous or
disadvantageous in relation to other options.
An indication of whether these costs can realistically be funded
and the proposal can be delivered. If not, the option could be
discarded at this stage.
What are the risks associated with the proposal implementation
and how they could be minimised.

The development of TPOs should have helped to identify the groups of interest from the perspective
of distribution. They could therefore be used as a starting point but should not be seen as
exhaustive, since undesired secondary outcomes of transport proposals may affect other groups
negatively.
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Guidance on Completing Table 10.2
10.2.5 There will normally be more than one option being appraised, thus it is
very useful for the decision maker if the relative performances of all
options are summarised. Table 10.2 provides the template for such a
summary, which comprises a brief description of the assessment and/or
the assessment summary. This table does not provide an answer, but
the basis for trade-offs to be made in order to enable informed
decisions.
10.2.6 Whilst planners are expected to arrive at an assessment of significance
for all criteria at both stages of the appraisal, it is not expected that the
scores will be used by the Welsh Assembly Government to make
comparisons across proposals of very different types or sizes. A
moderate adverse impact on heritage might prove an acceptable price
to pay for the very significant other benefits that a major transport
infrastructure scheme would bring. The same negative impact would
probably be sufficient to demonstrate that a small local scheme did not
merit approval. This example hopefully serves to show that deciding
between very different proposals is an art rather than a science.
Significance scores are generally more helpful when alternative options
for a single scheme are being compared.
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TABLE 10.1. APPRAISAL SUMMARY TABLE
Option Description:
Appraisal Criteria

Assessment

Distribution

Significance

Welsh Impact Areas
Economy
Transport Economic
Efficiency
EALI
Environment
Noise
Local Air Quality
Greenhouse Gas
Emissions
Landscape and
townscape
Bio-diversity
Heritage
Water environment
Soils
Society
Transport safety
Personal security
Permeability
Physical fitness
Social inclusion
Equality, Diversity &
Human Rights
Transport Planning Objectives
TPO 1
TPO 2
TPO n
Public acceptability:
Acceptability to other stakeholders:
Technical and operational feasibility:
Financial affordability and deliverability:
Risks:

179

Welsh Transport Planning and Appraisal Guidance - WelTAG

TABLE 10.2. SUMMARY OF APPRAISAL OF DIFFERENT OPTIONS
Summary of significance/other quantitative
finding
Option 1
Option 2
Option 3 (etc)

Appraisal Criteria
Welsh Impact Areas
Economy
Transport Economic
Efficiency
EALI
Environment
Noise
Local Air Quality
Greenhouse Gas
Emissions
Landscape and
townscape
Bio-diversity
Heritage
Water environment
Soils
Society
Transport safety
Personal security
Permeability
Physical fitness
Social inclusion
Equality, Diversity &
Human Rights
Transport Planning Objectives
TPO 1
TPO 2
TPO n
Public acceptability:
Acceptability to other stakeholders:
Technical and operational feasibility:
Financial affordability and deliverability:
Risks:
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TABLE 10.3. HEALTH IMPACT ASSESSMENT SUMMARY TABLE
Option Description:
Appraisal Criteria
Health Impact Assessment
Lifestyle / capacities affecting
health
Social and Community
Living conditions
Working conditions
Services (access and quality)
Socio-economic, cultural and
environmental and
sustainability factors
Macro-economic factors
Others

Assessment

Distribution

Significance

TABLE 10.4. EQUALITY, DIVERSITY & HUMAN RIGHTS SUMMARY TABLE
Option Description:
Appraisal Criteria
Assessment
Equality, Diversity & Human Rights
Race, ethnicity, colour or
nationality

Distribution

Significance

Sex or marital status
Disability: physical, sensory or
mental
Age
Religion or belief
Sexual orientation
Welsh language
Other: Lone parent, economic
inactivity, social and multiple
deprivation
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11

PARTICIPATION

11.1

Overview

11.1.1 In WelTAG, the word “participation” describes activities designed to
involve stakeholders in all aspects of the planning process. This term is
preferred because it has an active sense: those who participate in
planning do so in their own right. This is in contrast to “consultation”
where the participant is brought in at the discretion of the planner. The
Welsh Assembly Government uses the word “consultation” to describe
the process of presenting proposals to stakeholders, seeking their
comments and acting on the results. On this basis, consultation can be
seen as a subset of participation.
11.1.2 Phrases such as “we consulted widely” or “we consulted over an
extended period” are frequently heard in the context of transport
proposals. What is seldom heard is “we consulted well”, or “we listened
and you can see how our proposals have changed accordingly”.
WelTAG provides the foundation to develop meaningful participation
aimed at involving the relevant people in the development and delivery
of proposals.
11.1.3 The appearance of participation towards the end of this guidance does
not reflect the stage at which participation should be undertaken. On
the contrary, participation should be ongoing from the outset.
11.2

Purpose of Participation

11.2.1 The principal reasons for encouraging participation are that:
•

A better final decision will be reached; and

•

The implementation of that decision will be easier, cheaper and
quicker.

11.2.2 Associated goals are:
•

To get the public and organisations to feel a sense of ownership
over policies; and

•

To demonstrate the Welsh Assembly Government’s commitment
to open and responsive government.
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11.3

Policy and Legislative Framework

11.3.1 Whilst planners should initiate participation activities of their own
accord, their methods should comply with existing legislative and policy
requirements. Some of the key requirements to consider when
developing a Participation Strategy are:

EU Directive 2003/35
Aarhus Convention

European legislation has introduced consultation
within the assessment of environmental impacts
(e.g. SEA and EIA). By consulting as part of the
appraisal process, planners automatically comply
with these statutory requirements.

Transport and Works
Act 2006

This Act requires consultation on proposals at
defined stages. Inspectors considering planning
applications for highway schemes will always wish to
see evidence of consultation.

DMRB

Should the WelTAG process lead to a road proposal
or a proposal which includes a roads element, then
public consultation and participation needs to meet
the requirements in the DMRB.

Data Protection Act
1998
Freedom of Information
Act 2000

Care must be taken, when carrying out participation,
of any implications of these Acts.

Disability Discrimination
Act 2005

Welsh Language Act
1993

The Welsh Assembly Government's commitment to
the Welsh language was also stated in One Wales.
Participation, including all materials, should be
conducted in Welsh and English languages.
Interpreters must be available as appropriate.
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11.3.2 Whilst legislation and other guidance (such as RTP guidance) are
generally clear about when consultation should take place, they rarely
set out how it should be done. As a consequence, there is
considerable scope to comply with legislative requirements without
carrying out participation to a high standard. These requirements
should therefore constitute a baseline which planners should aim to
exceed by a healthy margin.
11.4

Guiding Principles

11.4.1 Whilst Wales is not bound by guidance issued by the Cabinet Office,
the following extract from its Code of Practice on Consultation 58 is
reproduced because it represents good sense.

58

•

Consult widely throughout the process, allowing a minimum of 12
weeks for written consultation at least once during the
development of the policy;

•

Be clear about what your proposals are, who may be affected,
what questions are being asked and the timescale for responses;

•

Ensure that your consultation is clear, concise and widely
accessible;

•

Give feedback regarding the responses received and how the
consultation process influenced the policy;

•

Monitor your (authority’s) effectiveness at consultation, including
through the use of a designated consultation coordinator;

•

Ensure your consultation follows better regulation best practice,
including carrying out a Regulatory Impact Assessment if
appropriate.

Code of Practice on Consultation (September 2005). The Better Regulation Executive, Cabinet
Office. http://www.berr.gov.uk/files/file44364.pdf
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11.5

Application to Strategies and Schemes

11.5.1 The principal differences between strategies and schemes are scope
and detail. A strategy will typically stand to influence a larger part of the
country (and, therefore, a larger group of people) than a scheme.
Planners can therefore expect to use different methods to encourage
participation for strategies than for schemes.
11.5.2 It is a common misconception that participation should only happen
once there is something well defined to discuss. On the contrary, it is
beneficial to conduct meaningful participation at the strategy stage,
which will provide the foundation for more collaborative and successful
participation during later stages. The principles that apply to carrying
out participation well at scheme level apply equally to carrying out
participation well at strategy level.
11.6

Developing a Participation Strategy

11.6.1 Participation should feature at all stages, from the development of
TPOs, through consideration and sifting of options to the appraisal and
refinement of a preferred scheme. Therefore, Planners should be
thinking about participation from the outset and should aim to develop a
participation strategy in tandem with the programme for the planning
process itself. A participation strategy need not be either a lengthy or
complex document. What is most important is that the planner shows
that consideration has been given to all the questions concerned.
11.6.2 A participation strategy will set out the following in a clear form:
•

Objectives and constraints;

•

How the participation process will inform the wider planning
process;

•

Who will be encouraged to participate;

•

The timing of participation activities;

•

The methods which will be used;

•

How the participation will be managed, including points such as
response times to enquiries and comments, and provision of
feedback to participants; and

•

How the participation process will be evaluated at its conclusion.
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11.6.3 Detailed guidance on each of the bullet points above is contained in
Appendix G. Also contained in Appendix G are details on:
•
•

11.7

The Principles of Participation; and
Methods of Participation

Reporting

11.7.1 The reporting requirements relating to the participation process are set
out in 5.7.8.
11.8

Evaluation - Learning from the Process

11.8.1 Whilst no participation strategy will leave all stakeholders entirely
satisfied, some work better than others. By establishing what went well
and what could have gone better; the planner can ensure that
subsequent participation strategies are more effective. The planner
should therefore devote some effort to finding out to what extent the
objectives for the participation strategy was actually met and why. This
may not require any additional research – it may be sufficient for those
involved to meet briefly and review the experience. If certain points
have proved particularly contentious or the planner has been forced to
revise the planning approach because of stakeholder opposition, it may
be appropriate to carry out a limited survey to establish why this was
and whether a different approach would have made matters better.
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12

MONITORING AND EVALUATION

12.1

Definitions

12.1.1 It is essential that, once implemented, a new proposal be subject to
planned evaluation and monitoring, in addition to regular revalidation of
the proposal throughout its development.
12.1.2 Monitoring is defined as “an on-going process of watching over the
performance of a project identifying problems as these arise and taking
appropriate action”, while Evaluation is used for “specific, postimplementation events, designed to assess the project performance
against established objectives and to provide in-depth diagnosis of
successes as well as deficiencies”. Therefore, by gathering and
interpreting information, monitoring and evaluation will track trends,
assess how the proposal performs against its objectives (in the short,
medium and long terms), identify any deficiencies and emerging issues,
and allow adjustments to be made.
12.2

Monitoring and Evaluation Plan

12.2.1 A monitoring and evaluation plan is a required output from the planning
and appraisal process, both for strategies and schemes, and will be a
condition of funding or approval. This plan will require the development
of indicators at a number of levels (e.g. regional indicators, sub-regional
indicators, local indicators and secondary indicators), and will enable
the Welsh Assembly Government to determine the proposals which
have been effective and resource efficient. The plan needs to be
consistent with the monitoring guidance in the Wales Transport
Strategy, the Wales Transport Strategy Draft Monitoring Plan and, if
relevant, the Regional Transport Plans.
12.2.2 The Wales Transport Strategy Draft Monitoring Plan performs the
following functions:
•

Sets out the National Transport Indicators for monitoring the
Wales Transport Strategy;

•

Provides guidance on the development of Regional Indicators for
monitoring the Regional Transport Plans;
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•

Provides advice on the monitoring of individual strategies or
schemes; and

•

Provides information on sources of information and availability.

12.2.3 The performance of the proposal should be assessed against the TPOs
at different stages:
•

Soon after implementation;

•

At a specific time after implementation, recognising that certain
transport proposals require time before the full benefits can be
realised; and

•

At regular monitoring intervals (annually), to assess the ongoing
effectiveness of the proposal. There is flexibility in the setting of
these intervals in that different proposals may need to be
monitored more regularly than others.

12.2.4 It is important to try to distinguish the monitored impacts of the proposal
from any other impacts brought about due to reasons other than the
proposal (e.g. further changes in the network, the introduction of a new
mode, or other long term socio-economic changes), otherwise the
results of this exercise will be misleading. It is not possible to prescribe
how this can be achieved in every case, since each situation can be
very different. Even when the availability of data is a problem, the
planner will be expected to demonstrate that what is being monitored is
as close as possible to the impacts of the scheme or strategy. An
example could be the monitoring of CO2 emissions from a new road
scheme, which creates increasing traffic volumes year on year. If after
15 years cars stopped (or drastically reduced) producing CO2
emissions due to technological improvements, one could not attribute
these benefits to the scheme.
12.2.5 Monitoring and evaluation will provide evidence of the successes and
failures of the implemented proposal. The data required in this stage
may include some of the following:
•

Passenger usage on public transport, cars, cycles and walking;

•

Journey time;

•

Safety records;

•

Operation costs;

•

Employment; and

•

Environmental impacts.
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12.2.6 There is no prescription as to the structure and contents of the
monitoring and evaluation plan, and it does not need to be resourceintensive. The important aspect is that it sets out what will be
monitored (indicators), when and how. Risk assessment plans should
also form part of the monitoring process and, in particular, the
monitoring and evaluation plan.
12.2.7 The final task in the monitoring and evaluation plan should be the
production of a monitoring and evaluation report, but this is outside the
scope of WelTAG.
12.3

SEA Requirements

12.3.1 The SEA Regulations for Wales require that all competent authorities
(including local authorities and the Welsh Assembly Government)
monitor and evaluate the significant environmental impacts from a
strategy (i.e. plans and programmes subject to the SEA Directive). It
prescribes the production of a monitoring report in order to identify
unforeseen significant adverse effects at an early stage and be able to
undertake appropriate remedial action (as required by Article 10).
12.3.2 These monitoring arrangements do not, necessarily, have to be set up
with the purpose of complying with the Regulations, and can be existing
monitoring activities set up for other reasons (e.g. in relation to local air
quality management strategies). The Regulations do not specify what
form this monitoring and evaluation should take.
12.3.3 Responsible Authorities are encouraged to consider how to react if
monitoring reveals adverse effects. While the SEA Directive and
Regulations do not create new obligations on environmental protection,
other legislation or policies may require action on the part of the
Responsible Authority or another body (refer also to the SEA Practical
Guide). Details of any contingency arrangements could be included in
the mitigation measures set out in the Environmental Report. This may
include giving feedback to those responsible for plans and programmes
higher up in the hierarchy on the effects of these plans and
programmes.
12.3.4 Further details concerning the SEA requirements are presented in
Appendix E.
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13

GLOSSARY AND TERMINOLOGY
3Rs: Regeneration, Renewal and Regional Development
AONB: Area of Outstanding Natural Beauty.
Appraisal: refers to the ex-ante analysis of a proposed investment
proposal to determine its merit and acceptability in accordance with
established decision-making criteria.
Assessment: term used to describe either appraisal or evaluation.
AST: Appraisal Summary Table.
Benefit-Cost Ratio (BCR): the present value of the benefit stream
divided by the present value of the cost stream.
Cadw: Cadw is a Welsh word which means 'to keep'. Cadw's mission is
to protect, conserve, and to promote an appreciation of the built
heritage of Wales.
CO2: Carbon Dioxide.
Cost-Benefit Analysis (CBA): conceptual framework applied to any
systematic, quantitative appraisal of a public or private proposal to
determine whether, or to what extent, that proposal is worthwhile from
the perspective of welfare economics. CBA differs from a
straightforward financial appraisal in that it considers all gains (benefits)
and losses (costs) regardless of to whom they accrue. CBA usually
implies the use of accounting prices. Results may be expressed in
many ways, including internal rate of return, net present value and
benefit cost ratio.
DEFRA: Department of Environment, Food and Rural Affairs
DETR: Department for Transport, Environment and the Regions (19972001)
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DfT: Department for Transport (2002-present)
DTLR: Department for Transport, Local Government and the Regions
(2001-2002)
Discount rate: the annual percentage rate at which future values are
discounted to the present. Financial discount rate and economic
discount rate may differ, in the same way that market prices may differ
from accounting prices.
Discounting: the process of adjusting the future value of a cost or
benefit to the present by a discount rate, i.e. by multiplying the future
value by a coefficient.
EALI: Economic Activity and Location impacts.
EIA: Environmental Impact Assessment.
EIR: Economic Impact Report
Evaluation: Retrospective analysis of a proposal to assess how
successful or otherwise it has been, and what lessons can be learnt for
the future. The terms ‘Policy evaluation’ and ‘Post-project evaluation’
are often used to describe evaluation in those two areas.
GIS: Geographic Information System.
GOMMMS: Guidance on Methodologies for Multi- Modal Studies
GQA: General Quality Assessment.
GVA: Gross Value Added.
HIA: Health Impact Assessment.
IEMA: Institute of Environmental Management and Assessment.
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IMD (Index of Multiple Deprivation): The IMD represents how
deprived an area is in terms of a combination of the following domains
at different levels of significance (weightings in brackets): Income
(25%); Employment (25%); Health Deprivation and Disability (15%);
Education, Skills and Training (15%); Housing (10%); and Geographical
Access to Services (10%). Information about the IMD can be obtained
from the Office of National Statistics.
Monitoring: the systematic examination of the state of advancement of
an activity according to a predetermined calendar and on the basis of
significant and representative indicators.
Multi-Criteria Analysis: an assessment method that considers
performance against many objectives and that can include the
attribution of a weight to each measurable objective.
NATA: New Approach To Appraisal
Net present value (NPV): the quantity that results when the discounted
value of the expected costs of an investment are deducted from the
discounted value of the expected benefits.
NNR: National Nature Reserve.
NOx: Nitrogen Oxides.
Objective 1: Was an EU funding programme between 2006-2006. The
Objective 1 scheme has been replaced by the EU Convergence
Programme.
Objective 2: Was an EU funding programme between 2006-2006. The
Objective 1 scheme has been replaced by the EU Regional
Competitiveness and Employment Programme.
PM: Particulate Matter.
PM10: Particulate matter measuring 10 micrometres (µ) or less, the
generally accepted measure in UK and Europe
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Programme: a co-ordinated series of different proposals where the
policy framework project purpose, the budget and the deadlines are
clearly defined.
Project: it refers to an investment activity upon which resources (costs)
are expended to create capital assets that will produce benefits over an
extended period of time, and that logically lends itself to planning,
financing, and implementing as a unit. A project is thus a specific
activity, with a specific starting point and a specific ending point, that is
intended to accomplish a specific objective. It can also be thought of as
the smallest operational element prepared and implemented as a
separate entity in a national plan or program. A project may produce
benefits that can be valued in money terms or it may produce benefits
that are intangible.
Project evaluation: the last phase of the project cycle. It is carried out
to identify the success factors and the critical areas in order to
understand and to disseminate the lessons learnt for the future.
Present Value (PV): the quantity obtained when a sequence of money
values is discounted to a reference year and summed.
QoL: Quality of Life.
QRA: Quantified Risk Assessment.
RAILPAG (Rail Project Appraisal Guidelines) aim at providing a
common framework for the appraisal of railway projects across the EU.
Promoters are recommended to follow this best practice in Cost Benefit
Analysis in presenting financing proposals to the European Commission
or the European Investment Bank.
ROAMEF: Rationale, Objectives, Appraisal, Monitoring, Evaluation and
Feedback
RPI: Retail Price Index.
RTP: Regional Transport Plan.
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SAC: Special Areas of Conservation.
SEA: Strategic Environmental Assessment.
SMART Objectives: Objectives which are specific, measurable,
attainable, relevant and timed
SPA: Special Preservation Areas.
SSSI: Site of Special Scientific Interest.
STAG: Scottish Transport Appraisal Guidance.
Stakeholder is any individual or group with an interest in the proposal
under consideration. Members of the public are therefore stakeholders,
just as elected members are.
TAN: Technical Advice Notes giving guidance to local authorities on
planning subjects
TEE: Transport Economic Efficiency.
TPOs: Transport Planning Objectives
WebTAG: The Department for Transport’s website for guidance on the
conduct of transport studies
WelTAG: Welsh Transport Planning and Appraisal Guidance.
WIAs: Welsh Impact Areas
WTS: Wales Transport Strategy.
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A1.

INTRODUCTION

A1.1

This appendix sets out in more detail the modelling decisions to be made
and the main sources of advice

A1.2

The use of modelling tools and the level of detail needs to be compatible
with the value of the proposal being considered and the appraisal stage.

A2

Available Sources of Modelling Advice

A2.1

WelTAG does not attempt to repeat extensive information already
available on modelling which is fully relevant for Wales. More
substantial advice on models can be found in:
•

Appendix B of STAG (Transport Scotland, 2006);

•

Section 3.1 of WebTAG;

•

WebTAG Unit 3.10. Variable Demand Modelling

•

GoMMMS (incorporated into WebTAG Unit 1.2); and

•

Evaluation of the Multi-Modal Study Process: Modelling and
Appraisal (John Bates et al., 2004).

A2.2 The following section provides an overview of modelling principles and
the decisions to be made. The remaining sections review the main sources of
modelling advice for:
•

Variable demand modelling;

•

Speed-Flow relationships in traffic models;

•

Public transport schemes;

•

Walking and cycling; and

•

Freight.

A3.

PRINCIPLES OF MODEL SELECTION

A3.1

WebTAG Unit 3.1.1 provides an overview of principles of modelling and
the considerations to be made. Below is an overview of the key
considerations.

A3.2

In cases where modelling is required, the choice of modelling approach
will depend on a number of considerations, including:
•

model and data availability;

•

study requirements and circumstances;

•

nature of proposals;

•

size of the area of influence; and
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•

timescale and resources and level of detail aimed for.

A3.3

Clearly, the level of detail in the simulation of the transport impacts
needs to be compatible with the value of the proposal under
consideration for appraisal, the state of readiness in the development
process and whether the appraisal is at Stage 1 or 2. The availability of
a transport model network and demand data will normally be a factor in
selecting the type of model to be used.

A3.4

The approach is likely to be based on the four basic modelling stages:
•
•
•
•

A3.5

Trip generation (the extent to which new trips are attracted onto
the network);
Trip distribution (the extent to which trips are transferred to other
destinations offering lower generalised cost of travel);
Modal share (the extent to which travellers switch modes); and
Assignment (whether route choice is affected).

In order to develop the appropriate demand matrices, it is necessary to
address some of the key dimensional issues and definitions:
•
•
•
•
•

Zoning;
Time periods;
Purposes;
Modes; and
Person types, including car availability.

A3.6

Data collection and surveys are usually needed, whether as a
substitute to the analysis undertaken by a transport model or as the
main source of input to it (see Appendix E for details on databases
available for Wales). Of particular relevance, Tempro sets out
forecasts of the growth for all transport modes. Where developments
or other land use changes are expected to occur, their effects should
be reflected in the forecasts.

A3.7

Although models can be used to estimate transport changes in the
present or future years, the most useful appraisal scenarios are:
•

Do-Minimum or Reference Case – this scenario reflects a future
year network and demand, considering all changes that will take
place (i.e. network changes, growth factors, land use
development, etc.) but excluding the implementation of the
scheme or strategy under consideration. This often corresponds
to the opening year, but can also be some years after opening,
when any ramp-up effects have taken place. It is also possible
to develop two or more forecast years (e.g. 10 to 15 years after
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•

the opening year), and this can be helpful to determine the
impacts of proposals which are phased or expected to have
cumulative or delayed effects. For strategies, it is possible that
the timeframe for appraisal will be longer than for schemes (for a
Regional Transport Plan, for instance, the Do-Minimum year
should be consistent – if not the same – with the lifetime of the
plan or of any overarching regional or national strategy); and
Do-Something – as the Do-Minimum, but including the scheme
or strategy under consideration. Several Do-Something
scenarios may be developed in order to assess the impacts from
different alternative options. In the case of Regional Transport
Plans, Strategic Environmental Assessment regulations require
that at least two options are appraised (a preferred and a next
best alternative).

A3.8

For the purpose of using model outputs in the appraisal of proposals, it
is important to develop techniques for the expansion of the data from
the modelling periods so that a full year is represented. A number of
separate annualisation factors may need to be developed to represent
each of the modelled periods (e.g. AM peak, inter-peak, PM peak, daily,
3-hour peak period), and these factors may need to consider the
relative use of different modes at different times of the day, days of the
week and months of the year.

A3.9

Different annualisation factors may be required to represent vehicle
flows, modal shifts to public transport and congestion relief. This need
arises since in urban transport systems where there is significant
congestion, the propensity to transfer modes and generate congestion
relief benefits increases more than proportionately with the level of
demand. In the case of an inter-urban study, where congestion may be
less of an issue, single annualisation factors may be appropriate for
flows, modal shifts and congestion relief.

A4.

VARIABLE DEMAND MODELLING

A4.1

The Department for Transport has officially released new guidance on
variable demand modelling (WebTAG Unit 3.10). The advice would
replace existing Departmental guidance on Induced Traffic Appraisal (in
DMRB 12.2.2) and extends the types of scheme for which the effects of
variable demand on scheme benefits and the level of induced traffic has
to be estimated quantitatively. A computer programme, DIADEM, is
available for undertaking variable demand modelling.

A4.2

The advice should be used forthwith on all Trunk Road schemes unless
a stage has been reached at which in the opinion of the overseeing
organisation, its use would result in an unacceptable delay to progress.
It is recommended for use for other types of scheme, and will be
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required for these schemes where public finance from the Welsh
Assembly Government is sought and the application will be considered
after the 1st June 2007 (see exceptions below).
A4.3

An overview of the advice and a description of the underlying principles
are set out in Variable Demand – Overview (WebTAG Unit 2.9.1) and An
Introduction to Variable Demand Modelling (WebTAG Unit 2.9.2). This
material is aimed at project managers and provides useful background
information. The detailed advice for analysts is provided as four
WebTAG units:
•

•

•

•

A4.4

Modelling variable demand takes into account a range of transport
demand responses, such as:
•
•
•
•
•
•
•

A4.5

VDM Preliminary Assessment Procedures (WebTAG Unit
3.10.1),, that defines criteria to enable analysts to decide
whether the effects of variable demand seriously undermine the
justification for their scheme;
VDM Scope of the Model (WebTAG Unit 3.10.2), that gives the
guidance required to specify the scope of a variable demand
model;
VDM Key Processes (WebTAG Unit 3.10.3) that describes the
form of variable demand mechanisms and the circumstances
when they are suitable to be used;
VDM Convergence Realism and Sensitivity (WebTAG Unit
3.10.4) sets out appropriate convergence standards together
with the required realism and sensitivity tests needed to provide
evidence about the robustness of the model. A further WebTAG
unit of technical appendices will be released at a later date.

Retiming journeys, for instance, to take advantage of changes in
network conditions;
Travelling to new destinations;
Switching to, or from, car in preference to other modes;
Switching from travelling as a car passenger to driving;
Increasing or reducing the frequency of some journeys;
Making entirely new journeys; and
Changing the patterns of land use, in the longer term, which
impact on trip patterns.

The only instances where variable demand modelling is not required are
when:
•

The scheme is small, both spatially and in terms of its effect on
travel costs. Schemes with a capital cost of less than £5 million
can generally be considered as small (a trade off must be made
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•
•

between the resources needed to carry out this analysis and the
concern not to bias the appraisal against small schemes); or
There is no congestion on the network in the forecast year (10 to
15 years after opening), in the absence of the scheme; and
The scheme will have no appreciable effect on competition
between private and public transport in the corridor(s) containing
the scheme.

A5.

SPEED-FLOW RELATIONSHIPS IN TRAFFIC MODELS

A5.1

The Department for Transport has published on its website 1 a report that
discusses the following issues:
•
•
•
•
•

Those software packages that offer the ability to model separate
speed/flow relationships by vehicle type.
The use of speed cut-offs at flows higher than capacity.
The convergence of traffic speeds and flows to equilibrium.
The non-uniqueness of the routes used by different classes of
vehicles.
Conversion from vehicles to passenger car equivalents in traffic
modelling.

A5.2

The overall conclusion from his report is that, were the Department to
require the use of separate speed/flow relationships for light and heavy
vehicles of the DMRB form, modellers could accommodate such a
requirement. The need for additional Department for Transport
guidance on these topics will be kept under review.

A6.

MODELLING ADVICE FOR PUBLIC TRANSPORT

A6.1

The Department for Transport has released new guidance on Public
Transport Modelling and Forecasting. The guidance replaces the Major
Scheme Appraisal in Local Transport Plans: Part 3.

A6.2

An overview of the advice on the development and use of models
suitable for forecasting the demand for major public transport schemes
is set out in the Introduction to Forecasting Models for Public Transport
Schemes (WebTAG Unit 2.10.1). Together with Introduction to Model
Structures for Public Transport Schemes (WebTAG Unit 2.10.2), the
advice aims to ensure that demand forecasts for new public transport
schemes are made on a consistent and reliable basis, that the models

1

Speed Flow Relationships in Traffic Models (2007) The Denvil Coombe Practice, Integrated
Transport Economics and Appraisal Division, Department for Transport.
http://www.dft.gov.uk/pgr/economics/rdg/speedflowrelationships
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used are appropriate to the type of scheme and its circumstances, and
that the information required by the appraisal is provided.
A6.3 The detailed advice for analysts is provided as four WebTAG units:
•

•

•

•

•

Model Structures and Traveller Responses for Public Transport
Schemes (WebTAG Unit 3.11.1) provides guidance on the
structure of appropriate forecasting tools for major public
transport schemes including: the necessity of certain model
components on the basis of the objectives and likely
consequences of the scheme; good practice in the application of
the full range of model components; and, the decision-making
process for determining model structures, guided by examples of
major public transport schemes.
Road Traffic and Public Transport Assignment Modelling
(WebTAG Unit 3.11.2) provides detailed advice on assignment
methods for public transport models and covers the following
topics: methods of estimating changes in road traffic congestion
as a result of a public transport scheme; where to find advice on
the development of road traffic assignment models; how to
achieve convergence of these models and how they should be
validated; the development of public transport passenger
assignment models; assignment methods; generalised costs;
path building; cost skimming; convergence and validation of
public transport passenger assignment models; the design and
conduct of travel demand surveys required for public transport
model development; the creation of matrices of public transport
passenger trips; the responses of public transport operators to
changes in demand; and commercial software capabilities.
Mode Choice Models: Bespoke and Transferred (WebTAG Unit
3.11.3) provides advice for modelling and appraisal of major
public transport schemes: guidance on the decision of when it
may be appropriate to develop a bespoke mode choice model or
transfer a demand model and/or any of its components; guidance
on the process of developing bespoke mode choice models; and
advice on procedures for transferring mode choice models where
this is appropriate.
Forecasting and Sensitivity Tests for Public Transport Schemes
(WebTAG 3.11.4) that will be completed as soon as a The
Treatment of Uncertainty in Model Forecasting (a new WebTAG
Unit) is published.
Expert Guidance on the Mixed Logit Model: Procedures and
Documentation (WebTAG Unit 3.11.5) provides guidance on the
procedures and documentation that should be required when
applying Mixed Logit to the modelling of major public transport
schemes.
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A7.

MODELLING ADVICE FOR WALKING AND CYCLING

A7.1

The modelling of walking and cycling is much less developed than for
highway or public transport, but official guidance is available in
WebTAG. To date, most of the focus on pedestrian modelling has been
on locations where flows and congestion levels are high, notably railway
stations and public transport interchanges. Similarly, modelling tools for
airports, where pedestrian flow is more complex, have also been
developed. Where schemes for such locations are being developed,
then these existing tools (such as PEDROUTE, PAXPORT and Legion)
can be utilised. The application of these tools is essentially identical to
that of network modelling tools to highway and public transport schemes:
base data on supply and demand is collected, models constructed,
future year growth scenarios developed and schemes tested. Outputs
are available for economic appraisal, although it may not be consistent
with the requirements of TUBA (please refer to section Error!
Reference source not found.).

A7.2

The modelling of walking and cycling at a network level is possible
through the application of standard network modelling tools (SATURN,
TRIPS, emme/2, etc.), applying the same principles and methodologies
as the modelling of more mainstream highway and public transport
schemes. The public transport functionality of such tools will allow fixed
speed networks to be developed; more advanced applications can utilise
the highway modelling functionality, essentially modelling cyclists and
pedestrians as vehicles. Speed flow curves and even junction controls
can then be modelled.

A7.3

In practice, there are many practical issues in the wide area network
modelling of walking and cycling. The scale and pattern of travel
demands (intensive pedestrian flows at key points through to low and
dispersed walking and cycling flows) can make data collection
problematic. Network data can be collated (either using data from
existing models or easily available datasets such as Ordnance Survey
Integrated Transport Network data). However, such data is not readily
available in Wales and consideration will need to be given to the
specification of network capacities and the associated detailed model
parameters, such as speed flow curves.

A7.4

Where a specific proposal will have a very discrete impact on walking
and cycling times, say a new bridge over a waterway or major road, then
more ad-hoc methods could be applied. For example, a spreadsheet
model could be developed which focuses on a handful of key walking
routes and flows and analyses the impacts of the new facility in reducing
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journey times; data for economic appraisal can then be produced and
analysed.
A7.5

Whilst the above will enable appraisal of walking and cycling schemes
that seek to improve journey times and accessibility, many schemes that
are promoted, especially for walking, are based on improving conditions
and amenity. Reductions in journey times are not the principal benefit;
in fact many schemes will see no changes in journey times at all. Such
schemes focus on improving amenity, both as an end in itself and in
order to encourage walking and cycling; it is also often undertaken as
part of wider policy to promote wider economic benefits.

A7.6

The appraisal of such schemes will therefore need to focus on the value
of amenity benefits. Monetary values for amenity improvements (such
as seating, lighting, security measures and surface treatments) can be
derived through bespoke Stated Preference surveys. The value of the
improvement can then be applied to the volume of demand to produce
an overall monetary benefit, which can then be offset against the capital
and operating costs to produce an economic appraisal. Such an
approach has been developed for a study to measure the benefits of
pedestrian improvements to the London Strategic Walks Network 2 . The
study employed monetary values developed by Transport for London for
the range of amenity improvements listed above to value improvements
to Underground stations. It was recognised that the value may not be
entirely transferable, but provided a basis for the analysis. Clearly,
where local and relevant values can be obtained, then a robust appraisal
can be produced.

A8.

MODELLING ADVICE FOR FREIGHT

A8.1

Advice on freight appraisal is available on WebTAG Unit 3.1.4. Freight
modelling is particularly challenging and for small schemes it may be
reasonable to assume freight origin-destination matrices remain the
same between “Do-Minimum” and “Do-Something” scenarios.

A8.2

In order to estimate freight volumes, goods vehicle traffic count data is a
relatively good starting point, however it must be borne in mind that,
particularly in an urban context, a significant proportion of the goods
movements is undertaken by light goods vehicles (LGV). These
vehicles are also used for personal travel and other business purposes,

2

Valuing Walking: Valuing Improvements to the Public Realm (August 2005) Colin Buchanan and
Accent MR.
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so it would be necessary to quantify the proportion of these vehicles that
can be classified as freight. This may be done in three ways:
•

•
•
•
A8.3

3

Applying the Department for Transport’s ‘Transport Statistics
data’ on the proportion of LGV/cars trips associated with
business uses (reflecting the national patterns);
Applying other national transport statistics, such as the Survey of
Van Activity 3 ;
Undertaking roadside interview of a sample of LGV/car users; or
Using knowledge of the market to identify the propensity to which
different vehicle types would be used to carry freight.

Estimating growth in freight volumes that can be used for appraisal in
future years, there are indices for expected growth by different vehicle
types available from the Department for Transport. Alternatively, a more
robust analysis of freight specific growth associated with the area under
consideration would require an analysis of the market conditions and the
potential impacts of key driving factors in future years.

National Statistics, 2005, Transport Statistics Bulletin, Survey of Van Activity 2004, produced by
Transport Statistics: DfT, June 2005.
http://www.dft.gov.uk/pgr/statistics/datatablespublications/freight/surveyvan/
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APPENDIX B:
WORKED EXAMPLE FOR THE PLANNING STAGE
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EXAMPLE: IMPROVING TRANSPORT LINKS BETWEEN HISTON
AND GROTLEY

B1.

INTRODUCTION

B1.1

Histon and Grotley are two medium sized towns in a local authority
area that is predominantly rural, but with some key towns positioned
across the area. This example outlines the potential solutions to travel
problems in the area, with the aim of effectively and efficiently
managing travel between the two towns. Currently, the local area is
characterised by the following:
•

Residential, industrial and commercial development in and
around the town centres;

•

Historic town centre in Grotley;

•

Commuter traffic between the two town centres;

•

Lack of a quality public transport alternative;

•

Environmentally sensitive conservation area of Glen Park;

•

High private car ownership per household;

•

Significant population of elderly and school children (reliant on
public transport).
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B2.

IDENTIFICATION OF PROBLEMS AND OPPORTUNITIES

B2.1

Problems and constraints have been revealed from a variety of sources,
including:

B2.2

•

Regional Transport Plan development process;

•

Route Management Strategies;

•

Public pressure;

•

General observations; and

•

Stakeholder consultation.

The problems and opportunities identified from this process are
summarised below:

Problems
•

The highway network is subject to significant congestion and delays,
particularly at peak times or in case of accident
• The majority of the route is single carriageway and predates high
private vehicle ownership. There is limited scope for increasing capacity
• There are Isolated road sections where carriageways have been
widened; but this creates bottle necks at peak times
• There are no existing viable public transport alternatives
• There is only one bus per hour via a circuitous route
• There is no direct rail link
• Gradual development in the area has worsened the problem adversely
affecting the economy of both towns
• Essential services are located in the town centres including
employment, education, shopping and leisure
Opportunities
•
•
•
•
•
•

Introduce new technology and lead Wales in providing quality mass
transit system
Extend the local rail network
Creating additional public transport capacity to induce shifts from cars,
without reducing much current road capacity
Make use of a disused rail corridor
Improving accessibility to local economic activity centres
Contribute to matching skills to jobs
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B3.

TRANSPORT PLANNING OBJECTIVES FOR PROPOSALS

B3.1

A set of Transport Planning Objectives (TPOs) has been developed.
They were generated from analysis of:
•
•
•
•
•

The Wales Transport Strategy outcomes, Strategic Priorities for
transport and Regional Transport Plan objectives;
The socio-economic context of Histon and Grotley and analysis
of their socio-economic development needs;
The problems, issues and constraints facing Histon and Grotley
and potential opportunities;
The environmental and quality of life aspirations and the
relationship between these and transport issues;
The desire for improvements as identified through public and
stakeholder workshops.

Transport Planning Objectives
To improve accessibility to education and employment
TP01
opportunities for people without a car;
To improve public transport journey times by at least 20% for
TP02
local trips;
TP03 To reduce traffic congestion and delay in Histon and Grotley;
TP04 To improve the actual and perceived safety of travel;
To improve the impact of transport on local landscapes,
TP05
townscapes and heritage;
To reduce the contribution of transport to air pollution and
TP06
greenhouse gas emissions.
B3.2

Table B3.1 shows the relationship between TPOs and transport
problems. The scale of fit illustrates the extent to which the objectives
address the existing transport problems in the town. Table B3.2 shows
the interaction between TPOs and Wales Transport Strategy outcomes.
The scale of fit illustrates the extent to which the objectives address
overarching objectives for transport in Wales. Table B3.3 shows the
interaction between TPOs and Strategic Priorities. The scale of fit
illustrates the extent to which the objectives address the Welsh
Assembly Government’s priorities for transport over the next five years.
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Table B3.1. HOW OBJECTIVES COVER PROBLEMS AND CONSTRAINTS

The majority of the route is single
carriageway and predates high
private vehicle ownership. There is
limited scope for increasing
capacity

To improve the actual and perceived safety of travel;
To improve the impact of transport on local landscapes,
townscapes and heritage;
To reduce the contribution of transport to air pollution and
greenhouse gas emissions.

Essential services are located in the
town centres including employment,
education, shopping and leisure

Transport Planning Objectives (TPOs)
To improve accessibility to education and employment
opportunities for people without a car
To improve public transport journey times by at least 20% for
local trips;
To reduce traffic congestion and delay in Histon and Grotley;

Gradual development in the area
has worsened the problem
adversely affecting the economy of
both towns

Major fit

There is no direct rail link

Moderate fit

There is only one bus per hour via a
circuitous route

Minor fit

There are no existing viable public
transport alternatives

9
99
999

There are Isolated road sections
where carriageways have been
widened; but this creates bottle
necks at peak times

KEY

Constraints

The highway network is subject to
significant congestion and delays,
particularly at peak times or in case
of accident

Problems

9

9

99

99

99

9

999

9

999

999

9
9
9

999
9
9

999
9
9

99

99

99

9

9

9

99

9

9

9

9

9

9

9
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TABLE B3.2. TPO’S RELATED TO WALES TRANSPORT STRATEGY OUTCOMES

Wales Transport Strategy Outcomes

9
9
9

9
9
9

To reduce the contribution of
transport to air pollution and
greenhouse gas emissions

Major fit

To improve the impact of
transport on local landscapes,
townscapes and heritage

Moderate fit

To improve the actual and
perceived safety of travel

Minor fit

To reduce traffic congestion
and delay in Histon and
Grotley

9
99
999

To improve public transport
journey times by at least 20%
for local trips

KEY

To improve accessibility to
education and employment
opportunities for people
without a car

Transport Planning Objectives (TPOs)

Social Outcomes
Improve access to healthcare
Improve access to education, training and lifelong
learning
Improve access to shopping and leisure facilities

999

Encourage healthy lifestyles

9

Improve the actual and perceived safety of travel

9
999

Economic Outcomes
Improve access to employment opportunities
Improve connectivity within Wales and internationally
Improve the efficient, reliable and sustainable movement
of people

999
9
9

9
9
999

9
9
999
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Wales Transport Strategy Outcomes
Improve the efficient, reliable and sustainable movement
of freight
Improve access to visitor attractions

9

999
9

To reduce the contribution of
transport to air pollution and
greenhouse gas emissions

Major fit

To improve the impact of
transport on local landscapes,
townscapes and heritage

Moderate fit

To improve the actual and
perceived safety of travel

Minor fit

To reduce traffic congestion
and delay in Histon and
Grotley

9
99
999

To improve public transport
journey times by at least 20%
for local trips

KEY

To improve accessibility to
education and employment
opportunities for people
without a car

Transport Planning Objectives (TPOs)

9

Environmental Outcomes
Increase the use of more sustainable materials
Reduce the contribution of transport to greenhouse gas
emissions
Adapt to the impacts of climate change
Reduce the contribution of transport to air pollution and
other harmful emissions
Improve the impact of transport on the local environment
Improve the effect of transport on our heritage

9
9
9

9
9
9
9
9

999
999
999
99
999

9

Improve the impact of transport on biodiversity
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TABLE B3.3. TPO’S RELATED TO STRATEGIC PRIORITIES

Strategic Priorities
Reducing greenhouse gas emissions and other
environmental impacts from transport
Integrating local transport
Improving access between key settlements and
sites
Enhancing international connectivity; and
Increasing safety and security

9

99

9

9

9

99

9

9
9
9

To reduce the contribution of
transport to air pollution and
greenhouse gas emissions

Major fit

To improve the impact of
transport on local landscapes,
townscapes and heritage

Moderate fit

To improve the actual and
perceived safety of travel

Minor fit

To reduce traffic congestion and
delay in Histon and Grotley

9
99
999

To improve public transport
journey times by at least 20% for
local trips

KEY

To improve accessibility to
education and employment
opportunities for people without a
car

Transport Planning Objectives (TPOs)

99

999

999
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B

IDENTIFYING POSSIBLE SOLUTIONS

B4.1 Four options have been developed to help meet the TPOs. The option
generation process involved:
•

A review of existing transport plans and proposals;

•

Ongoing consultation exercises with key stakeholders;

•

Brainstorming sessions;

•

A good understanding of the transport network in Histon and
Grotley and the sub-region;

•

Researching successful solutions that have been implemented
elsewhere; and

•

Constant review of the problems, constraints, opportunities,
Wales Transport Strategy outcomes, strategic priorities and
TPOs.

B4.2 The initial option development stage identified the following options:
•

Heavy Rail;

•

Light Rail;

•

Guided Busway; and

•

Improving existing bus services.

B4.3 Further defining the options resulted in the removal of ‘measures to
improve the existing bus services’ as a possible solution. Bus priority
schemes, increasing the frequency of buses and increasing the number
of bus stops were discarded on the grounds that:
•

The highway network is too narrow and congested;

•

Similar efforts to widen parts of the road network in the area
have had a minimal impact on journey times;

•

Strong evidence to show low modal shift to buses from private
cars;

•

Conspicuous lack of reliable public transport in the area; and

•

Pressure on the government to considerably improve journey
times.

B4.4 The following options were taken forward to a Stage 1 appraisal:
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Option 1: Heavy Rail Link
• Provide a rail link between Histon and Grotley
• Partial use of disused rail line
• Circuitous route around Glen Park; no disruption to environment
• No penetration of town centre
• Connection to the wider rail network
• Integration with bus feeder services
• Half hourly service with potential to increase frequency based on demand
Option 2: Light Rail Link
• Provide a light rail service between Histon and Grotley
• Partial use of disused rail line
• Circuitous route around Glen Park; no disruption to environment
• Good town centre penetration
• Integration with regular bus feeder services
• 15 minute service intervals
• Opportunity to improve local townscape
Option 3a: Guided Busway Route 1
• Provide a direct bus service between Histon and Grotley
• Partial use of the disused rail line
• Possible option is to build a track through Glen Park
• Reconnects to the local road network when approaching the town centres
• Good town centre penetration
• Integration with regular bus feeder services
• 15 minute service intervals
• Major disruption to the environment
Option 3b: Guided Busway Route 2
• Provide a direct bus service between Histon and Grotley
• Partial use of disused rail line. Circuitous route around Glen Park
• Reconnects to the local road network when approaching the town centres
• Good town centre penetration
• Circuitous route but little disruption to the environment
• Integration with bus feeder services
• 15 minute service intervals
B4.5

Table B3.4 summarises the fit between each option and the TPOs.
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999
99
9

8
88
888
Moderate benefit
Minor benefit

0

Neutral
Minor disbenefit

Moderate disbenefit
Major disbenefit

Options for Appraisal

Option 1: Heavy Rail Link

Option 2: Light Rail Link

Option 3a: Guided Busway Route 1

Option 3b: Guided Busway Route 2

9
999
99
99
9
999
99
99
9
99
999
999
9
99
8
8
9
9
9
9
99
99
888
9

To reduce the contribution of
transport to air pollution and
greenhouse gas emissions

To improve the impact of
transport on local landscapes,
townscapes and heritage

To deliver a public transport
system that improves the actual
and perceived safety of travel

To reduce traffic congestion and
delay in Histon and Grotley

To improve public transport
journey times by at least 20% for
local trips

Major benefit

To provide a viable, innovative
and sustainable mass transit
system between Histon and
Grotley

KEY

To improve accessibility to
education and employment
opportunities for people without a
car
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Table B3.4. The relationship between TPO’s and Options for Appraisal
Transport Planning Objectives (TPOs)

9
9
9
9
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APPENDIX C:
WORKED EXAMPLE: APPRAISAL SUMMARY TABLES
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C1.

SCHEME DESCRIPTION AND OBJECTIVES

C1.1

This is a hypothetical example of a trunk road in Mid Wales forming part
of the strategic north-south road network. The improvement of the
fictitious A9 between Llwytmor and Rhoslan covers about 6 km and
aimed at reducing severance caused by traffic for communities along the
A9 corridor, improving accessibility and safety, providing safe overtaking
opportunities and reducing journey times. The scheme includes the
construction of a new relief road (bypass).

C1.2

The proposed new route integrates with government’s commitment to
increase prosperity through a modern transport system, reducing rural
isolation, and fulfils the local authority’s strategy to direct traffic along
routes best able to cope.

C1.3

Options other than road infrastructure were considered and rejected
during the “Option Development and Testing” stage.

C2.

CHARACTERISTICS OF THE AREA

C2.1

The area is rural in character with the highest private car ownership per
household in Wales, significant in-migrant population and low income
levels. The area does not suffer from problems of deprivation and social
exclusion.

C2.2

The main local industries are agriculture, forestry and tourism. The area
is of substantial environmental interest and high landscape quality. The
southern part of the route corridor falls within the formally designated
Wye Valley Special Landscape Area (SLA), and the route crosses
various high quality water courses, home for protected species. There
are also various protected species within the area, as well as
archaeological sites, including a Scheduled Ancient Monument (SAM).
The area is rich in ecological interest and includes the River Wye
Special Area for Conservation (SAC) and a number of Special Sites of
Scientific Interest (SSSIs).

C3.

THE APPRAISAL STAGE

C3.1

The scheme appraisal was originally undertaken in accordance with
STAG, taking into account the UK Central Government’s five key
objectives (environment, safety, economy, accessibility and integration)
within the context of locally set planning objectives. The results from this
appraisal have been re-tabulated in the WelTAG format for the purposes
of formulating this worked example.
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C3.2

For Stage 1 appraisal, in addition to ten potential options identified for
the route between Llwytmor and Rhoslan, three further options (with
variations) were considered for the relief road. All options were road
based, as only these were considered to realistically achieve the
planning objectives. Based on the outcomes from Stage 1, four main
route options and two options for the relief road were taken forward to
Stage 2 appraisal.

C4.

APPRAISAL SUMMARY

C4.1

The Appraisal Summary Table for Stage 1 is presented below for one of
the options taken forward, which for simplification purposes,
incorporates the relief road. Performance against transport planning
objectives is omitted.
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Table C4.1. Stage 1 Appraisal Summary Table
Option Description: Upgrade of A9 between Llwytmor and Rhoslan and Relief Road.
Criteria
Assessment
Distribution
Welsh Impact Areas
Economy
All road users (light and heavy
Cost: £7.5m. Reduced journey times and delays. Relief road
vehicles) to benefit from
TEE
reduces through traffic.
reduced journey times.
The route widens access to more diverse and better employment
The local economy will tend to
opportunities (to major employment areas). Further attraction for
benefit most. Business along
EALI
tourism. No regeneration areas identified. Potential adverse
old route and town centre (due
economic impacts on existing businesses in town centre and old
to Relief Road) tend to
route.
disbenefit.
Environment
Noise relief benefits deprived
More traffic would create more noise on new route but this would
section of town at cost of
Noise
be marginal. Less traffic on local roads.
wealthier residents on outskirts
Local Air
More traffic would create more emissions but this would be
As noise
Quality
marginal. Less traffic on local roads.
Greenhouse
Negligible changes in CO2 emissions, considering the
Gas
contributions from the main scheme and the Relief Road.
Emissions
Landscape
Adverse impact on the setting of a SAM and the historic field
and
patterns throughout the route corridor (also for Relief Road).
townscape
Landscape impact from earthworks from Relief Road.
Relief Road poses ecological risk to River Wye SAC and affects
Bio-diversity
replanted ancient woodland to the north of River Ithon.
Significant earthworks. Relief road will cross two sites of
archaeological interest and create slight impact on setting of
Heritage
possible alignment of a Roman road.
Cross Dulas Brook using small structure and other watercourses,
Water
one of which may need to be diverted. Relief Road requires
environment
separate crossing of river Ithon.
Soils

Significance

Neutral
Neutral
Neutral
Severe
adverse
Slight
adverse
Slight
adverse
Slight
adverse
Slight
adverse

Possible impacts from excavation works.

Social
Transport
safety

Improved standards increasing overtaking opportunities, incentive
for through traffic to use new road reducing likelihood of conflict
with local users and reduce impact on severed communities.
Relief road reduces traffic in town centre.

Personal
security

No significant personal security impacts

Permeability

Improves north-south strategic links and accessibility to major
employment areas in corridor. Potential to reduce severance.
Reduction in speed and HGV traffic through town centre will
encourage non-motorised travel.

All road users to benefit.
Townspeople living along
current alignment (high
deprivation index) also benefit
from traffic removal.
No significant distributional
effects.
Permeability particularly
improved for townspeople living
along current alignment (high
deprivation index).
No significant distributional
effects.

Moderate
beneficial

Neutral
Moderate
beneficial

Physical
Potential to create designated walk/cycle lanes on route.
Neutral
fitness
Social
No bus services use the road so catchments will be unaffected
Neutral
inclusion
Equality,
No positive or negative discriminatory impact on any individual
Diversity &
Neutral
equality impact group
Human
Rights
Public acceptability: The scheme is welcomed by the local and wider community. Likely opposition from properties closest to the
scheme.
Acceptability to other stakeholders: All are supportive of the scheme as long as environmental impacts can be mitigated.
Technical and operational feasibility: Standard design and construction methods on upgrade works: earthworks, junctions, side
roads, access roads, low railway bridge and traffic light.
Financial affordability and deliverability: Costs will be met from national budget subject to Ministers’ approval.
Risks: The funding risks are known and manageable.
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C4.2

Below is the Appraisal Summary Table for Stage 2. As can be seen,
there is a higher level of detail and more quantitative analysis. Where
further or more detailed analysis was not possible, the level at Stage 1 is
kept. The significance of some impacts has changed between Stages 1
and 2.

Appendix C.4

Welsh Transport Planning and Appraisal Guidance -

Table C4.2. Stage 2 Appraisal Summary Table
Option Description: Upgrade of A9 between Llwytmor and Rhoslan and Relief Road.
Criteria
Assessment
Distribution
Welsh Impact Areas
Economy
Cost: £15.5m (+£6.9m Relief Road). PVC = £14.6m.
All road users (light and
Reduced journey times by 2 min 25 sec from Llwytmor to north
heavy vehicles) to benefit
of Rhoslan. PVB = £11.6-14.4m.
TEE
from reduced journey times
Vehicle operating cost savings PVB = -£0.1m.
and vehicle operating cost
NPV = £1.4-4.8m.
savings.
BCR = 1.10-1.33.
The local economy will
The route widens access to more diverse and better
tend to benefit most (45
employment opportunities (to major employment areas).
jobs gained). Business
EALI
Further attraction for tourism. No regeneration areas identified. along old route and town
Potential adverse economic impacts on existing businesses in
centre (due to Relief Road)
town centre and old route. Net gain of 35 jobs.
tend to disbenefits (10
lost).
Environment
19 people will experience an increase in noise (+24 from
Benefits weighted towards
Relief Road).
Noise
less wealthy residents of
106 people will experience a reduction in noise (+391 from
town
Relief Road).
80 properties will experience increase in PM10 and NO2 (+14
Local Air
from Relief Road).
As noise
144 properties will experience reduction in PM10 and NO2
Quality
(+261 from Relief Road)
Greenhouse
CO2 emissions - decrease of 6 tonnes/year from main scheme,
Gas
but increase by 522 tonnes/year from Relief Road. NPV of
Emissions
cost £1,255,000
The southern part of the route affects the Wye Special
Landscape Area, with two substantial adverse impacts on the
landscape in the SLA, and two moderate adverse impacts in
other areas.
Landscape
Changes will affect views from properties: 6 substantially, 8
and
moderately, 21 slightly. 1 would have no change, 3 slightly
townscape
benefit, 3 moderately benefit.
Relief Road causes substantial adverse impacts on landforms
of ridges and valleys on 2 locations and moderate adverse on
5 others.
3 SAC/SSSI sites affected in total. Dulas Brook and River
Ithon are used by European protected species which depend
on good water quality and specific habitat requirements. Major
Bio-diversity
impacts limited to construction phase and slight operational
impacts. For Relief Road, the steepness of valley may create
operational impact on SAC.
No designated geological sites would be affected.
The Scheduled Ancient Monument of Cwrt Llechrhyd has a
Heritage
quadrangular moat consisting of a single bank and ditch
measuring 7m wide and 1.2m deep enclosing an area of 150m
by 200m.
Crossing of River Ithon and Dulas Brook with possible physical
Water
disturbance and discharges to both during construction and
environment
operation. Possible discharge to River Wye during
construction and operation.
Soils

Possible impacts from excavation works.

Significance

Moderate
beneficial

Slight
beneficial
Slight
adverse

Severe
adverse

Moderate
adverse

Slight
adverse

Slight
adverse
Slight
adverse
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Table C4.2. Stage 2 Appraisal Summary Table (Cont.)
Option Description: Upgrade of A9 between Llwytmor and Rhoslan and Relief Road.
Criteria
Assessment
Distribution
Social
Number accidents saved: 62-70 (+77-88 from Relief Road).
Transport
PVB = £4.2-4.7m (+£4.5-5m from Relief Road). Improved road
All road users to benefit.
safety
standards and visibility. 1 full overtaking straight, 2 shorter
straights where overtaking would probably not be precluded.
Personal
No significant distributional
No significant personal security impacts
security
effects.
Permeability particularly
Improves north-south strategic links and accessibility to major
improved for townspeople
employment areas in corridor as well as key facilities.
Permeability
living along current
Reduction in speed and HGV traffic through town centre will
alignment (high deprivation
encourage non-motorised travel.
index).
Physical
Some prospect of increased walking and cycling with removal
fitness
of heavy traffic from town; quantity unknown.
Social
No bus services use the road so catchments will be unaffected
inclusion
Equality,
Diversity &
Human Rights

No positive or negative discriminatory impact on any individual
equality impact group

Significance

Moderate
beneficial
Neutral

Moderate
beneficial

Neutral
Neutral
Neutral

Public acceptability: Opposition co-ordinated by frontagers on bypass route; general support still from other parts of the
community
Acceptability to other stakeholders: one councillor now opposed in light of frontagers’ position; others supportive
Technical and operational feasibility: Standard design and construction methods on upgrade works: earthworks, junctions,
side roads, access roads, low railway bridge and traffic light.
Financial affordability and deliverability: Costs will be met from national budget subject to Ministers’ approval.
Risks: The funding risks are known and manageable.
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APPENDIX D:
ECONOMIC ACTIVITY AND LOCATION IMPACTS (EALI): FURTHER
TECHNICAL GUIDANCE

Appendix D
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D1.

ADDITIONALITY AND DISPLACEMENT

D1.1

In the analysis of potential impacts, it is necessary to consider both
additionality and displacement. These concepts are relevant to both
appraisal and to (ex-post) evaluation.

D1.2

The idea behind additionality is the need to identify the additional or
added value impact which is due solely to the transport proposal. As far
as possible, there is a need to remove the influences or impacts due to
other factors, including underlying trends and other transport proposals
which may be part of the do-minimum scenario. At the appraisal stage,
identification of additionality requires comparison of outputs and impacts
in the “with proposal” scenario with those in the do-minimum scenario.

D1.3

Where the do-minimum also involves some changes in travel
opportunities or costs, it is important, in looking at the real economy
impacts, to ensure that a forecast of these impacts is made for the dominimum case and not simply for a projection of the present scenario.
This is particularly important where information has to be gathered using
primary research, for example with businesses or individuals. There is a
danger that an interviewee will take the present as the “base case”, and
it is therefore necessary to try to elicit responses to the do-minimum
scenario as well as to the “with proposal” scenario.

D1.4

When considering impacts on the real economy, displacement is the
process whereby positive impacts for some economic actors are offset
by negative impacts on others. For this reason, the net impact
(especially at the Wales level) is often very small or even zero, because
these positive and negative impacts “net out” or offset each other. In
WelTAG these positive and negative impacts need to be reported
separately (by area, sector and / or socio economic group), that is gross
rather than net, and it is therefore important to consider the extent of
these and how and where they arise.

D1.5

The treatment of displacement is closely related to the use of different
spatial levels in reporting impacts, because as a generalisation the
larger the spatial area being considered the more likely it is that gains in
one area or part of an area will be offset elsewhere. For example, a
company bringing new industrial investment to a town will bring
employment and income benefits there, but unless all of the company’s
competitors are located outside Wales, there will be displacement
elsewhere, if not locally then at the Wales level.

D1.6

Similar considerations apply to tourism and day visits, where it is likely
that a proportion of additional trips in one area are at the expense of
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trips to other areas. Even where a trip to one area is not a direct
replacement for a trip to another area, an additional trip still has to be
financed in some way. For example, if a new trip to a destination within
Wales replaces expenditure that would have occurred outside Wales (for
example through purchasing via the Internet) then the expenditure from
that trip is additional to Wales; but if the replaced expenditure would
have been in Wales, that is likely to result in a degree of displacement.
D1.7

Displacement can also arise in the factor market where labour or skills
are in short supply and, say, a new industrial development expands
employment but only by taking labour from employment elsewhere.
There may of course be a gain here in terms of added value, but
probably not in terms of direct employment.

D2.

APPLYING A SECTOR BY SECTOR APPROACH
Existing industries and activities

D2.1

Market conditions set the context for economic activity impacts. It is
therefore important to consider the competitive conditions in each sector,
and how these will be affected by the transport proposal. Where
competition is imperfect, for example in industries in which there are few
players and barriers to new competition, a transport proposal might
promote greater competitiveness leading to more efficient production
and/or better use of human and/or physical resources.

D2.2

Such changes will generally enable an increase in output and
employment: however, as noted by SACTRA (in Transport and the
Economy), competitiveness impacts are a potential consequence where
inter-regional links are improved. For example, businesses in a formerly
remote region might benefit if the transport proposal reduces delivery
costs into external markets; however the same proposal also opens up
the markets in that region which were previously protected from external
competition by transport costs. This, the “two way street” argument,
illustrates why it is important to look at gross impacts, as this enables
this so-called “two way street” effect to be considered.

D2.3

Competitiveness impacts may also occur through factor markets, for
example expanding the labour market catchment and making it easier
and quicker for companies to recruit personnel, or by expanding the
supply of land suitable for industrial and commercial activities.

D2.4

In addition to competitiveness based impacts, consideration should be
given to other potential market failures. This is a relatively technical
area and is not covered within this guidance. Interested readers can
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consult the 3Rs Guidance (on Regeneration, Renewal and Regional
Policy) for further advice in this area.
Inward investment
D2.5

The ability to attract mobile or inward investment is frequently put
forward as a reason for a transport proposal, generally in relation to land
use or access to rail, air or port facilities. It is not enough simply to
assert that such investment will arise, however, and evidence needs to
be obtained to show that there is demand from potential investors which
cannot be met in some other way or in some other location. As with
other economic actors, this will generally involve use of survey
information.

D2.6

In looking at this, information should be gathered from investors who did
locate in the appropriate spatial area and with others who considered the
area but chose to locate elsewhere. This should include
information/opinion on why an area was selected/not selected; as far as
possible, survey techniques should be used which elicit information on
the relative importance of transport factors. In practice, it may be
necessary to rely to a large degree on agencies involved in inward
investment.
Population change and economic performance

D2.7

Gain or loss of working residents may be an important driver of local
income performance, and the attraction of people with skills can help an
area to attract new investment. The attraction of more people with jobs
either in or outwith the in-scope area will also add to local spending
power and the tax base, while loss of people will reduce income if not
replaced. Inter area and intra area transport accessibility will play a role
in the attraction of people and the location of place of residence in
relation to place of work, as will factors such as housing availability and
costs, location of services such as schools and other factors which affect
overall quality of life.

D2.8

In examining this, evidence may be gathered through surveys of
individuals in cases where this is seen to be an important benefit from
the proposal under consideration. In other instances, information from
property agents may be adequate to show that transport infrastructure
plays a role in the ability of an area to attract/retain residents. Additional
information on this sector could involve discussions with the
development industry, property agents and the public sector, the latter
as planning authority and as provider of basic infrastructure.
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D2.9

It should be noted that attracting residents who would otherwise locate
elsewhere involves displacement, and should be treated as a positive
impact only where increasing resident numbers or strengthening the
social mix of the population is a policy objective, as may be the case in
regeneration areas. If possible, consideration should ideally also be
given to the effects on areas from which population is being attracted.

D2.10 While partial and to a degree qualitative, this approach can be used to
consider both future economic and other trends in an area, and also
future developments such as housing. The role of the transport proposal
in inducing or enabling such development can be considered, but this
will also help to identify developments which are not induced by the
transport proposal but which may give rise to additional demand on the
transport network.
D3.

SELECTION OF THE APPROPRIATE SPATIAL LEVEL FOR
ASSESSMENT

D3.1

In all cases, the impacts need to be reported at the Wales level, but in
presenting findings, it will generally be necessary to indicate how
different areas or regions are affected. Where areas affected include
locations with some form of regeneration designation 4 , or where the
justification for a proposal depends upon impacts affecting a particular
area, the impacts on such areas need to be distinguished as specific
distributional impacts.

D3.2

In order to look first at the immediate and direct consequences
emanating from the transport proposal, it may be useful to conceptualise
impacts as intra area and then inter area. It is necessary to consider
“two way street” effects, whereby transport links between regions open
up scope for new economic interactions. An example of this is where a
new road links two regions; firms in region A are then better able to
compete within region B, but similarly firms in region B are better able to
compete in region A’s market. The net impact may be lower prices and
more production at the Wales level, but more detailed analysis would be
needed to assess the impacts on individual regions.

D3.3

While impacts need to be reported at the Wales and appropriate
local/regional levels, consideration must be given to how best to conduct
the appraisal and in particular the data gathering required. In deciding

4

This term is intended to refer to areas which receive some form of positive assistance from local
authorities and/or the Department for the Economy and Transport in order to bring about economic
and social regeneration and to overcome problems such as multiple deprivation, decline and
population loss.
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how to conduct research to assess EALIs, it will generally be useful to
consider:
•
•

The direct or immediate EALIs which will arise within the area
directly affected by the transport measure; and
The spatially wider EALIs, which will arise as these direct effects
work through to the rest of the economy.

D3.4

It is likely that, where a transport measure is relatively small and can be
expected to have only localised transport impacts, a high proportion of
both transport and economic impacts will accrue within a distinct travel
to work area. Impacts outside that area are likely to be dispersed and
difficult to assess efficiently. In such instances, therefore, it will
generally be sensible to focus on the local impacts.

D4.

RESEARCH AND ANALYTICAL METHODS

D4.1 Appropriate research methods need to be chosen in order to reflect
•
•
•

•
D4.2

The importance of EALIs to the case being made;
The scale of the proposal itself and the available budget for its
appraisal;
The likely extent and significance of any positive or negative
impacts on target areas or socio-economic groups, which is likely
to be an area of interest to the Welsh Assembly Government;
The sectors / sub-sectors from which EALIs are expected.

The first two of these are largely a matter of judgement on the part of the
planner. Here guidance is provided on the latter two, based on the
assumption that the proposal is large and that EALIs are expected to be
an important / significant part of the case.
The Business Sector

D4.3

Depending on the ways in which a proposal might affect businesses, it
may be necessary to undertake an interview programme with a sample
of businesses, where business responses to transport changes look
likely to be important. This can include:
•

•

Where the time savings and / or improvements in journey time
reliability expected to arise from the proposal could have an
impact on overall transport or production costs, on time to market
(for example for fresh produce), on locational choice or more
generally on business strategy, for example whether to compete
in a remote market;
Where there might be changes in the cost and / or availability of
inputs, including labour, land for development and raw materials.
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D4.4

A problem frequently encountered in interviews on transport issues is
that businesses have very strong opinions and may even claim that
transport changes will make a difference to their behaviour – for
example expanding output. However, these strong opinions often tend
to be personal views about the inconvenience of transport problems –
congestion or trains being late – rather than factors which actually affect
business performance. Clearly there could be instances where senior
business managers or owners are motivated to make an economic
response – such as relocating their firm – because of transport
irritations, but despite what may be stated at interviews this seems a
very unlikely eventuality.

D4.5

Indeed, experience of evaluation where businesses are asked about
how in reality they had been affected by a transport change, it is often
the case that little or no effects are reported. The truth almost certainly
lies between these extremes, and the key to any survey programme is
finding the best way to get at this central truth.

D4.6

One way to approach this is for the surveyor to conduct business
interviews in such a way that transport is set in the wider context of
issues affecting the particular business. Where transport emerges as a
real issue (rather than something the interviewee wishes to express
views on), it is important to probe in order to identify.
•

•

•

What the transport issues are facing the business – for example
costs of making just-in-time deliveries where journey times are
unreliable, leading to the need to allow perhaps costly
contingency time;
Following on with the above example, what level of costs are
involved and how can these be benchmarked against other costs
and cost changes facing the business;
How significant any cost saving from the transport proposal
would be, first financially but more importantly in terms of short to
medium term business decisions.

D4.7

In some instances, a cost saving will be useful but it will simply go
through to the bottom line (i.e. to profits) but will not directly impact on
sales and output, and hence on employment. This could nonetheless
affect more strategic decisions, for example within a business which
operates at a variety of sites, it might improve the relative performance
of a site which could generate future investment and potentially changes
in employment.

D4.8

It may be useful for surveyors to be equipped with information on time
savings and vehicle cost savings, in order to challenge responses by

Appendix D.7

Welsh Transport Planning and Appraisal Guidance -

interviewees – if there is clearly a major time and cost saving, a “no
impact” response should be probed and challenged, for example.
D4.9

In some instances the sum of responses from businesses may appear to
overstate the impacts, and again a sense check is required. This might
involve using sectoral size and cost data and looking at a regional level
at how large aggregate transport cost savings are in relation to total
sector costs. If an economic model is available, this could be used to
test the impacts of cost savings, including secondary effects within a
particular region.

D4.10 Businesses are also employers, and in all cases - but especially where
the transport proposal will affect access to labour (and hence potentially
more people seeking work) - it is important to investigate employment
issues, including:
•

•

Labour turnover, skill requirements, numbers of vacancies and
how these are advertised and filled – if for example the business
does not advertise vacancies in a location which will be affected
by the transport proposal, that proposal may have no impact on
labour in that location;
Recruitment policies – particularly attitudes towards recruiting
from particular places or to people travelling longer distances or
by public transport.

D4.11 Extracting this sort of information from businesses frequently requires
face to face interviews conducted by experienced executive interviewers
who understand the workings of businesses as well as transport issues.
This can therefore be an expensive task, but experience suggests that it
is much more difficult to explore matters in sufficient depth by phone.
D4.12 This raises a second issue, namely that of sampling and sample size.
Normally the best approach is to construct a sampling frame of all
businesses in the impact area, which would be stratified by sub-sector
and by size; from this a stratified random sample would be drawn. This
has the advantage of being able to scale up (or gross up) the results
from the sample to the population of businesses. Statistically, this is
generally a robust approach.
D4.13 However, it is also the case that sometimes only a very few businesses
will be affected more than very marginally by a transport proposal. For
example, within an impact area there may be only one affected
business, which has particular characteristics (for example its manner of
operations mean that its goods movements costs are strongly affected
by travel times to particular locations, and where costs are high because
of the need to comply with legislation on drivers hours). For such a
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business a “guaranteed” saving of even 15 – 20 minutes could make a
large difference to costs. This in turn may impact on the scale of
production at this location and hence on employment levels.
D4.14 Another example could be a site within a multi site business which is in
danger of being closed because of the costs of contingency time needed
to allow for the effects of congestion, which affect its ability to meet
delivery requirements of customers or to catch ferry crossings to reach
export markets. The transport proposal may make just enough of a
difference to enable that site to stay open, safeguarding large numbers
of jobs.
D4.15 The danger with a random sample is of course that either this firm would
be missed, in which case the impact would be under-estimated; or
included, with the reverse effect when the results are scaled up. It may
be possible to apply stratification of the potential population of
businesses in a way which enables a combination of a random sample
and a judgement sample to be used. For example, if businesses are
stratified by size and sector, a judgement sample may be seen as the
best way to address a particular “cell” defined by the stratification. Large
companies in the food sector, say, could be selected for survey on the
basis of knowledge about companies in that sector in a particular area,
and the findings for large food sector companies would then not be
subject to grossing up – the findings from the judgement sample would
stand for that size – sector “cell”. However, for medium and small size
companies, it may be appropriate to apply random sampling and then to
gross up the findings. The best approach here needs to be selected - as
far as possible - on the basis of what is known about the business base.
The household sector
D4.16 In the case of the household sector, it may be necessary to conduct
interviews, for example with regard to:
•

•

•

Tourism and day visit trips, which transfer expenditure into and
out of the impact area as well as among different locations within
the impact area;
Travel to work and job search, where people’s willingness to
travel to employment locations may be changed by a proposal
such as re-opening a railway line;
In remote rural areas it might also be necessary to explore
issues such as whether individuals have considered moving from
the area and whether transport is a factor which affects their life
situation / quality of life to such an extent that changes in
transport infrastructure or services could affect decisions on
where to live.
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D4.17 In all cases there is a need for a degree of caution with regard to simple
stated intentions responses which typically over-state the actual
behavioural response which would take place if, say, a new rail service
were provided. For example, people surveyed may say they would use
a new rail service to look for work and then to travel to work, but while
they might well do the former for a period of time, the journey would only
be sustained if the person obtained employment and this is an aspect
where the judgement of the interviewee is not reliable – other
information such as their skills and the state of the labour market is
required to inform a judgement.
D4.18 Problems with stated intentions can be addressed partially through
questionnaire design and through the use of focus groups to explore and
challenge responses more fully, but wherever possible at least a
proportion of the survey should be undertaken using stated preference
surveys. These can also be useful (and are sometimes essential) for the
TEE analysis, and for calibrating any accessibility modelling which might
also sensibly be done.
D4.19 In all cases estimates of impact should be subjected to a “sense check”
against an understanding of the general context, survey and other data
and any other evidence. For example in considering visitor trips to an
area, there is a need, when looking at forecasts of increases in numbers
of trips, to consider questions such as:
•

•

•

How big a constraint is transport compared with other factors – if
it is known that lack of things to do or poor accommodation are
important factors, do responses with regard to transport look
sensible?
What have been trends in numbers and why – if strongly down,
is it likely that a transport proposal will reverse such trends
without other actions being taken?
Is there capacity to handle the suggested increases in numbers
and in expenditure – for example, is there enough car parking,
accommodation, restaurants, staff, etc?

D4.20 Similarly, for travel to work, there is a need to consider whether the
forecasts look sensible in the context of current travel patterns, locations
of jobs and population, trends in travel and relative costs by available
and potential modes: does the transport proposal make enough
difference to achieve what is suggested by the analysis?
Evidence base on impacts
D4.21 Alongside ad hoc research and analysis for a specific proposal it is
desirable to look at comparable projects which have been implemented,
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in order to provide additional evidence in support of estimates and
forecasts. However, the evidence base on real economy impacts in
Wales is presently limited. This can only be addressed through ex-post
evaluation of proposals which have been implemented.
D4.22 Despite the use of STAG in Scotland since 2001, the evidence based
there is also still very limited as few proposals have been implemented
yet and therefore little evaluation has been undertaken. A similar
situation exists in England, where the more narrow guidance on
Economic Impact Reports (EIRs) has been in place only since 2003.
D5.

PLACE AND PEOPLE IMPACTS

D5.1

A further factor to be examined in considering the spatial level(s) for the
appraisal is the people dimension. While it is convenient to think in
terms of spatial areas, especially where there are regeneration areas,
policies are ultimately targeted at people rather than places. Policies
which address place issues such as the visual environment do so in
order to bring about some ultimate benefit for the people living in or
experiencing that environment.

D5.2

Therefore while it is helpful to begin by looking at areas, the ultimate
consideration is the extent to which people or social groups who are
targeted by Government policies on social inclusion will in reality be the
beneficiaries. For example, where a new tram proposal stimulates
developer interest in an area and helps to open up land for development
in or close to a regeneration area, the associated jobs might be claimed
as a benefit because of their location in or close to a regeneration area 5 .

D5.3

However, if the jobs are all for graduates then the people living in the
regeneration area are very unlikely to benefit from these jobs.
Accordingly, in claiming a gross or distributional employment impact,
care must be taken to ensure that there is a sound case, based not only
on place/location arguments but also on the argument that the people or
social groups targeted by regeneration policies are actually likely to
benefit from the jobs arising from the transport proposal.

5

Note that at the Wales level a net impact could be claimed only where it can be demonstrated that
the economic activities taking place on the development land would not have taken place in Wales
had that land not been developed. This is likely to be the case only where some unique type of site is
made available.
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D6

MULTIPLIER IMPACTS

D6.1

Where there is spare capacity in the economy, there may be subsequent
multiplier impacts arising through the purchasing of inputs by businesses
and by the spending of wages and salaries. Such effects will be highly
pervasive beyond local impacts, and the smaller the area under
consideration, the greater the likelihood that the income will “leak” out of
the area. Given the economic context of the proposal, consideration
should be given to whether such effects are likely.

D6.2

For example, in areas where there are skill or labour shortages, it is
difficult to argue that there is spare capacity in the economy and hence
to include local multipliers in the appraisal. However, there may be
multiplier impacts at the Wales level where businesses and residents in
the local fully employed area purchase goods and services from areas
with spare capacity.

D6.3

In contrast, in regeneration areas, multiplier impacts are more likely,
provided income is spent within the area, as such areas are
characterised by the availability of spare labour capacity.

D6.4

In all instances where a multiplier impact is considered, account needs
to be taken of where incomes are generated and where they are spent.
If income is earned by residents of a regeneration area but is largely
spent outside that area, it will not be appropriate to apply local level
multipliers to all of the identified increase in local income. Where the
regeneration area is small, the level of leakage is likely to be very high,
and in such cases multiplier effects may be minimal.

D6.5

Where it is proposed to include multipliers in the estimates of EALIs
additional advice on this topic can be obtained from the Welsh Assembly
Government. Useful advice on values for regeneration areas will be
found in the 3Rs (formerly EGRUP) guidance.

D7.

DEFINING AREAS – THE ROLE OF TRAVEL TO WORK AREAS

D7.1

In cases where the immediate impacts are expected to be relatively
localised, the travel to work area(s) within which the transport impacts
occur may realistically be the area within which to commit effort in
assessing the immediate EALIs arising from that transport proposal.
This would be appropriate where, for example, much of the impact
arises from changes in accessibility within local labour markets.

D7.2

However, there may be circumstances where there will be further
impacts outside the focus area which need to be considered, for
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example where increased labour productivity within that area might
result in other impacts elsewhere in the economy.
D7.3

For larger proposals, a number of travel to work areas may be involved,
and for such proposals the appropriate spatial level for considering
labour market impacts may be a whole sub-region such as central
Wales. Larger transport interventions are also more likely to affect
product markets or sectors such as tourism or the attraction of mobile
investment, and accordingly the economic impacts will fall over a very
wide area and need to be considered at a regional or national level.

D8.

THE USE OF GROSS IMPACTS

D8.1

Economic development arguments for investment are frequently made
on a distributional basis, typically in order to benefit a particular area or
social group. Areas include those which are the focus of other economic
policy initiatives, such as remote rural areas, urban housing estates and
under-performing/regeneration areas; social groups include the long
term and young unemployed and single parents, many of whom have
multiple problems of accessibility to jobs and training.

D8.2

While a transport investment may have EALIs for a particular area
and/or social group, for example by significantly enhancing access to
jobs, or opening up land which is otherwise not available, it is highly
unlikely that these impacts will be net benefits at the national level when
measured purely in terms of the value of national output. This is
because measures such as improving jobs access will generally
redistribute employment opportunities without expanding labour demand
through an associated impact on output by employing industries. This
results in offsetting displacement elsewhere, while not increasing the
total number of jobs available. How this is treated will, however, depend
upon the areas affected.

D8.3

In particular, where impacts accrue to areas which receive special
treatment or additional resources in order to achieve regeneration
objectives, it might reasonably be argued that these benefits should not
be totally “netted out” at the national level. Therefore a gain of 100 jobs
to residents of a “regeneration area” might be presented as a positive
employment distribution benefit of up to 100 jobs, even if it results in a
displacement effect of 100 jobs in a non regeneration area and no gain
in output. In other words, some or all of the displacement might
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arguably be discounted in certain circumstances; however, outside such
areas, displacement impacts need to be fully netted out 6 .
D8.4

There may, of course, be instances where accessibility improvements
result in gains in output. For example, such impacts could arise where
labour markets are so constrained by poor accessibility that there is an
inability to achieve a match between skills on offer in some areas and
skills required in others. In such circumstances, better accessibility
should lead to more output through productivity effects of better skill
matches and shorter periods to fill skilled vacancies. Similarly, where
improved accessibility to training expands the availability of labour skills
which are in short supply, it is possible that output will increase as a
consequence of better accessibility.

D8.5

However, where the impact of accessibility change falls on people who
have no, or inappropriate, skills and who are not in short supply, then
where such people gain jobs because of accessibility improvements, the
impacts are likely to be distributional. This is because in a situation
where this category of labour is in excess supply, others would have
been employed had the accessibility improvements not been made; as a
consequence, this will involve displacement. If there are specific
regeneration objectives for the area, a change which enables residents
of such areas to obtain employment may properly be regarded as a
distributional welfare gain and should be noted as such under
distributional impacts, provided this gain is not at the expense of
residents of other regeneration areas. The footnote below provided
further guidance on this point.

D8.6

Similarly, opening up development land in one area will almost always
represent activity which would have taken place elsewhere, in which
case there will be no additional impact. However, if the area in which
development takes place is one designated as a regeneration area,
there is a potential distributional gain provided that development clearly
enables residents of the regeneration area to secure (additional)
employment. Accordingly, it is necessary to make clear the spatial level

6

If this labour is the only labour which is unemployed, it might be argued that there is an economic
gain here as the labour resources used have a shadow wage which is less than the market wage.
However, in practice there are areas or pockets of unemployment even while most of the economy is
close to its capacity. Therefore where there are others who are unemployed, if those who are
actually or potentially displaced then become or remain unemployed, as is likely to be the case with
low/no skill employments, arguably the impact is purely a distributional one rather than an economic
gain. The distributional case here rests on the argument that unemployed people in certain areas
(regeneration or similar policy priority areas) are more seriously excluded than other unemployed
people, and the appraisal must be able to demonstrate that it is these target groups who gain from
the employment impacts of the proposal.
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at which the appraisal is being conducted, and where a sub-national
level is used, to make a case for so doing based on factors such as
regeneration policy.
D8.7

It is likely that in practice the core transport analysis will be conducted
for an area considered to be in-scope for the effects of the transport
improvements such as journey times. This may be a small area or a
whole corridor, depending on the nature and scale of the intervention.
As discussed above, it will in practice be necessary to decide on the
most appropriate spatial area at which to conduct the EALI analysis, and
this will involve a judgement regarding how and how far the economic
effects of the particular transport changes are transmitted and the
practical issue of information gathering.

D8.8

It is essential to report impacts at both the local level and at the Wales
level. In reporting EALIs it will be necessary to set out estimates of
gross additional (attributable) impacts, both positive and negative, at the
appropriate spatial levels, and also to show displacement impacts also
at the appropriate spatial levels.

D8.9

In practice, in reporting impacts at the Wales level, an appraisal where
there are no “regeneration” or special policy areas may usefully
distinguish:
•
•

Direct or immediate impacts within the travel to work area(s)
affected by the transport proposal being appraised; from
Positive and negative economic impacts outside this area, in
order to present a net assessment.

D8.10 The table below might be useful in showing these impacts.
Table D8.1. Sample Presentation of Spatial Impacts
Area

Employment
Impact

Immediate travel to work/local area
Employment gains (additional)
employment losses (displacement)

400
280

a
b

Net impact within immediate area

120

c=a–b

Rest of Wales (outside above area)
Employment gains (additional)
Employment losses (displacement)

40
110

d
e

Net impact – rest of Wales

- 70

f=d–e

Net impact – Wales
+50
(note: this is the sum of two net

g=c+f
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impacts above)

D8.11 If it is expected that some of the displacement impacts will fall within a
“regeneration” area, these should be noted separately within the rest of
Wales impacts, using a supplementary table based on the above.
Similarly, where impacts within the immediate travel to work area fall
within a “regeneration” area, these should be shown separately within
the immediate area impacts.
D9.

MEASUREMENT OVER TIME

D9.1

The economic activity and location impacts of transport proposals will be
experienced as a future flow of additional GVA and jobs, and as such it
is necessary to address the valuation of this stream of benefits in a
consistent manner. The summary table provides a column in which the
time frame for assessment should be stated, and this should also be
used to refer to more detailed supporting information on the assumptions
and caveats relating to forecasting or projecting impacts over future
years.

D9.2

In principle, in all cases the EALI should be treated in the same manner
as TEE benefits, by creating an estimated flow of impacts which is then
discounted to a present value at the prevailing discount rate. Detailed
guidance on these topics will be found in the Green Book.

D9.3

While this is in principle relatively straightforward in the case of GVA
(although even here there may be issues regarding use of market
values, and the need to allow for costs to Government), the treatment of
employment is more complex and requires specific guidance. In
practice, there are real difficulties forecasting industry level impacts even
a few years ahead.

D9.4

For employment, the familiar measure is a “job” but for appraisal
purposes it is necessary to consider what this means over a period of
years. The accepted convention is that a job equates to 10 person
years of employment, discounted at the prevailing rate. Therefore,
where a proposal generates a stream of person years of employment,
these need to be discounted and divided by 10 to give a “job”. Further
guidance may be found in the EGRUP guidance, Annex B.

D10. FULL AND TEMPORAL ADDITIONALITY
D10.1 The term “full additionality” refers to situations where a change in
output/employment is the difference between what would happen with
and without the transport proposal. For example, if a road proposal
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would enable a site to be developed, the local impact might be stated as,
say, 250 jobs, if no other sites were available for development if the
proposal did not go ahead.
D10.2 However, in many cases a transport proposal will simply enhance what
is happening in a local economy, and might therefore simply accelerate
the rate of development of sites. This in effect changes the time profile
of development when comparing the “with” and “without” proposal
scenarios, and the impact of the proposal has to be measured as the
difference between the stream of impacts with and without the proposal.
D10.3 Where GVA impacts can be measured and valued, this is simply a
matter of discounting the “with” and “without” streams to the present day
and showing the present value of the difference between these streams.
In the case of employment, the principle is the same, namely that the
“with” and “without” streams of person years of employment must be
discounted to the present day and each divided by 10 to get the “job”
impact. The “temporal additionality” impact of the proposal is the
difference between the two “jobs” totals.
D10.4 In practice, there may be difficulties in projecting employment and GVA
impacts ahead, and simplifying assumptions may be required. As a
minimum, there should be a brief statement of the expected impacts,
expressed as a range and with an indicative time frame, over a 3 to 5
year horizon and with some qualitative indication of potential longer-term
impacts. For consistency/comparability, these ranges of impacts should
be projected ahead to provide time streams of impacts which can then
be discounted to present values. Where the impact of the transport
proposal is to increase the rate of growth/development of an area over
an expected trend/rate based on the do-nothing or do-minimum (or
without proposal) scenario, the forward projections need to be
undertaken at the different estimated “with” and “without proposal”
growth rates. Caveats and assumptions should in all cases be made
explicit and justified.
D11. CONSTRUCTION AND OPERATIONS RELATED EMPLOYMENT
D11.1 Construction jobs are frequently claimed as a benefit from the
implementation of transport (and other) investment proposals. Similarly,
the employment of people to operate transport equipment and maintain
the infrastructure is also frequently claimed as a benefit. However, a
number of factors affect the validity of such claims.
D11.2 Construction is a sector where in many areas there are skill shortages,
and the use of construction labour for one proposal will in such areas
simply displace that labour from other proposals, resulting in delays to
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other work and/or escalation of construction costs. In other areas,
where there is spare capacity in the construction sector, it might be
reasonable to argue that the employment associated with the
implementation of a transport proposal represents an employment
benefit at the local level. This would have more validity if the labour
were drawn from regeneration or other policy priority areas.
D11.3 Similar arguments apply to labour required to operate a new transport
proposal, and here direct displacement of employment arising from, for
example, transfer of travellers from one mode to another should also be
considered.
D11.4 In quantifying such employment impacts, the principles set out above
regarding temporal additionality should be applied.
D12. LAND USE AND DEVELOPMENT RELATED IMPACTS
D12.1 In practice, for many transport proposals the source of Economic Activity
and Location Impacts is an expected release of constraints on land
availability. Where a transport investment does enable land that would
otherwise be incapable of development to be developed for productive
uses, there is potentially a local economic benefit, where the use of the
land gives rise to GVA and employment impacts.
D12.2 However, even at a local level the argument that the EALI is additional is
valid only where no other site is available which could be developed in a
similar manner. Where there is a potential site whose use is ruled out
through environmental/planning considerations, the benefit of using the
site released by the transport proposal is in effect related to planning
and/or environment objectives rather than economic objectives.
D12.3 However, it is very unlikely that no alternative site would have been
available for that development, and therefore the impact at the Wales
level should be noted as zero, unless there is a convincing argument
that the development would have gone elsewhere. Similar
considerations apply to employment impacts.
D12.4 It is possible that even where there is no economic (GVA or
employment) impact, because development would take place elsewhere,
there may be an environmental gain, where that alternative land has a
higher environmental value than that made accessible and developable
through the transport intervention. If such a gain is expected, it would be
useful to note this in the EALI section, so as to make decision makers
aware of how this impact has been assessed. However, as this is an
environmental gain, it should be addressed fully in the section on
environment.
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D13. ADDITIONAL GUIDANCE ON COMPLETING THE PART 2 AST
Reporting EALIs
D13.1 For consistency in appraisal, consideration must be given to the scale
and nature of possible EALIs in all cases. Where no impacts are
expected, this must be stated, together with the reasons why this is the
case, using the EALI section of the AST. In all cases therefore, there
are five elements in the AST which need to be completed. This section
provides some additional guidance in completing these sections.
Spatial level of appraisal
D13.2 First, the appraisal must define the area for which the appraisal is being
undertaken: this will be shown in the Part 2 AST, which includes an
initial section on the area context and on the spatial level of the
appraisal.
D13.3 The appraisal must specify the spatial level at which the data and
information used in the AST is presented. The AST must always include
an appraisal conducted at the Wales level, in which displacement
impacts are netted out. Where some of the impacts affect “regeneration”
or any other special policy designated areas, whether within the
immediately affected area or as a consequence outside that area, such
impacts should be reported separately.
D13.4 In some cases, where a proposal will be funded in whole or in part from
UK sources or appraised against other UK proposals (as in the case of
the Department for Transport Rail, for example) it may be relevant also
to show impacts at the UK level.
D13.5 The balance of effort between local and national level impacts depends
on the size and nature of the proposal and its likely impacts. Where
there are particular impacts at a lower spatial level, these should be
shown together with the spatial level at which each impact has been
assessed.
D13.6 If no output, employment, land use or distributional impacts are
expected, this should be stated in the relevant section of the table,
together with the reasons for this judgement.
GVA/Output Changes
D13.7 Gross Value Added is a standard measure of economic activity; GVA
impact should be estimated on the basis of expected changes in output
arising from the proposal. While more difficult to quantify, there are
reasons for preferring GVA to jobs as an indicator of economic impact;
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for example, a transport proposal may make labour more productive and
hence raise GVA, but might result in no more direct jobs – though there
may be more induced jobs through the multiplier. Accordingly,
consideration should be given to output changes where possible.
D13.8 At the very least, it is suggested that under the heading quantitative
information, there should be a brief statement of the expected impacts,
expressed as a range and with an indicative time frame, for example
over a 3 to 5 year horizon and with some indication of longer term
impacts. Depending on the sources of impacts and the scale of the
proposal, GVA impacts should be provided at a detailed level using an
appropriate segmentation of economic activity in the in-scope area.
D13.9 Under the heading qualitative information, the rationale for expecting
such changes in output should be provided, and this should include the
factors noted above, including in particular changes in competitiveness,
labour market impacts and effects on land supply/constraints.
D13.10Where there is an expected release of constraints on land availability,
such impacts should be indicated clearly. It should be noted that where
a transport investment enables land which would otherwise be incapable
of development to be developed for productive uses, there is potentially
a local economic benefit, where the use of the land gives rise to GVA
and employment impacts. However, it is very unlikely that no alternative
site would have been available for that development, and therefore the
impact at the Wales level should be noted as zero, unless there is a
convincing argument that the development would have gone elsewhere.
D13.11It is possible that even where there is no economic (GVA or
employment) impact, because development would take place elsewhere,
there may be an environmental gain, where that alternative land has a
higher environmental value than that made accessible and developable
through the transport intervention. If such a gain is expected, it should
be noted here and quantified, if possible, in the section on environment.
Employment
D13.12The information used to estimate output changes will also provide the
basis for estimation of employment changes, and similar considerations
to those set out above also apply to employment impacts. Employment
changes can be measured in a variety of ways, but ideally should be
measured by estimating numbers in employment at different dates over
the life of the proposal, in order to produce an estimate of person years
of employment. This should be provided under the heading quantitative
information.
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D13.13In small proposals, simpler indicators can be used, such as jobs in
snapshot years. Changes in employment are of particular interest where
the proposal will benefit people who are unemployed or underemployed,
as occurs in regeneration areas, for example. The rationale for
expecting changes in employment should be provided under the heading
qualitative information.
Distributional/spatial/impacts: impacts by area and by social group
D13.14The GVA and employment sections of the AST are intended to present a
summary of the appraisal in terms of GVA and employment, and impacts
will generally be shown as net impacts. However, there may be cases
where a statement of the net impact hides important gross changes,
especially where these affect particular areas or social groups.
D13.15Planners should generally include such gross impacts in their AST and
these would be presented in the two sections on distributional/spatial
impacts. The AST has been designed to enable the impacts to be
shown separately as “place” (area) impacts and “people” impacts (by
social group)
D13.16Under both the area and social group headings, the aim in the AST is to
show the gainers and losers from the proposal. The area heading would
be used to indicate which places have gained (lost), and this might
indicate a whole town or a group of towns in the case of a large corridor
proposal, or smaller areas such as parts of a town in the case of
proposals such as public transport improvements.
Regeneration/social inclusion impacts
D13.17The AST has a specific section to ensure that impacts arising where a
proposal affects a regeneration area or a social group targeted by
Government are highlighted. In this part of the AST, it is important to
indicate any positive or negative distributional impacts arising from a
proposal which affect regeneration areas and /or socially excluded
groups. This should include those impacts arising from changes in the
spatial characteristics of economic activity.
D13.18In such cases it is necessary to indicate where and how a particular
“regeneration” area and its residents is affected. This should show
gross impacts affecting regeneration and non-regeneration areas. The
nature and sources of such impacts should be indicated under the
heading qualitative information, while quantitative estimates of gross
impacts should be shown under the quantitative information heading.
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D13.19Even where there is not a designated regeneration area, there may be
groups such as the long-term unemployed, the elderly and the disabled
who could be affected by a proposal. Impacts upon such groups should
be indicated under the qualitative and quantitative headings. Where
relevant, these impacts should be cross-referenced to the section
dealing with accessibility.
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APPENDIX E:
Approach to Strategic Environmental Assessment
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E1.1

This Appendix provides guidance on the approach to undertaking SEA.
It is set out according to main steps of SEA outlined in Table 7.1 in
Chapter 7 of the WelTAG Guidance.

E2

STAGE A: SETTING THE CONTEXT, IDENTIFYING OBJECTIVES,
PROBLEMS AND OPPORTUNITIES, AND ESTABLISHING THE
BASELINE
Identifying other relevant plans, programmes and environmental
protection objectives

E2.1

Transport plans and proposals will inevitably be influenced in various
ways by other plans or programmes, or by external environmental
protection objectives such as those laid down in policies or legislation.
Understanding these relationships will be important to enable plans to
take advantage of potential synergies and to deal with any
inconsistencies and constraints.

E2.2

Establishing the relationship of the transport plan with other relevant
plans and programmes, and with the environmental protection objectives
established at international, EU or national level is important to
demonstrate how such environmental considerations have been taken
into account during the preparation of the plan. The types of plans,
programmes and objectives that will be considered may include:

E2.3

•

Land use or spatial plans for areas affected by the transport plan;

•

Plans dealing with aspects of the physical environment, e.g.
River Basin Management Plans, Areas of Outstanding Natural
Beauty, National Park Management Plans; and

•

Plans and programmes for specific sectors such as Regional
Economic Strategies, Waste Management Plans or Local Air
Quality Action Plans.

Identifying environmental problems that may be addressed in the plan is
an opportunity to define key issues and improve the objectives that may
be developed as the basis of the SEA (see below). It is important
however to look for any potential problems, on the basis of:
•

Earlier experience with issues identified in other plans and
programmes;

•

Identification of possible tensions with other plans, programmes
and environmental protection objectives;

•

Identification of possible tensions between current or future
baseline conditions and existing objectives, targets or
obligations; and

•

Consultation with the relevant Statutory Environmental Bodies
(i.e. the SEA Consultation Bodies) and the public.
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E2.4

The identification of environmental problems must be based on evidence
related to baseline information.

E2.5

Environmental protection objectives may be set by policies or legislation,
such as:
•

European Directives (e.g. the Habitats, Birds, Nitrates, Air
Quality, Water Framework and Waste Framework Directives);

•

International undertakings such as those on greenhouse gases
in the Kyoto Protocol;

•

UK initiatives such as Biodiversity Action Plans;

•

The Sustainable Development Scheme (known as Starting to
Live Differently) (and Sustainable Development Action Plan 2004
- 2007);

•

White Papers setting out policies (e.g. Urban, Rural, Aviation);

•

Technical Advice Notes (in Wales) or Planning and Minerals
Policy Statements in England; and

•

The Welsh Assembly Government’s Environment Strategy.

Setting Strategic Environmental Objectives
E2.6

While not specifically required by SEA Directive or national regulations,
SEA objectives are a recognised way of considering the environmental
effects of a plan and comparing the effects of alternatives. They serve a
different purpose from the TPOs, though they may in some cases
overlap with them. The SEA objectives will help show whether the TPOs
are beneficial for the environment. They may also be used to compare
the environmental effects of alternatives or to suggest improvements.
For example, improving biodiversity may be an objective of both a plan
or programme and an SEA, but the plan or programme may also have
an objective of protecting specific wildlife sites which may be tested
against the objective of whether they improve biodiversity.

E2.7

SEA objectives are typically derived from environmental objectives
which are established in law, policy, or other plans or programmes, and
from a review of baseline information and environmental problems.
Objectives can be expressed in the form of targets, the achievement of
which is measurable using indicators. Although presently SEA
objectives are not typically expressed in this way, this should be done if
appropriate and feasible as it is particularly helpful when monitoring the
significant environmental effects of a plan or programme.
Setting Baseline Context and Establishing Future Baseline

E2.8

The baseline information will comprise both qualitative and quantitative
elements. The SEA Regulations gives a list of elements to be
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considered but this list is not exhaustive. Whilst SEA is unlikely to
require extensive new data (e.g. through surveys), it will involve some
secondary data collection and analysis.
E2.9

Reference should be made to the Welsh Assembly Government’s Index
of SEA Data Sources. The SEA should focus where significant effects
are likely, provided it is made clear why other matters are not being
addressed. Also, the scoping out of topics from the SEA needs to be
agreed with the Consultation Bodies (i.e. Cadw, Environment Agency
and CCW) at the Scoping Stage (see relevant section below).

E2.10 The baseline needs to identify all relevant environmental issues and
trends affected by the proposed plan or programme, and to provide the
evidence base against which its potential effects can be measured and
assessed. The baseline should:
•

Be relevant and appropriate to the spatial scale of the plan or
programme;

•

Be focused on relevant environmental aspects;

•

Make explicit reference to SEA objectives and indicators.

E2.11 Much environmental information only relates to a specific place or points
in time. However, it is important to examine likely future trends under a
‘do nothing’ scenario. This means examining, where possible, trends in
environmental conditions over time and whether existing plans and
programmes are likely to achieve agreed environmental targets in the
future. This trend analysis can help to highlight existing and potential
future environmental problems. It should also be noted that providing
information on the future baseline is a formal requirement of the SEA
Regulations, so if this is not possible for any reason, this needs to be
made clear.
E2.12 Experience has indicated that using environmental indicators is a good
way of describing existing environmental conditions, tracking trends and
providing a basis to determine the significance of predicted
environmental effects. The indicators need to provide enough
information is needed to indicate:
•

How good or bad the current situation is, and whether trends
show that it is getting better or worse;

•

How far the current situation is from any established thresholds
or targets;

•

Whether particularly sensitive or important elements of the
receiving environment are affected, e.g. vulnerable social
groups, non-renewable resources, endangered species or rare
habitats;
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•

Whether problems are reversible or irreversible, permanent or
temporary;

•

How difficult it would be to offset or remedy any damage; and

•

Whether there has been significant cumulative or synergistic
effects over time and whether there are expected to be such
effects in the future.

Scoping the Appraisal
E2.13 The process of planning and agreeing the assessment activities in SEA
is called Scoping. This involves agreeing on:
•

The programme of SEA activities within the overall appraisal and
plan-making process;

•

What other plans, programmes and environmental protection
objectives are relevant and need to be taken into account;

•

Key issues to be covered in the Environmental Report;

•

What baseline information needs to be collected;

•

The boundaries of the area to be studied and the time horizons
of the SEA;

•

The level of detail that the Environmental Report or Statement
should go into;

•

What approaches and methods are to be used to predict and
evaluate each issue;

•

Strategic alternatives that will be assessed in the Environmental
Report;

•

How significant environmental effects will be avoided, or reduced
to acceptable levels, and what opportunities there are to
enhance the environment;

•

The key problems likely to be encountered in carrying out the
appraisal, and what certainty one can have about the outcomes
predicted; and

•

Whom to involve, in what capacity, during the rest of the process.

E2.14 Scoping is a way of focussing effort on the key issues that are used in
SEA, ensuring that the assessment meets regulatory requirements and
takes account of the concerns of all relevant stakeholders. Scoping is
most effective if it recognises the issues covered by the appraisal and
the plan making process. It should ensure that the key issues for SEA
are fully integrated within that wider context.
E2.15 The plan-making authority should undertake scoping in consultation with
the statutory environmental bodies. SEA regulations require that
consultation bodies are contacted when deciding on the scope and level
of detail in the Environmental Report or Statement.
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E2.16 Although the regulations do not require full consultation with the public
until the Environmental Report or statement is issued, early involvement
of a wide range of stakeholders (including the Consultation Bodies) in
the scoping process may help to provide data or identify problems
(please refer to Chapter 11 for further discussion of involving
stakeholders). As an input to the scoping process, the plan-making
authority may find it useful to produce an outline of the headings to be
used in the Environmental Report and overall plan appraisal report.
Alternatively, if stakeholders are to be actively involved in the scoping
process, the production of a Scoping Report, setting out in more detail
the tasks to be undertaken, should be considered. The scoping stage
should be undertaken early in the plan/programme making process.
E2.17 As more data are collected, the scope of the SEA should be refined. In
particular, the study boundaries may need to be revised and the
inventory of relevant key environmental resources may need to be
extended. For example, this may arise when cumulative effects are
identified. The scope of the SEA may also need to be revised in the light
of comments received from the Consultation Bodies.

E3

STAGE B: DEVELOPING AND REFINING ALTERNATIVES AND
ASSESSING EFFECTS
Predicting and Evaluating the Significance of Environmental Effects

E3.1

For some categories of impact, such a noise and local air pollution, the
quantification of impacts is relatively straightforward. For other types of
effect that are less readily quantified, the general approach that should
be adopted to the prediction and evaluation of environmental effects
embodies the principles known as the Quality of Life (QoL) Capital
Approach. This is a tool that has been developed jointly by several of
the statutory environmental bodies in the UK for identifying what
matters and why, so that the consequences of plans, development
proposals and management options on quality of life can be better
taken into account by practitioners and decision takers. QoL Capital
can be used to inform decisions by providing a structure to established
processes and techniques used in both SEA and EIA. The approach
provides a systematic framework for assessing the impact on quality of
life, biodiversity and nature conservation of decisions and policies. In
terms of the environment, it looks at all aspects of relevance in the
same systematic and transparent way, from the built environment to
wildlife. It also allows the concerns of local people to be seen
alongside those of professionals. It therefore provides better informed
results.
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E3.2

However, at present, it must be recognized that the QoL Capital
approach has not been applied widely to the appraisal of transport
proposals in Wales, and has yet to be endorsed by the Welsh
Assembly Government. Where users are unfamiliar with the approach,
more established guidance on the Environmental Capital Approach 7
may be used instead. In addition, the SEA objectives approach
adopted for the Wales Transport Strategy (in accordance with
Department for Transport guidance on SEA) and other specific
established appraisal and assessment methodologies contained in
WebTAG and Volume 11 of the DMRB (Interim Advice Notes, July
2006) can be used.

E3.3

In any event, users should be aware that methodologies for
environmental assessment change frequently, and should satisfy
themselves that best current practice is being applied. The general
approach and specific methods to be used should be agreed with the
overseeing organisation/client body at the scoping stage of the SEA, in
consultation with the statutory environmental bodies.

E3.4

The likely environmental effects of a plan or programme are typically
predicted in terms of:
•

Changes to the environmental baseline which are predicted to
arise from the plan or programme, including alternatives. These
can be compared with each other, or with ‘do nothing’ scenarios
where these exist, and against the SEA objectives; and

•

The magnitude of these changes, their geographical scale, the
time period over which they will occur, whether they are
permanent or temporary, positive or negative, probable or
improbable, frequent or rare, and whether or not there are
secondary, cumulative and/or synergistic effects.

E3.5

The predicted effect need not be expressed in quantitative terms.
Although predicted changes always should be quantified if this at all
possible, this is not always practicable, and qualitative predictions can
be equally valid and appropriate. Typically, these are expressed in
easily understood terms such as ‘getting better or worse’ or a scale
from “+++” (large beneficial) to “– – –“ (large adverse). It can be useful
to link predictions to specific objectives, e.g. ‘will the plan or programme
promote change in a desired direction?’

E3.6

However, such qualitative predictions still need to be supported by
evidence, such as references to any research, discussions or

7

See WebTAG Unit 3.3.6
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consultation that underpins the conclusions of the SEA. The
Environmental Report must document any difficulties such as
uncertainties or limitations in the information underlying both qualitative
and quantitative predictions. Assumptions, for instance about
underlying trends or details of projects to be developed under the plan
or programme, need to be clearly stated. To make this transparent, the
reasons for pursuing a quantitative or qualitative approach to prediction
of effects for each predicted impact should be clearly stated.
E3.7

Proposals for individual projects within the plan or programme need to
be assessed at a sufficient level of detail to enable significant
environmental effects to be broadly predicted. It is not usually
appropriate in a SEA, and is often impracticable, to predict the effects
of an individual proposal in the degree of detail that would normally be
required for an Environmental Impact Assessment (EIA) of a project. If,
however, a plan or programme proposes a specific development or
type of land use for a particular area or location, the Environmental
Report should include information which can reasonably be provided on
the likely significant effects of that proposal and alternatives to it.
Where proposals need to be assessed more than once, e.g. at different
stages of a plan or programme, information from earlier assessments
can be used subject to any updating or extra detail which may be
necessary. This can help to avoid unnecessary duplication of
assessment.

E3.8

When considering whether or not a predicted environmental effect will
be significant, it is important that the criteria used to determine this are
clearly set out. This may include the factors set out in Schedule 1 to
the SEA Regulations, e.g. the scale and permanence of an effect, and
the nature and sensitivity of the receiving environment. It may also be
helpful to refer to the baseline information and indicators defined at
Stage A.

E3.9

It is recommended that the outcomes of the appraisal/assessment are
evaluated in terms of a common 7-point scale. The definition of the
scale for each category of environmental effect considered will be
different, but this will typically be as in the following table.
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TABLE E3.1. DEFINITION OF THE '7-POINT SCALE' FOR USE IN
APPRAISALS
Symbol

SEA Definition

Example (Landscape effects 8 )

Large
(Positive)
Benefit
Moderate
(Positive)
Benefit

+++

Significant
beneficial effect

Very few proposals will merit this score.

++

Significant
beneficial effect

Slight
(Positive)
Benefit

+

Beneficial
effect, but not
significant

No effect
or neutral
effect

0

No effect

Slight
Adverse
Effect

-

Adverse effect,
but not
significant

Moderate
Adverse
Effect

--

Significant
Adverse effect

Severe
Adverse
Effect

---

Significant
adverse effect

Proposals enhance landscape because they:
• fit in very well;
• have potential to restore characteristic features;
• enable a sense of place and scale;
• enable a sense of quality; and
• further government objectives.
The proposals:
• fit in well;
• incorporate mitigation;.
• enable a sense of place and scale maintain or
enhance existing character outside protected areas;
and
• avoid conflict with government policies.
The proposals:
• complement the landscape;
• incorporate mitigation;
• avoid being visually intrusive and don’t affect
tranquillity;
• maintain existing landscape character outside
protected areas; and
• avoid conflict with Government policies.
The proposals:
• do not quite fit the landscape/ townscape;
• impact on certain views;
• cannot be completely mitigated;
• affect an area of recognised landscape quality; and
• conflict with local authority policies.
The proposals:
• are out of scale with the landscape/ townscape;
• are visually intrusive;
• cannot be fully mitigated;
• will have an adverse impact on a
landscape/townscape of recognised quality; and
• conflict with local and national policies.
Proposals are:
• at complete variance with the landscape;
• highly visual and intrusive;
• damaging to characteristic features;
• elements of change in very high quality or highly
vulnerable landscapes;
• not capable of being mitigated for; and
• not reconcilable with Government policy.

Scale

8

This is based on the criteria set out in WebTAG Unit 3.3.7 - The Landscape Sub-Objective - Table 2
Landscape: Definitions of Overall Assessment Scores.
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E4

STAGE C: PREPARING THE ENVIRONMENTAL REPORT

E4.1

Under the provisions of the SEA Regulations 9 , promoting authorities in
Wales and the Welsh Assembly Government are obliged to prepare
(either themselves or through the use of a third party) an Environmental
Report. This is only a requirement for appraisal at strategy level (Stage
1) and not relevant for schemes (e.g. not an EIA requirement for
appraisal at Stage 2).

E4.2

The Environmental Report has to identify, describe and evaluate the
likely impacts on the environment of:

E4.3

•

Implementing the proposal; and

•

The alternatives to the proposal - taking into account the
objectives and the geographical scope of the alternatives.

The report has to include as much of the information, as may
reasonably be required, set out in the table below.

TABLE E4.1 INFORMATION REQUIRED IN AN ENVIRONMENTAL REPORT
1.

An outline of the contents and main objectives of the proposal, and of its
relationship (if any) with other relevant plans and programmes.

2.

The relevant aspects of the current state of the environment and the likely
evolution thereof without implementation of the proposal.

3.

The environmental characteristics of areas likely to be significantly affected.

4.

Any existing environmental problems which are relevant to the proposal
including, in particular, those relating to any areas of a particular environmental
importance, such as areas designated pursuant to Council Directive 79/409/EEC
on the conservation of wild birds and the Habitats Directive.

5.

The environmental protection objectives, established at international, Community
or Member State level, which are relevant to the proposal and the way those
objectives and any environmental considerations have been taken into account
during its preparation.

6.

The likely significant effects on the environment, including short, medium and
long-term effects, permanent and temporary effects, positive and negative
effects, and secondary, cumulative and synergistic effects, on issues including:
(a) biodiversity;
(b) population;
(c) human health;
(d) fauna;
(e) flora;
(f) soil;
(g) water;

9

Welsh Statutory Instrument 2004 No. 1656 (W.170)
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(h) air;
(i) climatic factors;
(j) material assets;
(k) cultural heritage, including architectural and archaeological
heritage;
(l) landscape; and
(m) the inter-relationship between the issues referred to in subparagraphs (a) to (l).
7.

The measures envisaged to prevent, reduce and as fully as possible offset any
significant adverse effects on the environment of implementing the proposal.

8.

An outline of the reasons for selecting the alternatives dealt with, and a
description of how the assessment was undertaken including any difficulties
encountered in compiling the required information.

9.

A description of the measures envisaged concerning monitoring of significant
environmental effects of the proposal.

10. A non-technical summary of the information provided above.

E4.4

The information presented in the report must be provided taking
account of:
•

Current knowledge and methods of assessment;

•

The contents and level of detail in the proposal;

•

The stage of the proposal in the decision-making process; and

•

The extent to which certain matters are more appropriately
assessed at different levels in the process so as to avoid
duplication of the assessment (e.g. where Environment Impact
Assessment (EIA) will be later required for major proposals).

E4.5

It is important to note that the SEA Regulations (Schedule 2) do not
restrict the range of topics and issues that need to be considered, but
rather state that the assessment should cover “the likely significant
effects on the environment”.

E4.6

The impact assessment for human health in the UK is to ensure the
integration of these considerations as part of the SEA. The Department
of Health have produced a document ‘Draft Guidance on Health in
Strategic Environmental Assessment: A Consultation’. This guidance
applies to England only although the Welsh Assembly Government will
be preparing guidance on this issue for consultation later in the year.

E4.7

In some instances, a separate Health Impact Assessment (HIA) may be
appropriate (e.g. as part of the Impact Assessment for government
strategies, legislation and guidance), although there is no specific
statutory requirement for this. Guidance on undertaking an HIA is
contained in Section 9.2. Advice is published by the Association for
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Public Health Observatories. Further information is available from the
Welsh Health Impact Assessment Support Unit and the Welsh
Assembly Government has produced its own HIA guidance called
“Improving Health and Reducing Inequalities”.
E5

STAGE D: CONSULTING ON THE DRAFT PLAN OR PROGRAMME
AND THE ENVIRONMENTAL REPORT

E5.1

Issues regarding stakeholder participation in relation to the appraisal
overall are discussed in Chapter 11. However, local authorities in
Wales and the Welsh Assembly Government should also be aware of
the specific requirements for consultation under the SEA Regulations,
and should also take account of guidelines on consultation for local
authorities generally 10 . Consultation is specifically required at the
following points of the SEA:
•

•

10

Scoping: When deciding on the scope and level of detail of the
information that must be included in the Environmental Report, the
local authority (or the Welsh Assembly Government) is obliged to
consult with “Consultation Bodies”, which are defined by the SEA
Regulations as:
 the Countryside Council for Wales,
 the Environment Agency; and
 Cadw.
When this is done, and the consultation body wishes to respond, it
must do so within 5 weeks from the date on which it receives the
invitation to engage in the consultation.
Draft Plan: the plan and its accompanying Environmental Report
(termed the “relevant documents” in the Regulations) have to be
made available for consultation. The consultation on the
Environmental Report must be aligned with the consultation on the
draft plan. As soon as reasonably practicable after the preparation
of the relevant documents, the local authority (or the Welsh
Assembly Government) has to send a copy of those documents to
each consultation body. It is also necessary to take such steps as
the local authority (or the Welsh Assembly Government) considers
appropriate to make the public aware of the plan and the
Environmental Report. The local authority (or the Welsh Assembly
Government) also has to inform the public consultees of the
address (which may include a website) at which a copy of the
relevant documents may be viewed, or from which a copy may be
obtained. The consultation bodies and the public must also be
specifically invited to express their opinion on the relevant

Audit Commission (2000) - Listen up! Effective Community Consultation - Audit Commission, London
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•

documents, specifying the address to which, and the period within
which, opinions must be sent. The Regulations say this
consultation period has to be sufficiently long so that the
consultation bodies and the public consultees are given an effective
opportunity to express their opinion on the scheme or strategy and
Environmental Report, although a specific length of the period is not
specified.
Adoption of the plan: The regulations require that as soon as
reasonably practicable after the adoption of the Plan (a Regional
Transport Plan or other strategic document), the local authority (or
the Welsh Assembly Government) has to make a copy of the Plan
and the Environmental Report available at its principal office for
inspection by the public at all reasonable times and free of
charge 11 . The authority needs to take such steps as it considers
appropriate to bring to the attention of the public: when the Plan
was adopted, where the Plan, the Environmental Report and a
statement covering specified matters may be viewed or from which
a copy may be obtained, the times at which inspection may be
made and that inspection may be made free of charge. The
matters specified to be included in the statement issued by the local
authority (or the Welsh Assembly Government) are:
 How environmental considerations have been integrated into
the proposal;
 How the environmental report has been taken into account;
 How opinions expressed in response to the consultation have
been taken into account;
 How the results of any consultations have been taken into
account;
 The reasons for choosing the proposal as adopted, in the light
of the other reasonable alternatives dealt with; and
 The measures that are to be taken to monitor the significant
environmental effects of the implementation of the proposal.

E6

STAGE E: MONITORING THE SIGNIFICANT EFFECTS OF
IMPLEMENTING THE PLAN OR PROGRAMME ON THE
ENVIRONMENT

E6.1

Monitoring is dealt with generally in Chapter 12 “Monitoring and
Evaluation”. The monitoring and evaluation requirements specific to
SEA are described in section 12.3.

E6.2

The SEA Regulations require the monitoring of the significant
environmental effects of the implementation of plans so that, amongst

11

There is nothing in the regulations that require local authorities to provide copies of the Plan free of
charge to the public; but where a charge is made, it has to be reasonable amount.
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other things, unforeseen adverse effects can be identified at an early
stage, and appropriate remedial action can be taken if needed. The
Environmental Report has to specifically describe the measures
envisaged for monitoring.
E6.3

Monitoring can, and should, be integral to compiling baseline
environmental information for the SEA, and to preparing information
which may be needed at a later date, perhaps for Environmental Impact
Assessment of projects included in the plan. Although monitoring
needs to be carried out when the plan or programme is being put into
effect, rather than during its preparation and adoption, preparations for
this should be considered in the course of preparing the plan.

E6.4

In almost all cases, the information used in monitoring will either
already be being collected by local authorities under other monitoring
programmes (e.g. for the air quality management process), or will be
provided by outside bodies, such as the statutory Consultation Bodies.
Bodies preparing transport plans need to ensure that monitoring
information is appropriate to their needs in relation to the SEA, is up to
date, reliable, and that sources of information are referenced.

E6.5

Occasionally, some additional information may be required to monitor
environmental aspects relevant to the implementation of the transport
plan that is not collected under existing monitoring regimes. Some
ways in which the required information can be obtained in a costeffective and efficient way include:
•

Incorporate SEA monitoring into existing performance monitoring
for other plans and programmes, e.g. development plans.

•

Expand other existing monitoring systems to include additional
parameters.

•

Where applicable, enter into agreements with other authorities to
standardise monitoring methods and share information.
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APPENDIX F:
DATASETS AVAILABLE IN WALES
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F1.

OVERVIEW

F1.1

This appendix presents the key data sources which may be required for
the application of WelTAG. Further details of data sources can also be
found in Appendix A of STAG and Appendix E of GoMMMS.

F2.

CENSUS DATA

F2.1

Census is the most complete source of information available on
population and households. The latest Census was held on Sunday 29th
April 2001. In England and Wales, the Census is planned and carried
out by the Office for National Statistics.

F2.2 The following types of data are freely available for Wales:
•
•
•
•
•
•
•

Population
People, Places and Families
Welsh (identity and language)
Ethnicity and Religion
Health
Work
Housing

F2.3 This data is also available for different geographic areas, namely:
•
•
•
•
•
•
•
•
•
•
•
•
•
•
•
•
•

Blaenau Gwent
Bridgend
Caerphilly
Cardiff
Carmarthenshire
Ceredigion
Conwy
Denbighshire
Flintshire
Gwynedd
Isle of Anglesey
Merthyr Tydfil
Monmouthshire
Neath Port
Talbot
Newport
Pembrokeshire
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•
•
•
•
•
•
•

Powys
Rhondda Cynon
Taff
Swansea
The Vale of Glamorgan
Torfaen
Wrexham

F3.

WELSH INDEX OF MULTIPLE DEPRIVATION 2000

F3.1

Welsh Index of Multiple Deprivation is available at Electoral Division
level, in its six constituent domains combined using the following
weights:
•
•
•
•
•
•

Income (25%)
Employment (25%)
Health Deprivation and Disability (15%)
Education, Skills and Training (15%)
Housing (10%)
Geographical Access to Services (10%)

F3.2

A Child Poverty Index is also available, which is a subset of the Income
Domain. The Overall Index of Multiple Deprivation is presented in terms
of the score and rank. The ED with a rank of 1 is the most deprived (865,
the least deprived).

F3.3

Contact point for enquiries:
David Blair
Statistics Briefing Unit (SD2)
Welsh Assembly Government
Cathays Park
Cardiff CF10 3NQ
E-mail: david.blair@wales.gsi.gov.uk

F4.

UK TRANSPORT AND TRAVEL DATABASES

F4.1

The Department for Transport holds a number of data sources and
software that produce data, which can be useful for appraisal:
•

National Origin-Destination Transport Survey Databank. The
Department for Transport has established a databank of
roadside interview, public transport and home interview survey
sites. The database provides a list of site locations for existing
transport datasets held by UK public authorities, including
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•

•

•

•

•

summary data (contact name, telephone number, date of survey
etc). Note that the data collected must be obtained from the
relevant authority.
Census Journey to Work Trip Matrices. The Department has
developed software to produce Census Journey-to-Work matrix
extracts for use in base year matrix building. The software
produces trips by mode in a production and attraction format
suitable for transport modelling. The users define their zoning
system, specifying each zone in terms of one or more Census
regions, counties, districts or wards. Appropriate factors are
applied to convert from the 'usual journey to work' in the Census
to an estimated number of trips by each mode in the selected
year, split by household car ownership if required. The software
is maintained and distributed by Peter Davidson Consultancy
(www.peter-davidson.co.uk) and is available to all public
authorities (private sector users will need to negotiate royalty
payments with ONS).
Rail Passenger Trip Matrix from CAPRI Data. These rail
passenger matrices are based upon the railway ticketing data set
CAPRI (Computer Analysis of Passenger Revenue Information).
It should be noted that CAPRI station-to-station movement
information has a number of limitations, which need to be
considered carefully before being used. Availability of this data is
subject to commercial confidentiality.
Integrated Transport Economics and Appraisal - TEMpro 4.2.
The TEMpro program has been designed for fast and efficient
access to the National Trip End Model (NTEM) projections of
growth in travel demand for traffic forecasting, and the underlying
car ownership and planning data projections. The software
and/or guidance note can be downloaded at no charge and may
be copied and distributed freely.
National Road Traffic Forecasts (Great Britain). This document
sets out the forecasts of the growth in the volume of motor traffic
on roads in Great Britain until 2031.
Transport Statistic Great Britain. Comprehensive statistics of
traffic.

F5.

EMPLOYMENT DATA

F5.1

Nomis provides free of charge access to a wide range of national and
local labour market statistics data, including:
•
•
•
•

Labour force survey;
New earnings survey;
Claimant count; and
Job centre vacancies.
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F6.

ORDNANCE SURVEY DATA

F6.1

Ordnance Survey data identifies land-uses in sufficient detail for the
purposes of GIS mapping of key local services. All local authorities have
free access to this data, which identifies all land use development and
uses.

F7.

ENVIRONMENTAL DATA

F7.1

The appraisal of the environmental impacts should cover all significant
environmental effects that are likely to arise as a result of the
implementation of the proposal under consideration.

F7.2

The table below provides details of data availability for the following
criteria derived from the environment impact area (see Chapter Error!
Reference source not found.):
•
•
•
•
•
•
•
•
•
•

F7.3

Wherever possible, downloadable files from website references have
been given. These data sources are available in different formats:
•
•
•
•
•
•

F7.4

Noise;
Local air quality;
Greenhouse gases;
Landscape;
Townscape;
Biodiversity;
Heritage of historic resources;
Soil;
Water environment; and
Population and health (SEA requirement).

.xls (MS Excel spreadsheets);
.csv (comma separate variables);
.dbf (database file);
.mdb (MS Access);
.pdf (Adobe Acrobat) and
proprietary GIS formats, namely MapInfo .tab, ESRI .shp or
Countryside Information System (CIS). CIS is a powerful MS
Windows-based programme that can be downloaded free from
the internet. It contains a wide range of environmental data,
including landscape features, vegetation habitats and topography
for each one kilometre square of Great Britain.

For other environmental features, further information and/or
downloadable files with interactive mapping can be sourced from the
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website references provided. Information is correct at the time of writing
but is subject to future changes/modification outside of our control.
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TABLE F7.1
Main
Environmental
Criteria

Transport noise

Local air
quality/greenho
use gases

ENVIRONMENTAL DATA SOURCES
Description

Source

Noise: Ambient Noise, various
publications

DEFRA

http://www.defra.gov.uk/environment/noise/a
mbient.htm

Noise: Noise Mapping, various
publications

DEFRA

http://www.defra.gov.uk/environment/noise/m
apping/index.htm

Noise: Guidance, various publications

DEFRA

http://www.defra.gov.uk/environment/noise/g
uidance/index.htm

Concentrations of nitrogen dioxide
(NO2) and exceedences against the Air
Quality Strategy, UK and EC criteria at
national monitoring network sites: 2003
Concentrations of particulates (PM10)
and exceedences against the Air
Quality Strategy and UK criteria at
national monitoring network sites: 2003
Concentrations of carbon monoxide
(CO) and exceedences against the Air
Quality Strategy and UK criteria at
national monitoring network sites: 2003

Data Type

Website Reference

.xls
http://www.DEFRA.gov.uk/environment/statis
tics/airqual/download/xls/aqtb07.xls

DEFRA
.xls

http://www.DEFRA.gov.uk/environment/statis
tics/airqual/download/xls/aqtb12.xls

DEFRA
.xls
DEFRA

http://www.DEFRA.gov.uk/environment/statis
tics/airqual/download/xls/aqtb14.xls
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Main
Environmental
Criteria

Description
Estimated emissions of volatile organic
compounds (VOCs) by UNECE source
category, type of fuel and end user:
1970-2003
Estimated emissions of volatile organic
compounds (VOCs) by species and by
source: 2003

Source

Website Reference

.xls
http://www.DEFRA.gov.uk/environment/statis
tics/airqual/download/xls/aqtb16.xls

DEFRA
.xls
DEFRA

Estimated emissions of benzene by
UNECE source category: 1990-2003

DEFRA

Estimated total emissions of metals on
UNECE basis: 1970-2003

DEFRA

Annual average concentrations of lead
(Pb) and exceedences against the Air
Quality Strategy criteria at selected
sites: 1980-2003
This inventory compiles information
from pollution sources in the UK and
using modelling and mapping provides
detailed data on emissions to air. The
programme is sponsored by DEFRA
and the Devolved Administrations.

Data Type

http://www.DEFRA.gov.uk/environment/statis
tics/airqual/download/xls/aqtb17.xls

.xls

http://www.DEFRA.gov.uk/environment/statis
tics/airqual/download/xls/aqtb18.xls

.xls

http://www.DEFRA.gov.uk/environment/statis
tics/airqual/download/xls/aqtb25.xls

.xls
DEFRA

The National
Atmospheric
Emissions
Inventory

http://www.DEFRA.gov.uk/environment/statis
tics/airqual/download/xls/aqtb26.xls

http://www.naei.org.uk/
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Main
Environmental
Criteria

Description
This site provides detailed and up-todate information on UK air quality. The
information contained within this site
has been developed by the National
Environment Technology Centre and is
sponsored by DEFRA and the Devolved
Administrations.
The forum was established to guide the
creation of an air quality information
database and to improve the intercomparability of monitoring data
collected by Welsh Local authorities.
The website provides comprehensive
information and data on pollutants in
Wales.
Trends in Emissions of Greenhouse
Gases - Data on greenhouse gas
emissions and removals
Trends in Emissions of Ozone
Precursors – data on anthropogenic
emissions of ozone precursors (CO and
NMVOC)

Source

The National
Air Quality
Information
Archive

Data Type

Website Reference

http://www.airquality.co.uk/archive/index.php

Welsh Air
Quality
Forum

http://www.welshairquality.org.uk/

European
Environment
Agency

http://themes.eea.eu.int/Environmental_issue
s/climate/data

European
Environment
Agency

http://themes.eea.eu.int/Specific_media/air/d
ata
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Main
Environmental
Criteria

Landscape

Description

Source

Data Type

Website Reference

CEH Monks
Wood

Countryside
Information
System
(CIS)

http://www.cs2000.org.uk/CIS_files_linear.ht
m

CEH Monks
Wood

Countryside
Information
System
(CIS)

http://www.cs2000.org.uk/CIS_files_MLCT.ht
m

CEH Monks
Wood

Countryside
Information
System
(CIS)

http://www.cs2000.org.uk/CIS_files_LCM.htm

Broad habitat areas - includes estimates
of stock and change of Broad Habitats.
CEH Monks
Estimates are available for 1984, 1990
Wood
and 1998, derived from Countryside
Survey 2000 sample survey data.

Countryside
Information
System
(CIS)

http://www.cs2000.org.uk/CIS_files_BH_area
.htm

Linear features - Includes estimates of
stock and change in length of features
such as hedges, walls, fences and lines
of trees. Estimates are available for
1984, 1990 and 1998, derived from
Countryside Survey 2000 sample
survey data.
Main land cover types (MLCT) Includes estimates of stock and change
for the Main Land Cover Types (Arable,
Broadleaf woodland, Conifer woodland,
Improved grass, Neutral grass and
Urban). Data are available for 1990 and
1998.
Land cover map - currently contains
2000 Map of Broad Habitats for Great
Britain and Northern Ireland.
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Main
Environmental
Criteria

Description

Source

Regions - regional classification files.
Currently contains the Environmental
Zone classifications.

CEH Monks
Wood

ITE Land classifications - allocates
every 1km grid square in GB to one of
32 Land Classes according to a large
number of environmental features.

CEH Monks
Wood

LANDMAP - nationally consistent data
set, contains cultural - geological –
historical landscape, landscape habitats
and visual & sensory responses.

Countryside
Council for
Wales

Register of Welsh Historic Landscapes:
Part 1 details the historic parks and
gardens in towns, cities and rural
estates whilst Part 2 concerns the
historic landscapes which carry physical
evidence of past ages.

Countryside
Council for
Wales

Data Type
Countryside
Information
System
(CIS)
Countryside
Information
System
(CIS)
Only
viewable via
online
mapping
facility.
Only
viewable
online.

Website Reference

http://www.cs2000.org.uk/CIS_files_regions.h
tm
http://www.cisweb.org.uk/catalogue/index.html?action=sho
wDataset&set=7

http://landmap.ccw.gov.uk/map/Map.aspx

http://www.ccw.gov.uk/landscape-wildlife/protecting-our-landscape/assessingthe-landscape/historic-landscapes/historiclandscapes-register.aspx
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Main
Environmental
Criteria

Townscape

Description
Townscape Heritage Initiative schemes
aim to stimulate economic regeneration
through historic building conservation
and operate through a number of
partners, including the Heritage Lottery
Fund, local authorities, the Welsh
Assembly Government and Cadw.
The Historic Buildings Council is an
independent advisory body whose
members are appointed by the Welsh
Assembly Government to provide
advice on grants and other means of
protecting historic buildings and
townscapes.
Cadw runs a grant scheme for helping
voluntary organisations to promote a
better understanding of the built
heritage. Known as the Civic Initiatives
(Heritage) Grant Scheme.
Town Scheme Partnerships - Many
local planning authorities work with
Cadw in joint funding to provide
assistance for repairs to the external
features of a property.

Source

Data Type

Website Reference

Townscape
Heritage
Initiative,
local
planning
authorities

http://www.Cadw.wales.gov.uk/default.asp?id
=114&navId=12&parentId=12

Historic
Buildings
Council for
Wales

http://www.Cadw.wales.gov.uk/default.asp?id
=118&navId=12&parentId=12

Cadw

http://www.Cadw.wales.gov.uk/default.asp?id
=116&navId=12&parentId=12

Cadw, local
planning
authorities

http://www.Cadw.wales.gov.uk/default.asp?id
=103
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Main
Environmental
Criteria

Biodiversity

Description

Source

Data Type

Website Reference

Conservation areas – designated by
local authorities as areas of special
architectural or historic interest.
Wales’ largest practical environmental
charity that offers hands-on action to
improve both rural and urban
environment.
Promotes conservation and
enhancement of the landscape,
environment and amenities of the
countryside, towns and villages of rural
Wales.
Aims to "bring biodiversity information
closer to Wales" to both practitioners
and the public involved in Biodiversity
Action across Wales. It will act as a
focus for information and will be
constantly evolving.

Cadw, local
planning
authorities

http://www.Cadw.wales.gov.uk/default.asp?id
=102

BTCV Cymru

http://www.btcvcymru.org/index.htm

Campaign
for the
Protection of
Rural Wales

http://www.cprw.org.uk/

Wales
Biodiversity
Partnership

http://www.biodiversitywales.org.uk/english/re
sources/Default.asp
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Description
On-line information system that
supports the planning, monitoring and
reporting requirements of national, local
and company Biodiversity Action Plans
(BAPs). It also allows users to learn
about the progress being made with
local and national BAPs.
This network represents a new way of
sharing wildlife information by making it
accessible to everyone through the
internet. Will help people to make
informed and wise decisions about
natural environment.
A forum through which the three country
conservation agencies – the
Countryside Council for Wales, Natural
England and Scottish Natural Heritage –
deliver their statutory responsibilities for
Great Britain as a whole and
internationally.
The Government’s statutory adviser on
sustaining natural beauty, wildlife and
the opportunity for outdoor enjoyment in
Wales and its inshore waters.

Source

Data Type

Website Reference

Biodiversity
Action
Reporting
System
(BARS)

On-line
search
options.

http://www.ukbapreporting.org.uk/search/nonj.asp

National
Biodiversity
Network
(NBN)

On-line
search
options.

http://www.nbn.org.uk

Joint Nature
Conservation
Committee

http://www.jncc.gov.uk/

Countryside
Council for
Wales

http://www.ccw.gov.uk/
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Heritage

Description

Source

Data Type

Website Reference

Coflein - online database for the
National Monuments Record of Wales
(NMRW) such as archaeological sites,
monuments, buildings and maritime
sites in Wales, together with an index to
the drawings, manuscripts and
photographs held in the National
Monuments Record of Wales (NMRW)
archive collections.

Royal
Commission
on Ancient
and Historic
Monuments
of Wales

text

http://www.rcahmw.gov.uk/coflein.shtml
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Description

Source

Data Type

Website Reference

Carn – Core Archaeological Records
index to information held by
archaeological organisations in Wales.

ClwydPowys
Archaeologic
al Trust Sites
and
Monuments
Record
(SMR),
Dyfed
Archaeologic
al Trust
SMR,
Gwynedd
Archaeologic
al Trust
SMR,
GlamorganGwent
Archaeologic
al Trust
SMR,
Cadw´s
scheduled
monument
database
and NMRW.

text

http://www.rcahmw.gov.uk/HI/ENG/CARN/
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Description

Source

Data Type

National Trust - act as a guardian for
the nation in the acquisition and
protection of threatened coastline,
countryside and buildings. Now care for
over 248,000 hectares (612,000 acres)
National
of beautiful countryside in England,
Trust
Wales and Northern Ireland, plus almost
600 miles of coastline and more than
200 buildings and gardens of
outstanding interest and importance.
Ramsar Sites – wetlands of
international importance – international
designation

Countryside
Council for
Wales

World Heritage sites – international
designation - As yet there are no sites in
Wales designated as World Heritage
Sites because of their natural heritage.
But internationally important geological
sites have been identified and may gain
this status in the future.

Countryside
Council for
Wales/World
Heritage
Information
Network

Website Reference

http://www.nationaltrust.org.uk/main/

GIS-ready:
MapInfo
.tab or ESRI
.shp and
Interactive
map

http://www.ccw.gov.uk/interactivemaps/protected-areas-map.aspx
http://www.ccw.gov.uk/landscape-wildlife/protecting-our-landscape/speciallandscapes--sites/international-designatedsites/ramsar.aspx
http://www.ccw.gov.uk/interactivemaps/protected-areas-map.aspx
http://www.wcmc.org.uk/
http://whc.unesco.org/pg.cfm?cid=31
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Description

Source

Biosphere Reserves – international
designation

Countryside
Council for
Wales

European sites (NATURA 2000) –
special areas of conservation (SACs),
special protection areas (SPAs) –
international designation

Countryside
Council for
Wales

Sites hosting habitats/species of
(European) community interest –
international designation

Eurostat

Data Type

Website Reference

GIS-ready:
MapInfo
.tab or ESRI
.shp and
Interactive
map
GIS-ready:
MapInfo
.tab or ESRI
.shp and
Interactive
map

http://www.ccw.gov.uk/landscape-wildlife/protecting-our-landscape/speciallandscapes--sites/international-designatedsites/unesco-sites/biosphere-reserves.aspx
http://www.ccw.gov.uk/interactivemaps/protected-areas-map.aspx

http://www.ccw.gov.uk/interactivemaps/protected-areas-map.aspx

http://epp.eurostat.cec.eu.int/portal/page?_pa
.html/.csv/.zi
geid=0,1136239,0_45571447&_dad=portal&
p
_schema=PORTAL
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Source

The CORINE biotopes (Version 2000)
database is an inventory of major nature
sites. One of the products of the
European Commission experimental
CORINE Programme, developed by DG
XI during 1985-1990, and maintained by European
the European Environment Agency
Environment
Task Force from 1990-1993. The
Agency
database now contains details of 7741
sites of European importance for nature
conservation in 13 EU Member States,
and is in active preparation in 10 nonEU countries.
Sites hosting significant species
populations under the Bonn Convention
– covered under the CORINE biotopes
database – international designation

European
Environment
Agency

Data Type

Website Reference

.csv/.dbf
(IV)/ MS
Access
2000/.xls

http://reports.eea.eu.int/92-9167-0545/en/page002.html
http://dataservice.eea.eu.int/dataservice/meta
details.asp?id=548
http://reports.eea.eu.int/COR0biotopes/en/tab_abstract_RLR

.csv/.dbf
(IV)/ MS
Access
2000/.xls

http://reports.eea.eu.int/92-9167-0545/en/page002.html
http://dataservice.eea.eu.int/dataservice/meta
details.asp?id=548
http://reports.eea.eu.int/COR0biotopes/en/tab_abstract_RLR
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Source

Sites hosting significant populations
under the Berne Convention – covered
under the CORINE biotopes database –
international designation

European
Environment
Agency

Biogenetic Reserves – international
designation

Countryside
Council for
Wales

Areas of Outstanding Natural Beauty
(AONBs) –national designation

Countryside
Council for
Wales

Data Type

Website Reference

http://reports.eea.eu.int/92-9167-0545/en/page002.html
.csv/.dbf
(IV)/ MS
http://dataservice.eea.eu.int/dataservice/meta
Access
details.asp?id=548
2000/.xls
http://reports.eea.eu.int/COR0biotopes/en/tab_abstract_RLR
GIS-ready:
http://www.ccw.gov.uk/landscape-wildlife/protecting-our-landscape/gisMapInfo
.tab or ESRI download---welcome-1/gis-datasetinformation/biogenetic-reserves.aspx
.shp and
Interactive
http://www.ccw.gov.uk/interactivemaps/protected-areas-map.aspx
map
http://www.ccw.gov.uk/landscape-wildlife/protecting-our-landscape/speciallandscapes--sites/protectedlandscapes/aonbs.aspx
GIS-ready:
http://www.ccw.gov.uk/interactiveMapInfo
.tab or ESRI maps/protected-areas-map.aspx
.shp and
http://www.aonb.org.uk/wba/naaonb/naaonbp
Interactive
review.nsf/Web%20Default%20Frameset?Op
map
enFrameSet&Frame=Main&Src=%2Fwba%2
Fnaaonb%2Fnaaonbpreview.nsf%2F%24LU.
WebHomePage%2F%24first!OpenDocument
%26AutoFramed

Appendix F.19

Welsh Transport Planning and Appraisal Guidance -

Main
Environmental
Criteria

Description

Source

Data Type

Website Reference

Sites of Special Scientific Interest
(SSSIs) – national designation

Countryside
Council for
Wales

GIS-ready:
MapInfo
.tab or ESRI
.shp and
Interactive
map

http://www.ccw.gov.uk/landscape-wildlife/protecting-our-landscape/speciallandscapes--sites/protectedlandscapes/sssis/current-sssis-in-wales.aspx
http://www.ccw.gov.uk/interactivemaps/protected-areas-map.aspx

Limestone Pavements (NNRs)

Limestone
Pavement
Action
Group/DEFR
A

http://www.limestone-pavements.org.uk/
http://www.defra.gov.uk/wildlifecountryside/ewd/ewd08.htm

Geological Conservation Review
(GCRs) – national designation internationally important geological sites
have been identified and may gain this
status in the future.

Countryside
Council for
Wales

http://www.ccw.gov.uk/landscape-wildlife/geologicalgems/geoconservation/geosites.aspx

Marine Nature Reserves (MNRs) –
national designation

Countryside
Council for
Wales

GIS-ready:
MapInfo
.tab or ESRI
.shp and
Interactive
map

http://www.ccw.gov.uk/landscape-wildlife/protecting-our-landscape/gisboundary-downloads/gis-datasetinformation/marine-nature-reserves-mnr.aspx
http://www.ccw.gov.uk/interactivemaps/protected-areas-map.aspx
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National Nature Reserves (NNRs) –
national designation

Areas of Special Protection for Birds
(AOSPs) – national designation
Sites hosting Red Data Book species –
national designation
Sites hosting species not covered by
Berne Convention but in Wildlife and
Countryside Act – national designation
National Parks – national designation Powers to create National Parks were
established under the National Parks
and Access to the Countryside Act
1949. In Wales, the designation of
National Parks is proposed by the
Countryside Council for Wales and
confirmed by the Secretary of State for
Wales.

Source

Data Type

Countryside
Council for
Wales

GIS-ready:
MapInfo
.tab or ESRI http://www.ccw.gov.uk/interactive.shp and
maps/protected-areas-map.aspx
Interactive
map

Local
authorities
Countryside
Council for
Wales

Website Reference

Keyword search “Red Data Book” http://www.ccw.gov.uk/search/

Local
authorities

Countryside
Council for
Wales

Interactive
map

http://www.ccw.gov.uk/landscape-wildlife/protecting-our-landscape/speciallandscapes--sites/protectedlandscapes/national-parks.aspx
http://www.ccw.gov.uk/interactivemaps/protected-areas-map.aspx
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Local Nature Reserves (LNRs) –
regionally important and locally
designated sites

Countryside
Council for
Wales

Sites of Importance to Nature
Conservation (SINCs) – regionally
important and locally designated sites

Local
authorities

Regionally Important Geological Sites
(RIGs) – regionally important and locally
designated sites

Countryside
Council for
Wales, UK
RIGS

Heritage Coasts – locally designated
sites

Countryside
Council for
Wales

Important “inventory” sites (e.g. ancient
woodlands, grassland, inventories) –
regionally important and locally
designated sites

Forestry
Commission
(Wales)

Data Type

Website Reference

Interactive
map

http://www.ccw.gov.uk/landscape-wildlife/protecting-our-landscape/speciallandscapes--sites.aspx
http://www.ccw.gov.uk/interactivemaps/protected-areas-map.aspx

http://www.ukrigs.org.uk/html/ukrigs.php?pag
e=rigsintro&menu=rigs
http://www.ccw.gov.uk/landscape-wildlife/geologicalgems/geoconservation/geosites/rigs.aspx
http://www.ccw.gov.uk/interactiveGIS-ready:
maps/protected-areas-map.aspx
MapInfo
.tab or ESRI http://www.ccw.gov.uk/landscape-.shp and
wildlife/protecting-our-landscape/specialInteractive
landscapes--sites/protectedmap
landscapes/heritage-coasts.aspx
Keyword search “ancient woodlands” http://www.forestry.gov.uk/website/searchall.
nsf/$$Search?openform&country=wales
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Other sites with Biodiversity Action Plan
(BAP) priority habitats/species –
regionally important and locally
designated sites
Other natural/semi-natural sites of
significant biodiversity importance –
regionally important and locally
designated sites
Register of Welsh Historic Landscapes:
Part 1 details the historic parks and
gardens in towns, cities and rural
estates whilst Part 2 concerns the
historic landscapes which carry physical
evidence of past ages.
Conservation areas – designated by
local authorities as areas of special
architectural or historic interest.

Source
Biodiversity
Action
Reporting
System
(BARS)
Biodiversity
Action
Reporting
System
(BARS)
Countryside
Council for
Wales
Cadw, local
planning
authorities

Data Type

Website Reference

On-line
search
options.

http://www.ukbapreporting.org.uk/search/nonj.asp

On-line
search
options.

http://www.ukbapreporting.org.uk/search/nonj.asp

Only
viewable
online.

http://www.ccw.gov.uk/landscape-wildlife/protecting-our-landscape/assessingthe-landscape/historic-landscapes/historiclandscapes-register.aspx
http://www.Cadw.wales.gov.uk/default.asp?id
=102
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Cadw is the Welsh Assembly
Government’s historic environment
service with responsibility for protecting,
conserving and promoting an
appreciation of the historic environment
of Wales. Includes historic buildings,
ancient monuments, historic parks and
gardens, landscapes and underwater
archaeology.
Wildlife indicators - include wild bird
population, otter occurrence, course fish
catches, salmon catches, river habitats
classification and plant diversity.
Pembrokeshire Coast National Park
Authority

Castell Henllys Iron Age Fort

Carew Castle and Tidal Mill

Source

Data Type

Website Reference

Cadw

http://www.Cadw.wales.gov.uk/

Environment
Agency

http://www.environmentagency.gov.uk/yourenv/432430/432434/4324
58/?version=1&lang=_e

Pembrokeshi
re Coast
National
Park
Authority
Castell
Henllys Iron
Age Fort
Carew
Castle and
Tidal Mill

http://www.pembrokeshirecoast.org.uk/

http://www.castellhenllys.com/

http://www.carewcastle.com/
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St Davids Information Centre

Brecon Beacons National Park
Council for National Parks - charity that
works to protect and enhance the
National Parks of England and Wales,
and areas that merit National Park
status and promote understanding and
quiet enjoyment of them for the benefit
of all.

Coast to Coast

Water
Environment

Castles of Wales - information on all the
castles in Wales.
Abstraction licences in force and new
licences determined: 1995/6-2002/3,
Great Britain

Source

Data Type

St Davids
Information
Centre
Brecon
Beacons
National
Park

http://stdavids.pembrokeshirecoast.org.uk/

http://www.breconbeacons.org/

Council for
National
Parks

http://www.cnp.org.uk/

Pembrokeshi
re Coast
National
Park
Authority
Castles of
Wales
DEFRA

Website Reference

http://www.pembrokeshirecoast.org.uk/coast
_to_coast/site_files/

http://www.castlewales.com/home.html
.xls

http://www.DEFRA.gov.uk/environment/statis
tics/inlwater/download/xls/iwtb20.xls
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Number of abstraction licences in force
by purpose: 2002/3, Great Britain

DEFRA

.xls

http://www.DEFRA.gov.uk/environment/statis
tics/inlwater/download/xls/iwtb21.xls

DEFRA

.xls

http://www.DEFRA.gov.uk/environment/statis
tics/inlwater/download/xls/iwtb22.xls

DEFRA

.xls

http://www.DEFRA.gov.uk/environment/statis
tics/inlwater/download/xls/iwtb23a.xls

DEFRA

.xls

http://www.DEFRA.gov.uk/environment/statis
tics/inlwater/download/xls/iwtb23b.xls

DEFRA

.xls

http://www.DEFRA.gov.uk/environment/statis
tics/inlwater/download/xls/iwtb23c.xls

DEFRA

.xls

http://www.DEFRA.gov.uk/environment/statis
tics/inlwater/download/xls/iwtb23d.xls

DEFRA

.xls

http://www.DEFRA.gov.uk/environment/statis
tics/inlwater/download/xls/iwtb04a.xls

Estimated licensed and actual
abstractions from all surface and
groundwater sources by purpose: 19902002, England & Wales
Estimated abstractions from all surface
and groundwaters by purpose and
Environment Agency region: 19952002, England & Wales
Estimated abstractions from tidal waters
by purpose and Environment Agency
region: 1995-2002, England & Wales
Estimated abstractions from non-tidal
surface waters by purpose and
Environment Agency region: 19952002, England & Wales
Estimated abstractions from
groundwaters by purpose and
Environment Agency region: 19952002, England & Wales
Chemical water quality (by distance):
1990-2003, England, Wales & Northern
Ireland
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Chemical water quality (by percentage):
1990-2003, England, Wales & Northern
Ireland
Chemical quality of rivers and canals:
1990, 1995, 2000 and 2003, England,
Wales & Northern Ireland
Biological water quality of rivers and
canals: 1990, 1995, 2000, 2001 and
2002-03, England, Wales & Northern
Ireland
Urban Waste Water Treatment Plants
discharges into freshwaters, estuaries
and coastal waters: 1992 and 1995,
United Kingdom
Compliance with the Freshwater Fish
Directive (78/659/EEC) for rivers: 19952003, England & Wales
Compliance with the Freshwater Fish
Directive (78/659/EEC) for lakes and
still waters: 1995-2003, England &
Wales
Flood maps

Source

Data Type

Website Reference

DEFRA

.xls

http://www.DEFRA.gov.uk/environment/statis
tics/inlwater/download/xls/iwtb04b.xls

DEFRA

.xls

http://www.DEFRA.gov.uk/environment/statis
tics/inlwater/download/xls/iwtb05a.xls

DEFRA

.xls

http://www.DEFRA.gov.uk/environment/statis
tics/inlwater/download/xls/iwtb06.xls

DEFRA

.xls

http://www.DEFRA.gov.uk/environment/statis
tics/inlwater/download/xls/iwtb17.xls

DEFRA

.xls

http://www.DEFRA.gov.uk/environment/statis
tics/inlwater/download/xls/iwtb07a.xls

DEFRA

.xls

http://www.DEFRA.gov.uk/environment/statis
tics/inlwater/download/xls/iwtb07b.xls

Environment
Agency

http://www.environmentagency.gov.uk/maps/info/floodmaps/
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Flood warning areas
River quality – biology, chemistry
classification method, nutrients
Managing water resources via
Catchment Abstraction Management
Systems (CAMS)
High flood levels
Bathing waters
Groundwater source protection zones
Water Framework Directive

Source
Environment
Agency
Environment
Agency
Environment
Agency
Environment
Agency
Environment
Agency
Environment
Agency
Environment
Agency

Data Type

Website Reference
http://www.environmentagency.gov.uk/maps/info/fwa/
http://www.environmentagency.gov.uk/maps/info/river/
http://www.environmentagency.gov.uk/maps/info/cams/
http://www.environmentagency.gov.uk/subjects/waterres/564321/309
477/568017/568346/?version=1&lang=_e
http://www.environmentagency.gov.uk/maps/info/highflows/
http://www.environmentagency.gov.uk/maps/info/bathing/
http://www.environmentagency.gov.uk/maps/info/groundwater/
http://www.environmentagency.gov.uk/business/444217/444663/955
573/?lang=_e
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Data Type

Website Reference

What’s in my Backyard - search range
of data sets including bathing waters,
discharges to sea, ground water, flood
plains, flood warning areas, landfill
sites, pollution inventory, IPC OPRA
scores, waste OPRA scores, river
quality, river quality targets and agency
offices.

Environment
Agency

Interactive
map

http://www.environmentagency.gov.uk/maps/?version=1&lang=_e

Welsh Fisheries

Environment
Agency

Flooding in Wales

Environment
Agency

River Habitats Survey – background
and downloadable data

Environment
Agency

Recreation activities – support and
promote

Environment
Agency

.txt/.xls

http://www.environmentagency.gov.uk/regions/wales/450320/?lang=
_e
http://www.environmentagency.gov.uk/regions/wales/139851/?lang=
_e
http://www.environmentagency.gov.uk/yourenv/432430/432434/4324
87/441558/441625/?lang=_e&theme=&regio
n=&subject=&searchfor=river+habitat+survey
&any_all=&choose_order=&exactphrase=&wi
thoutwords=
http://www.environmentagency.gov.uk/subjects/recreation/654075/?v
ersion=1&lang=_e
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2004 Bathing Waters Report Wales summarises the results of the
monitoring carried out during the 2004
bathing season (1st May – 30th
September), at 78 EC identified bathing
waters within Wales. It also includes the Environment
results of local authority monitoring at
Agency
107 non-EC identified beaches, an
initiative established to provide a "bigger
picture" of coastal water quality, and
enable local councils to nominate sites
for bathing water awards.
Environment
Bathing waters
Agency
Compliance with the Bathing Water
Quality Directive 76/160/EEC - Data
reported are on the quality of bathing
waters (coastal and freshwater zones)
European
as per Directive 76/160/EEC on Bathing Environment
Water Quality. Parameters for which
Agency
compliance is calculated include: total
coliforms, faecal coliforms, mineral oils,
surface-active substances and phenols.

Data Type

Website Reference

.pdf

http://www.environmentagency.gov.uk/regions/wales/426317/101275
7/?lang=_e&theme=&region=&subject=&sear
chfor=water+bathing+standards&any_all=&c
hoose_order=&exactphrase=&withoutwords

http://www.environmentagency.gov.uk/maps/info/bathing/

http://dataservice.eea.eu.int/dataservice/meta
details.asp?id=171
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Water facts and figures - about river
quality, marine water quality, water
resources, nutrients in rivers, lakes and
coastal waters, freshwater habitats,
pesticides, fertilisers and acid rain.
Water indicators - include bathing water
quality, rivers of good or fair quality,
river quality compliance, estuary water
quality, dangerous substances in water,
discharges to the sea, river habitats
classification, river flows, nutrients in
rivers, pesticides in fresh waters,
pollution incidents, sewage treatment
works discharges, ground water levels,
groundwater quality, rainfall in summer
and winter, flood levels in rivers,
Thames Barrier closures against tidal
surges, sea level change, abstraction
from fresh waters, household water use,
leakage from water supply and
acidification.

Source

Environment
Agency

Environment
Agency

Data Type

Website Reference
http://www.environmentagency.gov.uk/yourenv/eff/water/?version=1
&lang=_e

http://www.environmentagency.gov.uk/yourenv/432430/432434/4324
87/?version=1&lang=_e
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Reference Waterbase – European
Environment
Agencies
database
containing
nationally
validated,
aggregated data on Europe’s rivers,
lakes and groundwater bodies.
Eurostat – water statistics - Gives
statistics for water resources, water
abstraction by source and sector, water
supply, waste water including
population connected to the sewage
system, capacity of waste water plants
and sewage sludge and bathing water
quality.

General
Sources of
Environmental
Data

Source

Data Type

Website Reference

European
Environment
Agency

http://themes.eea.eu.int/Specific_media/wate
r/indicators/data

European
Commission

http://europa.eu.int/comm/eurostat/Public/dat
ashop/printproduct/EN?catalogue=Eurostat&product=en
v-pb-wt-EN&mode=download

Welsh Environmental Statistics

Welsh
Assembly
Government

http://www.wales.gov.uk/keypubstatisticsforw
ales/topicindex/topics.htm

Environment Agency Wales responsible for air, land and water
quality, conservation of natural
resources, animals and plants, pollution
control, flood defence, fishing and other
matters connected with river basin
management

Environment
Agency
Wales

http://www.environmentagency.gov.uk/regions/wales/
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DEFRA (Department of the
Environment and Rural Affairs)

DEFRA

Environment Agency
Office of National Statistics (ONS)
Eurostat

The European Environment Agency

Environment
Agency
Office of
National
Statistics
European
Commission
The
European
Environment
Agency

Data Type

Website Reference
http://www.DEFRA.gov.uk/
http://www.environment-agency.gov.uk/
http://www.statistics.gov.uk/
http://europa.eu.int/comm/eurostat/
http://www.eea.eu.int/

The Digest of Environmental Statistics

DEFRA

http://www.defra.gov.uk/environment/statistic
s/index.htm

Environmental accounts Environmental information across
industry sectors, emissions data,
environmental protection data, fossil
fuel use, oil and gas and waste data.

Office of
National
Statistics

http://www.statistics.gov.uk/statbase/explorer
.asp?CTG=3&SL=3900&D=4261&DCT=32&
DT=32#4261
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Environment in your Pocket 2002 - key
facts and figures about UK Environment
taken from Digest of Environmental
Statistics. Includes data on general
environmental issues, global
atmosphere, air quality, inland water,
coastal and marine waters, radioactivity,
noise, waste and recycling, land wildlife
and public attitudes.
Public Registers Online - Allows you to
conduct basic searches of the
Environment Agency’s public registers
on water quality and pollution control,
Integrated Pollution Control, radioactive
substances and water abstraction and
impounding.

Source

DEFRA

Environment
Agency

Data Type

Website Reference

http://www.DEFRA.gov.uk/environment/statis
tics/eiyp/index.htm

http://www2.environment-agency.gov.uk/epr/
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Main
Environmental
Criteria

Description
Regional trends on the Web - Range of
environmental statistics for each region
within UK. Include annual average
rainfall, estimated household water
consumption, estimated abstractions of
groundwater, biological and chemical
quality of rivers and canals, water
pollution incidents, bathing water
standards, atmospheric pollution,
ground level ozone levels, radon
affected areas, household waste by
local authority, recycling household
waste, land use changes and urban
growth.
Social trends on the Web - Some
general environmental statistics such as
agricultural land use, air pollutants,
bathing waters, emission levels and
waste disposal.
Sustainable development datasets

Source

Data Type

Website Reference

Office of
National
Statistics

http://www.statistics.gov.uk/statbase/explorer
.asp?CTG=3&SL=3900&D=4539&DCT=32&
DT=32#4539

Office of
National
Statistics

http://www.statistics.gov.uk/statbase/explorer
.asp?CTG=3&SL=3900&D=4539&DCT=32&
DT=32#4539

Office of
National
Statistics

http://www.statistics.gov.uk/statbase/explorer
.asp?CTG=3&SL=3900&D=4565&DCT=32&
DT=32#4565
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Main
Environmental
Criteria

Description
Countryside Survey 2000 data
catalogue provides a major overview of
the habitats, plants, landscape features
and land types throughout Great Britain.
The Forestry Commission - looks after
Wales's public woodlands on behalf of
the Welsh Assembly Government.
Counties of Wales - outline map of
current boundaries.
Countryside Council for Wales Government's statutory adviser on
sustaining natural beauty, wildlife and
the opportunity for outdoor enjoyment in
Wales and its inshore waters.
The Wildlife Trusts Partnership network of 46 Wildlife Trusts, 50 Urban
Wildlife Groups and Wildlife Watch (the
junior branch). Contact addresses are
given on the site as well as other
matters.

Source
DEFRA/Natu
ral
Environment
Research
Council
Forestry
Commission
Wales

Data Type

Website Reference

http://www.cs2000.org.uk/DataCat/menu/inde
x.asp

http://www.forestry.gov.uk/wales
http://www.data-wales.co.uk/unimap.htm

Countryside
Council for
Wales

http://www.ccw.gov.uk/

The Wildlife
Trusts
Partnership

http://www.wildlifetrusts.org/
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Main
Environmental
Criteria

Description

Source

The University of Wales, Aberystwyth Cymdeithas Edward Llwyd.
Plant Identification

The
University of
Wales,
Aberystwyth

Data Type

Website Reference

http://www.aber.ac.uk/gwyddcym/PlantID/index.html
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APPENDIX G:
PARTICIPATION
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G1.

Principles of Participation
Scope

G1.1

Planners must involve all people who have an interest in the subject matter or
proposal. These should include:
•

Statutory consultees;

•

Members of the public;

•

Relevant professional bodies;

•

Local government;

•

The voluntary sector; and

•

Local businesses.

G1.2

In addition, it is essential to involve any public body or agency expected to
implement the proposal or abide by it once implemented.

G1.3

Planners must set out to stakeholders clearly the scope of the consultation and its
aims at an early stage. They must also ensure that they communicate key
decisions as widely as practicable.

G1.4

Sometimes planning bodies approach a question with a completely open mind.
Often, however, they have a fairly well-formed view of what is required. These two
circumstances lead to quite different approaches to participation. In the latter case,
planners may feel that their task is to build support and win opposition around.
Planners should never suggest that they have a completely open mind if, in truth,
they know pretty well what they intend to do. Nor should they allow this clarity to
distract them from the possibility that the results of participation will demonstrate
that their view was misguided. However far advanced a proposal is, there should
always be some latitude for revision if a strong enough case is made.

G1.5

An effective way of maintaining good relations with stakeholders is to be absolutely
clear at all points whether the purpose of an exercise is to provide information,
gather information or conduct participative planning.

Understanding your Audience
G1.6

To be successful, communication needs to take account of the audience’s
circumstances. Whilst stakeholders may be interested in a proposal, they may
have limited technical knowledge. What is presented to them (in written or oral
form) must take this into account.
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G1.7

In addition to using jargon-free language, the planner ought to try to understand
why a proposal might be important to a stakeholder. Priorities of those working in
the transport sector will not always accord with the interests of local residents.
Again, good communication will take account of the target audience’s perspective.
Inclusive or Representative?

G1.8

This is a fundamental consideration and one that needs careful thought early on.
Most participation activities conducted in the context of transport planning are
“passive”, in that those who have something to say are provided with the means to
say it but not necessarily the encouragement. Recent emphasis on making
participation more inclusive or accessible is intended to widen the group of people
who are empowered to contribute but this does not guarantee that the collected
contributions will be representative of the full set of stakeholders. The result is that
final decisions often reflect the relative strengths of opinion amongst only those
who voiced them. This may be appropriate in some cases, particularly where small
groups stand to be greatly affected by a proposal whilst the impact on others is
likely to be slight. There are many cases in which what the planner actually
requires is a representative picture of opinion, including both those who support a
proposal and those who oppose it, and covering all types of stakeholder. Such a
representative picture is not necessarily easy to obtain but it is possible and it
requires a rather different approach to participation than the “passive” model. This
is explained in more detail in the methods section.

G1.9

Key points to bear in mind are the following:
•
•

•

Opposition to a proposal may well be more vociferous than support for it;
Those who stand to benefit from a proposal may well be more dispersed
(and more difficult to identify) than those who would lose out; the opposite
can also be true; and
Those who contribute to planning processes of their own free will are
typically those with time to spare, who understand the planning process and
are comfortable with the communication methods most commonly
employed.

G1.10 The following sections on objectives, audience and methods are all closely related
to the relationship between inclusion and representation. The planner’s principal
objective may be to obtain a representative picture of opinion. This may lead to the
identification of quite diverse audiences with whom to communicate. The nature of
those audiences, their likely perspective and, not least, their locations, are likely to
influence significantly the choice of method. Therefore this question must be
properly addressed.
How much to reveal and when?
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G1.11 There is understandable concern amongst planners about the risk of creating
unnecessary upset if information about schemes is made widely available at key
stages during their development. For example, most highway proposals go
through a period when a large number of alignment options are being considered,
only a proportion of which will prove technically and economically feasible. If the
full range of options were publicised, many people might become concerned about
the potential impacts of highways that would never get built.
G1.12 For this reason, the rule of thumb must be pragmatism. It makes little sense to
publicise options at a point when technical work will drive decisions. Planning
blight is one important reason not to do this; another is that a good participation
strategy will identify the points at which it is appropriate to involve stakeholders.
G1.13 This does not, however, mean that planners should remain completely silent on
scheme development until a manageable number of feasible options has been
arrived at. Rather, it seems logical to involve stakeholders in the early stages of
scheme development, perhaps as objectives are being set and strategic options
are being discussed such as whether solutions will be road-based or take some
other form. It is then perfectly legitimate to explain that there will be a period of
technical work after which a short-list of options will be publicised for further
discussion with stakeholders.
Knowledge and constraints
G1.14 One reason why planners sometimes find conducting participation activities
frustrating is that they find stakeholders act as if unaware of the real world in which
transport decisions must be made. This is a world of tight budgets and extensive
regulation. What those same planners might fail to see is that they have probably
not given the community enough information to make an informed contribution.
Whilst providing that information is no guarantee that contributions will be informed,
it both raises that probability and provides planners with a defence if it proves
necessary to over-rule the wishes of a given individual or group.
G1.15 There are various effective ways of communicating the constraints within which
planners are forced to operate. At the simplest level, this means saying how much
or how little money is available or explaining that the law requires a certain
development to take place. More sophisticated participation methods (such as
citizens’ juries) can make such constraints an explicit part of the consideration
process, thus ensuring that all conclusions are consistent with them. There is
middle ground: questionnaires can be designed which invite people to apportion
finite resources across a number of spending areas. Whatever approach is taken,
planners will find that, the more effort they expend on informing stakeholders, the
more meaningful and helpful the results of participation will be.
Courtesy
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G1.16 Acknowledging contributions is a critical part of good participation practice. It will
also demonstrate to participants that their efforts have been taken into account.
G1.17 It is also important to report on the results of any participation process. In
particular, stakeholders will want to see how, if at all, their contributions have
influenced the thinking of the planner and, as a consequence, the proposal itself.
So the planner should make sure that a digest of contributions is made available
(or, better still, actively circulated to those involved). In addition, the planner should
endeavour to explain why the result in question was arrived at. Stakeholders
whose views have been, in effect, overruled will expect a good explanation of why
this has happened.
G1.18 Many bodies develop performance standards that they apply to participation
activities. These might relate to the speed with which a submission is
acknowledged or a question answered. Such standards can provide a useful focus
and help to demonstrate to participants that the consulting organisation is taking
the exercise seriously. Such standards are not, however, a substitute for carrying
out the participation itself to a high standard. It is, for example, perfectly easy to
establish a system that generates a form letter of acknowledgement in response to
incoming letters and e-mails. This is not the same as reading such contributions
and responding properly to them.

Practicalities
G1.19 If the participation process involves the production of a document, it is important to
check whether it is necessary for it to be published in both English and Welsh.
Planners should aim to make it available on the Internet as well as in hard copy
form.
G1.20 It is essential to give stakeholders sufficient time to respond to consultation
documents. The Welsh Assembly Government’s internal guidance cites a
minimum of eight weeks but recommends twelve. Clearly the period needs to
reflect the circumstances – a small audience or a tight timetable may justify doing
things more quickly. By the same token, the timing of activities – consultation
taking place during the summer holidays for example – may mean that a period
longer than eight weeks is necessary.
G1.21 In order to maximise the credibility of the exercise, you may wish to publish the
results of participation activities. Consider using the following text:
“We intend to publish the responses to this document.

Normally, the name and address (or part of the address) of its author are
published along with the response, as this gives credibility to the participation
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exercise. If you do not wish to be identified as the author of your response, please
state this expressly in writing to us."
G1.22 Planners should aim to make the participation process as accessible as possible.
This picks up the point above about inclusion and representation. In practical
terms, this means thinking in advance about the needs of people with visual or
hearing impairments, those whose English or Welsh may not be fluent or who may
have difficulty reading for other reasons. The Welsh Assembly Government’s
Equality and Human Rights Division has produced a Good Practice Guideline for
producing Accessible Information, which may be helpful to this process 12 . The
Royal National Institute of Blind People has produced ‘See it Right Guidelines’ 13
which provides advice on designing, producing and planning for accessible
information.
G.2

Developing a Participation Strategy

G2.1

The development of a participation strategy is introduced in 11.6. The following
sections describe each element of the participation strategy, in turn.
Objectives and Constraints

G2.4

Objectives for participation might cover the following:
•

•
•
•
•
G2.5

Desired end product – how the planner will define success in terms of
participation; this may be in the form of level of support for the final proposal
or the achievement of a level of consensus;
How representative the findings are intended to be (see above);
Proportion of the audience that will learn of the proposal or participate in the
planning process;
How easy the planner will make it for people to participate; and
Desired depth of understanding of the proposal and its context.

All participation is conducted against constraints, most obviously those of money
and time. Good participation activities are resource-intensive and require time to
work well, and resource devoted to participation cannot be spent on other worthy
aspects of the planning and delivery process. So the planner must work within
reasonable limits. The other principal set of constraints relates to what is and is not
possible in terms of the proposals themselves. The full range of aspirations on the
part of stakeholders is bound to be beyond the resources available to the planner,
leaving aside whether or not it would be a deserving target for investment. Clarity

12

Guidance on providing accessible information is available on request from the Equality and Human
Rights Division at the Welsh Assembly Government

13

See it Right Guidelines (2007) Royal National Institute for Blind People (RNIB).

Appendix G.1

Welsh Transport Planning and Appraisal Guidance -

as to what is actually going to be possible is essential from the outset so that
aspirations are kept within reasonable limits at all times.
How Participation Informs the Wider Planning Process
G2.6

A proper participation strategy will have been developed in tandem with the
planning strategy itself. Participation activities will have been selected and timed
so that their products will be relevant to a given stage in the planning process. For
example, when planners are sifting ideas for proposals, it will be helpful for the
participation process to produce sets of suggestions from stakeholders. Similarly,
when planners are trying to decide on a final proposal, they will need the results of
participation activities designed to gauge stakeholder opinion of the relative merits
of the candidates.

G2.7

The complexity of the planning process will determine to some extent that of the
participation strategy. An activity such as a multi-modal study may have several
defined stages and reporting points; the associated participation strategy is likely to
need a similar number of stages and its timing will be designed to fit with the
reporting structure of the study programme. The two-stage appraisal process is a
case in point: if participation activities are going to take place in association with
both the Part 1 and Part 2 appraisals of a proposal, it will be important to
distinguish clearly between them, with the presumption that the Part 2-associated
activities will examine a smaller number of proposals in more detail.

G2.8

As part of this task, it is essential to consider the question of how planners expect
to respond to contributions. If there is opposition to a proposal, how strong does it
need to be for the planner to make significant revisions or to scrap the idea
completely? By asking this question in advance, the planner is prepared for the
potential difficulties ahead and is likely to avoid “stand-offs” where the planning has
progressed to an advanced stage whereupon opposition becomes vociferous. As a
rule of thumb, every response must be assessed on its merits based on the quality
of the argument and the degree of knowledge of the subject shown by the
participant. If it is concluded that a view is going to be overruled, how is this to be
handled? If a stakeholder is expecting a response, the planner will need to
manage this sensitively – experience shows that ignoring submissions is a poor
strategy.
Identifying Audiences

G2.9

There are many types of stakeholder who might, with the right encouragement,
wish to contribute to the planning process. The planner must devote time early on
to thinking through the potential audiences. In addition, thought must be given to
the characteristics of each audience and what these mean for the participation
methods to be used.
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G2.10 The “stakeholder analysis” is simply a methodical process of considering who might
be affected and what is known about them. It is very important that this should not
simply be a trawl through existing lists of organisations and individuals who have
contributed in the past (though looking at such lists may well be helpful). One
useful exercise to conduct as part of the stakeholder analysis is a consideration of
what existing groups (if any) might be relied upon to speak on behalf of a given
audience, since this may allow time and money to be saved in the participation
process.
G2.11 The following are the types of audience which the planner is likely to need to
involve:
•
•
•
•

•
•
•
•

•
•

The public at large (both those living locally and those who might
experience wider “network” effects as travellers or more distant residents);
Businesses;
Elected members (European Parliament, UK Parliament, Welsh Assembly
Government, local authorities);
Government officers (predominantly at the Welsh and local level, covering
topics associated with transport, such as economic development, planning
etc);
Statutory consultees (any organisations which are required by law to be
approached for comments on proposals);
Providers (organisations such as Train Operating Companies which form
part of the transport offer);
Other statutory organisations (health service providers, emergency
services);
Voluntary, community and special interest groups (including bodies who
can provide specialist expertise and information such as the Environment
Agency and Countryside Council for Wales which will not always be
statutory consultees);
Trade unions; and
Education institutions.

G2.12 For each of these audiences, the following questions should be asked:
•
•
•

•
•

Does an exhaustive list exist? If not, are there indirect means of making
contact with the stakeholders?
If they are not individually identified, approximately where are they located?
What do they already know about the planning process or proposals under
consideration and what expectations, if any, do they have concerning being
involved?
What might their current thinking be on the subject?
At what level would they be likely to wish to engage in the debate and how
much time might they be expected to devote to the process?
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•

Do they face any barriers to participating (physical, linguistic, cultural,
economic, cognitive, etc)?

G2.13 By posing each of these questions, it should be possible to arrive quite quickly at
an understanding of how audiences might be grouped for contact. For example, it
may prove practical to communicate with trades unions, education institutions and
voluntary, community and special interest groups all at once. The same questions
should help to identify which subsets of an audience need special attention. For
example, if there is a substantial minority ethnic community in the affected area
whose members would probably be most comfortable if contacted in their mother
tongue, this suggests that any written material will need to be translated. There
may be further implications, depending on the participation methods selected and it
may turn out that different participation methods will be appropriate for this group
than for other members of the public.
Designing the Participation Programme
G2.14 By this point, the planner should have a clear notion of what the participation
process is meant to achieve, which groupings of stakeholders are to be involved
and their relevant characteristics, and what is going to be done with the results
obtained.
G2.15 It is now appropriate to develop a programme of activities which properly matches
these inputs. The following section includes a brief description of some of the
methods which are most commonly used in participation activities.
G2.16 The programme will probably need to include three types of activity:
•
•
•

One-off – participation events conducted with a specific purpose in mind;
Regular – update activities which will keep key stakeholders apprised of
developments; and
Continuous – activities, such as monitoring telephone hotlines and e-mails,
which need to be kept up throughout the process.

G2.17 Planners should ensure that they anticipate the level of staffing and finance
required to support these activities throughout the process.
G2.18 When designing the process, planners should give thought to what it is reasonable
to expect stakeholders to do. Even the most willing participant will only be
prepared to contribute up to a point, and the majority will have much more limited
time and energy. It is therefore essential to plan activities which will work within the
commitment level of the audience. This can be achieved by spreading events out
over time and keeping things like questionnaires short and to the point.
G2.19 Another important consideration when designing the programme is the need for
inputs to the participation materials. For example, if a leaflet is going to be
produced which presents three options, the planner may need to have maps,
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diagrams and text well in advance of the copy deadline. The planner will also need
to bear in mind holidays and religious festivals as well as key points in the political
timetable, during which it may not be appropriate to conduct participation activities.

G3

Methods

G3.1

In this section, a range of participation methods is introduced in brief. The methods
are divided into three sections to assist the planner in the selection process:

G3.2

•

Information provision;

•

Research; and

•

Participative planning.

Though certain methods straddle the boundary between two sections, most can be
fairly readily identified with one more than the others. The value of setting methods
out in these categories is that it will assist the planner in selecting approaches
which suit the task in hand.
Information Provision and Awareness-Building
Advertising/Media

G3.3

The media can be a powerful means of spreading information and building
awareness. Certain publications or channels have well defined audiences which it
is otherwise hard to reach. Editorial coverage is harder to control than advertising
produced by the planning body itself but can prove more compelling. Planners
should also bear in mind that even large spends on media coverage do not
guarantee universal awareness.
Public meeting/briefing

G3.4

Whilst still quite common, these participation activities have significant
shortcomings. They are prone to domination by the most articulate of those who
attend and can become unproductive, particularly if the subject matter is
contentious. Planners should ask themselves if this is really the right way of
meeting the objectives of the participation strategy.
Letter

G3.5

Sometimes a letter is a highly efficient and effective way of making stakeholders
aware of a development or opportunity. Letters are most effective if the addressee
is named. Planners should remember to include all contact details so that
recipients can follow the letter up as necessary.
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Leaflet/newsletter
G3.6

The success of a leaflet or newsletter will depend on many factors:
•
•
•
•
•
•

G3.7

Perceived relevance of content;
Quality and simplicity of drafting;
Length of document;
Quality of design;
Method of distribution; and
Timing of release.

Whilst they can be very effective methods of information provision (and, in
conjunction with a questionnaire, a moderately successful information gathering
tool), planners should not produce newsletters as a reflex action. It is appropriate
to check first whether the message to be conveyed requires a method of such
sophistication and, therefore, cost.
Website

G3.8

Few participation activities can be carried out without the use of a website, and with
good reason: websites can enable large quantities of information to be made
available at low cost and without imposing an unacceptable burden on those with
limited interest. Planners should remember that, whilst access to the Internet is
becoming much wider, there remain large pockets of the community who do not
have access or are not at ease with the Internet as a medium. The frequency with
which people print web pages onto paper is testament to a common preference for
paper as a medium for information.

G3.9

Websites depend for their credibility on being up to date. Any e-mail addresses (or
on-line forms) associated with a website must be regularly monitored and, where
contributions have been requested, appropriate acknowledgements must be issued
promptly.
Phone-line

G3.10 Phone lines remain helpful tools for participation. They can be unmanned, offering
an update or the means to leave a message. In a long-term planning exercise,
there may be times during which it is desirable to answer calls in person, so as to
respond to queries or engage in fuller discussion.
G3.11 Planners should choose a telephone number which does not discriminate (for
example, an 0845x number costs callers in all locations in the UK the same) and
try, if possible, to obtain a memorable number.
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Exhibition, road-show, open day
G3.12 This set of information activities is helpfully interactive and, if well designed and
properly staffed, can do a better job of communicating complex or unfamiliar
concepts than the printed word. That said, such activities are very expensive to
stage so it is important that planners are quite clear why they are doing them.
G3.13 If they are taking place, such events are most successful if:
•
•
•
•

They are well publicised;
They take place at convenient times (including weekday evenings and
weekends);
They take place at convenient and accessible locations (preferably where
there is significant footfall); and
They are staffed by individuals who have been thoroughly briefed on the
subject matter.

G3.14 Events of this kind can be usefully combined with the dissemination of a
questionnaire used to gather views of those attending. If so, it is helpful to form a
picture of the demographic profile of those attending.
Multi-media simulations etc
G3.15 The novelty of such activities is one of its principal selling points: people are
attracted by the prospect of something new and this can bring a rather different
crowd than is drawn to exhibition panels. Examples are mock-up vehicles to help
show how a proposed new transport service would feel and an audio-visual
simulation of new features at a major railway terminus.
Games, fun-days, art events
G3.16 This broad category of activities can be very effective in spreading awareness of a
subject which is in the early planning stages (and therefore not yet ready to be the
focus of an exhibition, say) or which may not appeal to a large proportion of the
affected populace. Local proposals, such as a home zone, may require a good
deal of awareness-raising in advance of planning in earnest and such events can
help to increase understanding. They can also be very effective at engaging the
interest of younger stakeholder, whose enthusiasm for the more orthodox planning
methods is often limited.
Research
Survey (household, on-street, on-vehicle, telephone, web/e-mail)
G3.17 This is the set of methods of data-gathering initiated by the planner so as to obtain
a picture of opinion. The medium used will have a significant influence on the
default respondent group (those who will respond of their own accord) and the level
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of detail that can be achieved. For example, a household survey will generally
allow quite detailed discussion and open questions. At the other extreme, onvehicle surveys tend to need to be quite succinct and direct.
G3.18 By sampling, the planner can ensure that a given demographic profile is achieved
and thereby address the issue of representativeness raised earlier in this section.
G3.19 This is a large topic and no attempt is made here to cover it in detail. Planners
should refer to established texts on the subject 14 .
Self-completion questionnaire
G3.20 Questionnaires are typically circulated in association with a leaflet or newsletter,
though there is no reason why they cannot be distributed without accompaniment.
They can be an effective means of providing those with something to say to set
their views down and this can sometimes produce the “great idea”. The
questionnaire also provides people with a means to let off steam. This may not be
productive unless effort is expended on following up the comments made, which
can be a time-consuming process.
G3.21 Any questionnaire should be carefully structured and designed. As with any survey
tool, there is a strong argument for piloting the questionnaire before distributing
large numbers since it is easy to phrase something ambiguously without realising it.
Vox pops
G3.22 The vox pops is a useful tool for obtaining a flavour of opinion at low cost and
without detailed preparation. One or more individuals go to the area of interest and
attempt to engage passers-by in conversation. The conversations are recorded
and can be transcribed. Alternatively, a digest of the views can be produced. If
demographic data is collected in association with the recordings, it becomes
possible to draw tentative conclusions about the spread of opinion.
G3.23 Vox pops surveys can be useful in bringing “hard to reach” groups into the
participation process because a simple request on the street may well be answered
when any number of other appeals for input would be ignored. It is important,
though, not to accord too much credence to the results of vox pops surveys: they
cannot be seen as providing a definitive picture of the community’s views.

14

Richardson, A.J., Ampt, E.S. & Meyburg, A.H. (1995) Survey Methods for Transport Planning.
Melbourne: Eucalyptus Press.
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Focus groups
G3.24 Focus groups remain an effective qualitative research tool. They can be
particularly useful if a complex topic requires investigation or if it is suspected that a
superficial answer to a headline question conceals important underlying thinking.
For example, there may be hostility to a given proposal, in which case it may be
helpful to understand the roots of that hostility.
G3.25 A successful focus group depends on many things, not least a carefully designed
quota form and a properly structured discussion guide, which takes the participants
through the required material in a sensible order, providing all with the time they
need. Focus group moderation is a skill and, the better the moderator, the better
the output.
Depth interviews
G3.26 Detailed interviews can provide a very helpful insight into the thinking of individuals.
Planners may feel it appropriate to carry out interviews with a number of key
decision-makers or a representative sample of the community, depending on the
subject matter. As with focus groups, there is a need for a good structure for the
interview and it is important that the interviewer be a skilled listener. Depth
interviews are typically recorded so as to enable the interviewer to concentrate on
the content.
Participative Planning
Workshops/structured planning sessions
G3.27 “Workshop” is a term increasingly used to describe gatherings of interested
individuals to engage in structured planning activities. Up to now, the gatherings
have tended to be of professionals or those with a recognised stake in the subject
matter. A good example is the “reference group”, commonly established to provide
major studies with strategic guidance. Such groups will tend to comprise transport
professionals, representatives of local and regional government and
representatives of a range of “interest” groups such as environmental, trade and
community bodies. It is not a firm rule that participants should be of this type,
however. The workshop model can be used very effectively with a range of
participant profiles, including members of the community chosen at random.
G3.28 The key ingredient is a good structure which is adhered to. Vague or poorly
managed workshops tend to be a waste of participants’ time. Firm chairing is an
important component as is the detailed recording of proceedings. Whilst not
obligatory, the use of flipcharts to note points as they are raised is very common
and can help to keep participants on track.

Appendix G.1

Welsh Transport Planning and Appraisal Guidance -

Citizens’ juries
G3.29 This method is gaining currency as a way of obtaining a considered view from a
representative sample of the community. It has many advantages over the more
“knee-jerk” participation methods which are often used. Though like a trial jury in
many respects, a citizens’ jury will not typically be attempting to answer a “yes or
no” question. Rather, the subject matter will be one of policy or strategy. For
example, this method has been used successfully by local authorities in England
attempting to define their Regional Transport Plan strategies. The principles are as
follows:
•

•
•

A group of twelve (or more) people are recruited from the area of interest
according to a demographic profile such that ethnicity, gender, age and
relative wealth of the group roughly matches that of the local community;
The “jurors” are presented with evidence by experts whom they can crossexamine; and
Through voting, the balance of opinion amongst the jurors is gauged.

G3.30 In the context of transport planning questions, the jurors can be asked to carry out
a methodical (though straightforward) appraisal of options in order to arrive at
considered conclusions.
G3.31 Considerable planning is required for a citizens’ jury to succeed and it is essential
that jurors do not feel they are being manipulated into reaching a particular view.
Planning for Real
G3.32 Whilst it is a trade-marked participation method, the term “planning for real” has
come increasingly to stand for participative exercises which enable members of the
community and other stakeholders to form a visual picture of what is possible and
work together to arrive at an acceptable solution. The method is most successful
when the area is small and the possible changes relate to the local infrastructure.
In such cases, a three-dimensional model can be a very effective tool, enabling
non-professionals to understand how different options would look and operate.
The method can be used for proposals covering a wider area, though it may here
be necessary to use schematics or models of sections of a scheme rather than
attempt to reproduce it as a whole.
G3.33 The key with such methods is to have a workable method of recording differing
views and, if possible, arriving at a consensus. If participants leave an event with
different pictures of what they think will happen, this can cause trouble down the
line.
Street/area audits
G3.34 Where the area of interest is of a manageable size, it can be very effective to carry
out a structured visit with local people. This not only encourages them to conduct a
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methodical critique of an area or a particular service (and thereby perhaps arrive at
more measured conclusions); it also can help to build a sense of partnership
between the planning organisation and the community. A structured analysis of the
strengths and weaknesses of the current situation also naturally leads to the
identification of possible remedies and their relative priority. Any such event
should, however, be planned with accessibility (in its widest sense) in mind: who
will be encouraged to participate and how will they be enabled to play a full part?
Web forum
G3.35 The role of the internet in participation is not clear-cut. Access to the internet is not
universal and it plainly appeals more to some as a communication medium than
others, thus presenting difficulties in obtaining a representative view. That said, a
web forum has certain strengths as a participative planning tool: interested parties
can start and continue a discussion which may lead to the building of a consensus.
The discussions provides all participants with the means to make suggestions and
pose questions which, depending on the degree to which the planning body is
moderating proceedings, can be addressed. There is a risk that a web forum will
be a “talking shop” if it is not provided with some direction and certain constraints
(e.g. time). And, because it is essentially a rolling conversation, it will not
necessarily reach any conclusions. One way of adding value to such methods is
the introduction of periodic voting on specific matters. That said, the results of any
such votes would need to be treated with caution.
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