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	Executive Summary
	INTRODUCTION
	The Tenassess project comprises Tasks 32 and Tasks 36 of the Strategic Transport section of the Fourth Framework Research Programme.  The Tenassess project team comprises 15 main partners from 9 different European Countries under the overall co-ordinatio
	The Task 32 project team is led by Halcrow Fox in conjunction with ICCR, NEI, University of Cologne, PLANCO, DROMOS, EXACTO, INRETS and FACTUM.
	The objective of the Task 32 component of the Tenassess project is to produce a preliminary assessment methodology related to decisions on transport infrastructure investments and service (pricing and regulation) evaluations; more specifically, to deve
	The focus of the work has thus been to develop a method for assessing the impacts of major transport projects on European policies - the ordering of these terms is crucial to the understanding of the method and should be borne in mind throughout this doc
	The general approach to this study has been to develop a version of a Goals Achievement Matrix, termed the Policy Assessment Model (PAM).  This is a multi-criteria appraisal tool, which seeks to measure the extent to which a given transportation projec
	The benefits of such an approach are considerable:
	It should also be noted that the PAM developed here is compatible and able to interact with other elements and tools of the Tenassess project.  Indeed, several of the assessment tools being developed as part of the Task 36 side of the Tenassess project a
	The PAM is not intended to act as a replacement f
	Once a reduced number of projects have been identified, more detailed project evaluation with traditional techniques can be undertaken to provide a robust estimate of project viability.  Given the long lead time from project inception to project implemen

	METHODOLOGY
	Figure 0.1 provides an overview of the PAM.  The figure also summarises the process by which the PAM has been developed.
	The PAM can be seen to comprise a top-down and a 
	Allocation of specific policies to these policy areas has allowed explicit, quantifiable objectives to be specified for each area.  There are circumstances in which policies that are specific to a particular country or region do not fit into this framewo
	Policies are drawn from local, regional, national and super-national levels and relate to all sectors of relevance.  A key component of this module is the identification of explicit points of success and failure for each policy area.
	Once the ‘end points’ have been identified, an ex
	Project impacts are then assessed and scaled as to whether they further progress towards the successful achievement of an area of policy, or contribute towards failure.  This is achieved by specifying the end points of the measure of performance as -5 an
	For example, in assessing projects with respect to policies of economic development, World Bank information dated from 1994 has been used.  The data are average economic rates of return of implemented infrastructure projects, disaggregated by mode.  The
	The bottom-up module is project-focused, identifying the main impacts of projects and means of measuring and forecasting these.  Impacts include social, economic, environmental and other fields of relevance to major transport projects.  A notable element
	It should be stressed at this point that the Tenassess project does not specifically provide any new tools for the measurement of the impacts of large scale European transport projects.  Whilst the methodology has designed a framework for assessing the i
	The central part of the PAM integrates the top-down and bottom-up elements, producing a set of quantifiable measures of performance for each policy area, as outlined above.  These form the heart of the methodology, identifying the extent to which the imp
	This central, operational, part of the PAM scores
	The choice of scoring and weighting system has been driven by a common sense approach and a desire to make the operation of the model as understandable to the non-technician as possible.  The -5 to +5 scoring broadly corresponds to a commonly used scale
	The adoption of alternative weighting systems is not prohibited in order to make the PAM function, but a robust justification for the adoption of an alternative would need to be provided.
	It is important to note that individual scores are not, in themselves, an important output of the PAM.  Indeed, the PAM is not designed to generate a single figure summary of the worthiness of a project.  Rather, the PAM is an analytical tool, designed t
	Table 0.1 demonstrates the relationships between impacts and both raw and weighted scores, using a case study as an example.  The TGV nord case study is used, and the assessment is made from the perspective of French national policy in 1996, after the pr
	For each policy area the necessary impact required for a maximum possible score is exemplified (table, column 2), as is the actual project impact (column 3).  In column 4 each policy is assigned a weighting which seeks to reflect French national poli
	It can be seen from Table 0.1 that the project scores well with respect to French specific policy areas: 'regional acceptability', 'promotion of technological ingenuity' and 'French accessibility criteria'.  The project is in conflict with the policy are
	The overall raw score totals 11.4, whereas the to

	APPLICATIONS OF THE PAM
	The PAM has been tested on six case studies in order to refine and demonstrate the method. All are ex-post assessments (although the TGV Nord study does provide the opportunity for an ex-post / ex-ante comparison) and together, they involve a mix or ro
	In general, the case studies demonstrate the success and potential value of the PAM, in a variety of contexts.  They have also permitted a number of initial amendments to be made to the model.  These have included the addition of extra policy areas (whe
	In other instances, some of the original policy areas proved irrelevant to the policy debate - for example, traffic avoidance and traffic restraint policies do not feature at all in the policy debate that currently exists in Greece or Portugal.
	As such, this reflects a difference in policy objectives between northern and southern/eastern European countries, but it also reflects a perceived difference between objectives in the large northern European countries when compared to the smaller ones.
	In the more densely populated regions of northern Europe, issues surrounding the negative side effects of road transport tend to dominate the policy debate.  In southern, eastern and other peripheral regions, economic growth, with the associated increase
	The Czech case study provides another interesting angle on this policy issues debate, insofar as the project is being promoted on grounds of economic growth, but also to improve the acceptability of the Czech Republic as a new member of the European Comm
	The core / periphery policy divide identified in the preceding sections has several implications for individual areas of policy.  The most transparent of these is the treatment of the environmental externalities associated with all forms of transport.  T
	If the policies of the European Commission are taken in their entirety, a number of potential policy conflicts present themselves.  The recognition of several broad thrusts to Community level policy does, however, explain these perceived conflicts.  For
	The bulk of the transport related policies identified during the production of the Tenassess country reports [Country Reports, Internal Report D(K), Tenassess Project Team, January 1997] tended to focus on the interaction of road and public transport, 
	In the sphere of Trans European Networks, high sp
	Whilst the six case studies undertaken are all transport infrastructure investment projects, pricing and regulatory initiatives can be assessed in an identical manner, insofar as the Policy Assessment Model operates by scoring the impacts of any project
	As part of the initial policy structuring process, a clear distinction between laws and policies has been observed.  It is an important task to make this distinction, insofar as the Tenassess project is concerned with the latter rather than the former.
	Policies, unlike legal requirements, represent a desired end state in a given area of society.  In an ideal world, all policies would be achieved in their entirety but there is no legal compulsion to achieve them.  It is this distinction that defines the
	The Policy Assessment Model clearly highlights conflict within the policy hierarchy.  The standard deviation of the individual policy area scores, together with the graphical presentation of the results, gives a clear indication of the degree to which pr
	In terms of policy scores, road projects tend to have a high standard deviation and rail projects a low one.  In general, rail projects tend to score positively across the entire range of policy areas whereas road projects tend to score very highly in so
	Whilst most of the case study results have been d
	The ex-post / ex-ante project analysis for TGV Nord highlights how the model can show how changing policy objectives or optimistic project performance figures can produce a very different result.
	Following from the previous point, the ex-ante / ex-post analysis of TGV Nord has highlighted that the model results essentially confirm the reasons for the projects progression through the planning process to construction.  The model also performs well
	The Czech case study highlights that the incorporation of the policy objectives of other countries whom are affected by the project can have a deciding impact upon the project score.  One of the most important issues here would appear to be: if the proje
	As far as the practical application of the PAM, the assessment of a mere six case studies has necessitated the collation of a large amount of project specific and background data.  The latter is required in order to operationalise many of the policy meas
	The quality of background data� varies enormousl�
	The Policy Assessment Model also specifies that it should receive data in a certain format.  The conclusion from the testing work done to date is that an assessment of this type should start with a detailed modelling exercise in order to produce the requ
	The definition of the project corridor and competing projects is crucial to the adequate analysis of the project.  The Twente-Mittelland project highlights these issues through its competitor project the Betuwe rail line.  Analysis of these conflicts, in
	Project evaluations normally report project impacts as total figures for the project as a whole.  As the Twente case study has show (this conclusion would seem particularly applicable to cross-border projects), the distribution of impacts is of central

	CONCLUSIONS
	The principal conclusion from this part of the Tenassess project is that the PAM is an appropriate assessment tool for policy appraisal, worthy of further development.  The model focuses upon the key area of project impacts on policies and appears to be
	The PAM is also compatible with other forms of assessment (economic, financial, environmental, etc.).  It is not intended to replace other assessment tools, rather, to support them and allow a more comprehensive evaluation of major projects with signif
	A number of other attributes of the PAM deserve note:
	The PAM is now in a state of development at which
	The PAM could also be applied to several projects, ex-post, within the same State, in order to derive the implied weights that have resulted in the actual decisions to proceed with or cancel projects.  Such an exercise would highlight the consistency of
	Specific, detailed development is required in a number of areas, detailed in the main text.
	Within Tenassess, the Delphi research could be used to identify sets of normative weights for particular policy areas.  The PAM could also be viewed of one of a family of policy-related models, for example, alongside the Task 36 Barrier Model.  Together,
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	Introduction
	BACKGROUND
	This document represents the Final Report on Task 32 of the FP4 Strategic Transport Research Programme which aim to develop a policy assessment methodology for large scale transportation projects within Europe.
	The Task 32 research has been undertaken by the following partners of the Tenassess consortium:
	During the course of the project to date, the Task 32 research team have produced six internal project reports, together with a Modelling Module Progress Report [Deliverable R(2), Tenassess project team, April 1997, DGVII].  Two of these internal repor

	TERMS OF REFERENCE
	The general aims of the Tenassess project are outlined in the Technical Annex as follows:
	The first of these two aspects is the concern of Task 32 whereas the latter is the study material of the Task 36 section of the Tenassess project.
	In terms of the development of a preliminary policy assessment methodology, it was stated in the Technical Annex that the following ought to be noted:
	It is these questions that this report attempts to answer.

	REPORT CONTENT
	Chapter 2 introduces the policy assessment methodology that has been developed for the Tenassess project in terms of the type of decision model that is required to answer the issues outlined in the preceding section.
	Chapter 3 describes two aspects of what has been 
	The next chapter describes the “bottom-up” approa
	Chapter 5 then outlines how the methodology in Chapters 3 and 4 is operationalised into a working policy assessment tool.  This test represents the principal output from the study.
	The Case Study testing phase of the project is described in Chapter 6. This analysis includes a series of worked examples of the Policy Assessment Model.
	Chapter 7 draws together the Task 32 research with an overview of the main findings and a discussion of the implications arising from the study to date.
	The Brief of Task 32 was to produce a preliminary assessment methodology.  Bearing this in mind, Chapter 8 documents issues arising from the research work, together with a set of recommendations upon which action will be required before a comprehensive p
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	Policy Assessment Methodology
	THE DECISION MODEL
	Hill� defines rational planning as ‘A process fo�
	The implication of this framework is that the objectives form the evaluation criteria, the benchmarks, against which the performance of each option is measured.  Objectives form a statement of need; evaluation measures the extent to which needs are likel
	This decision model reflects a standard, systems approach, to planning.  The model is designed to ensure that projects remain focused upon their objectives, and that their success or failure is measured and expressed in terms of the particular needs driv
	Figure 2.1 illustrates the classic decision model.  Key aspects of this are:
	This classic decision model recognises, fully, the role of socio-political influences in the process of project appraisal and selection. Such influences are often driven by competing and conflicting needs of other sectors of the economy (social welfare;
	To reiterate, the possible influence of socio-political factors in decision-making does not weaken the classic decision model; rather, it reinforces the need for it.  The model makes explicit, either, how the selection of a project fulfils stated objecti
	The principal focus of the classic decision model is the appraisal method.  This engineers the explicit linkage between objectives and project outputs.  Central to the appraisal method are the measures of performance.  These broad issues are the main sub

	ALTERNATIVE APPRAISAL METHODS
	The main principles guiding the development of appraisal methodology are as follows:
	Three techniques were considered as the core approach to this task.  They differ in complexity and the extent to which non-quantifiable, subjective, judgements enter into their workings.  They are respectively, cost-benefit analysis, the planning balance

	COST-BENEFIT ANALYSIS
	Cost-Benefit Analysis (CBA) derives from welfare economic theory and has the simple aim of finding the most efficient amongst several solutions (i.e. that which maximises net benefits to society).  The analysis relies heavily upon quantifiable elemen
	The value system within which CBA operates has the aim of maximising social welfare.  All impacts are expressed in utilitarian (social welfare) terms, with valuation of the impacts defined as either the resource cost (e.g. fuel, capital items) or as 
	It is not intended to provide a detailed description of CBA here.  A number of publications should be referred to for further detail, including Pearce and Nash� and Ng �.  The method is widely, almost universally, used in project appraisal and is accepte
	The principal factor acting against CBA in this context is that CBA is relatively narrow in its most common applications because of difficulties in quantifying and valuing a wide range of impacts according to a common cardinal unit (e.g. environmental, 
	CBA does not provide the explicit links between diverse policy objectives and project impacts.  The rigorous requirements for quantification also reduce the breadth of applications.  A less selective method therefore is required.

	PLANNING BALANCE SHEET
	The Planning Balance Sheet (PBS), first proposed by Lichfield�, greatly extends traditional CBA by incorporating all the impacts implicit in alternative courses of action.  The PBS overcomes one shortcoming of CBA in that it does not require the moneta
	The object of the PBS is to present a clear indication of (I) each impact; and (II) the groups upon which impacts fall within a set of project accounts - the balance sheet.  Impacts, costs and benefits, are presented in monetary terms where possible,
	Whilst the PBS has a major advantage in terms of its breadth of coverage, the method's lack of objectivity is a significant constraint in the context of policy appraisal.  For the tradition of PBS emphasises the role of planning judgement in weighing imp
	To illustrate this point, a project may have a major impact, say the loss of buildings of historic interest.  However, a community may place little or no importance on the retention of such buildings (through its policy statement).  Nevertheless, the P
	The PBS method may be suitable for those project appraisals where a simple and consistent value system can be assumed.  It is not considered suitable to address the complex policy issues inherent in major European transport projects.  A more objective an

	THE GOALS ACHIEVEMENT MATRIX
	It is important to recognise that the role of any appraisal technique is to guide decision-makers: a GAM is not, by any means, the sole basis for decisions [Bruck et al�].  The type of GAM developed in this project (i.e. the Policy Assessment Model) is
	The two over-riding roles of a GAM are: (i) to provide a channel of communication between professional planners and communities (through their political representatives); and (ii) to make this channel, and the information processed, explicit.
	Figure 2.2 illustrates the basic role of appraisal in general and a GAM in particular in this process.  It provides a clear link between projects and policy objectives, the focal point of which are the performance measures contained within the GAM.

	COMPARISON OF ALTERNATIVE METHODS
	Whilst the previous section has suggested that the GAM is deemed the preferred tool for the purposes of the Tenassess project, similarities between this approach and, particularly, CBA do exist.
	To an extent, these similarities have already been discussed, but it is useful to reiterate them at this juncture.
	In the Tenassess policy assessment model, there i
	In practice, however, project impacts with moneta
	Whilst the decision-maker then has to place a wei
	The GAM on the other hand, allows these trade-off
	Altering the weights within a GAM analysis is akin to sensitivity testing of CBA results, although there is no reason why, in principle, that any CBA-derived project impacts used within the GAM cannot also be subjected to sensitivity testing - doing so m

	THE POLICY ASSESSMENT MODEL’S ROLE IN TRANSPORT P
	Figure 2.3 outlines the Policy Assessment Model in the context of transport planning.  The key driving force can be seen to be the policies, which determine objectives, transport strategies and proposals, and the performance measures which link the two.
	The process illustrated in Figure 2.3 corresponds

	STUDY METHODOLOGY
	The subsections that follow outline in more detail how the theoretical aspects of a Goals Achievement Matrix have been transformed into an operational Policy Assessment Model for the Tenassess project.
	Figure 2.4 provides a basic outline of the structure of the proposed Policy Assessment Model, along with its linkages to other parts of the policy appraisal process.  Key features are as follows:
	The process, during the construction of the PAM,  under which the analyst interprets policy into measures of performance is akin to that which takes place in CBA where social welfare components are interpreted in quantified terms.  Both processes are ver
	As noted above, the measures of performance represent the heart of the tool.  These consume the bulk of the technical design activities, and discussed in more detail in Appendix C (Internal Report D(G) - Measures of Performance, Tenassess Project Team
	Figure 2.5 gives a broad overview of how the tool
	As can be seen from Figure 2.5, the Policy Assessment Model, whilst at the heart of the Task 32 project, relies on inputs being provided to it from two angles - policy objective data and project impact data.
	The construction of policy measures of performance  brings these two aspects together to create the Policy Assessment Model in its entirety.

	BENEFITS OF GOALS ACHIEVEMENT MATRICES IN TRANSPORT PLANNING
	In order to assess the full potential impact and benefits of the GAM to Tenassess in particular and transport planning in general, it is necessary to review a number of key characteristics of GAMs and a number of guidelines in their design and applicatio
	GAMs are one of several assessment techniques, all of which provide valid inputs to project appraisals. Figure 2.6 illustrates the GAM in the context of Cost Benefit Analysis and financial appraisal. Other forms of assessment (eg: environmental impact a
	GAMs are not intended to provide a comprehensive assessment tool in isolation from other techniques (just as CBA and financial assessment should not claim comprehensibility). They do claim to provide a different perspective on a project and its viabili
	In terms of how the GAM fits together with other 
	Whilst it is recognised that the PAM requires a certain amount of data, much of this is generally available from national and regional sources.  The principal project-related need is for a traffic forecasting model.
	This screening process allows projects that clearly do not conform to a reasonably wide set of goals and objectives to be removed from the decision-process before the costs of detailed project studies (where CBA and EIA have their role) are incurred.
	The GAM also has the potential to act as a monitoring tool within the overall appraisal process.  The period from project inception to final design and feasibility can be very long winded.  Given such long project lead times, it is entirely possible that
	The theoretical driver of each form of assessment is important here. CBA and financial assessment derive from in-built value systems (e.g. values of time and accident valuations), optimising socio-economic welfare and maximising financial returns respe
	However, these do not encompass all value systems or project objectives - even the German BVWP assessment framework (the most comprehensive CBA tool in existence within Europe) cannot address issues such a the public acceptability of projects. Hence, t
	GAMs reflect a value system based upon the policy
	Given the importance of policy objectives in the classic approach to transport planning (as practised throughout most of Europe) the logic and rationale behind a GAM is clear.
	In view of the relationship between GAMs and policies and given the transient nature of many policies, there is a clear need for flexibility in the design of GAMs. GAMs must be capable of reflecting policy changes, or different emphases within the policy
	Allied to this flexibility, a GAM should be capable of handling temporal policy evolution.  A well designed GAM should be capable of handling policy changes and changing emphasis on existing policies as time progresses.
	One advantage, and key requirement, of GAMs is that they are able to measure and trade-off impact in a wide variety of policy environments (finance, quality of life, regional development, traffic, etc.). The GAM must be capable of summarising a mix of 
	One of the main merits of a GAM is that it compels decision-makers to be transparent about the rationale underlying their actions. If a GAM is used to inform a decision-making process, it makes clear the extent to which the decision supports or conflicts




