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SUMMARY

Strategic Environm ental Assessment (SEA) refers to  the identification and evaluation o f the 

positive and negative effects o f actions at a h igher decision m aking level than developm ent 

projects such as program m es, plans and policies (PPPs). Its usefulness lies in its ab ility  to 

aid decision m ak ing , enhance the effectiveness o f project environm enta l assessment and 

u ltim ately contribu te  tow ards Sustainable Developm ent. It is fo r these characteristics that the 

concept is currently the subject o f a European Union d ra ft Directive 'on the assessment of 

the effects o f certain plans and program m es on the environm ent' [9 6 /0 3 0 4  (CO D)] o r SEA 

Directive.

A lthough it firs t appeared some th irty years ago, practical app lica tion  and  research on this 

environm ental m anagem ent too l is still in its infancy. A particu larly  unexplored area, is its 

re lationship w ith the PPP process. A lthough it is recognised in the literature tha t an 

integrated fo rm  o f SEA is necessary to adequately address the requirem ents fo r Sustainable 

Developm ent, in tegra tion  is rarely practised and m in im a lly  researched. T ransport p lanning 

is a PPP sector w ith lim ited experience on SEA app lica tion  w orld -w ide , and even less 

experience w ith SEA in tegra tion .

In this study, the elements required fo r an integrated SEA/transport p lann ing  m odel are 

proposed and tested in three European Union regions with various experience with SEA, 

nam ely G reater Athens, G reater D ublin and G reater London. This was undertaken by an 

extensive review o f the literature which resulted in the developm ent o f an 'in tegrative SEA 

fram ew ork' w ith in  which in tegration o f SEA w ith transport-re la ted strategic actions can be 

evaluated. It consists o f an a rray o f procedura l, m ethodo log ica l, institutional and human 

resources requirem ents com m on to both processes. A num ber o f criteria were assigned to 

these requirem ents in o rder to render them  quantifiab le  fo r research purposes. The 

integrative fram ew ork  provided the basis fo r the research m ethods used to evaluate the 

experience on in tegra tion  in the exam ined regions, and fo r the recom m endations of 

transference o f experience am ong them . The research m ethods were docum ent review, and 

interview and postal survey o f all transport-re la ted PPPs in the three regions. Three case 

studies, characteristic o f the level o f in tegra tion  in each region were also carried out. These 

addressed the specific reasons fo r the existence or absence o f in tegration in the particu lar 

regions.

The study dem onstrates that the integrative SEA fram ew ork developed, can be successfully 

used as a general gu ide fo r the review o f effective practice on integration . Its application



in a specific planning context would require that the selection of representative criteria for 

describing the elements of integration a re  country specific. Guidelines and research 

therefore (especially with regard to impact monitoring and hum an resources integration), 

should focus on the particular methodological, institutional and cultural circumstances of 

the planning systems in a given country/region.

The comparison of the practice of SEA integration in the three regions reveals that although 

strengths and shortcomings were evidenced, the overall practice is poor. The main factor 

limiting its effectiveness is the lack of guidelines. In Athens, SEA implementation (let alone 

its integration with transport planning) is almost non-existent. It is recom m ended that future 

efforts should concentrate on the anticipation of the future enactm ent of the proposed SEA 

Directive. In Dublin, a type of policy-SEA is emerging [i.e. Eco-Audit). The trickle-down of 

Eco-Audit to the transport part of land-use planning where experience is minimal, and  the 

adaptation of the British guidelines on the 'Environmental Appraisal of Development Plans' 

to the Irish planning system, will be a  fundamental step towards the introduction of 

integrative SEA patterns. In London, there is considerable experience at the land-use 

planning level, but not at the regional and  national decision making level. It is suggested 

that the newly exercised 'Sustainability SEA of Regional Planning Guidance', be linked to 

land-use and national levels, and  that the relevant guidelines incorporate all the 

requirements of the proposed SEA Directive.
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1. Introduction

1.1. Rationale for research

The first formal adoption of environmental assessment legislation was the passing of the 

National Environmental Protection Act in the United States in 1969 (Glasson ef al, 1994). 

Its provisions made it obligatory for certain proposals fo r development to submit a report 

v/hich outlined possible environmental impacts of the development and where possible to 

explore possible alternatives. Within the European Union (EU), the initiative for drafting a 

Directive for project-orientated Environmental Impact Assessment (EIA) started during the 

early 70s. At that time, the scope of these legislative initiatives was comprehensive [i.e. 

covering projects, programmes, plans and policies) but it was eventually restricted to 

specific projects. During the late 80s, the term inology of Strategic Environmental 

Assessment (SEA) was initiated and the first legislative attempts for the extension of EIA from 

projects to more strategic levels of decision making such as policies, plans and 

programmes (PPPs) appeared through a series of proposals fo r an EU-wide Directive on 

SEA.

Initially, EIA practice remained project-specific. However, since the early 90s, practice and 

legislative initiatives on SEA slowly emerged in the EU as a consequence of the realisation 

of the importance of incorporating greater environmental components into PPPs. At an 

international level, experience on SEA is still at its infancy and as experience accumulates, 

the use of SEA is progressively extending from the environmental appraisal of 

comprehensive land use plans, to include environmental appraisals of government policies. 

Since the late 80s, considerable interest in the role of SEA within the PPP process emerged. 

As the proceedings of a recent Conference (lAIA, 1999) on SEA highlighted, the quest for 

the 'idea l' relationship of SEA with the PPP process and methodology is of paramount 

importance in understanding the contribution o f SEA to Sustainable Development (SD). 

Inevitably, the discussion was focused on the concept of 'in tegration ' and the nature of 

relationships that enable the common consideration of environmental and socio-economic 

concerns. In turn, 'in tegration' is envisaged to be the first step towards the promotion of 

sustainable PPPs.

Interest towards the 're-exam ination' of the role of SEA in the PPP process raises the 

follow ing question: What are the merits and obstacles towards the development of an 

integrated PPP/SEA model? The integration debate dates from  the late 80s. At that time, 

arguments were expressed about the use of appropriate documentation of SEA, which was 

considered important if it was to perform its environmental protection role in a fully 

integrated planning schema (Wood, 1998). In the early 90s, it was considered that the



demands placed on SEA as a tool for integrated planning policy, would have required 

major changes in planning culture and practice (Partidario, 1992). During the late 90s, it 

was considered that the successful integration had more to do with the nature of decision 

making [i.e. whether other socio-economic considerations dominate over the environmental 

ones), rather than on technical and methodological designs (Sadler, 1996). This 

'integration' debate has continued at a EU level throughout the drafting of the proposed 

SEA Directive (CEU and EP, 2000).

The literature on SEA generally recognises that a new 'integrated' form of SEA is necessary 

to address the requirements for Sustainable Development. An integrated socio-economic 

assessment would, however, require a change in identities of both SEA and the process with 

which it is integrated. Transport planning is a PPP sector that has limited experience with 

SEA practice and, moreover, with 'SEA/transport-planning' integration theory. A framework 

of integration of SEA with the transport planning process will therefore comprise elements 

of both processes. There is minimal reference in the literature to these elements. A recent 

study showed that practical experience of SEA in the transport sector worldwide is limited 

(Steer Davies Gleave, 1996). In addition, there is no experience on the integration of 

different transport planning and environmental management policies in EU member states.

1.2. Research Objectives

The aim of this research is to recommend the elements required for an integrated 

SEA/transport planning model, and test these in three EU regions with various experience 

with SEA. These are the Greater Athens, Greater Dublin and Greater London regions. The 

research has three purposes. First, to provide planners, SEA practitioners, environmental 

managers, administrators and researchers with an insight into the effective application of 

SEA, and thus maximising its benefits as an environmental management tool. Second, to 

provide transport planning with an incentive to take environmental and sustainability 

concerns into account, and thus to become a more environmentally integrated form of 

planning. Third, to contribute towards knowledge, information exchange, and transference 

of experience on integration between EU regions with different transport planning and SEA 

practice. This attempt to unify current practice at an EU level, will be beneficial for the future 

enactment of the draft European Commission's (EC) Directive on SEA and contribute 

towards a proactive anticipation of the implementation of the Directive's spirit.

In order to meet the above aim, the research has the following objectives:

• develop a framework within which integration of SEA with transport-related strategic 

actions can be evaluated,

• apply this framework to a number of transport-related documents prepared by public 

and private bodies in Greater Athens, Greater Dublin and Greater London regions.



• examine why and how SEA is, or is not, integrated with transport planning practice in 

each of the regions examined,

• modify the framework in the light of the research results in order to make it applicable 

across EU member states,

• recommend transference of experience on SEA-integration am ong the regions 

examined.

The research adopted a dynamic view on integration, whereby the SEA process is applied 

to all stages of transport planning, and a holistic environmental and socio-economic 

approach to planning/assessment issues is envisaged. The adoption of a Sustainable 

Development approach to integration requires the identification of what it is meant by the 

term 'integration '. In the thesis, such a definition will include a num ber of procedural, 

methodological, institutional and social characteristics of both transport planning and 

environmental assessment processes. The identification of these characteristics and their 

translation to measurable 'elements of integration' has been a m ajor challenge throughout 

the preparation of this research study.

The following section of this chapter describes the basic concepts that the thesis addresses. 

Therefore, a discussion regarding the terms SEA, transport planning and their role in the 

formulation of EU's environmental policy follows. The section also clarifies the terms 

'environment' and 'integration ', as they are used in this thesis.

1.3. Concepts’ clarification

1.3.1. A concept of the ‘environment’

Over the past thirty years, the term 'environment' has been used in a variety of ways and in 

different contexts. Since the term forms the core issue of the thesis, it is important to 

understand the different ways that is used in the literature, and present the definition that is 

adopted in this thesis.

Traditionally, science has regarded the environment as a summation of various 

components. Descartes' view of scientific knowledge entails an analytical process whereby 

complex entities of the natural world are broken down into their constituent parts in order 

that all aspects of complex phenomena be understood (Capra, 1983). This 

compartmentalisation of knowledge has not only lead to an overstated perception of an 

'objective' and 'value free' scientific knowledge, but also facilitated nature's vast 

exploitation. As Rolston (1990, p. 70) puts it: ‘practically and  prescriptively [nature] often 

pronounced to be valueless, except in so fa r as it can be used instrumentally as a resource 

... The logic o f  a ll this is that a valueless nature can be p u t to any cultural use we please'.



Further, the definition of the term 'environment' as well as its protection is also influenced 

by the traditionally antagonistic relationship between environment and growth, an issue 

that forms the core of the debate surrounding Sustainable Development.

According to Collins dictionary, environment is defined by 'the  external conditions o r 

s u rro u n d in g ^ 'th e  external surroundings in which a p lan t o r an im a l lives, which influence 

its deve lopm ent■, or 'the state o f  being in a surrounding area, region, the suburbs o r 

outskirts o f  a c it^ . The term in its generic sense denotes the surrounding of 'something' 

whether that is objects, individuals or processes which interact in some way with whatever is 

being surrounded (Silvertown and Sarre, 1990). Therefore, the definition of the term 

depends on the particular surroundings of the 'object' in question. It could be either that of 

an individual in general, or of society.

The individual's environment includes its life support system such as food, water, air, shelter 

as well as companionship and human interaction. All living things' environment embraces 

physical objects and processes (Silvertown and Sarre, 1990). Although this interpretation 

may seem narrow, a range of people who conceptualise the term by its biological and 

ecological features favours it. Human beings' environment comprises natural, physical and 

biological processes altered by society. The term is often used, usually in natural sciences, 

in order to cover the physical attributes of the effects of man's activities on his surroundings 

(Partidario, 1992).

This thesis argues that society's environment (man-made capital), is not separate from  the 

wider earth's environment (natural capital) but forms part of it, assuming that human 

society's existence, depends on earth's physical and biological processes. Thus 

'environment', as used in this thesis, constitutes a comprehensive and dynamic system, 

embracing an array of closely interrelated socio-economic, institutional, political and 

physical/ecological parameters.

1.3.2. Strategic Environmental Assessment: An overview

1.3.2.1. Defining SEA

Strategic Environmental Assessment is a new and rapidly evolving concept and 

considerable confusion exists regarding its definition and implementation. Participants at a 

Conference on Impact Assessment, seemed to agree that there is disagreement in relation 

to what SEA actually means: 'The impediments to the implementation o f  SEA ... d id  not 

seem related to practical reasons alone, bu t also to nitty-gritty fighting over definitions and  

term inology . . . '  (lAIA, 1998, p.2).



There is relative consensus, however, in that SEA constitutes a systematic and preventative 

environm ental m anagem ent process tha t provides an early assessment o f environm ental 

issues o f p rogram m e, p lann ing and policy decisions, looks at a range o f possible 

alternatives and ensures the in tegration o f issues in the tota l environm ent includ ing 

biophysical, econom ic, social, and po litica l considerations' (Pariidario , 1996 ; Therivel e t at, 

1992; Therivel and Partidario, 1996).

Another area o f confusion stems from  the scope o f SEA. Since it is a decision a id ing 

process, it should be ab le to app ly  in a flexible way to  the decision cycle, which entails 

program m es, plans, and policies. A m ore linear perception o f the decision m aking process 

is quoted in the literature (Therivel and Partidario, 1996; W ood , 1995 ; Sadler and 

Verheem, 1996; DoE, 1991). In that view, SEA is seen to app ly  in a 't ie re d 'w a y  which '. . .  

the fo rm u la tion  o f  a  p o licy  a t the u ppe r level, is fo llo w e d  b y  a p la n  a t the second  stage a n d  

b y  a p ro g ra m m e  a t the e n d  (W ood, 1995, p. 266). The fina l stage o f the developm ent 

process involves the construction o f ind iv idua l projects.

Ta b l e  1.1: a  D e f in it io n  o f  PPPs

The 3 Ps: Policies, program m es and plans may have a national (governm ent-w ide), sectoral o r spatial focus.
O ften these terms are used in a sequential o r interchangeable m anner.
• Policy: a general course o f action o r proposed overall direction that a governm ent is, o r w ill be, pursuing 

and which guides ongo ing decision making,
• Programme: a coherent, organised agendo o r schedule o f com m itm ents, proposals, instruments a n d /o r 

activities that elaborates and implements policy,
• Plan: a purposeful, forw ard looking strategy o r design, often with co-ord inated priorities, options and 

measures, that eloborates and implements policy.____________________________________________________
Source: A dop ted  from  Sadier a n d  Verheem, 1996

In reality, the sequence o f these levels can be quite fragm ented [e.g. N ooteboom  and 

W ieringa, 1999; Marsh, 1994). For exam ple in Greece, a specific type o f p lan {i.e. Plan 

Serving Private Purposes) is regarded by the relevant Environmental Im pact Assessment 

legislation as a project. As such, an Environmental Im pact Statement is required fo r this 

type o f plan, but not fo r plans at a h igher and lower tier o f the p lann ing  system. Though 

recognising the im pedim ents involved in reconciling 'ra tiona l th in k in g ' w ith real life 

conditions (Marsh, 1994; M itchell, 1997) a categorisation o f PPPs is useful if SEA practice 

and legislation is to be gradua lly  com m unicated between m em ber states (Table 1.1). The 

most frequently quoted rationale fo r the utilisation o f SEA, is its app lica tion  a t a higher, 

strategic level than the project-EIA, in order to  prevent deficiencies related to this latter type 

of ossessment.

' For fu rthe r perceptions on SEA see Lee and  W alsh , 1992 ; UNECE, 19 92 ; Sad ler, 1996 .



1.3.2.2. Role of SEA

Several authors have argued that the benefits of SEA are closely related to the specific 

context that it is expected to serve (Therivel et at, 1992; Lee and Walsh, 1992; Sheate, 

1996; UNECE, 1992; Fisher, 1998; Wood and Djeddour, 1992; lAIA, 1998; Wilson, 

1994; 1993 1994; CEC, 1997b; 1997d; Sadler, 1996). Attention has been drawn to the 

nature of SEA as an extension of project-EIA, as o facilitator of Sustainable Development 

and as a tool fo r aiding decision-making.

Enhancing projecf-EIA effectiveness

In methodological terms, the assessment of certain types of impacts that are not taken into 

account in project-EIA, and the consideration of alternatives for project design at an early 

stage of decision-making, provides an indication of the proactive character of SEA in 

comparison with project-EIA. Assessment at an early stage, will assist data collection for 

future ElAs, allow relevant experts to become fully involved in the planning process, 

encourage consultation with environmental groups and the public, and initiate measures 

for impact m itigation and compensation of affected parties (Therivel et at, 1992; W ood and 

Djeddour, 1 992; Sadler and Verheem, 1996).

Promoting Sustainable Development

SEA has also a role in promoting SD [e.g. CEL) and EP, 2000; CEPA, 1994; Therivel and 

Partidario, 1996; Sadler, 1996). As is the case with SEA, there have been many attempts in 

the literature to both define SD as well as to identify how it can be put into effect. Although 

the term was in use in the late 70s (Pirages, 1977; Pezoli, 1997), it was in the 1987 

'Brundtland Report' of the World Commission for the Environment and Development 

(WCED, 1987) that the concept received widespread acceptance (Jacobs, 1991). The 

Brundtland Commission defined SD as '... development that meets the needs o f  the 

present, without compromising the ability o f  future generations to meet the ir own needs' 

(WCED, 1987, p. 43).

There are three interrelated elements at the core of SD and are frequently reiterated in the 

literature. The first element relates to the notion of in ter-generational e q u it/  (Jacobs, 1991; 

Pearce, 1993; Smith, 1993; Thomas, 1994; Blowers, 1992). For Jacobs (1993), a society 

that sets itself the goal of SD should minimise those activities, the costs of which are borne 

by future generations. In case that this is economically or socially unavoidable, it should at 

least compensate the future generations for these costs.

 ̂By inter-generationo! equity, it is meant the fair distribution of environmental costs and benefits between 
generations (Jacobs, 1991).



The second elem ent arises from  the interpretation o f the term  'deve lopm ent'. As Jacobs 

(1991) argues, there is a deliberate use o f this word in the Brundtland report instead o f 

'econom ic g row th '. W hile  the latter consists o f financia l com ponents a lone (such as 

increases in nationa l income), the fo rm er includes som ething w ider tha t cannot be 

measured in Gross Domestic Product (GDP) o r Gross N ationa l Product (GNP) terms. This 

could em brace environm ental as well as societal factors such as land deg rada tion , the 

beauty o f natural landscape, education and the cohesiveness o f the com m unities. SD 

recognises that resources are dynam ic, reflecting hum an values, econom ic decisions, 

technologies and politica l aspirations (Rees, 1990).

The adapta tion  o f SD in p lann ing , requires a num ber o f measures inc lud ing the setting o f 

quantita tive targets, the strengthening o f procedures and assessment m ethods w ith in  a 

holistic socio-econom ic and environm ental balance sheet, the consideration o f 'dem and  

m anagem ent' policies, and the m onitoring  o f the p lanning outcom e th rough  app rop ria te  

indicators.

The th ird  essential elem ent o f SD, is the integration o f environm enta l concerns in econom ic 

policy m aking (Jacobs, 1991; Collis e t al, 1992). This entails the in tegra tion  o f econom ic, 

social and environm ental considerations into developm ent p lann ing . It is in this way that 

the in tegration o f SEA with land use p lann ing can deliver tang ib le  benefits in prom oting  

environm enta lly SD.

A id in g  dec is ion-m aking

A th ird  utility o f environm ental assessment when it applies at a strategic level o f decision 

m aking, is tha t it determ ines whether a specific in itiative and proposal is actua lly needed, 

and if so, w hat are the alternative ways it can put fo rw ard  in o rder to satisfy a num ber o f 

predeterm ined goals e.g. econom ic efficiency, w idespread d is tribu tion  o f environm enta l 

and other benefits derived from  the activity. Decision m aking at this level is characterised by 

a p lura lity  o f views. Nevertheless, the incorpora tion  o f a w ide variety o f views sometimes 

generates confusion about w hat the prob lem  actually is. The lack o f accountab ility  o f the 

politica l and organ isa tiona l system, and the unwillingness o f decision m akers to  define a 

clear set o f goals in order to achieve adopted policies developed th rough p lan m aking 

com plicate issues fu rthe r (Marsh, 1994).

Furtherm ore, the capacity o f a SEA system to deliver substantia l benefits (Table 1.2) 

depends on the legal, institutional and procedura l fram ew ork in place. Therefore, before 

exam ining the in tegration o f SEA with existing p lann ing mechanisms, the fo llow ing  country-
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specific parameters of an institutional and administrative system should be clarified, (lAIA, 

1 9 9 8 ):

Different levels and  responsibilities:

• who makes, takes and implements decisions?

• are responsibilities delegated? (subsidiarity and devolution),

• interests and values,

• procedures fo r public participation.

T ab le  1 .2 : B e n e fits  d e riv e d  f r o m  a p p ly in g  SEA i n t o  th e  T o w n  a n d  C o u n t r y  p la n n in g
SYSTEM

• SEA is an aid to project-EIA os it considers environm ental issues earlie r in the decision m aking process;
• the identification o f the environm ental impacts o f the plans' policies adds to its overall effectiveness, and 

therefore m inim ises the controversial and dam ag ing applications latter in the p lanning contro l process;
•  SEA stimulates public partic ipation and environm ental awareness o f the relevant actors involved. In the 

long term, this could reduce public conflict over developm ent;
• it enables the environm ental im plications o f separate policies to be brought together and identify their 

cum ulative effects;
•  it provides the opportunity fo r a 'tie rin g ' approach to Sustainable Developm ent by linking environm ental 

considerations between regional and local p lanning levels;
• SEA, if properly integrated in the planning process, it can enhance the conventional m ethodology and 

practice o f plan m aking. In particular, it can extend the scope o f p lanning to cover a m ore systematic 
consideration o f socio-econom ic impacts in a holistic m anner. It can also im prove the 
procedura l/technica l aspects o f p lanning processes by fostering the systematic collection o f in fo rm ation, 
assessment o f p lanning options and presentation o f results;

•  SEA can prom ote environm entally Sustainable Developm ent by setting the ecologica l lim its w ith in which 
the plans' policies should operate. It can be proactive in influencing the fo rm ula tion  o f p lann ing policies, 
m inim ising the adverse environm ental impacts o f present developm ent on future generations, rather than 
intervening at a late stage where im portant developm ental decisions have already been determ ined.

• It can provide a cost-effective tool fo r business as a means o f antic ipating local opposition to
environm enta lly undesirable developments._________________________________________

Source: Therive! ei. ai, 1992; 1994; Therive! a n d  Partidario, 1996; Sheafe, 1996; Lichfield, 1996a; 
Zagoriana!<os, 1996

Different scales o f  uncertainty:

• data requirements for SEA (quantity, quality and access to information),

• methodologies available.

Different sectors and  p lann ing approaches:

• co-ordinated versus uncoordinated,

• in co-operation or 'stand-alone',

• comprehensive or sectoral,

• consideration of alternatives.

1.3.2.3. International and European status of SEA and transport-SEA

Many countries have developed SEA systems or are in the process of doing so. These, differ 

in scope, methodology, comprehensiveness and statutory obligation (Sadler, 1 9 9 6 ; Sadler 

and Verheem, 1 9 9 6 ). As yet, only a few countries and international agencies have 

established SEA systems i.e. in which process and practice is form ally organised. On a 

wider front however, there is growing recognition of the importance of increasing and



broaden ing SEA app lica tion  (Sadler, 1996; Sadler and Verheem, 1996). The m ost well 

developed systems and guidelines are in Australia, New Zea land, C anada , D enm ark, 

Hong Kong, UK, European Com m ission, W orld  Bank, the United States, and the 

Netherlands (W ood, 1995; Sadler, 1996). Both Australia and New Zealand have legal 

provisions fo r m ore strategic form s o f environm ental assessment w ith  d irect links to 

sustainability considerations, a lthough these are seldom  put into practice (OECD, 1995; 

Sadler, 1 996).

The study undertaken by the EIA Centre o f the University o f M anchester has reviewed the 

status o f the SEA legislation and practice in the eighteen m em ber states o f the EU and in 

N orw ay (Lee and Hughes, 1995). There were lim ita tions in the in fo rm a tion  regard ing 

Greece, as the responses from  Greek representatives were incom plete in the ir coverage. 

The study revealed a great variab ility  in fo rm a l provisions fo r the environm enta l assessment 

o f PPPs both between countries and between d iffe rent sectors w ith in  a country. Examples of 

SEA practice were found in most countries at various p lann ing  levels, though  tew  examples 

at the level o f policies. SEA is mostly developed in the area o f land use p lann ing , but can 

also be found in sectoral activities such as agriculture, industry, tourism , energy and 

transport. M a jo r deficiencies in the app lica tion  o f SEA include fa ilu re  o f consultation and 

public partic ipa tion , lack o f in tegration o f SEA processes w ith in  decision m aking 

procedures, and weaknesses in the docum enta tion o f the SEA exercise. In most countries, 

SEA provisions have been incorporated into existing regulatory fram ew orks, rather than 

fo rm ing  separate legislation. The im plem entation o f these initiatives has been mostly 

th rough cabinet and m inisteria l decisions, circulars and advice notes. The European 

countries tha t have m ade considerable SEA provisions are Belgium , F in land, Denm ark, 

G erm any, UK, France, Sweden, the Netherlands. In the Central and Eastern European 

countries, interest in SEA is slowly em erging (Lee and Hughes, 1995; O ECD, 1995).

The range and extent o f transport-SEA w orldw ide  is contrad icting . The in te rna tiona l study of 

the effectiveness o f Environmental Assessment, m ainta ins that the transport sector is one of 

the three developm ent sectors where SEA seems to be applied most often^ (Sadler, 1 996).

 ̂The other two development sectors that SEA applies most frequently are energy and waste management. 
Other sectors such as tourism, housing and settlement, appear to be subject to SEA through their inclusion 
in regional development and land use plans rather than targeted directly (Sadler, 1996).
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Table 1 .3; Selected e n v ir o n m e n ta l  effects o f  principal transport m o d e s

Principal 
Transport Modes

Air V/ater Resources Land Resources Solid Waste Noise Risk of Accidents Other Impacts

M arine and 
inland water 

transport

A ir pollution M odification of 
water systems 
during port 
construction and 
canal cutting and 
dredging

Land taken for 
infrastructure; 
dereliction of 
obsolete port 
facilities and 
canals

Vessels and croft 
withdrawn from 
service

Bulk transport of 
fuels and hazardous 
substances

Rail transport Primary air 
pollution from  
diesel traction; 
secondary a ir 
pollution from  
power stations

M odification of 
water systems by 
railway 
construction

Land token for 
rights of way and 
terminals; 
dereliction of 
obsolete facilities

Abandoned lines, 
equipment and 
rolling stock

Noise and 
vibration 
around 
terminals and 
along railway 
lines

Derailment or 
collisions of freight 
carrying hazardous 
substances; 
deaths or injuries 
from  roil accidents; 
risks of structural 
fa ilure in old or work 
rail facilities

Partition or 
destruction of 
neighbourhoods, 
farm land and 
w ild life habitats 
and protected 
areas

Road transport Air pollution 
(CO, HC, NOx, 
particulates and 
fuel additives 
such as lead)

Pollution of 
surface water 
and ground 
water by surface 
run-off;
modification of 
water systems by 
road building

Land taken for 
infrastructure; 
extraction of road 
building 
materials

Abandoned spoil 
tips and rubble 
from  rood works; 
road vehicles 
withdrawn from 
service; waste oil

Noise and 
vibration 
from  cars, 
motorcycles 
and lorries 
along roads

Deaths, injuries and 
property damaged 
from  road accidents; 
risk o f transport of 
hazardous 
substances; risks of 
structural fa ilure in 
old or worn road 
facilities

Partition or 
destruction of 
neighbourhoods, 
farm land and 
w ild life habitats 
and protected 
areas

Air transport A ir pollution M odification of 
water tables, river 
courses and field 
drainage in 
a irport 
construction; 
surface run-of

Land taken fo r 
infrastructure; 
dereliction of 
obsolete facilities

Aircraft
withdrawn from 
service

Noise around 
airports

Deaths and injuries 
from  aircraft 
accidents

Secondary 
impacts related 
to surface access

Source: Sfeer Davies Cleave, 1996, p. 11.
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Furthermore, it was reported in a review of existing SEA methodology that ' ... hundreds o f  

SEAs have been m ade w orld  wide' and that “in Europe ... there are between 5 0  a nd  200  

reported SEA experienced (CEC, 1994, p. 25). According to the Steer Davies Gleave 

(1996) report, however, there is no evidence to support this account o f widespread SEA 

practice since 'the  [CEC] report only actually identifies some 3 0  studies w orld  wide (o f 

which six came from  the transport sector).' (Steer Davies Gleave, 1996, p. 23).

Some countries such as the United States and Canada have established regulatory 

requirements fo r the environmental assessment of PPPs. A statutory fram ework of SEA is 

however generally lacking. This is particularly evident in the transport sector, and is partly 

responsible for the limited implementation of transport SEAs. The report on the 'State of the 

Art on SEA Infrastructure' by Steer Davies Gleave (1996) concluded that transport SEAs 

have had a wide variety of methodologies, have usually been undertaken as part of a 

broader study, have generally lacked a specific SEA report, and their strategic 

environmental elements are not identified as distinct from other socio-economic impacts. 

Furthermore, there are few examples of integrated-SEAs worldwide (Sadler, 1996).

1.3.3. Transport planning

1.3.3.1. Sectoral compared with comprehensive planning

This research adopts a sectoral, as opposed to a comprehensive, approach to SEA, by 

focusing on transport planning. In sectoral plans the specific activity is the main focus whilst 

the other activities are considered only as they affect or are affected by the main activity. In 

land use comprehensive plans, complexity increases as all activities become equally 

im portant and their relationships must be considered. (Partidario, 1992). There is a 

widespread perception, that it is this increased complexity of comprehensive or 'm u lti

activity' planning, which is responsible for the limited application of SEA to comprehensive 

land use plans, compared to sectoral plans (Kleinschmidt and W agner, 1996; Partidario, 

1992). In an integrated framework, sectoral planning inevitably looses the advantage of 

single focus simplicity. Integrated SEA/transport planning needs to equally consider 

environmental and socio-economic impacts of transport. This examination of the 

interrelations between impacts involves sim ilar degrees of complexity, as encountered in 

comprehensive land use planning. This complexity is an inherent characteristic of any 

integrated exercise and a challenge that needs to be tackled. The frequent use of 

compatibility matrices in environmental appraisals and sustainability SEAs in Britain can be 

explained as a way to deal with complexity that arises in integrated planning.

1.3.3.2. Transport-related actions

The above perception of integration helps define the limits of comprehensive and



sectoral p lann ing used in this thesis. An 'ind ica to rs ' approach  to in tegrated land use 

p lann ing , fo r exam ple, requires tha t transport indicators play an equal ro le th roughou t the 

p reparation  o f policies as w ith integrated sectoral p lann ing. S im ilarly, an integrated 

transport study w ould consider environm ental and socio-econom ic im pacts in o ther sectors 

as a result o f transport activities, and vice versa. Therefore, w ith in  an in tegrated p lann ing 

fram ew ork, com prehensive and sectoral p lann ing approaches tend to  'superim pose ' upon 

eachother. As such, the thesis had to extend its scope to cover statutory land use plans 

where transport was one sector am ongst others.

1.3.4. Transport, SEA and the EU Environment

1.3.4.1. Environmental impacts of transport infrastructure

A lthough a variety o f literature exists on the environm ental impacts o f transport policy [e.g. 

DETR, 1998g ; Streer Davies G leave, 1996; Kroon, 1990), it is a lso recognised that the 

m ore schem e-specific interactions between transport and the environm ent ore still not well 

understood by transport planners (Streer Davies G leave, 1996). D ifferent transport modes 

have a variety o f environm ental impacts (Table 1.3). A selection o f these is brie fly  presented 

below.

Road transport

The effects o f vehicle emissions can be distinguished between those affecting hum an health 

and those affecting the environm ent as a whole, between short-term  and long-te rm  effects, 

between 'lo ca l' and transboundary effects, between those occurring du ring  construction 

and a scheme's life tim e. Those affecting hum an health are;

•  nuisance: noise, odour, haze and decrease in visib ility ow ing to m ild sm og,

•  irrita tion  o f respiratory systems, eyes and skin, by n itrogen oxides (N O J, su lphur oxides 

(SOJ, oxidants, particulates,

•  toxic systematic action: carbon m onoxide (CO), lead com pounds, certain hydrocarbons,

•  m utagen ic /ca rc inogen ic  action: particulates, asbestos and certain hydrocarbons

(polycyclic hydrocarbons, dioxins, benzene) (Kroon, 1990).

The long-term  environm ental effects o f road tra ffic  include w idespread eco log ica l dam age 

[e.g. consum ption o f resources and disturbance o f habitats), general land use effects [e.g. 

land-take, sealing o f surfaces, bridges, dam s, and visual im pacts on landscapes), 

acid ifica tion , and photochem ical a ir pollution'* (ozone fo rm ation ). A c id ifica tion  and 

photochem ical ox idation  are also transboundary phenom ena w ith strong d am ag ing  effects 

on nature, forests, agriculture and m an-m ade goods such as m onum ents and archives.

Athens is a city known internationally for its poor air quality caused mainly by photochemical air pollutiofQ



G uidance in identify ing the environnnental impacts o f h ighw ay schemes is ava ilab le  in a 

num ber o f countries includ ing Ireland (EPA, 1995) and Britain (DoT, 1993).

Railways

According to Lee and Lewis (1991) and Ferrary (1990), the key environm enta l impacts of 

ra il transport are severance, noise, v ib ra tion , energy use and conservation, a ir po llu tion , 

visual impacts, historical and archaeologica l features, nature conservation and accidents.

A viation

The m a jo r environm ental im pacts associated with aviation are ozone generation and 

depletion, emissions o f other pollutants, and contribu tion  to g loba l w a rm ing  (Barret, 1994; 

Ferrary and Hewitt, 1993).

In la n d  waterways a n d  m arine  transport

In general terms, the most com m only quoted environm ental impacts o f in land waterways 

and m arine transport are gaseous o r particu late engine emissions from  boats, paint, anti- 

fou lan t or other chem icals app lied  to outer surfaces o f boats, leakage o f liqu ids including 

fuel and lubricants, accident spillage o f fre igh t loads, and sewage and refuse (ERM, 1 991).

O vera ll, the key environm ental impacts associated w ith, and com m on to , various modes o f 

transport are emissions o f gaseous pollutants affecting a ir quality, w a ter resources, land 

resources (including direct effects on ecology), and noise.

1.3.4.2. Transport and the Environment in the European Union 

In 1998, annua l transport grow th in the EU was 2% fo r passenger transport, and 4% fo r 

fre igh t transport. This was s im ila r to grow th in GDP (2.7%) over the sam e period^. In total, 

between 1985 and 1998, passenger kilom etres have increased by m ore than 50%. This 

rap id  grow th in transport activities has negative environm ental consequences, in particu lar 

in re lation to the use o f resources, the generation o f a ir po llu tion , and noise.

Use o f  resources

Transport accounts fo r 26% o f the tota l emissions from  fossil fuels in the EU, the second 

highest figu re  after electricity and heat production [i.e. 30%) (Eurostat and EEA, 1999). The 

annua l consum ption o f resources ow ing to transport has increased fro m  29.5%  in 1985, to 

30.2%  in 1996, equivalent to 1.8% grow th per year. A ir transport has the highest growth 

per year [i.e. 3.6%) fo llow ed by road [i.e. 1.7%), rail [i.e. 1.6%) and in land navigation [i.e. 

0 ,5% )^

A ir  p o llu tio n

[e.g. Kroon, 1990, p. 114).
 ̂These figures take into account 5 modes in passenger transport (pkm) i.e. passenger cars, buses and 

coaches, tram  and metro, railways and air, and 5 modes of fre ight transport (tkm) i.e. road, rail, inland 
water ways, pipelines and sea.
* Sea transport (fuel from  maritime bunkers) is not included in the consumption figures.



As a result o f a s ign ificant increase in atm ospheric po llu tion  related to transport between 

1970 and 1990^, a num ber o f measures and policies [e.g. the use o f catalytic converters 

lead to reduction o f total N O „  HC and C O  emissions in absolute term s in EU) were 

introduced at an EU level a fter 1990 tha t resulted in the g radua l decrease o f a ir pollutants 

o fter 1990. In pa rlicu la r, between 1990 and 1996, NO^ emissions have decreased by 12%, 

C O  by 23%, Vo la tile  O rgan ic  C om pounds (VOC) by 24%, and SO 2  by 20% (Eurostat and 

EEA, 1999).

Emissions o f C O 2  from  EU m em ber states accounted fo r 14% o f the w orld 's  C O 2  emissions 

in 1995, which was the second highest in the w orld  after the United States (24%). T ranspori 

accounted fo r 26% o f EU emissions. In the transport sector, unlike o ther sectors, the level o f 

C O 2  is rising faster than econom ic grov4h in the EU (DG VII, 2000). This is partly  ow ing to 

the rise in the p roportion  o f road transport. Between 1985 and 1995, there was a rise of 

nearly 36% in C O 2  emissions generated by road transport. It is characteristic tha t from  

1970 until 1997, the num ber o f passenger cars per 1000 inhabitants in the EU escalated 

from  184 to 457 , a rise o f 247%. It is not surprising therefore, that private cars are 

responsible fo r some 50% o f road transport emissions and that urban tra ffic  generates half 

o f all C O 2  emissions in the EU.

The second m a jo r con tribu to r to C O 2  emissions in the EU is a ir transport. In 1995 this 

contributed 12% o f transport-re la ted C O 2  emissions, but has increased by 57% over the 

period 1 9 8 5 -19 95 , and there are projections fo r  a fu rther increase o f 6% a year. The other 

modes o f transport are less energy intensive. In 1995, EU, railways and in land  navigation 

were responsible fo r only 30 g ram s/tonne  kms o f C O 2  emissions, and p ipe line  transport 

fo r only 7, com pared with road fre ight, which generated an average o f 190 g ram s/tonne 

kms. O vera ll, the p roportion  o f tota l C O 2  emissions generated by transport in the EU rose 

from  19% in 1985 to 26% in 1995. There are predictions tha t if this trend continues, that 

figu re  m ay well reach 40% by 2010  (DG VII, 2000). There is also g row ing  concern that 

unless this m arked grow th in C O 2  emissions generation is slowed, it w ill be very hard fo r 

EU to meet the reduction targets agreed at the 1997 Kyoto sum m it. It is characteristic that 

from  the six gases covered by the Kyoto pro tocol, C O 2  is the most im portan t, accounting fo r 

some 80% of potentia l g loba l w arm ing . (DG VII, 2000).

The EU has set up a strategy on C O 2  emissions from  passenger cars, which aims at 

reaching an average C O 2 emission figure  o f 120 g /km  fo r a ll new passenger cars 

m arketed in the EU. The objective is to be achieved by the utilisation o f three instruments.

 ̂ Between 1 9 7 0  and 1 9 9 0 , air pollution from road transport has increased in the EU by 76%  tor C O 2, by, . 
68%  for N O ,, by 106%  tor particulates, and by 41%  for hydrocarbons (HC) (D G  VII, 20 00 ).



Agreements committing the automobile industry to improve vehicle technology (ACEA, 

1998), market-oriented measures to influence motorists' choice towards more fuel efficient 

cars, and improvements in consumer information on the fuel-economy of cars. A 

Community-wide monitoring system was installed in order to assess the effectiveness of the 

strategy and report annually. In the medium to longer term [i.e. after 2010), EU's policy 

making will be heavily influenced by the utilisation of 'economically v iable ' technological 

solutions to air pollution, such as the large scale introduction of hybrid cars, fuel cells and 

alternative fuels (DG XVII, 2000). A selection of current EU actions to improve the air quality 

is shown in Table 1.4.

Noise

Noise consists of all unwanted sound, and sound that is loud, unpleasant or unexpected. 

The effects of noise can vary from one individual to another. A report commissioned by the 

W orld Health Organisation entitled 'Com m unity Noise - Environmental Health Criteria', 

published in 1996, highlights such effects as disturbance of sleep, auditory or physiological 

effects (basically cardio-vascular) and interference with communication. According to one 

estimate, around 20% of the population of Western Europe (some 80 m illion people) suffer 

from unacceptable noise. This noise is caused by traffic as well as industrial and 

recreational activities (Kroon, 1990).

T a b le  1.4: A s e l e c t io n  o f  c u r r e n t  EU a c t io n s  t o  im p r o v e  a ir  q u a l it y

• Introduction o f an environm ental im pact assessment Directive fo r land use p lann ing
• Adoption o f a new fram ew ork Directive on a ir quality and plans to r so-called 'daugh te r directives'
• Tightening o f legislation relating to vehicle emissions, fuel com position and noise contro l. Agreem ent with 

the oil and autom obile  industries on the 'au to -o il p rogram m e ' to reduce noxious emissions
• Promotion o f good practices in sustainable transport. For example, the European Com m ission supports 

the car free cities network which currently comprises 60 members, including Am sterdam , Barcelona, 
Copenhagen and Palermo, has working groups on com m ercial traffic, public transport, cor sharing, road 
pricing, com m uting, less pollu ting urban vehicles, and cycling and w alking. The EC also supports ELTIS, 
the European local transport in fo rm ation service, an on-line database o f good practice

• Evaluation and developm ent o f new technology, including road pricing and route gu idance throughout 
the EU

• Promotion o f cycling as a mode o f transport, fo r exam ple through the Eurovelo program m e with its 
planned Trans-European network o f cycle paths________________________________________________________

Source: D G  XI, 1999, p. 12, box 1.

Legislation fixing maximum sound levels fo r certain types of vehicles (cars, aeroplanes) was 

introduced in the 70s. The EU's 5'^ Environmental Action Programme included noise 

abatement targets to be achieved by the year 2000 (CEC, 1992a). The first stage of the 

EC's noise abatement programme, was the Green Paper of 4 November 1996 on future 

noise policy [COM 96(450) final]. For the first time, noise was treated as an environmental 

issue. The Commission puts forward two lines of action against noise; the establishment of 

a framework fo r noise policy and measures fo r reducing emissions at source including 

road, rail and air traffic.

15



1.3.4.3. What can SEA do?

Environm ental protection is one o f the m a jo r challenges facing Europe and is there fore  a 

European Union objective. The term  'in te g ra tion ' appeared in this context as early as the 

Single European Act. Recently [i.e. on 22 M ay 1998), the Luxem bourg European Council 

called on the Com m ission to put forv^ard a strategy fo r im plem enting  Artic le 6 o f the 

consolidated EC Treaty. The Treaty states tha t a horizonta l in tegra tion  to  environm enta l 

policy should be introduced into all C om m unity  policies. In add ition , the 5'^ Environm ental 

Action Program m e, as well as the proposed 6'^ Environmental Action P rogram m e (6'^ EAP) 

have set as an overrid ing objective the prom otion o f Sustainable Developm ent. Accord ing 

to the ra tiona le  o f both program m es, the prom otion  o f Sustainable Developm ent is closely 

related to  the in tegra tion  o f the environm ent into sectoral activities and policies. O n e  o f the 

6th policy approaches is to  'encourage and support the successful deve lopm ent and

im plem enta tion  o f in tegration strategies fo r the relevant sectoral policies, w ith a view to 

prom oting  Sustainable D evelopm ent' (CEC, 1996). O ne o f the horizonta l tools in the 

Program m es' policy fo r re inforcing integration is strategic environm enta l im pact assessment 

and environm enta l appra isa l o f m a jo r Com m ission policy proposals. The EC refers to SEA 

fo r policies, plans and program m es as a process tha t 'ensures tha t s ign ificant 

environm enta l im pacts are identified , assessed and respected in the decision m aking 

process in which the public can pa rtic ipa te .' (CEC, 1996).

The im portance o f SEA in enabling environm ental in tegration in transport as a way to 

prom ote sustainable m obility  is also recognised. A t a practical level, one o f the measures 

set by an EU Council strategy fo r the integration o f environm ent and Sustainable 

Developm ent into transport policy, is to develop and subm it a report on the app lica tion  of 

SEA in respect o f the Trans European Networks (TENs) by 2001 (CEU, 1999c). A t a general 

policy level, the Finnish presidency concluded w ith specific strategies fo r in tegra ting  the 

environm enta l d im ension into three sectors including transport (FPW, 1999). In tegration is 

also a central them e in the DG V ll's  C om m on Transport Policy and there is a 'com m itm en t 

on strengthening the environm ental assessments o f policy initiatives w ith im portan t 

environm enta l effects' (DG VII, 1998). At a legislative level, the EU Council on 13 and 14 

Decem ber 1 999 , fo rm a lly  adopted the com m on position on a D irective 'on  the assessment 

o f the effects o f certain plans and program m es on the environm ent' (CEU and EP, 2000), 

which also provides fo r sectoral plans and program m es inc lud ing transport (section 

4 .5 .4 .1 ).

The d ra ft SEA Directive, is extremely relevant to transport policy since its enactm ent will 

require an ob liga to ry  environm ental im pact assessment to be carried out fo r a ll p lans and 

program m es in a num ber o f sectors as well as comprehensive land use plans. The



com m on position (Appendix 5), which a t the tim e o f w riting was fo rw arded  to the European 

Parliam ent fo r a second reading in accordance with the co-decision procedure, aims at 

setting the fram ew ork  for:

•  the im plem enta tion  of projects covered by the ElA Directive (CEC, 1997a), or

•  fo r projects o f which, given the im pact which they are liab le  to  have on the sites 

involved, an assessment is required by virtue o f the 'H ab ita ts ' Directive®.

There is no doub t tha t the im plem entation o f the project-EIA Directive, prom oted grow th in 

project-EIA practice in the three regions examined in this thesis. A s im ila r situation is likely 

to occur w ith the im plem enta tion  o f the proposed SEA Directive. This is especially the case 

with Ireland and Greece, as they have lim ited experience on SEA. It is fo r  these reasons that 

the thesis w ill provide conclusions regard ing the reg ions' preparedness to  ab ide with the 

Directive's provisions.

1.3.5. A definition of ‘integration’

Definitions and interpretations o f the term  'in te g ra tion ' found in various SEA-related texts 

often d iffer. W hile  it is com m only accepted tha t the in tegra tion  o f environm ental 

considerations in the decision m aking process through SEA, can fac ilita te  the prom otion of 

Sustainable Developm ent, the way this is realised is determ ined by the specific fie ld of

application each author has in m ind. The re lationship between PPPs and SEA was

considered, until recently, to be 'id e a l' and therefore d ifficu lt to  im plem ent. This, in

com bination w ith the inherent in ter-d isc ip linary nature o f the 'in te g ra tio n ' concept, poses

difficulties fo r a com m only accepted defin ition . The situation becomes m ore com plicated 

when this also relates to transport p lann ing , where the term  has a strong spa tia l/land  use 

and in fras truc tu ra l/in te r-m oda l side.

The defin ition  o f the 'in tegra tion  o f SEA w ith transport p lann in g ' used in this thesis is based 

on the existence o f certain groups o f 'elem ents o f in tegra tion ' which characterise the 

com m on SEA and transport p lann ing process. An integrated SEA/transport p lanning 

process is therefore one that exhibits a num ber o f procedura l, external, m ethodo log ica l, 

docum enta tion, social and hum an resources categories o f elem ents o f in tegration . In 

particu lar an 'in tegra ted SEA/transport p lann ing ' model can be broken down to the 

fo llow ing  sub-categories o f in tegration :

Procedural in teara tion : Three facets o f this type o f in tegration can be distinguished. First, 

'vertical in tegration ', that is the em bod im ent of as many stages o f the SEA process as

® Directive 92 /43/E E C  o f 21 M ay 1992 on the conservation o f natural habitats and of w ild fauna and 
flora.



possible w ith in  the equivalent PPP stages. Second, 'tem poral in tegra tion ' which is the 

incorpora tion  o f SEA at an early stage in the PPP process. Th ird , the in tegrated process, has 

to be iterative in o rder to a llow  fo r a 's iev ing ' o f issues through the ir re -exam ination  at 

various stages o f the process, as well as continuous so tha t SEA can be extended to the 

m onito ring  and review o f the PPP. If the above conditions app ly  w ith in  weak organ isa tiona l 

adm inistrative structures, the process runs the danger o f being cost-ineffective. This is as a 

result o f possible dup lica tion  o f assessment activities. Therefore, the existence o f a flexib le 

and h igh ly organised p lanning procedure is required.

External in tegra tion : This type o f in tegration entails the sharing o f experience w ith SEA and 

PPP-making am ong authorities tha t prepare PPPs, in the same o r d iffe ren t p lann ing 

hierarchy. Here, SEA is perceived to operate in a 'tie re d ' system o f p lann ing , which includes 

a sequence o f environm ental assessment activities, rang ing from  the nationa l to  the 

regional and local PPP level, and vice versa. A lso a connectivity is established am ong 

authorities w ith the same o r surrounding geograph ica l boundaries, as well as between 

authorities and PPPs with d iffe ren t status and scope [e.g. private and pub lic  sector bodies). 

This type o f in tegration is especially relevant fo r Sustainable D evelopm ent since the 

resulting connectivity o f m ethodologies, objectives and procedures, is viewed by both its 

vertical [i.e. a 'tie red ' top-dow n o r bottom  up approach to PPP and SEA), and its horizonta l 

d im ension.

M ethodo log ica l in tegration : This type o f in tegrgtion entails the pa rtic ipa tion  o f SEA 

alongside other p lonn ing and socio-econom ic im pact assessment m ethods, and 

environm ental m anagem ent tools. The experience w ith current transport p lann ing  and SEA, 

is that SEA is usually undertaken gs an 'one  o ff ' exercise and, as such, there is an 'ad hoc' 

nature to its effect on decision m aking. This can have a strong influence on the way that the 

outcom e o f SEA is taken into account in decision m aking. It is there fore  a g rea t challenge 

fo r SEA to partic ipa te  on equal terms in an integrated socio-econom ic and environm enta l 

m ethodo log icg l frgm ew ork. W hat is the optim um  m ethodo log ica l ro le  o f SEA tha t prom otes 

effective in tegrg tion  w ith other m gnggem ent tools, w h ile  at the sam e tim e a llow ing  better 

in tegration o f the environm ent in PPP m aking , m on ito ring  and review? An 

'in teg ra ted /sus ta inab ility ' oriented approach to SEA is slowly evolving based on the 

establishm ent o f indicators and targets, and app lied  both at an early stage and in paralle l 

w ith the PPP process.

Substantive in tegrg tion  {i.e. docum entg tion o f SEA): Experience on SEA is a t o relatively 

fo rm ative  stage. This is one o f the reasons tha t the im pact o f SEA on policy m aking  is open 

to w ide in terpretation. A t a governm ent level fo r exam ple, it is not always c lear whether
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policy decisions are informed or guided by SEA. This ambiguity in turn affects the search for 

the appropriate indicators for the detection of SEA's environmental protection capacity. This 

'element of integration' (/.e. substantive integration), searches fo r the appropriate criteria 

that describe the link between SEA and decision making /.e. the extent to which the results 

of a SEA are taken into account in decisions. Two criteria were chosen in order to indicate 

the existence of substantive integration: the documentation of the SEA exercise, and 

provisions fo r follow  up after the adoption of the PPP in question (chapter 2).

Social integration: This is the co-operation of social partners, which comprise statutory 

agencies and organised groups (such as competent authorities, government agencies, 

organisations, organised local groups, environmental NGOs), and the public in general. 

The role of the public is widened in integrated-SEA to take in views throughout all stages of 

the processes, scoping, impact identification, modelling, and impact m onitoring. It is 

important that proactive ways of public participation are used for all types of PPPs, 

especially at a higher government policy level. It is also important, that NGOs and 

especially environmental NGOs are invited fo r consultation. The documentation of both 

public participation and consultation can further increase transparency in the whole 

process.

Intearation of human resources fCo-operation and communication amongst the planning 

and assessment teams): There is a need, for organisational integration /.e. bringing 

together the private and public implementing agencies into a unified management 

approach. The purpose is the development of a collaborative and co-ordinated 

environment, within which the achievement of common goals is facilitated. As Armour 

(1 989, p. 9) states, 'In tegration from  a pub lic  adm inistration perspective, can be defined as 

a philosophy o f  managem ent expressed as a process in governm ent that requires a high 

degree o f  co-ordination, involving m any people from  a ll levels. The building of 

organisational capacity will require the close co-operation of scientists in disciplines that 

would not normally interact, and possible bias resulting from  different 'scientific 

rationalities' should be addressed. The promotion of an interdisciplinary working 

environment depends on the areas of expertise comprising the planning/assessment team, 

the experts' employment status within the organisation undertaking the PPP/SEA, and the 

individuals' interpretation of the degree of co-operation experienced within the team.

1.4. Thesis Outline

The thesis consists of nine chapters. The first chapter provides the introduction. It puts 

forward the rationale for the research, its objectives, and briefly describes the key concepts 

used in the thesis. The methodology of the research is presented in the second chapter.
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The th ird  chapter offers an in depth exam ination o f the literature. There, various 

perceptions o f the role o f an integrated fo rm  o f SEA are discussed. The review o f the 

literature provided the background m ateria l fo r the developm ent o f the evaluative 

fram ew ork used in the thesis to  answer the research questions. C hapter fou r presents 

background in fo rm ation  abou t Athens, Dublin and London. It h igh ligh ts geograph ica l and 

institutional differences between the three regions, as fa r as they are relevant to this study, 

and outlines the ir perspective transport-re la ted environm enta l policies. Chapters five, six 

and seven are m ore technical. They present and critica lly analyse the research find ings 

stem m ing from  testing the evaluative fram ew ork in the three regions. They conclude with 

the experience o f each reg ion in relation to SEA in tegration . C hapter e ight discusses three 

case studies. This answers fu rthe r questions tha t arose from  the research results presented 

in chapters 5 -7 , and provides specific recom m endations fo r the p rom otion  o f 'good' 

practice on in tegration in Athens, Dublin and London. The fina l chapter sum marises the 

w ork undertaken in previous chapters. It suggests useful transference o f experience between 

the three regions and recom m ends changes to the evaluative fram ew ork. It a lso identifies 

areas o f research outside the confines o f this thesis. The purpose o f this being to  add to the 

lim ited body o f research regard ing  the in tegration o f SEA with transport p lann ing , by 

suggesting directions fo r fu ture  research.
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2. Research Methodology

2.1. Introduction

In this chapter, the research techniques used to realise the thesis objectives w ill be 

exam ined in deta il. In particu lar, the fo llow ing  topics w ill be discussed;

•  the research m ethods used fo r the collection o f evidence,

•  cross-regional com parison, and

•  developm ent o f an evaluative fram ew ork fo r com parison o f the experience on

in tegra tion  am ongst the regions selected.

F ig u r e  2 .1 ;  Sta g e s  o f  th e  research  m e t h o d o l o g y

Development of evaluative fram ework

Literature review

Research objectives

Collection o f data,Testing and analysis

Fulfilment of research objectives and thesis aim

2.2. The research methodology

According to Remenyi and W illiam s (1995, p. 192), ‘ Research m e th o d o lo g y  refers to the 

p ro ce d u ra l fram ew ork  w ithin which research is co n d u c te d . A fter a review o f the literature, 

the a im  o f the thesis was selected and translated into research objectives (chapter 1).

In o rder to satisfy this a im , a research m ethodo logy was used (Figure 2.1). This 

m ethodo logy was based on a com bination  o f em pirica l and theoretica l research. The 

subjective nature o f the top ic and the lack o f established theories found in the literature
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review regarding the issues examined, are the two main reasons why a 'passive 

observation' type of research was adopted which is problem generating.

T a b le  2 .1 : T h e  e v a lu a t iv e  f r a m e w o r k

A) Procedural in tegration o f SEA into the Policy, Plan and program m e (PPP) process:
A,) Vertical in tegration i.e. the existence o f as many o f the SEA procedural stages' as possible throughout the 
transport PPP procedure [questions in the questionnaire (Appendix 4 ): / -  /  /]
A 2 ) Horizontal in tegration i.e. iterativeness o r the recurrence o f m ore than one o f the SEA procedural stages 
in one o r m ore stages o f the PPP procedure
A 3 ) Tem poral in tegration i.e. early integration (i.e. the existence o f one o r m ore o f the SEA procedural stages 
of a transport p lanning stage prior to the deposit stage) (questions in the questionnaire : lb )
B) External in tegration [i.e. tiering o f environm ental objectives): Setting o f s im ilar environm enta l objectives, 
adopted by PPPs and SEAs prepared at a higher, lower o r same tier in the transport p lanning hierarchy 
(questions in the questionnaire : 1 a)
C) M ethodo log ica l in tegration: Use o f other environm ental m anagem ent tools (approaches) a longside SEA 
(questions in the questionnaire: 1 2 , 13)
D) Substantive in tegration (docum entation o f SEA):
a) Is the outcom e o f the SEA exercise documented? (Questions in the questionnaire: 14, 15, 18-22, 26, 30, 
31, 33, 34)
b) Was there any fo llow  up after the adoption o f the PPP? (Questions in the questionnaire : 8 o, 9d)
E) Social in tegration:
Involvement o f com petent authorities, governm ent agencies, organisations, organised local groups, 
environm enta l N G O s and the public in general (questions in the questionnaire: 10a, 11a, 10b, 11b, 10c,
1 Ic , lO d, 1 Id ,  1 le )
F) Integration o f hum an resources: Co-operation and com m unication am ongst the p lann ing and assessment 
teams
a) The assessment team consists o f experts within the organisation responsible fo r p repa ring  the transport 
PPP;
i) The experts are part o f the p lanning team
ii) The experts are port o f a separate team within the planning team
b) The assessment team  consists o f experts outside the organisation responsible fo r p repa ring  the transport- 
PPP [i.e. environm enta l consultants) (questions in the questionnaire: 14, 15, 16)
M in im um  inteorotion (Proposed SEA Directive's procedural reauirementsl
(questions in the questionnaire : 5, 5o, 4, 4g, la ,  6 , 7, 5b, lO a ii, lO d, 1 la i i ,  1 Id ,  9b i, 9ci)___________________

Rather than form ulating workable and testable hypotheses and developing a refined theory, 

the approach used was based on the generation of a grounded theory. Glassier and 

Strauss (1967) developed the concept of 'grounded theory' which is defined as 'an  

inductive, theory discovery m ethodology that allows the researcher to develop a theoretical 

account o f  the genera l features o f  a topic while simultaneously g round ing  the account in 

em pirica l observations o r data.' (Glassier and Strauss 1967, in Remenyi and Williams, 

1995). In order to develop this 'theoretical account' an examination of the debate 

surrounding SEA and its integration with policies, plans and programmes (PPPs) (including 

transport PPPs) was undertaken throughout the review of the literature (chapter 3). The 

literature review resulted in the development of an evaluative or integrative framework 

(Table 2.1). For the thesis objectives to be fulfilled, research was conducted that collected 

and analysed relevant data.

' SEA procedural stages: 1) setting o f environmental objectives 2) screening (i.e. is the SEA necessary?) 3) scoping 
(i.e. what are the significant issues to be considered in the assessment?) 4) identification o f the baseline environment 
5) alternatives 6) documentation o f the environmental impacts 7) impact monitoring 8) public participation, and 9) 
consultation o f interested and relevant bodies. PPP procedure: PPP review, draft PPP, deposit, monitoring.



The aim  o f the thesis is to recom m end the elements required fo r  an integrated 

SEA/tronsport p lann ing  model (chapter 1). The va lid ity  o f these elements was tested by 

app ly ing  the evaluative fram ew ork  (which consists o f the elements o f an integrated SEA/PPP 

m odel) to review practice on integration o f transport p lann ing  and SEA in certain 

geograph ica l areas, and to com pare these find ings w ith SEA experience docum ented in the 

literature. The assum ption was m ade that areas w ith considerable experience in SEA 

(especially at a land use and transport p lann ing level) w ill dem onstrate a h igher degree o f 

in tegration o f both SEA/transport p lann ing processes, than w ill be the case w ith areas with 

lim ited experience on SEA. The confirm ation  (or rejection) o f the evaluative fram ew ork was 

based on the s im ila rity  (or not), o f the research find ings on in tegra tion , w ith experience in 

SEA on comprehensive land use p lann ing in the exam ined regions. This cannot be realised 

in a m easurable way, since current and past research have em ployed d iffe ren t research 

methods, cover d iffe rent geograph ica l areas and aim  to answer d iffe ren t research 

questions. It can only be tested in a qualitative way th roughou t the com parison o f the 

relative countries experience on EIA/SEA and in tegra tion , and the ir institu tiona l structures 

regard ing SEA as reflected in the current and previous research.

2.3. Research methods

Six research m ethods were used to fu lfil the research objectives, nam ely literature review, 

com parative study o f na tiona l/re g iona l procedures and legis la tion , docum ent review, 

interview and postal survey and case study review.

2.3.1. Literature review

The review o f the literature related to SEA, sustainability, transport p lann ing  and the 

suggested types o f in tegration o f SEA w ith plan m aking, was undertaken early in the 

evolution o f the thesis. The know ledge obta ined, led to the fo rm u la tion  o f an evaluative 

fram ew ork tha t gu ided the research process. The th ird  chapter o f the thesis deals w ith these 

issues in m ore deta il. In brief, the literature review h igh ligh ted the reasons tha t the research 

was needed and provided the basis fo r the developm ent o f the evaluative fram ew ork 

through the construction o f a 'typo logy ' o f in tegration . By 'typo logy ', it is m eant that the 

established theories on in tegration were presented and the elements o f w hat constitutes a 

successful in tegra tion  were selected. These elements were then fed into the evaluative 

fram ew ork in the fo rm  of a 'checklist questionnaire ' (Appendix 4), which measured the 

degree o f in tegra tion  in the three studied regions. Also, background data on the 

institutional context o f the current environm ental m anagem ent and transport p lanning 

practice o f these regions, was collected and discussed in chapter 4.
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2.3.2. Cross-regional comparison

Before a three-way transference of experience between the studied regions is attempted 

(see research objectives in chapter 1) four inter-related problems regarding cross-regional 

comparison, should be discussed.

2.3.2.1. Study Context

First, the context within which the phenom enon under investigation is observed should be 

clearly identified. Masser (1984, p. 142), in discussing the merits of a selective approach  to 

a cross-country comparison, notes that it is impossible to discuss ... aspects o f each 

country's experience in isolation from the general context in which planning operates within 

that country. The selection of Athens, London and Dublin as the regions appropria te  for 

testing the validity of the evaluative framework requires the study of national environmental 

legislation and  decision making procedures regarding transport planning and SEA. It is 

against this background information that the comparison of the three regions experience 

on integration was discussed (chapter 4).

Second, the concepts and  terms used in the thesis may have different m eanings and  be 

interpreted differently in the regions studied. The differentiation in the interpretation of these 

'conceptual structures' can becom e problematic when their translation into different 

languages is required (Cropper, 1986). This was the case with this research since there are 

hardly any official translations of the Greek relevant transport planning and  administrative 

terms into English^.

Third, similar definitional difficulties were experienced regarding the comparability and 

availability^ of background data. According to Cheshire et al (1996) there a re  at least two 

types of variation am ongst spatial units that determine data compatibility. The first type 

relates to the different definitions given to relevant indicators by national statistics offices 

and international organisations. Cheshire e / a / (1996) notes that, for example, GDP might 

not be m easured in the sam e way in France as in the United Kingdom. The fact that 

individual countries hove different criteria and  procedures to collect statistical information 

might influence the direct comparability of the examined regions (Zetter, 1986). The second 

type relates to a far less recognised problem in the literature i.e. the spatial definition of the 

units themselves (Cheshire et al, 1996). As far as city boundaries a re  concerned, the

’ In that respect, the manual o f International Legal and Administrative Terminology (IILAT, 1993) has been a usefiil 
bibliographic source.
 ̂ Cheshire et al (1996, p. 48) describes the difficulties involved in cross-regional comparative studies as a result of 

the lack o f  data availability at a European Union level. Although in principle, he notes, the data are not too difficult 
to collect, ‘ Their absence means that fa r less is known about the spatial distribution ofskills, real living standards or 
poverty in the European Union than, fo r  example the distribution o f  different types o f  livestock.'



selection of say, the City of London, would require less documents fo r review than would be 

the case if the Greater London Area was selected. The differences in the population of the 

regions examined might suggest difficulties when comparison is attempted. In the thesis 

however, it is the administrative units of the regions that will determine the collection of 

data rather than any spatial characteristics of the regions in question.

Fourth, the realisation of one of the research's objectives (chapter 1) requires that the 

transferability of the three regions experiences have to be safeguarded. It m ight therefore 

be the case that recommended changes in planning practice based on experience gained 

from  abroad ' ma y  be dependent fo r its success upon a chain o f  circumstances which 

does no t app ly a t home' (Booth, 1986, p .l) .  Transferability is dependent on the scope of 

the study and the similarities and differences of the w ider national institutional contexts 

within which comparisons are made.

By 'scope', it is meant the number of the selected regions, the types of transport-related 

documents to be reviewed, and the research framework within which the study resides. The 

larger the number of the regions and the types of transport-related documents there are, 

the more difficult it becomes to evaluate the research findings from  a 'common 

comparative standpoint' (Masser, 1984). The thesis was restricted to three regions, and a 

number of selection criteria were adopted, in order to restrict the transport related 

documents to be reviewed. The reason fo r not further restricting the focus o f the study (i.e. 

selection of two regions, and one category of documents) can be attributed to the role that 

the comparative study research plays, in the thesis. This is not only the 'transference of 

experience', but also the testing of the validity of the evaluative framework. It was for the 

second reason that 'a  sufficient num ber o f  examples h ad  to be investigated by the 

comparative m ethodohg}^  (Masser, 1984, p. 138), and, as such, more than the minimum 

amount of regions and types of documents had to be investigated.

Finally, the drawing of the boundaries of the research will influence the transferability of 

knowledge. Masser (1984, p. 143) notes that the evaluation of the research findings within 

a broad research framework, has the advantage of allowing for flexibility '... with respect to 

the p lann ing  and  execution o f  the transfer o f  experience. Within this fram ework it  is 

possible to accommodate a considerable diversity o f  inputs without jeopard is ing the success 

o f  the exercise as a whole.' The exploratory type of research involved in the thesis provided 

this broad framework within which the research objectives were realised. This 'broad 

fram ework' approach however, can have its weaknesses. As Masser (1984, p. 139) argues, 

the greater the frame of reference is, 'the greater the difficulties are like ly to be in applying



its generalities to anything in particular.' Therefore, the conceptual boundaries of the thesis' 

evaluative framework are  confined by the identification of criteria for a) regions and  case 

studies selected, and  b) transport-related documents to be reviewed. An effort, therefore, 

was m ade  to strike a balance between the broadening and  narrowing of the research 

framework, so that the attempt to transfer the results of the findings a m o n g  the regions did 

not restrict the plurality of their interpretation.

The evaluation of the research findings in order to determine the rationale for integration, 

and highlight recommendations, requires the existence of a  com m on comparative 

framework. The similarities and differences of the administrative, cultural and  political 

institutions governing transport planning and  environmental m an a g e m e n t  in the three 

regions has partially determined the degree  of transferability of the research findings. For 

example, all three regions share common transport-related environmental problems (such 

as congestion, air pollution, lack of efficient pubic transport) and  have incorporated in their 

national legislation a number of uniform minimum requirements for project-Environmental 

Impact Assessment, imposed by an EU Directive (CEC, 1985). Furthermore, Greece and 

Ireland have similar administrative and decision making powers regarding the allocation of 

EU financial aid, and  Ireland and Britain have similar local governm ent structures and 

institutional bodies relating to transport m anagem en t and the environment (Grist, 1995).

The comm on drive in the three regions for change and  innovation of transport 

infrastructure and  policy making has however different origins. Athens, as host to the 

Olympic G am es 2004 , is under pressure to complete certain transport infrastructural

projects on time. In Dublin, the development and implementation of a Dublin

Transportation Strategy and its linkage with land use and regional planning can be

attributed to the unprecedented economic growth of recent years and  the country's 

commitments arising from international agreem ents (such as the Kyoto Conference). In 

London, the intense focus on integrated transport policy was strongly influenced by the new 

institutional structures (such as the Strategic Rail Authority and the newly elected Mayor of 

London) and central government politics [e.g. election of the New Labour governm ent in 

1997). Therefore, the selection of the three regions was undertaken bearing in mind the 

regions' differences and  similarities against a group of indicators'*. These were:

• levels of socio-economic development in the three regions, and  their comparison 

within an EU and national context. Indicators (quantitative): ave rage  income, 

unemployment, population density and  degree  of centralisation (region

'' These comparative variables were influenced by the classification schemes suggested by Friedman (1967) and 
Cheshire e t a l { \ 996).



population/nation population), allocation of structural funds, physical environment, 

transport infrastructure, etc.,

•  characteristics of the countries' planning system and in particular transport 

planning. Indicators (qualitative): existence or not of a flexible planning system, 

local government structures; resources and political power o f local authorities, 

current and forthcoming planning and environmental legislation, experience in 

EIA/SEA,

• attitude of the public to environmental issues.

Finally, these regions were selected because the author, studied the examined issues fo r five 

years, in all three countries, and therefore, was in a position to develop the comparative 

dimension of these regions in a more sustained manner, than might have been the case if 

different regions were selected.

2.3.3. Document review

A variety of documents were collected and analysed using the evaluative framework. A 

selective approach was deemed necessary in order to choose the appropriate transport- 

related documents in accordance with time availability and financial restrictions. This 

approach involved the adoption of certain criteria for the selection of documents. 

Therefore, the transport related actions that the documents refer to, should;

• set objectives and suggest measures that have clear transport relevance fo r the

study regions (such as the restriction of car access in the city centres or the use of

clean technology cars);

• apply at a higher, than the project level of decision making;

• incorporate within their planning process, at least two of the commonly found

planning stages [i.e. review of the previous plan and preparation of a draft plan, 

deposit plan, modification plan, approval and monitoring);

• the documentation of the planning outcome should be available [i.e . planning

reports and ancillary technical volumes).

The documents that have been reviewed include government programmes, county and 

urban plans, National Development Plans, transport strategies, and planning legislation 

Acts.

2.3.4. Interview survey

One of the research objectives of the thesis is to apply the elements of the evaluative 

framework to a number of transport-related documents prepared by public and private 

bodies in Greater Athens, Greater Dublin and Greater London regions. These elements, in 

the majority of cases, were documented in the transport planning report, and the review of 

these reports (which was undertaken fo r all transport related actions reviewed) would have



b ee n  sufficient to p ro d u ce  a reliable d a ta  collection exercise. T h roughou t the e labora t ion  of 

the  pilot ques t ionna ire  survey, it b e c a m e  evident tha t  so m e  elem ents  of the questionnaire  

w ere  not d o cu m en te d  in the relevant report (or any  ancillary docum en ta tion ) ,  even though  

they actually took p lace  th ro u g h o u t  p lan  m aking. It w as dec ided  therefore ,  tha t  an  interview 

survey should b e  u nder taken ,  in o rd e r  to cover all the do cu m en ts  reviewed. It w as also 

dec ided  tha t  the review of the docum ents ,  should provide the b ack g ro u n d  information for 

the interviews an d  thus provide a  control m echan ism  ag a in s t  which the validity of the 

ques t ionnaire  used th ro u g h o u t the interview survey (Appendix 4) could be  checked 

(O p p e n h e im , 1 986 , p. 72; M oser an d  Kalton, 1971). In o rd e r  to p rom ote  better 

u n d ers tan d in g  of the issues con ta ined  in the  evaluative fram ew ork , semi-structured 

interviews w ere  chosen  a s  o p p o sed  to a  structured ques tionnaire  survey. This is particularly 

re levant in this research , w here  experience with SEA (and thus co m prehens iveness  of terms 

such a s  SEA) w as  limited a m o n g  interviewees in the studied regions^.

Semi-structured interviews provide a less formal a p p ro a c h  to interview surveys than  is the 

c a se  with structured interviews, which p lace  heavy reliance on the interview schedule 

(Moore, 1987). The reaso n  for the selection of this research  m e th o d  for the collection of 

ev idence lies in the dual p u rp o se  for carrying out the interviews. O n  the o n e  h an d ,  the 

interview schedu le  has  to be  quantifiable  en o u g h  to d o cu m en t  the existence or not of 

certain 'e lem en ts  of in tegration ' in the exam ined  transpor t- re la ted  p lann ing  procedures. 

O n  the o ther, discursive information w as sough t  regard ing  the e lem en ts  of integration in 

the evaluative fram ew ork  tha t  w as  not referred to in the relevant p lann ing  docum ents ,  and  

a r e a s  of 'g o o d '  o r / a n d  'b a d '  practice regard ing  the  issues discussed. In the second  case, 

the aim  w as the selection of case  studies a im ed  a t  further focusing on these  specific issues 

th rough  the e lab o ra t io n  of in -depth  interviews.

C o m p a re d  to o ther  research  m ethods ,  there  a re  a  n u m b er  of quite concrete  a rg u m e n ts  in 

favour of using a  semi-structured interview survey as  the m ain research  m ethod . These are: 

A) The use of a  structured postal questionnaire  survey (Appendix 4) sent to  all relevant 

actors in the  th ree  regions, offered a  consistent an d  rigorous quantification of the results 

ob ta ined  a n d  thus e n a b le d  a m ore  reliable com p ar iso n  betw een the  regions. The use of 

this m ethod , however, did not necessarily g u a r a n te e  that  the re sponses  reflected the 

existence of all e lem ents  included in the  evaluative fram ew ork. This can  be explained by the 

lack of familiarity of the re sponden ts  with so m e of the term s included in th e  evaluative 

framework*. Interviews offered a better u nders tand ing  of the issues con ta ined  in the

 ̂This is especially the case in Athens and to a lesser extent in Dublin.
* This is especially the case with Athens and Dublin.



evaluative fram ew ork  to the interviewees. In add ition , previous research experience w ith the 

potentia l im plem enta tion  o f the proposed SEA Directive in G reek local p lann ing authorities 

(Zagorianakos, 1998), has shown tha t the response o f G reek respondents to a postal 

questionnaire survey, was likely to be m in im al to justify the representation o f the 

popu la tion .

B) The use o f a un ifo rm  e-m ail survey in the three exam ined regions, though in itia lly  

considered, was not possible ow ing to the lack o f an In fo rm ation  Technology (IT) 

infrastructure in two o f the regions. The app lica tion  o f such a research technique would 

only be possible in G reater London where the m ajority  o f authorities and organisations 

relevant to the study, were found to  have o ffic ia l web sites on the W orld  W ide W eb (WWW). 

The utilisation o f e-m ail services fo r research purposes has certain financ ia l, tem pora l and 

data ava ilab ility  advantages. Given the fast expansion o f the app rop ria te  IT infrastructure in 

the regions exam ined, s im ila r technolog ica lly driven solutions to research problem s, should 

be particu larly  considered by future researchers.

C) The use o f a less fo rm a l open-interview  survey required the developm ent o f a 

questionnaire structure that, as a result o f the subjectivity o f the research top ic and the 

lim ited awareness o f the actors interviewed, w ould have run the dange r o f rendering 

unre liab le  results.

Table  2.2: Research  m e t h o d s  u s ed  in  th e  r e g io n s  e x a m in e d

Cases 
reviewed 
in each 
region

Research
Methods Document

review
Postal inten/iews Pilot

Regions'i'
Sur/ey Semi-structured

interviews
Case study 

focused 
Interviews

interviews

59LA+12T Athens 59LA+12T - 6 LA+12T 6 2LA+3T
15LA+9T Dublin 15LA+9T 15LA+9T 4 L A + 9 T 5 2LA+2T

29LA+14T London 29LA+14T 29 LA 14T 2 3LA+3T
138 coses <-Tota l-^ 138 cases 53 45 13 15 (LA+T)

LA: Local Authority plans
T: Other transport-related documents

Between April 1999 and February 2000 , 29 interviews were conducted in G rea ter Athens 

Area and 22 in G reater Dublin  Area. As regards G reater London, the interviews were 

conducted between O ctober 1999 and M arch 2000  and involved 22 interviewees (Table 

2.2). The sessions lasted fo r a m in im um  o f forty-five minutes and they were recorded to 

m inim ise bias resulting from  a written record, especially since part o f the interviews, were 

not conducted in the author's  m other tongue.
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2.3.5. Case studies

Case studies are especially relevant to emphasise the differences between countries with 

d iffe rent transport p lann ing and environm ental assessment trad itions. They also h igh ligh t 

both 'g o o d ' and 'p ro b lem a tic ' practice on the integration o f SEA and p lann ing  processes, 

and consequently po in t to  the areas fo r transference o f experience between the studied 

regions. Yin (1994) notes tha t case studies provide the appropria te  context to answer the 

'w hy ' and 'h o w ' questions posed by an exploratory type o f research. In the thesis a 

'characteristic' case study from  each region was selected fo r analysis, to determ ine the 

experience o f in tegra tion  o f the p lann ing process, both w ith in and between regions. The 

analytical fram ew ork  used, was tha t o f the evaluative fram ew ork (Table 2.1).

The inclusion o f case studies supplements the quantita tive survey (chapters 5 -7). There is 

lim ited research in the transport-SEA fie ld and, in particu lar, in re la tion to integration. 

Furthermore, there is lim ited experience o f both research and practice o f SEA in Greece 

and Ireland. This w ill have negative im plications fo r the enactm ent o f the proposed SEA 

Directive. The use o f case studies can elucidate the differences between countries with 

strong p lann ing trad itions such as the UK and Ireland and weak p lann ing  trad itions such as 

Greece (Partidario and Eggenberger, 1999).

Taking into account the research objectives stated in chapter 1 and the degree of 

in tegration in the three regions, as discussed in chapters 5 -7 , the case study objectives 

were;

•  the app lica tion  o f the evaluative fram ew ork in o rder to  detect the reasons fo r the 

existence, o r lack o f in tegration o f transport p lann ing w ith SEA in the selected case 

studies,

•  the recom m endation o f ways to prom ote better practice on in tegra tion , and specific 

measures fo r transference o f experience in Athens, Dublin and London,

•  to suggest measures to facilita te  the future enactm ent o f the proposed SEA Directive,

•  to answer the m ore specific questions that arose from  the research results presented

in chapters 5 -7  regard ing the degree o f in tegration o f SEA w ith transport p lanning 

in the three regions. In Athens, the low degree o f in tegration in land use plans and 

the contrast between the low degree o f in tegration in land use plans and the high 

degree o f in tegration in strategic PPPs is an issue that requires closer investigation. 

In D ublin , a close exam ination o f transport-re la ted strategic PPPs is necessary to 

explain the lack o f tie ring  o f SEA from  the n a tiona l/re g iona l level to land use

p lannng level. In London, analysis should focus on the absence o f in tegra tion  at the
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strategic level of transport planning (and in particilar at the regional level) although 

there is evidence of research and  implementation experience on SEA.

A criterion was used to determine how 'characteristic' the case studies were of each 

region's experience on integration. This is that the case study profile [i.e. elements of 

integration evidenced in the case studies) and  the region's profile [i.e. elements of 

integration evidenced in the respective region) are  similar. This condition will be met if the 

elements of integration in the evaluative framework that have relative frequency of more 

than 0 .5  (or 50%) in the population of each region, are  also existent in the cose study 

selected for the region. This condition was met in the three case studies selected. Other, 

more practical selection criteria included:

• the significance of the case study and  whether it is of general research interest [i.e. 

whether it answers questions arising from the general SEA literature), whether the 

underlying issues are  nationally important (Yin, 1994), and  whether it provides 

answers to the issues arising from the quantitative part of the research presented in 

chapters 5-7,

• the availability of actors to be interviewed and the availability of documents to be 

reviewed.

In view of the above selection criteria, the case studies chosen were: the Transportation Plan 

included in the Olympic G am es 2004  dossier which was submitted os part of Greece 's  

candidature, the Eco-Audit of the Irish National Development Plan, and  the Sustainability 

Appraisal of the Regional Development Strategy for the South East of England.

The selected case studies in Athens and Dublin are  of national significance. The transport 

policies included, have direct implications for the future transport infrastructure in these 

regions. The Athens 2004  Olympic G am es Transportation Plan is a representative example 

of the limitations of the Greek transport planning system to accom m odate  SEA 

requirements. This is especially relevant to the potential implementation difficulties that will 

arise from the enactm ent of the proposed SEA Directive. Bearing in mind these difficulties, 

however, this case study is a 'good example' of the existence and  developm ent of positive 

elements of integration. As such, it highlights the opportunities for further integration in the 

future.

The Eco-Audit of the Irish National Development Plan demonstrates efforts that have been 

m ade  to establish a system of policy-SEA in Ireland. It also provides the methodological 

and institutional starting point tor the extension of experience on SEA integration to land- 

use planning level.



The Sustainability Appraisal of the Regional Development Strategy for the South East of 

England can be seen as the application of theoretical considerations on SEA at a  regional 

level through the utilisation of experience on research gained in the last 15 years. The 

explicit focus of the Appraisal on Sustainable Development, and the use of SEA to promote 

this, can also be seen in light of a possible redrafting or a different interpretation of the 

European Commission's approach  to the proposed SEA Directive.

The methodology adopted  in the case studies is as follows:

• docum ent review to determine how characteristic the case study is for the specific 

region,

• brief research on the transport planning, socio-economic and institutional 

background of the three regions through the review of documents (chapter 4),

• pilot interviews to determine the availability of interviewees and  test the applicability 

of the questionnaire (Table 2.2),

• the development of contacts and  interviews held with the main agents in the process 

such as mem bers of the planning team  and the lead authority (Appendix 2), and

• systematic analysis of the plan using the evaluative framework.

2.3.5.1. Research methods used in the case studies 

Evidence for the case studies was provided by focused interviews, which was also 

supplemented by document review. The transport-related planning documents that were 

relevant to the specific case study were obtained either by the interviewees or other sources 

[e.g. libraries) prior to conducting an interview. In addition to this direct type of 

documentation, other sources of evidence were utilised such as new spaper and  Journal 

articles, proceedings from Conferences, and the WWW.

Guided or focused interviews are  the type of research method in which '... the interviewer, 

whilst allowing the respondent a good deal of freedom, aims to cover a given set of topics 

in a more or less systematic way.' (Moser and Kalton, 1971, p. 298). The study protocol, 

that was used to give focus to the research issues, was the evaluative framework that was 

developed throughout the research i.e. the elements of integration of SEA with transport 

planning practice (Table 2.1). The technique used to identify suitable informants was that of 

'snowball sampling ' (Remenyi and  Williams, 1995). Since in this type of research method 

(i.e. case study) the generalisation of the results is not a priority, the collection of evidence 

was not exercised through a 'random  sampling of possible interviewees', but from a 'group 

of qualified respondents'. Specifically, one suitable informant was identified through a 

telephone inquiry and  interviewed. This informant was then asked to nominate another



suitable informant witfiin the sam e  or another organisation. This app roach  was considered 

appropriate  to safeguard  the 'completeness' of the case studies i.e. 'that the critical pieces 

[of available evidence] have been given 'complete ' attention.' (Yin, 1994 , p. 148-149). It 

also covers different peoples' perspectives on the issues and thus presents the views of most 

of the major actors involved. The interviews were also recorded in order to '... provide a 

more accurate rendition of any interview than any other method ' (Yin, 1 994 , p .86).

Finally, the results of the quantitative region-wide interview survey that was undertaken 

earlier in the research process were reviewed and  analysed alongside the case study 

findings. This enabled an increased validity of the research conclusions through the 

combination of both qualitative and  quantitative information, by utilising multiple sources of 

evidence (Yin, 1994).

The qualitative da ta  collected through interviews was analysed and integrated into the case- 

based discussion according to the following procedure. Prior to the elaboration of the 

focused interviews, the appropriate  documents for each case study were obtained either 

through an initial face-to-face or telephone contact with the interviewee, or through the 

author 's  own document search in libraries and relevant organisations. The interviewees 

were asked to express their views on each aspect of the evaluative framework, focusing on 

the 'strong' and 'weak ' elements of the SEA conducted. W here the existence of SEA 

elements of integration was minimal to justify an integrated SEA/PPP exercise (as was the 

cose in Athens), the interviewees were asked to focus on the reasons for this absence , the 

difficulties that might be posed and the benefits to be felt by the organisation from the 

undertaking of an SEA. The notes produced from the de-recording of the interviews was 

com pared  i) with each-other in order to highlight possible conflicts of opinions and  different 

views, ii) with the documents obtained, iii) with the results from the quantitative part of the 

research regarding the overall degree  of integration in the three regions (chapters 4-7), 

and (where appropriate), iv) with the experience on SEA at similar settings [i.e. Athens 2004  

-Sidney 2000  Olympics). The cross-examination of the interviewees views, with the 

documents obtained and the research previously undertaken, led to a discussion with a 

view to fulfilling the case studies objectives (para. 2.3.5). In chapter 8, each case study 

incorporates the main points of the above described analysis, structured in an  'evaluative 

framework' form, and  concludes by answers to each of the case study questions/objectives.
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2.4. The evaluative framework

2.4.1. Evaluation methodology

Since this thesis is largely an exercise for the development of on evaluative framework, it is 

necessary to give a short overview of evaluation methodology in general. According to 

Devuist (1994, p. 59) ‘ the purpose o f  evaluation research is to measure the effects o f  a 

policy, process, program m e o r procedure against the goals set out to accomplish as a 

means o f  contributing to subsequent decision m aking about im proving the situation in the 

future.' In the thesis, the purpose of the evaluative framework was to identify, and where 

possible, measure the characteristics of transport planning and SEA common procedures 

against the principles of integration.

Three types of evaluation methods can be distinguished. A formative evaluation produces 

information that is fed back to the evaluated subject to help improve it. Summative 

evaluation is done when everything is finished. Transactive evaluation is a hybrid approach 

that is concerned with the overall effectiveness of the review process. Its purpose is to gain 

an understanding of the underlying reasons for the proper operation or not of certain 

aspects of the process: ' This approach considers results in terms o f  processes and  takes into  

account the context on which these operate. A dynamic rather than a static perspective is 

gained, which highlights the factors that influence the activity being evaluated. ... This 

approach also recognises that goals are often vague, fluctuate and  resist objectification. A t 

the same time, a systematic attempt is made to grapple  with the problem s o f  how  to 

measure and  organise 'so ft' o r qualitative data.' (Devuist, 1994, p. 60). In the research, 

evaluation has a rather transactive nature, since the integrated transport planning/SEA 

process is perceived to be continuous. There is an inherent difficulty in measuring all 

elements of the evaluative framework, and the information resulting from  the evaluation 

can be used to increase the effectiveness of the process.

Evaluations usually comprise five m ajor activities:

Formulating questions, criteria and  standards-. Evaluation criteria are the focus of any 

rigorous evaluation. It is suggested that the evaluator should become fam ilia r with the 

subject to be evaluated, its sponsors and participants.

Selecting designs a nd  sampling procedures: This is the next step in an evaluation exercise 

where the evaluator chooses between experimental, quasi-experimental and non- 

experimental designs. The classic design for evaluators has been the experimental model, 

which uses experimental and control groups. Using this approach, the evaluation of a 

programm e for example starts with the random selection of units out o f the target 

population. These units are chosen to be in either the group that gets the program m e or



the 'control group ' that does not. Measures are then taken of the relevant criterion variable 

before the programm e starts and after it ends. Differences are computed and the 

programm e is deemed a success if the experimental group has improved more than the 

control group (Devuist, 1994). Using this approach in SEA is very difficult, as it m ight not 

always be possible to form  experimental and control groups. Moreover, the time duration 

of the cyclical integrated planning, monitoring and review process m ight be more than five 

years, which makes comparison difficult. Quasi-experimental designs generally leave one 

or several threats to validity uncontrolled and have the advantage of being practical when 

conditions prevent true experimentation. Non-experimental designs offer more information 

than would have been available without any study at all. This approach leaves considerable 

room for differing interpretations of how much change has occurred and how much of the 

observed change was due to the evaluated action (Devuist, 1994).

Collecting in form ation: ~\V\e data obtained by the evaluator has to be reliable (i.e. consistent 

over time) and valid [i.e. accurate and truly reflect the concepts, ideas or purposes being 

evaluated). The instruments and strategies for collecting data include questionnaires, 

observations, interviews, written achievement or competency tests, performance tests, 

record reviews and diaries.

Analysing in form ation: Analytical techniques fo r evaluation range from  statistical methods 

to scholarship methods.

Reporting in form ation: The evaluation report has to be believable, truthful and 

comprehensive. It should document what was done, how it was done and why it was done 

(Devuist, 1994).

One of the most exciting although controversial features of evaluation research is its close 

connectivity with the political process. The technical requirements are increased if the 

political nature of the evaluation endeavour is realised. The evaluator therefore has to be 

as careful as possible in the design and analysis part of the exercise. Also it m ight happen 

that those who commission evaluation research may hold strong feelings about its 

outcomes. They may therefore, put pressure on the evaluator both by supervising his or her 

work too closely and by putting unnecessary constraints on his or her efforts (Devuist, 

1994).

2.4.2. Form and context of evaluative framework

Throughout the interview survey and the review of the relevant documents, the evaluative 

framework was used to document experience on integration in the three regions. The 

evaluative fram ework has the form of a 'checklist', which 'contains terms which the 

respondent understands and  which m ore brie fly and  succinctly express his views ...' 

(Oppenheim, 1984, p. 81). The biggest difficulty however, that has to be addressed in



using this research technique is the interpretation of the research results. Its validity 

therefore will depend  on the answers to the following questions: i) what a re  the questions 

the evaluative framework is trying to answer, and ii) how will these answers be used?

The assignm ent of a positive answer [i.e. Yes) to an  element of the evaluative framework 

represents the incorporation of the specific requirement into the relevant transport planning 

process reviewed and  receives the score (1). Consequently, the assignm ent of a negative 

answer [i.e. No) to an  element of the evaluative framework, represents the absence  of the 

specific requirement into the relevant transport planning process reviewed and  receives the 

score (0). In case the responses were 'I do not know'/ 'I am  not sure', further information 

and clarification abou t the examined question was provided. If the interviewee remained 

uncertain, he /she  was prompted to recommend others in the sam e or o ther organisation, 

who might provide a better insight into the question being examined^. This process was, 

where necessary, repeated until a satisfactory response [i.e. a response with adequate  

degree  of certainty) was elicited. The answers reflect the existence or not, of certain 

requirements for integration. These requirements have to be either docum ented in the 

planning report under review and supporting technical documents that accom panied  the 

main report, or their existence (or absence) should be expressed with a high degree  of 

certainty by the interviewees. It is for the second reason that in some coses m ore than one 

person was interviewed for the document concerned.

It has to be noted that the answers indicate the existence of the requirements throughout a 

specific plan making exercise, which involves past or future events. The research adopts  the 

view that the questions included in the evaluative framework a re  not the only elements of 

integration of SEA with transport planning. Owing to the lack of information on integration, 

the current research only provides an  indicative framework within which the degree  of 

integration can be m easured.

It is also important to note that the evaluative framework was developed both as  a heuristic 

device to structure the empirical study, and as a framework that can be developed and 

tested in other settings. In the latter instance, the subsequent empirical analysis sought not 

only to draw from the framework but also to ground it empirically and  to inform its further 

development. Therefore, in the last chapter of the thesis [i.e. chapter 9), the evaluative 

framework is revisited and am ended  for use in the wider context of SEA's field of 

application. The proposed final form is based on the input provided by the empirical testing

 ̂Also, at that stage, a reference to the relevant documentation was made.



of the initial form  of the framework to the transport-planning context o f SEA-integration in 

Athens, Dublin and London.

2.4.3. Rating scale

In order to quantify the responses to the evaluative framework, a rating scale should be 

assigned. Oppenheim  (1986, p. 83) defines the purpose of rating as the assignment of '... 

a num erical value to some k ind  o f  judgem enf. A scale should be checked fo r its reliability 

and validity. The distinction between reliability and validity involved in questionnaire 

techniques, is that reliability '... refers to consistency, to obtain ing the same results again' 

whereas validity ' tells us whether the question o r item really measures what it  is supposed to 

measure' (Oppenheim, 1986, p. 71). The reliability level depends on the homogeneity of 

the items of the evaluative framework [i.e. elements o f integration). Therefore, the breadth 

of the scale was restricted to the m inimum level i.e. 'Yes' or 'N o '. This also helped to 

reduce the degree of subjectivity involved in the interpretations o f the results. Where 

objective (or factual) assessments are undertaken (as opposed to subjective assessments 

that require the measurement of attitudes) such as the current research, it is dangerous to 

give ranking labels such as 'not integrated', 'inadequately integrated', 'adequately 

integrated', 'excellent integration' to the different grades. The danger is that the labels can 

be interpreted differently by the various raters (Oppenheim , 1986). Another characteristic 

that influences the level of reliability is the number of items to be used. Therefore, a large 

number of items were used in the evaluative framework (Table 2.1) to measure the degree 

of integration of SEA with transport planning in the examined regions (Moser and Kalton, 

1971).

Finally, a number of 'internal checks' were conducted throughout the elaboration of 

interviews in order to ascertain the reliability of the responses obtained (Oppenheim, 

1986). This meant that, when the relevant question was asked, the interviewees were 

offered a list of activities that represent the criteria against which consistency can be 

checked. These criteria (Appendix 3) were based on the review of the literature and 

experience that was built up throughout the elaboration of the pilot studies.

Validity is another attribute needed in scale. Moser and Kalton, (1971, p. 355) define 

validity as '... success of the scale in measuring what it sets out to measure, so that 

differences between individuals' scores can be taken as representing true differences in the 

characteristic under study.' One way that the researcher can test the valid ity o f scale (i.e. 

construct validity) is to 'postulate the types and degrees of association between the scale 

and other variables and he then examines these associations to see whether they conform 

to his expectations' (Moser and Kalton, 1971, p. 356). The reason that the testing of the



va lid ity  o f scale is o f im portance in the thesis is tha t it is h ighly dependent on the testing o f 

the thesis conceptual generalisations. The evaluative fram ew ork tha t was developed 

th roughou t the review o f the literature and observations m ade th rougho u t the p ilo t studies 

has to  be va lid , if this is to be adopted fo r the purposes o f the thesis. That means tha t it has 

to be safeguarded so that the evaluative fram ew ork  measures w ha t it sets out to  measure 

i.e. the elements o f in tegration o f SEA w ith transport-re la ted actions.

The assignm ent o f certain criteria fo r each o f the questions in the evaluative fram ew ork , in 

o rder to ascertain va lid ity  in the responses obta ined, w ill also increase confidence in the 

scale. A nother action taken to support evidence on the selection o f a va lid  scale was the 

com parison o f the scores fo r each region on in tegration with background in fo rm ation  on 

SEA experience in these regions o r other regions in the same country. This in fo rm ation  was 

based on research undertaken in the past, and was found th rougho u t the review o f the 

literature. The ra tiona le  o f this approach  is that, if the degree o f in tegra tion  found in each 

o f the regions exam ined, was s im ila r to the level o f SEA experience docum ented in the 

literature in the same or d iffe rent regions w ith in  each country, then an increased confidence 

in the scale is assumed. The difficu lty, however, in the case o f the current research is that 

the review o f the literature revealed that there is no s im ila r past research tha t deals with 

integration issues; a fact tha t justifies the o rig ina lity  o f the thesis. Previous research close to 

the thesis' top ic entitled 'elements o f SEA that exist in com prehensive land use p lann ing  in 

England, W ales, Scotland and Greece between 1995 and 1998 ' is substantia lly d iffe ren t to 

this topic; 'in teg ra tion  o f elements o f SEA and transport p lann ing  in G rea te r Athens, 

London and D ublin  regions in 1999 '.

The question therefore arises as to  how much these two research outcom es are related. The 

answer is tha t there is d irect association between them , ow ing to  the fac t tha t the evaluative 

fram ew ork  includes elements o f a basic SEA process. In add ition , the three exam ined 

regions are capita l cities and, as such, it can safely be assumed tha t they represent SEA 

experience found in other parts o f the same country. The com parison was m ade in a 

qualita tive m anner rather than quantita tive, since the research m ethods [e .g . questionnaire, 

scale) and scope [e.g. geograph ica l area covered, theoretical fram ew ork  used) was 

d iffe rent in the research projects concerned. The qualita tive com parison o f these research 

outcomes revealed that, the degree o f in tegration in the regions exam ined in the thesis, 

fo llows the patterns o f SEA experience in the w ider geograph ica l areas where the exam ined 

regions reside, as docum ented in the past literature (chapter 4). It can therefore be 

concluded tha t the research results would increase confidence in the scale, and 

consequently, the evaluative fram ew ork  can be accepted as valid as it provides an accurate



measurement of the degree of integration of SEA with transport planning in the three 

regions.

In order to ensure that the information was collected in a consistent manner, all interviews 

were conducted by one person [i.e. the author). This however, does not eradicate the 

injection of subjectivity on the interviewer's behalf, which remains a possibility in this kind of 

research.

2.4.4. Sampling

One of the research objectives is the application of the evaluative framework to a number 

of transport-related documents prepared by public and private bodies in Greater Athens, 

London and Dublin regions (chapter 1). In order to avoid sampling errors that can occur in 

data-collection procedures, the evaluative framework was applied to the entire population 

of transport related documents in the three regions examined. Two issues were:

• the danger of inconsistencies in the selection of data owing to the different sampling 

strategy employed in the case of local planning authorities in Athens,

• whether and to what degree the wider generalisation of the results to cover other 

European regions should be attempted (chapter 9).

In relation to the local planning authorities in Athens, a systematic sampling process was 

undertaken in order to collect data throughout semi-structured interviews. A pilot study 

showed that carrying out interviews with planning officers in all these planning authorities 

would not be feasible within the duration of the thesis. O f all 59 local planning authorities 

in Athens where letters were sent to request an interview, only 2 were returned, one of 

which included a positive answer. This indicates the difficulties that this type of research 

faces in countries likes Greece where awareness of issues such as SEA is limited. Therefore, 

a random sample was taken. The uniformity of the results obtained from these local 

authorities and the sufficient number of cases in the sample, points to the fact that the 

sample was representative of the total population. This uniformity of the results can be 

explained by the strict application of the government specifications for land use plans by 

local planning authorities in Greece (Zagorianakos, 1998).

The carrying out of the systematic sampling process (Harnett and Murphy, 1985) involved 

the selection of a random starting point in the population of local authorities in Athens, and 

then every 10"  ̂ local authority encountered thereafter was chosen for interview. This 

random starting point was decided to be the first local authority-planning officer on a list of 

local authorities arranged in alphabetical order who agreed to be interviewed. The request 

was made by phone and a list of the local authorities' addresses and phone numbers was



obtained from  the Association of Municipalities and Local Communities of Attica Prefecture. 

The fact that there is no periodicity to the elements of the population since the list from 

where they were selected was arranged in an alphabetical order eliminated bias that 

sometimes results from  this type of sampling method. Experience gained from  previous 

research conducted in local authorities in Athens (Zagorianakos, 1998), and the relatively 

small population fo r this type of research, indicated that the selection o f 6 local authorities 

would be a sample size that is representative of the whole population [i.e. 10% of the 59 

local authorities). It was, however, clear from the first few interviews, that there was a 

remarkable uniform ity in the internal structure of transport plan making at that level of 

government. As a planning officer noted: 'The requirem ent fo r strict enforcement o f  the 

p lann ing specifications by the centra! government and  the lim ited  finances o f  our 

departm ent leaves no room fo r innovations in p lann ing m ethodology a nd  implementation. 

That's why, in terms o f  structure, i f  you have reviewed one p lann ing  document, you've  

reviewed them a ll. '.

2.5. Research database

The data collected fo r the research methods used throughout the thesis, was organised and 

filed in the library of Environmental Science Unit, Trinity College Dublin. The rationale for 

the development of the database is twofold. O n the one hand, the reliability of the methods 

used will be increased if the database was the subject of separate and independent analysis 

by the potential reader of the thesis. In this way, the opportunity is given to the potential 

reader to reach an independent judgement regarding the quality of the analysis. On the 

other hand, the development of a form al, presentable database could be reviewed directly 

by other researchers in this academic field, without being restricted to the written thesis (Yin, 

1994). This is especially im portant since (as it is revealed throughout the review of the 

literature) this type of research in the regions examined is either m inim al ( ie.  in Greater 

London) or non-existent {i.e. in Greater Athens and Greater Dublin).

The database documentation consists of the follow ing:

• Tape-recorded material from case study and survey interviews (that are available 

with the prior authorisation o f the author of the thesis and the interviewee in 

question for reasons of confidentiality),

• Documents relevant to the thesis collected during the course of the research (such as 

literature review documents, transport-planning and comprehensive land use 

planning reports, SEA reports etc.),

• A Microsoft Word file containing lists of contact addresses (postal and e-mail) of 

people and organisations relevant to the research topic, and



• Computer software files [i.e. SPSS version 8 and 10) where data on the interview 

and e-mail survey were stored and analysed.
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3. Literature Review

3.1. Introduction

This chapter presents the outcom e o f the review o f the literature. It begins with a brie f 

presentation o f the evolution o f the concept o f Environmental Assessment (EA), which 

encompasses the concept o f SEA tha t the thesis deals w ith. It continues w ith the 

interpretation o f the term  'in te g ra tion ' and the identification o f the d iffe rent types o f 

re lationships between EA and SEA, and p lanning in a b roader sense, os suggested in the 

docum ents reviewed. A discussion o f the integration o f SEA and p lann ing  then fo llows, and 

a selection o f in tegrated fram ew orks o f im pact assessment is fu rther presented. The chapter 

concludes w ith a synthesis o f the review m ateria l, which lead to  the construction o f the 

thesis' evaluative fram ew ork.

The term  'in te g ra tio n ' is a fa m ilia r one and easily defined as 'to bring  parts together in to a 

whole, to unify ' (A rm our, 1989). W hen however, an attem pt is m ade to  app ly this sim ple 

defin ition  to PPP-making and decision process, the true com plexity o f the concept begins to 

emerge. In SEA and PPP-making, 'to  in tegrate ' takes on m any d iffe ren t m eanings. It is 

these m eanings or elements of in tegra tion , and the barriers to  a m ore effective in tegra tion  

that this chapter discusses.

3.2. The evolution of Environmental Assessment

EA is often used in terchangeably with Environmental Im pact Assessment (EIA). Both terms 

are also understood to encompass all, or part o f other dom ains o f Im pact Assessment. In 

the 80s, EA ceased to be merely 'env ironm enta l' w ith the advent o f Social Im pact 

Assessment, C om m unity  Im pact Assessment, Environmental Health Im pact Assessment, Risk 

Analysis, Technology Assessment, and Adaptive Environm ental Assessment and 

M anagem ent (N ATO /C C M S, 1995; Smith, 1993). As used in this thesis, EA is a generic 

approach to developm ent p lann ing. It encompasses both EIA, as conventionally 

institutionalised at the project level', and Strategic Environmental Assessment, which is the 

EA o f PPPs.

According to Smith (1993), the p redom inant ra tionale in develop ing various fo rm s o f EA 

has been a concern regard ing the poor level and quality o f science w ith in  existing 

assessments. Science was seen as not provid ing the ab ility  to  achieve a m andate  fo r 

environm enta l protection w ith in  im pact assessment. However, during  the last quarte r o f the

' In this thesis, the terms project-EIA and project-specific EIA, are used interchangeably with the term EIA.
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century, EA has undergone rapid expansion, from a mere policy instrument to a tested 

process for development planning and decision making.

Two institutional benchmarks can be distinguished: the United States Environmental Policy 

Act of 1970 which introduced EIA, and the Rio Declaration on Environment and 

Development in 1992 which called for its universal approach. In the interim, several phases 

of development can be recognised. SEA was initially developed in the 70s. During that 

time, the basic principles were introduced, as well as the institutional arrangements and 

analytical techniques for conducting EA. In the late 70s until the early 80s, the progressive 

inclusion of social, risk, health, and related factors, improved existing opportunities for 

public participation, and fostered a greater focus on impact management. During the mid- 

late 80s, a major redirection of the EA process took place. In particular, there were 

increasing efforts to address cumulative effects, to integrate project-EIA with policy, 

planning and regulatory frameworks, and to establish monitoring, audit and other follow 

up procedures. EA theory and practice was inevitably influenced during the 90s by the 

development of the sustainability paradigm. This decade marked the emergence of three 

major initiatives. New requirements for project-EIA were established by international 

conversions, consensus-based dispute settlements procedures were introduced, and SEA 

emerged (NATO/CCMS, 1995). For example, in 1991, the UN Economic Commission for 

Europe's convention in EIA in a Transboundary Context identified principles and provisions 

for project-EIAs and activities with transboundary effects. Furthermore, additional 

requirements were placed on EA by the UN Conventions on Climate Change and 

Biological Diversity (NATO/CCMS, 1995).

EA has evolved from a relatively narrow, technically based process of impact analysis, 

towards a more integrated, multidimensional approach to development planning and 

decision making. The following sections focus on the strategic part of EA i.e. SEA, and 

explore previous and current developments towards the theory and practice of an 

interdisciplinary, integrative approach to EA and SEA.

3.3. The term ‘integration’

The literature review that follows, demonstrates that a diverse body of literature has been 

built up, pertinent to the integration of environmental assessment with PPP-making. To 

better comprehend this literature, an effort was made to divide it into categories.

In various texts, the term 'integration' has a procedural meaning, since there are frequent 

references to the 'integration of environmental concerns in policy making and appraisal'.
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This is especially the case in the thinking around Sustainable Development. Although there 

are not always direct references to the use of management tools to achieve Sustainable 

Development, by integration it is meant that assessment processes should be integrated in 

the decision making process of a PPP. As Franks (1996, p. 3) notes when discussing the 

links between project appraisal and decision making: 'The pressing need o f  the end  o f  the 

twentieth century is no t in fact, the integration o f  environmental concerns within socio

economic appraisal, bu t to integrate the appra isa l process (project p lann ing  and  analysis) 

into decision m aking and  development.'

The term 'in tegration ' also bears a methodological meaning in the SEA literature. As Sadler 

(1995b, p. 5) notes when discussing the challenges SEA faces at the beginning of the 

Twenty First Century, 'Looking ahead, a 'second genera tion ' process is required, in which 

EA is deployed in concert with a range o f  other policy and  scoping instruments as p a rt o f  

an integrated approach to environment and  development decision m a k in g . This implies 

that SEA is one of the management tools and instruments used in the PPP-making process 

to foster Sustainable Development through the incorporation of environmental issues. In 

order, however, fo r SEA to promote that role, it has to adopt an attitude that incorporates

other themes that are traditionally outside its scope of competence. It is necessary,

therefore, that SEA expands its thematic and methodological scope to include socio

economic as well as environmental issues. As such, there is a thematic interpretation of the 

term integration in the SEA literature. Under that view, SEA is seen as being able to fulfil an 

'integrative' type of assessment and identify environmental, social and economic 

considerations (Sadler, 1996). This notion of integration has been adopted by international 

organisations such as the European Commission of the EU. For example, a study has been 

published that provides the basis fo r making recommendations for research projects within 

the EU. One of the research areas that has been identified was 'the integration of SEA and 

socio-economic appraisal in the overall appraisal of PPPs' (CEC, 1997d).

3.4. Types of relationships between SEA and Planning

There are at least two references in the literature on the similarities of EA/SEA and

planning. According to Rickson e /a /(1 9 8 9 ), there are at least three similarities between EA 

and planning in its broader sense (i.e. the allocation of resources to make maximum use of 

them). These include the:

• initial investigation of conditions which would be affected by projects or policies,

•  analysis and predictions of desired change through to mediation o f conflicting

interests, and

• m itigation of undesirable consequences.
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According to Rickson e f a ! (1989), any dynamic planning model should necessarily include 

these dimensions. Furthermore, Partidario and Eggenberger (1999), in their attempt to 

establish an 'integrated planning fram ework', identify at least four fundamental similarities 

between SEA and spatial planning. These are the overall goal of Sustainable Development, 

the guiding principle of integration, and various procedural and institutional aspects such 

as assessment of alternatives and public participation.

Therivel and Partidario (1996) have identified three general approaches to SEA, which 

reflect SEA's relationship with planning (Figure 3.1).

F ig u r e  3 . 1: St a g e s  in  a n d  l in k s  b e t w e e n  PPP-m a k in g  a n d  SEA

PPP-making process SEA Process

1. Decide whether the PPP needs SEA

un ce /a in ty

E. (Announce the PPP, get it authorised)

F. Review the PPP

A . Establish PPP strategy and objectives

E. Implement the PPP

6. Review SI2A report, make 'formal' PPP 
decis ion

5. Propose m itigation measures 
Propose a m onitoring programme

7. M on ito r and evaluate the PPP's impacts and 
achievement o f  its objectives

D. Propose m itigation measures fo r the 
prefered PPP

C. Integrated assessment o f  all PPP means, 
policies, components 

Identify  a prefered alternative
4. Predict impacts, cope w ith uncertainty 

Evaluate impacts 
Compare alternatives

B. Identify  a range o f alternative means 
and/or development policies which fu lf il the 
strategy/objectives, perhaps fo ra  variety o f 

future scenarios

2. Describe the PPP's objectives and other 
objectives 

Identify alternatives fo r the PPP. 
Describe the PPPs

3. Identify key impacts and the ir boundaries. 
Establish indicators and targets 

Desccribe current and likely future 
environeninta l baseline 
Identify problem areas

Source: Therivel and  Partidario, 1996, Figure 1.1, page 6
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First, there is the 'consent-related' model o f SEA, which is closely related to project-EIA. It 

corresponds to the Environmental Appraisal or Evaluation approach to SEA as described by 

Wilkinson e/‘ o /(1994) and to the 'application of EA to land use p lanning ' model described 

by Partidario (1992), Arm our (1989) and Wood (1988). It includes a form al decision 

making stage, and a SEA stage sim ilar to project-EIA which informs decision making. It can 

be found in land use plans and environmental profiles (Structural Funds regulations).

Second, the 'integrated' model applies a type of procedural integration sim ilar to the one 

adopted in this thesis i.e. SEA is integrated into every stage of the PPP process. In Figure 

3.1, it corresponds to an emphasis on all the links between the PPP-making and SEA 

process. Third, the formalisation of the 'integrated' model represents a rather 'utopian 

situation not yet seen in practice' (Therivel and Partidario, 1996). It attempts to readjust 

PPP-making into a more strategic, transparent and objectives-led process. It involves three 

general stages: a) the establishment of sustainability benchmarks as an overriding objective 

which is then 'trickled-down' through the various tiers of PPPs, b) the establishment of clear 

top-down approach that links policies to plans to programmes, and c) the identification of 

clear decision making stages fo r each of these PPP tiers. Although this model is considered 

ideal, an attempt has been made to apply it to current regional planning practice [e.g. 

SERPLAN, 1998c; SERPLAN, 1996a).

Wilkinson ef at, (1994), have categorised the approaches to SEA, as they are suggested 

end practised in the UK and the EU. They identify a SEA approach that includes what is 

called in this thesis, an 'element of external integration'. The authors o f the report call this 

approach to SEA, the 'sustainability approach'. Their review of the work undertaken by the 

UNECE and the European Commission, by independent experts and environmental NGOs, 

revealed at least four broad approaches to SEA: i) Full SEA (a systematic approach 

developed from the procedures and methodology applied to projects-EIAs), ii) 

Environmental Appraisal or Evaluation, iii) Policy Appraisal using the techniques of CBA, 

and iv) Incremental SEA (involving the application of project-EIA in a rather broader 

context). Full SEA and Environmental Appraisal are both further sub-divided into the 

'sustainability' and the 'classic' approaches. The 'sustainability' approach has a strong 

integration element in that it requires that environmental objectives should be included 

within the overall socio-economic objectives of the plan or programm e, thus penetrating 

the whole assessment process: 'Strategic Environmental Assessment (o r appraisal) then 

becomes the process o f  selecting between options to determine which best secures the 

attainm ent o f  obi'ectives which already incorporate environm ental consideration^ 

(Wilkinson et al, 1994, p. 8).
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F ig u re  3 .2 :  SEA in  'o b je c t iv e s - le d '  t r a n s p o r t  p o l ic y  f o r m u l a t i o n

SET ENVIRONEMNTAL SUSTAINABLE TRANSPORT POLICY OBJEC TIVES

I
AIM

WHAT ARE THE OBJECTIVES?

REDUCE REDUCE EUMINATE7REDUCE SHIFT x%  INCltFASE REDUCE LAND IS E  PLANNING RFI>UCEC02
ACCIDENTS CONGESTION DAMAGE TO WILDLIFE FREKJHTFROM OPK)RTUNmES NEED TO DETERMINFS EMISSIONS OBJECTIVES*
BYx%  BYx%  ANDCXJUNTRVSIDE ROAD TO RAIL FOR WALKING TRAVEL TRANSPORT NEEDS BYx%

HOW MIGHT THESE BE ACHIEVED? 
WHAT ARE THE OPTIONS?

INVESTMENTIN 
ROADS 
(M aintainance/ 
M anagem ent/ 

New building)

INVESTMENTIN LAND USE INCREASE FUEL EFFICIENCY n S C A L
PUBLIC TRASPORT PLANNING INTERCHANGE & NEW TECHNOLOGY MEASURES 
(Bus/Rail/O ther) BETWEEN TRANSPORT (Catalytic converter/ (Carbon tax/

SYSTEMS D ectric car) Unleaded petrol)

CAPACITY
CONSTRAINTS

AND IN WAHT COMBINTIONS? 
WHA T ROLE WILL EA CH PLA Y?

STRATEGIC
EA

EA
ITERATION

PRODUCTION OF A RANGEOFSCENARIOS/MODEUS

SELECTION OF BEST ENVIRONMENTAL 
MIX OF OPTIONS

IDENTIFICATION AND ASSESSMENT OF RELATIVE 
ENVIRONMENTAL IMPACTS OF DIFFERENT SCENARIOS

OPTIONS*

MIX OF 
OPTIONS

OPTION
SELECTION

*  T h e  o b je c t iv e s  and o p t ion s  in d icated  are s u g g e s t io n s  only; there  may be m any m ore  o r  fe w e r  in any particular c a se

Source: Wilkinson ef al, 1994, Annex!
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O n the contrary, in the 'classic m ode l', SEA applies to policies 'tha t are norm ally  driven by 

non-environm enta l objectives'. An exam ple o f the adapta tion  o f the 'susta inab ility ' model 

in transport p lann ing  is shown in Figure 3.2. Another systematic a ttem pt has been m ade to 

classify all possible relationships between EA and the land use p lann ing process (Partidario, 

1992; A rm our, 1989; W ood, 1988).

First, EA is seen as fo rm ing  part o f the land use p lann ing process. This is the option , which 

is m ore likely to be accepted by professional planners. It is a frequently  adopted view that 

p lann ing  is a long established activity tha t has always incorporated physical, social and 

econom ic issues, which were then evaluated in a com prehensive m anner. The evaluation 

procedure app lied  however, is a not systematic one, and in practice, the decision is usually 

based on the p lanner's  perception. It is argued, therefore, that if this op tion  is fo llow ed, the 

whole purpose o f EA m ight be neglected in p lann ing practice, and p lann ing  m ight continue 

to operate in its trad itiona l m anner (Partidario, 1992).

Second, land use p lann ing can be part o f the EA process. This is an easily refuted option 

since EA does not have a resource a llocation role and therefore, land use planning could 

never be carried out as part o f the EA process (Partidario, 1 992).

Third, EA can have an end-process role by being app lied  to land use p lann ing. This is the 

most frequent type o f re lationship found in recent practice, since it is a stra ightforward 

extension o f the project-EIA concept to p lann ing. Indicative exam ples are the proposed 

Directive fo r a SEA o f plans and program m es advocated by the European Commission 

(CEU and EC, 2000), and the UK guidance on the Environm ental Appra isa l of 

Developm ent Plans (DoE, 1993). This option has been criticised on a num ber o f fronts. In 

particu lar, it is feared by p lanners, tha t the fo rm a lisa tion  o f the EA process w ill impose 

unnecessary procedura l delays, add itiona l resource requirements, and bureaucracy to the 

a lready cum bersom e decision m aking process (Zagorianakos, 1999 ; Partidario, 1992). 

Furtherm ore, experience in the last two decades w ith EA has shown tha t the in itia tion o f the 

EA process at a late stage in the p lann ing process (/.e. when alternatives have been 

identified and decisions are abou t to be taken), w ill deprive EA from  its proactive role as a 

decis ion-a id ing too l. As A rm our (1989, p. 5) notes, ' I t  is s ta n d a rd  p ractice  fo r  im pact 

assessment to be conducted as a separate process a n d  a p a rt from  the p la n n in g  process, as 

a m eans o f  jus tify ing  p la n n in g  decisions ra the r than con tribu ting  in  a n y  m e a n in g fu l way to 

them .' F inally, the partic ipa tion  o f EA in only one, o r several p lann ing stages, rather than in 

every stage, is unlike ly to provide a s ignificant step tow ards the p rom otion  o f sustainability. 

Inclusion o f SEA in isolated stages o f p lann ing m igh t fragm en t public input in the 

assessment exercise. This m igh t also result in fragm enta tion  o f m ethods and expertise
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and ultimately, in institutional fragm entation, as proponent agencies and organisations 

may be discouraged to co-operate in order to achieve common goals.

Fourth, the integration of the two processes, is the option this thesis examines. An 

integrative-SEA, as defined in this thesis, incorporates the objectives, procedures, methods 

and institutional frameworks of both EA and planning. According to Partidario (1992, p. 

57), this is a radical option 'b u t which, nevertheless, must be considered as the ultimate 

objective in the long-term, fo r greater efficiency and  improvement o f  the environmental 

m anagem ent and  p lann ing processes!.

3.5. Integration of SEA and Planning

Various reports reveal that the application o f SEA is most frequent at a comprehensive land 

use/spatial planning level. It is not surprising that the SEA/planning literature is larger than 

other fields of application of SEA and, as such, the quest for an integrative framework 

reflects the experience gained in the planning field.

Rikson et a l (1989), in their discussion on the integration of Planning and Impact 

Assessment, identified two approaches to the incorporation of impact assessment into 

planning. The first approach involves changes in both administrative and institutional 

processes. Here, the role that organisations [e.g. business and industry, government

agencies, NGOs) and professionals play in the development process is of concern. The

second approach, which is strongly related to the first, refers to a 'substantive' type of 

integration. It asks the question: what are changes in attitude and the 'ways of doing 

business' needed, in order to achieve integration?^ Rikson et a l (1989) also argue that

planning practice throughout the last two or three decades has shown that social and

economic concerns are in competition with economic goals. This competition however has 

proved to be in favour of the economic goals: 'Still, a considerable stum bling block has 

been that professional planners and  the politicians that they serve are m ore responsive to 

short-run economic obiectives and  tax enhancing measures than to socia l needs and long- 

run environm ental goals.' (Rikson, et al, 1989, p. 349).

The institutional and political constraints involved in integrating impact assessment and 

planning, inhibit substantial integration, i.e. the taking into account the outcome of the 

assessment by the decision makers. Since substantial integration is d ifficult to detect, let 

alone safeguarded through institutional arrangements, the documentation o f the outcome 

of the assessment and the environmental or social grounds fo r taking a certain decision.

 ̂ Here, by integration, Rickson et al (1989) means the incorporation o f social and environmental effects into all 
stages o f decision making, from the initiation o f plans through to their implementation. 49



might be an acceptable alternative. This is the way that the proposed SEA Directive has 

dealt with this issue (CEL) and EP, 2000). The social component to the integration of impact 

assessment and planning requires the widest form  of stakeholders' and public participation 

in the process is of param ount importance (Rikson, e t at, 1989).

F ig u r e  3 .3 :  Pr o c e d u r a l  In t e g r a t io n  o f  p l a n n in g  a n d  Im p a c t  A n a l y s is

Focus of Impact Analysis

Implications o f alternative definitbns 
o f problem identification 

(goal assessment)

Comparative assessment 
o f classes o f  alternatives 
(policy and programme 

assessment)

Comparative assessment o f 
impacts o f  alternatives 
(project assessment)

Assessment o f  on-site impacts 
and mitigation measures 

(project assessment)

Impact monitoring 
and post-project audit 

(retrospective assessment)
Commitment to proceed 

Project implemented

'Efest' altrernative selected 
and implementation requirements 

specified

Alternatives 
defined 

and evaluated

Possible
solutions
examined

Planning Stages

Problem
defined

Source: Armour, 1989, Figure 2, page 8.

Arm our (1989) distinguishes several barriers to the successful integration of EA with the 

planning process. First, there is the procedural aspect of the relationship between the two 

concepts. Arm our (1989) advocates a move away from  current practice where EA
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intersects the planning process at a discreet point, usually in the form  of a specific EA 

report. Arm our suggests that EA should participate in every stage of the planning process 

(Figure 3.3). Therefore, according to Arm our (1989, p. 5), integration is about the 

form ulation of the planning process 'such that environmental im pact considerations are 

in tegra l to it  from  start to fin ish '. Integration is perceived as the process where EA merges 

v/ith the process of planning so that they become one. Second, integration also includes 

documentation requirements. The EA report, whether separate or not, should synthesise the 

outcome of the integrated exercise, rather than being isolated from  the planning 

documentation. Third, there is a need for 'consultative' integration, which means the 

bringing together of competing interests and perspectives into a unifying socio-political 

process.

Two sets of questions with methodological, institutional and political implications should be 

asked in this context, if 'effective integrated p lanning' is to be obtained:

•  is consultation meaningful? i.e. Who should be consulted and when? W hat are the 

best methods to facilitate such consultation? and how the information obtained 

throughout consultation can be channelled into the planning and decision making- 

process? i.e. How much weight should be given to alternate viewpoints and the 

values that underlie them?

• How should conflicts be resolved? and Who should decide on these matters?

Fourth, there is the need fo r 'organisational' integration, that is, the bringing together of 

private and public implementing agencies into a unified management approach. An 

important element of this type of integration is the development of collaborative, co

ordinated action directed toward the achievement of common goals. Barriers to this 

approach are the existence of multiplicity o f agencies, fragmented jurisdictions and ever- 

increasing specialisation. Fifth, the achievement of what Arm our (1989) calls 'technical or 

disciplinary' integration is required. This is about bringing together disparate ecological, 

social and economic factors into a unified analytical assessment/planning framework that 

reflects a holistic perspective on the issues being assessed. Obstacles relevant to this type of 

integration are data incompatibility and lack of integrative evaluation methods. Finally, 

there is a need to integrate all the above types of integration into an overall unified 

framework of planning and decision process. This is, however, the most difficult task of all:

' Why integration is im portant a nd  what it  should involve, can be easily articulated; what is 

more d ifficu lt to prescribe is how to actually make it  happen.' (Armour, 1 989, p. 10).

The most well known recent endeavour to devise an integrative fram ework fo r SEA and 

spatial planning has been provided by Partidario and Eggenberger (1999). At a recent
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Conference organised by the International Association for Impact Assessment (lAIA), a call 

was made to participants to contribute 'to  the establishment o f  an integrated p lanning  

fram ework which w ill ensure early consideration o f  environmental, social, economic and  

institutional issues, thus enabling m ore sustainable p lann ing practiced  (Partidario and 

Eggenberger, 1999, p. 2). Here, SEA is promoted as a environmental management tool 

that provides the context fo r integrated decision making, 'w ithin which to address 

synergistic and long-term induced effects' (Table 3.1). Partidario and Eggenberger (1999) 

also note that spatial planning and SEA have many overlaps. It is these similarities that will 

greatly facilitate the establishment of the 'integrated planning fram ework' shown in Table 

3.1.

T a b l e  3.1: SEA a n d  In t e g r a t e d  S p a t ia l  Pl a n n i n g  f r a m e w o r k

The p la n n in g  a n d  assessing d e ve lo p m e n t an d  its im p a c t on  o u r liv ing  space, can  be d iv ided  in to five  
d iffe re n t fo rm s  o f in te g ra tio n :
Substantive:
•  The in te g ra tio n  o f  physica l o r b iophys ica l issues w ith  socia l a n d  e co n om ic  issues
•  The in te g ra tio n  o f e m e rg in g  issues such as hea lth , risks, b iod ive rs ity , c lim a te  ch a n g e  etc.
•  The (a p p ro p ria te ) in te g ra tio n  o f g lo b a l an d  loca l issues
M e th o d o lo g ic a l:
•  The in te g ra tio n  o f  e n v iro n m e n ta l, e conom ic , an d  socia l (im pact) assessm ent app ro a ch e s  such as 

cum u la tive  im p a c t assessm ent, risk assessment, te ch n o lo g ica l assessm ent, c o s t/b e n e fit ana lys is , m u lti
c rite ria  ana lys is , etc.

•  The in te g ra tio n  o f the  d iffe re n t a p p lica tio ns , and  experiences w ith  the use o f p a rtic u la r  too ls  such as GIS
•  The in te g ra tio n  a nd  c la r if ica tio n  o f (sector) te rm in o lo g ie s
Procedura l:
•  The in te g ra tio n  o f e n v iro n m e n ta l, soc ia l, e co n om ic  p la n n in g /a sse ssm en t an d  sp a tia l p la n n in g
•  The in te g ra tio n  o f  sector a p p ro v a l/lic e n s in g  processes an d  spa tia l p la n n in g
•  The a d o p tio n  o f  c o -o rd in a tio n , co -o p e ra tio n  an d  subs id ia rity  as g u id in g  p rinc ip les  fo r  (gove rnm en ta l)

p la n n in g  a t d iffe re n t levels o f  dec is ion  m ak ing
•  The in te g ra tio n  o f  a ffec ted  s takeho lde rs  (pub lic , p riva te , N G O s) in the dec is ion  m a k in g  process
•  The in te g ra tio n  o f  p ro fess iona ls  in a tru ly  in te rd isc ip lin a ry  team
Ins titu tiona l:
•  The p ro v is ion  o f  capac ities  to  cope w ith  the e m e rg in g  issues a nd  duties
•  The d e fin it io n  o f a g o ve rn m e n ta l o rg a n isa tio n  to  ensure in te g ra tio n
•  The exchange  o f  in fo rm a tio n  and  possib ilities o f in te rven tions betw een d iffe re n t sectors
•  The d e fin it io n  o f le a d in g  an d  p a rtic ip a tin g  agencies a nd  th e ir  respective duties a n d  respons ib ilities
Policy;
•  The in te g ra tio n  o f  'S us ta inab le  D e ve lo p m e n t' as o ve ra ll g u id in g  p rinc ip le  o f  (spa tia l) p la n n in g  
The in te g ra tio n  o f sector regu la tions
•  The in te g ra tio n  o f  sector strategies
•  The t im in g  a n d  p rov is ions fo r  p o litica l in te rven tions
•  A cco u n ta b ility  o f  g o ve rn m e n t_____________________________________________________________________________

Source: Partidario a n d  Eggenberger, 1999, p. 4-6.

3.6. Selected integration frameworks

The review of the literature revealed a variety of proposed frameworks for the 

environmental assessment of PPPs. The cases that follow, represent three disciplinary fields 

of application i.e. policy assessment, environmental management, and project and land 

use development planning.
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3.6.1. Integrated Environmental Assessment

The only analytical tool fo r policy assessment that comes closer to the definition of 

integration that this thesis adopts, is Integrated Environmental Assessment (lEA). This 

methodological framework has been suggested in the 1996 research study on lEA 

methods, prepared fo r the European Commission (DG XII) by the Stockholm Environment 

Institute (SEI) (Bailey et al, 1996). The study is a contribution of the EU Environment and 

Climate RTD Programme, to the overall development of integrated assessment 

methodologies.

Table  3 .2 :  Ex is t in g  En v ir o n m e n t a l  A ssessm ent  m e t h o d o l o g ie s

ASSESSMENT TECHNIQUE ORIGINATING DISCIPLINE COMMENTS
A s s e s s m e n t  f r a m e w o r k s

Environmental Indicators Natural and social sciences Typically s im plified physical, b io log ica l 
and social measures o f environm enta l 
conditions

Technology Assessment Engineering, technology 
and social science

Consideration o f the im pact o f a 
particular technology upon society and 
the environm ent

Life-Cycle Assessment Engineering, technology 
and social science

A fram ew ork based upon the aggregation 
and cross com parison of the diverse 
impacts o f products

Environmental Auditing Professional consultancy Predominately concentrated at the 
business level

Risk Assessment Several A  com bination of risk determ ination and 
risk evaluation

M ulti-C riteria Decision Analysis O perations research O ffers m athem atica l techniques fo r 
m odelling decision m akers' goals and 
conflicts

Com puter m odelling Systems analysis The evaluation o f data a n d /o r processes 
using com puter sofKvare

Delphi M ethod Several M ethodo log ica l issues o f exploring future 
structures and relationships

Environmental m anagem ent Several (especially ecology, 
law, economics and 
politics)

An in terdisciplinary fram ew ork suitable for 
considering m any aspects o f lEA

Project Environmental Impact 
Assessment

Several The trad itional app lica tion  o f EIA that 
focuses upon an ind iv idual project

Strategic Environmental 
Assessment

Several Environmental Assessment o f policies and 
program m es

Regional Assessment Several A  fram ew ork fo r the assessment of 
reg ional environm enta l issues

D is c ip l in a r y  a p p r o a c h e s

Cost Benefit Analysis Economics All (environm ental losses) and gains 
collapsed to a single metric (money)

General Equilibrium  Analysis Economics Simultaneous consideration o f a ll sectors 
and markets in an econom y

Economic Sector Analysis Economics Concentrates on markets, exrta-m orket 
environm ental impacts treated as 
externalities

Ecological economics Economics Attempts to look at stocks as well os flows 
and go beyond neo-classical economics

G eographica l Inform ation 
Systems

G eography A com putationa l too l fo r analysing spatial 
data

Systems Ecology Ecology Considers the processes and 
interrelationships driv ing ecosystems

Source: Bailey et al, 1996, fable 3.1, p. 15.
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The study undertakes an overview of alternative environmental assessment techniques 

(Table 3.2) in order to help analyse whether lEA 'is  truly a new area o r an elaboration o f  

technique^ (Bailey ef at, 1996, p. 12). Bailey et a ! (1996) did not identify an existing or 

past impact assessment methodology that completely fulfils the requirements of lEA. The 

relevant study, therefore, concluded with recommendations fo r the establishment of a 

European network and forum of lEA practitioners and users fo r the development of good 

practice within lEA.

The driving force behind this endeavour was similar to that of the establishment of a SEA 

system of PPPs. As such, the lEA system or framework aims at fu lfilling the considerations 

that are at the root of the concern within the European Commission and elsewhere i.e. ‘ to 

encourage a nd  improve methods fo r including environmental considerations into decision 

m aking process (Bailey et al, 1996, p. v). These considerations are included in the EU's 5'^ 

Environmental Action Programme (EAP), and are expressed in ter a lia  in the proposed SEA 

Directive (CEU and EP, 2000) and the Structural Funds regulations regarding the 

'Environmental Profiles for Regional Development Plans' (CEC, 1993b; Gosling, 1996; 

Bradley, 1996).

Table  3.3: C o m p a r in g  SEA w it h  IEA

C h a r a c t e r is t ic s SEA IEA
User (client) Secroral authority or spatial planning 

authority
Environmental authority or international 
public environmental body

Goal Integration of the environment into sectoral 
policies by evaluation ex ante (before 
approving a particular PPP)

Support of environmental policy by 
evaluation ex ante (before all societal 
trends and government actions having 
environmental consequences)

Assessor Initiator of PPP or commissioned by initiator Independent scientific organisation
Frame of 
reference

Environmental policy and input of 
stakeholders

Previous environmental policies and 
scientific input

Quality checks Public review Peer review
Approach] to
environmental
issues

Analysis of PPPs, identifying and assessing 
their main impacts

Analysis of environmental problems, 
identifying and addressing their main 
causes

Support to 
target setting

For driving forces and pressures in sectors For environmental states, leading to targets 
necessary for different sectors

Analysis of 
alternatives

Options and measures within the 
responsibility of the agency that is 
responsible for the PPP

Options and measures within the 
responsibility of any relevant agency or 
actor

Assessment
tools

Indicators, baseline assessment, LCA, GIS, 
scenarios, models

Indicators, baseline assessment, LCA, GIS, 
scenarios, models

Economic
evaluation

Comparison of cost-effectiveness of 
alternative measures within the sector (in 
relative assessment)

Comparison of cost effectiveness analysis in 
different sectors (in relatively less detail)

Source: Noofeboom and  Wieringa, 1999, table 1, p. 8.

Furthermore, there are inherent methodological similarities between SEA and lEA (Table 

3.3). The authors of the SEI study, when discussing the various environmental assessment 

techniques applied in order to analyse environmental problems, state that Environmental

54



Assessment, deals with many of the issues that lEA is attempting to address and that 

'strategic environmental assessment covers very similar areas'. The study concluded that, 

Environmental Assessment, and as a consequence SEA, are closely related methodologies 

and the communities involved in both should be aware of the ideas and methods each are 

developing (Bailey e f al, 1996).

The concept of lEA as an analytical tool has attracted attention fo r its application to the 

development of strategies, especially at a government level. It claims to offer a policy 

response to complex regional and global environmental issues, such as acid rain problems, 

global climate change and transboundary pollution. According to the authors of the report, 

lEA is an emerging field of study and, as such, no agreement has been reached on a 

definition. Similar to SEA when it first appeared, the newness of the lEA concept is reflected 

in the different definitions quoted in the existing limited literature (Table 3.4).

T a b le  3.4; D e f in it io n s  a n d  f e a t u r e s  o f  In t e g r a t e d  En v ir o n m e n t a l  Im p a c t  a s s e s s m e n t

Definition A: Integrated Environmental Assessment consists o f procedures to arrive at an inform ed 
judgem ent on diffe rent courses o f action with regard to environm ental problem s. The in form ation required 
refers to physical, chem ical, b io log ica l, psychological, socio-econom ic and institutional phenom ena, 
including the relevant decision m aking processes.'
Definition B: Integrated Environmental Assessment is the interdisciplinary process o f identification, analysis 
and appra isal o f all natural and hum an processes and the ir interactions which determ ine both the current 
and future state o f environm ental quality and resources on appropria te spatial and tem pora l scales thus 
facilita ting the fram ing and im plem entation o f policies and strategies.
Features required fo r Intearated Environmental Assessment:
•  Inclusion o f quantitative and qualitative knowledge from  the natural and social sciences
• Incorporation o f Integrated Assessment models as a com ponent o f the overall lEA as appropria te
•  Consideration o f m ethodolog ica l aspects such as treatm ent o f uncertainty, d iffe rent scales and issues of

distribution
• A daptation to the needs o f the users o f the lEA, such as regulators, business, the mass m edic and non

governm ental organisations
• Inclusion o f in form al in form ation both from  the scientific and non-scientific com m unities
•  Incorporation o f mechanisms fo r social discourse between the lEA practitioners and the stakeholders
•  Provision o f a means o f shaping the direction o f the lEA, including adapta tion o f Integrated Assessment 

Models, as the needs o f users alter and the knowledge o f the practitioners develops
• C om m unication o f the insights o f the assessment to the lEA com m unity and w ith in the broader decision

 m aking process___________________________________________________________________________
Source: Bailey e t al, 1996; Jaeger, 1994; Nooteboom  a n d  Wieringa, 1999; EEA, 1995.

The lEA model recognises the complexity of regional and global issues with large 

environmental components, and aims to provide an assessment framework that goes 

'beyond traditional natural and social science disciplinary boundaries' (Nooteboom and 

Wieringa, 1999). Since lEA acknowledges that no single discipline has the capacity to 

represent the broad range of inter and intra linkages that characterise complex 

environmental situations, it intends to incorporate the methodological tools of the natural 

and social sciences into an overall assessment framework. As such, SEA can be seen as 

potentially providing an essential building block for lEA, and this thesis puts forward a 

research proposition showing how SEA can participate in an integrated planning
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framework, in tandem with lEA's principles. W hat however are the conceptual boundaries 

[i.e. similarities and differences) between an integrated SEA, as it is defined in this thesis, 

and lEA as it is defined in SEI's study?

At least four similarities can be distinguished. First, both integrated SEA and lEA are general 

methodological frameworks rather than disciplinary assessment techniques. Similar to 

integrated-SEA, lEA facilitates the development of integrated environmental policies that are 

based on strategies that minimise the total societal costs and maximise the environmental 

benefits (Nooteboom and W ieringa, 1999). Second, they are both considered to be 

appropriate tools fo r integrating environmental concerns at a strategic level of decision 

making and, as such, can have practical implications fo r strategic policy making, as well as 

for environmental legislation initiatives at an EU and member state level.

Third, they are both decision aiding tools. There is a methodological as well as a

communicative and, as such, political side to this decision aiding function. On the one

more technical side, they provide a multi-disciplinary methodological field for policy impact

assessment tools in their quest fo r a better-informed decision making. On the other side,

the tools and techniques are valuable, but their use alone, does not constitute an integrated

exercise (Margerum and Born, 1995). They are therefore also concerned as much with the

legitimacy and quality of the assessment as with their usefulness to societal decision

making. As Bailey e /o /(1 9 9 6 , p. 2) notes,

7£4 methodologies are not intended to provide the solution which scientists, 
thinking objectively, would advise bureaucrats, acting in the pub lic  interest, to 
im p lem ent Rather, lEA methodologies can provide a means o f  com bining  
scientific analysis with other forms o f  politica lly  relevant discourse. Any  
recommendations which emerge should be defensible to, a nd  fin d  a resonance 
with, the technical expert, bu t also to politicians, the media and  the various other 
stakeholders. This does not im p ly that a consensus w ill be reached. Indeed, the 
possibility o f  irreconcilable differences is recognised and  catered fo r by p rom oting  
a p lu ra lity  o f  approaches'.

It is exactly this 'p lura lity of approaches' in the integrated-SEA (developed in this thesis), 

that extends the concept of SEA beyond the confines of procedural integration, to take in 

institutional structures (external integration), social co-operation as opposed to consultation 

[i.e. social integration), administrative arrangements and expert communication [i.e. human 

resources integration).

Fourth, both SEA and lEA recognise that environmental issues impact potentially on all 

aspects of society. Methodologies should, therefore, incorporate information not only from 

members of the scientific community, but also from the society as a whole. Funtowicz and 

Ravetz (1991) go as far as to suggest that a 'quality assurance' of the assessment
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process can be provided by the inclusion of 'softer' information that may orig inate beyond 

the boundaries of the scientific community, to include 'extended peer communities' such as 

community activists, lawyers, legislators and journalists in the assessment process. This 

inclusion of non-technical views in the assessment process is seen as an answer to the 

'crisis of scientific expertise that has been commenced upon recently in Europe' (Horlick- 

Jones and De Marchi, 1995; Franks, 1996).

A number of differences between SEA and lEA can also be distinguished. There is no

distinction in the study's text (Bailey ef at, 1996) regarding the different levels of the

application of lEA. Taking into account however, its policy-relevant origins with a clear

global assessment scope, it can be assumed that it is mainly policy-oriented. It has to be

noted that the lEA model is still at its 'gestation' period and, as such, is amenable to

change. Integrated SEA on the one hand, distinguishes between different levels of detail of

assessment, and as a consequence, different levels of PPPs in which SEA is integrated and

ultimately, it distinguishes between different levels of decision making where a 'tiered'

vertical schema of interconnected SEAs are taking place. lEA on the other hand, is mostly

interested in the interdisciplinary aspect of the exercise, and in particular, the

methodological gap between the social and natural sciences. It therefore distinguishes

between the different temporal and spatial scales of the overall assessment, as this is a

disintegration factor for different scientific disciplines in their attempt to work together:

'Social sciences work within the horizon o f  'historical tim es' which are usually 
much shorter than geophysical times. Ecologists, climatologists a n d  po litica l 
scientists m ay well focus on different spatia l scales to examine the causes and  
impacts o f  the same environmental problem. The challenge is how  to integrate 
these different spatia l and tem poral scales onto the overall assessment; an 
acceptance that different spatia l o r tem pora l scales suit d ifferent areas o f  enquiry 
is im portant fo r the success o f  lEA.' (Bailey e ta l, 1996, p. 6).

These temporal characteristics of lEA, bring the whole concept closer to the concept of SD. 

Although there is no reference in the text (Bailey et al, 1996) to the term SD, it can be 

observed that this is an additional similarity between the two frameworks. It is quite difficult 

to investigate the differences between two assessment frameworks that are both new and 

where arguments over definitions and identities are still developing. Their m ajor difference 

is in their different 'scope', in other words, their different fields of application. lEA is mostly 

concerned with, and probably adapted to suit, the policy level of assessment. Integrated- 

SEA follows the scope of SEA, and its field of application would probably suit planning and 

program m ing levels of decision making.

3.6.2. Integrated Planning and Environmental Assessment

Nathaniel and Dalia Lichfield have discussed the integration of environmental and social
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concerns in pro ject and land use developm ent p lann ing , in the early 90s (Lichfield, 1996b; 

Lichfield and Lichfield, 1992). In particu lar, the Integrated Planning and Environmental 

Assessment (IPEA) method tha t was used in project-EIA and adapted fo r  use in land use 

developm ent and regional p lann ing, fo llow s s im ila r principles found in other integrated 

exercises. IPEA is m ore o f a 'un ified  fram ew ork ' as well as a m ethodo logy, which com bines 

social and environm ental analysis o f impacts. The m ethodo logy is based on EIA 

requirem ents, as reflected in the UK Town and Planning (Assessment o f Environmental 

Effects) Regulations 1988, econom ic im pact analysis [i.e. CBA), and social im pact analysis 

[i.e. C om m unity  Im pact Assessment) (Lichfield, 1996a; Lichfield and Lichfield, 1992). The 

m ethodo logy consists o f the fo llow ing  steps:

i) the changes which the proposed activities w ill in troduce to the physical environm ent are 

identified and expressed as effects,

ii) the groups o f people who w ould experience each effect are identified ,

iii) the negative and positive impacts experienced from  each group are established, which 

include residential, business, local com m unity, city-w ide and na tion-w ide  interests,

iv) the impacts o f the proposal are com pared w ith tha t o f a lternative options, and the 

benefits o f the groups from  the various options are assessed.

The authors m ain ta in  that the benefits derived from  the app lica tion  o f this integrated 

fram ew ork are tha t decisions are well in form ed, accountable and justifiable. The method is 

quite flexib le  as it gives decision makers the discretion to  place the ir own values on each 

im pact and g roup. In add ition , IPEA is iterative as it is open to continued am endm ents and 

can be m odified  as new groups surface o r retract, and as in fo rm ation  about effects and 

impacts is being fine-tuned. The resulting com plexity stem m ing from  the inclusion o f too 

m any types o f impacts and groups m ight however m ake analysis both technically d ifficu lt 

and po litica lly  controversial. The benefit aris ing from  develop ing a transparen t process 

m ight in practice coincide with the expression o f dissatisfaction on beha lf o f the decision 

makers and planners involved, as it m ight bring abou t delays in plan m aking and 

authorisation procedures.

Perhaps the most im portan t elem ent o f this p lanning/SEA type o f in tegra tion  is its social 

in tegration . Indeed, the identification o f impacts fo r each social g roup  enables mem bers of 

the pub lic  to identity themselves am ongst the groups represented. As such, it provides an 

app rop ria te  fram ew ork  fo r public partic ipa tion , and ultim ately, better acceptab ility  o f the 

proposed action th rough the increased awareness o f the w ider public. IPEA however, is 

most app rop ria te ly  app lied  to project and land use p lann ing , since the com plexity end the 

politica l repercussions o f social d istribution o f impacts, m ight render its app lica tion  at a 

governm ent policy level m ethodo log ica lly  d ifficu lt and possibly controversial. Furtherm ore,
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IPEA does not engage itself in a discussion on the conditions and difficulties involved, when 

the groups' perceptions on the distribution of impacts are used in decision making.

3.6.3. Policy Assessment

Boothroyd (1 995) suggests the concept of Policy Assessment as an answer to the limitations 

of SEA, which is limited by:

Formality. The theoretical form ality and democratisation proposed for SEA tend to be 

perceived by politicians and policy analysts as unrealistic. This means, that the form ality of 

the procedures hampers the realisation of meaningful public involvement.

Narrowness. Thematically, SEA is limited to externalities related to the environment. Social 

impacts tend to be ignored, or when considered, these are undertaken in a non-systematic 

manner. In addition, SEA's field of application is lim ited to policies governing the building 

and operation of physical projects, excluding economic, cultural or defence policies i.e. 

policies which have important long-term and transboundary/global impacts.

Linear partialisinq process. SEA addresses major social goals sequentially, partially and 

therefore individually. Wood and Dejeddour's (1992) idea of 'tie ring ' was criticised as 

being at odds with reality. This linear conception of governance is rarely implemented in a 

complex, uncertain, changing world where explicit policy is not always realised, and 

policies contradict eachother. This linear process also inhibits public involvement 

throughout the SEA process. Similar to the situation with project-EIA practice, even if 

parochial political pressures, national budget constraints, technical difficulties o f impact 

prediction, and tim ing problems are all overcome, the momentum and disposition of 

powerful interests usually prevail when they initiate policies according to their mandate 

goals. Policy Assessment therefore is seen as a continuous and simultaneous process, which 

occurs alongside policy making.

Low policy level. Partly, as an inevitable consequence of the need for clearly stated 

proposals, SEA in practice usually applies at a plan and programm e level (Therivel, 1993). 

Short impact horizon. The immediate focus and narrow scope of SEAs can be explained by 

the reactionary concern for partial externalities, rather than proactively adopting integrative 

approaches.

In view of these suggested limitations of SEA, Policy Assessment aims at filling these gaps in 

assessment methodology and procedure. This newly emerged concept is defined as 'the  

process by which fundam ental policy options are continuously identified and  assessed in 

terms o f  a ll highest level societal g o a l^  (Boothroyd, 1995, p. 105). The term is developed 

around three conceptual needs. In particular, there is a need fo r the conception of an 

assessment process that;
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• simultaneously involves assessment in terms of objectives, higher goals and 

externalities,

•  comprehensively assesses fundamental policies, implicit as well as explicit, existing 

as well as proposed, and thereby broadens the possibilities for initiating 

assessment,

•  is both integrated with policy design and scrutinises design.

Policy assessment is flexible in order to accommodate integrative approaches to 

environmental assessment. Unlike SEA, Policy Assessment recognises the flu idity of decision 

making and the complexity of relations among decisions. It therefore encourages the 

initiation of an assessment 'a t  any time, a t any po licy level from the genera l to the specific, 

a t any p o in t in the stream o f  causes and  effects from  policy to activities, in any policy  

sphere, by any par1y> (Boothroyd, 1995, p. 116). Public involvement is also of paramount 

importance. Unlike SEA where the role of the public is 'to  make sure that scientists do their 

job satisfactorily and to put values on their findings'. Policy SEA aims at putting procedural 

mechanisms in place so that the public can identify the needs for policy change and 

scrutinise alternative options. Suggested methods vary from public audits of existing 

policies, to structured participatory processes, to provisions for public systematic monitoring 

of day-to-day decision making.

3.6.4. Integrated Environmental Management

Integrated Environmental Management (lEM) is a term that originates from the literature 

regarding the management of environmental systems, which includes concepts like 

integrated resources management, ecosystem management, integrated catchment 

management and watershed approach. Margerum and Born (1995) argue that these 

approaches have developed in response to a narrowly focused, incremental, and disjointed 

environmental management process. They therefore suggest a more interactive and 

interconnected approach to environmental decision making that takes into account the 

variety of ecosystem components, functions and affected entities. Dixon and Easter (1986) 

define I EM as: 'the process o f  form ulating and  im plem enting a course o f  action involving 

natura l and  hum an resources in an ecosystem, taking into account the social, political, 

economic, a nd  institutional factors operating v/ithin the ecosystem in order to achieve 

specific societal objectives'.

Previous reviews of the environmental management literature, have identified four themes 

in lEM (Born and Margerum, 1993; Born and Sonzoni, 1991; Margerum and Born, 1995): 

Inclusion. In contrast to the rational-comprehensive planning and management where 

inclusion refers to 'p lanning for all things simultaneously', in the environmental
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management literature, the adoption of on inclusive view means taking a holistic or 

ecosystem viev/, so that the full range of issues are considered.

Inter-connectiveness. The examination of the interconnections in a system to determine how 

different component parts and sub-systems relate to eachother, is necessary when the 

complexity of the issues is too great to be broken down and handled individually. This is the 

case with the examination of environmental problems, and the use o f the appropriate 

analytical tools and techniques (such as GIS) play an im portant role in managing 

complexity.

Reduction. The concept of 'reduction' has to be applied to the above themes, if an 

integrated approach to environmental management is to be successfully implemented. 

Various planning models such as reduced planning, strategic planning and mixed- 

scanning, have incorporated the theme of reduction to deal with complexity. W hat this 

actually means, and in that sense is conceptually sim ilar to scoping as it is used in SEA, is 

that planners should narrow down the focus of assessment to key aspects of systems and 

concentrate efforts on the tasks that achieve system goals. The adoption of both the 

'inclusion' and 'reduction' theme in an integrated management/assessment exercise, will 

therefore require the adoption of a dual perspective. On the one hand, 'inclusion' stresses 

the need for a broad view that covers the salient parts of the system under analysis. On the 

other hand, 'reduction' stresses the need for a narrower view that focuses on key sectors, 

identified in the broader analysis.

Goal-focused. Another way of dealing with the complexity of issues imposed by the 

'inclusion' and 'inter-connectiveness' themes is the agreement by participants on common 

goals for the system being analysed.

In practice, the concept of 'interaction' is at the core of the environmental management 

debate. An integrated view of environmental issues requires contribution from  a variety of 

stakeholders. Interaction should be continuous in that it should occur at every stage, from  

scoping to implementation. Two types of mechanisms are im portant in that respect. Those 

that communicate and share information amongst the various stakeholders and those that 

resolve differences and conflicts.

3.6.5. Integrative Framework for Sustainable Resource Management

Smith (1993) has devised an integrative framework fo r sustainable resource management, 

which embodies three elements, institutional arrangements, interest representation, and 

impact assessment. According to Smith's (1993) view, institutional arrangements provide 

the ground fo r the integration of interest representation with the process of impact 

assessment.
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Important factors relating to institutional arrangements are legitim isation, functions, 

administrative structures, processes and mechanisms, and culture and attitudes. Interest 

representation, involves the communication of management agencies with various 

stakeholders such as pressure groups, lay citizens and selected interests within the resource 

management process.

Smith (1993) distinguishes three principal approaches to interest representation i.e. 

lobbying, public participation and environmental dispute resolution. Furthermore, interest 

representation is an iterative process, since the composition of stakeholders involved, their 

views, and how they are represented may change several times throughout the 

management process. Impact assessment is seen as the 'engine' within the resource 

management process. It is primarily a process, and operates within a 'tie ring ' schema of 

decision making that contains normative policies, strategic programmes and operational 

projects. Different assessment activities are considered more im portant than others in these 

three decision making tiers. Scoping, fo r example, is more relevant at a policy level, as it 

sieves significant issues to be considered at subsequent levels of government, whereas 

monitoring and mitigation is more effective if undertaken at a detailed project level where 

information is usually available. Prediction however, is the assessment activity that 

distinguishes impact assessment as a planning process at a strategic level, as distinct from 

a descriptive assessment of existing environmental conditions. The adaptation of this 

statement in current SEA practice, might mean that the m inimum requirement for the 

definition of a SEA within a PPP exercise, could be the existence of evidence on the 

prediction of the environmental impacts. This integrative framework has an element of 

interaction in its rationale. Its principal characteristic is that it recognises the interaction of 

the three components. This is necessary ' i f  resource m anagem ent is to provide an effective 

bridge between the basic starting po in t o f  problem  identification and  the desired g o a l o f  

sustainability  (Smith, 1993, p. 104).

3.7. Elements of integration

3.7.1. Procedural integration

3.7.1.1. Parallel and simultaneous processes 

The integration of SEA with the PPP process has a different meaning than the application of 

SEA in the PPP process (Armour, 1989). The difference is that, in an integrated-SEA, all 

stages of the PPP process should include SEA, whereas 'app lication ', implies that SEA 

intersects the PPP process, at a discreet point. Therefore, the relationship between PPP and 

SEA processes is one that the SEA process merges with the process of planning in order to 

become one.
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Environm ental issues have further com plicated the PPP procedure tha t is contro lled by 

specialised branches o f public adm in istra tion . The entailed com plexity o f this 

com partm enta lised procedure is in m any respects ineffic ient, since it m igh t result in a waste 

o f tim e and resources, and lead to duplication o f efforts (CEAA, 1996). In view o f this, an 

integrated approach  to SEA offers the opportun ity  fo r the transfo rm ation  o f 'se ria l' 

procedures involving m any organisations in sequence, into para lle l procedures, in which all 

issues are sim ultaneously dea lt w ith (W arner, 1996; C onacher, 1994; M ann ing , 1995).

A  num ber o f European countries, have undertaken research on the procedura l side o f 

in tegra tion . In Finland, a model has been developed re lating to the way tha t environm enta l 

assessments can be included in the fo rm u la tion  o f program m es at a reg iona l level (Turttv, 

1997). In G erm any, guidelines fo r the integration o f environm enta l assessment in urban 

and land use plans (zoning plans) have been developed (Riehl and W inkler, 1995). In 

Sweden, the results from  integrating SEA and the m unicipa l com prehensive p lann ing  

process, have been tested by means o f 'fu ll scale experim ents' in two m unicipa lities 

(Asplund and H ilding-Rydevik, 1996).

3.7.1.2. Continuous, iterative and early integration

SEA has been criticised fo r addressing issues sequentia lly and partia lly  (Boothroyd, 1995). 

In SEA, decision m aking can be viewed as linearly deductive. W ood  and D e jeddour's  

(1992, p. 8) in troduction o f a linear 'tie r in g ' model o f SEA where 'the re  exists a  tie red  

fo rw a rd  p la n n in g  process which starts with the fo rm u la tion  o f  a  p o lic y  a t the u ppe r level, 

...fo llo w e d  b y  a p la n  a t the second stage, a n d  b y  a  p ro g ra m m e  a t the end.' is usually at 

odds w ith reality, and probab ly  w ith the ideal. It is recom m ended therefore, tha t the SEA 

process should be integrated early, both into the ind iv idua l PPP process, as well as in the 

w hole process o f governance. It also should be procedura lly  iterative, a llow ing  fo r several 

feedbacks to update the fo rm u la tion  o f d ra ft policies and measures, and continuous i.e. 

undertaken not only before, but also during and after PPP-making. The In ternational study 

on the effectiveness o f Environmental Assessment acknow ledges the im portance o f 

engag ing SEA in a continuous process (Sadler, 1996).

The p repara tion  o f a PPP is a long-term  process, inc lud ing several rounds o f consultations 

and re-exam ination  o f issues in the ligh t o f consultations and the views o f the public. 

Therefore, the fu ll in tegration o f SEA has to fo llow  the procedura l m anagem ent o f the PPP- 

m aking, which im plies a procedura l mechanism  fo r incorpora ting  feedback and iteration 

(Smith, 1993 ; Asplund and Hilding-Rydevic, 1996; Sadler, 1996). This iterativeness o f the 

integrated process, is beneficia l fo r both SEA and PPP m aking, as it a llows fo r the sieving

63



of non-s ign ifican t issues which otherwise w ould have been generating add itiona l delays 

and unnecessary costs to the integrated process (K leinschm idt and W agner, 1997; G osling, 

1996). The Sustainability Appra isa l o f the Regional Planning G uidelines fo r the South East 

o f England (SERPLAN, 1998a) and the requirements o f the proposed SEA Directive (CEU 

and EP, 2000), are characteristic practical examples o f the iterativeness o f SEA. Conacher 

(1 995) identifies the carrying out o f regu lar reviews as one o f the successful requirem ents of 

in tegrated reg iona l land use p lann ing.

The princ ip le  o f early in itia tion o f the SEA process, as an integral pa rt o f a PPP, has been 

considered to be param oun t fo r strengthening SEA effectiveness (Sadler, 1996). One 

argum ent tha t stresses the im portance o f early in tegration , is the role o f SEA in po in ting out 

alternatives. The consideration o f alternatives enables the assessment o f environm ental 

impacts and com parative judgements. In cases where several options are still availab le  

from  the beg inn ing o f the PPP exercise, the evaluation o f alternatives dem onstrates the 

beneficia l influence o f SEA on PPP m aking, thus justifying its strategic role. If SEA is 

integrated at a later stage, where only a few o r no options rem ain, the m ain focus o f SEA is 

restricted to the description o f suitable m itiga tion  measures (K leinschm idt and W agner, 

1997; Turpin, 1996; Conacher, 1995; A rm our, 1989; Tywoniuk, 1989; CEPA, 1994a; 

Asplund and Hilding-Rydevic, 1996; Sadler, 1996). Equally, the scoping o f the s ignificant 

issues to be considered in a SEA exercise should start early in the PPP process.

3.7.2. External integration (‘tiering’ of environmental objectives)

3.7.2.1. Environmental objectives-led integration

A num ber o f docum ents have stressed the im portance o f the connectivity o f the SEA process 

with other PPP processes and related initiatives. For exam ple, the existence o f a notional 

environm enta l p lan or a Sustainable Developm ent strategy from  which environm ental 

qua lity  objectives can be derived, is seen to help the prepara tion  o f SEA (Turpin, 1996; 

CEPA, 1994a; CEAA, 1996).

For exam ple, Turpin (1996) notes tha t the design team  fo r the M a jo rca  Urban Plan 

suggested the p rio r prepara tion  o f an environm ental m anagem ent p lan. This was drawn up 

by the local authorities, residents, conservation bodies and developers to provide a SEA 

fram ew ork  fo r the continued com patib ility  and in tegra tion  o f the developm ent with 

indigenous ecosystems. The preparation  o f an environm ental m anagem ent plan was seen 

as a dem onstration that the spirit and objectives o f SEA fo r susta inability would be 

im plem ented and m ainta ined. Furtherm ore, the setting o f environm enta l objectives at a 

nationa l level is o f param oun t im portance in o rder tha t the results o f a SEA are set into an
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appropriate context (NATO/CCMS, 1995;CEPA, 1994a).

SEA was also introduced in Commonwealth countries as a tool that promotes the National 

Strategy fo r Ecologically Sustainable Development. The Strategy, provided for SEA 

requirements and changes to government institutions and machinery, in order to 

accommodate the Ecologically Sustainable Development principles involved (CEPA, 

1994a). It is characteristic that SEA and Cumulative Impact Assessment (CIA) as its 

component, are considered the most important tools that promotes SD: ' The policy  

instrument o f  Strategic Environmental Assessment, incorporating Cumulative Impact 

Assessment as one o f  its operational tools, should ultimately become the p rinc ipa l means 

by which a ll governments in Australia seek to achieve Ecologically Sustainable 

Development.' (CEPA, 1994a, p. 8).

In Canada, the application of SEA to PPPs, is supported by a federal law that establishes a 

Commissioner of Environment and SD and requires federal departments to prepare SD 

Strategies (CEAA, 1996). Another example is the development of transboundary 

environmental quality objectives in the context of the proposed SEA Directive. Similarly, 

integration is facilitated by the co-ordination of PPPs with government policies and 

programmes (Conacher, 1995). In the context of Structural Adjustment Programmes, the 

need for integration of environmental issues from different tiers of government has also 

been stressed: 'The p lan would need to reflect and  integrate re lated environmental and  

resource policies and  programmes, including those o f  other spheres o f  governm ent ... 

Further, there is a need fo r integration o f  this diversity o f  p lans across loca l government into 

a coherent package to guide development ' (McDonald, 1995, quoted in Abaza, 1996, p. 

16).

3.7.2.2. Connectivity of sectoral with regional plans 

Another aspect of external integration which is of particular relevance to the transport 

theme of this thesis, is the co-ordination of different sectoral plans and programmes. In 

some European countries, this function is the responsibility of regional planning authorities. 

For environmental reasons, not all needs defined in the sectoral plans, can always be 

integrated into the regional plan. A possible consequence of the lack of co-ordination 

capacity m ight be the poor acceptance of the regional plan by the sectoral authorities, as 

well as the lim itation of the use of impact assessments in the decision making process 

(Niekerk and Arts, 1996). A way out of this situation is to include a description of the 

baseline environment, state the plan and program m e's objectives and consider 

alternatives, so that acceptability is enhanced (Kleinschmidt and W agner, 1997).
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Another aspect o f external in tegration is the interconnection o f various elem ents/sectors 

[e.g. transporta tion , land use, water) w ith in a com prehensive land use plan (McKinnon and 

Joyer, 1996; O ECD, 1996; Turpin, 1996; CEPA, 1994a). Turpin (1996), fo r exam ple, 

notes tha t th roughou t the preparation o f a local p lan the effects o f varying land uses w ith in  

each op tion , were considered a longside the other studies o f the area such as 

transporta tion , environm ent, landscape and urban design.

A benefit derived from  using an integrated-SEA utilising the outcom es o f several sectoral- 

SEAs, is tha t the use o f d ifferent, non co-ord inated sectoral im pacts assessments, which can 

produce an overlap o f work, as well as fragm ented  and redundant in fo rm ation  can be 

avoided. An advantage, however, o f the sectoral approach  is tha t assessment o f im pacts is 

e laborated to an adequate degree and that the op tim a l situation fo r  every sector can be 

described separately and in adequate depth. In this way, the incorpora tion  o f a w ide range 

of environm enta l issues in decision m aking is better addressed.

3.7.2.3. Connectivity of SEA with EIA (‘tiering’)

The in tegra tion  o f SEA with project-EIA is considered a facto r tha t fu rther prom otes SEA 

effectiveness. It is argued that irrespective o f the approach  taken to SEA at any given tim e, 

SEA should be consistent w ith pro ject-re lated EIA princip les (Sadler, 1996). The effective 

link between project-EIA and SEA is recognised to be necessary to ensure that the overall 

environm ental assessment process is in tegrated and com prehensive, if unnecessary 

repetitions are to be avoided. (DMHSPE, 1999; CEC, 1997d ; Sadler, 1996 ; DG  XI, 1994; 

W arner, 1996; Conacher, 1994; CEPA, 1994a ; Lerm an, 1994 ; Sadler and Verheem , 

1996). As such, SEA is seen to be vertically in tegrated w ith the project level o f assessment 

by establishing the context fo r project-EIA, includ ing the pre-iden tifica tion  o f issues and 

impacts tha t w a rran t detailed exam ination [e.g. Sadler, 1996 ; Sadler and Verheem , 1996; 

DMHSPE, 1999). These considerations are particu larly  relevant to  the proposed SEA 

Directive. In o rder to integrate SEA and project-EIA, the European C om m ission has 

advocated a 'tie re d ' approach to SEA. Provisions fo r a 'tie re d ' approach  which links SEA 

and project-specific EIA, were also introduced in the Ecologically SD Bill a t C om m onw ea lth  

level, (CEPA, 1994a).

As m entioned in chapter 1, a tiered approach enables environm enta l considerations to  be 

addressed at the appropria te  levels o f PPP decision m aking. Some o f the benefits o f the 

integrated SEA/PPP process, that can be expected from  the linkage o f SEA and project-EIA, 

include the enhanced effectiveness and cost-efficiency tha t fo llow s from  narrow ing -dow n  

the range o f alternatives, as well as avo id ing overlap, dup lica tion  o f efforts and the 

utilisation o f only pertinent in fo rm ation . As such, the ra tiona le  fo r the use o f SEA is to
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focus and stream line project-EIAs, m aking them  m ore consequential (Sadler and Verheem, 

1996).

C erta in aspects o f project activities m ay not need to be assessed in deta il in the EIA, if 

im pact assessments have been perform ed at a h igher level o f decision m aking (CEC, 

1997d ; W ood, 1990). The substitution however o f ElAs, in favour o f SEAs, has been 

rejected, as it is at the local level where project impacts can be dea lt w ith in detail.

3.7.3. Methodological integration

3.7.3.1. Consideration of non-environmental impacts 

SEA is a relatively new and em erging area o f practice and the m ethodo logy is still evolving 

(Sadler, 1996). According to Boothroyd (1995, p. 101), one o f the lim ita tions of SEA is its 

narrowness i.e. its lim ited consideration o f environm enta l, as opposed to  other socio

econom ic externalities. It is usually the case that trade-o ffs  and synergies between the 

environm ental and social part o f Sustainable Developm ent such as equity are excluded 

from  consideration. Social impacts get less attention, as well as im pact's  environm ental 

impacts i.e. the second-order environm ental impacts o f first o rde r social impacts. An 

integrated approach to SEA would necessarily a im  at changing this by introducing 

procedures and m ethodologies o f other scientific disciplines and socio-econom ic 

approaches to p lann ing and policy m aking.

Boothroyd (1995) argues tha t in practice SEAs have short im pact horizons. O ne o f its 

lim itations is its reactionary focus on merely environm ental externalities. This characteristic 

o f SEA seems to weaken its capacity as a tool fo r the p rom o tion  o f Sustainable 

Developm ent. O ne  o f the reasons behind this narrow  m ethodo log ica l scope, is the single 

d iscip linary focus o f SEA on environm ental issues. The in tegration o f SEA w ith PPP-making 

should eventually expand its scope to cover impacts tha t lie at the core o f the socio

econom ic expertise o f the PPP process w ith in  which this is in tegra ted , and positively 

influence p lann ing  and policy.

This narrow  scope o f SEA m ethodo logy raises concerns, since scoping [i.e. screening of 

s ign ificant issues) is one o f the com m only accepted benefits derived from  the app lica tion  of 

a SEA (Arm our, 1989; Sadler, 1996; Sadler and Verheem, 1996; CEAA, 1996). Scoping is 

im portan t in in tegra tion , as it applies the concept o f 'reduc tion '. In an in tegrated canvas of 

in ter-re lated issues to be assessed, complexity is expected. The d ifficu lty  tha t arises is that 

com plex prob lem s cannot be addressed in a com prehensive way (as is the case fo r 

exam ple w ith comprehensive land use planning) because o f the existing constant changes
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and interactions (M argerum  and Born, 1995). The contribu tion  therefore to the PPP process 

by an integrated approach to SEA would be the 'b o rro w in g ' o f the scoping practice, as it 

has been used in strategic p lann ing (Bryson and Roering, 1988), reduced p lanning (Waller, 

1975), and mixed scanning (Etzioni, 1973) approaches. The role o f scoping in strategic 

assessment w ill have a dual perspective. O n the one hand, scoping should selectively 

identify, w ith the partic ipa tion  o f a w ide range o f actors and societal groups, the key 

elements on which to focus attention. O n the other hand, it should adop t a broader 

strategic view tha t covers the salient parts o f PPPs under analysis. The balancing o f these 

contrasting needs fo r inclusion and reduction o f scoping issues is expected to be a 

challenge fo r practitioners and users o f an integrated-SEA exercise (Tywoniuk, 1989).

3.7.3.2. Domination of economic aspects 

Accord ing to the find ings o f the 4'^ European W orkshop on SEA (K leinschm idt and W agner, 

1997), the integrated consideration o f environm enta l, econom ic and social matters when a 

decision on a plan or p rogram m e is m ade has to be presented in a fo rm a t which allows 

com parisons to be made. In practice however, the consideration o f a ll these conflicting 

issues is often weak in EU m em ber states. It is often the case w ith an integrated approach 

to SEA, that econom ic considerations dom inate  over socio-econom ic ones (Bower, 1993; 

Kleinschm idt and W agner, 1997; Scholten and Ruis 1999; G ariepy, and Jacobs, 1996). 

Environmental Assessment has been accused o f proceeding from  a certain fa ith  in and 

vision o f econom ic development. It is also argued tha t SEA frequently runs into opposition 

from  ethnic groups and local m inorities (Gariepy, and Jacobs, 1996). Sim ilar to the 

situation with project-EIAs, in SEAs and consequently integrated-SEAs, even if technical and 

tim ing  problem s are all overcom e, the m om entum  and disposition o f powerfu l political 

proponents usually prevail, when policy designs are in itia ted accord ing to  m andated goals 

(Boothroyd, 1995).

Various proposals have been put fo rw ard  to solve this p rob lem . For exam ple, at a technical 

level o f assessment, the early prepara tion  o f 'environm enta l profiles o f regional 

developm ent p lans' can be used to com pare one region w ith o ther regions, and thus a llow  

the relative environm enta l sensitivity o f a region to be assessed. In add ition , econom ic and 

social reg ional profiles could be developed, which then, if com bined w ith environm ental 

profiles can enable better in tegration (K leinschm idt and W agner, 1997). Another 

m ethodo log ica l solution suggested is tha t at the scoping stage, there should be at least one 

alternative tha t meets the environm ental objective o f the PPP. From tha t a lternative, the 

concessions tha t should be m ade in the econom ic objective can be learned, in order to 

achieve the environm enta l objective (Scholten and Ruis 1999).
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Finally, new approaches to dispute resolution are emerging in current SEA practice 

(Margerum and Born, 1995; CEAA, 1996). In Canada, from 1978 until 1996, mediation 

procedures have been employed 28 times, with a success rate of 75%. It is argued that in 

these cases, mediation has also reduced the need for hearings saving time and costs, and 

has allowed communities to participate in devising solutions (CEAA, 1996).

3.7.3.3. Integration of methods 

Another methodological obstacle to the integration of SEA with the PPP process, is that the 

methods used in project-EIA are not always transposable to the SEA practice (Sadler and 

Verheem, 1996; CEC, 1997d; Kleinschmidt and Wagner, 1997; NATO/CCMS, 1995; 

Straaten, 1995; Bond; 1995; CEPA, 1994a; Wilkinson et al, 1994). The International study 

of the effectiveness of SEA (Sadler, 1996) concluded that notwithstanding that the main 

steps and activities of project-related ElAs are widely recognised as establishing the generic 

basis fo r a systematic approach to SEA, in practice, project-specific EIA methods need 

various degrees of modification. Some of the fundamental differences between EIA and SEA 

that determine the use of different methodologies, relate to the geographical area covered 

(usually greater fo r SEA), to the number of activities concerned (EIA normally refers to a 

single project), and to the time interval between the planning and the implementation of the 

proposed activities. As a result of these distinctive characteristics, the level of detail in which 

the proposed activity is discussed and therefore assessed, is often lower in SEA. It follows 

that the impact predictions made are subject to greater uncertainty (CEC, 1997d). As such, 

the appropriateness of project-specific EIA will partly depend on two factors. Firstly, on 

whether or not the PPP will initiate, locate or lead to projects, and secondly on the extent to 

which the direct and indirect impacts, and risks associated with these are identifiable 

(Sadler, 1996).

Therefore, it is now commonly accepted that new methods, or adaptation of existing ones, 

is needed (Armour, 1989; Smith, 1993; Sadler, 1996). Perks et at, (1996) list as many as 

twelve tools that could be employed in an integrated fashion by municipal managers and 

planning units in Canada. W arner (1996) suggests that many of the existing methods for 

integrated regional development planning are now redundant. Conacher (1995) reaches 

sim ilar conclusions fo r the inadequacy of existing methodologies when he discusses the 

integration of regional land use planning with SEA. Margerum and Born (1995) point to the 

unavailability of tools as one of the rationale fo r the need for more integrated approaches 

to Environmental Management. Both the 1996 report on the 'Methods for Integrated 

Environmental Assessment' (Bailey et al, 1996) and the 1997 'study fo r an EU strategy for 

SEA research' (CEC, 1997d), stressed that, in order to develop methods and frameworks 

for the integration of SEA and socio-economic appraisal in the overall fram ework of the
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PPPs, it is necessary to take into account the advantages which have been made in the field 

of integrated environmental assessment methodologies. The heterogeneity of the nature of 

PPPs requires the use of different methods, which inevitably should follow the specific 

characteristics of the PPP.

The search for new, or the adaptation of existing methods to cater fo r the changing 

circumstances in the rise of SEA, greatly facilitates better integration of SEA. In the current 

experimentation period, environmental and socio-economic methods will be brought 

together to achieve a common cause, whether that is 'better integration of environmental 

and socio-economic concerns' or 'Sustainable Development'. This 'm ethodological 

integration' will also provide an incentive fo r an inter-disciplinary approach to better 

communication between experts on assessment and planning teams. A practical example is 

provided by the measures taken for the implementation of the Ecologically Sustainable 

Development Bill at Commonwealth level. There are plans fo r the establishment of a 

funded research institution, similar to the Canadian Environment Assessment Research 

Council, which will develop programmes and undertake research fo r the methodological 

integration of SEA and Cumulative impact Assessment (CEPA, 1994a).

3.7.3.4. Barriers to methodological integration

It is a commonly accepted view that SEA's methodological scope, as well as the scope of 

other environmental tools that participate in an integrated exercise, should extend to cover 

social and economic impacts (OECD, 1996; NATO/CCMS, 1995; Kleinschmidt and 

Wagner, 1997; Straaten, 1995; Bond; 1995; CEC, 1 997d; Armour, 1 989; Wilkinson ef al, 

1994). There is, however, a variety of methodological obstacles involved in any SEA 

exercise, particularly where quantification is not possible. According to a number of studies 

that dealt with methods to predict the impacts of PPPs [e.g. CEC, 1994; CEC, 1995b; CEC, 

1997b; NATO/CCMS, 1995; Steer Davies Gleave, 1996; Groot, 1995), the analytical 

rigour of SEA methods is limited. This is the result of limited SEA practice and increased 

uncertainty relating to impact prediction. One of the great obstacles in the decision making 

process, is scare information, which in turn, generates uncertainty. Data is often too 

general, or centralised, or too dispersed, or difficult to interpret (Saez, 1996; Conacher, 

1995; CEPA, 1994a). Uncertainty also increases with the level of decision making in a 

given PPP, and especially with the broad nature of issues examined, which in high decision 

making levels, renders quantification difficult (Bithas ef al, 1996; Wilkinson ef al, 1994). It 

is characteristic that the 1997 European Commission's report on 'SEA Case Studies' (CEC, 

1997b) found that qualitative prediction methods such as expert judgement, were the most 

frequently used methods, while in only a few cases a substantial analysis of the 

uncertainties had been made and reported. Furthermore, the 10'^ workshop of the

70



NATO/CCMS pilot study, focused, in ter a lia  on quantitative versus qualitative methods 

within SEA (NATO/CCMS, 1998). It was found that the use of qualitative methods in SEA 

can only be effective if the emphasis is moved from  a technical and adversarial approach 

to a more political and collaborative approach (Bond, 1996; NATO/CCMS, 1998; Saez, 

1996). The 1992 UNECE Task force, lists two further problems to be considered, when 

attempting a quantitative approach to SEA:

• the time-lag between decision and implementation, and

• the extended casual link from source to effect [i.e. from decision to implementation 

to activities/behaviours to environmental impact).

The situation is getting even more puzzling fo r integrated PPP/SEA exercises, since 

complexity and uncertainty follow the attempted integration of methods (NATO/CCMS, 

1998; NATO/CCMS, 1995; Bond, 1996; Franks, 1996; Armour, 1989). When knowledge 

is to be integrated from different activities or fields of study, there is an even greater chance 

that errors or uncertainties communicated, may be underestimated in the combined 

product (Bailey ef ai, 1996). The critical
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models (Steer Davies Gleave, 1996; Arsenio, 1996; Sheate, 1992). The use of GIS has 

been proven to be increasingly useful, especially since the promotion and harmonisation of 

GIS data  for various models used in m em ber states, is being promoted by the EU and 

m em ber states (Steer Davies Gleave, 1996).

With regard to the use of economic appraisal and  monetary valuation methods in SEA, the 

argum ent has been put forward that these methods are  popular with the decision makers, 

and some believe necessary, if the environmental impacts are  to be taken fully into account 

in decision making (Kasyanov, 1996; Lee and Kirkpatrick, 1996; Karatas and Payaslioglu, 

1996). These methods have been criticised however, for being flawed because of the 

unrealistic assumptions inherent in them and, as such, they are  considered to be accurate 

in only a limited num ber of cases. While more research is needed to overcome these flaws, 

economic appraisal methods a re  most appropriately used to rank environmental 

importance, rather than to enable  trade-offs with economic benefits of development 

(NATO/CCMS, 1995; Straaten, 1995; Bond, 1995; Kasyanov, 1996). OECD (1996) notes 

that the distinction of physical param eters (where the environmental tools are based) from 

the monetary values (where the economic tools are  based) is a fundamental obstacle to 

their further integration. It was also maintained, that various ways have been found to 

communicate the results of economic policy tools in temporal and spatial dimensions, but 

similar methods are  not yet well-developed in the environment field. In the transport sector, 

the use of cost-benefit analysis methods in SEA is rejected, since it is believed that monetary 

valuation of environmental impacts, is not yet sufficiently robust or accepted (Steer Davies 

Gleave, 1996).

The renewed interest in the Sustainable Development deba te  has influenced the use of 

environmental o r /and  Sustainable Development indicators throughout PPP making. This 

was especially the case during the 90s, where SEA was promoted as an  environmental 

m anagem en t tool that promotes Sustainable Development by integrating environmental 

concerns in PPP decision making (Warner, 1996; OECD, 1996; Saez, 1996; Turpin, 1996; 

Sadler, 1995a; Sadler, 1996; CEPA, 1994a). The use of indicators fits into the 'objectives- 

led' approach  to SEA integration (Therivel, 1996; Wilkinson, 1994; Jacobs, 1993; Jacobs, 

1991; Collis et al, 1992). If indicators are  used within a policy framework of 

sustainability/environmental s tandards and objectives (Kasyanov, 1996; CEPA, 1994a; 

CEPA, 1994b; Sadler, 1996), and are  linked to public participation, monitoring and review 

of the PPP, they can offer an appropriate  methodological background to integrate PPP 

procedures with other m anagem en t tools such as SEA and Social Impact Assessment or 

Cumulative Impact Assessment (CEPA, 1994a).
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This 'objectives-led' approach is becoming part of SEA practice, as some case studies in 

this thesis can justify. It is usually the case with SEA that 'state indicators' are used to 

describe both the baseline conditions and the impacts on the environment (CEC, 1997d). 

The research for the thesis and the reviev/ of the literature showed that the OECD 'Pressure- 

State-Response'^ framework has been introduced in the definition of indicators (OECD, 

1994a; Jesinghaus, 1995; OECD, 1996; Colombo and Chitotti, 1996) and used for the 

development of national Sustainable Development strategies (DETR 1999c; DETR 1999d; 

EPA, 1999b; Gol, 1997). OECD (1996, p. 12-13), suggests four priorities for the 

development of the so-called 'integrated indicators' [i.e. indicators capable of describing 

environmental and economic trends at various levels of the Sustainable Development 

hierarchy): i) development of vertical linkages between different decision making levels of 

PPPs, ii) development of horizontal linkages between environmental and economic tools 

across sectors, regions, or countries, iii) emphasis should be put on the time dimension of 

environmental indicators. Efforts therefore should be intensified to develop reliable time- 

series for the most important indicators of environment-economy performance. 

Commonwealth countries have gradually established a nationally agreed set of criteria for 

Ecologically Sustainable Development which forms the basis fo r their SEA system (CEPA, 

1994a).

3.7.4. Substantive integration

3.7.4.1. Documentation of integration

The existence of flexibility in order to accommodate the different assessment needs for 

different types of PPPs, has been recognised as an important feature of SEA (Sadler, 1996). 

This condition should be applied to the documentation of the outcome o f SEA, especially as 

fears have been articulated regarding the loss of its identity in an integrated exercise 

(Wood, 1998). It is therefore, a challenge for integrated-SEA to present a clear commentary 

reflecting the outcome of each component of the assessment. The environmental part of the 

assessment [i.e. the environmental impacts of the proposed or planed actions) can be 

incorporated in the final text as a separate document, as a chapter within the final 

documentation of the PPP, as paragraphs throughout the text, or as combinations of these 

options. The incorporation of the assessment's results into the PPP documentation in a 

summary of the PPP report can have a positive effect in PPP-making and as a result, 

promote 'well-balanced, integral decision making'. The incorporation fo r example of a 

summary of PPP' environmental impacts in the PPP's text, can indicate the potential

 ̂By ‘pressure indicator’ , it is meant an indicator which describes the pressure on the environment caused by human 
activities. By ‘state indicator’ , it is meant an indicator concerned with environmental quality and aspects o f the 
quantity and quality o f natural resources. By ‘response indicator’ , it is meant an indicator o f societal (non
ecosystem) response to changes in the environment. 7 3



discrepancies o r inconsistencies o f the PPP m aking, so tha t a clearer picture is given o f the 

p ragm atic  choices ava ilab le  (N iekerk and Arts, 1996).

C urren t experience w ith the app lica tion  o f SEA suggests tha t a specific study is prepared as 

a result o f the app lica tion  o f SEA at a discreet po in t (and p robab ly  late) in the PPP process, 

rather than being integrated th roughou t all stages from  'start to fin ish '. The production of 

such a study o r SEA report a longside the PPP docum enta tion can be considered as a sign of 

lesser in tegration com pared to, fo r exam ple, paragraphs th roughou t the text. Separate 

docum enta tion o f SEA can however be used constructively, as it is not the form  of 

docum enta tion tha t matters in representing successful in tegra tion , but ra ther the way that 

this is in tegrated with the other in terd iscip linary docum enta tion in PPP-making. As A rm our 

(1989, p. 7) m ainta ins, ‘A  separate env ironm enta l im p a c t re p o rt m ay  be produced, 

docum enting  the analysis undertaken a n d  decisions m ade  in  a rriv ing  a t a  p ro p o se d  plan, 

b u t this is an exercise in synthesis ra the r than a one p o in t in  tim e exercise in  eva lua tion .'. 

The use o f separate SEA reports in an integrative way can be especially relevant to the 

proposed CEC Directive on SEA. The provisions, however, fo r separate docum entation 

under the proposed SEA Directive's requirements, neither guarantees better in tegra tion , nor 

the qua lity  o f the assessment. It depends on the adm in istra tive and p lann ing  structures in 

m em ber states to safeguard such quality and integration.

Table  3 .5 :  G u id e l in e s  o n  Re p o r t in g  (C a n a d ia n  Federal Pr o c e ss  o f  Po l ic y  a n d

Pr o g r a m m e  a s s e s s m e n t )

Docum entation and Disclosure
For environm enta lly relevant initiatives being considered by Cabinet, including Treasury Board:
•  o statement on the environm ental im plications should be included in M em oranda to Cabinet, and v^here 

appropria te , in Treasury Board Submissions and other documents submitted fo r  consideration by 
m inisters; and

• where anticipated environm ental effects are likely to be significant, a m ore detailed account of the 
environm enta l assessment and the rationale fo r the conclusions and recom m endations should be 
included in the documents supporting the proposal.

Any disclosure o f in form ation will be subject to existing legislation, regulations and policies governing the
release o f in fo rm ation.
Public Statements
• the M inister w ill determ ine the content and extent o f public statement according to the public interest and 

the particular circumstances of each case, where a statement is required;
•  the purpose o f the public statement is to dem onstrate that environm ental factors have been integrated 

into the decision m aking process, not to necessarily provide a detailed account o f the assessment work 
undertaken.

For initiatives likely to have significant effects, it is suggested that the announcem ent contain:
• a sum m ary o f the anticipated beneficial a n d /o r adverse environm ental effects o f the initiative and their 

expected significance; and
• where relevant, in fo rm ation of the measures adopted to m itigate adverse environm enta l effects, and on

 the fo llow -up  program m e to m onitor the in itiative's effects over the longer term.________________________
Source: FEARO, 1993, page 6-7.

The docum enta tion  can also have an iterative nature and occur at every stage o f the PPP 

process, in para lle l w ith the PPP process. This could be the case in land use developm ent 

plans where requirem ents fo r statutory p lann ing procedures are standardised. A nother^^



docum enta tion scenario is when SEA is integrated at a governm ent policy level. There, the 

environm enta l impacts are incorporated in C ab ine t m em oranda and parliam entary 

submissions as paragraphs w ith in the text, o r/a n d  in a separate chapter/Annex. In the 

Netherlands, there is a 'he lp  desk', which supports the m inistries' staff when filling  out a 

standardised questionnaire on the environm ental effects o f governm ent policies. At the 

same tim e, a so called 'business test' is ob liga to ry. Both tests are not regarded as 

conflic ting instruments but as supplem enting eachother. G uide lines on docum enta tion  and 

reporting o f Policy and Program m e Assessment fo r the C anad ian  Federal process, have 

also been published (Table 3.5).

O ne way to gauge the degree o f influence o f SEA a t that high level o f decision m aking, is 

suggested by Sadler (1996). It involves the calcu la tion o f the percentage o f proposals to 

C abinet, Parliam ent or other fo rm  o f executive governm ent that conta in a statement of 

im pact o f no significance. Since 1996, this type o f docum enta tion was undertaken in 25% 

of Bills and proposals in Denm ark, and 50% of policy statements in Hong Kong. C anadian 

SEA provisions, m ake particu lar reference to the im portance o f a public statem ent that 

specify the way tha t environm ental considerations have been incorpora ted into decision 

m aking (Sadler, 1996).

There are two issues found in the literature tha t can fac ilita te  successful docum enta tion. 

First, the com m on use o f jargon or discip line-scientific te rm ino logy and acronyms, com m on 

to single d iscip linary PPP m aking, may be considered essential to the com m unication  o f a 

top ic w ith in  a d iscipline. It however creates barriers to effective docum enta tion  and 

com m unication  o f in fo rm ation  in PPP documents (Bond, 1996; Peuhkuri and Valve, 1996). 

The use o f ja rgon has another negative consequence fo r PPP m aking. It can be used 

deliberate ly by scientists and policy specialists to exclude some partic ipants from  discussing 

the issues concerned. It is therefore considered im portan t fo r an integrated assessment to 

'overcom e the exclusionary aspect o f jargon whilst recognising its leg itim ate use by 

specialists' (Bailey e f at, 1996).

Second, from  a m ethodo log ica l po in t o f view, SEA must find app rop ria te  techniques for 

com m unicating  the results o f the assessment to o ther practitioners and users from  d ifferent 

scientific background, 'be lie fs ', and expectations o f the outcom e of the assessment. 

C om puter models, which have a lready been used fo r the analysis o f com plex 

environm enta l issues, seem to provide the canvas fo r incorpora ting  relevant model 

structures, assessment outcomes, as well as the concerns o f the parties involved in the 

integrated-SEA exercise. There are lim itations, however, in the in itia tion  o f com puter models 

as a presentation mechanism , given that, some form s o f im portan t in fo rm ation  cannot
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accurately be represented by com puter m ode lling  methods (Bailey e t al, 1996; Perdicoulis 

and Power, 1996; Saez, 1996).

3.7.4.2. Weight given to the results of SEA

An im portan t argum ent in favour o f the docum enta tion o f the integrated SEA/PPP process, 

is related to the extent to which the results o f SEA are b ind ing fo r the decision makers 

which, fo r the ra tionale o f this thesis, is the substance o f every SEA exercise, whether 

in tegrated or not. SEA is usually in the m idst o f the fo llow ing  puzzle: O n the one hand, if 

lim ited w e ight is given to the results o f SEA, then the reservations against the app lica tion  of 

SEA are seen to be lifted. O n the other hand, the lim ited w e ight given to SEA bears the risk 

of SEA being seen as ineffective.

All drafts fo r the proposed SEA Directive seem to suggest a com prom ise. Since the 

proposed SEA Directive is on attem pt to put in place the app lica tion  o f m in im um  

requirem ents fo r a SEA system (Zagorianakos, 1999), the decision docum ents [i.e. the SEA 

report) should describe which environm ental concerns have been taken into account, and 

should justify possible deviations from  concerns. The prob lem  w ith this approach is that the 

specification o f m ore strict legislative specifications regard ing docum enta tion , a lthough 

m ore effective, m igh t have been non-opp licab le  at an EU-wide level, since m em ber states 

d iffe r in the ir legal systems and in the w eight given to issues put fo rw ard  in decision m aking 

procedures. OECD (1996) also notes tha t the positive environm enta l effects of 

environm ental policies, especially those regard ing competitiveness, are often under

emphasised in policy debates, and consequently not adequate ly docum ented. Rickson ef a ! 

(1989) m ain ta in  tha t the rationale behind the m in im um  w eight given to the results o f SEA, 

should be traced to a num ber o f political and societal responses to  environm enta l policy. 

They note that deeply rooted institutional com m itm ents to econom ic grow th and to the 

m axim isation o f grow th and efficiency, are fundam enta l constraints to  the incorpora tion  of 

im pact assessment techniques into PPP m aking.

3.7.4.3. Impact Monitoring

Although the role o f m onitoring  of the environm ental impacts o f PPPs is frequently 

dow nplayed, it is considered an im portan t elem ent o f SEA in tegra tion  [e.g. Turpin, 1996; 

Neefies, 1996; Sadler, 1995a; Sadler, 1996; FEARO, 1992; CEAA, 1996 ; O ECD, 1996; 

McAllister, 1982). FEARO (1992) notes that m onito ring  at a policy and p rog ram m ing  level 

should focus on those impacts tha t are susceptible to a h igher degree o f uncertainty in the 

assessment stage. Therefore, better fo llow -up  and m on ito ring  has been recognised as 

essential to im proving the effectiveness o f SEA, by determ in ing the accuracy o f predicted 

impacts (CEAA, 1996). M on ito ring  should also consider the specific conditions and
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circumstances within which the policy or programme is implemented. This will enable 

comparison with the underlying assumptions upon which the policy and programme is 

based. It will also allow consideration of other factors im portant in an integrated 

assessment such as the cross-impacts of other policies and the need fo r re-appraisal of the 

policy itself in light of actual outcomes. Sadler (1996) notes that PPP monitoring can 

provide a (re)assessment of unforeseen modifications and, as such, provide a clear focus 

for m itigation. Monitoring is one of the weak points of SEA, in terms of both statutory 

provisions and implementation. A notable exception is the Canadian Environmental 

Assessment Act, which contains specific conditions fo r carrying out monitoring (CEAA, 

1996).

3.7.5. Social integration

3.7.5.1. Barriers to stakeholders’ involvement

There is no doubt, that an understanding of the different attitudes, values and perceptions 

of the people involved in, or affected directly or indirectly by PPP decisions, is an essential 

prerequisite to effective integrated-SEA. There is a need therefore, fo r a type of 'consultative 

integration' or as it is defined in this thesis, social integration, which means the bringing 

together of competing interests and perspectives into a unifying socio-economic process 

(Armour, 1 989). W ithin an integrative framework for SEA, the representation of the interests 

of the stakeholders involved, their goals and objectives, and the approaches used to make 

representation within the decision making, is an important element (Smith, 1993).

The successful co-operation of the relevant actors in the PPP process is not always 

guaranteed, especially when new procedures are introduced. The integration of SEA and 

PPPs m ight generate resistance from the planning 'status', as is the case with the proposed 

SEA Directive. Indeed, in the case of the proposed initiation of new procedures for an EU 

Directive on SEA, the 'balance of power' that has been developed between the various 

actors in the PPP process, might be disturbed by these procedures. This is especially the 

cose with countries with a long planning tradition [e.g. UK) (Kleinschmidt and Wagner, 

1 997; Zagorianakos, 1998).

Further problems arise with regard to the co-operation of relevant actors, especially where 

responsibilities are shared between different agencies or different administrative levels 

(Kleinschmidt and Wagner, 1997; McKinnon and Joyner, 1996; Franks, 1996; Margerum 

and Born, 1995; CEAA, 1996). This fragmentation of responsibilities is particularly evident 

in countries with a federal structure. An effort has been made to tackle the issue in Canada, 

where the federal government has ratified harmonisation agreements with Alberta and
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M anitoba , and signed an agreem ent in princip le  w ith British C o lom b ia  and other 

provinces. The latter agreem ent guarantees the federa l governm ent and affected 

indigenous peoples, the righ t to partic ipate in provincia l SEA review committees, and 

delegates the conduct o f federal screening and comprehensive studies to the provincial 

governm ent where both processes apply. These agreem ents recognise that both the federal 

and provincia l levels o f governm ent have interests and ob liga tions re lating to project-EIA, 

and tha t co-operative approaches are the best way to ensure effective and efficient 

processes (CEAA, 1996).

Another ba rrie r to 'social in tegra tion ', is the lack o f co-operation  o f the p roponent agency 

with N G O s in general, and environm ental N G O s in particu lar. It is recognised tha t the co

operation o f actors should include decision makers and sectoral authorities from  the non- 

environm ental sectors. This is deemed essential, as the necessity fo r SEA is not always 

recognised. This is mostly ow ing to the legal and politica l constraints tha t are often stringent 

in some countries. Consequently, concerns have been expressed abou t SEA leading to 

d ifficulties and being an add itiona l burden to the PPP process [e.g. Zagorianakos, 1998; 

K leinschm idt and W agner, 1997). O ne way that the environm enta l sector o f an integrated 

approach can im prove its public relations, is by includ ing the non-environm enta l sectors in 

its consultation exercises. A lthough there are benefits to be derived from  the partic ipation of 

environm ental and non-environm enta l N G O s, particu larly  at a local level, these have only 

lately been recognised as a way to in itiate transparency and ultim ately democratise the 

whole integrated-SEA process (Franks, 1996; Meefjes, 1996; M argerum  and Born, 1995; 

Sadler, 1996; W ilkinson et al, 1994). For exam ple, in the case o f 'Structural Adjustm ent 

Program m es' [i.e. p rogram m es fo r restructuring 's trug g ling ' economies) the involvem ent of 

N G O s increased responsibility fo r m anag ing  local resources to fo rm u la te  local plans, 

adm inistered m itiga tion  measures, and strengthened local partic ipa tion  (Abaza, 1996). 

OECD (1996) m ainta ins that, at a nationa l policy level, there is a c lear trend towards w ider 

involvem ent o f N G O s in the environm ent-econom y m anagem ent process. A lthough many 

N G O s adhere to a strategy o f confrontation with governm ents and industry, others have 

opted fo r co-operative initiatives. The result is tha t contacts between governm ent, industry 

and N G O s on environm ent-econom y themes 'a re  m ore frequent and m ore fru itfu l today 

than ever before ' (OECD, 1996).

M argerum  and Born (1995) note that integrated approaches to environm ental 

m anagem ent, prom ote a holistic view that requires looking at the fu ll range of 

in terrelationships between com ponents o f PPPs. However, a single organ isation  o r societal 

group, cannot adequately provide that perspective. Therefore, a holistic view o f the issues
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in question, requires a variety of stakeholders contributing their perspective to a problem 

(Smith, 1993).

3.7.5.2. Public participation

The importance of public participation in an integrated SEA/planning framework has been 

stressed by various authors (McKinnon and Joyner, 1996; Abaza, 1996; Fyfe ef al, 1993; 

Saez, 1996; Conacher, 1995; Boothroyd, 1995; Margerum and Born, 1995; WCED, 

1987; CEPA, 1994a; Sadler, 1996; CEAA, 1996; Wilkinson et al, 1994). In an impact 

assessment exercise the public can be:

• informed (as is usually the case in mandatory planning provisions),

• consulted (v^hich is the expression used in several SEAs and means that the opinion 

of the public is sought throughout the process),

• participate (this is the role reserved for an integrated-SEA, as it is defined in this 

thesis, and it involves the participation of the public not only throughout the 

procedural stages but also the public have a say in the methodological side of the 

exercise through its participation in scoping and impact monitoring), or

• excluded altogether (as is the case in high government policy SEAs) (Boothroyd, 

1995).

The subsections that follov/, select a number of issues fo r discussion that are considered 

important in this thesis. In particular, public participation at a policy level of SEA is seen as 

a thorny issue in the literature and active public involvement throughout the integrated 

methodology is emerging as a research issue with pragmatic implications fo r the 

democratisation of SEA. The need therefore to investigate the methodological and 

procedural elongations for public participation in its new demanding role, is briefly 

discussed.

3.7.5.3. Policy-SEA and public participation

A number of countries and EU institutions have established provisions fo r SEA for policies. 

These include the EU DG VIII/IB draft manual 'Project Screening Guidance', Canada's 

Environmental Scan and Environmental Effects guidelines, Finland's checklist for 

determining the need for SEA of PPPs, Denmark's checklist identification of environmental 

effects, the Dutch 'E-test' of government proposals, the DG XI Checklist fo r Environmental 

Appraisals, and the recent Irish 'Eco-Audit of policies' guidelines (Gameson, 1999). In all 

these cases, there are limited provisions for public participation, as is the case for example 

with the initial drafts of the proposed SEA Directive. Previous research has shown that there 

is a widely accepted view that public participation during the application of SEA at a level 

higher than land use plans is not only time consuming, but also meaningless. It is feared
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tha t pub lic  partic ipa tion  at a high level o f decision m aking w ill lead to delays and 

difficu lties w ithout provid ing add itiona l benefits [e .g .  Zagorianakos, 1998). The argum ents 

ore, tha t the grow ing need to involve the public in SEA leads to increased com plexity and 

financ ia l constraints fo r governm ents (CEAA, 1996).

S im ilar to the situation with project-EIA, the factors that pose lim ita tions fo r m eaningfu l 

public involvem ent include the generality o f decision m aking at a broad policy level (Sadler, 

1996), technical d ifficulties w ith im pact prediction and presentation, politica l obstacles to 

open in fo rm ation  [e .g .  parochia l politica l pressure, nationa l budget constraints), and tim ing 

problem s (Boothroyd, 1994). A continuing challenge is, therefore, to  provide new ways of 

engag ing the pub lic  (Table 3.6) tha t also meet the concerns fo r expeditious processes 

(CEAA, 1966).

A pp rop ria te  public involvem ent should be carefully m anaged, prepared and structured with 

app rop ria te  in fo rm ation  provided, if it is to be successful (N ATO /C C M S, 1995; McKinnon 

and Joyner, 1996; Peuhkuri and Valve, 1996; Saez, 1996).

T a b le  3.6 : Pr o c e d u r a l  m e c h a n is m s  f o r  in v o l v in g  t h e  p u b l ic  in  p o u c y  a s s e s s m e n t

Public needs to  be informed o f : Agencies could  be required t o :
Explicit policies on place and 
outcomes relative to societal goals

Explicate and access existing policies

Consistency o f policies with each 
m ajor goal

Conduct policy audits; in itiate other and partic ipatory policy reviews

Im plicit policies in place and outcomes 
relative to m a jo r societal goals

Do class audits o f project ElAs to show cum ulative effects ignored; 
adhere to freedom -o f-in form otion  laws

M ajor em erging o r latent societal 
problem s

Sponsor and disseminate state-of-society reports com paring trends

Policies being reviewed or generated, 
new issues being worked on

Issue disclosure statements (os o f conflict o f interest)

New policies need considered Prepare Policy Assessment statements
Thinking behind policy decision token Trace Policy Assessment history o f decision
Policy m aking process Publicise internal procedures
Consistency o f plans and day-to-day 
decisions with explicit policy

Report decisions/plans in useful fo rm at

Actual outcomes of policies Conduct research, disseminate find ings
Public need to  be able t o : A gencies could be required t o :

Initiate policy audits Respond to petitions
Conduct policy audits Adhere to in fo rm ation freedom  lows
Initiate policy design/redesign Respond to petitions
Contribute to policy design (including 
policy on policy m aking)

Facilitate public input to fram ing problem s and options; a llow  
public servants to consult w ith publics; devolve power to local 
governments; mediate conflict to get w in-w in

Scrutinise policy proposals Enable public assessments before fina l decisions; fund interventions
Source: Boothroyd, 1995, fable 5, page  117

That m igh t require expensive surveys and public partic ipa tion  methods tha t are not only 

m ethodo log ica lly  and technically d ifficu lt but also po litica lly  d isputab le. Nevertheless, 

interviews conducted as part o f this thesis showed a degree o f optim ism  regard ing the 

app lica tion  o f public partic ipa tion  at a regional and national policy level.



A lthough a general scepticism on the feasib ility o f public partic ipa tion  at a regional level 

exists, examples o f its app lica tion  were found at that level. These include the public 

consultation survey fo r the preparation  o f the Strategic Planning G uide lines fo r  the G reater 

Dublin Area (Brady Shipman M artin  et al, 1999) and the incorpora tion  o f the sustainability 

SEA th roughou t all public partic ipa tion  stages o f the Regional Planning G uide lines fo r the 

South East o f England (SERPLAN, 1998a). A t a policy level, there are also positive examples 

of public partic ipa tion  w ith in the SEA process. Two SEAs o f Danish Bills showed that the 

involvem ent o f public-interest organisations, both during the p repara tion  o f the Bill and 

SEAs, and during  the actual politica l process in the Parliament, is not on ly feasible, but 

could also be bu ilt into legislative proposals in Denm ark (Elling and N ielsen, 1996). At a 

nationa l, governm ent policy level, the rap id developm ent o f in fo rm ation  technology, will 

potentia lly  enable early public partic ipation . The use o f Internet and e -m a il services is 

a lready em erg ing as an in form ation sharing exercise fo r governm ent departm ents and 

organisations. Its app lica tion  however, is m ain ly project-EIA oriented (Shillington and 

LeBlanc, 1995). An exam ple o f using the Internet to fac ilita te  pub lic  partic ipa tion  at a 

project-EIA level tha t could be proactively adapted at a SEA level, is the C anad ian  Federal 

Public Registry. The Registry holds all records produced, collected o r subm itted fo r the EIA 

of projects involving the federal governm ent and is accessible th rough the Internet (CEAA, 

1996). The extension, o f these technologies fo r actual docum enta tion o f the op in ion  o f the 

public is still restricted by the lim ited num ber o f Internet users. However, there can be 

optim ism  fo r the fu ture utilisation o f this media fo r  public pa rtic ipa tion . O ne such case is 

the public consultation exercise fo r the Irish N ationa l Developm ent Plan where Internet- 

based e-m ail was used th roughout the p lann ing process, includ ing the scoping stage.

3.7.5.4. Public participation in assessment/planning methodology 

A w ider defin ition  o f the term integration , could incorpora te  not only the in tegration o f 

m ethods and procedures, but also the integration o f social partners. It is the social 

in tegration , i.e. the 'in tegra tion  o f know ledge and decision m ak ing ' am ongst the various 

stakeholders o f the process such as the scientific com m unity, public adm in istra tors and the 

w ider public, tha t w ill influence the fina l outcom e o f an integrated SEA exercise (Bailey e t al, 

1996, p. 11; Conacher, 1995; M argerum  and Born, 1995). This type of in tegration , 

however, requires a change in the type, fo rm  and tim ing  o f com m unication  between groups 

with d iffe ren t interests and aspirations from  the current view o f in tegra tion  in the p lann ing 

process. The role o f the public is trad itiona lly  associated with m anda to ry  public consultation 

and statutory review exercises o f land use plans. It can also be extended to  cover the 

m ethodo log ica l part o f the exercise by scoping the sign ificant issues to be considered in an 

assessment [e.g. by having 'a  say' on the setting o f indicators) and being involved
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throughout impact monitoring. In turn, this implies that the definition of the term 

'practitioners' has to be widened, to cover all parties involved in information and 

knowledge gathering activities of an integrated exercise. As such, the members of the lay 

community can participate with technical experts in the integrated assessment through 

qualitative evidence, review panels and other social assessments (Bailey et at, 1996, p. 5).

3.7.5.5. Methodological implications of public participation 

The newly reserved role for public participation in the assessment methodology has direct 

implications for the other elements of integration i.e. methodological, procedural, and 

institutional [i.e. human resources) integration. The application for example of what Bailey 

e /a / (1996) suggests as an extended peer review, would benefit both the expert community 

and the w ider public. This would offer experts a forum to explain to the w ider public the 

technical issues involved in the assessment, and provide the public with the opportunity to 

communicate to the scientific community their 'knowledge about the world in which they 

live'. Margerum and Born (1995) recognise the fundamental role of the public in 

participating throughout all stages of the integrated environmental management process 

(Figure 3.4). As shown in Figure 3.4, it is acknowledged that consultation with agencies and 

public participation have different organisational needs. Both however, should be 

interactive and co-ordinated (Margerum and Born, 1995).

One of the methodological considerations for proactive public participation, relates to the 

way that uncertainty is dealt with and communicated. The integration of the public in the 

integrated process will require that the information that is communicated among a wide 

variety of users, has to be described in such a way as to encourage sim ilar evaluations of 

the data. This however, is not an easy task especially in an environment where 'uncertain 

conditions are inevitable and unavoidable' and when it is generally agreed that in an 

integrated assessment, 'striving for so-called scientific proof or zero uncertainty before 

acting is not a realistic approach' (Bailey ef ai, 1996).

One way to deal with uncertainty and the resulting subjective interpretation of information, 

is to open the methodological techniques to scrutiny. It is suggested that this can be 

attempted by i) using a Delphi type of methodology where interdisciplinary expert 

knowledge is combined by a modelling exercise (Bithas et ai, 1996), and where alternative 

goals from  different sectors of society are incorporated as priority weights within a m ulti

criteria decision making framework (Kahen and Sayers, 1996), or ii) through the use of 

integrated assessment computer models (Saez, 1996; Warner, 1996; Perdicoulis and 

Power, 1 996).
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F ig u re  3.4 : P u b lic  p a r t ic ip a t io n  a n d  a g e n c y  c o n s u l t a t io n  as  a n  in t e g r a t e d  exercise

WITHIN t h e  p l a n n in g  PROCESS

Public
Participation

Stakeholder
Involvement

Goal
Identification

Examination o f  
Interconnections

Reduction
Process

Inclusive View

Outputs

Source: M arge rym  a n d  Born, 1995, figure 1, page  378.

Before such approaches are accepted, questions have to be answered in re la tion to the 

means by which the partic ipants are chosen, and how the relative influence o f d ifferent 

representatives is reflected. Furtherm ore, the use o f com puter models has its lim itations, 

since the num ber o f partic ipants tha t can becom e actively involved in the developm ent or 

review o f the m odel, has to be restricted otherw ise the m odels m igh t becam e too 

com plicated. Saez (1996) m aintains tha t the m a jo r lim ita tion  o f m ode lling  techniques 

(especially when app lied  at a regional p lann ing level), is tha t they break down the prob lem  

o f developm ent, and project it in terms o f popu la tion  or industria l developm ent or other 

factors tha t are generated outside the model boundaries. As such, crucial interactive 

processes that occur during g roup discussions and public discourse are not included 

th roughou t com puter m odelling . Another way to deal w ith uncertainty w ould  be to 

recognise tha t m any im portan t factors in an integrated assessment are not num erical or 

cannot be quantified , and that since uncertainties are unavoidable, no single view w ill ever 

be com plete. Therefore, the recognition and com m unication o f uncertainty, as well as the 

deta inm ent o f a p luralistic attitude towards the sources o f in fo rm a tion , is an im portan t 

elem ent o f an integrated assessment. In tha t view, the com m unication  o f uncertainty can be 

seen as a way to increase public trust in the assessment process, and therefore facilita te  

im plem enta tion , since supplem entary non-scientific in fo rm ation  is integrated in the 

assessment process. The m ethodologica l challenge therefore w ould  be to m ainta in
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transparency while arriving at sufficient detail to adequately represent the problem (Bailey 

et al, 1996).

3.7.5.6. Procedural implications of public participation 

The integration of the public, in all aspects of the integrated assessment, will also have 

procedural implications. In order that the public, as well as other users of the integrated 

assessment, feel confident in the process, their involvement should go beyond the definition 

of the goals of the assessment. Their participation and review of the process, has to be 

exercised in the early stages of the process. The early identification of the key issues arising 

from proposed PPP policies setting the priorities of debate, will save both time and 

resources (Turpin, 1996). More importantly, the involvement of the public has to be iterative 

and reflexive i.e. issues are repeatedly reviewed at different stages of the assessment 

process through a feedback mechanism. It is im portant that throughout all types of PPPs, a 

pattern of iteration and review should develop, which will enable feedback between parties 

participating in the integrated process. The benefits from  policy 'sieving' are obvious since it 

results in better accepted measures and therefore increased chances for implementation. 

However, the time delays in the PPP approval process, and the financial implications and 

change in planning culture required to involve specialists from social scientists and

psychology, will pose difficulties to the possible implementation of an iterative participation

of the public. This is especially the case when the integrated assessment is applied at a

government policy level.

3.7.6. Integration of human resources

3.7.6.1. Interdisciplinarity: sharing information between departments

A factor that influences the integration of SEA and, as such, creates implementation 

problems, is that environmental policy in many countries is split up among many 

departments and bodies (Bouwer, 1993; Margerum and Born, 1995; Asplund and Hilding- 

Rydevic, 1996). A similar problem is the internal communication between different 

departments in a given organisation. Viewed 'from  outside', the integration may be 

considered successful, in the sense that assessment techniques and public participation 

alongside the PPP process are used. In reality however, it m ight be that SEA failed to 

highlight conflict areas and suggest alternative solutions to overcome the conflicts, as a 

result of the existence of different 'local rationalities' i.e. different understandings and 

standpoints of various departments within the organisation. The adoption of a 

multidisciplinary approach throughout the exchange of 'hum an resources' within 

organisations where SEA is integrated, is just emerging as an im portant determinant for 

bridging the departmental understanding o f potential problems and dealing with 

administrative inertia (NATO/CCMS, 1995; Bailey ef al, 1996; Asplund and Hilding-
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Rydevic, 1996; G ouldson and W elford , 1993). Recently, a new understanding is em erging. 

It is recognised tha t the generation and evaluation o f alternative solutions to p lanning 

problem s is not merely a technical issue. It also requires an in terd isc ip linary approach to 

p lanning through the sharing o f in form ation and views, so that the d istinction between 

'p lanners ' and 'technicians' is b lurred (Koernoev, 1999; Conacher, 1995; Asplund and 

Hilding-Rydevic, 1996).

Before po litica l w illingness and technological innovation make public partic ipa tion  fo r SEA 

at a policy level possible, policy-SEA has to rely on close co-operation  between the d ifferent 

ministries responsible fo r policies. This requires a type o f com m unication  between experts in 

these organisations that in some cases has not been envisaged before. The introduction of 

a 'he lp  desk' in the N etherlands fo r the 'Environm ental Test' o f governm ent proposals is an 

exam ple fo r provisions m ade to encourage in fo rm ation  sharing and technical assistance 

am ongst assessment and policy fo rm u la tion  team s (Kleinschm idt and W agner, 1997).

3.7.6.2. Interdisciplinarity: the role o f the scientific community

The adoption  o f an interd iscip linary approach to in tegrated SEA w ould require an 

enorm ous shift in the culture o f the scientific com m unity involved in SEA, as well as an 

'institu tional revo lu tion ' to change the way that institutions organise integrated-SEAs. As far 

as the scientific com m unity is concerned, the righ t m ix o f broad know ledge-base experts 

and specialists from  d ifferent disciplines would be appropria te  to undertake a full 

integrated assessment (M argerum  and Born, 1995; Asplund and H ilding-Rydevic, 1996). 

There are, however, at least two barriers associated w ith the adoption  o f this 

in terd iscip linary approach.

First, an elitism  and a lack o f fam ilia rity  o f areas outside an ind iv idua l's  particu la r fie ld of 

experience is suggested as being responsible fo r a reluctance to w ork w ith representatives 

from  less fo rm a lly  recognised scientific areas. It is characteristic tha t an early article about 

SEA expressed the worries o f certain scientific ElA-related disciplines tha t the introduction of 

SEA w ill render some disciplines redundant (Lee and W alsh, 1992). It is im portant, 

therefore, tha t the environm ental scientists involved in an integrated-SEA, w ork together 

and closely with other d iscip linary scientists such as social and po litica l scientists, 

economists, and physiologists.

Second, and as a consequence o f the first, environm ental policy makers put pressure on 

specialists to come up with defin ite statements on policy action, which com prom ises the 

capacity fo r adequately addressing and com m unicating  uncertainties and assumptions 

m ade th roughou t the process. As a result, a fear has been expressed that the trust
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placed in respected scientists m ight be compromised if uncertainty is not communicated. 

This situation is exacerbated in an integrated interdisciplinary assessment, in that different 

disciplines have different views or 'local rationalities' (Koernoev, 1999; Peuhkuri and Valve, 

1996; Saez, 1996; Asplund and Hilding-Rydevic, 1996), which makes communication with 

the uninitiated difficult: '... fo r example, an economist has developed skills within a 

discipline that operates with a certain view o f  society a nd  this view w ill typically influence the 

way that the ind iv idua l interprets and  analyses in form ation.' (Bailey et al, 1996, p. 5-6).

3.7.6.3. Interdisciplinarity: institutions

The scope and form  of SEA, is contingent upon the institutional frameworks that are in 

force. It is partly due to existing institutional structures that SEA can be used to either 

operate as part of an integrated process incorporating other socio-economic factors, or as 

a separate approach focusing only on biophysical factors. Institutions, therefore, should 

undertake structural and cultural changes in order to successfully accommodate integrated 

frameworks of assessments (Warner, 1996; Bailey et al, 1996; Saez, 1996; Margerum and 

Born, 1995; Tywoniuk, 1989; Perks et al, 1996; Sadler, 1996). The International study of 

the effectiveness of SEA (Sadler, 1996), identifies the existence of compartmentalised 

organisational structures, as one of the institutional barriers to the introduction and 

implementation of SEA. It also recognises that an integrated approach to SEA implies a 

change in organisational structure. The existing fragmentation of structures within 

institutions means that the sectoral division of political powers and agency responsibilities 

curtails the consideration of environmental matters. Institutional fragm entation and sectoral 

isolation, has been highlighted in the Brundland report, which identifies on institutional gap 

in planning fo r development, which must be closed. The institutional gap is that ‘ Those 

responsible fo r m anaging natura l resources a nd  protecting the environment are 

institutionally separated from those responsible fo r m anaging the economy. The rea l world  

o f interlocked economic and  ecological systems w ill n o t change; the policies a n d  institutions 

must.' (WCED, 1987, p. 9).

This institutional fragmentation has deep roots in the economic values that dominate 

modern societies. As long as 'we seek individual enhancement to the detriment of long

term community stability', it is inevitable that institutional constraints will be fa r from  being 

eliminated. Rickson e /o /(1 9 8 9 ) maintain that institutional integration of impact assessment 

into the planning process, is severely constrained by obvious public concerns fo r economic 

well-being, government fiscal goals, and those of powerful private industrial and business 

sectors. Limited societal support base is currently mirrored in the application of SEA 

worldwide. This lack of public support for SEA, is indicated by low degrees of activism and 

of political influence by public and community groups (Sadler, 1996).
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It is inevitable that the political context within which an integrated-SEA operates, influences 

the institutional capacity of a given organisation (Saez, 1996; Boothroyd, 1995). There are 

nevertheless a number of principles that, if adapted to politics and culture, can facilitate an 

integrated approach to inter-disciplinarity.

First, institutions responsible fo r decisions on policy making should provide the participants 

of an assessment, with trust and confidence in the procedures. In order that public 

acceptance of the outcome of the assessment is established, institutions should provide on 

environment of collective ownership of the process, or shared responsibility. Institutions 

organising an integrated-SEA should give the message that users and participants are an 

integral part of the process rather than being separated from the process 'as customers of 

a product' (Bailey et at, 1996). The trust amongst participants in the process will be further 

enhanced by the actual implementation of the decision made, as opposed to treating 

assessments as 'paper exercises'. Margerum and Born (1995) argue that the question of 

how one puts integrated approaches into practice, is perhaps the most vexing and 

significant question in the quest fo r the 'holy gra il' of integration. They also maintain that 

without greater understanding of how integrated management is implemented, the concept 

of integration is in danger of becoming little more than professional jargon and political 

rhetoric. This is especially the case in Greece with a planning system notorious for its 

implementation deficiencies and reactionary approach to decision making (Zagorianakos, 

2000b). In the case of regional land use planning in Australia, a country with a longer 

tradition in environmental management than Greece, implementation is also poor. 

Conacher (1995) identifies the following reasons behind 'im plem entation deficit' that 

follows plan adoption: i) the plan may be outdated, ii) the recommendations maybe too 

vague, or unrealistic in relation to available resources, and iii) the people involved in the 

planning study view the process to be the product.

Second, disciplines tend to operate in complete isolation from each other. Institutions 

should aim to provide more open discourse between them, by allowing fo r the expression 

of conflict, when it arises rather than not discuss it fully. This is not to suggest that obtaining 

collective consensus between all participants would be always achievable. It is vital to 

recognise that ' ... the way a pub lic  decision is arrived at, is as im portant as the actual 

decision made.' (Bailey et at, 1996, p. 8). Therefore, process adm inistration probably 

needs to become more proactive in the future (Sadler, 1996). This m ight come about partly 

by the establishment of appropriate administrative guidance, so that co-operation amongst 

experts is strengthened, and public confidence in the integrated process is maintained.
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Third, institutions should also provide a 'sa fe ' and com fortab le  environm ent fo r their 

expertise. It is im portan t, tha t they provide a w ork ing  environm ent where uncertainties and 

errors are identified and com m unicated, w ithou t com prom is ing the trust tha t is placed in 

the assessment team . The lack o f sensitivity o f responsible agencies can be a substantial 

barrie r to sharing in fo rm ation  and co -ord ina tion  (Conacher, 1995).

Finally, this type o f in tegration o f hum an resources w ith in an organ isa tion  m ay require the 

establishm ent o r reorganisation o f some type o f fo rm a l institutional structure, to oversee 

and provide a vehicle fo r in form ation  exchange and co-operation  between partic ipa ting  

parties and disciplines. As a first step, institutional aud iting  and 'm a p p in g ' can be used to 

identify the constraints and opportun ities tha t app ly  in a particu la r jurisd iction. This w ill 

enable the fo rm u la tion  o f a strategy and measures tha t p rom ote  institu tiona l capacity 

bu ild ing , and tra in ing  (Sadler, 1996). In o rder tha t iteration and feedback mechanisms are 

effective and as cost-efficient as possible, it m ay be necessary fo r new adm inistrative 

structures to be created either w ithin o r outside a given organ isation . An exam ple is the 

establishm ent o f a C om m onw ealth  EIA Research Agency whose brie f is to  put emphasis on 

incorpora ting  Ecologically Sustainable Developm ent into EIA, and the deve lopm ent o f CIA 

and SEA. These or s im ila r bodies can act as central bodies fo r the practitioners o f an 

integrated-SEA exercise, and can provide the in terd iscip linary w ork ing  environm ent where 

potentia l links with existing institutions can be encouraged (Bailey, 1996). According to 

OECD (1996), some key institutional structural changes a im ing  at im proving the 

environm ent-econom y perform ance o f national institutions' should include the developm ent 

o f environm enta l expertise w ith in sectoral econom ic m inistries, as well as the developm ent 

o f econom ic expertise w ithin environm ental m inistries.

A nother relevant issue fo r institutional change is the review o f the assessment by an 

independent body o f experts tha t is fo rm ed outside the organ isa tion  carrying out the 

assessment. Ideally, the assessor is not financ ia lly  dependent on the user o f a SEA or on 

any stakeholder. N ooteboom  and W ieringa (1999) suggest tha t at a policy SEA level, the 

independent agency tha t undertakes or reviews the SEA should pre fe rab ly  receive its budget 

directly from  Parliam ent. In an integrated SEA exercise, there is an em erg ing  recognition fo r 

the need fo r independent overseeing o f process im plem enta tion , agency com pliance, and 

governm ent-w ide perform ance. This w ill prom ote transparency th rougho u t the process, and 

thus prom ote trust am ongst the partic ipants o f the integrated assessment (Partidario, 1992; 

W arner, 1996; Sadler, 1996; N ooteboom  and W ie ringa , 1999).
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3.7.6.4. Types of structural change

Institutional responses to environm ental p lann ing and m anagem ent can significantly 

influence the way that an environm ental m anagem ent tool like SEA actually integrates 

environm ental considerations. Both governm ental and non-governm enta l institutions 

therefore, face challenges in develop ing these responses. The im plem enta tion  of 

environm ental policies by institutions with statutory powers can prove to be adm inistrative ly 

complex. O ne  possible w ay o f coping with complexity, is the g ran ting  o f add itiona l 

resources to existing institutions or even creating new ones. This approach  however, risks 

creating cum bersom e and ineffic ient bureaucracies. Another option  is to im prove the cost- 

efficiency o f existing institu tiona l structures. At a nationa l policy level, a variety o f structural 

changes regard ing the institutions responsible directly o r indirectly, fo r  environm enta l policy 

m aking have been in troduced and integrated into the existing adm in istra tive system. One 

sign ificant trend in some countries has been the creation o f 'environm enta l support units' 

w ithin sectoral m inistries, especially w ith in transport, agricu ltu re  and energy departm ents. 

As a result, environm enta l issues and those related to environm ental assessments are dealt 

with routinely w ith in  these m inistries, rather than being 'fo rce d ' on them  from  outside i.e. by 

Environment m inistries. S im ilarly, this 'in te rna l' type o f 'hum an resources' in tegration 

applies to the Environm ent m inistries and other public sector environm enta l m anagem ent 

agencies, which expand the ir internal capacity fo r the consideration o f socio-econom ic 

issues. Both o f these developments should enhance the ab ility  o f both groups to develop 

and im plem ent m ore coherent environm ent-socio-econom ic policies (OECD, 1996).

The num ber o f countries tha t have created in terdepartm enta l structures such as inter- 

m inisteria l w ork ing groups or C ab ine t level Com m ittees fo r the purpose o f fac ilita ting  issues 

of environm enta l in tegra tion  is increasing. The establishm ent o f the Irish G reen Network of 

Departm ents is such an exam ple. This is an inter-m in isteria l g roup , representative o f those 

departm ents where attempts are underway to in tegrate environm enta l considerations. The 

co-operation  am ong various Departm ents resulted in a type o f governm ent policy-SEA 

called Eco-Audit. Their recom m endations fo r the Eco-Audit as a process are submitted to 

the 'G reen N etwork o f D epartm ents ', which w ill m ake fina l recom m endations on how to 

fu rther develop the approach . O the r institutional arrangem ents fo r a w ide r in tegra tion  are:

•  CO M HAR - the Irish social partners consultative body (G ol, 1997),

•  the C anad ian  N a tiona l and Provincial Round-tables on the Environm ent and the 

Economy, which draws together representatives from  business, governm ent, and the 

pub lic  together to  generate strategies fo r Sustainable D evelopm ent (OECD, 1996), 

and

• the Interdepartm enta l Com m ittee on Environmental Assessment which represents
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m ore than a dozen departm ents and agencies o f the governm ent o f C anada 

(FEARO, 1992).

Institutional reform  also rem ains la rge ly po litica l and, as such, it is la rge ly dependent on 

the decentralisation o f responsibilities fo r environm ental decision m aking , as is the case in 

New Zealand and the Netherlands. This is also the case in the N etherlands ' W ater Boards, 

where institutional changes m eant tha t a la rger and m ore econom ica lly  diverse portion of 

the popu la tion  is now em pow ered to elect G eneral Councils. This re form  allows a broader 

range o f interests to be reflected in Council decisions, which should result in m ore 

integrated decision m aking (OECD, 1996).

The in tegra tion  o f environm enta l assessment into the decision m aking system o f a given 

country is strongly influenced by the countries' efforts to  consolidate the ir environm enta l 

legislation. This issue is particu la rly  re levant to the south European p lann ing  and EIA 

systems. A positive exam ple is New Zea land 's  Resource M anagem ent Act (1991) which 

consolidates 75 fo rm er States into a single Act (M organ e f a l, 1991; H ipkins, 1989). It also 

makes it a duty o f policy m akers to  assess the costs and benefits o f e ffic ien t and effective 

means o f prom oting  sustainable land use, in add ition  to requ iring  in tegrated m anagem ent 

o f po llu tion  and waste. C anada and the UK have also taken steps to  consolidate their 

environm ental legislation (Perks e f a l, 1996).

Finally, new institutions have been created to prom ote environm enta l in tegra tion  at a 

nationa l and in ternational level. A t a nationa l level, the UK Round Table on Sustainable 

Developm ent is such an exam ple. C anada  has established a C om m issioner o f the 

Environment and Sustainable Developm ent in the O ffice  o f the A ud ito r-G ene ra l. The role of 

the C anadian Council o f M inisters o f Environment on environm enta l in tegra tion  is also 

im portan t (Perks e f al, 1996). This C om m issioner w ill hold the governm ent public ly 

accountable fo r 'g re en ing ' its policies, plans and program m es. Each governm ent 

departm ent w ill be required to  p repare  a Sustainable Developm ent strategy, which in turn, 

will be evaluated by the Com m issioner. A t an in ternational level, s im ila r institutions include 

the United Nations C om m ission on Sustainable Developm ent, The G loba l Environment 

Facility and the various institutions connected to the C lim ate C hange and the Biodiversity 

Conventions (OECD, 1996).

3.7.6.5. T im e and financia l costs 

Another issue pertinent to  the in tegra tion  o f hum an resources w ith in  the institution or 

organisation p reparing  an integrated SEA, is the tim e and financia l costs involved.

90



T a b le  3 . 7 : T y p o lo g y  o f  in te g r a te d - S E A

TYPES OF in t e g r a t io n  
►

TYPES OF PPPS -
PROCEDURAL EXTERNAL METHODOLOGICAL SUBSTANTIAL SOCIAL HUM AN

RESOURCES
Project-EIA

Bichard, E., 1996; 
Newton e ta l,  1996;

Screening

Franks, 1 996 NG O s becom ing m ajor 
actors in the decision 
process

Interdiscip linarity in 
project appra isal

Neetjes, 1996 M onitoring NG O s partic ipation
Lee and Kirkpatrick, 
1996

M ethodology

Tywoniuk, 1989 early integration
Programmes

Karatas. And Payaslioglu, 
1996

integrated m ethodology

La n d  p u S n in g

W arner, 1996 para lle l processes integration o f regional 
p lanning and EIA

IFLUE method 
(Suitability assessment 
approach); scoping; 
thresholds

Institutional
capabilities

Conacher, 1994 public partic ipation im plem entation
difficulties

Perdicoulis and Power, 
1996

Simulation m odelling 
method

Turpin, 1996 environm ental 
m anagem ent plan

scoping; thresholds; 
alternatives

m onitoring Co-operation developers- 
landowners

G root, 1995 integrated m ethodology
M anning, 1995 procedural steps
Asplund and H ild ing- 
Rydevik, 1996

early integration interdisciplinarity

Perks e ta l, 1996 integration o f methods integrate stakeholders institutional changes
Lerman, 1994 linkage with project-EIA interdisciplinarity
M cKinnon and Joyner, 
1996

connectivity o f sectors public partic ipation fragm entation of
responsibilities
(institutions)

Lichfield, 1996a; 1996b; 
1996c; 1992; Lichfield 
end Lichfield, 1992

Iterative tiering (development 
p lanning and project- 
EIA)

consideration o f social 
impacts; integration of 
CBA, CIA and EIA

integrated
docum entation

distribution o f impacts to 
social groups

interdisciplinarity

Curran and W ood, 1996; 
Curran, 1995

cyclical process extension to regional, 
transport planning

sustainability appraisal public partic ipation
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T a b le  3 .7 : T y p o lo g y  o f  in te g r a te d - S E A  ( c o n t in u e d )

TYPES OF INTEGRATION 
>

TYPES OF PPPS -
PROCEDURAL EXTERNAL METHODOLOGICAL SUBSTANTIAL SOCIAL HUM AN

RESOURCES
Gariepy, and Jacobs, 
1996

linkage with project-EIA

Partidario and 
Eggenberger, 1999; 
Eggenberger e /o /, 1998

Parallel processes connectivity of sectors consideration o f social 
and economic impacts

integrated
docum entation,
m onitoring

public partic ipation Institutional
capabilities

Reg io nal  planning

Saez, 1 996 Simulation m odelling Local partic ipation
Kasyanov, 1996 Economic Valuation 

m ethodology; 
environmental 
standards

Conacher, 1 995 early integration, regular 
reviews

co-ord ination of 
p lanning with 
governm ent policies

integrated land use 
planning m ethodology

in form  com m unity in 
decision m aking

institutional barriers 
(sensitivity o f 
agencies)

M orgerum  and Born, 
1995

early integration; 
scoping

co-ord ination ; conflict- 
resolution

interactive
approach;
interconnection of
agencies;
interdisciplinary
approach

N atio nal policy <
Blthos e f at, 1996 Delphi method
Kahen and Sayers, 1996 multi-criteria analysis
Bouwer, 1 993 general criteria environm enta l policy 

split over different 
departments

HIpkins, 1 989 consolidate
legislation

Boothroyd, 1995 simultaneous, 
continuous, early and 
iterative

tiering not adequate new policy assessment 
m ethodology

public partic ipation not 
consultation

politica l interests
dom inate
assessment

Elling and Nielsen, 1996 early integration public partic ipation in 
policy SEA

FEARO, 1992 m onitoring interdisciplinarity
CEPA, 1994a early integration tiering lack of data institutional

integration
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T a b le  3 .7 : T y p o lo g y  o f  in te g r a te d - S E A  ( c o n t in u e d )

TYPES OF
in t e g r a t io n  ►
TYPES OF PPPS

PROCEDURAL EXTERNAL METHODOLOGICAL SUBSTANTIAL SOCIAL HUMAN
RESOURCES

A ll PPPs

Arm our, 1989 early integration organisational
integration

subjectivity synthesis o f reports consultative integration technical or 
disciplinary 
integration

Smith, 1993 Iteration new m ethodological 
fram ework

integrate stakeholders institutional
arrangem ents

Devuyst, 1 999 new m ethodological 
fram ework

MSSC, 1994 capacity build ing
N iekerk and Arts, 1996 early integration integrate sectoral SEAs; 

tiering with EIA
integration o f reports

G osling, 1 996 Iteration
Therivel and Partidario, 
1996; Partidario 1996; 
Partidario, 1992

early in tegration; 
paralle l processes

Tiering cumulative impacts, 
alternatives

separate report public partic ipation in 
scoping and throughout the 
process

institutional change, 
independent agency

Sadler, 1996; Sadler and 
Verheem, 1996; Sadler, 
1995a; Sadler, 1995b

tiering, good tim ing, 
continuous process

tiering o f SEA with EIA adaptation of project- 
EIA methods

statement o f no 
significance

guidelines fo r public 
partic ipation

W ood, 1995 Tiering m ethodological
difficulties

politica l difficulties, 
tra in ing , cost 
effective tools

CEAA, 1996 link SEA with EIA scoping, cumulative EA, 
m onitoring

brief docum entation 
through scoping

conflict resolution 
mechanisms

Nooteboom  and 
W ieringa, 1999; Bailey et 
at, 1996

transboundary impacts; 
tiering (lEA-SEA-EIA)

com puter models, 
complexity

m onitoring public partic ipation and co
operation and participants

independent agency

DMHSPE, 1999 Tiering cumulative impacts, 
alternatives
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The research related to these issues is lim ited, which can be partly a ttributed to the fact that 

SEA is not legislatively form alised yet, and that (especially in an integrated-SEA process) it is 

d ifficu lt to distinguish where a particu lar SEA procedura l stage starts and a PPP stage 

finishes. Therivel and Partidario (1996) briefly referred to  this issue th roughou t the 

exam ination o f several SEA case studies. The particu la r case studies discussed, were of 

good quality, rang ing  from  10 months to several years, w ith correspond ing ly high costs 

[e.g. $ 6 2 3 ,0 0 0  fo r the SEA o f the San Joaquin C ounty com prehensive plan). There is, 

however, lim ited evidence o f the costs and benefits o f SEA in practice. This is especially the 

situation when SEA is carried out internally, in which case the costs m ay be m ore d ifficu lt to 

identify since the SEA may be closely linked to the PPP-moking process m aking them 

indistingu ishable (Therivel and Partidario, 1996). This thesis assumes that, given the 

adm in istra tive flexib ility , o rgan isa tiona l capacity and a p p rop ria te  expertise o f the institution, 

the internal prepara tion  o f an integrated-SEA w ould be m ore cost-effic ient and less tim e 

consum ing, than if resources were com m itted to an external consultancy. The tim e and 

financia l costs from  in itia ting a SEA is an issue quite pertinent to an integrated exercise, as 

these m igh t cause the p lanning budget to rise considerably. This is an obvious result of:

•  a llow ing  the partic ipation o f one or m ore m anagem ent approaches at every stage 

o f the PPP process and in particu lar with feedback loops at various stages,

•  the partic ipa tion  o f the public, and consultation w ith a w ide range o f groups,

•  the possible recruitm ent o f expertise to deal w ith integrated m ethodologies, and 

most im portantly

•  the extension o f the SEA process after PPP-making, to the m onito ring  of 

im plem entation.

These responsibilities o f an integrated-SEA exercise m igh t be considered an extra financia l 

burden in the p lanning process, and create hesitance in re lation to  its app lica tion . 

Institutional capacity, and adm inistrative flexib ility and efficiency, are the keys to successful 

app lica tion  o f an integrated-SEA scheme. It is not surprising tha t current in ternational 

practice on procedura l SEA guidance allows fo r considerab le flex ib ility  in approach by 

p roponent agencies (Sadler, 1996). The current thesis assumes that in ternal prepara tion  is 

o f pa ram oun t im portance fo r cost m in im isation. Because o f its iden tifiab le  and m easurable 

nature, it was included in the evaluative fram ew ork (Table 2.2). D uring a period where 

practical experience in SEA, and m oreover integrated-SEA is lim ited, the role o f consultants 

or m ixed approaches to SEA preparation  is o f prim ary im portance.

3.8. Conclusions

This chapter traced the 'in tegra tion  foo tp rin ts ' th roughou t the relevant environm ental
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management and planning literature (Table 3.7), and provided the definition of the term 

'in tegration ' that is adopted in this thesis. A number of criteria were selected, which 

document the existence of each type of integration. These criteria were grouped into a 

meaningful structure called 'evaluative fram ework', that enabled the documentation of the 

experience of integration in the selected regions.

The development of a typology of SEA integration presented in this chapter, brings to an 

end the theoretical part of the research. It is appropriate therefore to conclude with a brief 

presentation of the contextual factors found in the literature that preclude the application of 

SEA in different programm ing, planning and policy settings, before the empirical part of the 

research which tests the 'evaluative fram ework' developed here, follows in the next chapter.

In particular the public administration structures that are responsible fo r managing the SEA 

process have been accused for lack of effective co-ordination (both between sectoral 

departments within an organisation and between organisations) and efficiency. This is the 

result of the complexity of the environmental and socio-economic issues that need to be 

considered simultaneously in an integrated SEA, and the involvement of many 

organisations in sequence, into parallel procedures. There is a fear therefore that the 

incorporation of SEA and the general public into PPP making, m ight result in a waste of 

time and resources, duplication of efforts, loss of connectivity between project-EIA and SEA, 

and ultimately lead to the poor quality of the outcome of the integrated SEA. This situation 

is exacerbated by the cyclical, iterative, participatory and cohesive [i.e. connected with other 

PPPs) rather than the linear, one-off, non-transparent and isolated nature of the PPP 

making in practice.

The lack of research on the appropriate assessment, participation and communication 

methods to be used in SEA is another issue related to its limited application. The difficulty 

lies on the complexity of problems involved in the assessment and the constant changes 

and interactions of policy making. This is especially related to the dom ination of economic 

considerations over socio-economic ones throughout PPP making, which is directly related 

to the highly political character of the issues that SEA examines. Furthermore, the methods 

used in project-EIA are not always transposable to SEA, the impact predictions of which are 

subjected to greater uncertainty and are less quantifiable due to different levels of detail 

and have greater variety due to the heterogeneity o f the nature of a w ider range of PPPs. 

Also, at that high level of decision making, information is scarce, data is often too general, 

or centralised, or too dispersed, or difficult to interpret and the time-lag between
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decision and im plem entation is la rger com pared to the project level o f assessment. Finally, 

despite tha t m onito ring  is considered to be o f param oun t im portance in strengthening 

future practice on SEA, is still one o f the weakest SEA requirem ents, in term s o f both 

statutory provisions and techniques.

The role o f the scientific com m unity is equally im portant. Even if SEA has been undertaken, 

it m ight be tha t its docum entation is not clear or even not existent all together. A ba rrie r to 

effective docum enta tion and com m unication o f in fo rm ation  in SEA (as well as in PPP) 

docum ents is the com m on use o f ja rgon o r discip line-scientific te rm ino logy and acronyms 

that could potentia lly  be used deliberate ly by scientists and policy specialists to exclude 

some partic ipants from  discussing the issues concerned. Scientists and SEA practitioners 

have also been accused fo r being responsible fo r a reluctance to w ork w ith representatives 

from  less fo rm a lly  recognised scientific areas, thus rendering d ifficu lt the deve lopm ent o f an 

in ter-d isc ip linary culture which is necessary fo r the successful app lica tion  o f an integrated 

SEA. The 'p ro tec tion ' o f professional and social 'status' o f planners/SEA practitioners which 

is cemented in the individua l discip line 's 'loca l ra tiona lity ' seems to be partly  responsible 

fo r the d ifficulties related to the lack o f com m unication o f in fo rm ation  between departm ents 

and the necessary lack o f co-operation between experts, agencies, N G O s and the public. 

Adm inistrative and political structures also contribute to  this. The qua lity  check o f the SEA 

process is usually undertaken by the same organisation tha t is responsible fo r  supervising 

the assessment rather than by an independent body o f experts. This results in the lock of 

transparency in the process and u ltim ately in the lack o f trust in the environm ental 

credentials o f SEA.

The role o f legislation is equally im portan t in prom oting  the use o f SEA. The enactm ent o f a 

EU-wide Directive on SEA w ill be a positive step towards this direction. The enforcem ent 

however o f environm ental legislation is sometimes weak in some countries. In particu lar, 

south EU m em ber states and eastern European countries that w ill jo in the EU in the future 

lack the appropria te  infrastructure, resources, institu tional capacity, cod ifica tion  of 

legislation and support by the public to effectively im plem ent the proposed SEA Directive's 

requirements.

The above suspending factors fo r the in ternational app lica tion  o f SEA provide the canvas 

fo r the developm ent o f the defin ition  o f SEA in tegration adopted in this thesis. The defin ition  

that fo llows should therefore provide the rational fo r exposing and b ridg ing  the above 

im plem enta tion  gaps found in practice and enhance the theory and practice o f
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integration.

Briefly, an  integrated-SEA exercise should u nder take  a p rocedura l  m erg ing  i.e. both 

processes  should be parallel, continuous a n d  iterative. It has  to be  'objectives-led ' i.e. 

environm enta l objectives should be  included from the beginning  of the exercise a longside  

socio -econom ic ones. It should be  connected  with assessm en ts  an d  PPPs a t  a  higher, lower 

an d  similar level of decision m aking. It should equally  partic ipa te  with o ther socio

econom ic  m eth o d s  in the PPP m aking. It should be  t ra n sp a re n t  by justifying the 

environm ental reasons  for taking a decision. It should widen its social scope  by inviting the 

public a n d  interest g roups  a t all s tages  of the assessm ent.  Finally, it should  provide an  

interdisciplinary working environm ent that  p rom otes  expert co -opera tion  a n d  institutional 

ch an g e .

This definition (see also  p a ra .  1.3.5), an d  the resulting 'evaluative fram ew ork ' (Table 2.1), 

undoubted ly  represents  an  original contribution to the SEA/integration field of research. 

The validity of this s ta tem en t is supported  by the fact th a t  the e labora t ion  of the  typology on 

SEA integration p resented  here, is un ique in as  fa r  a s  it h as  not b ee n  a t tem p ted  before in 

this current d e g re e  of scale an d  com prehensiveness. The only a t tem p t tha t  can  thematically 

b e  c o m p a re d  to it, is Partidario a n d  E g genberger 's  research  project 'o n  the integration of 

SEA a n d  land -use  p lann ing ' (Table 3 .1 ;  Partidario an d  E ggenberger ,  1999). However, this 

can n o t  com prise  'a n  original contribution to the SEA/integration field' in the  way tha t  this 

thesis do es ,  for two reasons. First, it is a  research project a n d  a s  such there  is no  theoretical 

accoun t  b ase d  on the international literature of the term  integration, a s  w as  the  case  with 

this thesis. It represents  a research proposition to be  tested in practice in o rd e r  to bring 

forw ard 'b es t  practice case  studies' on SEA integration ra the r than  attem pting  to define the 

term integration"*. Second, Partidario an d  E g g en b erg er 's  m odel of in tegration app lies  only 

at a lan d -u se  planning  level w h ereas  the notion of in tegration su g g es ted  in this thesis has  a 

wider sco p e  b ase d  on the international literature [i.e. includes all PPPs, sectors an d  

countries). It can  therefore  be  concluded  that  the definition of SEA integration  ad o p te d  in 

this thesis is the only com plete  definition tha t  applies  to  all PPPs w h ere  SEA is in tegrated. 

After testing this evaluative fram ew ork  in Athens, Dublin an d  London, a  revised 'evaluative 

f ram ew ork ',  which applies  only a t the transport  context of SEA practice in these three 

regions, is p resented  in the last ch ap te r  (chapter 9).

The definition o f SEA-integration is impHcitly based on Partidario’s PhD thesis (Partidario, 1992) which adopts a 
pragmatic definition o f SEA which ‘incorporates elements o f  both land-use planning and SEA processes’. In 
Partidario’s thesis, the ‘integration o f SEA’ was deemed to be an ideal goal, which should be the long-term go^l^of 
planning. This is the approach that this thesis adopts.



As the thesis now turns from a theoretical to a practical side, the follow ing question arises: 

How feasible it is to put the theory of integration into practice? Undoubtedly, the barriers to 

a successful SEA integration, at least under the definition adopted in this thesis, seem to be 

insurmountable. The underlying reasons tor the difficulties behind the task of integration 

remain obscured, non-quantifiable, and probably outside the confines of strictly defined 

scientific paradigms. The reasons are extended to cover the ethos of the society as a whole, 

within which, SEA and planning operates. As Armour (1989, p. 10) puts it ‘ Integration does 

not come easy in a world characterised more by competition than cooperation, where 

mastery o f  means has not been coupled with a dea r sense o f  ends, and  where a shared  

environmental and  ethic o r consensus on principles o f  social justice are still woefully 

lacking.' According to Margerum and Born (1995), the concept has become something of 

a 'ho ly g ra il', for which students have searched with only limited success. Although more 

than a decade ago, effective integration of EIA and planning was viewed as 'the imperative 

of the nineties' (Armour, 1989), progress on integrotion is still slow.

Integration, a concept with similarities to Sustainable Development, m ight better be seen as 

a goal that is always strived for, but never truly reached (Margerum and Born, 1995). 

Integrated-SEA is still in its infancy and, as such, agreement on definitions m ight be more 

vital than setting implementation targets. It might be more constructive at this stage in the 

evolution of an integrated approach to SEA, to foster a debate on a commonly accepted 

vision of integration, which in turn, will foster the unification of efforts towards 

implementation.
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4. Transport-SEA in Athens, Dublin and London

4.1. Introduction

Chapter four provides background information on the three regions Athens, Dublin and 

London examined in this thesis. It presents their basic socio-economic and geographical 

characteristics, focuses on their land use and transport policies, and highlights their 

constitutional, administrative and legislative profile.

The final sections briefly present the EIA Directive's enactment in the three countries, and 

conclude with a comparative synthesis of the above issues where similarities and differences 

between the regions are highlighted.

4.2. Physical and Human Geography

With an area of 132,000 km^ and a population of 10,507,600 in 1998, Greece occupies 

the south east tip of Europe. The country is mountainous, making road communications 

difficult and over 400 islands lie around its coasts. Notwithstanding its overall low 

population density (79 persons per km^ in 1998), there is a high concentration of 

administrative and economic activity in its major cities, Athens, and Thessalonica.

Athens has almost one third of the country's population {/.e. 3,465,000 people in 1995) 

and an even larger proportion of its industry. Athens air pollution problems have become a 

significant health and tourist, and hence political, issue and have helped in the creation of 

Greek awareness of environmental degradation (MEPPPW, 1995; CEC, 1993).

The island of Ireland lies on the western tip of Europe. Its total surface area is 70,000 km^ 

and its population was 3,626,087 persons in 1996 (51 persons per km^). Ireland has a 

mountainous coast with a low-lying central plain. The Greater Dublin Area (Figure 4.1) 

covers an area of 6,986 km^ and comprises of 10% of the area of Ireland. It is dominated 

by the built up area of Dublin (the capital) which includes Dublin city centre and its suburbs.

The United Kingdom of Great Britain and Northern Ireland consists of England, Wales, 

Scotland and Northern Ireland. It is situated in the north west part of Europe and contains 

some 58 million people (in 1998) at a density of 242 persons per km^. It covers an area of 

245,000 km^ and the total coastal length is 12,400 km.
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F ig u r e  4 .1 :  M a p  o f  G reater D u b l in
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Source: Brady Shipm an M artin  e t at, 1999, m ap 1, page  Hi.

4.3. Socio-economic characteristics

This section m ain ly  examines a num ber o f socio-econom ic features o f the three regions, as 

well as the ir respective countries, such as their GDP level and unem ploym ent rates.
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F ig u re  4.2: M a p  o f  G r e a t e r  A th e n s

Source: OPEPA 1995, m ap  2, page  2

4.3.1. Greece and Athens

From the end of the 80s , the priorities of the programm e for economic convergence with 

the European Union have largely determined the course of the Greek economy. In contrast 

with the preceding period of fast development, the Greek economy, compared with other 

EL) countries, has been characterised by slow rates of growth. In 1997 the GDP per head of 

population was less than half [i.e. 66 PPS) that of Ireland and the UK [i.e. 102 PPS, Table 

4.1).
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Fig u r e  4 .3 :  M ap  o f  G reater Lo n d o n
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Source: London Research Centre, 1999.

At the same time, the inflow of resources from Community funds through the Community 

Support Framework (CSF) and other EU programmes have, sim ilar to Ireland, influenced 

public investment as well as the determination of environmental policy and legislation. The 

rate of unemployment rose from 4% in 1981 to 10.7 in 1998 (Table 4.1).

As with the other two regions examined in this thesis, the capital Greater Athens (Figure 

4.2) has the highest population, density, and economic activity in the country. Over 30% of 

Greece's population lived in Greater Athens in 1991, although it accounts fo r only 1.11% 

of the country's area. The population density in Greater Athens is estimated os 2,357 

pers/km^ and in the prefecture of Attica (which includes Greater Athens) is 1,136 persons 

per km^. This over-concentration of people and activities poses difficulties fo r regulating the 

development of the city through planning in Greater Athens.

The GDP per capita in the Attica region was 75 PPS in 1997 and the per capita income is 

10-15% higher than that of the rest of the country (MEPPPW, 1997a). It has to be noted that 

Attica and Greater London (Figure 4.3) are NUTS 2 regions with maximum value of 

regional per capita GDP in PPS 74 (Attica) and 139 (Greater London).
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Table 4 .1 : T ransport-related statistics for Ath e n s , Lo n d o n  a n d  D ublin

Comparative indicators Greece Greater Athens Ireland Greater Dublin UK Greater London
Location in Europe South-east north-west north-west

Surface area (km^) 132,000 1,470 (Greater 
Athens) 

3,696 (Attica)

70,000 6,986 (Greater 
Dublin)

922 (Dublin 
Region)

245,000 1,578 (Greater 
London) 

322 (inner 
London)

Area coverage o f regions, as a 
percentage o f the country's area

1.11% (Greater 
Athens) 

2.8% (Attica)
.

10% (Greater 
Dublin)

1.3% (Dublin)

0.6%

Population 10,507,600
(1998)

3 .465.000 in 1995 
(Greater Athens)

4 .200.000 in 1997 
(Attica)

3,626,087 in 
1996

1,405,671 in 
1996 (Greater 

Dublin) 
952 ,692 in 

1996 (Dublin 
Region)

58 ,037 ,000  in 
1998 (UK)

48,903 ,400  in 
1 997 (England)

7,187,000 in 
1998

Population density (inhabitants per 
Km^)

79.6 (mid 1998) 2,357 in 1995 
(Greater Athens) 
1,136 in 1997 

(Attica)

50,9 (in 1993) 201 in 1996 
(Greater 
Dublin) 

1033 in 1993 
(Dublin)

242.4  (mid- 
1995)

England: 378.2

4,554 in 1998

Population o f regions, as a 
percentage o f the coun try 's  
population

30% (Greater 
Athens in 1 991) 

50% (Attica in 
1997)

39% in 1996 
Greater Dublin 

29.14%  in 
1993 Dublin 

Region

12% in 1998

GDP per capita 1997 (PPS) 66 75 (Attica) 102 (Southern and 
Eastern 

Regions) 112

102 (London) 146

Unemployment rates (%) 
seasonally adjusted)

10.7 (1998) 11.6 (in April 1997) 7.7 (1998) 17.5% in 1993 4.1 (1998) 9.7 in April 
1997

Population below the poverty 
threshold (<60%  o f GDP)

21% (2 " ''in EU) 21% (2"'* in EU) 20% (3^  ̂ in EU)

Internet use as a percentage o f the 
population (EU's average 8.3%)

2.9% 8,4% 10.7%

Opaqueness (CPI index: 10 
maximum transparency; 0 
m inimum transparency)

4.9 (36 out of 99 
countries)

7.7 (15'^ out of 99 
countries)

8.6 (13 out of 99 
countries) •
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Table  4 .1 :  T r a n s p o r t - related statistics  fo r  A t h e n s , Lo n d o n  a n d  D u b l in  (c o n t in u e d )

Com parative indicators Greece Greater Athens Ireland Greater Dublin UK Greater London
Num ber o f vehicles 4,835,492 in 

2000 of v/hich 
3 ,005.799 private 

cars

1,497,591 in 2000 
(inner city)

1,432,330 in 
1 998 of which 

1,134,429 private 
cars

445,000 
in 1997

21,000,000 
vehicles in 1996

2,380,000 
vehicles in 

1996

Transport network length (kms in 
1994)
Road total:
Rail total:

Road total: 
40,634 
of which 

motorway: 28 
Rail total: 2,474

Road total: 1,424 
(Attica 1990) 

of which motorway: 
68

Rail total: 131

Road total: 91,504 
of which 

motorway: 72 
Rail total: 1,944

Road total: 
385,788 
of which 

motorway: 3 ,286 
Rail total: 16,882

Road total: 
13,344 

of which 
motorway: 58.7

Transport Network density (Road, 
Rail)___________________________

Road: 0.31 
Rail: 0.02

Road: 0.37 
Rail: 0.03

Road: 1.33 
Rail: 0.03

Road: 1.6 
Rail: 0.07

Road: 8.46 
Rail: ?

Deaths per m illion inhabitants 
(1995)______________________

195 134 121 64 31

Airports- Distance from  city centre 
(kms)___________________________
Trips (of all trips) by passenger 
cars
Trips (of all trips) by public 
transport
Trips (of all trips) by walk

10

39% (Attica) 48% in 1995

31% (Attica)

10% (Attica)

38% in 1995

9% in 1995

Heathrow 24

63% in 1998

33% in 1998

4% in 1998
C 0 2  emissions from  road 
transport in 1990  (% of total 
emissions in the country -I- % o f 
EU total)

25% (Greece's 
CO^)

2.37% (EU's CO^)

20% (Ireland's 
CO')

0.78% (EU's C O ')

24% (UK's C O ') 
18% (EU's C O ')

N O x emissions from  road 
transport in 1990  (% of total 
emissions in the country -I- % of 
EU total)______________________

27% (Greece's 
C O ')

2.41% (EU's C O ')

VOC emissions from  road 
transport in 1990 (% o f total 
emissions in the country -I- % of 
EU total)

40% (Greece's 
C O ')

2.76% (EU's C O ')

41% (Ireland's 
C O ')

0.81% (EU's C O ')

23% (Ireland's 
C O ')

0.88% (EU's C O ')

38% (UK's C O ') 
18.82% (EU's 

C O ')

40% (UK's C O ') 
2.24% (EU's 

C O ')

Sources: O ffice o f  N a tio n a l Statistics (U n ited  K ingdom  N a tio n a l Accounts); Europa Publications Limited, 
M etro, 1999; CEC/Eurostat, 1999b; ElU, 1998; Eurostat, 1998a; Eurostat, 1998b; O C O G , 1997a; 
Yearbooks, 1995; LRT, 1998; EPA, 1999b; Col, 1997; Ehftherotypia, 2000b.

1997; CEC, 1993a; Vassenhoven a n d  CeorgouHs, 1997; A ttiko  
DRA, 1996; Brady Shipm an M artin  e t al, 1999; Local Authority

104



A research survey relating to environm ental issues was conducted in 1996 in Greece, which 

also covered the Attica region. According to this survey, a round 27% o f 600  respondents, 

considered ecologica l degradation as a m a jo r p rob lem  tha t was not given p roper attention 

by decision makers. Issues concerning the environm ent were fifth  place in peoples' 

perception o f the most im portan t problem s fo r society. The most im portan t environm ental 

problem s were atm ospheric and sea po llu tion , and forest fires. According to the 

respondents, responsibility was divided between econom ic and politica l shelf-interests and 

a general indifference to environm ental awareness.

4.3.2. Ireland and Dublin

Historically, Ireland has a predom inate ly agricu ltu ra l-based econom y, w ith Dublin  and to a 

lesser extent Cork, having a tru ly urban industria l and com m ercia l character. O ver the last 

two decades, and especially since 1993, the country is experiencing a progressive 

urbanisation, w ith the city o f Dublin  experiencing the m ost s ign ificant urban grow th. The 

grow th in developm ent o f the m a jo r urban areas in Ire land fo llow ed a pattern whereby the 

core areas accom m odated a large volum e of com m ercia l and office developm ents, while 

on the residential front, the inner cities continued to go into decline as low density housing 

in suburban locations was favoured (Bannon, 1999). The in troduction  o f relevant measures 

to am elio ra te  the situation such as the 'U rban  Renewal' and  the supporting  'F inance Acts' 

saw the city cores g radua lly  restored and a residentia l popu la tion  attracted back. 

Concurrent w ith this, and in particu lar in the case o f D ublin , a trend appeared towards ex- 

urban, 'edge  city' type developments. O u t o f town deve lopm ent such as shopping centres, 

retail parks, leisure complexes and other business and industria l parks, currently extends 

the cities boundaries to their peripheries and necessitates the im provem ent o f transport 

infrastructure (Bannon and G rier, 1997). The per capita GDP in 1997 (in PPS) was 102 fo r 

Ireland and 1 12 fo r the Eastern and Southern regions which include G reater Dublin Area. 

The unem ploym ent rates (percentage o f labour force) were 15.5 in 1994 fo r Ire land, and 

15.8 fo r the D ublin Region (DRA, 1995). In D ublin  3 6 7 ,6 0 0  people were em ployed in 

1994 and 4 8 2 ,6 0 0  in 1998.

Results from  a cross-national survey illustrate the environm enta l perceptions o f the Irish 

public in the 90s. Unlike Athenians, a m ajority  o f Irish respondents considered nuclear 

power stations as a top prio rity  environm ental hazard. The study concluded tha t a lthough 

there are no nuclear power stations in Ire land, its proxim ity  to the nuclear reprocessing 

p lant at Sellafield in the UK, raises justified fears (EPA, 1999b).

The second highest level o f concern is related to w ater po llu tion . C lim ate  change, a ir 

pollu tion from  industry, and chemicals and pesticides from  agricu ltu re , were next in 105



importance. In contrast to the situation in Athens in 1997, in Ireland air pollution from cars 

was seen as a relatively lower risk than air pollution from industry.

4.3.3. UK and London

In 1997, the Gross Domestic Product per capita in the United Kingdom was 102 PPS and in 

London 146 PPS. England was the cradle of the industrial revolution and is still highly 

industrialised. In 1996, expenditure for environmental protection represented 1.5% of the 

GDP in the UK (the highest among EU member states in 1996), whereas in Greece it was 

less than 0.5% (CEC, 1996). In the UK, the unemployment rate was 4.1% (1998) and 9.7% 

in Greater London (1997).

4.4. The land use and transport planning context 

4.4.1. Planning

4.4.1.1. Planning in Greece and Athens

In Greece, a law on the 'Sustainable Housing Development of Cities and Human 

Settlements', (implemented by the presidential degree 2508/97) was recently adopted that 

introduced a framework for land use planning activities by the municipalities and 

'nomarhies' (i.e. prefectures). It provided for two tiers of urban (or development) planning, 

similar to the provisions of the previous law 1 337/83 (Aravantinos, 1 997).

T a b le  4.2: T ypes  o f  d e v e l o p m e n t  p l a n s  in  G reece

Based on the previous p lanning legislation (L. 1337 /83), the low on the 'Sustainable Housing Development 
of Cities and Hum an Settlements' (Presidential Degree 2508 /97 ), established a land use planning 
developm ent system with two strategic tiers. The first strategic tier includes the fo llow ing type o f plans:
a) The 'Structure Plan and Programme fo r Environmental Protection' o r 'Rythmistico Schedio' which is 
prepared fo r the urban clusters o f G reater Athens, Patras, Heraclion, Larisa, Volos, Kavalo and loannino. 
The criteria fo r the ir application in other towns and urban conglom erations relate to the ir m etropolitan 
character, the population size, the ir econom ic and social profile efc.
b) The 'G enera l Urban Plan' (GUP) o r 'G en iko  Poleodomiko Schedio' which is prepared fo r 
municipalities with population exceeding 2000  inhabitants. It was initiated by legislation in 1983 (Law 
1337 /83) and constitutes a p lanning fram ew ork fo r the spatial m anagem ent o f m unicipalities. It also 
incorporates transportation and traffic m anagem ent requirements; and
c) The 'Plan fo r the Spatial and Housing O rgan isa tion o f O pen Cities' which is s im ilar in scope to 
GUP and covers the non-urbon areas.
The second tier o f p lanning involves:
a) the various types o f 'U rban Planning Studies' (UPSs) o r 'Poleodom ikes Meletes' tha t come under the 
remit o f the previous low 1 3 3 7 /8 3 , i.e. 'U rban studies fo r the extension o f cities';
b) the 'Im p lem entation Acts' fo r the UPSs o r 'Praxeis Efarm ogis';
c) other ways o f urban planning intervention such as the 'Zones o f Special Incentives', 'Special Spatial
Studies', 'Special Environmental Studies', 'Housing Control Zones', etc.____________________________________

Source: A ravantinos, 7 997.

Table 4.2 shows the type of plans that comprise of two strategic tiers of land use 

development planning, currently in operation in Greece.
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The tw o p lann ing tiers consist o f 'tw in studies'. The one at a h igher level o f p lan m aking 

form s the basis fo r  the preparation  o f the second. The h igher and m ore general study 

m ain ly provides fo r the e labora tion  o f G eneral U rban Plans (GUPs), and the lower and 

m ore deta iled , fo r the Urban Planning Studies (UPSs). A para lle l can be draw n between 

s im ila r legislative provisions in other countries. In particu lar, GUPs are equivalent to 

Structure Plans and Unitary Developm ent Plans (UDPs) (Part I) in England, Land Use Plans 

(F lachennutzungsplan) in G erm any and SDAU (Schemas directeurs d ' am enagem ent et d ' 

urbanism e) in France. Consequently, 'UPSs' are equiva lent to 'Local Plans' and UDPs (Part 

II) in England, U rban Structure Plans (Bebauungsplan) in G erm any, and Plans d 'occupation 

des sols (POS) in France (Aravantinos, 1997).

Regional and spatial p lann ing in Greece is greatly influenced by the ava ilab ility  o f EU 

financ ia l a id , and by the EU environm ental legislation. Due to  the lack o f regu lar 

p repara tion , adoption  and im plem entation o f these plans, and the econom ic im plications 

o f the weak 'absorp tion  capacity' o f EU's financ ia l assistance, the governm ent is currently 

p rom oting  a fram ew ork  law fo r Spatial Planning (MEPPPW, 1999) which w ill e labora te  a 

num ber o f reg ional plans and studies at a na tiona l, reg ional and prefectural level of 

governm ent.

4.4.1.2. Planning in Ireland and Dublin 

In Ire land, land use planning is p rim arily  a function o f the local authorities under the 

general d irection o f the M inister o f the Environment and Local G overnm ent. Its p lanning 

system is based on the 'Local G overnm ent (Planning and Development) Act, 1963 '. This 

sem inal piece o f legislation came into effect on the 1 O ctober 1964 and introduced fo r the 

first tim e a statutory developm ent control system. A  la rge body o f p lann ing legislation and 

regulations has been developed in the years since then, reflecting the expansion o f the 

statutory developm ent control system to meet the dem ands arising from  econom ic grow th 

and rising public concern in the area o f environm enta l contro l. Planning legislation also 

m irrored a desire on the part o f the public fo r a statutory and independent p lanning 

appeals system, as well as a g row ing European dim ension arising from  Ire land 's 

m em bership o f the European Union. The first m a jo r review o f the p lann ing legislation since 

the 1963 Planning Act is currently underway. The review has involved a pub lic  consultation 

phase which is now complete. The M inister fo r the Environm ent and Local G overnm ent is 

expected to bring forw ard  legislative proposals during  the year 2000 .

Part II o f the new Planning and Developm ent Bill, 1999 (DoELG web site') sets out the 

developm ent p lann ing system, which provides the fram ew ork  w ith in  which all p lann ing
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decisions are m ade. It includes provisions fo r developm ent plans (Table 4.3), local area 

plans and reg ional p lanning guidelines. Part IX provides fo r the establishm ent o f strategic 

developm ent zones, v/here a stream lined p lann ing process w ill operate in specific sites 

selected by the governm ent fo r reasons o f strategic im portance to the nationa l economy. A 

new Planning Bill, the purpose o f which is to a llow  fo r  the increase in m em bership o f An 

Bord Pleanala (the Planning Appeals Board) has now been enacted. The new Act amends 

the Local G overnm ent (Planning and Development) Act, 1983 (DoELG web site^).

T a b le  4.3 : C o n t e n t  o f  D e v e l o p m e n t  p l a n s  in  Ir e l a n d

Each local authority is required by statute to produce o r review a developm ent plan every five years. These 
developm ent plans provide for, and control, physical developm ent in the interests o f the overall common 
good. The developm ent plans relate only to the area adm inistered by the planning authority. The 
developm ent plan indicates the planning authority's short and long term view o f the future o f the functional 
area. The aim  o f the plan is to prom ote and encourage developm ent, to conserve and protect the 
environm ent and to make the best possible use o f resources. In general, the Plan shows the authority's 
objectives fo r the sole o r prim ary use o f particular areas (e.g. residential, com m ercia l, industrial, 
agricu ltural), fo r road improvements, fo r developm ent and renewal o f obsolete areas, and fo r preserving, 
im proving and extending amenities.

Public partic ipation in m aking the Plan is im portant. Public notice o f m aking a dra ft developm ent plan or a 
variation to the Plan must be given. The dra ft goes on public display fo r at least three months, and the public 
may moke submissions on it. Submissions must be considered before the Plan is adopted. Before a plan is 
adopted, copies o f the dra ft must be sent to various statutory and voluntary bodies who may be able to give 
the authority specialist advice. Ireland is also unique am ong European countries in that it has on independent 
third party p lanning appeals system which is operated by 'An Board P leanala' (the P lanning Appeals Board). 

Source: DoELG's web site, h f ip : / /w w w .env iron .ie /pd f/p lanb ill.pd f

The G reater Dublin  Area comprises seven county councils and e ight urban district councils. 

They are all required to prepare and review County Developm ent plans and Developm ent 

Plans fo r the Urban Districts (Brady Shipman M artin , 1999). As a result o f the sim ilarities 

between the Irish and British p lann ing system, the structure o f these documents bears 

sim ilarities w ith the County Developm ent plans and Urban Developm ent plans in Britain. 

The status o f each developm ent plan in the G reater Dublin  Area is shown in Table 4.4.

4.4.1.3, Planning in the United Kingdom and London 

The preparation  and im plem entation o f plans fo r the ir area as well as the control of 

developm ent th rough planning permissions has been the responsibility o f local authorities 

in the United K ingdom  since the 'Town and C ountry Planning Act' o f 1947. The counties 

have a m ain ly  strategic role including the p reparation  o f Structure Plans. The Local Plan, 

prepared by districts, is a m ore detailed policy statement inc lud ing some site-specific 

proposals.

In London and the m etropo litan  areas, the abo lition  o f the G reater London Council and the 

M etropo litan  C ity Councils in 1986 led to the creation o f single tie r un itary authorities. The
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election o f the first M ayor o f London in M ay 2 0 0 0  w ith direct responsib ility fo r transport 

issues in G reater London, w ill change significantly the m ap o f responsib ility-sharing 

organisations involved in transport m anagem ent in the City.

Ta b l e  4 .4 : St a t u s  o f  D e v e l o p m e n t  p l a n s  in  t h e  G reater  D u b l in  A r e a *

lO C A l AL^ORiPiMHHHnHHl
Dublin County Borough Am ended dra ft p lan placed in display in January 1999 

fo r one month
Dun Laoghaire-Rathdown Plan adopted in 1998
Fingal Draft plan is currently on three months display
Kildare Draft plan has com pleted its three-m onth display 

period. Council due to approve am endm ents to the 
plan in February 1999

Meath Plan dates from  1994. Review currently in preparation 
and due fo r presentation to Council in 1999

South Dublin Plan adopted in 1998.
W ickow Am ended dra ft plan placed on display in January 1999 

fo r one month
*Stafus o f  developm ent p lans as a t the en d  o f  January 1999

Source: B rady Shipm an M artin  et at, 1999, p. 3, fable 1.1,

The London Boroughs prepare Unitary D evelopm ent Plans (UDPs), which com bine the 

functions o f the Structure, and Local Plans. UDPs are com posed o f tw o parts. Part I contains 

general policies s im ila r to a structure plan and Part II contains site-specific proposals. UDPs 

must cover the w hole area o f a borough and adhere to the gu idance set out in the 

Departm ent o f the Environment, Transport and the Regions' (DETR) Strategic Planning 

G uidance (which includes guidance on transport) and to the Secretary o f State fo r DETR's 

statement on transport. Some first round UDPs have still to  be com pleted, but fo llow ing  

the ir adop tion , local authorities must review plans and bring fo rw ard  proposals fo r 

am endm ents tha t reflect strategic guidance and revised nationa l Planning Policy G uidance 

Notes (PPGs) (London Research Centre, 1999).

4.4.2. Transport policy in the three regions

4.4.2.1. T ransport policy in A thens 

Greece is the only m em ber o f the EU tha t does not share a border w ith any other m em ber 

state, yet 60% o f all its trade is w ith the EU. The poo r qua lity  o f its transport infrastructure is 

though t to be a contributing facto r to its persistent trade deficit. To im prove the situation, 

more than one-quarte r o f all expenditure under the EU's second CSF fo r 1 9 9 4 -19 99  is 

being spent on transport infrastructure. The decision to  host the O lym p ic  G am es in 2004  

has provided a stimulus fo r im proving transport, com m unications and o ther infrastructure 

(ElU, 1998). W ith a s ignificant increase in the funds ava ilab le  fo r transport from  the 

European U nion 's finances (m ainly from  CSF and Cohesion Fund) there has been a 

corresponding increase in the rate at which construction works fo r the Gam es is being 

carried out. 109



Attica, and even more urgently, the Greater Athens Area, face at least four m ajor problems 

with regard to transport. These are atmospheric pollution, congestion, lack of parking 

facilities and poor public transport.

Table 4 .5 :  T he A t h e n ia n  ' n e f o s '

The Athenian smog o r 'nefos' appeared in Athens during the 70s. The problem  lies in the high emissions of 
atm ospheric pollutants in the city, as well as in the unfavourable topograph ic and m eteorological conditions 
o f the Attica region that favours the concentration o f a ir pollutants. Until the m id-eighties, sulphur dioxide 
and particles were considered as the most significant contributors to smog in Athens. A  num ber o f pollution 
reduction measures such as the reduction o f sulphur content o f petrol, the proh ib ition o f the use o f crude oil 
fo r home heating and its restriction to r  industrial use, lead to a considerable am e lio ration o f the situation. 
During the last few years, it is the photochem ical pollutants (/.e. nitrogen oxide and ground level ozone) that 
are the dom inan t contributors to the form ation o f 'ne fos '. Until 1990, the concentration o f these two 
pollutants was increasing. Road tra ffic  is considered as m ainly being responsible fo r 'ne fos '. In 1990, 
financia l incentives to r replacing o lde r cars with 'c lean ' catalytic ones, were established. Results from  a ir 
pollution m onitoring stations showed that the replacem ent o f cars lead to a s ignificant reduction in nitrogen 
oxides concentration in the city centre, and to a s im ilar reduction in ground level ozone concentration in the
periphery o f Athens._____________________________________________________________________________________

Source: O C O C , 1997a, p. 1.

In relation to atmospheric pollution (Table 4.5), the situation is exacerbated by two factors: 

the three mountains that surround the city (Figure 4.2), and frequent high temperatures. 

The anti-pollution measures taken include restriction o f traffic, incentives for the gradual 

replacement of passenger cars with new technology vehicles, the introduction of an Exhaust 

Emission Test Card fo r each vehicle, the reduction of the sulphur content of petrol and the 

restrictions on the consumption of fuel by industry (O C O G , 1997b; Vlastos, 1996).

Several forms of intervention have also been introduced in Greater Athens. The most 

important of these, aimed at speeding up traffic flow and reducing environmental pollution, 

are:

A) The enforcement of a number plate-based rota system for circulation in the areas

enclosed by the inner ring (12 km^) or the outer ring (140 km^). This traffic restriction

system, commonly called 'the Ring' (daktilios) is considered to be ‘ the most restrictive

measure ever taken in Europe' (Vlastos, 1996, p. 50). Criticisms of the inefficient

implementation of this measure however, range from the lack of policing and enforcement

(TCG, 2000a), to the attitude, (or rather dependency) o f the citizens of Athens towards

private car use. As Vlastos (1996, p. 50) rightly puts it:

'The Ring today, is almost non-existent Some bought a second car, others use 
taxis m ore often than they used to, young people found  a solution in motorbikes. 
However, these are private journeys that lead  to m ore traffic po llu tion  and  create 
an unsafe transport environment in the City. I f  the o ld  traffic flow  rates [i.e. those 
existing before the introduction o f  the Ring in 1992)] are to be restored, we should  
then a llow  entrance in the Ring, to private cars only once p e r week. Even i f  that 
was app lied  however, there would still be inefficient implementation since, how  
can you contro l the owner o f  two cars, o r how  can you restrict access to a 
motorbike o r a taxi?



The Ring, and its prob lem atic  enforcement, is an illustrative exam ple o f the 'social and 

behavioural pattern ' o f the way that Greeks respond to tra ffic  transport policy in Greece. 

The fact tha t it is im plem ented 'in - fu ll' fo r the last 18 years, but the 'fu ll ' environm ental and 

congestion benefits, have not ever been achieved, reveals a unique pattern o f the 'G reek ' 

style o f im plem enting a certain measure. A s im ila r 'behavioura l pattern ' was exercised 

th roughout the im plem entation o f the CEC Directive on project-EIA in 1996, where the 

'le tte r' o f the Directive had been fu lly  im plem ented, but not its 'sp irit ' (Zagorianakos, 1996; 

Valertzidou, 1996). It is not surprising therefore, that w ith the situation unchanged, a 

s im ilar fate m ay aw a it the im plem entation o f the proposed am ended CEC Directive on 

Strategic Environm ental Assessment (CEL) and EP, 20 0 0 ; Zagorianakos, 1998; 

Zagorianakos, 1999).

B) New trunk services on the public transport network and the introduction o f 'Bus 

C orrido rs ' in heavy tra fficked routes in G reater Athens have been introduced. S im ilar to the 

attitude to the introduction o f 'the Ring', Bus C orridors have been criticised fo r being 

'co rrec t in  p rinc ip le , however ra the r ... Creei< in  the ir im p lem enta tion ' (TCG, 2000a , p. 

48). At a p lann ing level, the measure lacks adequate provisions fo r park ing a long the bus 

routes fo r retail deliveries, and bus and taxi stops, as well as fo r transferring the tra ffic  

prob lem  to ad jacent localities and adjacent tra ffic  lanes (TCG, 2000a , Eleftherotypia, 

2000a).

C) Provision o f parking spaces and Park and Ride areas. During the 80s and early 90s, an 

institutional and legislative fram ew ork was established tha t gave incentives to private 

com panies to construct a num ber o f car parks in densely popula ted areas in the city centre 

and periphery. The lack o f a parking strategy m eant that the current provision o f parking 

places is a short-term , a d  hoc  measure that fails to deal w ith tra ffic  and environm ental 

problem s in an integrated way (Polyzos Vlastos, 1993; E.T., 2000a ). The lack o f a parking 

strategy is attributed to a consequent lack o f urban planning policy as well as governm ent 

agency bureaucracy and high construction costs.

D) Pedestrianisation and a ban on the use o f private cars in large ports o f the city centre.

E) The re in troduction o f a tram  service and two subway lines. A  feasib ility  study fo r a Light 

Rail System (tram) has just been com pleted and the construction o f the first line is to be 

started soon. (G iaoug i, 1999). As m any as fourteen new tram  stations (two M etro lines), 

have recently been com pleted (Attiko Metro, 2000a).

F) M odern isation o f the tra ffic  s ignalling system.

Greece, and to a lesser extent G reater Athens, are lacking a transport policy fram ew ork, 

both at a nationa l as well as at the regional level o f governm ent (Vlastos, 1996; TCG, 

2000b ; Vlastos, 1998a). T rad itionally, transport p lanning in Greece was related to a 'po licy 

of m a jo r projects' attitude, lacking a strategic consideration o f the location o f these



projects. This 'p ro ject-o rien ted ' approach is the result o f a lack o f financ ia l resources fo r 

m a jo r infrastructure projects, both fo r pub lic  and private transport, and financia l aid fo r 

these projects from  the EU (CSF, Cohesion Fund). For the period 19 9 4 -1 9 9 9  alone, the 

second CSF contributed over 9.6 trillion  drachm ae (82.3%  o f the tota l EU find ing  fo r that 

period) fo r the extension o f two m ain highways, im provem ent o f the local roads network, 

m odernisation and developm ent o f the G reek Rail Network, and the construction o f two 

new subway lines. It is therefore relevant in this thesis to focus on the infrastructure aspect 

o f the transport network in G reater Athens. This aspect can be illustrated by reference to the 

most in fluentia l Plan fo r strategic p lanning and transport in G reater Athens, the 'M aster 

Plan fo r the Athens 2004  Proposal fo r the O lym p ic  G am es' (O C O G , 1997b). The influence 

o f this Plan can be illustrated by the fact tha t the 'Rythmistico Schedio' (equivalent to the 

'Strategic Planning Guidelines fo r G reater D ub lin ', and 'S trategic G uidelines fo r G reater 

London') had to be updated in order to fa ll into line with the requirem ents o f the Master 

Plan fo r Athens (O ikonom ou, 1 999).

An indication o f G reater Athens' inadequate transport infrastructure is tha t until 1997, the 

most im portan t projects included in the M aster Plan fo r the Athens 2004  Proposal fo r the 

O lym pic  G am es are all transport related. These are:

•  the new in ternational Athens a irpo rt a t Spata, which by 2004  w ill process 5 ,0 0 0 ,0 0 0  

passengers a year,

•  the Athens Metro. Today, Athens has one M etro line 27 km long, w ith 23 stations. 

W hen the system is finished, there w ill be three lines with a tota l length o f 45  km and

41 stations. The M etro w ill decentralise tra ffic , w ill do much to  reduce atm ospheric

po llu tion , and w ill decongest the historic centre o f the G reek C ap ita l,

•  the Light Rail Network (tram) serves a num ber o f routes w ith heavy tra ffic  flow  which are

not served by the M etro network. It consists o f a loop around the city centre and a link

to the coastal zone,

•  the Athens-Spata-Elefsina M otorw ay system. This is the city's new ring road system. It 

divides the city in to inner and outer rings, w ith a new high-speed h ighw ay to the north, 

53 .5  km in length, and a lateral avenue o f 12.5 km to the north-east,

•  the nationa l ra ilw ay network (H igh-Speed Train),

• the ligh t suburban ra ilway (O C O G , 1997b).

None o f these m a jo r projects had been im plem ented at the tim e o f w riting . These projects 

are expected to cut atm ospheric po llu tion by 35%  and reduce the num ber o f private cars in 

the city by 2 5 0 ,0 0 0  (O C O G , 1997b). The rem ain ing transport network in Athens is 

supplem ented by 1 ,900 buses, 450  trolley-buses and 15 ,000 taxis.
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4.4.2.2. Transport policy in Dublin

By European standards, Ireland possesses a very extensive public roods network. For each 

1,000 popu la tion , there are roughly twice as m any kilom etres o f road as in Belgium, 

Denm ark and France and over three times as many as in Italy, the Netherlands and Spain. 

The low density o f Ire land's popu la tion  and the still relatively low level o f urbanisation 

account fo r the high dependency on its road system (DoELG web page). Despite Ireland's 

current econom ic boom  (The Economist, 1999), its geograph ica l position in the EU has 

im peded its econom ic perform ance. T ransport infrastructure influences its econom ic 

perform ance through trade w ith other continental countries. In particu la r, Ireland is now the 

only rem ain ing EU m em ber state w ithout a direct land link to the continent.

G reater D ublin  faces s im ila r kind o f environm ent-re lated transporta tion  problem s as the 

other two city-regions exam ined in the thesis. According to various p lann ing and 

transporta tion studies (DTO, 1998; DTI, 1995; Brady Shipm an M artin  ef al, 1999; DRA, 

1996; Knight ef al, 1999; O scar Faber, 1999; ERA, 1999a ; G o l, 1997; Dublin 

C orpora tion  et al, 1999; Bannon, 1999), the most s ign ificant environm enta l problem s of 

G reater D ub lin  are a ir and noise po llu tion , tra ffic  congestion, and park ing  facilities.

O w ing to poor a ir quality levels in Dublin City, particu larly caused by smoke and sulphur 

dioxide (SO 2 ) concentrations, regu la r m onitoring  procedures have been put in place 

(Dublin C orpo ra tion  et al, 1999). T ransport contributes over 17% o f nationa l carbon 

dioxide (C O 2 ) emissions, three quarters o f which come from  road tra ffic . The largest source 

o f emissions o f n itrogen oxides (N O J is transport, w ith vehicles contribu ting  over 41% o f 

national emissions. New EU-wide standards fo r am bient a ir quality w ill shortly be agreed in 

relation to SO 2 , NO^, lead, and particulates (PM). According to a 1998 study carried out by 

the Dublin Transportation O ffice  (DTO), these standards 'w i l l  be cha lleng ing  in  terms o f  

connpHance in  heav ily  tra fficked  urban areas, pa rticu la rly  in  re la tion  to the standards fo r  

NO^ a n d  P M IO .' (DTO, 1998, p. 34). According to the 1999 'D ra ft Dublin  Regional A ir 

Q ua lity  M anagem ent Plan', however, 'O ve ra ll, the a ir  qua lity  in  the D ub lin  Region is g o o d  

(Dublin C o rpo ra tion  et al, 1999, p. 3). This plan 'is  the firs t o f  its k in d  in  Europe' (The 

Northside People, 1999, p .2) and aim s at im proving the health and qua lity  o f life fo r the 

citizens o f Dublin  and protecting the environm ent by the provision o f a co-ordinated 

approach to the control o f a ir po llu tion and to the Sustainable Developm ent o f the built 

environm ent and transporta tion w ith in  the region. The study found tha t the only pollutants 

exceeding the a ir qua lity  ta rget values, are nitrogen dioxide (N O 2 ), PMIO and benzene 

(Dublin C orpo ra tion  e t al, 1999). The recom m endations o f the D ra ft Plan include tha t local 

authorities w ith in  the Dublin Region shall:
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•  require tha t Environmental Im pact Statements reveal adequate in fo rm ation  on the a ir 

qua lity  im pact o f new developments,

•  encourage the developm ent o f public and private residential housing close to public 

transport routes to reduce reliance on private cars fo r com m uting to and from  work,

•  p rom ote and encourage cycling facilities w ith in  residential areas to enable safe cycling 

routes to and from  local schools and shops,

•  in troduce Environmental Traffic Cells in urban areas,

•  support governm ent proposals to reduce the tim e scale fo r  the replacem ent o f o lder 

vehicle stock in the ir fleet,

•  encourage pub lic  transport authorities to convert existing diesel vehicles to  Liquid 

Petroleum Gas and Compressed Natural Gas,

•  encourage measures taken by private and public com panies to introduce alternative 

'be ne fit in k ind ' payments fo r public transport, car poo ling  and im prove facilities fo r 

cyclists (Dublin C orpora tion  et at, 1999).

All recom m endations are in line with those o f the D ublin Transporta tion Initiative (DTI, 

1995).

4.4.2.3. Transport policy in London

G reater London is well known fo r its chronic congestion and increasing a ir pollu tion 

(London Research Centre, 1999). O w ing  to the va riab ility  as well as the com plexity of 

transport policies in London, this section w ill deal w ith some of these in fu rther deta il.

Traffic restraint

A lthough the issue o f positive tra ffic  restraint is currently high on the agenda, it rem ains an 

unresolved area o f policy. Am ong relevant technical experts and professional bodies, it is 

recognised tha t some fo rm  of tra ffic  restraint o r 'dem and m anagem ent' is inevitable in 

London. This was reflected in the adoption  o f legislation in the fo rm  o f the Road Traffic 

Reduction Act 1997. The alternative is not 'n o  restra int', but restraint by congestion. The 

latter is accepted as extremely inefficient, increasing delays and unre liab ility , possibly 

deterring local econom ic activity, increasing po llu tion  fo r  a given level o f tra ffic , and 

wasting resources, estimated at m any billions o f pounds each year. The most likely 

rem edial scenario is one o f a series o f measures includ ing road pric ing, tra ffic  calm ing, 

parking regulations, and public transport p rio rity  measures.

Traffic ca lm ing

The British governm ent is encourag ing the introduction o f 20 miles per hour (32 kilometres 

per hour) tra ffic  zones, as long as the speed lim it is self-enforcing. T ra ffic  ca lm ing measures 

including road hum ps and carriagew ay narrow ing , are increasingly part o f London 

borough policies. O ften the prim ary objectives are increased safety, especially fo r children, 

and im proved environm ental conditions, rather than tra ffic  restraint p e r  se. Area tra ffic



calm ing schemes can however be expensive and im plem enta tion  tends to be lim ited to 

cheaper measures such as speed humps, cushions and tables.

Road pricing

There is now w idespread support in London, especially am ongst transport and p lanning 

professionals, fo r road pric ing. The London Planning Advisory C om m itte  (LPAC) produced 

a study (MVA and LPAC, 1990) recom m ending its in troduction  th roughou t London, 

charg ing rates reducing w ith distance from  the centre. The governm ent's commissioned 

study published in 1995, however, concluded tha t e lectronic road pric ing could not be 

opera tiona l before 2010  (MVA and G O L, 1995). A lternatives to the car are already 

availab le fo r m any o f the trips taking place in circumstances where road pric ing w ould be 

likely to be app lied . Road pricing would be expected to facilita te  s ign ificant improvements 

in the quality and ava ilab ility  o f public transport, especially if some of the revenue from  

road pric ing is dedicated to public transport im provem ent. A lthough buses have been given 

some protection by bus lanes, and other p rio rity  measures, there are m any parts of the 

road network where such physical provision cannot be m ade and where bus re liab ility  can 

only be im proved when general tra ffic  is reduced.

Parking control

Contro l o f pgrking is g m g jo r feoture o f tronsport policy in London. In July 1994, the 

responsibility fo r enforcem ent o f most pgrking controls shifted from  centrgi governm ent to 

locgl guthorities under the Rood Traffic Act 1991. In the C ity o f London, penalties fo r illegal 

parking range from  £30 to £60  and are subject to  50%  discount if pa id  w ith in  two weeks of 

the parking tickets being issued. Revenue from  fines is ring-fenced and can be used only on 

park ing, trg ffic  and public transport schemes. The process is co -ord ina ted  by the Parking 

Com m ittee fo r London. As boroughs have the freedom  to introduce park ing restrictions, 

which w ill now be m ore rigorously enforced, a num ber o f new C ontro lled  Parking Zones 

(CPZs) have been created a long w ith 'school keep c lear' areas and disabled people bays. 

Boroughs also have the ab ility  to app ly fo r w ide r powers under the Road Traffic  Act 1991, 

including c lam ping and rem oving illega lly parked vehicles. The Act also introduced on 

efficient gd jud ica tion  system, adm inistered by the Parking C om m ittee fo r London, 

bypassing the courts and reducing costs.

A m a jo r ba rrie r to the successful im plem enta tion  o f park ing  policy to optim ise the use of 

scarce rood space is, however, the num ber o f existing private non-residentia l (PNR) parking 

spaces. Parking standards applied by boroughs to the provision o f new PNR spaces are 

sometimes m ore generous than those recom m ended in G overnm ent Parking G uidance. 

LPAC hgve recently published the ir Revised Advice on g Pgrking Strgtegy fo r  London (1997 

Pgrking Advice) in which they suggest g m ore restrictive opprooch  to PNR pgrk ing  gt 

em ploym ent-generating land uses. O vera ll, it suggests a num ber o f m echanisms fo r



implementing parking policy: i) parking plans, ii) a test of requests fo r additional town 

centre parking, iii) transport Impact Statements/Assessments, and iv) company 

transport/green commuter plans.

Priority (Red) Routes

The Red Route strategic management system was introduced under the Road Traffic Act. 

Parking on roads within the network is strictly limited with the aim of reducing congestion.

The Red Route Network was designated in 1992 and described in the Traffic Director's 

Network Plan 1993. Under the Act, local authorities are required to submit local plans for 

their roads to the Traffic Director fo r London who then bears the cost of design and 

implementation.

The Red Route scheme is being extended throughout London's trunk road network and to 

some borough roads. Pilot scheme results show improvements in traffic and bus times and 

a reduction in traffic accidents. It is envisaged that the entire network of Red Routes will be 

operational by 2000, along with the incorporation of bus priority measures. Its success is 

expected to depend primarily on the level of enforcement.

Wolkina and cycling

LPAC and the London Pride Partnership have respectively led colls fo r the development of a 

strategic approach to walking and cycling in London. Although walking represents a third 

of all journeys in London, there has not been a co-ordinated approach to developing 

policy. LPAC has recently published its 'Advice on a W alking Strategy fo r London' (LPAC, 

1997), which sets out the current position, the need fo r such a strategy and targets for 

walking strategies at borough level. At present, policies are developed to improve walking 

concentrate on either pedestrianisation schemes or recreational projects such as those 

undertaken by the London Walking Forum. The London Pride Partnership has initiated 

consultation on the formation of a strategy to encourage cycling follow ing on from the 

development of the London Cycling Network and with initiatives to enhance safety aspects 

of cycling.

4.4.3. Transport-related strategic documents in the three regions

4.4.3.1. Transport documentation in Athens 

Attempts at comprehensive urban and regional planning for Greater Athens began after 

World W ar II. These efforts which included the management and planning of transport 

infrastructure, continued through the 60s and by the end of 70s they culminated in 

legislation of basic goals through a framework plan called 'Capital 2000 ' (Zekkos, 1996; 

Dromos Consulting ef at, 1994). It was during the early 80s, however, that these planning 

efforts were realised as part of a comprehensive planning approach through the new
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'O p e ra t io n  for U rban  Restructuring P ro g ram m e ' app lied  to all cities an d  towns in G reece  

(Vassenhoven a n d  G eorgoulis ,  1997).

Finally, in 1 9 8 5  the 'Structural Plan an d  P ro g ra m m e  for the  Environmental Protection of 

G rea te r  Athens'^ (Law 1 5 1 5 /8 5 )  w as enac ted .  It w as a com prehensive  instrument that 

established the p lanning  fram ew ork, the policy g o a ls  a n d  m easu res  for the Sustainable 

D evelopm ent of Attica an d  set up the 'O rg an isa t io n  for Planning an d  Environmental 

Protection of Athens' a s  the com peten t  ag en cy  to oversee  an d  co -o rd ina te  the 

im plem entation  of the Structural Plan. O n e  of its a im s w as  to ensu re  a m ore  functional 

sectoral t ranspor t  infrastructure system. At the m o re  detailed level of physical p lanning , the 

Structural Plan go a ls  a re  im plem ented  by m ean s  of the 'G e n e ra l  U rban  Plan' a n d  specific 

traffic m a n a g e m e n t  studies for local authorities in Attica, the 'D ev e lo p m en t Control Zones ' 

for a re a s  outside the u rban  concentrations, the 'Expansion a n d  Review Studies' for old city 

plans, an d  the  'Special Plans of Structural Interventions an d  R egeneration  Actions' for a re a s  

of strategic significance on the wider Athens a r e a  (OPEPA, 1 9 9 5 ;  MSPHE, 1983).

During the  late 80s ,  an d  until recently, an  in tegrated Action Plan with m ajo r  transport  

implications, called Attica SOS, has  u n d e rg o n e  a  series of im plem entation  an d  redrafting 

by the Ministry of the Environment, Physical Planning an d  Public Works (MEPPPW), in 

conjunction with o ther  relevant Ministries. It conta ins  m easu res ,  policies a n d  projects which 

relate to the following aims: i) successful battle ag a in s t  air pollution, ii) im provem en t of the 

quality of life, iii) deve lopm en t of a susta inable  city, a n d  iv) ach ievem en t of an  econom ic, 

social an d  environm ental deve lopm en t of the Attica region (MEPPPW, 1995).

The most up to d a te  an d  com prehensive  transpor t  study for the  Attica region, is however 

the Metro D evelopm ent Study. It w as  p re p a re d  by the Attico M etro betw een  1 9 9 6 -1 9 9 9 .  

The study objectives a re  to develop: i) a  M etropolitan Transporta tion  Plan, ii) a  reliable tool 

for Evaluation of T ransport  Projects, iii) a com ple te  t ransporta tion  d a ta b a s e ,  a n d  iv) the 

op tim um  im plem entation  strategy in relation to ava ilab le  resources (Attico Metro, 1999).

4.4.3.2. Transport documentation in Dublin

The root of the traffic congestion p rob lem  in Dublin is a ttributable to the accelera ting  rates 

of vehicle ow nersh ip  a n d  use a m o n g s t  its citizens a n d  the em e rg e n c e  of com plex com m uter  

travel patterns, with increased  journeys betw een suburbs an d  also  a  h igher level of traffic 

flow from the  core to the periphery. These travel patterns a r e  the  c o n se q u en ce  of the 

physical sp re a d  of u rb an  deve lopm en t on the periphery  of Dublin city, the  in ad eq u a te

 ̂ This plan is called ‘Rythmistiko Schedio'. An updated draft was being prepared at the time of writing 
(Oikonomou, 1999).



condition o f the road systems, and the inab ility  o f public transport to provide a viable 

alternative m ethod o f travel (SIRC, 1996; Bannon and G rier, 1997). The realisation by the 

governm ent tha t tra ffic  congestion contributes to a ir  and noise po llu tion  has serious 

environm ental im plications and inhibits the econom ic activity o f Dublin. The Irish 

governm ent launched an investment transport p rog ram m e in 1995, which culm inated in 

the im plem enta tion  o f the Dublin T ransportation Initiative (DTI).

The DTI was undertaken in 1991 -19 94  with the objective o f enhancing D ub lin 's  position as 

a 'v ib ran t, dynam ic and attractive city' (DTI, 1995). It is a comprehensive approach to 

transporta tion  p lann ing which receives 75% fund ing  from  the EU and is sponsored by the 

Irish governm ent. It deals with all form s o f surface transport and examines the way in which 

transport issues m ay be integrated w ith land use, econom ic and environm enta l policies. 

The in itia l p rog ram m e was based around a series o f surveys and consultations, which 

resulted in a w ide range o f recom m endations fo r all aspects o f the transporta tion  system in 

the study area. Three years after the com pletion o f the study, its im plem enta tion  was found 

to be 'cons ide rab ly  b e h in d  in it ia l targets, a n d  m ost o f  the m a jo r in fras truc tu ra l measures in 

the stra tegy w ill n o t now  be in  p lace  u n til long  a fte r the o r ig in a l ta rge t com ple tion  date' 

(DTO, 1998, p. 9). The reasons behind delayed im plem enta tion , relate to the sharp growth 

in transport dem and, which in turn related to a substantia l increase in em ploym ent, 

incom e, car ow nership and car usage in Dublin City, since the DTI was published (Table 

4.6).

In order to antic ipate this sharp grow th in transport dem and, a year later in 1 999 , the DTO 

published a five-year 'T ransporta tion Blueprint 2 0 0 0 -2 0 0 6 ' (DTO, 1999). Its overrid ing 

objective was to accom m odate the projections fo r grow th in transport dem and, which was 

calculated to be between 4 5 ,0 0 0  and 104 ,000  add itiona l peak hour trips in the period 

2 0 0 0 -2 0 0 6  (DTO, 1999). Table 4 .6  shows the projects proposed in the 'B lueprin t' tha t are 

considered necessary by DTO, if this d ifficu lt task is to be achieved.

Another pertinent study (Oscar Faber, 1999), a im ed to assess ‘ the a p p lica b ility  o f  econom ic  

instrum ents in  the m anagem ent o f  tra ffic  in  D ub lin ' (Oscar Faber, 1999, p. 1). The authors 

concluded w ith the fo llow ing  recom m endations fo r tra ffic  reduction:

•  a cordon arrangem ent, based in itia lly  around the city centre,

•  peak period charg ing , possibly extending to cover the in ter-peak period w ith a lower 

level o f charge to reflect less congestion,

•  e lectronic vehicle detection, based on proven technology backed up by a cam era-based 

enforcem ent system.
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Table  4 .6 :  D u b lin  T ra n s po r t  O ffic e ' s p r o p o s e d  in v e s t m e n t  p r o g r a m m e

• the Bus project: provision o f additiona l bus capacity and new quality bus corridors, developm ent o f local 
bus networks,

• the Light Rail project: at the tim e o f w riting Line A (Tollaght to Abbey St.) was under construction, and o 
study was being prepared on possible extension,

• Suburban Rail project: maxim isation o f the capacity o f existing lines, new stations and preparation of 
study on possible extension,

• Integration project: provision o f 3 ,270  car parking spaces, developm ent o f Park and Ride sites and a 
series o f bus transport interchange nodes, integrated ticketing^ and the appo in tm ent o f a single co
o rd ina to r fo r the G reater Dublin public transport system,

• Road project: construction o f roads by the Local Authorities and the N ationa l Roads Authority,
• Cycling project: com pletion o f the Strategic Cycle Network, provision o f 25 ,000  cycle and m otor cycle 

parking spaces, developm ent o f a local cycle network within each local authority area focused on routes 
to schools/shops etc.,

•  Traffic m anagem ent project: traffic enforcem ent measures such as the Dublin C orpora tion c lam ping and 
tow-away program m e, the proposal fo r the establishm ent o f a reg ional traffic centre fo r Dublin etc.,

• Inform ation, Education, Promotion and Partnership project: developm ent o f cam paigns fo r the 
prom otion o f the strategy and individual projects,

• Dem and M anagem ent project: developm ent o f a tem plate fo r 'M ob ility  M anagem ent Plans' and 
encouraging its application from  local authorities, trade unions e/c; developm ent o f a 'Dem and 
M anagem ent Strategy' fo r the Greater Dublin Area which should consider measures such as the 
application o f benefit-in-kind taxation to workplace parking, using vehicle and fuel taxation regimes,

 using parking supply and pricing policies and road pricing mechanisms etc.____________________________
Source: DTO, 1999, p. 7-38.

The study, recommended at least 2-3 different assessment methods to be used in future 

research, namely a detailed CBA, a full social cost benefit analysis, and the investigation of 

the potential distribution effects such as spatial distribution and distribution of impacts 

across different socio-economic groups (Oscar Faber, 1999). It also included the 

examination of the policy framework and implementation of road pricing schemes in 

Norway, Singapore, the Netherlands and London (Oscar Faber, 1999).

The major problems facing Dublin can be encapsulated in a passage from  the 1999 

'Strategic Planning Guidelines fo r the Greater Dublin Area' (Brady Shipman Martin et at, 

1999).

The authors, after concluding that ‘ The transportation system is a t crisis p o i n t explain 

that '... the m a jo r schemes currently in progress o r in p lann ing  ... are p rim a rily  intended to 

address existing shortcomings and  w ill provide only lim ited  capacity fo r large-scale growth  

in the future.' (Brady Shipman Martin et al, 1999, p. 81). A reference should also be made 

to the comparison of two scenarios, made in the Strategic Planning Guidelines that are 

transport-related. One described the adoption of an unsustainable transport approach in 

which the 'car-dependent society would be strangled by its own transport system' (Brady 

Shipman Martin et al, 1999). The other scenario, related to a situation where the 

recommended strategies were to be adopted, but the public transport aspects were not 

implemented [i.e. the DTI strategy). After comparison, the authors concluded that ‘ there is

Ticketing is integrated, when one ticket for a journey may be purchased at any point-of-sale, irrespective o f how  ̂ ^ 
many modes are taken to complete the journey.



no alternative to a sustainable, p u b lic  transport based  solution a n d  fa ilu re  to im p lem en t the 

approp ria te  m easures cou ld  seriously p re jud ice  the econom ic a n d  soc ia l g row th  o f  D ub lin .' 

(Brady Shipman M artin  et al, 1999, p. 83).

4.4.3.3. Transport documentation in London 

Local transport stays w ithin the dom ain  o f local authorities, which must draw  up Local 

Im plem entation Plans (LIPs). These replace the fo rm e r Transport Policies and Programmes, 

and the current Interim  Transport Plans, which set local transport policy and are used to 

determ ine the a llocation o f central governm ent grants fo r transport projects. LIPs must 

encompass London-w ide policy as set by the G reater London A uthority  (GLA) and the local 

authorities w ill be accountable to the M ayor th rough their developm ent. If the M ayor 

considers tha t a LIP does not adequately reflect the London-w ide transport strategy, the 

borough can be asked to redraft the docum ent o r the M ayor m ay rewrite the LIP fo r the 

borough (London Research Centre, 1999).

A fter the abo lition  o f the G reater London Council (GLC) in 1986, the British governm ent 

became the strategic p lanning authority fo r the C ap ita l, issuing p lann ing guidance, which 

set the context fo r UDPs. The London boroughs influence the process th rough the LPAC, 

which has a statutory rem it to  advise the governm ent on the content o f its G uidance. In May 

1994, LPAC published the 'Advice on Strategic Planning G uidance fo r London'. The second 

version o f Regional Planning G uidance (RPG3), 'Strategic G uidance fo r London Planning 

Authorities ', was issued in M ay 1996 and gives guidance fo r the period up to 2006 . The 

G uidance should be read in relation to o ther Regional G u idance published by the 

governm ent. The 1994 Regional G uidance fo r South East England is currently being 

updated (SERPLAN, 1998; SERPLAN, 1999; PEP, 1999). The new version is expected to set 

out three key objectives: enhanced econom ic perform ance. Sustainable Developm ent and 

environm ental im provem ent, opportun ity  and choice.

A num ber o f non-statutory documents have been produced by d iffe ren t organisations 

concerned w ith transport and developm ent in London. LPAC's 'London: W orld  C ity ' project 

in 1991, drew  attention to the need to im prove transport in London in o rder to ensure 

London's success as a w orld  city. In 1995, the London Pride Partnership's 'London 's  Action 

Program m e fo r T ransport 1 9 9 5 -2 0 1 0 ' set out fo r the first tim e a comprehensive 

p rogram m e 'to  create a world  class transport system fo r London which is practicable and 

a ffo rdab le '. In response to this report, the G overnm ent O ffice  fo r London and the 

D epartm ent o f Transport published 'A  Transport Strategy fo r London' (DoT and G O L, 

1996) which set the fo llow ing  objectives:

•  the active p rom otion  o f w a lk ing, cycling and pub lic  transport as alternatives to car use.



•  measures to reduce the reliance on the private car and restrain its use; in particu lar, to 

discourage car com m uting into central London,

•  m a jo r investment in the existing public transport infrastructure and, w here appropria te , 

new lines to meet increasing dem ands and to  serve econom ic regenera tion,

•  continued investment in the reg ion 's strategic road network to provide accessibility fo r 

long distance and com m ercial tra ffic  and to  a llow  environm ental im provem ent on m ore 

local roads,

•  a com prehensive p rogram m e o f tra ffic  m anagem ent measures a im ed at relieving 

congestion, im proving the environm ent and im proving conditions fo r all road users as 

part o f a balanced strategy,

•  lim ited new road construction linked to im proving orb ita l movements and to service 

areas earm arked fo r regeneration,

•  the use o f land use planning to reduce the overall need to travel,

•  im plem ent the a ir quality strategy which is being developed under the Environm ent Act 

1995 (London Research Centre, 1999).

The governm ent's 'T ransport Strategy fo r London' highlights areas where the road network 

is to be developed. The main target area is East London where im provem ents are being 

progressed to key routes as well as the in troduction o f a num ber o f add itiona l river 

crossings. The London Pride Partnership responded to the governm ent's  strategy, with 

London's Action Program m e fo r Transport 1 9 9 6 -2 0 1 0 , which welcom ed the response to its 

previous docum ent, as the governm ent 'accepting responsibility fo r an integrated strategy'. 

It does however, have a num ber o f criticisms o f the report, particu la rly  in re lation to the 

tim etable fo r  governm ent action and lack o f com m itm ent to fund ing .

O n beha lf o f the London boroughs, the ALG and LPAC jo in tly published An Integrated 

Transport P rogram m e fo r London in June 1996. They describe this as an action plan giving 

expression to the section o f LPAC's 1994 Advice relating to transport. Its three-strand 

transport policy is based on:

• reducing the am ount o f travel th rough co-ord inated land use and developm ent 

decisions; consistency in investment decisions relating to London's transport system; 

and encouragem ent o f sustainable modes o f transport,

• restraining tra ffic , especially the car, by using appropria te  park ing , physical and pricing 

measures,

•  zero increase in h ighway capacity except fo r  regeneration o f East London; and co 

ord ina tion  o f h ighw ay network m anagem ent,

•  im provem ents to public transport th rough financ ia l com m itm ent from  the governm ent, 

im proved bus services, provision o f a co-ord inated system.



In response to the governm ent's 'T ransport Strategy fo r London' (DoT and G O L, 1996), 

London Transport published 'P lanning London's Transport: To W in as A  W orld  C ity ' (LT, 

1996). This was produced to demonstrate tha t adequate transport fund ing  was critical to 

meeting the governm ent's stated aims o f competitiveness and w orld  city status (London 

Research Centre, 1999).

4.5. Constitutional, Administrative and Legislative framework of SEA and 

transport planning

4.5.1. Constitutional framework

The current G reek Constitution came into force in 1975. The system o f governm ent in 

Greece is parliam enta ry  dem ocracy with a president as a head o f state. The sovereign 

power is the people, represented by the 300  M em bers o f Parliam ent. Legislative pow er is 

exercised by the Parliam ent and the governm ent, executive power by the President o f the 

Republic and the governm ent, and judicia l power by the courts. In M arch 1986, a series of 

am endm ents to the Constitution were approved by a m ajority  vote in Parliam ent, which 

relieved the President o f his executive power and transferred such pow er to the legislature 

thus confin ing the Head of State to a largely cerem onial role.

In Ireland, the O irechtas is the nationa l parliam ent. It consists o f the President and two 

Houses, the House o f Representatives and the Senate. The functions o f all three are derived 

from  the Constitution o f Ireland and law.

The UK's po litica l system is constitutional m onarchy w ith the Q ueen as Head o f State. The 

governm ent is headed by the Prime M inister, it includes ministers, the C hance llo r o f the 

Exchequer and the Lord C hancellor, the law officers o f the C row n, Parliam entary 

Secretaries and Under-Secretaries (Europa Publications Lim ited, 1997). A single Parliam ent 

which passes separate legislation fo r Scotland, England and W ales, and N orthern Ire land, 

consists o f two chambers: the House o f C om m ons (directly elected m em bers o f Parliament) 

and the House o f Lords (Peers o f the Realm and Anglican bishops). To becom e a law, a Bill 

must be passed by both chambers. There are three sources o f law: Statute Law, C om m on 

Law and Equity. The Judicial system consists o f County Courts, the C rown Court, H igh 

C ourt o f Justice, C ourt o f Appeal, House o f Lords and Judicial C om m ittee o f the Privy 

Council.
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4.5.2. Local government structures

In contrast to the UK, local authorities in Greece, and to a lesser extent in Ire land, are 

generally under-funded and, especially in Greece, they suffer from  lack o f resources and 

reduced responsibilities in relation to developm ent and transport m anagem ent fo r  their 

area. It is therefore relevant to explain the local governm ent structure in the three city- 

regions exam ined, in order to explain the existence o r lack o f re levant SEA elements in the 

transport-re la ted documents reviev^ed.

4.5.2.1. Greece

The adm in istra tion  o f local affa irs is in the hands o f local governm ent authorities which 

enjoy adm in istra tive independence. The first step in the local governm ent structure consists 

o f the country's m unicipalities and communes, above which is prefectural local governm ent, 

with the regions a t a tertiary level. In 1991, Greece was divided adm in istra tive ly  into 13 

regions fo r p lann ing , which were upgraded to decentralised adm in istra tive  units in 1994 

into 51 prefectures, 147 regions o r 'eparh ies ', and 5,921 local governm ent organisations 

(MEPPPW, 1996). These local governm ent organisations consist o f 361 m unicipa lities i.e. 

units w ith over 10 ,000 popu la tion  o r capitals o f prefectures, and 5 ,5 6 0  C om m unes. The 

law 'on  the m erg ing o f local authorities ' (I. Kapodistrias) reduced the num ber of 

m unicipa lities and communes from  5,921 to 1 ,033. A t the tim e o f w riting , the 

'adm in istra tive  m ap o f Greece' was taking another turn. A fter the enactm ent o f the law 'I. 

Kaposistrias', the M inistry o f the Interior was considering the option o f reducing the am ount 

of regions from  13 to 7, and the prefectures from  51 to 20. The reason behind this 

initiative is ‘ the m odern isation o f  p u b lic  adm in is tra tion  a t a  n a tio n a l level, a n d  its 

adap ta tion  to Greece's recent entry in to  the Econom ic M one ta ry  U n ion ' (E.T., 2 0 0 0 b , p.

74).

Two levels o f governm ent (central and m unicipal), and fou r levels o f adm in istra tion  

(central, reg iona l, the 'n o m o i' i.e. prefecturs, and m unicipa lities and comm unes) are 

reflected in the statutory p lann ing system. In com parison w ith o ther EU states, local 

governm ent in Greece can be regarded as an institution whose competencies and authority 

are extremely lim ited, and whose financia l rigour is restricted. It is characteristic that in 

1990, the to ta l incom e o f Greece's M unicipalities and C om m unes was less than 5% of the 

incom e o f the nationa l budget. The adm inistrative augm enta tion  and the sm all size o f local 

governm ent organisations create obvious problem s fo r co -o rd ina tion  and p lann ing . This 

affects matters that require m ulti-sectoral approach , such as environm enta l p lanning 

(Vassenhoven and G eorgoulis, 1997).

The situation w ith the local authority structure in G reater Athens is qu ite  com plica ted , and
123this poses difficu lties fo r this research, and in particu lar w ith the a p p rop ria te  classification



of the three regions. For example, this problem is exacerbated in G reater Dublin, since 

three different terms were found in planning studies [i.e. DTI study a rea  in DTI, 1995; 

Dublin region in DRA, 1996; and Greater Dublin Area in Brady Shipman Martin, 1999 and 

DTO, 1999) that correspond to overlapping a reas , around city centre. The situation in 

Greater Athens is equally complex. The primary local government is the Municipality of 

Athens, above which are  the Prefecture of Athens and  the specially expanded Athens and 

Piraeus Prefectural Local Government Organisation. The Prefecture of Attica, which includes 

Athens and  Piraeus, constitutes a separa te  region. G reater Athens consists of 55 

Municipalities and 4 Communes®. This is the definition that the thesis adopts. The rest of the 

Attica region that surrounds Greater Athens further includes 26 Municipalities and 65 

Com m unes (O C O G , 1997b, p. 4).

4.5 .2 .2 .  I re la n d

The Local Government (Ireland) Act, 1898 gave Ireland a local government system, based 

on the British model, with county councils and urban district councils. It abolished the rural 

district councils in 1925. Local government in Ireland consists of a num ber of local and 

regional authorities at three levels. These are:

• county/city level: thirty-four local authorities are  the main providers of local government 

services, twenty-nine county councils and five cities,

• sub-county level: eighty town authorities carry out a representational role for the town 

with a varying range of local government functions,

• regional level: eight regional authorities co-ordinate some of the county/city and sub

county activities. They play a monitoring role in relation to the use of EU structural 

funds.

Local Authorities are  multi-purpose bodies who are  responsible for an  extensive range of 

services. They a re  typically broken down into various broad categories: housing, planning; 

roads; water supply and sewerage; development incentives and  controls; environmental 

protection including rivers, lakes, air and noise; recreation facilities and  amenities; 

agriculture; education, health and  welfare. In addition to these competencies, a 

fundamental role of democratically elected local government is the representation of local 

communities, voicing local concerns and responding to local needs.

A major p rogram m e of local government reform is currently underway by the Irish 

government. A local government Bill is being prepared  as part of the renewal and 

modernisation process of local government. This Bill will consolidate and  update  general 

local government legislation. It aims to give a more central role to councillors as  well as

® The term in Greek is ‘Poleodomiko Sygrotima Protevousis’
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enhancing the involvem ent o f local comnnunities in the local governm ent system. This Bill is 

on im portan t fo llow  up to the recent constitutional am endm ent tha t provided fo r the 

recognition o f local governm ent and periodic local elections.

In add ition , an im proved local governm ent fund ing  system has been in opera tion  since 

January 1 999 . The initiative on fund ing , entitled, 'A  New Deal fo r Local G overnm ent' was 

launched in January 1998. It involves the establishm ent o f an independent 'Local 

G overnm ent Fund', which am ounted to abou t £ 6 2 5  m illion  in 1999 and was financed 

from  two sources. An am ount o f £270  m illion  in 1999 increasing annua lly  to take account 

o f in fla tion  and changes in the functions o f local councils, and the proceeds o f m otor 

taxation. Ring-fenced in legislation and guaranteed to  increase in future years, the fund will 

be used solely fo r local governm ent purposes. It is estimated tha t the fund  w ill am ount to 

about £665  m illion  in 2000.

The overall level o f capital expenditure by local authorities is determ ined by the am ount the 

governm ent allocates annua lly fo r the m a jo r capita l services to be provided by local 

authorities. These provisions are set out in the Public C ap ita l Program m e. A sum m ary o f the 

provisions m ade in the 1999 Public C apita l P rogram m e fo r spending by local authorities is 

shown in Table 4 .7 . It shows that in 1999, the highest p roportion  o f financ ia l resources that 

the governm ent allocated to local authorities was spent on the provision o f road services (IR 

£ 526 .6  m illion). This am ount accounts fo r a lm ost 40% o f the tota l capita l (38.9%).

T a b le  4 .7 : So u r c e s  o f  C a p it a l  F in a n c e  in  Lo c a l  A u t h o r it ie s  in  Ir e l a n d  in  1999

Local Authority end Social Housing 312,1
Loans fo r Shared O wnership Scheme 70.9
Rental Subsidy 27 .7
House Purchase and Im provem ent Loans 33.6
O ther Housing 10.5
Roods 526.7
W ater and Sanitary Services 275 .6
Environmental Services 39 .5
Fire and Emergency Services 6.9
Miscellaneous 50 .0
Total 1 ,353.5

Source: DoELC, web site, h ttp ://w w w .env iron .ie /loca l/overv iew .h tm l# 3

These statistics are, however, less impressive when it is considered tha t on ly 27% of local 

authorities expenditure fo r the same year was financed by governm ent grants and subsidies 

(Table 4.8). In contrast to Greece, however, where local authorities were generally 

dependent on a mere 5% of the N ationa l Budget fo r financ ia l support in 1 990 , the fact that 

the rem ain ing 82% o f Irish local authority expend iture was self-generated, is quite 

impressive.



In relation to transport, 32 Irish principa l local authorities have a s ign ifican t influence on 

the local transporta tion system. The elected m em bers o f the local au thority  are responsible 

fo r the p reparation  and revision o f developm ent plans, which are the prim ary policy 

instrum ent at local level. They provide strategies fo r road transport as well as fo r 

developm ent and future growth in the area concerned (Bannon and G rie r, 1997).

Table 4.8 : Es t im a te d  C urrent  Receipts a n d  Exp en d itu r e  o f  Lo c a l  A u t h o r it ie s  in  Ir e la n d

(1999)

County 
Councils £'m

County 
Boroughs £'m

Urban 
Boroughs' £'m

Miscellaneou 
s Bodies £'m

Total 1999 £'m

Expenditure 1,078.6 421.9 124.9 2.2 1,627.6
Financed by 
Government 
Grants/Subsidies

353.5 77.2 13.2 443.9

General Fund 239.0 57.6 28.4 - 325.0
Goods/Services 258.9 134.3 48.4 1.3 442.9
Comnnercial Rotes 204.8 153.6 52.6 0.7 411.7
Balances 4.1 (0.8) (0.3) 0.2 3.2
County Demand 18.3 (17.4) - 0.9
Total Receipts 1,078.6 421.9 124.9 2.2 1,627.6

Source: DoELC, web site, h ttp ://w w w .env iron .ie /loca l/ove rv iew .h tm l#3

Although the system o f local governm ent in Ireland 'w as  in fende d  to be  a  fo rm  o f  lo c a l s e lf 

governm ent, p ro v id in g  the sm allest com m unity  units possib le with the oppo rtun ity  to 

partic ipa te  in  the dem ocratic  process.' (Bannon and G rier, 1997, p. 9), it has been 

criticised fo r having a 'subord inate  ro le ' and being 'dependen t on the N ationa l 

G overnm ent'. Local authorities have been described as 'adm in is tra tive  o rgans a lloca ted  

functions b y  the cen tra l governm ent as convenience d ic ta tes ' (Basil, 1992 , p. 264). It is 

characteristic that from  the £ 203 .6 43  m illion  allocated by state grants in 1998 to local 

authorities fo r non-nationa l roads, only £ 7 7 .0 2 3  m illion  was Local Authorities Own 

Resources Expenditure (DoELG web page). An e ffo rt has been m ade in recent years to 

m itigate the negative effects o f this centralisation o f local governm ent powers and 

functions, which at a certain level, can be com pared to the situation in Greece. The 

governm ent policy fo r 'Better Local G overnm ent' published in D ecem ber 1996, a im ed at 

accelerating the process o f strengthening its competencies.

W ith regard to transport, the policy docum ent 'Better G overnm ent - A P rogram m e fo r 

C hange ' incorporated proposals fo r a local revenue system, 'w he re  the fu ll process o f  

m o to r taxation w ill becom e a ded ica ted  lo ca l gove rnm en t source, fu lly  assigned to the lo ca l 

authorities^ (Bannon and G rier, 1997, p. 8). O the r transport-re la ted opportun ities fo r local 

authorities to increase the ir incom e is through the opera tion  o f fee car parks, street 'pa rk  

and pay' systems, and the im position o f tolls on a lim ited num ber o f road networks.
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The Dublin Region (DRA, 1996) consists o f fou r local authority  adm in istra tive areas: Dublin 

County Council, as well as Counties Fingal, South D ublin  and Dun Laoghaire-Rathdown. 

The p lann ing area tha t the DTO in itia lly  used, covered the entire Dublin Region (DTI, 1995) 

and parts o f the adjacent counties W icklow , K ildare and M eath. The area represented the 

D ublin 'jou rney-to -w ork ' area as identified in the 1988 'Eastern Region Settlement Strategy 

2 0 1 1 ' is s ign ificantly  sm aller than the G reater D ublin Area as identified fo r the Strategic 

Planning G uidelines.

4.5.2.3. United Kingdom

In contrast to Greece, local authorities in the UK rem ain the p rinc ipa l level o f executive 

authority a lbe it tha t central governm ent control is considerab ly increased in m any areas of 

the ir competency. They possess an im portan t role in environm enta l protection since they 

have sign ificant developm ent, m anagem ent and control powers (C u llingw orth  and N adin, 

1997; CEC, 1993a).

A com plex system o f local governm ent adm in istra tion currently exists, with varia tions in all 

fou r parts o f the United K ingdom . In England, matters are fu rthe r com plicated in that, 

outside London, local governm ent boundaries and the division o f responsibilities in some 

areas have been undergo ing reorganisa tion under the Local G overnm ent Act 1992 

(London Research Centre, 1999). This has resulted in a unitary system in some areas while 

others retained a tw o-tie r structure. Under the second review reorganisa tion o f local 

governm ent tha t took place in April 1998, the num ber o f unitary authorities in England 

have been increased, resulting in 35 counties divided into 260  districts, and a fu rther 60 

Unitary authorities.

The prim ary units o f public adm in istra tion in G reater London are the 32 London boroughs 

and the C orpora tion  o f London. A lthough the functiona l split o f local authority 

responsibilities in the UK depends on the type o f council, whether single o r tw o tier, overall 

p lanning and transport functions relate to  p lann ing, tra ffic  and transporta tion , car parks, 

national park and countryside functions, and parks and leisure (London Research Centre, 

1999). The Local G overnm ent Association, created in A pril 1997 th rough the m erger of 

three previously existing local authority associations, and in London by the Association of 

London G overnm ent (ALG) (London Research Centre, 1999), represents local authorities in 

England.
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4.5.3. Institutional structures with environmental protection, 

planning, and transport responsibilities

4.5.3.1. Greece

The public authority in Greece responsible fo r determining general policy on physical 

planning and environmental protection, for the preparation of plans and projects, for 

monitoring their implementation, and for the co-ordination of the special environmental 

programmes of other authorities is the Ministry of the Environment, Physical Planning and 

Public Works. O ther Ministries such as Agriculture, Finance, Interior, Industry and Energy, 

Merchant Navy and Labour, contribute to the form ulation of policy in areas which concern 

them and are jointly responsible fo r the implementation and m onitoring of legislation 

relating to the environment (O CO G , 1997b). The administrative machinery fo r the control 

of spatial location of activities, which produce pollution and environmental disruption, is 

strengthened and expanded through environmental impact assessments. The 

developmental pressures exercised by the more powerful Department o f Public Works 

within MEPPPW however, weaken MEPPPW's role.

The Athens Public Transport Organisation (OASA) is responsible for the planning of the 

overall public transport system in Greater Athens. The public transport system is operated 

by an affiliate of OASA called ETHEL (the Athens Bus Company SA), by the Athens and 

Piraeus Trolley Company (ILPAP), and by the Athens and Piraeus Electric Railway Company 

(ISAP). Attico Metro is the company responsible for the construction and operation of the 

tram network.

4.5.3.2. Ireland

In Ireland, the national administrative framework consists of three tiers: the national 

government, the regional authorities and the local authorities. At a national level, there are 

fifteen government departments each with responsibility fo r particular issues. The 

Department of the Environment and Local Government (DoELG) has a wide range of 

functions in relation to roads (Table 4.9). In discharging the functions outlined in Table 4.9, 

DoELG co-operates closely with the Department of Public Enterprise (responsible fo r bus, 

railway and air transport), and Marine and Natural Resources (ports). The other main 

bodies, interest groups and state sponsored bodies that the Department deals with in 

relation to transport issues are the DTO, European Commission, the construction industry, 

environmental interests, business interests, the insurance industry, the G arda Siochana (the 

Police Force), the National Roads Authority, the National Safety Council, the Environmental 

Protection Agency, and the Medical Bureau of Road Safety.
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T a b le  4 .9 : F u n c t io n s  a n d  re s p o n s ib i l i t ie s  o f  t h e  Do ELG in  r e l a t i o n  t o  r o a d s

Functions in relation to:
•  policy developm ent,
•  prom otion o f legislation,
•  negotiation o f national and EU funding,
•  acting os lead Departm ent fo r Transport O pera tiona l Programme,
•  overseeing activities o f im plem enting agencies (The N ationa l Roads Authority, the Dublin Transportation 

O ffice, the N ational Safety Council, local authorities),
•  prom otion o f road safety,
• driver testing.
The overall objective is to provide, within the fram ew ork o f a ba lanced and integrated transport policy, fo r
the safe, efficient and cost-effective movement o f persons and goods by rood. Specific objectives are to:
•  ensure the optim um  level of EU financia l assistance fo r the O pera tiona l Program m e on Transport and fo r

roads from  both the Structural and Cohesion Funds w ith in the fram ew ork o f a ba lanced and integrated
national transport policy,

•  ensure, as fa r as possible, the provision o f a safe and efficient network o f na tional roads and non
national roads,

• play an effective role in the EU legislative and decision m aking process,
• ensure the optim um  and safe use o f the public road network,
• ensure that vehicles are safe and suitable fo r use on public roads,
• provide m achinery fo r the licensing and taxation o f vehicles used on public roads,

•  ensure that drivers are fit, competent and licensed to drive vehicles o f an appropria te  class on public 
roads,

•  im prove road safety,

•  prom ote the developm ent o f a balanced and integrated transportation system in m a jo r urban areas, 
particularly in Dublin.________________________________________________________________________________

Source: DoELG web site, h ttp ://w w w .env iron .ie /dep t/bod ies.h tm l# n ra

The 'state sponsored bodies', which are established 'b y  o r under statute ' and financed by 

means o f grants o r loans by the M inister o f State, contribute tow ards the in tegra tion  of 

socio-econom ic and environm ental policies. As Bannon and G rie r (1997 , p. 10) note '... 

O ne o f  the m a in  advantages  [o f the state sponsored bodies] is th a t they com b ine  the 

experience o f  ind iv idua ls  invo lved  in  the p u b lic  a n d  p riva te  sector in  o rd e r to g u id e  a n d  

assess the perfo rm ance  a n d  m anagem ent o f  state enterprises.'. Some o f the d isadvantages 

on the other hand, are the exercise o f lim ited horizonta l in tegration and d iffe ring  levels of 

autonom y, the degree o f which is related to the nature o f the function pe rfo rm ed, the 

financia l position, and the source o f funds (Bannon and G rier, 1997).

The influence on transport issues that the European Union exercises in Ire land, is seen in 

the successful im plem entation o f the O pera tiona l P rogram m e fo r T ransport 1 9 9 4 -1 9 9 9 , 

which was agreed w ith the European Union. The O pera tiona l Program m e addressed in an 

integrated way the investment needs o f all transport m odes. Investment in nationa l roads 

fo r that period was £1 .3  b illion with an average o f well over £ 2 0 0  m illion  each year 

(DoELG w eb site).

In add ition , a substantial am ount o f resources was devoted to  transport under the Cohesion 

Funds th rough the European Union over the period 1 9 9 3 -1 9 9 7 . Ireland received a 

com m itm ent o f ECU 512 m illion from  the Cohesion Fund fo r transport, representing 1 1% 

of the tota l com m itm ents from  the Fund devoted to  transport (O ' C onnor, 1999). The
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financial assistance that Ireland received from the EU programmes, contributed to the very 

strong output growth that has been experienced since 1994, as well as to the movement 

towards convergence of employment. As O 'C onnor (1999, p. 6) notes, There is no 

doubt that the investment supported in the last num ber o f  years has been a significant 

factor in im proving environmental, transport and  other infrastructure and  bringing about 

this convergence.' It is in this context that the government of Ireland's initiative to undertake 

a form of SEA, called Eco-Audit, of 10 sectoral plans and programmes, can be viewed. The 

National Development Plan (NDP) 2000-2006 is one of the plans, policies and 

programmes (PPPs) to which the Eco-Audit has been applied. Taking into account that 

another form  of SEA had been prepared for the previous round of the NDP preparation 

during 1994-1999 (DG XI, 1997), it can be postulated that the Irish government considers 

it im portant that the environmental credentials that a SEA provides, are important for 

negotiating EU financial aid. The use of SEA to secure funds in the future, will be even more 

important, especially in the years when Ireland will be a net contributing country in the EU. 

O ' Connor notes that the 9% of financial aid received by Ireland during the period 1993- 

99 from the Cohesion Fund, ‘ was a t the high end o f  the 7-10% com m itm ent that Ireland  

could  have potentia lly  received (O ' Connor, 1999, p. 6).

At a regional level of government, the 'Local Government Act', 1991 (Regional Authorities) 

Establishment O rder 1993, provided for the establishment of eight Regional Authorities in 

Ireland including the Dublin Regional Authority. These regional bodies are indirectly related 

to transport issues, since they are responsible for reviewing the development plans o f local 

authorities at least every five years. They are also responsible fo r monitoring EU Structural 

and Cohesion Fund matters at the regional level, as well as monitoring and advising in the 

implementation of the various EU Operational Programmes (DRA, 1995; Brady Shipman 

Martin et al, 1999). The role of Regional Authorities in shaping urban affairs, an issue 

which is relevant to their transport responsibilities, is quite lim ited. According to Bannon 

and Grier (1997), because of severe financial and policy restraints and a decreased level of 

commitment by the majority of public bodies, the capacity of Regional Authorities to play a 

more instrumental role in local socio-economic and environmental development is 

undermined.

Confusion exists about the common definition of the administrative areas adopted for 

planning purposes throughout the various transport studies. This confusion inevitably has 

negative implications, both for the transport and planning administrators in Greater Dublin, 

as well as fo r the research for this thesis. Owing to the problems of institutional co-
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ord ination* both the Dublin Regional Authority and the DTO enlarged, the ir reg ional and 

transport p lann ing  study areas to incorporate the G reater Dublin  Area. This was first 

suggested by the 'Strategic Planning G uidelines fo r the G reater Dublin A rea ' (Brady 

Shipman M artin  e f a l, 1999) and consists o f the D ublin  and M idd le  East regions. Since the 

G reater D ub lin  Area is considered to be the area most im m edia te ly affected by the 

transport grow th and developm ent o f Dublin, it is also the area adopted fo r this study.

4.5.3.3. United Kingdom

A lthough a num ber o f organisations exist w ith in G rea te r London w ith an interest in 

transport policy, u ltim ate responsibility fo r this in Brita in 's C ap ita l lies w ith central 

governm ent (London Research Centre, 1999). The D epartm ent o f the Environment, 

Transport and the Regions (DETR) is m ain ly responsible in England fo r a ll transport, 

environm ent and reg ional developm ent matters tha t ore functions o f central governm ent. It 

has few opera tiona l powers and broad areas o f responsibilities, which are la rge r than in 

any other EU country (CEC, 1 993a).

DETR is headed by the Secretary o f State, w ho at present, is also the Deputy Prime Minister. 

W ithin the Deputy Prime M inister's O ffice  are the M inister fo r  the Environment, M inister fo r 

Local G overnm ent and Housing, M inister fo r the Regions and Regeneration, M inister fo r 

Transport, and Parliam entary Under Secretaries responsible fo r London and construction, 

transport in London, integrated transport policy, local transport outside London, aviation 

and sh ipp ing , roads and road safety, environm ent, countryside and water, and 

regeneration. The governm ent's m ain functions in the fie ld  o f transport p lann ing  are:

•  to set nationa l policy and take the lead in policy gu idance fo r local authorities,

• to set the regulatory fram ew ork to deal with safety and environm enta l matters,

• to p rom ote the provision o f the necessary infrastructure (trunk roads and motorways, 

railways, ports and airports),

• to determ ine the organ isationa l fram ew ork w ith in which pub lic  transport operators 

work.

The DETR m ay issue regulations under powers conferred by p rim ary legis la tion . It also 

provides advice on best practice w ithout setting m andatory  standards, fo r exam ple, th rough 

'P lanning Policy G uidance: T ransport' (PPG13), which links transport and land use issues 

and seeks to  reduce car travel th rough p lanning policy. The D epartm ent works closely with 

many o ther bodies, particu larly  local h ighway authorities responsible fo r all roads other

* These problems are the outcome o f multiplicity o f administrative areas (DRA, 1996), development pressures that 
have lead the residential population o f the Dublin Region to spread to areas beyond the former County (Bannon and 
Grier, 1997, p. 12), and the need to address the increasing joumey-to-work pattems in the Dublin Region (DTO, 
1999, p. 4).



than m otorways and trunk roads. The H ighways Agency (sim ilar to the Irish N ationa l Roads 

Authority) an executive agency o f the DETR, is responsible fo r m anagem ent and 

construction o f the trunk road and m otorw ay network in London, whilst the London local 

authorities are the h ighway authorities fo r all non-trunk roads in the ir area. DETR interacts 

w ith these authorities in the areas o f standards and guidance and also provides financia l 

support fo r  key investments and other activities (London Research Centre, 1999).

A lthough ultim ate responsibility fo r strategic and local p lann ing lies with the DETR, 

responsibility fo r some services is shared. LPAC the statutory jo in t com m ittee o f the London 

boroughs, advises both the Secretary o f State and the boroughs on strategic p lann ing and 

transport issues and on m a jo r developm ent proposals. O ther organisations, such as 

London Transport, which currently m anages the underground system and bus services in 

the C ap ita l, have boards directly appoin ted by central governm ent.

A t a reg iona l p lann ing level, the London and South East Regional Planning Conference 

(SERPLAN) has fo r over 35 years provided the m echanism  fo r co -ord ina ting  regional 

strategy and ensuring an adequate fram ew ork fo r deve lopm ent plans. It is com posed of all 

local authorities in South East England, includ ing the 33 London authorities and the LPAC. 

Its functions are to m ainta in  good liaison and co -o rd ina tion  between these local authorities, 

p rovid ing  policy advice on m a jo r p lann ing and transport issues. It provides advice to the 

governm ent on reg ional strategy th rough the G overnm ent O ffice  fo r the South East 

(GOSE). The governm ent, in turn, issues Regional Planning G uidance in the fo rm  of 

Regional Planning G uidance (RPG) Notes. These gu ide local authorities in their p lanning 

functions (London Research Centre, 1999).

Since 3 July 2000 , strategic transport policy, opera tion  o f London's buses, tubes, trains, 

taxis, river transport, and responsibility fo r the strategic road network and tra ffic  control 

systems, are co-ord inated by one institution, the GLA th rough its executive body Transport 

fo r London (TfL). The main purposes o f the Authority, as set out in the GLA Bill, are to 

prom ote econom ic developm ent and wealth creation, social developm ent, and the 

im provem ent o f the environm ent in G reater London. GLA is in fe r a lia  responsible fo r 

develop ing an integrated transport strategy.

Since 12 M ay 2000 , the newly elected M ayor has w ide -rang ing  powers fo r transport in 

London, w ith responsibility fo r develop ing and im plem enting  policies fo r the p rom otion  and 

encouragem ent o f safe, in tegrated, effic ient and econom ic transport facilities and services 

to, from  and w ith in G reater London (House o f C om m ons, 1999). The M ayor w ill be 

responsible fo r develop ing a coherent transport strategy fo r London and appo in ting  the



Board o f the new organisation, TfL. The transport strategy w ill include measures for 

w a lk ing , cycling, bus priority, parking and fre igh t m ovem ent, and must adhere to the 

national transport policy set out in the governm ent W hite Paper 'A  New Deal fo r  Transport: 

Better fo r Everyone' (DETR, 1998e). The TfL Board absorbed the role o f the Tra ffic  Director 

fo r London, the Public C arriage O ffice, the Traffic  C ontro l Systems Unit, the Docklands 

Light Railway and part o f the H ighways Agency, and London Transport (LT). London 

Underground (currently part o f LT) exists separately until com pletion o f the Public Private 

Partnership arrangem ents. During this tim e it w ill be responsible to the Secretary o f State 

fo r Environm ent, Transport and the Regions, but w ill eventually becom e a branch o f TfL.

In the past five years, a num ber o f governm ental o rganisations and m inisterial 

appoin tm ents have been established a t a London-w ide level. These include the 

G overnm ent O ffice  fo r London, the Traffic  D irector fo r London, the T ransport C o

o rd ina tion  G roup, the C abinet Sub-Com m ittee fo r London, the M inister fo r  London, and 

the M inister fo r T ransport in London. London-w ide jo in t committees and 'pa rtnersh ips ' have 

emerged to fill the strategic vacuum in the C ap ita l left by the abo lition  o f the G reater 

London Council. These bodies have a variety o f form s and focus, some dea ling  with 

transport in specific areas and some with specific aspects o f transport. Ind iv idua l London 

boroughs are responsible fo r p lann ing w ith in  each o f the ir areas. Some transport functions 

are co-ord ina ted  through either statutory or non-statutory committees. The most recent 

add ition  to these, the Transport Com m ittee fo r London, was form ed in January 1998 

through the m erger o f the London Boroughs Transport C om m ittee, the London Com m ittee 

on Accessible Transport, the Traffic Contro ls and Signals Unit, and the Parking Com m ittee 

fo r London. In add ition , some jo in t borough organisations, such as the London Road Safety 

Advisory G roup  and the London A ir Q ua lity  Network, deal w ith specific issues. London 

boroughs have jo ined the private sector in a num ber o f o rganisations created to  prom ote 

London as a 'w o rld  city'. These include the London Pride Partnership, London First, and the 

London First Centre. N ationa l g ran t-g iv ing  bodies such as the M illenn ium  Com m ission, one 

o f the five N ationa l Lottery charities, also have an im pact on London's developm ent.

There are also groups o f organisations in various geograph ica l areas o f London. These 

include pub lic  transport provision centred a lliances such as SWELTRAC in South and West 

London, and the W ood Green Interchange Project (Haringey Council and London 

Transport). O the r alliances, the Cross River Partnership and the West London Leadership, 

have a w ide r econom ic developm ent focus whilst partnerships such as those in the Lee 

Valley, W and le  Valley, West London, Central London, and Thames G ateway, have been 

created p rim arily  to secure central governm ent fund ing  through City C ha llenge and Single 

Regeneration Budget initiatives re lating to urban regeneration projects.



A num ber o f lobbying organisations are involved in cam paigns to im prove provisions fo r 

pedestrians and cyclists and im prove/extend public transport services. These include 

Sustrans, T ransport 2000 , the London W alk ing Forum, the Pedestrian Association, the 

Pedestrians Policy G roup, the London Cycling C am pa ign , the Cyclists Touring C lub , and 

Friends o f the Earth. Some of these organisations are represented on the London Transport 

Activists Roundtable (London TAR), an um brella  g roup cam pa ign ing  fo r sustainable 

transport in London. C am pa ign ing  organisations such as 'D o n 't C hoke London', have also 

contributed to raising the profile  o f sustainable transport issues, and various cam paigns 

have recently led to the creation o f a bo rough-w ide  officers g roup, centred on the 

developm ent o f green travel plans (green com m uter plans).

A m a jo r prob lem  affecting G reater London's transport is its adm in istra tive complexity. The 

recent po litica l and institutional arrangem ents, and in particu la r the newly elected M ayor 

and the establishm ent o f a strategic authority in London, are steps towards better 

institutional co-o rd ina tion  o f transport and p lann ing responsibilities fo r the British Capita l.

The effectiveness o f the new institutional arrangem ents w ill be tested in the years to come.

The London Research Centre (1999) however, adopts an optim istic approach  to the future 

of London transport: ' The GLA is seen to be an a lternative to the desegregated  

organ isa tions currently in  existence, m any with ove rlapp ing  jurisdictions. For transport in 

particu la r, w ith p rob lem s o f  chron ic congestion a n d  increasing a ir  p o llu tio n  levels, the GLA 

a n d  TfL w ill p ro v id e  an in terd isc ip lina ry co -o rd ina ting  function. The requ irem ent on the 

M a yo r to in tegra te  the transport strategy with o the r strategies, inc lud ing  environm ent, 

sp a tia l deve lopm ent a n d  a ir  quality, shou ld  p rov ide  the basis fo r  the GLA to b rin g  London  

a step fu rthe r tow ards sustainability.'

4.5.4. The proposed Directive on SEA

At a tim e when research into SEA is lim ited, and the future im plem enta tion  o f an EU-wide 

SEA Directive is closer, the investigation o f ways to integrate SEA into EU p lann ing  systems 

is w orthw hile . The sub-sections tha t fo llow , trace the history and present the requirem ents of 

the d ra ft D irective 'on  the assessment o f the effects o f certain plans and program m es on 

the environm ent' and, based on recent research, discuss the im plica tions fo r the exam ined 

regions from  its possible enactment.

4.5.4.1. The emergence and evolution of the proposed SEA Directive 

In 1989, fou r years after the enactm ent o f the EIA Directive, the Com m ission began internal 

w ork on a proposal fo r a SEA Directive. These legislative initiatives were as equally 

am bitious as the project-EIA Directive was in its early phase. Thus, the first d ra ft circulated 

in 1991 and proposed in the 4th Environmental Action Program m e o f 1987, set the year 1 3 4



1994 as a deadline fo r the Directive's adoption. At the 1992 Edinburgh Summit however, 

the Commission withdrew the proposal. This draft which was modelled on the project-EIA 

procedure and run into objections from member states, would have required the 

environmental assessment of land use plans as well as policies (including national policies) 

modelled on the project-EIA procedure, and ran into objections from  member states 

(ENDS, 1996; Feldmann, 1998, CPRE, 1995; 1997). This w ithdrawal can be explained by 

the priority given to the amendment of the 1985 EIA Directive to take on aspects at a more 

strategic level of development action, as well as to its opposition by various member states, 

including the United Kingdom (Cerny and Sheate, 1992).

During 1993/4 , an internal draft Directive aimed at establishing 'some common provisions 

to integrate environmental protection requirements in the decision making process for 

certain economic and other sectors', had the same fate as the previous draft and was 

opposed by member states such as the UK, Germany and Denmark (Sheate, 1996). This 

version [which excluded for the first time policies from  the assessment of PPPs (CEC, 1 995)], 

was more comprehensive than the current 1997 proposal and covered a list of plan and 

programm e categories such as land use planning, forestry plans, energy, agriculture, 

tourism plans, water resource management strategies and waste plans.

The next drafting initiative took place in 1995, with the Commission carrying out a limited 

consultation on a draft SEA Directive. The outcome of this inform al dra ft process 

materialised on December 4, 1996 with the adoption by the Commission of the draft SEA 

Directive known as 'a proposal for the assessment of the effects of certain plans and 

programmes on the environment' [COM (96) 511 final and OJ 129 of April 25, 1997]. In 

the first half of 1997, the Dutch government holding the EU presidency, held an orientation 

debate based on some questions around the SEA proposal in the Council Environmental 

Working G roup [Doc. 6882 /97  Limite Env 91 Pro-Coop 27, March 20, 1997].

The idea of environmental assessment at a strategic level was accepted in principle, but 

member states had different opinions on its actual scope and content. Northern countries 

tended to have a more positive view on the issue, 'and  they argued fo r a w ider fie ld  o f  

application that could  extend even to the policy level.' (Feldmann, 1998, p .5). In line with 

the co-decision procedure (Table 4.10) the proposal proceeded to the first reading in 

October 1998 (Feldmann, DG XI, EC, pers. comm.).

In the light of the Opinion of the European Parliament, the 1996 proposal was amended in 

1999 (CEC, 1999a). The Council had a policy debate on the amended proposal, which
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focused on a few key procedural questions and aim ed at g iving gu idance fo r fu rthe r work 

(CEU, 1999a).

Table 4 .10 : C o -d e c is io n  procedure o f  the D raft D irective o n  SEA

Transmission to the Council and Parliament 4 Dec 1996
Opinion of the Economic and Social Commission May 1997
Opinion ot the Committee of the Regions End of October 1 998
European Parliament: First Reading Nov 1997
First Reading [Parliament approved the Commission proposal subject to 33 
amendments. The Commission accepted some o f the amendments)

20 October 1998

Opinion of the Committee of the Regions End of October 1998
Commission presented an amended proposal 18 February 1999
Council Common Position 13 and 14 December 

1999
European Parliament: Second Reading Current stage (Sep. 

2000)
Commission Review of European Parliament amendments -

Final Adoption -

Date of Compliance -

References
Commission proposal COM(96) 511 final COD96304: Official Journal C 129, 25.4.1997  
Amended proposal COM(1999j 73 final: Official Journal C 83, 25.03.1999 
Opinion o f the European Parliament: First reading: Official Journal C 341, 09.11.1998 
Opinion o f the Economic and Social Committee: Official Journal C 287, 22.9.1997

Source: CEU, 2000; CPRE, 1997;Zagorianakos, 1998.

O n the basis o f a com prom ise proposal by the Finish Presidency, the Council reached 

unanim ous politica l agreem ent on its C om m on Position on a D irective p rov id ing  fo r the 

assessment o f the effects o f certain plans and program m es on the environm ent in 

December 1999 (CEU, 1999a). Follow ing the unanim ous agreem ent, the Council fo rm a lly  

adopted a C om m on Position on the SEA Directive (CEU and EP, 2000). This w ill now be 

forw arded to the European Parliament fo r a second reading (Table 4 .10 ).

4.5.4.2. The proposed SEA Directive’s requirements

According to the w ord ing  o f the 5th Environmental Action P rogram m e (CEC, 1992a) and

the European Union Treaty [Article 175(1)], the current adopted d ra ft fo r  a proposed

Council D irective ‘on the assessment o f the effects o f certain plans and p rogram m es on the

environm ent' (CEU and EP, 2000), aims at prom oting  Sustainable Developm ent at a EU

level by extending the requirem ent fo r a SEA fram ew ork from  the pro ject to  the plan and

program m e level. This 'tiering' o f SEA procedures intends to integrate the environm ent into

m em ber states' decision m aking processes and thus provide fo r a high degree of

environm ental protection. According to the C om m on Position an ob liga to ry  environm enta l

im pact assessment would be carried out fo r all plans and program m es:

'(a) which are prepared for agriculture, forestry, fisheries, energy, industry, 
transport, waste management, water management, telecommunications, tourism, 
town and country planning or land use and which set the framework for future 
development consent o f projects listed in Annexes / and II to Directive 
85/337/EEC, or
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(b) which, in view o f  the likely effect on sites, have been determ ined to require an 
assessment pursuant to Article 6 o r 7  o f  Directive 9 2 /4 3 /E E C '  (CEU and EP, 
2000, p. 9-10).

Plans and programmes serving the interests of national defence or civil emergency 

protection, financial or budget plans or programmes, and those falling under the Structural 

Funds for the period 2000-2006 /2007  are not covered (CEU, 2000).

The proposed Directive aims at enhancing decision making in member states. This is 

intended by the establishment of a minimum set of methodological and communication 

procedures (Table 4.11). A degree of discretion is given to member states fo r the 

transportation of these requirements to their land use planning system. The methodological 

requirements relate to the information required to be included in the 'environmental 

statement', a document that publishes the results of the SEA exercise and are specified in 

the relevant Annex of the proposed Directive (Table 4.11). The procedural requirements 

involve public involvement and the consultation v^ith the environmental authorities/bodies 

concerned (designated by member states) so that a degree of transparency is introduced 

into the SEA process.

T a b le  4.11: M in im u m  m e t h o d o l o g ic a l  r e q u ir e m e n t s  s p e c if ie d  in  t h e  Pr o p o s e d  SEA
D ir e c tiv e

The fo llow ing matters should be included in an environm ental statement:
•  contents o f the plan or program m e and its main objectives,
•  environm enta l characteristics o f the area likely to be affected by the plan o r program m e,
• any existing environm ental problem s relevant to the plan o r program m e,
• the environm ental protection objectives, established at in ternational, EU, m em ber state level and in 
other plans o r program m es in the same hierarchy as well as the way these objectives hove been taken into 
account during its preparation,
• the likely significant environm ental effects o f im plem enting the plan o r program m e,
• any alternative ways o f achieving the plan o r program m e and the reasons fo r not adop ting these 
alternatives,
• the measures envisaged to prevent, reduce and where possible offset any sign ificant adverse effects 
on the environm ent of im plem enting the plan or program m e,
• any difficulties encountered in com piling the required in form ation.
Source: O ffic ia l Journal o f  the European Communities, No. C 129, 14-18, 25 .04 .1997

The public and the competent authorities are consulted after the production of the 

environmental statement and before the plan is adopted (CEU and EP, 2000, article 6; 

Appendix 5). In addition, the competent authorities are consulted at the scoping stage. After 

the plan's adoption, the competent authority should inform (through the publication of a 

statement) both the public and environmental authorities of the way that the environmental 

statement and any opinions expressed, were taken into account in taking the decision (CEU 

and EP, 2000, article 9; Appendix 5). The Commission shall send a first report on the

This is the ‘Habitats’ Directive (Directive 92/43/EEC of 21 May 1992 on the conservation of natural habitats and  ̂
of wild famia and flora).



application and effectiveness of the Directive to the European Parliament and to the 

European Council five years after it comes into force. The report will be accompanied if 

appropriate, with proposals for amendment. In particular, the Commission will consider the 

possibility of extending the scope of the Directive to cover other areas/sectors and other 

types of plans and programmes.

The Commission's original proposal of 1997 covered town and country planning plans and 

programmes and their modifications which set the framework fo r subsequent development 

consents, excluding m inor modifications and plans and programmes prepared for small 

areas. The amended version of April 1999 maintained the linkage to development consents 

but expanded the scope to cover other areas, of which examples were given. At the end of 

the discussions, the Commission declared that it could not support the Com m on Position, 

as in its view the scope of the draft Directive had been narrowed too much, compared to 

the original Commission proposal (CEU, 2000). Once form ally adopted at one of the 

Council's forthcoming meetings, the Common Position will be transmitted to the European 

Parliament for a second reading in accordance with the co-decision procedure (Table 

4.10).

4.5.4.3. Environmental assessment regulations in Greece

Article 24 of the constitution of 1975 makes the state responsible fo r safeguarding the 

environment. Law 1650/86 provides the legislation fo r the integration of environmental 

protection into the development planning and control system. This law also provided fo r the 

adoption of the EU Directive on EIA® (CEC, 1985) into Greek legislation, and fo r the 

planning specifications for plans with an environmental protection focus (such as Special 

Spatial Studies). The mechanism for approval of Environmental Impact Assessments, which 

lead to the approval of planning and environmental conditions related to that approval, 

plays an im portant role in environmental protection. The obligation to undergo an EIA 

extends to a much wider range of activities than those covered by the relevant EU Directive. 

The implementation of the EU Directive on EIA in Greece is, however, characterised by the 

inherent weaknesses of the Greek EIA system. These are inter alia, the lack of resources 

particularly relevant to the monitoring of its implementation by the relevant government 

agencies, the inadequate expertise involved in the preparation of the Environmental Impact 

Statements, the politicisation of the whole process by central and local authority decision 

makers, and the attitude of the public involved in the process which is characterised by 

short-term financial interests (Valertzidou, 1996; Zagorianakos, 1996).

® i.e. CEC, 83/337. This Directive is substituted by ‘Council Directive 97/ll/E C  o f 3 March 1997 amending 
Directive 85/337/EEC ‘on the assessment o f the effects o f certain public and private projects on the environment’ 
(CEC, 1997a).



In relation to the enoctm ent o f the proposed SEA Directive, recent research showed that if 

the Directive v/as enacted in 1998, Greece's adm in istra tive m echanism  w ould  repeat the 

same weaknesses tha t occurred th roughou t the im plem enta tion  o f the EIA Directive 

(Zagorianakos, 1999; Zagorianakos, 1998). Specifically, these relate to  an array o f 

m ethodo log ica l, institutional politica l and legislative problem s rooted in environm ental 

p lanning practice that, com pared w ith, the situation in England, render a highly 

prob lem atic  im plem enta tion  o f the proposed SEA Directive. A lim ited achievem ent o f the 

proposed SEA Directive's objectives is likely, ow ing to the dom inance o f SEA elements at a 

regional level where the a llocation  o f EU Structural Funds take place, ra ther than land use 

p lanning level; the underdeveloped status o f local authorities; the focus o f environm ental 

N G O s on the better enforcem ent o f the present project-EIA Directive and the pressure by 

the business com m unity to relax restriction on developm ent (especially in view o f the 

undertaking o f the O lym p ic  Gam es in 2004).

4.5.4.4. Environmental assessment regulations in Ireland

W ith the notab le  exception o f the recent app lica tion  o f guidelines fo r a policy-SEA at a 

governm ent level. Environmental Assessment practice is m ain ly confined to  the project-EIA 

level. This fo llow s the im plem entation o f the EIA Directive (CEC, 1985 ; CEC, 1997a). 

According to the provisions fo r its transporta tion  to  the Irish developm ent contro l system, 

certain developm ents must be assessed fo r likely environm ental effects before p lanning 

perm ission can be granted. W hen subm itting a p lann ing app lica tion  fo r such a 

developm ent, the app lican t must also subm it an Environmental Im pact Statement. Projects 

needing environm enta l im pact assessment are listed in the First Schedule o f the European 

C om m unities (Environm ental Im pact Assessment) Regulations, 1989. Planning authorities 

can, under article 26 o f the Local G overnm ent (Planning and Developm ent) Regulations, 

1994, request an EIS where the threshold lim its in the Regulations are not exceeded, and 

where the authority considers tha t the proposed developm ent m ay have significant 

environm ental effects. Research in the early 90s (ERL), 1993) found the m a jo rity  (60%) of 

EISs reviewed o f unsatisfactory quality, and only 15% of sufficient quality.

4.5.4.5. Environmental assessment regulations in the United 

Kingdom

In 1 997, around 75% o f the local authorities in England and W ales produced a type o f SEA 

called 'Environm ental A ppra isa l' (Marsh, 1997; Therivel, 1998). Despite the experience 

gained from  the app lica tion  o f this fo rm  of SEA, support fo r the enactm ent o f the proposed 

SEA Directive is not a short-term  consideration fo r the British governm ent. This can be 

attributed to a num ber o f financ ia l and m ethodo log ica l d ifficu lties related to this 

app lica tion  (Zagorianakos, 2000a).



The initial reluctance that accompanied the publication of the government advice on the 

Environmental Appraisal of Development Plans (DoE, 1993), is likely to be repeated in the 

enactment of the proposed SEA Directive (Zagorianakos, 1998). There was a general 

enthusiasm amongst local authority planners fo r the development of a less bureaucratic 

and more cost-efficient SEA process, with a sustainability focus. In that respect, suggestions 

were made regarding the extension of the SEA practice, from a development planning level 

to a regional level of government. The integration of environmental with socio-economic 

assessment at a strategic level, the enforcement of environmental m onitoring of plan's 

policies and the setting of quantitative targets to guide plan making were seen as priority 

issues (Zagorianakos, 1998).

4.6. Comparison and conclusions

The three regions examined in this thesis have more differences than similarities. In the 

economic sector, Athens has the lowest GDP, almost half that of London and Dublin. The 

economic discrepancies among the regions can also be illustrated by the fact that the UK 

has an industrial tradition, compared to Greece, which is characterised by slow rates of 

growth. The unprecedented economic development of Ireland in the recent years, has had 

a profound impact on Greater Dublin, bringing many benefits in terms of transport 

infrastructure, as well as increased environmental difficulties.

In relation to social characteristics, social divisions occur in all three regions. Athens and 

Dublin are second in the EU regarding the percentage of population living below the 

poverty threshold with London in third place (Table 4.1). The low position of Greece in the 

'transparency index' figure (Table 4.1), is indicative of poor public participation procedures 

for transport planning in Athens, compared to Dublin and London. This is also relevant for 

the proposed SEA Directive as there is evidence of deficiencies in public participation 

procedures in Greece during the implementation of the EIA Directive (Zagorianakos, 1996; 

Valertzidou, 1996).

Physical geography and the regions location in Europe, also exacerbate or eases existing 

transport problems. Ireland and Greece are geographically isolated from  mainland 

Europe, which renders transport infrastructure a priority for government spending and EL) 

subsidy granting. Although Athens, Dublin and London occupy no more than 10% of their 

countries surface area, they have a proportionally high percentage of population density, 

compared to the population density of their respective countries. This over-concentration of 

people, and as a result, the urban significance of these regions within their countries, is 

evident when considering that 30% of Greek, 39% of Irish, and 12% of British inhabitants, 

reside in their capital (Table 4.1). This concentration of activities in these urban 

conurbations has implications fo r transport and environmental quality. The road transport 140



sector is responsib le  for a ro u n d  a third of the countries' C O 2 emissions, with NO^ a n d  VOC 

emissions having h igher p ercen tages ,  especially in the UK a n d  G re e c e  (Table 4.1). 

Similarly, the m ost significant environm ental p rob lem s facing the th ree  regions a re  

co m m o n  i.e. a ir an d  noise pollution, traffic congestion  an d  park ing  facilities.

Differences a s  well a s  similarities a re  evident in the theory  a n d  practice of land use an d  

transpor t  p lanning  in the exam ined  regions. The extent to which a  p lanning  system 

o p era te s  within a  fram ew ork  of constitutionally protected  rights, is of par ticu lar relevance in 

a com par ison  of the th ree  regions. In the UK a n d  Ireland, the  lack of constitutional 

constraints allows for a  wide d e g re e  of discretion in their p lanning  systems. This flexibility 

applies th ro u g h o u t  the determ ination  of applica tions for p lanning  permission. Local 

authorities a re  gu ided  by the deve lopm en t p lan , but a r e  not b o u n d  by it a s  'o th er  material 

considera tions ' can  b e  taken  into accoun t (Cullingworth a n d  N ad in ,  1997). Furthermore, 

the t ranspor t  policy process reflects the fragm en ta t ion  of n u m ero u s  decision m aking bodies 

in London, with o rgan isa tions  overlapping  on policy issues (London Research Centre, 

1999).

In G reece ,  t ranspor t  p lanning  is a  highly centralised process  a n d  p lans  a r e  legally binding 

docum ents .  In reality, however, binding planning  regula tions a re  not enforced, and  

im plem entation  is weak. During the 60s  an d  70s, rap id  u rbanisa tion , especially in Athens, 

p ro ceed ed  with little regard  to regulations or p lans with negative co n seq u en ces  to urban  

sprawl an d  environm enta l d eg rad a t io n .  The political priorities for housing the population , 

the fact th a t  p lanning  regulation enjoyed little g en e ra l  public support ,  a n d  the restricted 

financial an d  decision m aking  role of local authorities reg a rd in g  p lan  p rep ara tio n  and  

im plem entation , a lso  a d d  to the disparities betw een  British/Irish a n d  G reek  planning 

systems. Institutional provisions for environm ental protection a re  also  pertinent. Unlike 

G reece ,  in the UK a n d  Ireland statutory environm ental consultees a r e  energetically  involved 

in the formulation  of transpor t  a n d  environm ental policy m aking.

Finally, there  is evidence to sugges t  that  provisions for the possible en a c tm en t  of the SEA 

Directive vary a m o n g  the th ree  regions. London is m o re  eq u ip p ed  in te rm s of existing 

gu idance ,  institutional a r ran g e m e n ts ,  an d  m ethodological  experim entation  than  the other 

two regions. In Dublin, a  form of a n  institutionalised policy-SEA is em erg in g ,  w h e reas  in 

Athens, SEA theory  an d  practice is a lm ost non-existent.
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5. Experience on SEA and Transport Planning in Athens

5.7. Introduction

Th is chapter presents the results o f the research conducted in o rder to  docum ent the 

experience on the in tegration o f SEA elements with transport policies, plans and 

program m es (PPPs) in Athens. The in fo rm ation  on SEA integration was gathered th roughout 

the e labora tion  o f interviews and review o f land use and transport-re la ted strategic 

documents. A num ber o f in tegration criteria tha t com prise the evaluative fram ew ork 

developed in this thesis were used to  analyse the research data. The research results are 

com pared w ith those obta ined th roughou t the research in D ublin and London. The 

presentation o f the results fo llows the structure o f the evaluative fram ew ork, which 

distinguishes between six types o f in tegration i.e. p rocedura l, external, m ethodo log ica l, 

substantive, social, and hum an resources integration . This chapter also discusses the 

im plications o f the proposed SEA Directive 'on  the environm enta l assessment o f certain 

plans and program m es on the environm ent' on the G reek p lann ing  system, and h ighlights 

the expected benefits and difficulties stemming from  its potentia l im p lem enta tion . It also 

focuses on those elements o f the fram ew ork that pose difficulties to the w ide r app lica tion  o f 

the evaluative fram ew ork  at an EU level. The chapter concludes w ith  the presentation of the 

degree o f fu lfilm en t o f the in tegration criteria by the PPPs reviewed in Athens.

5.2. Athens: Procedural integration

Procedural in tegra tion , as defined in the thesis has the fo llow ing  characteristics: A ,) Vertical 

in tegration i.e. the existence o f as m any o f the SEA procedura l stages as possible 

th roughout the transport PPP procedure A )̂ Horizonta l in tegration i.e. iterativeness or the 

recurrence o f m ore than one o f the SEA procedura l stages in one o r m ore stages o f the PPP 

procedure A 3) Tem poral in tegration i.e. early in tegration (i.e. the existence o f one o r more 

o f the SEA procedura l stages at a transport p lann ing stage p rio r to the deposit stage).

5.2.1. Vertical integration

The overage score (i.e. mean) in terms o f vertical in tegration in all cases reviewed in 

Athens, was 41%. O n ly  one th ird  o f the procedura l SEA stages (i.e. 3) were adopted by 

m ore than 24% o f the documents reviewed (Figure 5.1). A lthough the overall degree of 

adoption is quite low  com pared to the situation in the other two regions, these three SEA 

stages were adopted by the m ajority  o f PPPs.

The rem ain ing six SEA elements, were incorporated in a contrasting low proportion  o f the 

overall popu la tion  o f the cases reviewed ( ie.  in less than 24%). In particu la r, screening fo r
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the need for SEA and scoping of the impacts to be considered in a SEA were almost non

existent (7% and 8% respectively). In 24% of cases, there was documentation of the 

environmental impacts of transport policies.

F ig u r e  5 .1 :  Pr o c e d u r a l  in t e g r a t io n  in  A t h e n s  (A ll PPPs : V e r t ic a l  In t e g r a t io n )

2) Screen in g  (SEA)'

3) Scoping (SEA)'

4 ) Env/tal Baseline'

5) A lte rn a tiv es

6) Im p ac t Prediction

7) M onitoring

8) Public P artic ip a tio n ' 
(SEA)

9) A gency C onsu lta tion  
(SEA)

1 1 1 1
*  m - 8̂ J|

i
".i

24 1

99 1

11

0 20 40 60 80 100

Percentage (% ) o f PPPs that incorporate the above elements o f integration

N  = 71

The environmental impacts were briefly discussed in the text of 8 out of 59 land use plans 

[i.e. 14%, 12"" row. Figure 5.2), as well as in the text of 9 out of 12 o f the remaining 

transport-related PPPs (Figure 5.4). There was also a general lack of public input and 

consultation with interested bodies on the environmental impacts of transport [i.e. 1 1% and 

17% respectively, Figure 5.1).

There was a strong correlation between impact prediction and the consideration of 

alternative transport options/scenarios. This is supported by the fact that the majority of 

cases that documented the environmental impacts of transport policies, considered 

alternative options as well.

More than half of the cases that considered alternatives [i.e. 11 out of 15), also 

documented the environmental impacts of their transport policies. This observation is a 

possible indication of the positive influence of SEA over the planning process.
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F ig u re  5.2: SEA in t e g r a t io n  in  A th e n s  ( L o c a l  a u t h o r i t y  P la n s )
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5.2.2. Horizontal integration

Horizontal in tegration is the recurrence o f m ore than one o f the SEA procedura l stages in 

one o r m ore stages o f the PPP procedure. This is indicative o f how iterative the SEA process 

is.

SEA horizonta l in tegration v/as poor th roughou t the transport p lann ing  procedure in 

Athens. O n ly  in a handfu l o f PPPs, the existence o f m ore than one o f the SEA procedura l 

stages in one or m ore o f the PPP process was evidenced. W ith the exception o f 3 out o f 59 

land use plans, and 2 out o f 12 o f the rem ain ing transport-re la ted docum ents, the cases in 

Athens incorporated the SEA elements presented in Figure 5 .1 , on ly once in the 

corresponding transport p lann ing stage, usually during  the d ra ft PPP-making.

This lack o f recurrence o f SEA m ethodo log ica l stages th roughou t the p lann ing  stages of 

PPPs, can be attributed to the overall low experience in environm enta l assessment in
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Greece, especially at the strategic level o f decision m aking. This in turn, was the result of 

the lack o f both vo luntary initiatives and m andatory provisions fo r SEA. The need fo r a 

systematic approach  to SEA w ould therefore appea r to be not realised. As a result, the 

existence o f m ore than one SEA stage, w ith in each o f the transport stages, was rather 

arb itrary.

5.2.3. Temporal integration

By tem pora l in tegration it is m eant the early in tegration o f SEA w ith transport p lanning i.e. 

the existence o f one or m ore o f the SEA procedura l stages at a transport p lann ing stage 

prio r to the d ra ft stage.

A systematic assessment o f the environm ental impacts o f transport policies was not 

conducted in the cases reviewed in Athens. This situation was m ore evident in land use 

plans, com pared w ith the policies and program m es. In land use plans, all SEA stages 

occurred th roughou t the d ra ft stage o f the p lann ing process in accordance w ith m andatory 

p lanning specifications (MEPPPW, 1997b; MEPPPW, 1997c). The environm enta l objectives 

related to transport were form ula ted at an early stage o f the process, but d id  not refer to 

the environm enta l assessment o f transport impacts. W herever this was the case, these were 

expressed in a general way and always in re lation to other socio-econom ic factors affecting 

the objective. In the text o f the G eneral Urban Plan fo r the M un ic ipa lity  o f Likovrysi, fo r 

example, one o f the objectives was 'th e  restriction o f  ca r access in  o rd e r to am elio ra te  the 

negative env ironm en ta l a n d  socio-econom ic im pacts o f  th ro u g h -tra ffic  a n d  off-street 

p a rk in g . It was decided from  the outset [i.e. w ithout the e labora tion  o f a systematic SEA), 

that the p lann ing  and enforcem ent o f the restriction o f car m obility , was perceived to be the 

answer to the unknown negative environm ental impacts. The benefit o f the early in itia tion 

of a SEA in this case, would have clarified the s ign ificant issues fo r fu rthe r analysis. In 

particu lar, the role o f SEA w ould be to identify the existing baseline in terms o f traffic, 

assess the future environm ental impacts and, in ligh t o f these, to  decide on the type o f 

tra ffic  m anagem ent measures to be enforced. Accord ing to an interviewee, one reason 

behind this lack o f early in tegration , was the lack o f local authority  finances fo r plan 

m aking, and the lack o f central governm ent subsidies fo r tra ffic  m anagem ent measures:

' . . . it  w ou ld  be unwise in  terms o f  money, tim e a n d  e ffo rt to involve ourselves in a  whole 

im p a c t assessment exercise when the governm en t subsidies on ly  suffice fo r  s im ple  a n d  easy 

to enforce tra ffic  m anagem ent schem ed.

Another reason, was the lack o f easy-to-use methods fo r screening fo r the need fo r a full 

SEA, and fo r scoping the im portan t impacts to be considered in deta il th roughout the
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planning process. A governm ental SEA guidance on this, s im ila r to the English 

Environm ental Appra isa l o f Developm ent Plans (EADP) guide (DoE, 1993), would be very 

useful fo r the d issem ination o f technical in fo rm ation  regard ing SEA am ongst p lanning 

practitioners, and thus foster the im plem entation o f a fu ture SEA Directive. The 

transporta tion o f the British experience with EADP, could be successful fo r Athenian 

p lann ing, and therefore should be encouraged. An a rgum ent in favour o f this 

transporta tion o f experience is tha t Greek p lanners have shown a high degree of 

enforceab ility o f p lann ing specifications (MEPPPW, 1997b ; MEPPPW, 1997c) and circulars. 

The problem s tha t m ight arise, relate to  the m ateria lisation o f the 'sp ir it ' o f such a 

mechanism , i.e. w hether or not, it is connected to  the actual baseline conditions rather than 

being a bureaucratic 'ticks and crosses' exercise as is the case w ith a s im ila r screening 

exercise currently app lied  at a project-EIA level (Valertzidou, 1996; Zagorianakos, 1996).

5.3. Athens: External integration

By external in tegra tion , it is m eant the tiering o f environm ental objectives i.e. the setting of 

s im ilar environm enta l objectives, adopted by PPPs and SEAs prepared a t a h igher, lower or 

some tier in the transport p lanning hierarchy.

F ig u r e  5.3 : SEA in t e g r a t io n  in  A t h e n s  (A ll PPPs)
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[Row 2: Environmental Objectives (tiering)]

Only 17% of the cases reviewed, adopted environmental objectives included in PPPs at 

different tiers of decision making (Figure 5.3). The transport-related strategic documents 

dominated with 75% of them fulfilling this requirement (Figure 5.4), compared to only 5% 

of land use plans (Figure 5.2).

How can the small percentage in land use plans be explained? The fragm entation of the 

Greek planning system where plans are not regularly prepared and updated, is one of the 

reasons. Another reason suggested by a planner is that the PPP's recommended policies 

might come in conflict with environmental objectives that are two ambitious, such as 

'prom otion of sustainable transport through the restriction of car use'.

5.4. Athens: Methodological integration

By methodological integration, it is meant the use of other environmental management 

tools alongside SEA.

Only 14% of the cases reviewed in Athens utilised another environmental managem.ent tool 

(row 27 in Figure 5.3). In particular, only 2 out of 59 local plans in the Greater Athens 

Area utilised non-SEA methodological approaches, notably a Local Agenda 21 

methodology aimed to integrate environmental and socio-economic issues. All 59 local 

plans used zoning methods to control development.

Zoning methods ore considered by Greek planners to provide the only legitimate context 

for environmental protection throughout land use plan making. Two freelance planners 

interviewed, maintained that the utilisation of an environmental management exercise 

alongside the form al transport planning process, would have been an unwelcome add-on 

to the existing resources in terms of time, expertise and finances. This is a valid argument, 

especially within standardised review procedures used by the relevant government 

departments {e.g. MEPPPW), which are based on the mandatory planning specifications 

that make use of purely zoning techniques. This is another argument for the incorporation 

of SEA requirements throughout the amendment of the planning specifications. This will 

promote a smoother implementation of the proposed SEA Directive. The argument behind 

this conclusion is that, planners involved in the preparation of land use plans are unlikely to 

voluntarily embark on a SEA unless SEA requirements are included in the mandatory 

planning specifications. In that respect, the experience in London with the government
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advice on EADP could (if properly adapted to the Greek planning situation) also be 

successfully applied to the Greek planning system.

What are the environmental and planning tools used in PPPs where zoning techniques are 

not utilised as their main environmental management tools, and how is SEA represented, if 

at all? Closer examination of 'non-land use' transport-related strategic cases m ight provide 

an answer. Around 67% of them (Figure 5.4) used management tools, other than what 

could be considered as 'a systematic SEA'. It has to be noted however, that SEA is a 

framework methodology that can incorporate various assessment techniques such as CBA 

and Social Impact Assessment (SIA). On the other hand, other 'um bre lla ' type of 

methodologies such as Multi Criteria Analysis (MCA) can be used as the overriding 

assessment methodology and equally include SEA as their environmental part. It is fo r these 

reasons that a distinction between SEA and 'other transport management tools' cannot 

easily be established. The case study that follows illustrates these difficulties.

Figure 5.4: SEA In te g r a tio n  in  A thens  (Strategic  PPPs)
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5.4.1. Case study on methodological integration

An indicative example that demonstrates the interaction of SEA with other transport 

planning tools, and the difficulty to distinguish between these, is the 'Im pact Analysis' study 

fo r the construction of a Light Rail (Tram) System in Athens (Giaoutzi, 1999). It was 

prepared by the National Technical University of Athens (NTUA), and provides a useful 

framework for the methodological integration of environmental criteria in the evaluation of 

alternative options. This study aimed at evaluating all previous proposals fo r the 

construction of a tram system in Athens. It can be seen as a 'programmatic-SEA' as it 

provided the 'screening' stages fo r several project-EIAs for tramlines. It can also be 

considered as an 'objectives-led', sustainability approach to SEA, since a MCA 

methodology was used to select the optimum transport routes that minimised the adverse 

socio-economic and environmental impacts. The criteria used fo r identification of effects 

were both qualitative and quantitative. The environmental criteria were qualitative:

i) current environmental capacity. A spatial structure indicator was chosen to represent this 

criterion [i.e. the built-up areas along the alternative tram routes),

ii) a ir-pollu tant dispersal capacity. The indicator was the combination of height and width of 

buildings along the alternative tram routes, which provided an indication of the vehicle 

emissions in the study area. According to the author of the study, the combination of these 

two criteria provided an estimation of the current environmental baseline of the study area.

The review of the literature revealed that the achievement of successful methodological 

integration would require that uncertainty is adequately dealt with. MCA offers a technical 

solution, and this is the reason that this method is recommended fo r its use in SEAs by the 

European Commission's Directorate-General fo r Transport (DGVII/A3) (Steer Davies 

Gleave, 1996; CEC, 1994). In the NTUA case study, a 'sensitivity analysis test' was 

undertaken, in order to minimise bias stemming from scaling and weighting of impacts. It is 

known that if different priorities are given to different criteria, then different solutions can be 

suggested to a common problem. Five different combinations of weighting were used, 

including the one that assumes equal significance among the criteria. The weighting 

techniques used were 'rank order' and 'pair wise' comparison (Giaoutzi, 1999). One 

alternative scored consistently higher in all combinations of weighting, but it is referred to 

as the 'op tim um ' rather than the 'dom inant' alternative. In the study's text, the reason for 

this is justified, (which demonstrates signs of positive substantial integration): ‘ This [the 

selected alternative] is the optim um solution rather than the dom inan t There are two 

reasons fo r this. One relates to the stage o f  evaluation, a nd  the other to the great 

difference in scores assigned to the alternative using the 'Regime' a lgorithm .' (Giaoutzi, 

1999, p. 17). O ther signs of substantial integration [i.e. SEA documentation) are that the
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environm ental impacts are fu lly  docum ented, the reasons fo r decid ing on a certain 

a lternative are justified, and a non-technical sum m ary o f the m ethodo logy com prising of 

10 pages is in tegrated as a chapter in the study's text. Finally, the spatial character o f this 

transport study and its proxim ity to the project-EIA level, makes the potentia l use o f GIS an 

appropria te  presentation and analysis tool.

In this case study, M CA was used as an um bre lla  m ethodo logy fo r the identification and 

evaluation o f environm ental and socio-econom ic impacts. The technicality o f the 

m ethodo logy however, does not in any way guarantee the e lim ina tion  o f bias. In this study 

fo r exam ple, only 2 out o f 10 criteria were environm ental. As such, even if equal 

significance is assigned to these, the environm ent m ight not be adequate ly  represented in 

the selected alternative. The selection o f criteria that adequate ly represent the 

environm ental situation is im portan t in these circumstances. Also the institution that 

organises the preparation  o f the study and utilises its find ings, should provide fo r adequate 

consultation and pub lic  partic ipa tion , as well as fo r the docum enta tion o f the outcome of 

these procedures. There, the selection o f criteria can be addressed. This should result in a 

m ethodo log ica lly  rigorous and transparent process. In this case study, social in tegration 

was m in im a l, since the study was not part o f the statutory deve lopm ent p lann ing process 

that requires consultation and public partic ipation .

5.5. Athens: Substantive integration

The term  'substantive' suggests tha t the actors involved in the integrated transport 

p lanning/SEA process, take into account the outcom e of SEA. Two criteria were chosen to 

identify this type o f in tegration : A) Is the outcom e o f the SEA exercise docum ented and 

how? B) W as there any fo llow  up after the adoption  o f the PPP?

5.5.1. Documentation of the outcome of SEA

[Row 12: Prediction o f environm ental impacts (Docum entation)]

O n ly  24% o f the cases reviewed in Athens docum ented the environm enta l impacts of 

transport policies (Figure 5.3). Land use plans are less integrated than transport-re la ted 

strategic documents. Indeed, 14% o f land use plans (Figure 5.2) com pared  to 75% o f the 

strategic docum ents (Figure 5.4), included a docum enta tion o f SEA. In the m ajority of 

cases, the impacts were described in a generalised way in the transport pa rt o f the text.

[Row 14: Separate SEA reports]
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Given the greater incorpora tion  o f elements o f environm ental im pact in the strategic 

documents com pared w ith land use plans, it is not surprising tha t the on ly two cases that 

can be regarded as SEA reports were transport-re la ted strategic docum ents.

The lack o f stand-a lone SEAs am ong the docum ents reviewed in Athens (Figure 5.3) 

h ighlights the lack o f a systematic approach to  environm ental im pact prediction at a 

strategic level in Athens. It is an ind ica to r o f the opportun istic way tha t environm ental 

impacts are viewed by planners and decision makers in Athens. It also suggests the 

difficulties tha t the possible enactm ent o f the SEA Directive m igh t face.

The exam ination o f two SEA docum ents, notab ly the academ ic study on the alternative site 

locations fo r the O lym pic  2004  projects (Research Team: Athens 2004 , 1998), and the 

study regard ing a ir quality in Athens during  2004  O lym pic  G am es (O C O G , 1997a), can 

provide an argum ent fo r the merits o f SEA docum enta tion.

The overall a im  o f the first study (Research Team: Athens 2004 , 1998), was to suggest 

alternative site locations fo r the construction o f O lym p ic  2004  projects. O ne  o f its objectives 

was the developm ent o f an integrated public transport system in Athens. The authors 

treated the study as a type o f Environm ental Im pact Statement. Im pact prediction was 

undertaken by com paring alternative site locations. It was also m entioned there that the 

proposed alternative project locations acted as m itiga tion  fo r the negative environm ental 

impacts stem m ing from  the project locations a lready selected by the 2004  O lym p ic  Games 

O rgan is ing  C om m ittee. The production o f a SEA report under these circumstances was very 

im portant. It provided the fram ew ork fo r the expression o f argum ents against a certain 

position held by the governm ent, about the O lym pic  Games installations. The role o f the 

SEA report here has politica l repercussions, as it voices d irect concerns fo r changes in 

environm ental policy. Two positive aspects o f this im pact docum enta tion  can be 

distinguished in this case:

•  Im pact prediction was undertaken in a descriptive way. The environm enta l and social 

impacts were however extensively discussed and presented in a sufficient degree of 

detail.

•  Each alternative location (eight in total) was discussed in detail and justification fo r the 

selection was given. They were also com pared in relation to the ir environm enta l and 

social benefits with the sites selected by the O rgan is ing  Com m ittee.

The second SEA report (O C O G , 1997a), concerns the presentation o f the results o f the 

study on the a ir quality in Athens during the O lym p ic  Games. Here, the impacts were
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focused on atm ospheric po llu tion . This resulted in a m ore deta iled docum enta tion  o f the 

existing environm enta l problem s caused by each atm ospheric po llu tan t, and in certain a ir 

po llu tion m anagem ent measures. The underlying a im  o f this SEA report was to in form  the 

International O lym p ic  Com m ittee on the predicted atm ospheric po llu tion  levels during the 

Games. C om pared to the previous study, a d iffe rent approach was adopted. The 

docum enta tion here was m ore technical, precise and certain abou t the results. The 

m ethodo logy was briefly described, and graphs o f po llu tion levels were used to convey the 

results. The role o f the study was to make a very specific po in t; tha t a ir po llu tion  in Athens 

will not affect the O lym p ic  Games. The low score tha t 'SEA docum enta tion ' received in 

Athens, shows tha t this study was quite separate from  com m on transport and land use 

p lann ing practice. Its existence can only be justified as a response to the pressure imposed 

by in ternational forces, external to existing p lann ing provisions, such as the International 

O lym p ic  com m ittee and the ob liga tions o f Greece fo r the organ isation  o f the Games.

[Rows 15 +  16: N on-technica l sum m ary PPP +SEA]

The results fo r the com position o f a non-technical sum m ary are equally low. A round 1 5% of 

the documents reviewed, included a non-technical sum m ary o f the ir PPP (Figure 5.3), and 

10% included a non-technical sum m ary o f the SEA process (Figure 5.3). Here aga in , the 

m ajority o f technical summ aries was found in the transport related strategic documents 

rather than in land use plans. O n ly  5% o f the land use plans (Figure 5.2) as opposed to 

67% of the strategic documents (Figure 5.4) included a non-technical sum m ary o f their 

PPPs. O n ly  7% o f the land use plans (Figure 5.2) as opposed to  25% o f the strategic 

documents (Figure 5.4) included a non-technical sum m ary o f the ir SEA exercise.

The reason behind the low scores in land use plans can be a ttributed to the lack o f a 

requirem ent fo r a non-technical sum m ary in the specifications fo r land use plans. The 

possible enactm ent o f the proposed SEA Directive w ill undoubtedly benefit PPP-making 

since it w ill make this requirem ent m andatory. The benefit o f having a sum m ary is tha t the 

transport p lann ing m ethodo logy can be readily explained to non-experts, decision makers 

and interested bodies. It can therefore facilita te  effective scrutiny o f the p lann ing  docum ent 

and be useful fo r those w ho w ill make decisions and those w hom  the plan w ill directly 

affect. This in turn, can facilita te  a m ore in form ed decision and create a m ore cost effective 

adoption process, since the sign ificant issues w ill be understood and addressed at a very 

early stage in the decision m aking process. It is partly fo r these reasons tha t the existence of 

a brief presentation o f the p lanning process occurs m ore frequently th rougho u t the strategic 

documents than in the land use plans. The strategic nature o f decision m aking is perceived 

to be m ore im portan t than at a lower decision m aking level o f land use.
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There seems to be a linkage between the preparation  o f o non-technical sum m ary o f the 

p lanning process and o f the SEA process, since the m ajority  o f cases tha t included a non

technical sum m ary o f the p lann ing process, also included a b rie f sum m ary o f the SEA 

process. O ne explanation would be tha t the decision to include a SEA sum m ary influenced 

the incorpora tion  o f a sum m ary o f the PPP process. This would suggest tha t SEA integration 

has a positive influence on the PPP processes. Another exp lana tion w ould  be that the 

incorpora tion  o f a SEA was a PPP-driven initiative. W hether, this linkage o f processes is the 

influence o f SEA or o f the PPP, is open to investigation.

[Row 17: Decision m aking fiustificationl]

M ore than a quarter o f the cases exam ined in the G reater Athens Area (27%, Figure 5.3), 

in some way justified the environm ental reasons fo r decid ing on the policies included in the 

PPPs, and, in land use plans, the decision taken on plan adoption . A round 20% o f land use 

plans included such a justification th roughout their text (Figure 5.2). In the m a jo rity  o f coses 

the ra tionale behind this, seemed to be significant local opposition  to the policies 

fo rm ula ted by the p lann ing team. It is also the experience o f a p lanner interviewed that 'in  

som e cases the p lanne rs  seem ed to 'd e fe n d ' the p la n 's  env ironm en ta l po lic ies  aga inst a 

backg round  o f  lo ca l oppos ition '. In the case o f a particu la r M unic ipa lity , no environm ental 

reasons were given fo r the decision on plan adoption.

In around ha lf o f the transport-re la ted strategic documents, an exp lana tion o f the reasons 

that led to the fo rm u la tion  o f some o f the transport policies was included in the text. Here, 

the pattern o f 'reasoned justification ' was som ewhat d iffe ren t from  tha t o f land use plans. 

Since these types o f documents do not necessarily have to undertake a fo rm a l adoption 

procedure, the focus was on the justification o f policies and suggested recom m endations. 

An appropria te  exam ple o f the justification o f recom m endations m ade, is p rovided by the 

study on the 'energy requirem ents o f the O lym pic  G am es' (O C O G , 1997d). In the last 

chapter o f the text, the environm ental benefits o f the measures suggested were 

summarised:

'The utilisation o f  a ro u n d  WOO gas-fue lled  vehicles fo r  the needs o f  the Games, 
w ill have positive im pacts on a ir  qua lity  in  the G rea ter A thens Region, as w e ll as 
on energy saving fo r  the whole o f  the country. P rim ary po llu tan ts  w ill be 
decreased b y  WO tonnes o f  C arbon D ioxide, 5 0  tonnes o f  N itrogen  Oxide, 10 
tonnes o f  pa rticu la te  m atter, a n d  5  tonnes o f  Su lphur D ioxide. A t the sam e time. 
C arbon D ioxide emissions w ill be reduced by  2 0 ,0 0 0  tonnes, which is a  positive  
step tow ards tackling the G lo b a l p ro b le m  o f  the G reenhouse p h e n o m e n o n ' 
(O C O G , 1997d, p. 102).
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[Rows 21 + 25: Documentation of Public Participation and Agency Consultationi

Seeking the views of the public and the competent authorities on the PPP's text, as well as 

on the SEA report, is particularly relevant from  a social integration point of view (section 

5.6). It is however relevant in the context of substantive integration, to examine the extent to 

which the participation of the social partners in a given society, is understood by the plan 

making team, as an important determinant in facilitating an informed decision. The 

documentation of public participation and agency consultation is not a mandatory- 

planning requirement in Greece. It is fo r this reason that the voluntary documentation of 

different views would be an indication of a discursive and transparent plan making process. 

Figure 5.3 shows that the documentation of the 'communicative capacity' of the Athenian 

transport planning system is fa r from  impressive. Around 8% of the cases reviewed in 

Athens (Figure 5.3), refer to the issues raised during the public participation exercise, 

whereas the documentation of the agency consultation occurs in only 11% of the overall 

sample (Figure 5.3).

All documentation of public participation was found in land use plans, although only 

amounting to 10% of cases (Figure 5.2). None of the transport-related documents included 

a statement on the views of the public (Figure 5.4). How can this disparity be explained? At 

a strategic level of decision making, several factors operate that lead to a more flexible 

decision making process. This flexibility however, m ight also inhibit attempts to document 

the outcome of public participation. These factors include:

• the issue of confidentiality,

• the sometimes informal nature of plan making, where formal adoption is absent and 

studies are organised, prepared and reviewed by and for the needs of the same 

organisation/government department, and

• the higher number of people to be consulted, which is determined by the geographical 

boundaries of the study area.

Despite the equally low percentages for the documentation of agency consultation among 

the documents reviewed, the polarisation between the two groups of cases is not as great 

as was fo r public participation. Around 10% of land-use plans included such 

documentation (Figure 5.2), compared with 17% of transport-related strategic documents 

(Figure 5.4).

When comparing the raw data of row 12 (relating to the documentation o f the prediction of 

environmental impacts), with those of rows 21 (documentation of public participation) and 

25 (documentation of agency consultation), it is noted that almost all documents which
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presented elements of SEA, also included documentation of public participation and agency 

consultation. There is strong evidence therefore to suggest that, as Lichfield maintains, SEA 

has a positive influence on transport planning through the mutual interaction of 

environmental and  planning assessment (Lichfield, 1996a).

[Row 26: List of consultees]

Only a small am ount of documents included a list of consultees in their text (Figure 5.3). 

Half of these were land use plans, and half, transport related documents. In the majority of 

cases where a list of consultees was included in the PPP's text, there was no evidence of 

SEA. Only 1/3 of the cases that undertook some sort of SEA, also included a similar list of 

consultees.

These results point to a rather limited influence exerted to transport planning by the 

carrying out of a SEA, as far as documentation requirements are  concerned.

[Row 28: Documentation of difficulties encountered]

Around 21% of the cases examined in Athens documented the difficulties encountered 

throughout the preparation of the PPP/SEA report (Figure 5.3). These cases account for 14% 

of the land use plans (Figure 5.2) and 58% of the transport related documents (Figure 5.4).

The majority of documents referred to difficulties regarding the lack of da ta  availability. For 

example, the absence of environmental baseline data  was a major problem during the 

preparation of Attica's Environmental Action Plan (MEPPPW, 1995). To overcome this, 

separate  supporting studies on each planning sector [i.e. water, mountainous areas) were 

carried out. The situation was further exacerbated by the fact that existing plans of the study 

area , as well as adjacent areas, were outdated. This case is typical of Greece where 

methodological concerns are  only one of the reasons for the fragmentation of the planning 

system.

[Row 13: Mechanisms to monitor implementation]

A mechanism to monitor the implementation of the recom mendations of PPPs' exists in 

Athens (Figure 5.3). The local plans examined (55 General Urban Plans covering the area 

of a Municipality and 4 Urban Studies covering the area  of Communities), involved a 

monitoring body established at a prefectural level of government. These monitoring bodies 

are called Organisations for the Implementation of Urban Planning’. In the case of

in Greek.
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structural plans^ these m onitoring  bodies are called O rgan isations fo r the Im plem entation 

o f Structure Plans (Aravantinos, 1997). The existence o f a m onito ring  m echanism , however, 

is som ewhat m isleading as it im plies tha t a proper system o f m on ito ring  is in place. This is 

not true in the m ajority o f cases. As several interviewees noted, the lack o f financia l 

resources and staff render m onito ring  exercises a d ifficu lt task.

5.6. Athens: Social integration

By social in tegration it is m eant the involvem ent o f com petent authorities, governm ent 

agencies, organisations, organised local groups, environm ental N G O s and the public in 

general th roughou t the PPP/SEA process. Four criteria were chosen to identify this type of 

in tegration : A) In how m any cases did the public and organised bodies express their 

op in ion on the PPP and the SEA, and at w hat stages o f the PPP procedure? B) In what 

percentage o f these cases, were public partic ipa tion  (PP) and agency consultation(C) 

m andatory? C) W ere PP and C proactive? (i.e. in the case o f PP: w hat were the actions 

taken to elicit the public 's views? and in the case o f C: were the op in ions o f environm ental 

N G O s sought?) D) Was there any reference to the results o f PP and C in the PPP/SEA 

report?

[Row 18: Public Participation (PPPll

Public partic ipa tion  th roughout the PPP process, occurred in 86% o f the cases reviewed in 

Athens (Figure 5.3). Land use plans scored considerably h igher than the transport-re la ted 

strategic docum ents: In all land use plans the public was consulted, os opposed to only 

1 7% of the transport-re la ted documents.

This high p roportion  o f public consultation in land use plans can be attributed to the 

provisions fo r m andatory public partic ipation . There are institu tional arrangem ents to 

encourage the expression o f people 's views at a local p lann ing level. In theory, the public is 

encouraged to partic ipate in plan m aking th rough the involvem ent o f the so-called 'U rban 

Planning Com m ittees at a ne ighbourhood level'. These institutional arrangem ents fa ll short 

of the in itia l expectations, ‘ m a in ly  as a result o f  the lim ite d  p a rtic ip a tio n  o f  the p u b lid  

(Aravantinos, 1997, p. 229). This is indicative of the p rob lem atic  nature o f public 

partic ipa tion  in Greece in general, w ith negative repercussions fo r the in tegra tion  o f SEA in 

plan m aking. The display o f the plans in m unic ipa l offices, is still the most com m only used 

method fo r in fo rm ing  the public and fo r the submission o f objections where they arise.

 ̂ in Greek.
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[Row 19: Public Participation (SEA)1

Sim ilar to the situation with public partic ipa tion  fo r project-EIA in G reece (Valertzidou, 

1996; Zagorianakos, 1996; Cassios, 1995), only 11% o f cases consulted the public in 

relation to the environm ental impacts o f transport policies (Figure 5.3). Bearing in m ind 

issues o f confidentia lity , the non-m andatory  nature o f public pa rtic ipa tion , and increased 

resources required to involve the public at a strategic level o f decision m aking, it is no 

surprise tha t the g roup o f land use plans perform s better, than the transport-re la ted 

strategic docum ents: No strategic p lanning authorities consulted the pub lic  fo r the ir SEAs 

(Figure 5.4) com pared to 14% o f land use plans (Figure 5.2). This d ifference between the 

two groups becomes m ore pronounced when com pared w ith the correspond ing scores fo r 

the docum enta tion o f environm ental im pact prediction. A lthough 75% of strategic 

documents incorporated elements o f SEA com pared to only 14% o f land use plans, it was 

only in the land use plans where evidence o f public consultation was found . This is another 

ind ica tor tha t points to the lack o f in tegration o f social input at a strategic level o f transport 

p lann ing and SEA.

[Rows 22 +  23: Agency Consultation fPPP and SEA)]

S im ilar to the situation with public partic ipa tion , consultation with com petent authorities on 

the PPPs' policies, was much h igher than with SEAs. A round 99% o f the cases in Athens 

consulted the relevant agencies as part o f the m andatory consultation process fo r the PPP 

(Figure 5.3), whereas only 17% (Figure 5.3) sought advice from  the same agencies on the 

environm ental impacts o f transport policies, includ ing transport. The low  rate o f agency 

consultation fo r SEAs is in accord with the low num ber o f PPPs tha t undertook a SEA. As a 

result o f m andatory p lann ing specifications, all 59 land use plans consulted the com petent 

authorities on the PPP text, and e ight o f these sought advice on the environm enta l impacts 

o f the ir policies.

C om parison o f Public Participation and Aaencv C onsultation (PPP and SEA]

W hile there is obvious un ifo rm ity  in the results o f public pa rtic ipa tion  and agency 

consultation (both fo r PPP and SEA) in land use plans, this was not the case fo r public 

partic ipa tion  and agency consultation (both fo r PPP and SEA) in the transport-re la ted 

strategic documents. A lm ost all transport-re la ted transport docum ents consulted the 

relevant authorities th roughout their PPP prepara tion , and around 30% o f these sought 

advice on the ir environm ental impacts. In contrast, the same PPPs were scrutinised 

m in im a lly  by the public and the views o f the pub lic  on the SEAs were non existent (Figure 

5.4).
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These contrasts in the scores above, highlight the contrasting role of public participation 

and agency consultation in strategic decision making. The role of transport planning is seen 

as one of directly informing the decision maker and, as such, agency consultation (whether 

it involves the outcome of SEA or not) is not only justified, but is one o f the overriding 

objectives of the whole exercise. The involvement of the public is however viewed as an 

additional hurdle in the transport planning process that is likely to generate procedural 

delays, as well as administrative, financial and methodological difficulties to a given 

organisation. These inherent obstacles to public participation, are exacerbated by the short

term and self interest-related attitudes to communal issues (Hadjibiros, 1991), as well as by 

the limited experience of any organisation in these types of social surveys. The biggest 

disincentives fo r organising public participation exercises, are concerns fo r the potential 

political costs involved as well as for methodological difficulties. According to two 

interviewees, a decision that has taken into account the outcome of a public survey would 

run the danger of being criticised fo r its selective and thus subjective interpretation of the 

sun/ey results in form ing the decision, or fo r the potentially biased way that the survey was 

conducted.

|Mandatory requirements for agency and public consultation]

Public participation and agency consultation for land use plans is mandatory. In only two 

particular cases of strategic documents, public participation throughout the PPP making was 

mandatory (row 18, Figure 5.4). It is therefore interesting to examine the conditions that 

public participation ocurred. An example that highlights the difficulties of voluntary public 

and agency consultation in Athens, is the Master Plan of Athens (OPEPA, 1995; MSPfHE, 

1983). One of the planning innovations of the 80s in Greece first introduced in the Master 

Plan, was the widened scope of the consultation exercise. The public, as well as a variety of 

government agencies and NGOs were invited to 'critically express their opinion on the draft 

plan'. Public participation and wider consultation was considered an im portant prerequisite 

for the successful implementation of the Plan. The Plan aimed at ' a dynamic p lanning  

process that operates simultaneously in a ll decision m aking stages, from  the strategic down 

to implementation level, from Cabinet meetings down to loca l neighbourhood gatherings. 

This enables the necessary feedback and  promotes an iterative and  well in form ed p lanning  

process  (MSPHE, 1983, p. 2). The difficulties of such an endeavour were also recognised. 

In particular, the representation of a variety of conflicting views was perceived as a 

potential obstacle to the planning process. This was one of the im portant reasons for the 

lack of implementation of previous Master Plans for the Greater Athens Area. In this Plan, 

the use of extensive public participation and consultation was seen as the first step of a
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'con flic t reso lu tion ' exercise that would result in easing tensions by bring ing  parties 

together, rather than striving fo r a com m only accepted solution.

Finally, in the fou r strategic cases where the advice o f relevant authorities was sought on

the environm ental impacts o f transport [i.e. 33%, row 23, Figure 5 .4 ), this was again

undertaken as a vo luntary initiative.

[Row 20: Proactive public partic ipa tion i

Proactive public partic ipa tion  means that specific m ethods were used to elic it peoples views, 

as opposed to the mere d isplay o f the p lanning docum ent in the local au thority  o r regional 

offices. These m ethods could range from  an e labora te  d o o r-to -d o o r pub lic  survey, to a 

m ore sim ple fo rm  of distribution o f leaflets and questionnaires (Lee and W ood, 1980).

O n ly  11% of the cases reviewed in Athens involved proactive public partic ipa tion  (Figure 

5.3). These 8 cases (row 20, Figure 5.2), were also all the land use plans tha t involved the 

public in com m enting on the environm ental im pact o f the ir transport policies (row 19, 

Figure 5.2). This suggests that in these local authorities, SEA was infer a lia  perceived as a 

way to com m unicate the plan's contents to the public.

The most com m on type (7 out o f 8 cases) o f innovative public pa rtic ipa tion  was public

meetings. This involved the hearing o f views o f the com m unity th rough pub lic  discussions

on issues included in the p lan. In all cases, the environm ental impacts o f the transport 

policies o f the plan were included in the discussion topics. H a lf o f the interviewees 

m ainta ined tha t there could be greater public response if m ore tim e and resources were 

available . In one case, a local rad io  station was used to both advertise the public meeting 

and in form  the public on the issues. The results, according to a local au thority  p lanner were 

very encourag ing, both in terms o f the num ber o f people w ho attended the meeting and 

the qua lity  o f the discussion generated. O ne o f the weaknesses o f this m ethod is tha t the 

views o f a cross-section o f society m igh t not be represented (Lee and W ood, 1 980).

[Row 24: Proactive agency consultation]

O ne o f the problem s o f Environmental Assessment is that consultation w ith the PPP is 

usually restricted to governm ent departm ents and representatives o f com petent authorities. 

Environmental N G O s o r any other 'interested bodies' are rarely invited to partic ipate at the 

scoping stage o f the assessment. Their role is usually confined to  the review of the dra ft 

p lan, or in the case o f the transport-re la ted documents, to the review o f the adopted plan. 

This situation also occurs th roughou t the im plem entation o f the EIA Directive in Greece,
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and if vo luntary and institutional initiatives are not put in place, the situation m ight be 

replicated in the potentia l fu ture im plem entation o f the SEA Directive. The research results 

support the above statement.

O n ly  7% of the cases reviewed in Athens sought the op in ion  o f environm enta l N G O s as 

part o f the consultation process o f the ir PPPs and SEAs (Figure 5.3). O f these 5 cases, 4 

were land use plans, and the other a transport-re la ted strategic PPP. These cases however, 

represent only a small traction o f the overall 71 cases reviewed.

[Row 21 and 25: Docum entation o f Public Participation fPP] and Agency C onsultation fC)1 

The docum enta tion o f public partic ipa tion  and agency consultation was analysed in this 

chapter, th roughou t the discussion o f substantive integration (section 5.5). Here, the 

im plications to social in tegration are h igh ligh ted. In tha t context, the fo llow ing  observation 

can be m ade: the scores fo r the docum entation o f PP and C, fo llow ed the scores fo r PP and 

C fo r the SEA, and the scores fo r proactive PP and C. This suggests tha t only a small 

p roportion  o f the cases reviewed in Athens, exhibited un iform  positive characteristics of 

social and substantive integration. Indeed, the scores fo r the docum enta tion  o f PP and C 

(8% and 11% respectively. Figure 5.3) were s im ila r to the scores fo r PP and C fo r the 

environm ental im pacts of the transport policies (11% and 17% respectively. Figure 5.3), 

and to the scores fo r proactive PP and C (1 1% and 7% respectively. Figure 5.3).

The above sim ilarities were replicated in the case o f land use plans and transport-re la ted 

strategic documents. Indeed, in re lation to land use plans, the scores fo r the docum entation 

o f PP and C fo r the PPP (10%, and 10%, Figure 5.2) were s im ila r to the scores fo r PP and C 

fo r the environm enta l impacts o f the transport policies (14% and 14%, Figure 5.2), and to 

the scores fo r proactive PP and C (14% and 7%, Figure 5.2). S im ilarly, fo r  the transport- 

related strategic documents, the scores fo r the docum enta tion o f PP and C (0%, and 17%, 

Figure 5.4) were s im ila r to the scores fo r PP and C fo r the environm enta l impacts o f the 

transport policies (0% and 33%, Figure 5.4), and to the scores fo r proactive PP and C (0% 

and 8%, Figure 5.4).

5.7. Athens: Integration of human resources

hluman resources integration presupposes the co-operation and com m unication  am ongst 

the p lann ing and assessment teams. Three non-quantita tive  criteria were chosen to identify 

this type o f in tegra tion : A) W hat were the types o f expertise involved in the preparation  of 

the transport part o f the PPP? B) W hich o f these types o f expertise were involved in the 

preparation  o f the SEAs (if any)? and w hat was the em ploym ent status o f the SEA team? C)
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The perception of the degree of co-operation between the transport planning/SEA teams by 

the interviewees [i.e. Good; Mediocre; Bad).

5.7.1. Expertise involved in the preparation of thie transport part of 

the PPP

As shown in Figure 5.5, the majority of expertises involved in the preparation of the 

transport part of the PPP were engineers, comprising mainly of architects and survey 

engineers. Fifty nine experts were involved in the preparation of land use plans, and 1 2, in 

the preparation of transport-related strategic documents. In each PPP there was at least one 

engineer on each planning team. Only 15 experts were identified as transport planners, 

which equated to almost one to every four PPPs reviewed. The transport-related strategic 

cases were better equipped for their transport task since 10 of these 15 transport planners 

were employed there (Figure 5.5). These PPPs had a clear transport focus as opposed to the 

more comprehensive nature of land use plans. Furthermore, the institutions organising the 

transport-related PPPs were usually better financed than local planning authorities.

Figure 5.5: Expertise involved  in the preparation o f PPPs in A thens

E ng ineers

T ra n s p o rt P lan ners

E n v/ta l E xp e rts

E con om ists
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Groups o f PPPs

s tra te g ic  docum ents  
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I I Land-use plans (59)

Number o f experts in all PPPs (1 type o f expertise per PPP)

Total PPPs: 71

Only five environmental experts were involved in the 71 cases reviewed. This m ight explain 

the low percentage of SEAs in the Athenian PPPs. The reason given by the interviewees for 

the low proportion of non-engineer expertise such as transport planners, environmental 

experts and economists, was the lack of financial resources to employ a w ider range of 

expertise (Karanikas, Kondylatos, Pertselakis, pers. comm.).
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It has to be noted tha t in Figures 5 .5  and 5 .6 , the horizonta l axis denotes the num ber of 

experts involved in the p reparation  o f the PPPs reviewed. O ne  type o f expertise per case 

was considered, rather than the total num ber o f ind iv idua l experts w ith in  the p lanning 

teams. The reason is tha t the exact num ber o f experts was d ifficu lt to  elicit, since on many 

occasions, the local authority planners interviewed, were not sure abou t the qualifications 

of the ir colleagues on the p lanning team . This situation is not surprising since in the 

m ajority o f coses in Greece, the plan m aking team  is d iffe rent from  the local authority team 

responsible fo r day-to -day m anag ing  and im plem enta tion  o f the p lan. In add ition , in the 

texts o f some o f the local plans reviewed, there was no ind ica tion  o f the professional 

qua lifications o f the members o f the p lann ing team.

5.7.2. Types of expertise in SEAs and their employment status

Figure 5.6 shows the num ber and type o f expertise involved in the prepara tion  o f the 

environm ental impacts o f the transport PPPs reviewed.

Fig u r e  5.6: Expertise in v o l v e d  in  the  pr ep ar a tio n  o f  SEAs in  A t h e n s
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In a total o f 17 cases, where the environm ental impacts were in some way docum ented, 

there was at least one engineer on the assessment team . These cases accounted fo r 24% of 

the cases reviewed (row 12, Figure 5.3). H a lf o f the land use plans tha t undertook a SEA 

employed transport planners and a h igher p roportion  o f transport-re la ted PPPs included
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them on the SEA team (Figure 5.6). There was only one environmental expert that 

participated in the SEAs for land use plans, and tour in the SEAs of transport-related 

strategic PPPs. This indicates the limited realisation of the important role of this expertise in 

the prediction of the environmental impacts of transport in Athens. Finally, two economists 

were also part of the assessment team throughout the preparation of two strategic cases.

Figure 5.7: Em p lo y m e n t  status o f  experts in v o lv e d  in  the preparation o f  SEAs in  A thens
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Overall, the organisations responsible for the transport-related strategic PPPs, seem to be 

better equipped for the task of SEA than land use plans, both in terms of a wider mix of 

different expertise as well as of the overall number of experts on every SEA/planning team. 

Only 2 out of 9 strategic organisations (Figure 5.7) used in-house personnel employed on 

a full time basis. There were no full time consultants or in-house personnel working part 

time for the preparation of a SEA found. Consultants carried out the vast majority of SEAs 

and they were usually part of the same team that carried out the PPP (Figure 5.7). All SEAs 

of land use plans (i.e. 8) belong to this category of employment status. The situation in the 

transport-related strategic PPPs was more complex. In 5 out of 9 PPPs, there was co

operation between external consultants working part time, and in-house experts working 

full time. Here, the external consultants could have been a combination of freelance 

planners and academics, as was the case with the Olympics 2004 project (OCOG, 

1997b), and the study for the Light Rail Transit system (Giaoutzi, 1 999).
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The involvem ent o f academ ia at this strategic level o f p lann ing is com m on in Athens. There 

is a perception o f a m ore objective p lann ing outcom e where the involvem ent of academics 

is guaranteed. This is necessary when controversial issues are at stake as is the case with 

the Athens 2004  O lym p ic  Games program m e.

The preponderance o f consultants on strategic p lann ing team s is not surprising given the 

inadequate infrastructure and resource constraints o f local authorities p reparing  land use 

plans. O ne o f the aims o f the recently enacted law on the restructuring o f local authorities 

in Greece, is to fac ilita te  the prepara tion  o f land use plans by the in itia tion  o f adm inistrative 

and financia l initiatives at a local level (E.T., 1999; TCG, 2000b). In contrast to the 

situation in the UK and Ireland, local authorities in Greece, lack the app rop ria te  resources 

to undertake effective plan m aking and im plem enta tion , which has im portan t im plications 

fo r the effective app lica tion  o f SEA. A lthough the use o f consultants has clear advantages in 

terms o f the experience o f those undertaking the assessment exercise, as well as 

m in im isation o f potentia l bias, it raises questions on the adequate in tegra tion  o f assessment 

with the plan p repara tion  process. These difficulties have been noted in the context o f the 

developm ent o f project-EIA in Greece and the UK (Glasson e f al, 1994 ; Zagorianakos, 

1996). An alternative would be that the integrated SEA/planning exercise, be carried out in 

house, but subject to scrutiny by external independent experts. This has been done by a 

small num ber o f authorities in the UK (Marsh, 1997). These experts, should include neither 

those involved in the fo rm a l plan consultation and public partic ipa tion  process, nor those 

reviewing the SEA. This approach to an 'independent review body ' however, m ight face 

im plem entation difficulties, as certain Greek environm ental N G O s suggest, since there is 

always go ing to be lack o f trust in the objectivity o f these independent bodies 

(Zagorianakos, 1998).

5.7.3. Degree of co-operation between the transport planning and 

SEA teams

In all cases, the w ork ing re lationship was described as being 'g o o d '. It has to be noted 

however tha t the SEA and PPP teams were not separate groups as such, but it was rather a 

m em ber o f the PPP team (usually an engineer or a transport p lanner) responsible fo r the 

SEA part o f the PPP. The com parison o f the em ploym ent status o f SEA experts and the 

degree o f co-operation  am ong the members o f the assessm ent/p lanning team  suggests 

that the successful in tegration o f SEA and p lann ing teams, was on ly present in 5 transport- 

related strategic cases. There, a com bination  o f in-house and freelance consultants co

operated to produce the SEA/planning docum ent. In the rest o f the cases, where part-tim e
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consultants and full time, in house planning officers were involved, there was less co

operation.

These findings suggest that, although the overall level of involvement with SEA is relatively 

low [i.e. 24%, row 12, Figure 5.3), there is an indication of a good degree of integration of 

human expertise at the strategic level of transport planning.

5.8. An Athenian 'good practice'case study

The analysis of the quantitative part of the research in Athens showed that experience on 

SEA is limited. The study produced by the Urban Environment Laboratory of the National 

Technical University of Athens (Research Team: Athens 2004, 1 998) that follows, shows the 

opportunities fo r successful integration of existing SEA elements in current transport and 

land use planning practice in Athens. This study is a voluntary effort. It therefore supports 

the argument that positive elements of integration do not necessarily require rigorous 

financial resources and administrative support. Furthermore, it illustrates that SEA (or 

elements of it) can be used by societal groups that aim to promote certain environmental 

policy options opposed by government. It is for these reasons that a closer examination of 

the transport facet of this study is considered necessary.

The existence of some type of horizontal integration is evident in this study. Its purpose was 

to highlight the opportunities for project locations of the proposed athletic installations for 

2004 O lympic Games. The criteria fo r selecting the locations were based on sustainability 

principles and were linked to environmental and socio-economic objectives. The study 

identified and evaluated a number of alternative site locations for each proposed athletic 

installation. It provides a good example of the preventive power of a programmatic-SEA, 

since alternative locations were considered before the design and construction of the 

proposed projects. The study was 'tiered', and thus 'externally integrated', with both lower 

levels of decision making (i.e. it took into account the urban plans of the areas where the 

projects will potentially be located) and higher levels of decision making (i.e. it took into 

account the principles and measures specified in the Structural Plan of Athens). The process 

was 'objectives-led' oriented, since the selected site-locations were evaluated against a 

number of sustainability objectives. These objectives included the environmental protection 

of sensitive areas and the development of an 'integrated public transport system' based on 

the restriction of private car use.

The environmental and developmental reasons for selecting a certain alternative were 

thoroughly documented. Furthermore, the identification of environmental impacts that were
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presented and discussed throughout the text provides a positive example of substantive 

integration. The study however, was not rigorous in methodology, since the identification of 

environmental impacts was based on the 'experts' view of the environmental impacts, in a 

qualitative and non-systematic manner. Here, the members of the assessment team can be 

seen as an independent body, since the institution organising and undertaking the SEA [i.e. 

NTUA), is not a decision making body. The lack, however, of any external review [i.e. 

consultation and public participation), minimised the transparency and possibly the validity 

of the assessment exercise.

The study did not form port of the statutory planning process and was undertaken as an 

'one-off' exercise. As such, the re-examination of the significant issues [i.e. iteration) was 

not possible, and the lack of important SEA/planning stages such as scoping and 

monitoring was notable. The study should not be seen as a complete SEA, but as the 

interim stage of a programmatic-SEA, the results of which could be fed into the project and 

plan/policy level of assessment. Owing to budget and time restrictions, public participation 

and consultation did not take place. The lack of methodological and social integration of 

the study were considered to be two reasons for the low level of attention given to the study 

by the O lympic Games organising committee, the scientific community and the public in 

general.

Although SEA is non-existent as a term in Greece, elements of an integrated-SEA were 

evident in this case study. The similarities of SEA with the planning process facilitated the 

integration of the two processes. The adoption of an objectives-led approach potentially 

drives identification of impacts, as it helps to focus the assessment exercise on the 

significant impacts. A possible quantification of environmental targets/objectives, and the 

use of GIS, would have further facilitated a more accurate and reliable impact prediction. 

Overall, this case study highlights the enormous possibilities fo r the elaboration of a more 

systematic SEA in the future. Also, the lack of mandatory legislative requirements for SEA is 

an obstacle to further improvements in the integrated-SEA process. This is especially the 

case with the provisions for public participation and agency consultation, and in that 

respect, the proposed SEA Directive will be beneficial.

5.9. Conclusions on SEA-integration in Athens

Overall, the integration of SEA with transport PPPs in Athens is almost non-existent. There 

was, however, a small fraction of the overall 71 cases reviewed that portrayed a good 

record of SEA/PPP integration. In these cases, although consultation was non-mandatory, 

public and environmental groups participated in public meetings. In addition, more than
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half o f them  i) undertook most o f the procedura l stages o f SEA th rougho u t p lan m aking, 

such as setting o f transport objectives and qualita tive targets, screening, environm ental 

baseline and alternative transport options, ii) docum ented the environm enta l im pacts o f the 

transport policies o f the ir PPPs, iii) included a non-technical sum m ary in the ir p lann ing text, 

iv) justified the environm ental reasons upon which the fo rm u la tion  o f the transport policies 

were based, and v) provided evidence tha t other environm enta l m anagem ent tools were 

used th roughou t plan m aking. It can therefore be concluded tha t a lthough the overall 

perform ance o f transport p lann ing in terms o f its in tegration w ith SEA in Athens was low, 

there was a small g roup  o f cases (approxim ate ly 10%), which revealed un ifo rm  positive 

characteristics o f in tegration . It is these cases tha t hove the potentia l to p rovide the trigger 

fo r updating the status o f SEA in Athens, and in Greece in genera l, especially in the ligh t of 

the possible enactm ent o f the SEA Directive (CEC, 1999).

In Athens, the strong elements o f in tegration were found to be those tha t are closer to the 

requirem ents o f land use p lann ing specifications, as well as those closer to existing 

p lann ing practice. These elements included procedura l in tegration [i.e. existence o f several 

m ethodo log ica l stages such as consideration o f alternatives and identification of 

environm ental baseline), external in tegration [i.e. tiering o f environm enta l objectives), and 

social in tegra tion  in land use plans [i.e. m andatory pub lic  and agency consultation). SEA 

integration was m ore w idespread in the transport-re la ted strategic PPPs. The prediction of 

the environm ental impacts was com m on practice in most o f them  (75%) com pared to only 

24% o f land use plans. Separate docum enta tion was however m in im a l, and the 

identification o f environm ental impacts usually fo rm ed only a small pa rt o f the overall 

transport assessments.

Under current conditions, the potentia l enactm ent o f the SEA Directive can provide a step 

towards the achievem ent o f better in tegration o f SEA in transport p lann ing  in the future. 

The proposed Directive's requirem ents fo r the establishm ent o f a m in im um  SEA process, 

will in troduce SEA to p lann ing practitioners and thus, a m ore systematic (rather than latent 

as it currently is) SEA process w ill emerge.
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6. Experience on SEA and Transport Planning in Dublin

6.1. Introduction

This chapter presents the results o f the research conducted in o rde r to  docum ent the 

experience on the integration o f SEA elements w ith transport PPPs in Dublin. The 

in fo rm ation  on SEA integration was gathered th roughout the e labora tion  o f interviews and 

review o f land use and transport-re la ted strategic documents. A  num ber o f in tegration 

criteria tha t com prise the evaluative fram ew ork developed in the thesis were used to 

analyse the research data. The chapter concludes w ith the presentation o f the degree of 

fu lfilm en t o f the integration criteria by the PPPs reviewed in D ublin . These results are 

com pared w ith the research results obta ined th roughout the research in Athens and 

London. The presentation o f the results fo llows the structure o f the evaluative fram ew ork, 

which distinguishes between six types o f in tegration i.e. p rocedura l, external, 

m ethodo log ica l, substantive, social, and hum an resources in tegra tion . This chapter also 

discusses the im plications o f the proposed SEA Directive 'on  the environm enta l assessment 

o f certain plans and program m es on the environm ent' on the Irish p lann ing  system, and 

h ighlights the expected benefits and difficulties stemming from  its potentia l im plem entation. 

It also focuses on those elements o f the fram ew ork tha t pose d ifficu lties to  the w ider 

app lica tion  o f the evaluative fram ew ork at an EU level.

6.2. Dublin: Procedural integration

Procedural in tegration , as defined in the thesis, has the fo llow ing  characteristics: A,) Vertical 

in tegration i.e. the existence o f as m any o f the SEA procedura l stages as possible 

th roughou t the transport PPP procedure. A 2 ) Horizontal in tegration i.e. iterativeness o r the 

recurrence o f m ore than one o f the SEA procedura l stages in one o r m ore stages o f the PPP 

procedure. A 3 ) Tem poral in tegration i.e. early in tegration [i.e. the existence o f one or more 

of the SEA procedura l stages at a transport p lann ing stage p rio r to the deposit stage).

6.2.1. Vertical integration

[Rows 1 +  4 +  7 in Fiaure 6 .1 : environm ental objectives + baseline +  m on ito ring ]

Figure 6.1 shows the incorpora tion  o f the basic stages o f a SEA process, in to the procedure 

of transport PPPs tha t were reviewed in Dublin. S im ilarly to the p lann ing  culture in Athens, 

the vast m ajority  o f PPPs reviewed in D ublin , incorporated the fo llow ing  SEA elements in 

their PPP procedure: environm ental objectives related to transport (8 8 %, row 1, Figure 6.1), 

environm ental baseline o f the study area (79%, row 4, Figure 6.1), and appropria te  

mechanisms were in place to m on ito r the im plem enta tion  o f transport policies (92%, row 7, 

Figure 6.1).
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As far as the environmental objectives and environmental baseline, are concerned, it is the 

land use plans that perform better than the transport-related strategic cases:

•  environmental objectives related to transport: 93% of land use plans (row 1, Figure 6.2) 

compared to 78% of strategic cases (row 1, Figure 6.4),

• environmental baseline of the study area: 93% of land use plans (row 7, Figure 6.2) 

compared to 56% of strategic cases (row 7, Figure 6.4).

A good example of detail assigned in the identification of 'baseline conditions' in the land 

use plan making, is the Wicklow County Development Plan (Wicklow County Council, 

1999). Throughout the early stages of the planning process, a comprehensive review of the 

previous plan was carried out, which resulted in the production of 13 working papers. The 

themes of these papers were structured according to a 'zoning ' mentality and included 

reports on Amenity and Heritage areas, and infrastructure including transport.

These high scores can be attributed to the fact that these SEA elements are an inherent part 

of the planning culture and practice. One example of the consideration of environmental 

objectives in transport-related strategic PPPs, is the study on the 'environmental implications 

of Irish 'Transport Growth' (Knight et al, 1999). The two principal objectives of the study 

were:

• to assess the overall environmental impact of existing transport volumes and patterns, 

and

• to project the environmental impact of continuing traffic growth and network 

development.

Another strategic study, adopted specific a ir pollution reduction targets for the Greater 

Dublin Area, as objectives: 'The p rinc ipa l objective o f  the p lan is to develop policies and  

strategies so that measured levels o f  a ir po llu tant concentrations within the functional areas 

o f the Local Authorities in the Region comply with a ir quality target values by 2 0 0 V  (Dublin 

Corporation et al, 1999, p. 2). The setting of quantitative targets is particularly important at 

a national policy level, where it serves to highlight the country's international obligations on 

environmental policy. For example, the 'Irish Sustainable Development Strategy' states that 

' For purposes o f  the UN Climate change negotiations, Ire land has adopted an indicative 

national objective o f  lim iting the growth in tota l emissions o f  carbon dioxide, methane and  

nitrous oxide up to year 2 010  to 15% above their 1990 levels.' (Gol, 1997, p. 7).
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The environmental objectives of the PPPs, were in most cases influenced by the promotion 

of the sustainability paradigm, as the Wicklow County Development Plan demonstrates:

' The development p lan  strategy incorporates the follow ing Council strategic objectives to 

facilitate the achievement o f  sustainability: Conservation o f  Finite Resources ... M inim isation  

o f  Development Im pact (Wicklow County Council, 1999, p. 9). Sustainable transport was 

also the focus fo r the majority of strategic PPPs reviewed. For example, one of the goals of 

the 'Irish Sustainable Development Strategy' was to reduce the 'environmental impact and 

the intensity of transport' (Gol, 1997). The authors of the 'Strategic Planning Guidelines for 

the Greater Dublin Area' note that ' The adoption o f  principles o f  Sustainability implies that 

the preferred strategy must reduce growth in the dem and fo r transport, especially private  

transport.' (Brady Shipman Martin, 1999, p.vii). Sustainable transport was the overriding 

principle of the Dublin Transportation Initiative (DTI, 1995). One of the criteria assigned to 

the objective of the 'quality of life ', was the reduction of ' ... direct environm ental effects 

from transport: noise, a ir pollution and  energy consum ption.' [U \\, 1995, p. 35).

Monitoring, is a definite requirement in Irish strategic and project planning practice and 

unlike the situation in Athens and London, there is evidence to suggest that existing 

monitoring schemes have been quite effective. Monitoring requirements were most likely to 

be found in cases where there were adequate institutional structures.

For example, in the 'D raft Dublin Regional Air Quality Management Plan', it was suggested 

that, after plan adoption, a Steering Committee should be put in place by the joint local 

authorities. The purpose of the Committee was envisaged to be the periodic 'assessment of 

the effectiveness of the Plan'. Monitoring was also undertaken as part of the establishment 

of the environmental baseline. The plan can be seen as a monitoring exercise that checks 

the compliance of the Plan's policies with certain air quality targets. The role of the 

Committee would be to recommend changes in the plan's policies, based on the outcome 

of the monitoring results (Dublin Corporation et al, 1999). Similarly, the 'Regional Strategy 

for Dublin ', recommended continuous annual updating of the Strategy, in order to 

anticipate changes in baseline conditions (DRA, 1996).

The Dublin Transportation Initiative is an ongoing transport planning process (DTO, 1999; 

DTO, 1998; DTI, 1995). The 1998 'Transportation Review and Short Term Action Plan' 

prepared by DTO, provided an example of documentation of monitoring. It presents in the 

first chapter, the progress made on the implementation of the DTI measures (DTO, 1998). 

The 1999 'Dublin Transportation Blueprint' briefly summarised the progress made since the 

previous year, and suggested measures for the period 2000-2006 (DTO, 1999).
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[Row 5 in Figure 6.1: alternatives]

One third of the SEA elements of integration in Figure 6.1 (rows 5, 6 and 9) had a medium 

degree of fulfilm ent by all the PPPs reviewed in Dublin [i.e. 25%-42%). In particular, 

alternative transport options or scenarios were considered in 42% of the cases reviewed 

(row 5, Figure 6.1), the majority of which were strategic PPPs. In particular, 89% of the 

transport-related strategic documents considered alternatives (row 9, Figure 6.4), 

compared to only 13% of land use plans (row 9, Figure 6.2).

Selection and comparison of alternatives was undertaken in at least two strategic cases. The 

'Dublin Transportation Initiative' study considered two types of alternatives. First, although 

this was a pure transport planning exercise, different land-planning scenarios were devised. 

The study justified the need for this approach by stating its benefits. According to DTI, the 

principal purpose for developing land use planning scenarios was ' ... to present a series o f  

'what i f '  scenarios in order to test the effectiveness o f  various transportation options. ... 

Devising different land  use p lann ing Scenarios avoided the fundam entally risky, indeed  

flawed, option o f  taking a fixed single view o f  what the future m igh t be and  retained a 

degree o f  flexibility as to the shape o f  future land  use development strategy.' (DTI, 1 995, p. 

39). This is a strong indication of the importance of the interrelation of transport and land 

use. Second, different scenarios were examined which were used to analyse the potential 

effects of different schemes and policy options. These scenarios were compared against the 

'D o-M in im um ' scenario. Furthermore, as a means of sensitivity analysis, the 'Do-M in im um ' 

scenario was compared to the 'Base-Case' [i.e. the situation in 1991 when the Initiative 

began) in order to 'provide an assessment of what would happen in the absence of any 

fresh initiatives in the next two decades' (DTI, 1995, p. 50).

The second strategic case where alternatives were rigorously applied, was the 'Strategic 

Planning Guidelines fo r the Greater Dublin Area' (Brady Shipman Martin et al, 1999). The 

gradual 'sieving' of the important issues is evident through the development of alternative 

models and options for the accommodation of the expected levels of growth. Each one of 

the resulting options combined some features of the models and therefore extended them 

into a more complete set of alternatives. The performance and finalisation of all 

alternatives, was evaluated against a set of 14 sustainability criteria, which reflected both 

environmental and socio-economic concerns. Three of these criteria were related directly to 

transport and had environmental repercussions [i.e. facilitation of public transport, balance 

of private and public transport, and reduction in the need to travel). However, the authors 

of the Guidelines expressed the concern that the methods and techniques fo r the
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sustainability assessment of the options were not fully developed. This influenced the 

weighting and scaling exercise since the balancing of these considerations was seen to be 

important in the identification of the recommended policies. The consideration of 

sustainability principles in this case provided a safety net fo r the production o f balanced 

planning outcomes: 'C learly, it  must be physically possible to im plem ent the preferred  

strategy fo r the development o f  the Greater Dublin Area, whilst there are cost ceilings 

beyond which is would be impossible to go. Similarly, there are certain environmental 

impacts that would be totally unacceptable. Within this balance, the consideration o f  

sustainability is o f  particu lar importance.' (Brady Shipman Martin et al, 1999, p. 50).

Finally, another study that included the evaluation of alternatives in its methodology is the 

'D raft Dublin Regional Air Quality Management Plan' (Dublin Corporation et al, 1999). At 

the fourth stage of the plan making process, alternative control strategies were evaluated 

for their effectiveness in complying with certain air quality standards.

Figure  6.1: Pro cedural  in te g r a tio n  in  D ublin  (All cases : V ertical In t e g r a t io n )

881) Env/tal O b jec tiv es  *

2) S creen in g  (SEA)

173) Scoping (SEA) '

794) Env/tal Baseline*

5) A lternatives^ 42

386) Im p ac t P red ic tion

7) M onitoring - 92

178) Public P artic ip a tio n  -
(SEA)

9) A g en cy C o n su lta tio n  -
(SEA)

100

Percentage (%) o f PPPs that incorporate the above elements o f integration

N = 24

[Row 6 in Figure 6.1: Prediction of environmental impacts (Documentation)]

The environmental impacts of transport policies were documented in 38% of the cases 

reviewed in Dublin (Figure 6.1). The transport-related strategic documents dom inate here, 

with 78% including this element (row 12, Figure 6.4), compared with only 13% of land use 

plans (row 12, Figure 6.2).
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The pattern of documentation in Dublin was similar to that evidenced in Athens, which is a 

simple narrative description of the environmental impacts of policies. This shows the 

underdeveloped nature of SEA in these regions, unlike the situation in London where SEA 

documentation is more systematic. The organised documentation of the environmental 

impacts, is not a common practice in the cases examined. This argum ent is supported by 

the existence of only 3 SEA documents in all cases reviewed (13%, row 14, Figure 6.3). One 

of these SEA documents, is the 'SEA for the Irish National Development Plan 1994-1999 

(DG XI, 1997). In this case, the documentation of the environmental impacts followed the 

EU Structural Funds regulations. Two SEA reports were produced. The first, was the 

'environmental profile ', which was prepared by the Department of the Environment and 

included in a chapter of the Plan. The second SEA report was integrated in the Community 

Support Framework and was prepared by the European Commission. The methodological 

component of the SEA posed difficulties for the assessment team. It was found that the 

environmental assessment at this level of decision making is more amenable to expert 

judgement and policy choices, than to structured methodological approaches (DG XI, 

1997).

IRow 9 in Figure 6.1: agency consultation (SEA)1

The consultation with relevant authorities on the environmental impacts of PPPs, was carried 

out by 25% of the PPPs reviewed (row 9, Figure 6.1). Here again, the strategic cases were 

somewhat more proactive with 44% of them undertaking consultation (row 23, Figure 6.4), 

compared to 13% of land use plans (row 23, Figure 6.2).

[Row 8 in Fiaure 6.1: public participation fSEA)]

Around 17% of the PPPs allowed for a scrutiny of the predicted environmental impacts by 

the public (row 8, Figure 6.1). One third of these were strategic documents and the 

remainder land use plans.

The comparison of rows 1 2 gnd 23 in Figure 6.3 shows thot the consultation requirement is 

quite high amongst the PPPs that have conducted a SEA, since 6 out of 9 PPPs with evidence 

of SEA documentation, were involved in consultation procedures fo r these SEAs. The 

corresponding results fo r public participation were less encouraging as rows 12 and 19 in 

Figure 6.3 reveal. Only half of the PPPs reviewed where environmental impacts were 

documented were scrutinised by the public (rows 12 and 19, Figure 6.3). These 

discrepancies between provisions fo r consultation and public participation of SEAs are 

another indication of the wider application of the form er compared to the latter.
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[Rows 2 +  3 in Figure 6.1: screening (SEA) +  scoping (SEA)]

Finally, screening fo r the need fo r a SEA gnd selecting the s ign ificgnt issues to be included

in the environm ento l assessment [i.e. scoping fo r SEA) had the low er scores o f all SEA 

elements (Figure 6.1). O n ly  8% o f the PPPs carried out a screening exercise [i.e. 2 out o f 22 

PPPs, row 2, Figure 6.1) and 17% considered the significance o f issues [i.e. 4 out o f 24 

PPPs, row 3, Figure 6.1). Screening was undertaken only by strategic PPPs os row  5 reveals 

(Figure 6.2 and Figure 6.4). Scoping is again better established at the strategic level of

transport p lann ing  (rows 6, Figure 6.2 and Figure 6.4).

Screening, and to a lesser extent scoping, was one o f the weakest points in the preparation 

of a SEA in all three regions.

6.2.2. Horizontal integration

Horizontal in tegra tion  is the existence o f m ore than one o f the SEA procedura l stages in 

one or m ore stages o f the PPP procedure. This is indicative o f how iterative the SEA process 

is.

Dublin PPPs revealed a h igher degree o f horizonta l in tegration than was the case w ith 

Athens. This can be attributed to the iterative nature o f Irish p lann ing  practice. A lthough 

quantifica tion  is not m eaningfu l, it seems that iteration is better established at a strategic 

level o f transport p lann ing. C lear evidence o f an iterative process was found  in at least six 

PPPs (Brady Shipm an M artin  ef a/, 1999; G o l, 1997; DGXI, 1997; DTI, 1995; Fingal 

County Council, 1998; Dublin C orpora tion , 1998). For exam ple, a type o f in form ation 

feedback seems to have taken place th roughou t the SEA fo r the 'Irish N ational 

Developm ent Plan 1 9 9 4 -9 9 ' (DGXI, 1997). The conclusions o f the fou r sem inars conducted 

by environm enta l N G O 's ' project on dissem ination o f in fo rm ation  on Structural Funds and 

Sustainable Developm ent, were reported back to the EC and the Irish authorities. These 

were also considered in the m on ito ring  o f the Plan's im plem entation.

6.2.3. Temporal integration

By tem pora l in tegra tion  it is m eant the early in tegration o f SEA w ith the transport p lanning 

process ie .  the existence o f one or more o f the SEA procedura l stages at a transport 

p lanning stage p rio r to the d ra ft stage.

' i.e. An TaisceAVWF.
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F ig u r e  6.2: SEA i n t e g r a t i o n  in  D u b l in  ( U n d  use  p la n s )
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There is limited evidence of the existence of SEA at the early stages of PPP-making. One 

positive example is the SEA of the Irish National Development Plan (NDP) 1994-1999, 

which was developed in a way that was intrinsic to the NDP process (DGXI, 1997). The first 

of two SEA reports, was carried out simultaneously with the Plan, including a scoping stage. 

Scoping, followed the regulations set out in the European Commission's 'a /de  m em oire ', 

and focused on the current environmental situation, legal and administrative framework, 

and impact of the plan on the environment. The scoping framework used to screen the 

significant issues, was developed by a standing interdepartmental working group^, which 

gave an indication of the horizontal nature of the assessment involving various departments 

across different sectors. The scoping framework was also externally integrated, as it 

adopted the priority themes of the EU's 5"̂  Environmental Action Programme (CEC, 

1992a).

 ̂ i.e. GREEN 2000 Advisory Group,
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6.3. Dublin: External integration

External in tegra tion  means the tiering o f environm ental objectives i.e. the setting of sim ilar 

environm ental objectives, adopted by PPPs and SEAs prepared at a h igher, lower or same 

tier in the transport p lann ing hierarchy.

fRovv' 2: Environmental Objectives (tiering)]

Row 2 in Figure 6 .3  shows tha t v irtua lly all PPPs reviewed, incorpora te  environm ental 

objectives related to transport tha t have also been considered at a d iffe ren t tie r o f decision 

m aking. This is not surprising given that one o f the PPPs' roles, especially re lating to land 

use plans, is to im plem ent conditions established a t a h igher level o f decision m aking. Even 

PPPs prepared a t a national level, are influenced by trends and conditions occurring at an 

in ternational level. A variety o f examples o f the way that various environm enta l objectives 

are linked th roughou t the d iffe rent tiers o f decision m aking were provided by the 

documents reviewed.

At an in ternational level, Ire land 's com m itm ents to lim it po llu tan t emissions were stressed in 

the study fo r the 'N a tio na l Investment Priorities fo r the period 2 0 0 0 -2 0 0 6 ': 'In  lig h t o f  the 

need  to m eet the Kyoto lim its on emissions by  2 0 0 8 -2 0 1 0 , even m ore  expensive measures 

w ill be requ ired  i f  an 'os trich ' like approach to env ironm en ta l p o lic y  is a d o p te d  (Fitzerald 

et al, 1999, p. 162). Furthermore, the study on the 'Environm ental Im plications o f Irish 

Transport G row th ' (Knight et al, 1999) took into account EU policies fo r C O 2 lim ita tion, 

and the experience o f the UK W hite Paper on integrated transport (DETR, 1 998e ; 1998f). 

Finally, the 'Study o f Road Pricing in D ub lin ' (Oscar Faber, 1999) investigated the 

in ternational experience o f road pricing in o rder to exam ine the relevance o f road pricing 

or other econom ic instruments, in the context o f Dublin.

At a nationa l level, the Irish 'Sustainable Developm ent Strategy' set out an agenda fo r 

greening Irish transport, which was centred on 'support fo r moves a t EU and in ternational 

levels' (Gol, 1997). A t a reg ional level, the 'D ra ft D ublin Regional A ir Q ua lity  M anagem ent 

Plan' provided an exam ple o f horizonta l co-operation  between local authorities at the same 

level o f governm ent (Dublin C orpora tion , 1999). The e labora tion  o f the Plan was a 

com m on effo rt from  fou r ne ighbouring local authorities in D ublin . O ne o f these was the 

leading authority responsible fo r the preparation  o f the Plan.

O vera ll, the connectivity o f PPPs in re lation to the ir environm ental objectives seems to be 

well established in Dublin, com pared to Athens and London. However, this does not 

necessarily im p ly tha t the connectivity o f SEAs a long  the line o f the p lann ing  hierarchy, from
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a nationa l to reg ional and local level o f governm ent [i.e. tie ring  o f SEA), is equally 

established in Dublin. For exam ple, the undertaking o f SEA a t a nationa l p lann ing level 

(DGXI, 1997; G o l, 1999) was not fo llow ed by s im ila r assessments at a reg iona l and local 

(developm ent p lann ing) level. The phenom enon exists where a fu ll, and w ide ly  publicised 

SEA at tha t po litica lly  sensitive, national level o f decision m aking, is rare. In England fo r 

example, SEAs are systematically undertaken only at a developm ent p lann ing  level, and in 

Greece, only the m andatory type o f SEAs that exist at the nationa l level o f p lann ing [i.e. 

environm ental profiles) are h igh ly confidentia l docum ents (Zagorianakos, 1998). There is, 

however, a po litica l com m itm ent expressed in various documents [e.g. G o l, 1999; G ol, 

1997) fo r the establishm ent o f a SEA system, s im ila r to the proposed SEA Directive's: 

‘ G overnm ent w ill b rin g  fo rw a rd  proposals, w ith in three years, to develop a strategic  

environm en ta l assessment (SEA) system fo r  m a jo r p lans  a n d  p rogram m es, in  add ition  to 

supporting  EU p roposa ls  fo r  SEA o f  la n d  use p lans  a n d  p ro g ra m m e d  (G o l, 1997, p. 3).

6.4. Dublin: Methodological integration

M ethodo log ica l in tegration denotes the use o f other environm enta l m anagem ent tools 

a longside SEA.

Row 27 in Figure 6 .3 , shows that 1 /3  o f the PPPs reviewed in D ublin  (33%), utilised another 

environm ental m anagem ent tool. S im ilar to the other two regions, the m a jo rity  o f these 

cases were found in transport-re la ted strategic docum ents (78%, row 27, Figure 6.4) rather 

than in land use plans (6%, row 27, Figure 6.2). These results are quite impressive 

com pared to the strategic cases in London (36%) and Athens (67%).

Two questions are particu larly relevant in view o f this elem ent o f in tegra tion : w hat were 

these assessment approaches to transport m ethodo logy, and were these used alongside 

SEA?

In re lation to land use plans, the most com m on approach to environm enta l protection is 

'zon ing '. S im ilar to w hat was found to be the case in Athens, all 15 local p lans in Dublin 

used zoning methods to control developm ent. For exam ple, in the case o f Fingal County 

Developm ent Plan (Fingal County Council, 1998), a GIS was used as part o f the p lanning 

exercise. This software package, however, was not utilised fo r evaluating purposes (e.g. 

choosing between d ifferent transport options) or as part o f the SEA exercise ( i e.  assessing 

the environm ental impacts o f transport policies). It was rather used as a means to resolve 

various technical and presentation difficulties in re lation to the production  o f maps.
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It was found that transport-related strategic documents had a more holistic approach to 

transport planning methodology. An indicative example of the use of environmental 

assessment under the 'um brella ' methodological framework of MCA, is the Dublin 

Transportation Initiative (DTI, 1995). MCA was used to appraise the impacts of various 

transport options. The appraisal was undertaken against the policy objectives and against 

specific impact groups. This latter social distribution of impacts included various user 

groups such as public transport and freight, social groups such as unemployed and elderly 

people and groups defined in terms of their residential location. This assessment of the 

implications of the strategy themes on individual social groups drew upon the findings of a 

social survey, undertaken as part of the DTI exercise. In the MCA, each theme of the 

strategy was 'scored' against all of the criteria, by allocating weightings on a seven-point 

scale. The final result indicated the way in which each theme could contribute to the 

achievement of the various objectives of the Initiative. The use of MCA was accompanied by 

CBA to choose between alternative options at a more detailed, site specific level i.e. 

evaluation of pubic transport and Dublin Port access options. The overall methodology is 

characterised as highly technical. It was recognised however in the Initiative, that the 

technicality of the assessment did not substitute for the making of judgements, and that 'the 

need for rational decision making cannot be reduced to a form ula '. The analytical rigour of 

using the above methodological tools benefited the planning process by: i) breaking down 

choices into segments in which all of the alternative options can be considered together, ii) 

linking segments into a logical sequence, and iii) aiding understanding of the implications 

that choices already made will have for future decisions.

The utilisation of monetary valuation techniques for impact evaluation is common in 

transport planning internationally, and Ireland is no exception. Two of the strategic case 

studies reviewed that justify this statement were:

i) the study on the 'Environmental Implication of Irish Transport G rowth' (Knight ef al, 

1999) which undertook 'externality valuations' to generate values for the environmental 

impacts of transport. The purpose of the valuation was to examine whether external impacts 

of transport were internalised in existing transport policy. Therefore, the 'environmental 

impact costing' exercise, investigated the degree to which current revenues derived from 

different modes of travel, cover external costs, according to the principle that transport 

revenues equal infrastructure cost and external cost [i.e. environmental impacts and safety).

ii) the 'Study of Road Pricing in Dublin' (Oscar Faber, 1999). There, the case for the 

introduction of fiscal measures to manage travel demand was examined. The economic 

justification for road user charging, rests on the fact that on congested road networks, the 

motorist imposes costs on other travellers [i.e. by reducing the speed of other travellers).
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which he/she does not consider in making a decision to travel. According to the study, the 

initiation of road pricing enables prediction and control of effects. Furthermore, they 

represent a more efficient way of managing travel demand since charges can be related to 

congestion and environmental impact.

F ig u r e  6.3: SEA in t e g r a t io n  in  D u b l in  (A ll PPPs)
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6.5. Dublin: Substantive integration

The term 'substantive' suggests that the actors involved in the integrated transport 

planning/SEA process take into account the outcome of SEA. Two criteria were chosen to 

identify this type of integration: A) Is the outcome of the SEA exercise documented and 

how? B) Was there any follow up after the adoption of the PPP?

6.5.1. Documentation of the outcome of SEA

[Row 12: Prediction of environmental impacts (Documentation)]

The environmental impocts of transport policies were documented in 38% of the cases 

reviewed in Dublin (row 6, Figure 6.1). Land use plans were less likely to include this
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elem ent o f in tegration in their texts (3%, row 12, Figure 6.2) com pared to  an impressive 

78% o f transport-re la ted strategic docum ents (row 12, Figure 6 .4 ). The fo rm  of 

docum enta tion varied in each case, rang ing from  a descriptive reference, to  a more 

systematic presentation o f environm ental impacts.

The Irish 'Sustainable D evelopm ent Strategy' (G ol, 1997), dem onstrated a quite systematic,

yet descriptive coverage o f im pact prediction. It la id out the most s ign ifican t environm ental

and social impacts o f transport, discussed these in the context o f Irish transport and

environm ental policy, and drew  conclusions and recom m endations fo r m in im ising the

adverse impacts. In the text fo r example, it is mentioned that:

'Investm ent under the Transport O p e ra tio n a l P rogram m e recognises the 
env ironm en ta l im portance o f  ra il as a viable a lternative to ro a d  transport. 
Funding fo r  im provem ents in  ro llin g  stock, s igna lling  a n d  track ne tw ork w ill have 
positive env ironm en ta l effects, fu rthe r encourag ing com m uters to switch from  
ro a d  to ra i l . '  ... 'The em phasis in  n a tio n a l p o licy  on the im provem en t o f  the 
existing ro a d  network, ra the r than the b u ild ing  o f  new  roads, reduces the im pac t 
o f  new  w o rks .' [Go\, 1997, p. 108).

[Row 14: Separate SEA reports]

There were only 3 strategic documents that fu lfilled  the requirem ents fo r a separate SEA 

report (13% o f the PPPs, row 14, Figure 6.3). These were the SEA o f the Irish N ational 

Developm ent Plans fo r the periods 1994 -19 99  (DGXI, 1997) and 2 0 0 0 -2 0 0 6  (G ol, 1999), 

and the study on the 'Environm ental Impacts of Irish Transport G row th ' (Knight et al, 

1999).

[Rows 15 + 16: Non-technica l sum m ary PPP +SEA]

A round 1 /3  o f the cases reviewed in Dublin included a non-technical sum m ary o f their 

PPPs' process (33%, row 15, Figure 6.3). O ne fifth  o f the land use plans reviewed (20%, 

row 15, Figure 6.2) belonged to this category, com pared to m ore than ha lf o f the 

corresponding strategic docum ents (56%, row 15, Figure 6.4).

The results fo r the inclusion o f a non-technical sum m ary o f the SEA exercise (8%, row 16, 

Figure 6.3) were lower than the results fo r the sum m ar/ o f the PPP process. None o f the 

land use plans with SEA elements included this requirem ent fo r the ir SEA (row 16, Figure 

6.2). There were only two strategic documents that incorporated a non-technical sum m ary 

as part o f the ir SEA exercise (22%, row 16, Figure 6.4). O ne o f these was the study on the 

'Environm ental Impacts o f Irish Transport G row th ' (Knight et al, 1999). There, a description 

o f the m ethodolog ies used to assess and evaluate transport-re la ted environm enta l impacts
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was presented and justified, in a six-page text o f the SEA. A tm ospheric emissions were o f 

pa rticu la r focus.

There were also seven strategic studies found to docum ent the environm enta l impacts of 

the ir transport policies. O n ly  two out o f seven o f these had included a sum m ary fo r their 

SEAs. O n ly  two land use plans with SEA elements included a non-techn ica l sum m ary of 

the ir SEAs, and both o f them included a s im ila r sum m ary in the ir p lann ing  text.

This indicates tha t a lthough there is experience o f fu lfilling  this requ irem ent at a p lanning 

level, an incentive is needed if this requirem ent is to be app lied  across fu ture SEA practice. 

This incentive m igh t be provided by p lann ing guidelines and specifications rather than 

vo luntary initiatives (Kennedy, pers. comm.). Indeed, this could be the case if the proposed 

Directive on SEA is enacted, since in its latest dra ft, it provided fo r the fu lfilm en t o f the 

above requirem ent (Annex in Appendix 5).

[Row 17: Decision m aking (justification)]

A round 21% of the PPPs exam ined in Dublin (row 17, Figure 6.3), ind icated in the ir text, the 

environm enta l reosons fo r decid ing on the trgnsport policies, as well os the reasons fo r the 

decision on adoption  o f the PPP (in the case o f land use plans). A lm ost ha lf o f these were 

strategic docum ents (33%, row 17, Figure 6 .4), and the rem ain ing were land use plans 

(row 1 7, Figure 6.2).

[Rows 21 +  25: Docum entation o f Public Participation and Agency Consulta tion]

Around 21% o f the cases reviewed in Dublin  (row 21, Figure 6 .3), referred to the issues 

raised during the public partic ipa tion  exercise. A s im ila r percentage occurred in the 

docum enta tion o f agency consultation (22%, row  25, Figure 6.3).

From all five cases found that docum ented the results o f pub lic  pa rtic ipa tion  and agency 

consultation, only one was a land use plan and the rem ain ing fou r, were strategic 

docum ents (rows 21 and 25, Figures 6.2 and 6 .4). O ne o f these (Brady Shipm an M artin  ef 

al, 1999), included in the p lann ing docum ent a ha lf-page sum m ary and a three-page 

Append ix w ith the results o f public partic ipa tion  (section 6.6). The DTI study (DTI, 1995), 

published a separate docum ent regard ing the m ethodologies used, and results obta ined, 

from  an extensive social survey on public consultation. The Irish 'Susta inable Developm ent 

Strategy' (G ol, 1997) incorporated a 12-page chapter on 'Public Action and Awareness' 

and an e igh t-page chapter on 'Im p lem enta tion  and Review' o f the Strategy. There, advice 

on how 'pu b lic  concern about the natural environm ent and unsustainable practices could
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be translated into action ', and the institutional structures fo r im plem enting the Strategy, was 

presented.

[Row 26: List o f consulteesi

O n ly  six PPPs out o f 24 included a list o f consultees in the ir text (row 26, Figure 6.3). The 

m ajority o f these were strategic documents (56%, row 26, Figure 6.4) com pared to one 

land use plan (7%, row 26, Figure 6.2). In Dublin  unlike Athens, there is evidence to 

suggest tha t it is m ore likely fo r organisations (m ain ly at a h igher level than local 

authorities) tha t include a list o f consultees in the PPP text, to  also undertake an assessment 

o f the impacts o f transport policies, than those w ho do not include such a list. The 

a rgum ent is tha t five out o f six PPP documents with a list o f consultees also undertook a 

SEA.

A num ber o f strategic cases were particu larly  sensitive to include a list o f consultees in the 

PPP text o r in a separate 'consu lta tion ' docum ent. The strategic nature o f the Irish 

'Sustainable Developm ent Strategy' (Gol, 1997) justifies the inclusion o f an Append ix in the 

Strategy with a 'lis t o f those w ho m ade submissions as part o f the Public Consultation 

Process on the Strategy'. A s im ila r list o f the 'M em bership o f DTI C om m ittees ' is included in 

an Append ix o f the DTI (DTI, 1995) and also in other docum ents such as the 'Regional 

Developm ent Strategy fo r D ub lin ' (DRA, 1996) and the study on 'N a tio n a l Investment 

Priorities' (Fitzerald ef al, 1999).

[Row 28: Docum entation o f d ifficulties encountered]

O ne th ird o f the cases exam ined in Dublin docum ented the d ifficu lties encountered 

th roughou t the p reparation  o f the PPP/SEA report (33%, row 28, Figure 6.3). O ne  quarter 

o f these was land use plans (13%, row 28, Figure 6.2) and three quarters strategic PPPs 

(67%, row 28, Figure 6.4).

An indicative exam ple o f the docum enta tion o f d ifficulties encountered th rougho u t im pact 

assessment is provided by the study on the 'Environm ental Impacts o f Irish Transport 

G row th ' (Knight ef al, 1999). There, an explanation was given on the m ethodo log ica l 

obstacles to assessing transport-re la ted environm ental impacts on a notiona l scale: 'The  

lack o f  noise m on ito ring  da ta  p rec luded  a de ta iled  assessment o f  transpo rt-re la te d  noise 

im pacts in  Ire land .' (Knight e t al, 1999, p. 1 7).

Row 13: Mechanism s to m on ito r im plem entation]
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The fact tha t  all strategic PPPs reviewed (row 13, Figure 6.4) a n d  87%  of land use p lans 

(row 13, Figure 6.2) included a  monitoring m echan ism , d o es  not necessarily m e a n  that the 

socio-econom ic a n d  environm ental im pacts a r e  systematically identified a n d  do cu m en ted  

th ro u g h o u t the  time period betw een the end  of PPP m aking  (or ad o p t io n  for land use plans) 

an d  the beg inn ing  of the next round of PPP m aking.

Fig u r e  6.4: SEA in t e g r a t io n  in  D u b l in  (Str a t e g ic  PPPs)
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The PPPs reviewed, show ed th a t  in the  majority of land use p lans  a n d  in so m e  strategic 

cases, such docum en ta tion  d o es  takes place. However, this is d o n e  in a non-system atic  an d  

ad -h o c  way, a n d  it is confined to p lanning  issues since it is mainly socio-econom ic 

p a ram e te rs  tha t  a r e  m easu red .  Environmental concerns a re  restricted to a 'zo n in g ' and  

'am enity ' a p p ro a c h  which lacks the vigour of a quantitative a p p ro a c h  to m onitoring the 

environm ental im pacts b ase d  on indicators. N o tab le  exam ples  a re  the 'SD Strategy' (Gol, 

1997) an d  the DTI (DTI, 1995) w here  se p a ra te  reports  were published with the p u rp o se  of 

updating  the policies re co m m en d ed  in the original studies. In these  two studies, there  is 

reference to the environm ental implications of the m easu res  sugges ted .

183



6.6. Dublin: Social integration

By social in tegration , it is m eant the involvem ent o f com petent authorities, governm ent 

agencies, organisations, organised local groups, environm ental N G O s and the public in 

general th roughou t the PPP/SEA process. Four criteria were chosen to identify this type of 

in tegration : A) In how m any cases did the public and organised bodies express their 

op in ion  on the PPP and the SEA, and at w hat stages o f the PPP procedure? B) In what 

percentage o f these cases, were public partic ipa tion  (PP) and agency consultation(C) 

m andatory? C) W ere PP and C proactive? (i.e. in the case o f PP: w hat were the actions 

taken to elicit the public 's views? and in the case o f C: were the op in ions o f environm ental 

N G O s sought?) D) Was there any reference to the results o f PP and C in the PPP/SEA 

report?

[Row 18: Public Participation fPPP)]

The vast m a jo rity  o f cases reviewed in Dublin consulted the public th roughou t the 

preparation  o f the ir PPPs (i.e. 83%, row 18, Figure 6.3). These results include v irtua lly all 

land use plans (row 18, Figure 6.2) and m ore than ha lf o f the strategic docum ents (56%, 

row 1 8, Figure 6.4).

This high p roportion  o f land use plans can be attributed to the requ irem ent fo r the 

provisions fo r m andatory public partic ipation .

[Row 19: Public Participation (SEA)]

In a lm ost ha lf (four out o f nine) o f the cases reviewed fo r which SEAs were conducted, the 

op in ion o f the public was sought on the environm ental impacts o f the ir transport policies. 

This accounts fo r only 17% of the overall am ount o f the cases reviewed (row 19, Figure 

6.3). O n ly  one out o f two land use plans that had conducted a SEA included this 

requirem ent, an overall percentage o f 7% o f land use plans (row 19, Figure 6.2).

The rest o f the cases that involved the public in com m enting on environm enta l impacts, are 

three transport-re la ted strategic documents, which accounts fo r less than ha lf o f the 

strategic SEAs found ( ie.  3 out o f 7), and a th ird o f the total strategic docum ents ( ie.  33%, 

three out o f nine row 1 9, Figure 6.4).

[Rows 22 +  23: Agency Consultation (PPP and SEA)]

S im ilar to the situation with public partic ipa tion  above, the consultation w ith com petent 

authorities on the PPPs' policies was undertaken at a much h igher scale than the 

consultation w ith the SEAs. V irtually all PPPs reviewed in Dublin  (i.e. 15 land use plans and
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9 transport related strategic documents) consulted the com petent authorities and other 

interested groups on the policies included in the ir PPPs (rows 22, Figure 6 .2 , Figure 6 .3  and 

Figure 6.4). In contrast, only a quarter o f the cases reviewed, sought advice from  the same 

agencies on the environm ental impacts o f these policies (25%, row 23, Figure 6.3).

The p roportion  o f cases involved in agency consultation fo r the ir SEAs, seems quite low 

when com pared to the p roportion  o f coses where consultation was undertaken fo r their 

PPPs as a w hole [i.e. 2 5 % < < 1 0 0 % ). If this is com pared, however, to the p roportion  o f PPPs 

that undertook a SEA [i.e. 25% <38% ), its significance is enhanced. In other words, 

a lthough overa ll, only a lim ited num ber o f p lanning authorities consulted the relevant 

agencies fo r the ir SEAs, those who did accounted fo r a s ign ificant p roportion  o f those PPPs 

where a SEA was undertaken [i.e. 2 /3  o f SEAs).

It was aga in , the strategic level o f decision m aking tha t was d om inan t here. Agency 

consultation as part o f the SEA process, took place in 2 /3  o f the strategic SEAs and 1 /3  of 

SEAs o f land use plans. This represents 44% o f transport-re la ted strategic cases [i.e. row 

23, Figure 6.4), and 13% of land use plans in the G reater Dublin Area [i.e. row 23, Figure 

6 . 2 ).

C om parison o f Public Participation and Agency C onsultation fPPP and SEA)

W hile there is obvious un ifo rm ity  in the results o f public partic ipa tion  and agency 

consultation (both fo r PPP and SEA) in land use plans, the same cannot be said fo r the 

results o f public partic ipa tion  and agency consultation in the transport-re la ted strategic 

documents. As shown in Figure 6 .4 , all transport-re la ted transport docum ents consulted the 

relevant authorities th roughout the ir PPP preparation  (row 22, Figure 6.4). In contrast, only 

ha lf o f the same PPPs were scrutinised by the public (56%, row 18, Figure 6.4). This 

d isparity in the scores o f public partic ipa tion  and agency consultation can be explained by 

the lack o f financ ia l resources required in order to  involve the pub lic  at a strategic level of 

decision m aking, as opposed to agency consultation. There is evidence to  suggest however, 

that if these resources were availab le , it would be easier fo r p lann ing  authorities to consult 

the public fo r the ir SEAs. This a rgum ent is substantiated by the com parison o f rows 19 and 

23 in Figure 6 .4  where the scores fo r public partic ipa tion  fo r SEA and agency consultation 

fo r SEA are s im ila r (33% and 44% respectively).

[M andatory requirem ents fo r agency and public consultation]

Given the m andatory p lanning regulations in ploce, it is not surprising thg t gll Ignd use 

plans reviewed in Dublin, sought the op in ion  o f both the pub lic  and the com petent
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authorities th roughou t the preparation  o f the ir plans (rows 18 and 22, Figure 6.2). Both 

local p lann ing authorities that carried out a SEA o f the ir plans (13%, row  12, Figure 6.2) 

sought advice from  com petent authorities fo r the ir SEAs, whereas on ly one o f these 

consulted the public fo r the ir SEAs (rows 19 and 23, Figure 6.2). These consultations were 

not m andatory, as the preparation o f a SEA is not m andatory either. These SEAs however, 

were not conducted in a systematic way but undertaken as part o f the environm enta l part of 

the p lann ing process. The planners responsible therefore, fe lt tha t no substantia l add itiona l 

resources and e ffo rt were necessary fo r the consultation and pub lic  pa rtic ipa tion  process. 

This observation leads to the conclusion tha t in the case o f the possible enactm ent o f the 

SEA Directive, local authorities in Dublin, and in Ireland in genera l, w ill not find  it d ifficu lt to 

conform  to this requirem ent o f the proposed Directive.

As fa r as the transport-re la ted strategic PPPs are concerned, the public was consulted on 

the environm ental impacts in less than ha lf o f the SEAs (i.e. 3 out o f 7 SEAs, com pare rows 

12 and 19, Figure 6.4), and in m ore than half, the com petent authorities were consulted on 

the environm enta l impacts (i.e. 4 out o f 7 SEAs, com pare rows 12 and 23, Figure 6.4). 

Here, there was not a clear m andate p e r  se, yet public partic ipa tion  was considered a 

prerequisite fo r the prom otion o f Sustainable Developm ent, and agency consultation was 

perceived necessary to facilita te  decision m aking.

As discussed in the fo llow ing  section, the com parison o f experience in the three regions 

reveals tha t pub lic  partic ipa tion  is one of the strong elements o f in tegration at tha t strategic 

level o f decision m aking, given the social survey methods em ployed, the innovative nature 

o f docum enta tion, and the iterative nature o f the w hole  process.

[Row 20: Proactive public partic ipation ]

O ne quarter o f the PPPs reviewed in Dublin (6 out o f 24 cases) involved the public in 

innovative initiatives o f social interaction (row 20, Figure 6.3). Four out o f these six cases 

involved the public in their SEA process, which represents a lm ost ha lf o f the overall num ber 

o f cases where a SEA was undertaken (i.e. com pare rows 20 with 19 and 12 respectively, 

Figure 6.3). This is an indication o f the linkage o f SEA with transparency deve lopm ent in a 

given p lann ing authority.

O ne th ird o f the PPPs involved in proactive public partic ipa tion , are land use plans [i.e. 2 

out o f 6), and the other two thirds, strategic documents.
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D ublin  revealed an array o f innovative methods o f pub lic  pa rtic ipa tion  in com parison to 

Athens and London. There were a few cases, especially at the reg iona l p lann ing  and policy 

level o f decision m aking, where the public expressed its op in ion  in ways tha t were found in 

the other tw o regions exam ined in this thesis. The docum enta tion o f these methods and 

the ir results, as these were docum ented in the PPPs, provided the m ateria l fo r transference 

o f experience to the other two regions. A fine  exam ple o f proactive pub lic  partic ipa tion  at 

reg iona l level o f transport p lann ing, was provided by the 'S trategic P lanning G uidelines fo r 

the G reater Dublin  A rea ' (Brady Shipman M artin  ef al, 1999). A lthough pub lic  consultation 

was not m andatory, this was conducted at two stages o f the p lann ing  process. First, at the 

scoping stage, where the public was invited to make submissions on strategic issues 

affecting the G reater Dublin Area. The m ethod used was pub lic  notices placed in two 

nationa l newspapers. A pproxim ate ly 50 submissions were received from  various interested 

parties. A small num ber o f the groups considered m ore relevant were contacted directly. 

Second, public partic ipa tion  was introduced at a later stage o f the p lann ing  process to 

fu rthe r clarify the im portan t issues. For fou r months after the scoping exercise, the public 

was invited to obta in  a brie fing docum ent and questionnaire, ou tlin ing  some o f the crucial 

issues affecting the G reater Dublin Area. The 'Public Briefing D ocum ent' could be obtained 

from  local authority offices, libraries o r by request from  the consultants. O ver 400  

com pleted questionnaires were returned and analysed. The results o f this public 

partic ipa tion  exercise were presented in a th ree-page Appendix o f the G uidelines.

Another exam ple o f innovative consultation was provided in the 'D ra ft Dublin  Regional A ir 

Q ua lity  M anagem ent Plan' (Dublin C orpora tion , 1999). The d ra ft p lan was ava ilab le  fo r 

consultation on the Internet. Furthermore, there were suggestions m ade in the Plan, that 

a fter its adop tion , the fou r p roponent local authorities w ould undertake p rom otiona l and 

educational program m es fo r dissem inating the Plan's find ings. These program m es 

included in fe r a lia  \he use o f public in form ation leaflets, items on the rad io  and television, 

and cam paigns to encourage the use o f a lternative modes o f transport to  the private car 

(Dublin C orpo ra tion , 1999).

An exam ple where agency consultation was extended to include ind iv idua ls, was 

th roughou t the dra fting  o f the Regional G uidelines fo r Dublin (DRA, 1996). Public 

partic ipa tion  was not undertaken as such, since it was not m andatory. The consultation 

phase, however, was extended to cover, not only interested bodies and organisations, but 

also individuals. A num ber o f consultation m ethods were used includ ing w orkshop sessions, 

seminars, ind iv idua l interviews and discussions. The results o f these exercises were 

presented in the text o f the Guidelines. S im ilarly, in the acknow ledgem ent section o f the
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'National Investment Priorities' study, it is mentioned that 'In  the course o f  p reparing  this 

report the authors received assistance from a very wide range o f  individuals acting in both  

a representative and  an ind iv idua l capacity.' (Fitzerold et al, 1999, p. iv).

[Row 24: Proactive agency consultation]

A higher proportion of PPPs were involved in proactive ways of agency consultation 

compared to proactive pubic participation. Around 38% [i.e. 9 out of 24, row 24, Figure 

6.3) of the cases reviewed in Dublin, sought the opinion of environmental NGOs as part of 

the consultation process of their PPPs and SEAs. This accounts for the majority o f coses that 

undertook a SEA. This is again, as in proactive public participation above, an indication of 

the positive influence of SEA on transparency development in a given planning authority.

Almost half [i.e. 4) of these nine consultations with environmental NGOs, were carried out 

by local planning authorities throughout the preparation of their land use plans. The 

remaining five cases were carried out throughout the preparations of strategic studies.

An example of active participation of environmental NGOs is the SEA for the Irish NDP 

1994-99 (DG XI, 1997). Four seminars were conducted within two environmental groups' 

[i.e. An TaisceAVWF) project on dissemination of information on structural funds and 

Sustainable Development. According to DG XI, ‘ the conclusions reached a t these seminars, 

prove that some value can be added to decision m aking by involving target groups in 

structured strategic meetings and  discussion forums' (DG XI, 1997, p. 145-146).

[Rows 21 + 25 : Documentation of Public Participation (PP) and Agency Consultation fC)1 

The scores for the documentation of PP and C, followed the scores for PP and C fo r the 

SEA, and the scores for proactive PP and C, thus leading to the conclusion that there is a 

portion of the PPPs reviewed in Dublin, that exhibited uniform positive characteristics of 

social integration. Indeed, the scores for the documentation of PP and C fo r the PPP (21% 

and 22%, rows 21 and 25 respectively. Figure 6.3) were similar to the scores fo r PP and C 

for the environmental impacts of the transport policies (17%, and 25%, rows 19 and 23, 

Figure 6.3), and to the scores fo r proactive PP and C (25%, and 38%, rows 20 and 24, 

Figure 6.3).

The above similarities were replicated in the case of land use plans and transport-related 

strategic documents. Indeed, in relation to land use plans, the scores fo r the documentation 

of PP and C for the PPP (7%, rows 21 and 25, Figure 6.2) were sim ilar to the scores for PP 

and C for the environmental impacts of the transport policies (7% and 13%, rows 19 and
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23, Figure 6.2), and to the scores fo r proactive PP and C (1 3%, and 27%, rows 20 and 24, 

Figure 6.2). S im ilarly, fo r the transport-re la ted strategic documents, the scores fo r the 

docum enta tion o f PP and C (44% and 50%, rows 21 and 25, Figure 6 .4), were s im ilar to 

the scores fo r PP and C fo r the environm ental impacts o f the transport policies (33% and 

44%, rows 19 and 23, Figure 6.4), and to the scores fo r proactive PP and C (44% and 

56%, rows 20 and 24, Figure 6.4).

A sound exam ple o f docum enta tion o f the results o f public partic ipa tion , is provided by the

'Strategic Planning G uidelines fo r the G reater D ublin A rea ' (Brady Shipm an M artin  et al,

1999). In A ppend ix 1 o f the Guidelines, a tab le  displays the results o f a public

questionnaire survey. The responses were quantified and com m ended in separate

paragraphs o f the three pages Appendix. The com m entary o f the results o f public

partic ipa tion  can be seen in the fo llow ing  passage:

7f was evident from  the com m ents tha t im provem ents in  the p u b lic  transport 
in frastructure are requ ired  as a prio rity . ... There was som e con flic t on the issue o f  
loca ting  deve lopm ent on p u b lic  transport corridors  - som e were o f  the op in ion  
tha t a l l new  deve lopm ent sh o u ld  be exclusively on p u b lic  transpo rt routes while  
others fe lt th a t this was too sim plistic an op tion  a n d  th a t deve lopm ent a long  
p u b lic  transport routes w ou ld  d isadvantage o the r a reas.'. (Brady Shipm an M artin 
e ta l,  1999, p. 113).

6.7. Dublin: Integration of human resources

Hum an resources integration means the co-operation  and com m unication  am ongst the 

p lanning and assessment teams. Three non-quantita tive criteria were chosen to  identify this 

type o f in tegra tion : A) W hat were the types o f expertise involved in the p repara tion  o f the 

transport part o f the PPP? B) W hich o f these types of expertise were involved in the 

prepara tion  o f the SEAs (if any)? and w hat was the em ploym ent status o f the SEA team? C) 

The perception o f the degree o f co-operation between the transport p lanning/SEA teams by 

the interviewees (i.e. G ood ; M ediocre; Bad).

6.7.1. Expertise involved in the preparation of the transport part of 

the PPP

Figure 6 .5  shows the d ifferent types o f expertise [i.e. 8) involved in the p repara tion  o f the 

transport part o f the PPPs in Dublin. N ot surprisingly, given the type o f PPPs exam ined, the 

m ajority o f these were planners and transport experts. The next most frequently  employed 

professional qua lifica tion  was environm ental experts. H alf the organ isations and p lanning 

consultancies that prepared transport-re la ted strategic docum ents ( i e.  4 in 9 strategic 

PPPs), and around 1 /7  o f local authorities [i.e. 2 in 15 land use plans) included economists 

in the ir assessment teams. This h ighligh ts the dom inance o f econom ic considerations
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throughout transport strategic planning in Dublin. Furthermore, the shortage of 

environmental experts involved might have negative implications regarding the quality of 

SEAs in the event of the enactment of the proposed SEA Directive.

F ig u r e  6 .5 :  Expertise  in v o l v e d  in  t h e  p r e p a r a t io n  o f  PPPs in  D u b l in

Planners 

Transport Experts 

Env/tal Health Experts, 

Env/tal Experts 

Economists 

Engineers 

Env/tal NGOs 

Social Scientists

PPPs* (Total: 24)

I I Land-use plans (1 5 )

Tran sp o rt re la ted  

s tra te g ic  PPPs* (9 )
8 10 12 14 16

Number of experts in all PPPs* (1 type of expertise per PPP) 

* PPPs; Policies, Plans, Programmes

Environmental health experts were employed in 1/5 of land use plans and 1/9 of strategic 

cases. One seventh of local authorities [i.e. 3 in 15 local authorities) and 1/3 of 

consultancies and organisations preparing transport-related strategic documents [i.e. 4 in 9 

strategic PPPs) had employed engineers. A member of an environmental group co

operated closely with the planning team in two cases: throughout the preparation of a 

development plan and the National Sustainable Development strategy. Finally, the Dublin 

Transportation Office utilised at least one social science expert fo r the elaboration of the 

public participation survey.

6.7.2. Types of expertise in SEAs and their employment status

Figure 6.6 shows the number and type of expertise involved in the preparation of the 

environmental impacts of the transport PPPs reviewed in Dublin. In a total of two land use 

plans where the environmental impacts were in some way documented, there was at least 

one planner and one transport expert on each of the SEA teams. O ther than these experts, 

one of the SEA teams included an environmental expert and an environmental health
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officer, and the other SEA team included a member of an environmental group. All experts 

in both cases, were full time, local authority personnel (Figure 6.7).

Figure  6.6: Expertise in v o lv e d  in  the preparation o f  SEAs in  D ublin

Env/tal Health Experts

Economists

I I Land-use plans (2) 

Transport related

Env/tal NGOs

Chemists

strategic PPPs* (7)
0 1 2 3 4 5 6 7

Number of experts in all SEAs** (1 type of expertise per SEA**)

* PPPs: Policies, Plans, Programmes 

** SEAs: Strategic Environmental Assessments

This is in contrast with the situation in Athens where SEAs (as well os land use plans), were 

carried out by environmental/planning consultants, working on a part time basis. The 

difference in the way that o SEA is financed is fundamental, in that, the use of consultants 

introduces both a degree of objectivity and overall quality to the assessment exercise. 

Nevertheless, the preparation of a SEA by the same planning team responsible fo r carrying 

out the land use plan, has the clear advantage o f effectively integrating the SEA with the 

plan preparation process. The composition of experts in the transport-related strategic SEA 

teams was wider than in the SEA teams for land use plans (Figure 6.6). The majority of 

experts here, were again as with SEAs for land use plans, planners, and transport experts 

[i.e. 5 experts in 7 SEAs). In more than half of the SEA teams, environmental experts were 

employed [i.e. 4 experts in 7 SEAs).

The composition of experts in the transport-related strategic SEA teams was w ider than in 

the SEA teams for land use plans (Figure 6.6). The majority of experts here, were again as 

with SEAs for land use plans, planners, and transport experts [i.e. 5 experts in 7 SEAs). In 

more than half of the SEA teams, environmental experts were employed [i.e. 4 experts in 7 

SEAs).

191



F ig u re  6 .7 :  E m p lo y m e n t s ta tu s  o f  experts in v o lv e d  in  th e  p re p a ra t io n  o f  SEAs in  D u b lin

I I FT

C / F T

I + C / FT + PT

Groups of SEAs*

I I Land-use plans (2)

C / FT

I I PT Transport-related  

s trateg ic  PPPs (7)

0 1 2 3 4 5 6 7

Number of experts per employment status (one expert per SEA*) 

* SEAs: Strategic Environmental Assessments;

I: In house staff; C: Consultants; FT: Full time; PT: Part time

Each o f these fou r separate SEA teams em ployed one econom ist, one engineer, a m em ber 

of on environm ental N G O  and one chemist. This variety o f expertise dem onstrated that 

d iffe rent approaches to environm ental assessment were adopted fo r d iffe ren t PPPs.

6.7.3. Degree of co-operation between the transport planning and 

SEA teams

In all cases, the v/orking re lationship was described as being 'g o o d '. It has to  be noted 

however, tha t in the m ajority o f cases, SEA and PPP team s were not separate groups, but it 

was rather a m em ber o f the PPP team  (usually an engineer o r a transport p lanner) w ho was 

responsible fo r the SEA part o f the PPP. The 'SEA o f the Irish N a tiona l D evelopm ent Plan 

1 9 9 4 -1 9 9 9 ' was an exception. There, a separate SEA team  was fo rm ed tha t closely co

operated w ith the rest o f the p lann ing team.

6.8. Conclusions on SEA integration in Dublin

The results o f the research in Dublin showed that there were a num ber o f SEA elements 

integrated th roughou t PPP m aking. These mostly included procedura l and social elements 

o f in tegration . Despite the lack o f experience and guidelines on SEA at the reg ional and 

land use p lann ing level, a num ber o f SEA stages were incorporated in the PPP process. This 

wos especially the case with the consideration o f a lternatives and, to a lesser extent, the 

docum enta tion o f the environm ental impacts. The setting o f environm enta l objectives and
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the identification o f environm ental baseline were evidenced in the m a jo rity  o f PPPs 

reviev^ed. It cannot however be considered as an ind ication o f early in tegration o f a 

systematic SEA.

Social in tegration was a substantial com ponent o f transport p lann ing practice in Dublin. 

A round 25% of the cases reviewed, im plem ented proactive m ethods fo r involving the public 

in the PPP process, and 38% o f com petent organisations consulted environm enta l NG O s. 

There were innovative examples found at a regional level, and opportun ities exist fo r their 

extension at a nationa l policy level. Adm inistrative capacity and financ ia l support w ill be 

crucial in in itia ting  w ide r public consultation procedures at a governm ent policy level in the 

future.

In Ire land, the introduction o f a SEA system o f plans and policies was strongly related to the 

prom otion  o f Sustainable Development. SD was an overrid ing goa l in the m ajority  o f the 

documents reviewed; especially strategic documents. The role o f SEA in fac ilita ting  the 

prom otion  o f SD was acknow ledged at a nationa l and regional level (e.g. G o l, 1997; G ol, 

1999; DoELG, 20 0 0 ; DRA, 1996). However, as the research showed and especially in 

relation to the transport sector, there are no regulations and institutional arrangem ents fo r 

the in itia tion  o f SEA at a land use and regional p lan ing level. Political com m itm ent was 

expressed in the Irish 'Sustainable Developm ent Strategy' (G ol, 1997) regard ing the 

establishm ent o f a SEA system sim ila r to that o f the proposed SEA Directive. This system 

however, that should have been in operation this year (/.e. 2000) does not yet exist. W hat 

does exist is a set o f guidelines fo r a policy-SEA. The establishm ent o f a policy-SEA requires 

less financia l resources than a plan o r program m e-SEA. O w ing  however to the technical 

problem s with im pact assessment at tha t general level o f assessment, to issues of 

confidentia lity , as well as d ifficulties in public partic ipa tion , it is m ore d ifficu lt to assess its 

effectiveness.

W hy then did the governm ent decide to  focus on Policy-SEA rather tha t the m ore qualitative 

plan and prog ram m e SEA? The answer lies in the governm ent's concern to adequately 

safeguard the environm ental protection elements o f the Regional D evelopm ent Plans 

(Structural Fund regulations) in o rder to be financed by the EL). This concern should be 

viewed bearing in m ind Ire land 's econom ic grow th over the last five years, leaving the 

country in a m ore d ifficu lt position to secure EU financia l aid.

It can therefore be concluded tha t the vertical connection o f SEAs from  a land use to a 

policy level o f p lanning (/.e. tiering), is o f particu lar concern in D ublin , especially if viewed
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in the context o f Sustainable Developm ent and the proposed SEA Directive. A lthough there 

are guidelines fo r a policy-SEA (DoELG, 2000), this is not the case w ith land use and 

sectoral plans. Therefore, there w ill be obstacles when attem pting to trick le-dow n SEA 

principles and procedures from  a policy, to o plan and p rogram m ing  level. This w ill have 

negative im plications fo r the im plem entation o f the potentia l enactm ent o f the SEA Directive 

in Ireland.
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7. Experience on SEA and Transport Planning in London

7.1. Introduction

This chapter discusses the results o f the research fo r the thesis in o rder to docum ent the 

experience o f the integration o f SEA elements with transport PPPs in London. These results 

are com pared w ith the research results obta ined from  the research in Athens and Dublin. 

The presentation o f the results fo llows the structure o f the evaluative fram ew ork, which 

distinguishes between six types o f in tegration i.e. p rocedura l, external, m ethodo log ica l, 

substantive, social, and hum an resources in tegration . This chapter also discusses the 

im plications o f the proposed SEA Directive 'on  the environm ental assessment o f certain 

plans and program m es on the environm ent' (CEU and EP, 2000) on the British p lanning 

system, and high ligh ts the expected benefits and difficulties that w ill stem from  its potential 

im p lem entation. The chapter concludes w ith the presentation o f the degree o f fu lfilm en t of 

the in tegration criteria by the PPPs reviewed in London.

7.2. London: Procedural integration

Procedural in tegration , as defined in the thesis, has the fo llow ing  characteristics: A,) Vertical 

in tegration i.e. the existence o f as m any o f the SEA procedura l stages as possible 

th roughou t the transport-PPP procedure A j) Horizonta l in tegration i.e. iterativeness or the 

recurrence o f m ore than one o f the SEA procedura l stages in one or m ore stages o f the PPP 

procedure A 3) Tem poral in tegration i.e. early in tegration [i.e. the existence o f one or more 

o f the SEA procedura l stages at a transport p lann ing stage p rio r to the deposit stage).

7.2.1. Vertical integration

[Rows 1 + 3  + 6  +  7: environm ental objectives +  scoping (SEA) +  environm enta l im pact 

prediction +  m onitoring ]

Figure 7.1 shows the incorpora tion  o f the basic stages o f a SEA process, into the procedure 

o f PPPs tha t were reviewed in London. The pattern o f vertical in tegra tion  here is quite 

distinct from  the situation in Athens and D ublin , w ith greater em phasis on the more 

substantial elements o f SEA.

Four SEA procedura l stages are incorporated into m ore than ha lf o f the PPPs examined 

(Figure 7.1). These are:

•  the setting o f environm ental objectives related to transport: 98% (row 1, Figure 7.1),

•  scoping fo r the need fo r a SEA: 53% (row 3, Figure 7.1),

195



•  prediction o f the environm ental impacts o f the PPP: 65% (row 6, Figure 7.1), and

• SEA m on ito ring : 56% (row 7, Figure 7.1).

S im ilar to the situation in Athens and D ublin , the overw helm ing m a jo rity  o f the coses 

reviewed in London, had set environm ental objectives related to transport. This requirem ent 

lies at the heart o f both land use (97%, row 1, Figure 7.3) and strategic PPP planning 

(100%, row 1, Figure 7.4). The only s im ilarity in vertical in tegra tion  w ith Athens and Dublin 

is the setting o f environm ental objectives. Indeed, an impressive 53% o f the cases in 

London (com pared to 8% in Athens and 17% in Dublin), have undertaken a scoping 

exercise in o rder to determ ine the sign ificant issues to  be included in a SEA (row 3, Figure 

7.1). A round 72% o f UDPs (row 6, Figure 7.3) and 36% o f transport-re la ted strategic PPPs 

(row 6, Figure 7.4) undertook scoping.

These results are not surprising given the governm ent advice to local p lann ing  authorities 

on the 'Environm ental Appra isa l fo r Developm ent Plans': 'th e  task is ... to p rov ide  a  

structure a n d  rigo rous frameworl< fo r  in troduc ing  the app rop ria te  scope fo r  env ironm enta l 

m atters in to  p la n  p repa ra tio n  than w ou ld  otherwise be the case' (DoE, 1993, para 4.7). 

The gu ide however, does not suggest any specific scoping exercise such as a scoping matrix 

or list. It relies on the consultation with 're levant environm enta l agencies and other 

appropria te  bodies' and on the review o f Planning Policy G uidance 'w h ich  set ou t 

G overnm ent po lic ies in  d iffe ren t aspects o f  p lann ing , inc lud ing  e nv ironm en t (DoE, 1993, 

para 4.3). Therefore, it is this 'consultative and docum ent review ' approach  to scoping that 

local p lann ing authorities and strategic PPPs have adopted. Some UDPs have adopted a 

m ore technical approach using various scoping matrices and screening lists.

The most s ign ificant account o f SEA experience th roughou t the three regions exam ined was 

found in London. A round 2 /3  (65%, row 6, Figure 7.1) o f the PPPs reviewed there, had 

docum ented the environm ental impacts o f the ir transport policies, com pared to just 24% in 

Athens and 38% in Dublin. Here, in contrast to the situation in Athens and D ublin , land use 

plans produced better results: 79% o f UDPs fu lfilled  this requirem ent (row 12, Figure 7.3) 

as opposed to 36% o f strategic PPPs (row 12, Figure 7.4).

This d ifference in the results can be explained by the existence o f the 'Environm ental 

Appra isa l fo r Developm ent Plans' (EADP) gu idance (DoE, 1993). There, an Environmental 

Appra isa l approach was recom m ended which is undertaken a t various p lann ing  levels 

(DoE, 1993, para 5.1):
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• at a strategic planning level of broad strategy objectives and at the formulation of 

the spatial strategy v^hich is linked to transport proposals. Here, a compatibility 

matrix is recommended;

Figure 7 .1 : Pro cedural in te g r a tio n  in  Lo n d o n  (All PPPs, V ertical in t e g r a t io n )

1) Env/tal O b jec tives  ■

2) S creen ing  (SEA) •

3) Scoping (SEA) ■

4) E nvironm ental- 
Baseline

5) A lte rn a tiv es  ‘

6) Im p ac t Predictior^
(D o cu m enta tio n )

7) M onitoring  •

8) Public P artic ip a tio n  •
(SEA)

9) A g en cy C o n su lta tio n  ■
(SEA)

6 20 40 60 80 100

Percentage (%) o f PPPs that incorporate an element o f integration

N = 43

• at the policy development stage where policy options are being considered, selected 

and refined. This is usually Part I of UDPs. Here, a policy impact matrix is 

recommended;

•  at a more detailed site selection or proposals stage, when land is being allocated to 

specific uses. Here, a proposals impact matrix is proposed.

In London, the task of monitoring the implementation of the PPPs' recommendations was 

undertaken by 56% of the relevant authorities (row 7, Figure 7.1). Around 59% of UDPs 

(row 13, Figure 7.3) and 50% of strategic PPPs (row 13, Figure 7.4) regularly monitor the 

implementation of their proposals. Here, as was the case with the other two regions 

examined, PPP monitoring was encouraged by the relevant PPG. This is not however a 

planning mandate, but rather an exercise that better informed the review stage of plan
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making: ' This m onitoring process can then form  p a rt o f  the decision m aking process when 

i t  comes to m aking a decision on the need for, and  scope of, a p lan  revieW  (DETR 1 999j, 

para. 2.18). In the recent PPG 12 (DETR 1999j), planners were encouraged to follow  the 

example of a number of local authorities that have published 'annual m onitoring reports'. 

These reports can inform and be informed by monitoring reports at a regional level (such 

as SERPLAN's monitoring exercise), thus resulting in a better 'tie ring ' of Environmental 

Appraisals and PPPs, through this 'external integration'.

The majority of local authority planners interviewed, maintained that PPP m onitoring, and 

to a greater extent SEA monitoring, is not adequately exercised. Leaving aside the lack of 

financial resources, monitoring they felt, has to be linked to environmental indicators if such 

efforts are to be meaningful. These indicators in turn, can be integrated to the rest of the 

planning process through the appropriate setting of objectives at the very start of the 

planning process (section 7.8).

[Row 4: Environmental baseline]

Almost half of the SEA elements in Figure 7.1, were included in between 20% and 35% of 

the PPPs reviewed. One of these SEA procedural stages was the identification of the 

baseline environment (33%, row 4, Figure 7.1). Around 41% of UDPs (row 7 Figure 7.3) 

and only 14% of strategic PPPs (row 7, Figure 7.4) characterised the environment in their 

documents.

The difference in scores, can be explained by the clear guidance on this issue, which is

included in the 'Environmental Appraisal fo r Development Plans' guidance:

'[Environmental] Appra isal needs a baseline position, so that policies and  
proposals are considered in terms o f  the changes they are likely to make. 
Characterising the environment through an assessment o f  environm ental stock 
provides that baseline. Policies can then be exam ined to see i f  they have a positive  
or negative im pact on the stock.'  (DoE, 1 993, para 3.1).

[Row 5: Alternatives]

Similar to the situation in Athens [i.e. 21%), the consideration of alternative policy options 

or scenarios, did not receive a high representation in London (28%, row 5, in Figure 7.1), 

as opposed to the situation in Dublin [i.e. 42%). Around 31% of UDPs in London 

considered alternative options (row 9, Figure 7.3) and 21% of transport-related strategic 

PPPs (row 9, Figure 7.4).
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O ne of the reasons tha t alternatives were not w ide ly considered by local p lanning 

authorities, is tha t relevant governm ent advice [i.e. PPG Note 12), does not encourage 

either the ir consideration p e r  se, or their docum enta tion in the p lann ing  text, but only 

encourages the ir justification (when considered): 'A lte rnatives sh o u ld  n o t be  p u t fo rw a rd  in  

the deposited  p la n  b u t authorities shou ld  ind ica te  in  the reasoned jus tifica tion /exp lana to ry  

m em orandum  the range o f  options considered a n d  the basis on which choices were m ade' 

(DETR, 1999, Annex A, para 14). In add ition , a lthough according to the EADP gu ide one o f 

the roles o f the scoping exercise is to 'd ra w  attention to p o te n tia l a lternative d irec tion^  

(DoE, 1993, para 4.8), the consideration o f alternatives and the ir appra isa l in re lation to 

the ir environm enta l impacts is sidelined in the guide.

[Row 8 in Figure 7.1: Public Participation (SEA)]

Figure 7.1, shows tha t 23% o f the PPPs reviewed in London, involved the pub lic  th roughou t 

the p repara tion  o f the ir SEAs (row 8, Figure 7.1). This score is h igher than in D ublin (17%) 

and Athens (1 1 %).

Its significance, however, is decreased when it is seen in the context o f the s ign ificantly  high 

p roportion  o f PPPs that undertook a SEA in London (65%), com pared with the low 

p roportion  in Athens (24%) and Dublin (38%). Taking into account the la rge num ber o f 

PPPs involved in the preparation o f SEAs, it can be concluded tha t pub lic  pa rtic ipa tion  in the 

context o f SEA is prob lem atic  in London. Here aga in , as is the case w ith the consideration 

o f alternatives above, public partic ipation was not given p rio rity  as an issue o f concern in 

the 'Environm ental Appra isa l o f Developm ent Plans' gu ide (DoE, 1993).

G iven the existence o f governm ent guidance on the EADP since 1993 (DoE, 1993), it is not 

surprising tha t public partic ipa tion  th roughout SEA is better established at the UDP level 

(28%, row 19, Figure 7.3), than it is at the strategic level o f transport p lann ing  (14%, row 

19, Figure 7.4).

[Row 9 in Fiaure 7.1: Agency Consultation (SEA11

The consultation with com petent authorities on the environm ental im pacts o f PPPs, was 

carried out by 35% o f the PPPs reviewed (row 9, Figure 7.1). Here, unlike the situation in 

Athens and D ublin , the land use plans were som ew hat m ore proactive w ith 38% o f them 

undertaking consultation fo r the ir SEAs (row 23, Figure 7.3), com pared to 29% o f strategic 

cases (row 23, Figure 7.4).
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[Row 2 in Figure 7.1: Screening fSEA)]

Finglly, screening fo r the need for o SEA hos the lower score of oil SEA elements in Figure 

7.1. Only 12% of the PPPs corried out o screening exercise (row 2, in Figure 7.1). 

Nevertheless, this score is higher thgn the scores in Athens (7%) and Dublin (8%). This 

difference in the results between London on the one hand and Dublin and Athens on the 

other, cannot be credited to the recommendations specified in the relevant government 

advice on the 'Environmental Appraisal of Development Plans' (DoE, 1993) since the 

reference to screening there, is non existent.

Screening was undertaken by 10% of UDPs (row 4, Figure 7.3), and 14% strategic PPPs 

(row 4, Figure 7.4). As mentioned in the previous chapter, screening, was one of the 

weakest points in the preparation of a SEA in all three regions.

7.2.2. Horizontal integration

Horizontal integration is the existence of more than one of the SEA procedural stages in 

one or more stages of the PPP procedure. This is an indication of how iterative the SEA 

process is.

London PPPs revealed the highest degree of horizontal integration among the three regions 

examined. This positive record is more closely related to the land use planning level, than 

the strategic level of transport planning. In the EADP guide to local authorities (DoE, 1993), 

the importance of 'integrating the Appraisal into plan m aking' by involving all appraisal 

stages in more than one stage of the plan making procedure was emphasised: 'The whole 

process o f  environmental appraisal is an internal p a rt o f  the process o f  draw ing up a plan. 

It is no t a separate exercise to be undertaken only once and  a t a certain stage in p lan  

m aking  (DoE, 1993, para 2.7).

More than half of the Unitary authorities that carried out an Environmental Appraisal, had, 

to a certain degree, followed the government advice to undertake the Environmental 

Appraisal as an ‘ ...iterative task which involves refinement, im provem ent and, i f  

appropriate, ... it  w ill take place a t several stages o f  p lan  m ak ing  (DoE, 1993, para 2.4). 

These authorities carried out the initial Policy Appraisal during the preparation of the 

deposit plan, and refined the appraisal through the pre-deposit and modifications stage. 

This was not the case with scoping and with the identification of the environmental 

baseline. Although scoping for SEA was undertaken in virtually all UDPs that carried out a 

SEA, in the majority of cases this took place at only one, yet strategic, stage of plan making 

[i.e. that of strategic objectives setting and strategy statement). Similarly, in the majority of
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SEAs, the defin ition  o f the 'environm enta l cap ita l' o f the study area was undertaken at the 

review stage and rarely updated at a m onito ring  stage.

7.2.3. Temporal integration

Tem poral in tegration means the early in tegra tion  o f SEA w ith the transport p lanning 

process i.e. the existence o f one or m ore o f the SEA procedura l stages at a transport 

p lanning stage p rio r to the d ra ft stage.

Figure 7.2: SEA in te g r a tio n  in  Lo n d o n  (A ll PPPs)

1 Env/tal O b jec tives  •
2 Env/talO bj T iering  ■
3 In d ic a to rs /ta rg e ts -  

4  S creen ing  (SEA) •
5 Scoping (PPP) •
6  Scoping (SEA) ■

7 Env/tal B ase lin e  ■
8 Env/tal Prob lem s ■

9 A lte rn a tiv es  •
10 Z ero  Option •

11 A lte rn a tiv e s  Ju st •
12 Im p ac t P red ic tio n !

13 M onitoring  > 
14 D o cu m enta tio n  S E A .

15 N on Tech S um m ar PPP*
16 N onTechSum m arSE A *  

17 D ecis ionM akingJu*
18 P u b licP artic  PPP •
19  P u blicP artic  SEA • 

20  P ro ac tiveP u b lic  P ■
21 D o cu m P u b licP artic  ■

22 A gencyC onsult PPP ■
23 A gencyC onsult SEA ■ 
24  P ro ac tiveA gency C ■
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26  List C on su ltees  ■ 

27 O ther M anag Tools- 
28 D ifficu ltiesE ncou  ■
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Percentage of PPPs that incorporate an element of integration

N = 43

In London, as was the case in Athens and D ublin , a num ber o f SEA procedura l stages were 

found at an early stage o f transport p lanning e.g. the review stage. These SEA stages are 

also part o f trad itiona l p lann ing culture, such as the setting o f environm enta l objectives 

related to transport [i.e. 98%) and identification o f the environm ental baseline conditions of 

the study area [i.e. 33%). In London however, scoping fo r SEA, a SEA elem ent that is 

incorporated at an early [i.e. review) stage o f PPP m aking, scores considerab ly h igher [i.e. 

53%) than in Athens [i.e. 8%) and Dublin [i.e. 1 7%). These results po in t to a better degree 

o f tem pora l in tegration in London.

Z2Z_ZI
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7.3. London: External integration

External integration denotes the tiering of environmental objectives i.e. the setting of similar 

environmental objectives, adopted by PPPs and SEAs prepared at a higher, lower or same 

tier in the transport planning hierarchy.

[Row 2: Environmental Objectives (tiering)]

As row 2 in Figure 7.2 shows, virtually all cases reviewed have adopted environmental 

objectives that are also included in PPPs at different tiers of the decision making ladder 

(98%, row 2, Figure 7.2). These results include the majority of land use plans (97%, row 2, 

Figure 7.3) and all the transport-related strategic documents examined (row 2, Figure 7.4).

7.4. London: l\/lethodological integration

Methodological integration means the use of other environmental management tools 

alongside SEA.

[Row 27: O ther management tools]

Row 27 in Figure 7.2 shows that almost a third of the PPPs reviewed in London utilised 

another environmental management tool. Row 27 in Figure 7.3 and Figure 7.4, 

demonstrates that there was an even distribution of this requirement in UDPs (28%) and 

transport-related PPPs (36%).

The relatively low score in relation to different environmental management tools other than 

SEAs, can be attributed to the existence of the EADP guide (DoE, 1993). Some local 

authority planners felt that the combination of this type of SEA, which was followed by 79% 

of the local authorities in England in 1997, with the more traditional planning practices 

such as 'zoning ', would suffice to take into account the m ajor environmental concerns 

throughout plan making. A handful of local authority planners however, maintained that a 

different approach to Environmental Appraisal was necessary in order to address these 

concerns. The latter group was in favour of an emerging type of SEA called 'Sustainability 

Appraisal' which integrates the appraisal methodology into the planning process, through 

the adoption of socio-economic and environmental targets that are set to indicators, 

common to both processes (section 7.8).

The reason for the lack of utilisation of SEA at a strategic level, can be traced to the 

dom ination of economic evaluation techniques to environmentally assess policy options 

(e.g. DoE, 1994; DoE, 1991). A relevant study showed that ' ... since the publication o f  the 

guidance, Departments have began to take better account o f  environm ental impacts, but a
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m ore  systematic approach is needed.' (DETR, 1998a, p. 1). As a result o f this inadequacy, 

a num ber o f documents have been published that a im  to integrate these techniques into 

policy m aking (DETR, 1999b; DETR, 1999a).

7.5. London: Substantive integration

The term  'substantive' suggests tha t the actors involved in the integrated transport 

p lanning/SEA process, take into account the outcom e o f SEA. Two criteria were chosen to 

identify this type o f in tegration: A) Is the outcom e o f the SEA exercise docum ented and 

how? B) Was there any fo llow  up after the adoption o f the PPP?

7.5.1. Documentation of the outcome of SEA

[Rows 12 +  14: Prediction o f environm ental impacts (Docum entation) +  Separate SEA 

report]

The fact tha t m ore than ha lf o f the PPPs reviewed in London (65%, row 12, Figure 7.2) 

docum ented the environm ental impacts o f the ir PPPs' policies, is a strong ind ica tion  o f a 

high degree o f in tegration o f this SEA elem ent with the PPP process. In contrast to the 

situation in Athens and Dublin, it is the London local authorities tha t are most actively 

involved in provid ing evidence o f the SEA exercise (79%, row 12, Figure 7.3). O n ly  ha lf of 

tha t am ount were transport-re la ted strategic PPPs (36%, row 1 2, Figure 7.4).

The m ajority o f the docum ented impacts were presented in a separate SEA report { ie.  23 

out o f 28), and a lm ost all o f these separate SEA documents (i.e. 21 out o f 23) were 

published under the EADP guidelines. O vera ll, 53% o f the PPPs reviewed, produced a 

separate Environm enta l/Susta inability Appra isa l report (row 14, Figure 7.2), the m ajority of 

which were UDPs (72%, row 14, Figure 7.3) and 14% o f strategic PPPs (row 14 Figure 7.4).

[Rows 15 +  16: Non-technica l sum m ary (PPP +SEA)1

Around 44% o f the documents reviewed, included a non-technical sum m ary o f the ir PPPs 

(15 row. Figure 7.2) and 30% included a non-technical sum m ary o f the SEA process (16 

row. Figure 7.2). In London, unlike Athens and Dublin, the m ajority  o f technical summaries 

were found in land use plans rather than in the transport-re la ted strategic docum ents:

• 55% (15 row. Figure 7.3) o f the land use plans, as opposed to 21% (15 row. Figure

7.4) o f the strategic documents included a non-technical sum m ary o f the ir PPPs,

•  sim ilarly, only 38% (16 row Figure 7.3) o f the land use plans os opposed to 14% 

(16 row. Figure 7.4) o f the strategic documents included a non-techn ica l sum m ary 

o f the ir SEA exercise.
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These two elements of integration, appear more frequently in the texts o f land use plans 

in London, than in land use plans reviewed in Athens and Dublin: 55% and 38% 

(London); 5% and 7% (Athens); 20% and 0% (Dublin). One of the reasons for this 

difference is that in England, the drafting of a non-technical summary is a requirement 

(although non-mandatory), which is included in both PPG 12, and in the EADP 

guidance.

[Row 17: Decision making fiustification)]

An impressive 42% of PPPs had in some way justified the environmental reasons for 

deciding on the policies included in their PPPs, as well as the decision on adoption of the 

PPP (in the case of land use plans). The share of the transport-related strategic documents is 

21 % (row 1 7, Figure 7.4), and of the land use plans (UDPs) 52% (row 1 7, Figure 7.3).

Comparatively, these results fo r London UDPs are considered to be of significance, since 

they are almost double the results in Athens and Dublin [i.e. 52% in London, compared to 

13% in Dublin and 20% in Athens). One of the reasons for this difference in the results in 

the three regions, is the publication of government advice which encourages UDPs to 

include where possible, a 'reasoned justification' of the plan's policies (DETR, 1998g; DETR 

19991).

[Rows 21 - I -  25: Documentation of Public Participation and Agency Consultation]

Around 21% of the cases reviewed in London (row 21, Figure 7.2), refer in their text to the 

issues raised during the public participation exercise. A similar score is evidenced in the 

documentation of agency consultation (30%, row 25, Figure 7.4).

In relation to the documentation of public participation, 28% of the UDPs fulfil this 

requirement (row 21, Figure 7.3), whereas only 7% of transport-related documents 

included a statement of the views of the public (row 21, Figure 7.4). Similarly, around 38% 

of the cases reviewed in London (row 25, Figure 7.3) refer to the issues raised during the 

agency consultation exercise, whereas the corresponding score for the strategic documents 

is only 14% (row 25, Figure 7.4).

[Row 26: List of consultees]

Only 14% of the documents examined, included a list of consultees in their text (row 26, 

Figure 7.2). One-third of these were land use plans (14%, row 26, Figure 7.3), and the 

other two-thirds was made up of transport-related documents (14%, row 26, Figure 7.4).
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[Row 28: D ocum entation o f d ifficulties encounteredi

A lm ost ha lf o f the documents reviewed, reported the d ifficulties encountered th roughou t the 

p reparation  o f the PPP/SEA report (49%, row 28, Figure 7.2). Two-th irds o f these were land 

use plans (48%, row 28, Figure 7.3) and the rem ain ing one-th ird  strategic PPPs (50%, row 

28, Figure 7.4).

[Row 13: M echanism s to m on ito r im plem entation]

Evidence o f the m onito ring  o f the im plem entation o f the PPPs' policies was found in a lm ost 

ha lf o f the UDPs and strategic PPPs reviewed. W henever the issue was raised th roughou t 

the interviews w ith p lann ing officers, the m ajority m ainta ined that the role o f m on ito ring  is 

underestim ated in current p lanning practice and a m ore systematic approach to im pact 

docum enta tion is needed.

7.6. London: Social integration

By social in tegra tion , it is m eant the involvem ent o f com petent authorities, governm ent 

agencies, organisations, organised local groups, environm ental N G O s and the pub lic  in 

general th roughou t the PPP/SEA process. Four criteria were chosen to identify this type of 

in tegration ; A) In how m any cases d id  the public and organised bodies express the ir 

op in ion  on the PPP and the SEA, and a t w hat stages o f the PPP procedure? B) In w hat 

percentage o f these cases, were public partic ipa tion  (PP) and agency consultation (C) 

m andatory? C) W ere PP and C proactive? (/.e. in the case o f PP: w ha t were the actions 

taken to elicit the public 's views? and in the case o f C: were the op in ions o f environm ental 

N G O s sought?) D) Was there any reference to the results o f PP and C in the PPP/SEA 

report?

[Row 18: Public Participation (PPP)]

In the m ajority o f cases in London, the public was given the opportun ity  to express the ir 

views on the PPP (86%, row 18, Figure 7.2). Due to s im ila r m andatory p lann ing  regulations 

in all three regions, there were provisions fo r public partic ipa tion  fo r all UDPs in London 

(row 18, Figure 7.3). The most basic fo rm  o f public partic ipa tion , and there fore  the most 

frequently used, was the public d isplay o f the plans in the m unicipa l offices. This provided 

the public w ith the opportun ity to express its op in ion , th rough the subm ission o f objections 

against the adoption  o f the plan. M ore than ha lf o f the strategic PPPs, were found to have 

s im ila r provisions (57%, row 18, Figure 7.4).
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[Row 19: Public Participation (SEA)]

Almost double the amount of PPPs involved the public throughout the preparation of their 

SEAs in London, than was the case in Athens and Dublin [i.e. 23% in London; 11% in 

Athens; 17% in Dublin).

Taking into account the government advice on EADPs, the issues of confidentiality, the non

mandatory nature of public participation, and the increased resources required to involve 

the public at a strategic level of decision making, it comes as no surprise that the group of 

UDPs performs undoubtedly better, than the group of transport-related strategic 

documents: 28?^ of UDPs include this requirement compared to only 14% of strategic PPPs 

(row 1 9, Figure 7.4).

Figure 7.3: SEA integration in Lo n d o n  (La n d  use plans)

1 Env/tal Objectives
2 Env/talObj Tiering
3 indicators/targets- 

4 Screening (SEA)'
5 Scoping (PPP)'
6 Scoping (SEA)'

7 Env/tal B ase lin e
8 Env/tal Problems-

9 A lternatives •
10 Zero Option*

11 A lternatives Just*
12 Im pact Prediction^

13 Monitoring  
14 Docum entation S E ^

15 NonTechSum m aryPPP
16 NonTechSummarySE^V 

17 DecisionMakingJu9^
18 Public Partic PPP*
19 Public Partic SEA-
20 ProactivePublic P- 

21 Docum Public Part'
22 AgencyConsult PPP-
23 AgencyConsultSEA
24 ProactiveAgency C- 

25 Docum Agency Cons
26 List Consultees- 

27 O ther Manag Tools' 
28 DifficultiesEncou-

100

Percentage o f UDPs that incorporate an element o f integration

N = 29

[Rows 22 -I- 23: Agency Consultation (PPP and SEA)]

Similar to the situation with public participation above, the consultation with competent 

authorities on the PPPs' policies, was undertaken on a much higher scale than with the 

consultation process regarding SEAs. All authorities responsible for the preparation of PPPs
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in London consulted the relevant agencies as part of the mandatory consultation process 

(rov^ 22, Figure 7.2), whereas only 35% (row 23, Figure 7.2) sought advice from  the same 

agencies on the environmental impacts of these policies.

Unlike the situation in Athens and Dublin, it was the local planning authorities rather than 

the strategic PPP authorities, that sought agency consultation for their SEAs in London: 38% 

of UDPs (row 23, Figure 7.3) consulted the competent authorities as opposed to 29% of 

strategic PPPs (row 23, Figure 7.4).

[Mandatory requirements for agency and public consultation]

There are mandatory planning guidelines relating to agency consultation and public 

participation fo r the UDPs reviewed in London. The same cannot be said however fo r the 

strategic PPPs since only agency consultation fo r the PPP is required but not public 

participation. This is reflected in the scores that these two 'elements of integration' received; 

i.e. 100% of strategic PPPs consulted the competent authorities (row 22, Figure 7.4) and 

57% of strategic PPPs sought the views of the public, usually through the publication of the 

PPP document (row 18, Figure 7.4).

Although the involvement of the public and agency consultation throughout the preparation 

of Environmental Appraisals, is not a mandatory requirement fo r all PPP authorities, the 

relevant government advice (DoE, 1993) encourages local planning authorities (such as 

UDPs) to do so. Therefore, in view of these guidelines, it follows that as far as public 

participation and agency consultation for SEA are concerned, London scored double that of 

Athens and Dublin: 28% and 38% (public participation and agency consultation fo r SEA in 

London UDPs) compared to 14% and 14% in Athens; and 7% and 13% respectively in 

Dublin.

The importance of the existence of SEA guidance (although there is a lack of clear focus on 

certain elements), is supported by the fact that the integration of public participation and 

consultation on SEA is considerably less in strategic PPPs (where there is no comprehensive 

guidance) than in land use plans. Indeed, the scores fo r strategic PPPs are sim ilar to those 

found in Athens and Dublin where advice on SEA is also absent: 14% and 29% (public 

participation and agency consultation for SEA in London strategic PPPs) compared to 0% 

and 33% respectively in Athens; and 33% and 44% respectively in Dublin.

It can be concluded from the comparison of the three regions experience, that the existence 

of mandatory or 'sem i-mandatory' requirements, is of param ount importance fo r the
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w idesp read  application of SEA. The flexible nature  of the  British p lanning  system which 

focuses on 'e n c o u ra g e m e n t  an d  advice ' ra ther than  on the 'en fo rcem en t  of strict 

specifications' a s  is the case  in G reece ,  seem s to b e  beneficial to the  extension of SEA 

practice a m o n g s t  the authorities involved. The application how ever of a  similar a p p ro a c h  to 

the G reek  p lanning  system, should be  seen  in the context of different p lanning  cultures, if 

transference  of experience between these  two regions is to be  successfully realised.

[Row 20: Proactive public participation]

Proactive public participation m e a n s  the  utilisation of specific m eth o d s  to elicit peoples  

views, that  a r e  different from m ere  public display of the p lann ing  do cu m en ts  in the  local 

authority or  regional offices. In London, m ore  authorities involved the public in innovative 

ways in the p lanning  process, than  in Athens an d  Dublin: 37%  in London (row 20 ,  Figure 

7.2) co m p a re d  to 1 1% in Athens an d  25%  in Dublin.

The majority of authorities tha t  proactively sought the views of the  public, w ere  London 

Borough Councils. A round 52% of these (row 20, Figure 7.3) utilised a variety of m ethods, 

such as:

• residents ' panel dealing with environm ental issues (e.g. W andsw orth  BC),

• distribution of questionnaires focusing on transpor t  p lanning  (e.g. W andsw orth  BC, 

Bexley BC, Merton BC),

• co -opera tion  with environm ental forums /  working g ro u p s  liasing with 

environm ental g roups  /  m eetings with key interest g ro u p s  e.g. LA 21 (e.g. 

W andsw orth  BC, Havering BC, Islington BC, M erton BC, Brent BC),

• public m eetings (e.g. Bexley BC, W altham  Forest BC, Barnet BC, Southwork BC, 

Kensington a n d  C helsea  BC, C orpora tion  of London),

• m ed ia  articles an d  press re leases  (e.g. W altham  Forest BC, Havering BC, Bexley 

BC, Barnet BC, N ew ham  BC, Brent BC),

• non-technical issue p ap e rs  (e.g. Havering BC, Brent BC),

• distribution of leaflets (e.g. Kingston Upon T h am es  BC, W a lth am  Forest BC, 

Hounslow BC, Lewisham BC, Barnet BC, Millington BC, M erton BC, Kensington and  

C he lsea  BC, C orpora tion  of London),

• posters (e.g. Barnet BC, N ew h am  BC),

• public events in community buildings (e.g. Southwork BC),

• w eb-publishing (e.g. Southwork BC).

The ab o v e  m ethods  of innovative public participation w ere  used mainly for the UDPs. In the 

majority of cases  w here  an  Environmental Appraisal of the  UDP w as  u nder taken , the
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Environmental Appraisal report was published alongside the UDP document during the 

consultation stage. As such, it was subject to the same or sim ilar forms of public scrutiny as 

the UDP documentation. The survey has also shown, that in the majority of cases where 

innovative public participation took place, more than one method was employed. The most 

popular methods used, were those that were simple to design and needed the least 

resources, time and effort, such as the distribution of leaflets and public meetings. 

Furthermore, evidence was obtained for the incorporation of the outcome of LA 21 

initiatives and for the publication of the PPP on the Internet, in more than half of the UDPs 

reviewed.

In contrast to London Boroughs, only one out of 14 transport-related strategic documents in 

London (7%, row 20, Figure 7.4) involved the public in a proactive form  of participation. 

The publication on the Internet of consultation policy drafts and studies (such as the 

Revision of Planning Policy Guidance Note (PPG) 13 Transport: Public Consultation Draft) 

was popular at the regional and national policy level. However, as a government official 

noted:

'The p ro b le m  with Internet pub lica tion  is tha t in fo rm a tion  is n o t accessible to a ll 
in terested pa rties  b u t on ly  to those who have access to a  PC. I f  therefore, on ly  this 
m edium  was chosen to convey in fo rm ation  ab o u t p la n n in g  a n d  Environm enta l 
A p p ra isa l issues, then i t  is like ly  tha t the poo r, non educated, a n d  socia lly  
d isadvan taged  w ill be le ft ou t

[Row 24: Proactive agency consultation]

Half of the authorities responsible fo r the preparation of the PPPs reviewed in London, 

proactively engaged environmental NGOs, as part of the consultation process of their PPPs 

and SEAs. Here again, it was the London Boroughs that dominated the scene: 59% 

consulted environmental NGOs (row 24, Figure 7.3), compared to 29% of strategic PPPs 

(row 24, Figure 7.4). Half of the London Boroughs that prepared an Environmental 

Appraisal, consulted environmental groups both fo r their Environmental Appraisal report as 

well as fo r their UDPs. The remaining half consulted environmental groups only for their 

UDPs.

[Row 21 and 25: Documentation of Public Participation (PP) and Agency Consultation (C)1 

In London, as was the case in Athens and Dublin, the scores for the documentation of PP 

and C, follow the scores for PP and C for the SEA. This leads to the argument that a portion 

of the PPPs reviewed in all three regions, exhibit uniform positive characteristics of social 

integration (compare rows 21 and 25 with rows 19 and 23, Figure 7.2).
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F ig u re  7 .4 : SEA i n t e g r a t io n  in  L o n d o n  ( S tr a te g ic  PPPs)

1 Env/tal Objectives ■
2 Env/tal Obj Tiering •
3 Indicators/targets* 

4 Screening (SEA) ■
5 Scoping (PPP) •
6 Scoping (SEA) •

7 Env/tal Baseline ■
8 Env/tal Problems ■

9 A lternatives ■
10 Zero Option ■

11 A lternatives Just •
12 im pact Prediction •

13 IMonitoring • 
14 Documentation SEA.

15 NonTecliSummaryPPP-
16 NonTecltSummarySEA' 

17 DecisionMakingJus-
18 Public Partic PPP •
19 Public Partic SEA ■
20 ProactivePublic P ■

21 Documentation Pub-
22 AgencyConsult PPP •
23 Agency Consul SEA •
24 ProactiveAgency C ■ 

25 Docum Agency Cons.
26 List Consultees ■ 

27 Other Manag Tools* 
28 DifficuitiesEncou •

0 20 40 60 80 100

Percentage of strategic PPPs that incorporate an element of integration

N = 14

What is unique however in London, is that as a result of the EADP advice (DoE, 1993) and 

the resulting experience on SEA there, London UDPs score considerably higher in relation to 

the documentation of PP and C, in comparison to land use plans in Athens and Dublin: 

28% and 38% (documentation of PP and C in London) compared to 10% and 10% in 

Athens, and 7% and 7% in Dublin. A closer examination therefore of the type of 

documentation of PP and C throughout the UDP preparation, might shed some light on the 

reasons for the great difference of experience among the three regions.

The questionnaire survey showed that from the eight UDPs that documented the outcome of 

public participation, all had produced a separate Environmental Appraisal report. Half of 

these texts, recorded the public's comments only in the Environmental Appraisal report, and 

the remaining half in the text of the UDP. There is therefore evidence to suggest that the 

existence of a SEA report influenced the documentation of PP, since in the land use plans in 

Athens and Dublin where PP documentation was minimal, the production of a separate SEA 

report was also minimal [i.e. 72% in London, in comparison with 0% in Athens and Dublin).

~~FT!r
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F ig u r e  7 .5 : E xp e rtise  in v o lv e d  in  th e  p r e p a r a t io n  o f  PPPs in  L o n d o n

T ra n s p o rt e x p e rts

P lan ners

E nv/ta l e x p e rts

H e a lth  e x p e rts

E co n o m ists

D e v t c o n tro l e x p e rt

■P
■?

17

28

PPPs (Total: 43)

I |Land-use plans (29)

Transport related  

strategic PPPs* (14)
20 30

Number o f experts in all PPPs* (1 type o f expertise per PPP)

In the case of the documentation of agency consultotion, the situation is not so clear-cut. 

Half of those UDPs that documented the outcome of agency consultation, and produced a 

separate Environmental Appraisal report, included the competent authorities' comments 

only in the Environmental Appraisal report. One quarter included these comments in the 

UDP text, and the remaining three-quarters documented sim ilar comments in both the 

Environmental Appraisal and UDP text.

7.7. London: Integration of human resources

Human resources integration refers to the co-operation and communication amongst the 

planning and assessment teams. Three non-quantitative criteria were chosen to identify this 

type of integration: A) What v/ere the types of expertise involved in the preparation of the 

transport part of the PPP? B) Which o f these types of expertise v^ere involved in the 

preparation of the SEAs (if any)? and what was the employment status of the SEA team? C) 

The perception of the degree of co-operation between the transport planning/SEA teams by 

the interviewees (i.e. Good; Mediocre; Bad).

7.7.1. Expertise involved in the preparation of the transport part of 

the PPP

Figure 7.5 shows the different types of expertise {i.e. 6) involved in the preparation of the 

transport part of the PPPs reviewed in London.
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Figure 7.6: Expertise in v o lv e d  in th e  p rep ara tion  o f  SEAs in L o n d o n

T ran sp o rt  Experts

Env/ta l Experts

P lanners  ■

D e v /t  Contol Experts

Env/ta l Control

G ro u p s  of S E A s

□  L a n d - u s e  p l a n s  ( 2 3 )

T r a n s p o r t  r e l a t e d  

s t r a t e g i c  P P P s  (5 )

Econonn ists

LA 21 Officers

20 30

N um b er  o f  experts in all SEAs (1 type o f  expert ise per SEA)

The sim ilarities w ith the other two regions exam ined in the thesis, is tha t transport experts, 

p lanners and environm ental experts dom inate  in the com position o f a transport-PPP team . 

Indeed, there was at least one transport p lanner responsible fo r the transport part o f UDPs 

and strategic PPPs in each p lann ing team ; around 2 /3  o f p lann ing team s preparing UDPs 

and alm ost all strategic PPP p lann ing teams included a p lanner; and 1 /4  o f p lann ing teams 

preparing UDPs and 1 /3  o f strategic PPP preparation  teams, included an environm enta l 

expert in the ir p lann ing teams.

A round a th ird o f the UDPs' p lann ing teams included an environm enta l health o fficer [i.e. 5 

out o f 29 p lanning teams, Figure 7.5) and an econom ist [i.e. 2 out o f 29 p lann ing teams). 

Finally, there were two developm ent control officers tha t co-operated fo r the prepara tion  of 

the transport part o f the UDP.

7.7.2. Types of expertise in SEAs and their employment status

Figure 7.6 displays the num ber and type o f expertise involved in the p reparation  o f the 

environm ental impacts o f the transport PPPs reviewed in London. O w ing  to  the much h igher 

am ount o f land use plans involved in the prepara tion  o f a SEA, London unlike D ublin , 

exhibits a w ider variety o f expertise in the com position o f the SEA team  fo r the UDPs, as 

opposed to the SEAs fo r the strategic PPPs (see chapters 5 and 6). The sim ilarities, however.
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with the situation in Dublin are that in London UDPs, transport experts [i.e. 20 out of 23), 

planners [i.e. 10 out of 23) and environmental experts [i.e. 19 out of 23) still dom inate the 

scene (Figure 7.6). The dom ination of these experts in the composition of a SEA [i.e. 

Environmental Appraisal) team, extends to the transport-related strategic PPPs, since every 

attempt for a SEA at this strategic level of decision making, is backed up by at least one 

expert in the aforementioned disciplines.

As fa r as the SEA teams within the Unitary authorities are concerned, the environmental 

experts were from a variety of professional backgrounds, such as environmental protection 

officers responsible, fo r exam.ple, fo r noise control and land contamination, recycling 

officers, air quality experts, energy managers, and ecologists. In one case, the SEA was 

undertaken with the co-operation of an environmental group, and in another case, it was 

undertaken by an environmental consultee [i.e. London Ecology Unit). There was also an 

economist, and a Local Agenda 21 officer among the Environmental Appraisal teams.

Around 1/3 of the Unitary authorities that carried out a SEA, included a development 

control officer on their SEA teams and around 1/4 of them included an environmental 

health expert (Figure 7.6). The fact that development control officers are also responsible 

for the obligations stemming from the project-EIA regulations, highlights the connectivity of 

project and strategic levels of environmental assessment in London UDPs. In other words, 

this is an indication of close 'external integration' of SEA and transport planning processes.

Figure 7.7 demonstrates that in London, as is the case in Dublin local authorities, the 

majority of experts involved in the SEAs for the UDPs, were drawn from  within the planning 

team, working on a full time basis [i.e. 15 in-house/full time staff, out of 23 SEA teams). 

Less than one fifth of the local authority personnel that worked fo r the preparation of SEAs, 

were a mix of private consultants and full time members of the planning team [i.e. 5 SEA 

teams out of 23). Unlike the situation in Athens and Dublin, this diversity o f employment 

status reflects the experience of local authorities in London with Environmental Appraisal, 

which is practised since 1993.

The situation with the transport-related strategic PPPs in London is unique in comparison to 

the situation in the other two regions examined, in that there is a relative lack of in 

house/full time employed experts on their SEA teams. Unlike Dublin and Athens, the 

employment status of experts involved in the preparation of SEAs fo r strategic PPPs in 

London is shared by environmental consultants, and a mixed group of freelance 

consultants and in-house personnel, responsible for the preparation of PPPs (Figure 7.7).
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F ig u r e  7 .7 :  E m p lo y m e n t  s ta t u s  o f  e x p e rts  in v o lv e d  in  th e  p r e p a r a t io n  o f  SEAs in
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7.7.3. Degree of co-operation between the transport planning and 

SEA teams

In the majority of cases, the working relationship was described as being 'good '. Only 3 

UDP planning officers [i.e. less than 1/8 of all SEAs for the UDPs) and one strategic PPP 

planner (1 /5  of all SEAs for the PPPs) described the working relationship as mediocre.

7.8. Southwark UDP: A case study on ‘Indicators-led’ Environmental 

Appraisal

The UDP is the statutory planning land use document that is used within County Councils 

(via their development control functions) to regulate and guide development. The 

Southwark UDP was intended to cover a 10-year period from  the date of adoption in July 

1995, but the Council decided rather than amend the existing UDP, to replace it with a new

document.

The environmental appraisal was seen as a process fo r checking the performance of the 

UDP. Although there is guidance provided by the government's Good Practice Guide (DoE,

214



1993) there are no government regulations that set out the areas an environmental 

appraisal must cover; this is left to the discretion of local authorities.

This case study is a representative example of the evolution of the Environmental Appraisal 

of Development Plans to incorporate an 'objectives-led' approach to SEA and sustainability. 

It is characteristic that in the Environmental Appraisal Report (EAR) of this UDP, the term 

'Environmental Appraisal' is used interchangeably with the term 'Sustainability Appraisal'.

A number of positive elements of integrated SEA can be found. There is evidence of the 

existence of procedural and substantive integration. The environmental appraisal for 

example, was seen as an important part of the UDP review and was a 'com ponent of all 

the stages of the review process' (LBS, 2000a). That meant that the Environmental 

Appraisal of the UDP was subject to the same level of public consultation as the review 

itself, with the responses to public consultation then used to inform the next stage of UDP 

preparation. Therefore, two EARs were prepared. A draft EAR during the 'pre-deposit' 

consultation phase, and a final EAR during the second 'two days deposit' consultation 

phase. This consultation phase, is based on a 'key issues' approach which involves the 

broad strategy and direction of the plan. It involves the local strategic objectives o f the 

Council as well as regional and national planning objectives. This is a sign of positive 

external integration. Also, the initiation of Environmental Assessment at an early, review 

stage of the PPP process, is an indicator of temporal integration.

Elements of positive methodological integration were also found. The Environmental 

Assessment was undertaken in three stages: i) development o f environmental indicators, ii) 

development of economic and social indicators, and iii) development of targets fo r the 

evaluation and monitoring of objectives and policies. The basis fo r the methodological 

approach was the utilisation of 15 general criteria of positive environmental impact. These 

were outlined in the EADP guide (DoE, 1993). The final selection of indicators was based 

on a scoping exercise that included wide consultation with internal and external to the 

Council sources, such as Southwark's Housing Department, Public Protection Division, 

Southwark Biodiversity Working Party and the 'Com m unity Recycling' Project. Community 

consultation was also part of the scoping process, through the experience of the LITMUS 

project (Table 7.1), the invitation of public opinion through the publication of the 

Environmental Assessment on the Internert, and the utilisation of the results of Local 

Agenda 21 initiatives. According to the EAR, these public participation exercises integrated 

the public into the plan making methodology, and gave a local focus to the planning 

issues:
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'The consultation on this d ra ft environmental appra isa l represents ... an 
opportunity fo r a ll to respond and  participate in the development o f  tools v\^hich 
w ill influence the production o f  land  use p lan  policies. It also ensured that the 
environm ental appraisal indicators used were more resonant with loca l people, 
and  reflected their concerns and  feedback more than some o f  the national ones 
suggested in the government's G ood Practice G u ide .' [V.?>S, 2000a).

Table  7 .1 :  Lo c a l  In d ic a t o r s  t o  M o n it o r  U rban  Su s t a in a b il it y  (LITM US)

LITMUS is a two-year European funded project, which is developing ways o f m easuring the issues that people 
have identified as being im portan t to their quality o f life. The project has been working in two regeneration 
areas: North Peckham and the Aylesbury Estate, because these are deprived areas. North Peckham has been 
physically im proved (e.g. new houses) whilst the Aylesbury Estate still has poor housing in addition to the 
other deprivation indices such os poverty and unem ploym ent etc.. LITMUS undertook a program m e of 
extensive consultation with the communities in the two areas and worked in partnership with the local 
voluntary sector organisations. As a result o f this, the com m unity selected quality o f life themes/issues in their 
areas and set up task-teams consisting o f local people. W ith assistance from  Council officers and the 
voluntary sector, the task-teams have developed local indicators and are using them  to m on itor local issues. 
Examples o f their com m unity indicators ore numbers o f pupils walk ing o r cycling to school, numbers and
level o f pollutants at O ld  Kent Road, and am ount o f green space per person._______________________________

Source: LBS, 2000a.

The scoping exercise resulted in 18  key criteria. These were used for assessing UDP's 

objectives, policies, standards and controls, and Supplementary Planning Guidance. These 

criteria followed the categorisation of the EADP guide i.e. five global criteria with 1 1 

indicators, five natural criteria with 14 indicators, and eight local criteria with 41 indicators. 

The 'D raft G lobal Sustainability Indicators of Positive impact' include the reduction in the 

number of private motorised miles travelled, the increase in public transport share, the 

increase in car-club share, and the increase in the attraction of walking and cycling share. 

The assessments were made according to a list of seven classifications (Table 7.2) i.e. 

whether a policy has a significant beneficial impact, likely but unpredictable positive 

impact, uncertainty of prediction of knowledge, insignificant impact, likely but unpredictable 

adverse impact and significant adverse impact. This rigorous indicators-based approach 

however, cannot eliminate bias within the evaluation exercise. In this case, transparency 

was seen as essential to the subjectivity of 'value judgement': 'The assessment exercise is 

necessarily a m atter o f  judgem ent in that it  is based on an ind iv idua l professional view (with 

the involvement o f  key Council officers) on the environmental impacts.

Yet the assumptions made are explicit and  therefore are open to debate and  challenge' 

(LBS, 2000a). An example of the results of the EA of the UDP's transport policies is shown 

in Table 7.2 above.

7.9. Conclusions on SEA integration in London

London has a good record on all elements of SEA integration examined in the thesis.
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T a b le  7.2; E n v i r o n m e n t a l  A p p ra is a l M a t r ix  o f  th e  S o u t h w a r k  UDP ( T r a n s p o r t  p o lic ie s )

G l o b a l  En v ir o n m e n t N a tu r a l  Re s o u r c e s Lo c a l  En v ir o n m e n t a l  Q u a lit y

7 10 11 12 13 14 15 16 17 18
Po l ic y

Locally based facilities y y  ? y  ?

Location o f developm ent in relation to 
transport network

y?

Measures fo r pedestrians y ? y? y
Safeguarding and im proving quality o f 
public transport services and facilities

y? y y? y? y?

New public transport schemes and 
services

y ? y y ? y

Com m unity transport y? y ? y? y?
Measures fo r cyclists y ? y y?
Traffic restraint
Road hierarchy
Traffic m anagem ent and road safety y? y?
On-street parking contro l

y  : S ignificant beneficial im pact, y  ?: Likely, but unpredictable positive impact, ?: Uncertainty of prediction o r knowledge,
unpredictable adverse impact, X: S ignificant adverse im pact

?: Insignificant im pact, • : No relationship, X ?: Likely, but

1: Transport energy efficiency - trips (reduces the num ber o f private motorised miles travelled)
2: Transport energy efficiency -  modes (increases pubic transport share, increases car club shore, increases attraction o f walking and cycling shore)
3: Built environm ent energy efficiency (reduces heat loss from  buildings, encourages energy efficient site layout, encourages use and production o f energy from  renewable sources)
4: Rate o f C O , 'fix ing ' (protects and increases tree, shrub and creeper cover)
5: Sustainable m anagem ent o f natural resources/biodiversity (avoids use o f non-renewable threatened resources, conserves ancient pre 1 700 w ood land, safeguards the river Thames and
Its tributaries)______________________________________________________________________________________________________________________________________
6: A ir quality (reduces levels o f pollutants such as NO^, secures attainm ent o f governm ent standards in a ir quality m anagem ent areas)
7: W ater conservation and quality (maintains ground water and river levels in accordance with Environment Agency advise. Safeguards water supply purity and water quality in streams, 
lakes, docks and ponds, m inim ises use a n d /o r increases recycling o f water)
8: Land use quality (safeguards soil quality and soil retention, reduces contam ination by processes and chemicals, safeguards good quality agricu ltura l land)
9: M aterials conservation (reduces consum ption o f fossil fuels, increases reuse/recycling o f materials, encourages waste m inim isation)
10: Land a llocotion and use (encourages mixed and multi-use o f land /bu ild ings, maximises use of 'previously developed land ', optim ises use o f open land)______________________________
11: W ild life  habitats (safeguards designated sites, increases general w ild life  potential o f corridors, sites)
12: Landscape and open land (enhances designated areas, enhances general landscape quality, retains open land. Historic Parks and Gardens, enhances the urban environm ent with
green open space and a richness o f p lanting, improves quality o f landscape next to buildings)
13: U rban environm ent 'liveab ility ' (enhances townscape quality/design, safeguards and encourages allotments and com m unity gardens, reduces dereliction, safeguards and increases 
vegetation cover, increasing /m a in ta in ing quality and ava ilab ility  o f public access to open space, avoids w ind tunnels)
14: Noise and odour (safeguards from  odour intrusion and dom estic/behavioural, construction, com m ercia l/industria l, entertainm ent and traffic noise intrusion)
15: Cultura l heritage (safeguards listed build ings, conservation areas, build ings and trees of local importance)
16: Build ing quality (m ainta ins/im proves the m aintenance and continuous renewal o f build ings, encourages good design o f new buildings)
17: Light (maximises use o f natural light, avoids unnecessary light po llu tion, provides adequate artific ial light, avoids glare)
18: M ob ility  (reduces m otorised rood traffic, improves city walks, facilitates use o f low emission fuels, improves rood safety, increases/improves 'safer to school' routes, increases access by
people with special needs)__________________________________________________________________________________________________________________________

Source: LBS, 2000b
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The pattern o f vertical in tegration in London, was quite d iffe rent from  the situation in Athens 

and D ublin , w ith greater emphasis on the m ore substantial elements o f a SEA, such as 

im pact scoping, environm ental im pact prediction, pub lication o f SEA report, and public 

pa rtic ipa tion  and consultation This perform ance in SEA in tegra tion , is expla ined by, and 

reflected in, the analysis o f the com position o f SEA and p lann ing teams. First, the experts 

involved in the SEAs fo r the UDPs in London were from  a variety o f professional 

backgrounds. Second, the m ajority o f experts involved in the SEAs, were fu ll tim e members 

o f the p lann ing team . Third, there was diversity o f em ploym ent status, w ith a com bination 

o f freelance and local authority planners involved in the assessment.

This positive record is m ore closely related to land use plans [i.e. UDPs) than to strategic 

PPPs. This can be attributed to the fact that m ore than ha lf o f the UDP authorities had, to a 

certain degree, fo llow ed the governm ent advice th roughou t the carrying out o f their 

Environm ental Appraisals. This was done as an ‘ ...ite ra tive  task which involves refinem ent, 

im provem ent and, i f  appropria te , ... i t  w ill take p lace  a t severa l stages o f  p la n  m a k in g  

(DoE, 1993, para 2.4).

An objectives-led approach to SEA is em erging in London local and reg iona l p lanning 

practice. This is based on the setting o f environm ental and socio-econom ic indicators in 

clearly stated and, as such, easily assessed objectives and principles. This approach also 

facilitates a better 'tie r in g ' o f SEAs from  the EADPs at a land use p lann ing  level, to 

Sustainability Assessments at a reg ional level, and policy-Appraisa ls at a governm ent policy 

level. There is also evidence that m onitoring  is beginn ing to be viewed as a vital link 

between SEAs at d ifferent decision m aking levels.
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8. Case studies

8.1. Introduction

The rationale for the thesis and the research questions are set out in chapter 1. Chapter 2 

selected the appropriate research methods used to answer the research questions. The 

objectives, selection criteria and methodology of the case studies are also presented there. 

The literature reviev^ed to develop the integrative framework within which the research 

objectives were tested, is presented in chapter 3. Chapter 4 provided the geographical, 

socio-economic and institutional background relevant to transport planning and SEA in 

Athens, Dublin and London. Quantitative evidence of current practice on integration in the 

three regions was provided in chapters 5, 6 and 7 respectively. This chapter attempts to test 

the integrative framework in the three regions by means of an in-depth study of three case 

studies.

This chapter also offers an insight into the more specific research questions arising from the 

results presented in chapters 5-7. Chapters 5-7 investigated the extent of integration of SEA 

with transport planning in Athens, Dublin and London. This chapter focuses on the 

underlying reasons for the existence or absence of integration of SEA into transport 

planning in the three regions. This fulfils two of the research objectives included in chapter 

1. These are the examination of the reasons for the existence or absence of SEA integration 

in the three regions and the recommendation of transference of experience among them.

The case studies start with a description of the developmental and transport planning 

profile of the three plans, which is based on the relevant discussion on the respective 

regions included in chapter 4. The examination of the way in which the three case studies 

fulfil the six elements of integration, follows. The final section in each case study looks at 

the question of whether or not the objectives that were set to be met by the research 

investigation of each case study (chapter 2), have been met. The chapter closes with a 

synthesis of the conclusions arising from the examination of the case studies.

8.2. Athens 2004 Transportation Plan for the Olympic Games (1997) 

8.2.1. Supporting documentation

In its bid for the 2004 O lympic Games, ATHOC prepared an 'Environmental key point 

Action Plan (O CO G , 1997b), within which the m ajor initiatives for environmental protection 

are set out. This is based on the requirements of the legislative framework for 

environmental protection in Greece, which is provided by the Institutional Law on the 

Environment (Law 1650/86). This implements the CEC Directive on project-EIA (CEC,



1985; CEC, 1997a) making the submission of an Environmental Impact Statement at the 

prelim inary design stage of major projects compulsory since 1990. EISs have been or will 

be prepared for all O lympic projects [e.g. ENVECO, 1997). In addition, the completion of 

the projects will be carried out with the use of environmentally friendly technologies and 

materials (O CO G , 1997b).

An A ir Quality Management study, prepared in 1997 estimated the changes in a ir quality 

in Athens until 2004, taking into account the air pollutants' that will occur as a result of the 

construction of Athens 2004 projects (O COG, 1997a). A number of alternative scenarios 

were examined, namely the 1990 scenario, the 'do nothing' scenario for 2004, and the

reference scenario for 2004. The study concluded that annual average levels of

atmospheric pollutants in 2004 will be reduced by 25% fo r N O „ and 50% for ground level 

ozone in relation to 1990 levels. The recommendations of the study included the 

installation of catalytic converters to vehicles, and the restriction of access for 'heavy 

polluted vehicles' in the inner ring of the city (OCOG, 1 997a).

Two other transportation studies, prepared in August 1997, provided the detailed 

framework for implementation of the transportation plan (MEPPPW and O C O G , 1 997) and 

clarified the energy and transportation requirements of the O lympic Games Logistics 

(O CO G , 1997d). The areas covered in these reports were:

• the description of the O lympic Transportation System as proposed in the Athens 

2004 Candidacy File (MEPPPW and O C O G , 1997),

• the making of 'further proposals on the methodology to be used for estimating and 

assigning normal traffic and traffic generated from the games during peak periods,

as well as on the advanced technologies to be used for real time control of the

transportation system and for the information of its users.' (MEPPPW and O CO G , 

1997, p. 86), and

• the formulation of a detailed plan for the transport of athletes to and from the 

O lympic village (O COG, 1997d).

Recommended measures included the enforcement of a series of traffic management 

measures to restrict vehicle access along the major transportation routes during the 

O lympic Games, the location of all major trip generating activities on the basic road 

network, and the utilisation of around 1,000 Compressed Natural Gas and Liquified 

Natural Gas vehicles for the transportation needs of the Games (MEPPPW and O CO G , 

1997; O C O G , 1997d).

' i.e. CO, SO2, VOC, NO2, ground level ozone.
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F ig u r e  8 .1 :  A t h e n s  2 0 0 4  O ly m pic  G a m e s  M a ster  P lan
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The traffic m ana ge m e n t  measures  include traffic prohibitions fully or partly for vehicles with 

even or odd licence plate numbers in two established critical a reas  (small ring 13 km^ and 

large ring 140 km^) (MEPPPW and  O C O G ,  1997,  p. 88).

8.2.2. The context

This section investigates the consideration of environmental issues at a strategic level of 

planning and m anagem en t  for the Olympic Games.  In 1997, six years after the 

unsuccessful bid for the 1996 Olympic Games,  the Organising Commit tee of the 'Athens 

2 0 0 4 '  Olympic G am es  (known internationally as Athens Olympic Commit tee - ATHIOC^), 

submitted a successful bid for the 2004  Olympic G am es  to the International Olympic 

Committee  (IOC). A year later, an amended  version was resubmitted, taking into account 

the infrastructural and other changes that occurred since the drafting of the first version 

(E.T., 2000c). The documentat ion resulted in the production of a Master Plan (Figure 8.1) 

comprising 1 1 themes, including the environmental protection (theme 4) and transportation 

theme (theme 14). The planning for the above sectors has not been without criticism from 

various Non-Governmental  Organisat ions (NGOs) and professional organisations [e.g. 

Research Team: Athens 2004,  1998;  TCG and UIA, 1998;  Mavridou, 1998;  Vassenhoven 

and Sapountzaki, 1998;  Polyzos, 1998;  ClAfHOGA, 1998). The criticisms were focused on 

a  number  of issues. First, concern was expressed about  a lack ot decentralisation of 

activities both within and outside the Greater Athens Area. The Master Plan provided for the 

concentration of athletic and  cultural events in Attica and especially in central Athens where 

infrastructural and  building development  has reached its limits. The current selection of 

project sites was therefore criticised for further encouraging the already negative 

phenomenon of urban sprawl around the periphery of Athens and the development within 

environmentally sensitive areas.  The need to protect the ecological values of the Schinias 

estuary, the sea front south of Athens, the mouth of llissos river, and  mount  Hymettus have 

been prioritised by relevant studies (Research Team: Athens 2004,  1998;  Vassenhoven and 

Sapountzaki, 1998;  Mavridou, 1998).

Another failure of the Plan was seen to be the emphasis  given to an ad  /?oc approach  to 

the proposed interventions, which acted in isolation to the general  strategic function of the 

city as  a whole. An example is the transportation theme in the Plan, where ‘there is 

emphasis on individual projects but not on the integrated networl< o f transport linl<s.' 

(Polyzos, 1998, p. 72). The t ransport-planning problem of 'Athens 2004 '  may be 

exacerbated by:

 ̂ATHOC was established, on March 24, 1998 under Law No.2598/98, as a Societe Anonyme (S.A.) with the Greek 
State as the lone shareholder. The Company is managed by a Board o f  Directors appointed by the Greek Prime 
Minister.



• the lack of a coherent t ransport policy framework both at a national and 

metropolitan level (Zekkos, 1996;  Vlastos, 1998a ;  Vlastos, 1996),

• the weak financial arrangements ,  delays and  lack of t ransparency involved in the 

construction of 'big projects' (E.T., 2000c;  NEA, 1997;  Vlastos, 1996). It is 

characteristic that the majority of projects proposed for construction in the Plan, 

were included in the 'Attica SOS' environmental p rogram me some 15 years ago  

(MEPPPW, 1995),

• the inadequate  t ransport infrastructure network in Greater  Athens. Athens is the only 

one of the five candidate  cities where such an extensive upgrading of the 

transportation system was programmed (MEPPPW and O C O G ,  1997). According to 

the Master Plan, the majority of the 'big projects'  required for completion before the 

Olympic G am es  in 2004  are  transport-related. These include 72 kms of new 

motorways, increase in the capacity of the main arterial network (up to 8% in certain 

cases), two underground railway lines (Metro lines), a new international airport at 

Spata, the Elefsina-Stavros-Spata airport motorway^, the Hymettus ring road^  and 

the proposed light rail network® and suburban railway*. A recent study (Attico Metro, 

1999) revealed that current budget allocation for transport infrastructure [i.e. 800 

billion drachmas)  is only a fraction of the financial resources required for the 

construction of all t ransport projects in Attica region, which were estimated to be in 

the region of 3 trillion drachmas (Attiko Metro, 2000b;  E.T. 2000e),

• the disproportionate development  of motorway construction and extension, as 

opposed  to the provision and development of public t ransport  services (Polyzos, 

1998;  Vlastos, 1998a). This might result in the domination and dependence  of car 

ownership and use both during and after the completion of the Games.  This 

argument  is supported by research that shows an increase in traffic and air 

pollution in the medium to long term, generated from the implementation of road 

schemes that aim to combat  these problems (Gkolias, 2000) .  Therefore, even 

though,  the Athens 2004  transportation p rogram me aimed to discourage ' the use 

o f private cars on routes where they are not essentia!, while making public transport 

an attractive alternative' (OCO G,  1997c,  p. 82), there are voices supporting the 

argument  that these t ransport policies and infrastructure developments will rather 

‘promote a vision for the city based on private car use' (Polyzos, 1 998,  p. 6),

• the wider Structural Plan for Athens has been upgraded  to incorporate measures  

specified in the Olympic G am es  Master Plan, rather than vice versa (Oikonomou,

 ̂Under construction at the time o f writing (September 2000).
Under constmction at the time o f writing (September 2000),

 ̂The Municipahty o f Athens has completed the relevant study in September 1999 (Giaoutzi, 1999).
* At the time of writing (September 2000), the procedures for the assignment o f  contractors for the constmction of 
this project has been suspended due to financial and temporal difficulties E.T. 2000d). 224



1999). This is contrary to sustainability and good p lann ing practice, where the 

Master Plan should have taken into account the objectives specified and measures 

suggested in the o lder Structure Plan (Polyzos, 1998; Synadinos, 1996).

A t a statutory p lanning level, the environm ent is taken into account th roughou t the 

im plem enta tion  o f the Structure Plan fo r Athens, the General U rban Plans and Urban 

Planning Studies, and the special p rogram m e 'A ttica SOS'. N otw ithstand ing other form s of 

p lann ing  intervention and environm ental m anagem ent, the fo llow ing  part o f this section 

examines the existence, o r lack, o f integrated-SEA elements in the transporta tion  facet of 

the M aster Plan.

8.2.3. SEA elements of integration

The Athenian case study dem onstrated less SEA elements o f in tegra tion  than the other two 

cases studies exam ined in the thesis. The reason is that, contrary to the case studies in 

Dublin and London, there was no systematic SEA app lied  in Athens. This case, however, is 

characteristic o f the situation regard ing the use o f SEA, as well as o f the consideration of 

environm ental protection issues at a strategic level o f decision m aking in Athens and in 

Greece in general. It therefore serves to h igh ligh t the opportun ities that the app lica tion  of 

SEA can offer in an undeveloped environm ental m anagem ent context. Based on docum ent 

analysis and e labora tion  o f interviews^, an appra isa l o f 'Athens 2004  Transportation Plan' 

against certain SEA elements o f integration® now follows. These elements o f in tegration are 

included in the evaluative fram ew ork devised in this thesis (chapter 2 and 3).

8.2.3.1. Procedural integration

The m ethodologica l in tegration o f SEA at the early stages [i.e. tem pora l in tegration) as well 

as the occurrence and m ultip le occurrences o f these stages [i.e. vertical and horizontal 

in tegration) is a lm ost non existent th roughout the prepara tion  and im plem entation o f the 

O lym pics 2004  Transportation Plan (O C O G , 1997c; MEPPPW and O C O G , 1997). A 

transport m ethodo logy was used in the Transportation Plan, w ithou t however any reference 

to specific environm ental impacts. The ra tiona le  behind the exclusion o f SEA at that 

strategic level o f decision m aking is tha t the environm enta l impacts o f the Games, were 

considered to occur at a project level, and environm enta l assessment at a strategic 

p lann ing level was deemed unnecessary (O C O G , 1997b).

The resources com m itted, the rigorous databases, the background research studies, and 

the arrangem ents fo r on-go ing m onito ring  could all very well have been utilised fo r

’’  The identity o f the interviewees has been protected, since a number o f them suggested this precondition for 
providing an interview.
* These elements o f integration are included in the evaluative framework devised in this thesis (see chapter 2 and 3).



environm enta l benefits, if SEA was integrated a longside transport p lann ing. There was 

extensive reference fo r exam ple to the 'iden tifica tion  o f the baseline characteristics o f tra ffic ' 

both a t the tim e o f plan m aking and a projected estim ation during  the O lym pic  Gam es in 

2004 . The relevant data have been provided by recent transporta tion  studies fo r the Attica 

region (Attiko M etro, 1 999 ; NTUA, 1 990 ; DENCO , 1 990). It is characteristic that one o f the 

seven databases created fo r the road network, is the 'da tabase fo r the environm ental 

param eters ' o f the network which ' ... fo r  each p a r i o f  the ro a d  netw ork includes  

param ete rs  fo r  the noise a n d  atm ospheric p o llu tion  caused from  vehicle traffic! (MEPPPW 

and O C O G , 1997, p. 17). There is no reference in the text, however, on how these 

param eters have been utilised to describe environm ental impacts caused by the future 

im plem enta tion  o f the Transportation Plan. It seems that the environm ental impacts had 

a lready been decided with specific studies prepared to tackle them , such as the 'A ir  Q ua lity  

M anagem ent Study' (O C O G , 1997a), and partly, the O lym p ic  G am es Logistics study that 

recom m ended the utilisation o f 1000 vehicles fuelled with natura l gas (O C O G , 1997d).

The dearth o f an adequate tem pora l in tegration is revealed by the lack o f the consideration 

o f a lternatives in the Plan. O ne reason fo r this can be attributed to the project-EIA related 

ra tiona le  o f the Plan. A lternative transport project locations fo r exam ple, could not have 

been considered (at least in environm ental terms) since these projects had a lready been 

decided and suggested in previous studies such as 'Attica SOS' (MEPPPW, 1995) and the 

Structural Plan o f Athens (OPEPA, 1995). The effectiveness o f a SEA (if undertaken), would 

therefore have been com prom ised by this, late in the decision m aking stage, in itia tion and 

d ra fting  o f the Plan. This reactive approach to strategic p lann ing w ould  have negative 

im plications fo r the quality o f the SEA, if a systematic SEA was undertaken. This observation 

h ighlights the im portance o f the influence tha t the transport p lann ing process can have on 

SEA, at least w ith in an integrated p lann ing fram ew ork.

The procedura l r igou r of the Transportation Plan lies at the m on ito ring  stage. Extensive 

'P rog ram m ing o f the im plem entation o f the Plan' was scheduled by setting a tim etable fo r 

specific actions deta iling the institutional fram ew ork  involved in realising these actions 

(MEPPPW and O C O G , 1997). Bearing in m ind tha t this m on ito ring  exercise relates only to 

purely transport p lann ing requirements as opposed to environm ental im pact m on ito ring , it 

is interesting to look at the 'feedback process' adopted in the plan (Figure 8.2). The Plan 

was updated in 2000 , 2003 and 2004 , by means o f com paring  the current situation, with 

the situation after the im plem entation o f the 'im provem ent measures'. These measures 

include various other transport studies and the construction of transport projects. The 

reason fo r such an e laborate m onitoring  process, which is surprising fo r G reek p lanning
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practice (Zagorianakos, 1998), can be attributed to the pressure felt by the Organising 

Committee to construct the Olympic projects in time for 2004.

F ig u re  8.2: F eed b ac k  p ro c e s s  f o r  u p d a t in g  th e  A th e n s  2004  T r a n s p o r t a t io n  P la n
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Source: MEPPPW and OCOC, 1997, p. 79, figure 7.2

It has to be noted that the Olympic G am es gave Athens a unique opportunity to realise

'large scale' transport infrastructure development, to '... heal urban planning wounds,

restore confinuifies, and offer solutions to Athens which will endure, well beyond the time 

horizon o f the Olympic Games in 2004.' (Viastos, 1998b, p. 3). In a city that possesses 

over 53% (TCG, 2 0 0 0 a ,  p. 59) of the private car fleet of Greece, where car ownership has 

quadrupled in the last 25 years (TCG, 2000a , p. 49-50) and  public transport use has 

decreased from 65% to less than 42% (E.T. 2000e; Attiko Metro, 2000b), the application of 

environmental impact monitoring within this transport planning monitoring exercise, will be 

an important step towards the integration of the environment into transport planning.

8.2.3.2. External integration

The objective of the Olympics 2004  Transportation Plan is to provide successful 

m anagem en t of:

• departures and  arrivals of visitors,

• everyday traffic in Athens during the G am es,

• high quality transportation of the athletes and  the Olympic Family which consists of 

the athletes, the members of the National Olympic Committees, Very Important 

Peoples (VIPs), Referees and the Media. It is calculated that over 1 ,400 cars and



1,100 buses will be needed during the Games to cover their transportation needs 

(MEPPPWand O C O G , 1997).

A lthough this objective lacks any reference to the identification and description of the Plan's 

environmental impacts, there is a statement by the authors regarding the Plan's emphasis 

on the 'environmentally friendly transportation modes', on safety and 'in particular that of 

the O lym pic Family' (MEPPPW and O C O G , 1997).

The environmental orientation of the Plan is reflected in the text by two m ajor provisions. 

First, provision has been made in the Plan to link the m ajor highways with the area of the 

O lympic Game installations. This aimed at utilising the optim um capacity of the road 

network on the one hand, and at 'm inim ising atmospheric and noise pollution around the 

'sensitive' O lympic Games Area on the other. It is proposed to affect these by traffic control 

measures at nearby junctions, and an integrated network of pedestrian zones. (MEPPPW 

and O C O G , 1997). It can be assumed, that tackling atmospheric and noise pollution will 

be restricted to the confined area of the O lympic Games installations (such as parking lots) 

rather than the whole transport network which will suffer as a consequence o f the Games. 

Also, environmental concerns are directly associated with concerns over safety and 

minimisation of travelling time.

Second, a programm e was under way with the aim of extending the public transport 

network, upgrading its quality of service, and discouraging 'the unnecessary use of private 

cars, where public transport services offer an attractive alternative.' (MEPPPW and O CO G , 

1997). The measures suggested in the Plan fo r the 'maxim isation of the use of public 

transport services' and for the 'reduction of normal traffic during the Games and in 

particular during the peak hours', involve (as fa r as public transport is concerned) the 

utilisation of 'special' bus lanes, the establishment of more frequent public transport 

services throughout the critical hubs of the network, the issue of discounted or free tickets 

when purchasing tickets for the games, and public information measures. The measures for 

traffic minimisation include the flexible operation of retail businesses, the flexible 

organisation of summer vacations for the citizens of Athens, and total or partial restriction 

of vehicle access in the inner or outer ring of Greater Athens (MEPPPW and O C O G , 1997). 

These measures are nevertheless presented in a fragmented way suggesting a lack of any 

systematic assessment of the environmental impacts of the transport issues. They seem to 

have been drawn from  measures and traffic policies that have been developed irrespective 

of the implementation of the Games.
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Another issue pertinent to the external type of integration is the 'tie ring ' of transport 

planning studies. There exists a plethora of transport studies and plans in the same or 

different hierarchy of planning that the Plan has drawn on and is influenced by. The 

'in tegration ' of the Plan with other available or pending studies, was given thorough 

consideration by the Plan's authors, since the presentation of the studies and research 

relating to Athens transport system occupies a whole chapter in the Plan's text (14 out of 84 

pages). Specifically, these studies comprise a variety of different sources such as traffic 

studies (Attiko Metro, 1999; APTO, 1996; DENCO, 1997), 17 tronsport databases, the 

construction studies for the m ajor transport project, and the traffic studies and General 

Urban Plans of all the municipalities in Greater Athens Area. These studies and research 

have minim al environmental components without reference to SEA. The proceedings of an 

International Seminar organised by the International O lympic Academy held in O lympia in 

1994 (Kang, 1994; Kandilis 1994), did not form part of the 'identification of the baseline 

situation' (MEPPPW and O C O G , 1997). If the conference proceedings were taking into 

account throughout plan making, considerable insights concerning scoping the significant 

issues to be included in the SEA, could have been gained.

8.2.3.3. Methodological integration

The study for the implementation of the Transportation Plan follows a specific methodology 

(Figure 8.3). The last stage of the methodology refers to the 'program m ing statement on 

the necessary meosures' and is directly related to the monitoring of implementation of 

m ajor transport projects. According to the proposed SEA Directive's current provisions, the 

plan would have qualified for an environmental assessment. The draft Directive requires 

that 'on  environmental ossessmenf shall be carried out fo r a ll p lans a nd  programmes, 

which ... set the framework fo r future development consent o f  projects listed in Annexes / 

a n d II  to Directive 85/337 /E E C  (CEU and EP, 2000, article 3 para. 1).

There was no sign of integration of SEA or any other environmental management tools 

throughout the preparation of the study. The vigorous transport scoping and transport 

'm on ito ring ' stages adopted in the Plan, would have formed an integral part of a potential 

integration of SEA with the planning process. How feasible an integrated-SEA would have 

been, given that the Plan's regional and urban focus, and the developmental context of the 

O lympic Games is uncertain? An examination of similar O lym pic case studies where 

elements of SEA-integration took place, provides some of the answers.

An 'environmental m onitoring' example was found in the Sydney 2000 Olympics 

Greenhouse Report (SOCOG, 1998). The two cities share similarities in the way they have 

attempted to deal with environmental problems of transport. The transport related 

measures specified in the Australian Greenhouse Report, are sim ilar to those specified in 229



the Greek Transporta tion Plan. The environm ental policy fram ew ork  regard ing the 

transporta tion  facet o f the O lym pic  Games in the two cities however, is quite d ifferent. 

Accord ing to the views o f the Sydney O rgan is ing  C om m itee fo r the O lym p ic  Gam es 

(SO C O G ) expressed in the Greenhouse report, the a im  a t the 2 0 0 0  O lym p ic  a n d  

Paralym pic G am es is to have no  spectators a rriv ing  a t com petition  venues in  p riva te  

vehicles.' (SO C O G , 1998. p. 16) and in the docum ent Environm ental Guidelines, ‘p u b lic  

transport be ing  the on ly  m eans by  which spectators w ill be ab le  to d irectly  access events a t 

m a jo r O lym p ic  sites.' (Sydney O lym pics 2000  Bid Ltd, 1993, p. 8).

Figure  8.3 ; M e t h o d o l o g y  o f  A thens  2004  T r an spo r tatio n  Plan
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Source: MEPPPW a n d  O C O C , 1997, p. 7, figure 1.1.

Australians seem to have an increased environm ental focus in the o rgan isation  of w hat they 

call 'G reen G am es' since they ore proud to quote Juan A nton io  Sam aranch ' s’  statement 

that ' ... the O lym p ic  Gam es in  the yea r 2 0 0 0  were aw a rd e d  to the city o f  Sydney, 

Austra lia , p a rtly  because o f  the consideration they gave to the env ironm en ta l matters.' 

(SO C O G , 1999, p. 11). It is not surprising, therefore, tha t one o f the ir 'transport 

benchm arks' was to shift visitors' behaviour and perception on using public transport 

th roughou t the 60-days o f the Games: 'C o m p a re d  to previous G am es o r o the r la rge  

Austra lian  events, this is the first tim e tha t spectators have been encou raged  to use p u b lic  

transport to such an extent ... Sydney w ill be le ft with the legacy o f  im p ro ve d  p u b lic  

transport, n o t on ly  in  terms o f  the phys ica l infrastructure, b u t a lso peo p le 's  behaviour.' 

(SO C O G , 1998, p. 17). The planning fram ew ork was also integrative with regard to social

’  President o f the International Olympic Committee. 230



impacts, since soon after the announcement of the success of the bid in 1993, a 

'Prelim inary Social Impact Assessment' for the Games was prepared (Cox, 1996; Keys 

Young, 1994).

The Sydney 2000 Olympics Greenhouse Report (SOCOG, 1998), provided the 

methodological background for estimating, monitoring and comparing the environmental 

impacts o f greenhouse emissions derived from the Games' implementation (Table 8.1). The 

process included three stages. The first is the scoping and 'prediction ' stage where the 

significant environmental issues were selected and estimations were made for the 

greenhouse emissions levels throughout the Games. These included four key areas: energy, 

transport, waste and tree planting (SOCOG, 1998).

Ta b le  8.1: T hree  En v ir o n m e n t a l  A pp r a is a l  s t a g e s  in  Sy d n e y ' s 2000 O l y m p ic  G r e e n h o u s e

C h a l l e n g e

The O lym pic Greenhouse Challenge commenced in Novem ber 1997 with the signing o f SO CO G 's 
Greenhouse C hallenge Agreement. It w ill continue until the close o f the Games and has three stages:
Stage 1: scope the project and identify O lym pic-re la ted greenhouse issues, report these find ings in the First 
O lym pic G reenhouse Challenge RepoA, and build greenhouse partnerships with S O C O G  sponsors;
Stage 2; undertake further investigation into estimating greenhouse gas emissions and greenhouse gas 
reductions during the Games, report these find ings in a Pre-O lym pic G reenhouse Report, and continue 
working with sponsors and other organisations involved in the Games;
Stage 3; m on itor actual energy used by venues, fuel used by transport, quantity o f waste produced during the 
Gomes and actual num ber o f trees planted, convert these to actual greenhouse gas emissions, com pare 
these to estimates, and provide an assessment of actual greenhouse perform ance o f the Games in a Post-
Games G reenhouse Repor\.______________________________________________________________________________

Source: SO C O G , 1999, p. 8.

The second stage included the actual monitoring of these emissions during the Games, and 

the third the 'assessment' stage, compared the predicted with actual emissions in order to 

identify the 'ecological footprin t' of the Games. It has to be noted that although the 

measurements are presented numerically in terms of 'actual greenhouse emissions', there 

were no quantitative targets. In the author's view, the use of quantitative targets that are set 

to environmental indicators for the four key environmental areas selected in the first stage, 

would have provided a higher degree of effectiveness in the m onitoring exercise.

Another example of procedural integration is the SEA of the Cape Town 2004 O lympic Bid 

(Barbour and Robertson, 1998; SRK, 2000). The independent O lympic Assessment Team 

undertook the first SEA by a bidding city (CROAT, 1997). This SEA exercise can also be 

described as a 'Sustainability SEA' since the object of assessment was not only on 

environmental, but also on 'socio-economic' impacts: ' The m ain objectives o f  the SEA were 

to identify and  evaluate the long term systemic impacts o f  preparing  fo r and  hosting the 

Games in Cape Tov/n on the region's economic, socia l and  biophysical systems.' (Barbour 

and Robertson, 1998, p .l) .  The methodology included the development of a 'value 

framework' that enabled the selection of issues to be assessed [i.e. scoping) in accordance 231



with public policy developmental goals, specialist investigations and analysis of the results, 

and public participation. Given the fact that Cape Town's Bid was unsuccessful, and that 

South Africa faces 'enorm ous social, economic and  cultural challenged (Barbour and 

Robertson, 1998, p . l) ,  two conclusions can be reached. First, the preparation of a SEA, did 

not guarantee a successful outcome, since it was the 'non-SEA' city that will host the 

Olympics 2004. In other words, there are lim itations to what SEA can achieve especially 

when it forms part of a wider context where other material considerations are also taken 

into account in taking a certain decision. Second, in the light of the inherent structural and 

political imbalances of Cape Town [i.e. developmental imbalances, recent emergence from 

apartheid and its status as a developing country (Barbour and Robertson, 1998)], the 

selection of SEA to assess the environmental and socio-economic impacts of the Games is 

seen as a vote of trust in its methodological and environmental protection credentials.

8.2.3.4. Substantive integration (documentation of SEA)

The absence of an integrated-SEA in the Olympics 2004 Transportation Plan was 

characterised by the lack of relevant documentation of environmental impacts. The only 

evidence fo r the documentation of environmental impacts, though weak, was provided in 

the environmental theme of the Bid File. According to ATHOC, the adverse environmental 

effects of the Games were minimised:

• by the construction of 'a large amount of basic traffic improvement projects' (new 

airport, highways and two Metro lines), and

• by a series of 'other forms of intervention' with the objective of speeding up traffic 

flow  and reducing environmental pollution. These include new trunk and tram 

services, park-and-ride and pedestrianisation schemes, modernisation of the 

signalling system and checks on exhaust emissions and noise levels (O COG, 

1997f).

These m itigation measures however, lack a cohesive framework that would integrate the 

potential SEA elements into a recognisable form . There is no evidence of a systematic 

attempt to assess environmental effects. The relevant section seems rather to be a selection 

of public transport projects and traffic management measures, the overall effect of which 

will help to achieve the environmental objective. The optim ism fo r successful 

implementation is supported by an 'A ir Quality Management Study' which estimates that 

the transport projects will cut atmospheric emissions by 35% (O CO G , 1997a).

What form  of SEA documentation could have been incorporated into the regional/urban 

level of decision making, given the particular needs of the organisation of the Olympic 

Games? The Sydney 2000 Greenhouse Challenge Project fo r example, which resulted in 

the preparation of the 'Greenhouse Report' established three stages of documentation, that 

followed an environmental appraisal procedure (Table 8.1): The 'First O lympic 232



Greenhouse Report' presented the findings of the scoping of significant issues related with 

the Games. The Pre-Olympic Greenhouse Challenge Report provided ex-ante estimations 

of greenhouse emissions before, and actual reductions during, the Games. The Post- 

Games Greenhouse Report will document the 'environmental footprin t' of the Games in 

terms of greenhouse gases. Furthermore, the SEA o f the Cape Town 2004 O lympic Bid 

also showed elements of substantive integration (Barbour and Robertson, 1998; SRK, 

2000). After scoping, at the second phase of the SEA, a number o f specialist reports were 

prepared. These included two reports on public participation and sustainability, a 

transportation assessment and, most importantly, an 'assessment of the potential impacts 

of the Cape Town O lympic Games on the Natural-Urban System Environment' (SRK, 

2000).

It is a commonly accepted view that PPPs could never be carried out as part of a SEA 

(Partidario, 1992; W ood, 1988). It is a positive sign that in the case of the Cape Town 

2004 O lym pic Bid, the whole planning process was integrated in the SEA. According to the 

authors of the SEA report, ' The findings o f  the specialist studies were summarised, 

synthesised and  analysed so as to provide a holistic assessment o f  the potentia l systemic 

impacts o f  b id ing  fo r and  hosting the Games in Cape Town in 2004. These findings were 

presented in the D ra ft Strategic Environmental Assessment (SRK, 2000, p. ii). In the last 

phase of the process, the Draft SEA report was reviewed by interested and affected parties 

and suggested changes, before the preparation of the Final SEA report.

8.2.3.5. Social integration and integration of human resources

The consultation exercise fo r the Athens 2004 Transportation Plan involved a wide range of 

competent and other authorities and bodies such as various government ministries, 

academic bodies and independent professionals.

Around 32 experts from  over 20 different disciplines were involved in the preparation of the 

winning Bid File fo r the O lympic Games in 2004. These included expertise in engineering, 

environment, transport, telecommunications, and accommodation. The most frequently 

quoted expertise was 'Architects/Town planners' (6 out of 32). The environmental issues 

were covered by 10 experts, mainly architects/town planners, and the transportation issues 

by a transport engineer and his team. This latter team, included five purely transport non- 

environmental experts. This suggests that if significant environmental negative impacts were 

identified by the transport team, these might not have been fully taken into account by the 

team. Given that the environmental team did not include a transport expert, it can be 

assumed that given the composition of the planning team, the human resources available 

would make the successful application of a transport-SEA a quite d ifficult task.
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According to the interviewees, the O lympic Bid Committee co-operated closely with every 

planning team responsible for each theme included in the O lympic Bid File. Similar co

operation between transport and environmental experts, and the rest of the planning team 

was also reported. There was also co-operation and communication between the planning 

team and government authorities and organisations. In particular, the authorities 

responsible fo r transport and environmental policy were more closely involved throughout 

the consultation process. These were the Ministry of the Environment, Physical Planning and 

Public Works (MEPPPW) which is the planning authority in Greece responsible for 

determining environmental protection policies, the Ministry of Transportation and 

Telecommunications, the various public transport organisations such as Attiko Metro, OASA 

(Athens Public Transport Organisation) and its affiliates ETHEL (Athens Bus Company), 

ILPAP (Athens and Piraeus Trolley-Bus Company), ISAP (Athens and Piraeus Electric Railway 

Company), and OPEPA (Organisation of Planning and Environmental Protection of Athens). 

This extent of consultation over transport planning, especially when it is not mandatory, 

indicates positive social integration and would have been beneficial to SEA, if applied. 

Consultation involved both transparency and information sharing among a multi

disciplinary team of experts.

This team effort can be partly attributed to the regional and national significance of the 

organisation of the O lympic Games. The consultation phase was extended until after the 

submission of the Plan and into the period of implementation. In June 1998, the Technical 

Chamber of Greece and the International Union of Architects, organised an International 

Symposium in Athens entitled O lympic Games: 'The City and the Day After' (TCG and IDA, 

1998). The overriding objective of the symposium which played the role of 'a wide 

consultation forum ', was an open discussion about the impacts stemming from the 

organisation of the O lympic Games in 2004 (TCG and IDA, 1998).

Another indicator of the existence of balanced consultation is the role of NGOs. In the case 

of Sydney 2000 for example, one of the five winning entries in the design competition for 

the O lympic Village was a Greenpeace Australia submission (The Irish Times, 2000). 

According to the Sydney Olympics 2000 Bid Company, ' This brought about a strong 

working association between Greenpeace and  the B id office, leading to the development 

and  adoption o f  the Greenpeace Australia Guidelines fo r the O lym pic Village' (Sydney 

Olympics 2000 Bid Ltd, 1993, p. 1). In Greece on the contrary, there were cases where 

environmental NGOs were voicing their opposition to the organisation of the Games 

(Dimitrakoudi, 1999). In contrast to Sydney, in Athens environmental NGOs are seen as 

having a public information role. According to ATHOC, one of the most important features 

of the environmental education programmes ... 'is  that the environmental organisations



active in  A thens a n d  Greece are tak ing  p a r t in  it.' (O C O G , 1997f, p. 58). A reason fo r 

some N G O s ' opposition to the Games is that, notw ithstanding the developm enta l benefits 

stemming from  the Gam es, the environm ental and tra ffic  costs o f transport infrastructure 

developm ent v^ill be high. This stand, is at the heart o f the environm ental m ovem ent in 

Greece since, trad itiona lly , one o f areas where N G O s are most active, is in voicing their 

opposition to public and private investments they consider environm enta lly  unfriendly 

(NCSR, 1997). It is doubtfu l, however, that the low organ isa tiona l level and developm ent 

characteristics o f the m ajority  o f G reek environm ental N G O s, and the ir rather antagonistic 

re lationship with the governm ent, could enable a co-operative re lationship s im ila r to the 

one seen in Sydney (NCSR, 1 997 ; Zagorianakos 1 998).

In Athens, public partic ipa tion  was absent before the pub lica tion  o f the Transporta tion Plan. 

According to the interviewees the reasons fo r this were the d ifficulties involved in w ide 

public partic ipa tion  at a reg ional and national level o f p lann ing and p rog ram m ing , and the 

lim ited tim e ava ilab le  fo r Plan preparation.

Financial, o rgan isationa l and tem pora l difficulties inherent in pub lic  involvem ent at high 

levels o f decision m aking has been high ligh ted th roughou t the exam ination o f oil regions in 

this thesis. The fact that there were no m andatory requirem ents fo r such an endeavour in 

this case study, renders its app lica tion  even m ore d ifficu lt. Nevertheless, the experience 

from  s im ila r p lanning endeavours such as in Sydney and Cape Town, show that with 

political w ill supported by policy, public partic ipation can be encouraged in various ways. 

W ithin S O C O G 's  environm ental policy com m itm ent 'to  work, co-opera tive ly with the public, 

com m unity groups, business a n d  governm en t agencies to achieve its susta inable objective^  

and a longside the com m itm ent to the 'p rinc ip les of Ecologically Sustainable Developm ent', 

it is not surprising that a num ber o f initiatives have been put in place to facilitate 

transparency, partnership development, and public involvem ent. In June 1997, the first 

meeting o f the O lym pic  Environmental Forum '° was held in Sydney and s im ila r meetings 

were held every fo rtn ight. In O ctober 1997 a C om m unications Strategy was developed. 

There, the means to com m unicate Sydney's achievements in a transparen t and effective 

m anner was outlined. In M ay 1999, a 'G am es W orkforce Environm ental T ra in ing Plan' was 

finalised. The plan integrated skills and environm enta l awareness into the tra in ing 

program m es o f the O lym p ic  Games workforce. In February 1999, an Environment 

Volunteer Procurement Strategy was developed. At the tim e o f w riting , S O C O G  co

ordinates 50 ,0 0 0  volunteers and 2 ,000  staff. The 'Sponsor's Environm ental N etw ork ' is an

Olympic Environmental Fomm is a mechanism allowing open communication between environmental NGOs 
and Olympic organisers.



in itiative tha t enables Sponsors to network on environm ental issues, share know ledge and 

showcase environm enta l policies and achievements (S O C O G , 1999).

8.2.4. Conclusions of the case study in Athens

This section aim s to fu lfil the objectives set by the research to be fu lfilled  by the case studies 

(section 2 .3 .5 ), os these app ly to the A thenian case study. O ne o f these objectives was to 

detect the reasons fo r the lack o f in tegration o f SEA w ith transport p lann ing in Athens, and 

explain the contrast between the low degree o f in tegra tion  in land use plans and the high 

degree o f in tegra tion  in strategic PPPs. C hapter 4 and 5 revealed tha t the m a jo r obstacles 

fo r the app lica tion  o f SEA in Greek strategic p lann ing , and especially th roughou t the 

statutory land use developm ent p lann ing, is related to the lack o f finance, m ethodolog ica l 

know ledge and technical expertise. Evidence gained th roughou t the exam ination o f this 

case study suggests that the h igher integration in strategic PPPs is because o f the significant 

developm ental considerations at tha t level. A t the strategic decision m aking level, the PPPs 

policies relate to la rger geograph ica l areas and, as such, affect a h igher p roportion  o f the 

popu la tion , com pared w ith land use p lanning. This case study supports this observation 

since positive elements o f in tegration are evident in the exam ined Plan. This case study, a 

strategically transport-re la ted one, is o f regional and nationa l significance as it concerns 

the organ isa tion  o f the O lym p ic  Gam es. Extensive agency consultation took  place, a w ide 

variety o f experts were involved w ith evidence o f good co-opera tion  am ong them. 

Furtherm ore, provisions fo r m onito ring  o f measures suggested in the Plan were m ade and 

a scoping exercise undertaken.

Another objective o f the use o f the case studies was the app lica tion  o f the evaluative 

fram ew ork developed in this thesis (chapter 2) in o rde r to detect the reasons fo r the 

existence or lack o f in tegration o f transport p lann ing w ith SEA. There was m in im al 

in tegration o f SEA in the A thenian case study, and where elements o f in tegra tion  were 

found, these were m ain ly restricted to the socio-econom ic issues o f transport p lanning, 

rather than to  environm enta l issues. For example, only the socio-econom ic part o f transport 

p lann ing was linked with other pertinent studies at d iffe ren t levels o f decision m aking. The 

docum enta tion o f environm ental impacts was m ain ly pro ject oriented. The ra tiona le  in the 

Plan's text was tha t the construction o f basic transport in frastructure and tra ffic  m anagem ent 

measures w ould have indirect environm ental benefits. There was, however, no justification 

fo r the re lationship between these two. Furtherm ore, no a lternative actions were proposed 

and evaluated. Provisions fo r m onitoring  d id not include environm enta l impacts. There 

were no provisions fo r public partic ipation and the discussion o f transport and 

environm ental experts was restricted to socio-econom ic and environm enta l issues regarding 

transport impacts.



It w ou ld  be expected that ow ing to the regional and nationa l significance o f this case study, 

and because o f the experience o f other cities that put fo rw ard  bids fo r the O lym pic  Games, 

the SEA inpu t w ould be h igher than in the other PPPs exam ined in Athens. Indeed, in the 

case o f the Athens 2004  Transportation Plan, all the usually encountered obstacles fo r the 

app lica tion  o f SEA in G reek strategic p lann ing, and especially th roughou t the statutory land 

use deve lopm ent p lann ing were absent. There were beneficia l im plica tions o f the O lym pic 

Gam es to the G reek econom y as the in ternational experience gained from  previous 

O lym pic  G am es Bid com petitions was drawn on, and m ore than 30  experts from  over 20

diffe rent disciplines were employed in the preparation  o f the w inn ing Bid File fo r the

O lym pic  Gam es in 2004.

The reasons fo r the dom ina tion  o f developm ental considerations over environm enta l ones 

and the resulting absence o f both a SEA and adequate 'SEA elements o f in teg ra tion ', can 

be a ttributed to a num ber o f reasons. These are probab ly  related to the un fam ilia rity  or 

lack o f trust in the benefits o f SEA integration , the governm ent focus on the cultural aspects 

o f the Athens candidacy instead o f environm ental protection, o r sim ply to the lack of

environm enta l assessment trad ition  in Greek regional and spatial p lann ing.

Another objective o f the case studies was the recom m endation o f ways to p rom ote better 

practice on SEA/transporf p lann ing integration in the studied regions (section 2 .3 .5). The 

interviewees contacted fo r the purpose of this case study m ain ta ined tha t there are two 

main reasons responsible fo r the absence o f SEA or other environm enta l assessment tools 

in the Transporta tion Plan. These are the politica l and, as such, confiden tia l, nature o f the 

Transportation Plan with its direct im plications fo r the organisation o f the O lym p ic  Games, 

and the procedura l, m ethodolog ica l and institutional d ifficu lties involved in im pact 

assessment at this strategic level o f decision m aking. The environm enta l assessment 

activities undertaken in other O lym pic  Games' candidate cities, can provide valuable 

lessons to the G reek governm ent. In the Sydney 2000  O lym pics fo r exam ple, good practice 

initiatives included the on-go ing  m onitoring  o f greenhouse gas emissions, the in tegration of 

social im pacts from  an early stage th roughout the production o f a 'P relim inary Social 

Im pact Assessment' report, the involvem ent o f environm ental N G O s in the design phase of 

the study fo r the O lym p ic  V illage and the institutional arrangem ents fo r the involvem ent of 

the pub lic  [e.g. C om m unication  Strategy, Games W orkforce Environm ental T ra in ing Plan, 

Environm ental Volunteer Procurement Strategy). In the Cape Town 2004  O lym p ic  Bid, all 

socio-econom ic and environm ental aspects o f the O lym pic  G am es proposal were 

accom m odated under the um bre lla  o f a SEA m ethodology. This gives an ind ica tion  o f the 

value placed on SEA. Nevertheless, the exam ination o f a single docum ent such as the Cape 

Town 2004  O lym p ic  Bid cannot provide general conclusions on the effectiveness o f the use



of SEA in this particular bid. There is evidence to suggest that although SEA had a 

prominent status in the preparation of the O lympic Games documentation, the 

implementation of the requirements specified in these documents m ight have been poor 

(Mentzis, pers. com m .” ).

In addition to the above recommendations for stimulating practice on integration, the 

extension of the positive elements of integration found in the Athens 2004 O lympic Games 

Transportation Plan, can also provide Athens with the opportunity to move beyond the 

'project-EIA' culture regarding transport planning. Therefore, the undertaking of an 

assessment of the transport-related environmental effects of the O lympic Games in 2004 

and the integration of the outcome before, during and after the Games is a feasible 

endeavour. The introduction of a flexible process that is cost-efficient, qualitative, focused 

and participatory and the training of ATHOC's staff on SEA will benefit the organisation of 

the Games in three ways. First, information will be generated for appropriate measures to 

anticipate, control and mitigate environmentally harmful actions. This information can be 

particularly useful in planning fo r the 'day after' the Games and, as such, effectively portray 

AThlOC's long-term vision for local environmental quality. Second, the environmental 

profile of Athens as a city, will be promoted internationally since it will set itself in a position 

to compare and compete with other cities organising the Games. Third, if the potential SEA 

exercise is structured in such a way as to incorporate the requirements of the proposed SEA 

Directive (CEL) and EP, 2000), it would greatly facilitate the smoother introduction of EU 

environmental legislation.

Finally, the presentation of the Athens 2004 Transportation Plan, allows the inference of 

conclusions with relation to the nature and form  of SEA p e r se, and in particular the 

changes necessary to accommodate the specific conditions to Greek transport planning. 

This research showed that the transport planning process has many procedural similarities 

with basic SEA methodology. Taking into account the inherent weaknesses of the Athenian 

planning system (chapter 4), it can be postulated that the methodological and procedural 

flexibility of SEA is the key fo r its future integration in transport studies in Athens.

8.3. Eco-Audit of the Irish National Development Plan 2000-2006 (1999)

8.3.1. The National Development Plan

The Irish National Development Plan 2000-2006 (NDP) is a broad strategic document, 

which details the development priorities for Ireland until the year 2006. It will form  the basis 

of discussions for the Community Support Framework (CSF) fo r the period 2000-2006 with

' '  Personal communication.
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the European Com m ission (EC). NDP has a strong socio-econom ic focus since it builds on 

recent econom ic progress in o rder to strengthen the foundations fo r fu rther and sustainable 

progress (G ol, 1999). The term  'susta inable progress' seems to relate m ainly to 

'susta inable socio-econom ic g row th ' rather than to 'environm enta l susta inab ility ' [i.e. 

developm ent w ith the overrid ing objective o f environm ental protection) o r 'Sustainable 

D evelopm ent' [i.e. developm ent where environm ental and socio-econom ic considerations 

are equa lly balanced). O ne o f the nationa l objectives tha t underpin the NDP strategy, is the 

continuation o f 'susta inable econom ic and em ploym ent g row th ' (G ol, 1999). The utilisation 

o f the term  'susta inable g row th ' m ight be som ewhat m isleading (as it means 'steady rate of 

increase') in describ ing the environm enta lly sustainable course o f action, which is evident in 

other ports o f the Plan. The NDP gives much h igher prio rity  to the environm ent than its 

predecessors (WWF, 1999), and partly ow ing to the p reparation  o f an Eco-Audit, claims to 

be com m itted to environm ental concern w ith in all policy decisions (G ol, 1999).

8.3.2. The Plan’s relevance to Greater Dublin

NDP sets out objectives and investment priorities o f IR£ 4 0 .5 8 8  b illion  (52 b illion  ECU in 

1992 prices) over the period 2 0 0 0 -2 0 0 6  o f public, EU and private funds. These resources 

will be a llocated to five O pera tiona l Programmes (OPs) which com prise three N ationa l or 

In ter-reg iona l OPs, tw o Regional OPs and a separate OP to r the PEACE Program m e. The 

OP fo r the 'Social and Economic infrastructure ' absorbs ha lf o f the to ta l proposed budget 

(IRE 20 .948 ) with the transport part o f it accounting fo r 39% o f the OP.

Public transport measures fo r the G reater Dublin Area, account fo r 25% o f the transport 

funding a llocations, reflecting the nationa l significance o f public transport priorities fo r 

G reater Dublin  (G ol, 1999). C hapter fou r in the NDP, presents the strategy fo r transport in 

the G reater Dublin Area which fo llow s the Dublin Transporta tion 's  O ffice 's  (DTO) transport 

in tegration strategy. There is, therefore, a num ber o f transport in frastructure measures 

scheduled such as road projects, ligh t and suburban ra il, bus netw ork developm ent, public 

transport in tegra tion , and tra ffic  and dem and m anagem ent. In o rde r to justify the increased 

(in com parison to  previous NDPs) focus on public transport in frastructure, the Plan 

reiterates DTO 's a la rm ing  estimates tha t popu la tion  grow th and car ow nership rates have 

already well exceeded the projected level o f 1995 (G ol, 1999). Two o ther transport and 

planning studies (DKM, 1999; Fitzerald et a!, 1999; Brady Shipm an M artin , 1999) also 

support the 'pub lic  transport a rgum ent' fo r Dublin: ' ... the fu ture sp a tia l deve lopm ent o f  

the reg ion m ust be based a ro u n d  p u b lic  transpo rt and ' ... p u b lic  transpo rt investment, on  

a scale n o t h itherto  contem plated, is now  essential in D ub lin ' (G o l, 1999, p. 54). The 

environm ental benefits o f the transport provisions in the NDP, however, have been 

criticised. WWF m ainta ins that there appears to be an unw illingness to introduce effective 

curbs aga inst the expansion o f car ownership and use. It also argues tha t there is 239



substantial investment proposed in public transport but it is still a very small percentage of 

the overall transport spend. (WWF, 1999). The reasons fo r giving investment priority to 

road infrastructure, are attributed in the NDP's text to the 'im m ediate  infrastructural 

bott!eneci<s, the heavy reliance on roads fo r the transport o f  people and  goods a nd  the lack 

o f  alternative networks o f  rea l scale fo r inter-urban transport in Ire land  (Gol, 1999, p. 

216). The concern is, however, that at least in the longer term, this approach m ight lead to 

a 'Sisyphus' scenario where o more efficient road network will also facilitate and encourage 

greater private car use, which will result in further congestion, which in turn will justify more 

road building (WWF, 1999).

8.3.3. The Eco-Audit of policies

The establishment of a process of 'Eco-Auditing of policies in specific sectoral areas and of 

national development plans' was a political priority fo r the Irish government and the pilot 

Eco-Audit of the NDP is the first test of the proposed system (Table 8.2 and Table 8.3).

Ta b l e  8.2: T im e s c a l e  o f  p il o t  Ec o - A u d it  e xer cise  s

•  Pilot eco-audit exercises Identified by Novem ber 1999
• Pilot eco-audit to be com pleted by m id M arch 2000
• Departments to evaluate the ir p ilot eco-audits in M arch /A pril 2000
• G reen N etw ork to evaluate the outcome by June 2000

 •  A  basis fo r future eco-cuditing___________________________________________________________________
Source: P rovided by M r  N oe ! Casseriy, Assisfanf Principal, D epartm ent o f  the Environm ent a n d  Local 
Government.

The Eco-Audit involves the establishment of a form al procedure fo r identifying the 

environmental impacts of sectoral policies and programmes and for m itigating their

adverse impacts (ENDS, 1999). It is referred to as 'environmental appraisal' (ENDS, 1999)

similar to the 'Environmental Appraisal of Development Plans' in the UK, a voluntary 

partiai-SEA system established in the UK in 1993 (DoE, 1993). It is also seen as

complementing the separate formation of SEA for m ajor plans and programmes (Gol,

1999). There is also similarity with the UK 'Policy Appraisal' (DETR, 1998a; DoE, 1991), an

environmental appraisal procedure for government departments. They bear sim ilar scope, 

implementation structures (government departments and statutory consultees) and 

procedures (they are continuous and iterative and include screening, scoping, impact 

assessment and documentation). Eco-Audit has a clear focus on 'in tegration ' since it 

enables the environmental dimensions of policy to be considered concurrent with the broad 

social, economic and other dimensions. (ENDS, 1999). In keeping with the 5th

Environmental Action Programme (CEC, 1992a) and the European Union Treaty [Article 

175(1)], the incorporation of Eco-Audit in an integrative framework is seen by the Irish 

government as a 'vital element in the achievement of Sustainable Development' (ENDS, 

1999).
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T able  8 .3 :  Sc h e d u l e d  p il o t  Ec o -A u d it  e x e r c is e s *

Department o f  Arts, Heritage, Caeitacht and the Islands: - the review of the Programme of Works on the 
Royal Canal,
Department o f  Education and  Science-. - construction of two identical schools in Offaly and Laois, one using 
traditional methods and the other using principles of sustainability and the 'eco-school',
Department of Enterprise and Food - Rural Development Plan,
Department o f  Public Enterprise - the introduction of a working target of 500 Mwe of additional electricity 
generating capacity from renewable sources for period 2000-2005,
Department o f  Health and  Children - establishment of a project team to undertake development of a 
National Toxicology centre,
Department o f  Tourism, Sport and Recreation - the productive sectors in the two regional tourism 
Operational Programmes under the National Plan,
Department o f  Finance - Pilot Eco-Audit of National Development Plan 2000-2006.________________________

Source: Provided by Mr. Noel CasseHy, Assistant Principal, Department o f  the Environment and Local 
Government.
* Last updated July 2000.

The scope o f Eco-Audit covers new or substantially m odified policies, which are included in 

legislative proposals, plans, program m es and policy statements in the areas of agriculture, 

energy, transport, industry, tourism , forestry, m arine and natural resources. Some 

confusion exists on how substantial a policy should be in o rder to undertake an Eco-Audit.

At least two sim ilarities can be exerted with the 'proposed CEC Directive on SEA' (CEU and 

EP, 2000). The first relates to the fie ld of app lica tion o f the specified SEA process. The 

second relates to the existence of a com m on 'screening elem ent', which, in the case of 

NDP, it can be understood os a proactive preparation test, in view of the future enactment 

of the SEA Directive. The Eco-Audit exercise, however, refers to strategic sectoral plans, 

rather than land use developm ent plans that would come under the rem it o f the SEA 

Directive (Table 8.3).

Notw ithstanding the existence of various elements of SEA integration found in developm ent 

plans and other transport-re lated documents, Eco-Audit o f policies is the only true example 

o f SEA found in Ireland. For the purpose o f the cose study analysis, the NDP and other 

supporting docum entation were reviewed and five interviews were undertaken with the 

main agents involved in its preparation (Appendix 2). The governm ent departm ents 

involved in the Eco-Audit were contacted. These were the Departm ent o f Finance with 

overall responsibility, and the Departm ent o f the Environment and Local G overnm ent 

(DoELG), which had an advisory role. O w ing to the politica l and, as such, controversial, 

nature o f the top ic under investigation, the identity o f the interviewees was protected in the 

current text. The fo llow ing section examines the app lica tion of Eco-Audit to the NDP, 

against six elements of integration of SEA into transport p lanning.

8.3.3.1. Procedural integration

The objective o f the Eco-audit is to ensure tha t the environm ental impacts of policies are 

identified as early as possible and that action is taken where appropria te  to e lim inate 2 4 ]



mitigate any potential adverse impacts identified (DoELG, 2000). A specific procedure has 

been developed by the DoELG, and applied throughout the pilot exercises. This procedure 

incorporates three of the early stages of a SEA. In particular, there is 'screening for the 

need of an Eco-Audit' which involves the identification of those policies and policy changes, 

that are likely to have 'substantial environmental impacts' (DoELG, 2000). The degree to 

which the screened policies have significant environmental impacts and therefore subject to 

an Eco-Audit, is determined by the utilisation of a screening and scoping checklist (Table 

8.4).

Table  8.4: Ec o -A u d it  s c r e e n in g  a n d  s c o p in g  c h e c k lis t

Effect of Policy on: Significant O f some 
significance

Insignificant None

Water Quality & Quantity 
Water Quality
Polluting discharges to surface, 

ground or marine waters 
water quantity

Air Quality
Air Quality (Local)
Air Quality (Transboundary) 
Polluting discharges to atmosphere 
Emissions of greenhouse gases

Biodiversity
Quality of areas of habitats 
Populations or range of species 
Protected areas
Threatened or protected species

Land Use
Land use patterns 
Landscape

Resource Conservation 
Energy use 
Waste Recovery 
Natural resource/ material use 
Extraction or use of non-renewable 

resources
Waste

Waste Production 
Disposal

Architectural and Archaeoloaical Heritaae 
Buildings and structures of 

architectural or historic importance
Archaeological sites, monuments 

and artefacts
Health & Welfare o f Population 

Noise levels
Security & Safety of the public

Danaerous Substances
Use of Dangerous Substances 
Risk of accidents during the 

transport, use and manufacture of dangerous 
substances

Source: Eco-Audif o f  Policies: GuicJelines, Annex A (DoELG, 2000).

The checklist has a double purpose. First, at a generic level, the headings of the checklist 

ore utilised as environmental criteria in order to assess the significance of the policies and 

determine the extent of more detailed assessment (impact screening). Second, the headings ^^2



are broken down into sub-headings that are used as sub-criteria to determine significance 

to specific environmental themes (impact scoping). These two layers o f assessment 

provide the necessary sieving o f im portant issues, and avoid unnecessary efforts, 

focusing on insignificant issues. The criteria fo r selecting the policies, plans and 

program m es to be subjected to an Eco-Audit are i) when significant environm ental 

effects are likely to occur in respect o f any areas listed in the 'screening-scoping' 

checklist, ii) when environm ental effects o f some significance are expected in two or 

m ore areas o f the checklist, and iii) when there is uncertainty in the determ ination o f 

significance. These screening criteria, however, do not e lim inate the most 

im m ediate purpose, which is the establishment o f more detailed environm ental or 

Sustainable Development benchmarks against which the estimation o f significance 

can be based. Taking into account the current policy fram ew ork and the data 

available, these benchmarks could be quantitative and qualitative environm ental 

quality standards and targets either agreed under EU and in ternational agreements 

(such as the Kyoto com mitment), or be the result o f consultation between 

governm ent departments. In the transport field in particular, there is an array o f 

appropria te  docum entation and research regarding the setting o f indicators and 

environm ental impacts (see section 7 .2 .3 .2  o f the NDP).

According to the Eco-Audit guidelines, certain methodological stages need to be addressed 

(but not documented) throughout the preparation of an Eco-Audit (Table 8.5).

T a b l e  8.5: C o n t e n t  o f  Ec o - A u d it

In a d d it io n  to the issues addressed os po rt o f genera l po licy  d e ve lo p m e n t and  a p p ra is a l (po licy  a im s and 
ob jectives, costs e/c) an E co-A ud it w ill address the fo llo w in g :

•  the s ig n ifica n t positive o r  negative  e n v iro n m e n ta l im pacts, w h e th e r d irec t o r ind irec t. In iden tify ing  
these im pacts the E co-Audit w ill, in p a rticu la r q u a n tify  in so fa r  as poss ib le  the e n v iro n m e n ta l effects 
listed in the  A nnex an d  th e ir  s ign ificance  fo r  the state o f the e n v iro n m e n t, n a tio n a lly  an d  in a 
tra n s b o u n d a ry /g lo b a l context,

•  the  a lte rn a tive  po licy  op tions cons ide red ,
•  descrip tion  o f  m easures to e lim in a te /m it ig a te  an y  h a rm fu l e n v iro n m e n ta l im pacts  like ly  to  arise,
•  id e n tif ica tio n  o f e n v iro n m e n ta l po lic ies, s tanda rds  a nd  licens ing  req u ire m e n ts  w ith  w h ich  po licy 

a n d /o r  p ro jects im p lem en ted  u nder po licy  w ill co m p ly , and
 •  p ro v is ion  fo r  assessm ent o f im p a c t fo llo w in g  im p le m e n ta tio n .________________________________________

Source: Eco-Audit o f  Policies: Guidelines, Annex A (DoELG, 2000).

The NDP incorporated a summary of the main conclusions of the Eco-Audit and attempted 

to accommodate some of the requirements listed in Table 8.5. The author of the summary 

concluded that ‘ there would be impacts [of the NDP's policies on the environment], ranging  

from the insignificant to the significant...', and 'The [environmental] im pact ... places a 

prem ium  on the pursuit o f  policies which prom ote economic efficiency, with less intensive 

resource use and  less environmental stress.' (Go!, 1999, p. 302). The examination of the 243



environm enta l impacts stem m ing from  transport however, showed a lack of analytical 

v igour in im pact assessment. In particu lar, there were conflicting views on the 

environm enta l im pact o f transport as presented in various strategic documents, and in the 

Eco-Audit.

The Environm ental Protection Agency (EPA) fo r exam ple pointed to  the transport sector as 

an area where m ain threats to the environm ent arise (EPA, 1999b), and the Dublin 

Transporta tion O ffice  stressed that grow th in dem and fo r  transport has exceeded previous 

projections (DTO, 1999; 1998). The NDP, however, concluded that the overall impacts 

from  road developm ent and the provision o f pub lic  transport in m ain ly  one city, w ill be 

beneficia l fo r the country as a whole (G ol, 1999). Road bu ild ing , however, does not lead to 

an increase in car ownership and usage neither contributes to the realisation o f the Kyoto 

lim it. The environm enta l impacts o f car ownership and usage are particu la r concerns in 

shaping current Irish environm ental policy m aking. Accord ing to EPA, Ire land 's grow ing 

econom y is leading to increased car ownership. The tota l num ber o f vehicles increased by 

49% between 1987 and 1997. This resulted in increased tra ffic  congestion and noise in 

urban areas (EPA, 1999b). Greenhouse gas emissions are also o f concern. According to 

EPA, 'Increas ing  C O 2 em issions from  bu rn ing  o f  fossil fuels have im p lica tions fo r  o u r ab ility  

to m eet this agreem ent. In a  business as usual scenario, exceedance o f  the Kyoto L im it is 

p red ic ted  in  the sho rt term .' (EPA, 1999b, p. 19). Furtherm ore, the NDP recognised the 

d ifficu lty to  stay w ith in the lim its o f the Kyoto protocol in the context o f current rapid 

econom ic grow th. (G ol, 1999).

The Eco-Audit guidelines encouraged the quantifica tion  o f the environm enta l effects of

policies (Table 8.5). There was however, no evidence o f such quantifica tion  in the Eco-Audit

report, included in Appendix 4 o f the NDP's text. The report noted tha t the unava ilab ility  of

data at this high level o f decision m aking makes the quantifica tion  o f environm ental

impacts im possible. It suggested that this task can be undertaken at a lower decision

making level th rough the m onito ring  o f the im plem enta tion  o f O pera tiona l Programmes

(Gol, 1999). There was also a reference in the Report to  the use 'o f ind icators of

environm ental perform ance at O pera tiona l Program m e project selection' (G ol, 1999). The

W orld -W ide  Fund fo r Nature (WWF) identifies a possible p rob lem  in that respect:

'C ha p te r 12 [ o f  the N D P] refers to a num be r o f  criteria  tha t w ill be inco rpo ra ted  
in to  p ro je c t selection procedures. Environm enta l im pac t is one o f  a  num ber. The 
w eigh t a ttached to any o f  these considerations w ill vary in  the lig h t o f  specific  
p ro g ra m m e  o r  m easure objectives. This is o f  p a rticu la r concern - env ironm en ta l 
im p a c t m ust be taken in to  account in  a ll  p ro jects a n d  m easures tha t have a 
s ign ifican t im pact. Because this is n o t explic itly  stated, i t  is p ro b a b le  th a t econom ic  
argum ents w ill be used to override env ironm en ta l considerations in  respect o f  fo r  
exam ple m a jo r in frastructure p r o j e c t s . ' , 1999, p. 6).



The Eco-Audit of the NDP devoted a whole chapter to the 'identification of environmental 

policies, standards and licensing requirements with which policy and /or projects 

implemented under policy will comply' (Table 8.5). In relation to transport, there are 

references to the contribution of Structural Funds and Cohesion Funds to transport 

infrastructure proposals, to the relevance of Sustainable Development of EU Treaties and 

agreements such as the Kyoto commitment to the reduction of greenhouse gases, and to 

recommendations fo r further measures such as the planned National Greenhouse Gas 

Abatement Strategy (Gol, 1999).

There is weak documentation in the NDP concerning the remaining four requirements 

specified in the guidelines (Table 8.5). In particular:

•  the Eco-Audit did not consider any alternative policy options neither did it assess 

any alternative policy scenarios. This can be partly attributed to the ineffective timing 

o f the Eco-Audit, as it appears that it was carried out after scoping, that is after the 

form ulation of the issues addressed as part of the general policy development and 

appraisal,

• there were no mitigation measures suggested, at least as fa r as transport planning 

is concerned,

• there were no provisions made in the Eco-Audit fo r monitoring of potential impact 

follow ing implementation,

• there was no distinction made between direct and indirect impacts.

The Eco-Audit procedure was supplemented by internal consultation (within and between 

government departments) and the provision of documents for public information (Gol, 

1999).

Another indicator of a positive procedural integration of SEA with transport planning, is the 

continuation of the SEA exercise (in this case the Eco-Audit) in parallel with the 

implementation and review of the transport planning exercise (in this case the NDP). There 

is evidence to suggest that the Eco-Audit is a continuous process, since the further 

application of the exercise at a later tier of decision making is advocated in the Eco-Audit 

report, especially in relation to individual OPs (Gol, 1999). In addition, the internal Eco- 

Audit guidelines refer to the need for further guidelines on the contents of Eco-Audits of 

policies, which will be kept under review in the light of experience and the application of 

the Eco-Audit to national development plans (DoELG, 2000). These statements are positive 

signs of the 'iterativeness' of the process since the eight pilot projects currently under 

appraisal (Table 8.3), offer valuable insights into improving the Eco-Audit when applied 

throughout the preparation of the next NDP. It is evident, however, that time is a crucial
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consideration when designing such assessment exercises since the varia tion  o f current Irish 

(and EU) econom ic, politica l and adm inistrative conditions over the fo llow ing  six years, 

m igh t a lter drastically.

8.3.3.2. External integration

The docum ents tha t have inform ed the NDP and are relevant to  Eco-Audit, are: i) the 

N a tiona l Sustainable Developm ent Strategy which established an assessment m ethodology 

based on the use o f quantita tive environm ental indicators (G ol, 1997; EPA, 1999a), and ii) 

a report produced by EPA entitled 'Environm ent in Focus' tha t includes a broad overview o f 

current trends on environm ental quality, and o f econom ic and social d riv ing forces exerting 

pressure on the environm ent (EPA, 1999b). Four fu rther docum ents w ill also be useful in 

the fu ture  and especially in in fo rm ing  the Eco-Audits o f the OPs, nam ely the;

•  'Environm ental Evaluation o f the Irish CSF 1994 -19 99 ,

•  'Environm enta l Indicators and Structural Funds Programmes in Ireland: A G uidonce

D ocum ent' prepared by ERM Consultants fo r the CSF C o-o rd ina ting  C om m ittee,

•  H andbook on Environmental Assessment o f the Regional Developm ent plans and 

EU Structural Funds Programmes, and

•  m ethodo log ica l W ork ing Papers: Vademecum  fo r Structural Funds Plans and 

P rogram m ing Documents and the Ex-Ante Evaluation o f the Structural Funds 

Interventions, Indicators fo r M on ito ring  and Evaluation (G ol, 1999).

The above docum enta tion shows the concentration to im pact assessment m ethodologies 

and the use o f indicators in the future dra fting  o f OPs and NDPs. It also explains tha t the 

continuation o f SEA-related procedures (such as the SEA fo r the previous NDP and the 

current Eco-Audit) is p rim arily  influenced by the EU environm enta l regulations regard ing 

financ ia l a id.

The 'environm enta l ind ica to r' approach suggested in the Eco-Audit report at an OP level, 

could have been adopted th roughout the preparation  o f the NDP. It seems tha t one o f the 

reasons fo r not undertaking an 'ind ica tor-based assessment' was the scarcity o f in form ation 

at this strategic p lanning stage' (Gol, 1999). As fa r as the transport sector is concerned 

however, this argum ent can not be m ainta ined as there is a bulk o f literature (both in 

Ireland and abroad) that if put together, would have provided va luab le  insights, both in 

terms o f data ava ilab ility  and setting o f quantita tive indicators, as well as in terms of 

m ethodolog ies and assessment techniques. An indicative list o f such research and p lann ing 

docum ents in Ireland includes: (DTO, 1999; DTO, 1998); (G ol, 1997 ; EPA, 1999a; EPA, 

1999b); Knight, and Feeney, 1999; O scar Faber, 1999; O scar Faber, 1999; and three 

reports m entioned in the Eco-Audit report i.e. 'Environm ental Evaluation o f the Irish CSF 

1 9 9 4 -9 9 ', 'Environm ental Indicators and Structural Funds Program m es in Ireland: A
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Guidance', and 'A  Guide for the Ex-Ante Evaluation of the Environmental Impact of 

Regional Development Programmes' prepared by ECOTEC for DGXVI.

8.3.3.3. Methodological integration 

It would have been beneficial in terms of resource efficiency, minimisation of administrative 

bureaucracy, better environmental management, and therefore, informed decision making, 

if an integrated approach to environmental, economic, gender, poverty and rural impact 

assessment of the NDP was attempted. The above themes of national policy hove three 

common properties. First, they are included in the NDP's objectives and strategies (with the 

exception of the environmental theme). Second, the impacts of the Economic and Social 

Infrastructure Programme on these themes (excluding the economic theme) are 

documented in a three-page text in the NDP. Third, evaluation criteria, which will be 

explicitly incorporated into the project selection procedures of all implementing bodies 

under the National Development Plan, will be assigned to all these themes. They are 

therefore, well suited to provide Sustainable Development targets set to appropriate 

indicators and thus, adequately address the performance of the specific Programme, or the 

overall impact of the Plan. The unification of these impact assessments, would require the 

use and modification of institutionally and publicly accepted indicators that could be used 

throughout the identification of environmental baseline; ex ante impact assessment, m id

review monitoring of implementation, and expos/eva luation of the Plan as a whole.

The quantification of targets might pose difficulties. There is however, an array of 

appropriate indicators regarding the environment at the disposal of Departmental experts.

In addition, four quantitative targets have been established in the Plan regarding 'poverty 

proofing '. The development of the computerised data management system for the current 

NDP and its constituent OPs will be an essential tool in that respect as it can be used ' ... 

fo r m onitoring, ... and  fo r the provision o f  up-to-date and  comprehensive inform ation on 

the NDP and  CSF 2000-2006 ' (Gol, 1999, p. 214). This approach could also be linked to 

the preparation of the National Spatial Strategy currently under preparation, and thus 

influence, and be influenced, by information on the spatial distribution of socio-economic 

and environmental impacts at a regional level.

The successful application of this model however, will depend on government's 

administrative flexibility and capacity regarding environmental management, and on the 

fa ir weighting of the significance of environmental impacts alongside other socio-economic 

impacts of the NDP. The latter concern raises the issue of the role that SEA should play in 

this integrated impact assessment model. As far back as the late 80s, arguments had been 

expressed that appropriate documentation would be of param ount importance if SEA 

would retain its environmental protection identity in a fully integrated planning schema ^47



(Wood, 1988). In the early 90s, there was perhaps too great a demand placed on the role 

of SEA and m ajor changes in planning culture and practice would have been required to 

effectively accommodate SEA requirements (Partidario, 1992). During the late 90s, Lichfield 

(1996a) maintained that successful integration had more to do with the nature of decision 

making [i.e. whether other socio-economic considerations dominate over the environmental 

ones) rather than any technical and methodological designs.

The 'in tegration ' paradigm  has also been debated at an EU level, especially throughout the 

preparatory process fo r the drafting of a proposal fo r a SEA Directive. During the statutory 

consultation phase, the Committee of the Regions maintained that the first step towards 

Sustainable Development, (which is the final destination of EU' s  environmental policy and 

was a principle endorsed by the proposed draft SEA Directive), would necessitate that 

environmental issues are considered in conjunction with social and economic issues. (COR, 

1997: CdR 172/97 fin). According to the Committee of the Regions, however, this 

'unification of planning issues' does not safeguard the 'integration of the environment into 

decision m aking' since it will still be at the discretion of the decision taker to consider, or 

not, the results of a SEA (CoR, 1997).

It can be concluded that, regardless of the methodological framework selected for SEA 

integration, the subjectivity involved in taking decisions on adopting certain policies and 

excluding others cannot be disregarded. 1 can be argued, that the application of an 

'integrated appraisal/planning fram ework' m ight provide a more methodologically 

'reasoned' justification for disregarding environmental protection concerns. For example, 

the definition of 'cost-effectiveness', one of the criteria that will be used for the project 

selection procedures under the current NDP, is the 'o ve ra ll benefits, as reflected in the 

above criteria, in relation to pro ject costs' (Gol, 1999, p. 212). Given that the 'above 

criteria' are mostly of economic nature [i.e. OPs and project objectives, economic impact, 

and financial viability) and the three out of eight criteria are of socio-economic nature, then 

the concerns over the limited influence of the environmental impact in project selection (one 

criterion out of eight) appears to be justified.

W hat therefore would the role of an 'integrated SEA fram ework' be, and how could SEA 

respond to this challenge? First, an 'objectives-led' approach could be adopted where the 

overall objective of the NDP has to be decided. If the objective of 'achieving Sustainable 

Development' is chosen, then the environmental criteria should have equal weight with the 

socio-economic ones. If 'sustainability' or 'Ecologically Sustainable Development' is chosen, 

then some of the environmental criteria should be given priority over the socio-economic 

ones. Under the current 'Sustainable Economic and Employment G rowth' objective (Gol,
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19 9 9 ) ,  th e  e n v i r o n m e n t a l  criteria could  b e  a b a n d o n e d  a l t o g e t h e r  wi thout  b r e a c h i n g  the  

object ive.

Se c o n d ,  f r o m  a  technica l  po in t  of  view, the  use  of  a  s imp le  ' co mpat ib i l i ty  mat r ix '  o f  t he  type 

r e c o m m e n d e d  by th e  British DETR for  thei r  use  in t h e  En vi ro nm en ta l  A pp ra is a l  of 

D e v e l o p m e n t  Plans  (DoE, 19 9 3 )  cou ld  b e  useful for  dec ision  m a k e r s  a n d  a s s e s s m e n t  t e a m s  

for  che ck in g  th e  a r e a s  of  cons is tency  a n d  conflict  b e t w e e n  s u g g e s t e d  a n d  a l te rnat ive  

m e a s u r e s ,  pol icies a n d  p r o g r a m m e s ' ^ .  In o r d e r  to be t ter  in form dec is ion  m a k i n g ,  this 

matr ix c a n  a l s o  b e  c o m b i n e d  with a p p r o p r i a t e  d o c u m e n t a t i o n  in t h e  f o rm  of ' c o m m e n t a r y  

bo xe s '  w h e r e  signi ficant  conflicts a r e  ident i fied,  mi t iga t ion  m e a s u r e s  d i s cu s sed ,  a n d  

a l te rna t ive  o p t io n s  s u g g e s t e d .

Third,  a s  Schol ten  a n d  Ruis (1 9 9 9 )  su g g e s t ,  if it is f o u n d  a t  th e  sc o p i n g  s t a g e  t h a t  both 

e n v i r o n m e n t a l  a n d  e c o n o m i c  ob ject ives a r e  not  fully c o m p a t i b l e ,  t h e r e  sh o u ld  b e  a t  least  

o n e  a l te r na t iv e  t h a t  m e e t s  the  e n v i r o n m e n t a l  object ive.  T hen  f r o m  t h a t  a l t e rna t ive  it ca n  b e  

le a r n e d  which  c o n c e ss io n s  mu s t  b e  m a d e  in th e  e c o n o m i c  ob jec t ive in o r d e r  to a c h ie v e  the 

e n v i r o n m e n t a l  object ive.  Unlike th e  c a s e  with the  cur r en t  NDP, this a p p r o a c h  p r e s u p p o s e s  

the  ear ly  in tegr a t i on  of  SEA (and  a n y  o t h e r  m a n a g e m e n t  tools) with the  p l a n n i n g  process .  

Finally, in a  c o m m u n a l  a n d  in te g ra te d ,  i m p a c t  a s s e s s m e n t  m o d e l  w h e r e  all m e t h o d o l o g i c a l  

tools  m e r g e  their  identity a n d  p r o c e d u r e s ,  SEA shou ld  no t  b e  p r e o c c u p i e d  with such 

'p er sona l i t y  c o m p le x e s ' .  It w oul d  b e  m o r e  const ruc tive  for  SEA a n d  th e  o t h e r  part ic ipa tory  

tools,  to c o n t e m p l a t e  over  po ss ib le  benefi t s,  r a t h e r  th a n  b e  p r e o c c u p i e d  over  ' identi ty 

cost s ' .  Expec ted benef i t s  could  very well be:

•  t h e  provision of  incent ives for  a n  admi nis t r a t ive  r e o r g a n i s a t i o n  th a t  will a im  a t  

r e s o u r c e  a n d  o r g a n i s a t i o n a l  efficiency,

•  cos t-e ffect iveness f ro m  ant ic ipa t in g  costly intervent ions  a t  a  p r o g r a m m e  a n d  projec t  

level of  dec ision  m a k in g ,

•  be t te r  dec is ion  m a k i n g  a s  t h e  conflicts b e t w e e n  sec tors  of  t h e  e c o n o m y  a n d  society 

a r e  clarified a n d  d o c u m e n t e d ,

• th e  c o m p a c t  a n d  c o m p r e h e n s i v e  w a y  t h a t  the in fo rm at io n  o n  overa ll  effects is 

p r e s e n t e d ,  a n d

• t h e  e n c o u r a g e m e n t  of  m o r e  t r a n s p a r e n c y  a n d  i n t e r - d e p a r t m e n t a l  c o m m u n i c a t i o n .  

The  a d o p t i o n  a n d  successful  im p l e m e n t a t i o n  of t h e s e  or  s imi la r  a p p r o a c h e s  a t  a  na t iona l  

d e v e l o p m e n t  p l a n n in g  level, w oul d  u n d o u b t e d l y  lead  to a  h i g h e r  cont r ibu t ion to 

Su s ta in ob le  D e v e l o p m e n t ,  a s  o p p o s e d  to  s u s t a i n a b l e  e c o n o m i c  g ro w th  (which is th e  NDP's  

objective).

See figure 5.1 (DoE, 1993) for an illustration o f  a com patibility matrix and para. 5.3; 5.5-5.9 (D oE, 1999).
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8.3.3.4. Substantive integration (documentation of SEA)

Accord ing to the guidelines fo r the Eco-Audit, its conclusions should be i) sum m arised in 

m em oranda to governm ent on policy and legislative proposals, and ii) included in 

exp lanatory m em oranda to Bills and policy statements (DoELG, 2000). The Eco-Audit o f the 

NDP exceeded these specifications. A discussion o f the environm enta l impacts o f transport 

in frastructure and measures was presented in various sections in the NDP text. There are 

tw o paragraphs in the three-page sum m ary o f the Eco-Audit o f the NDP [i.e. A ppend ix 4, 

para. 4 .7  and 4 .10) and a m ore detailed account o f the environm enta l impacts o f the 

suggested road network and public transport provisions fo r the G reater Dublin  Area. 

A lthough there is recognition in the text o f adverse effects o f emissions, noise and sensitive 

areas from  road transport, the report concludes tha t there w ill be im provem ents in 

environm enta l conditions from  road infrastructure developm ent, since ‘ the e lim ina tion  o f  

congestion due to th rough-tra ffic , a n d  im provem ent o f  jo u rn e y  times a n d  tra ffic  conditions, 

w ill also have bene fic ia l effects on vehicle emissions! (G o l, 1999, p. 80). Since this is the 

only reference in the NDP to environm ental effects tha t are sum m arised in the A ppend ix, it 

can be concluded that the environm ental benefits w ill occur indirectly by satisfying the 

econom ic and social exclusion objectives. It can also be assumed tha t as a result o f 'lim ited  

in fo rm ation  on overall im pact', the predictive uncertainty involved at this high tie r of 

decision m aking and the experim entation stage o f Eco-Audit, rendered the use o f the 

checklist specified in the Eco-Audit guidelines som ewhat superfluous. It is also stated in the 

text that all road projects in the NDP likely to have sign ificant effects on the environm ent will 

be subject to an Environmental Im pact Assessment (G ol, 1 999 , p. 80).

According to NDP's text where the environm ental effects o f the Economic and Social 

Infrastructure Program m e are discussed, the large investment in pub lic  transport w ill have 

substantial environm ental benefits particu larly in the G reater D ub lin  Area. (G ol, 1999). 

There was an assumption m ade here tha t the environm ental benefits in emission and noise 

level reduction w ill occur by a 'switch to public and non-m otorised transport'. The DTO 

m ain ta ined in 1999 that by 1997, travel dem and was grow ing at a fa r h igher rate than 

had been antic ipated in the orig ina l DTI Study o f 1995 (DTO, 1999). The 1999 'D ub lin  

Transporta tion Blueprint 2 0 0 0 -2 0 0 6 ' aims at accom m odating over 4 5 ,0 0 0  to 104 ,000  

add itiona l peak hours trips to antic ipate that grow th in dem and travel. There is no evidence 

to suggest tha t a 'switch to public and non-m otorised transport' can be taken fo r granted 

since:

•  there were 73% o f peak hours car trips generated in DTI area in 1999 '^ com pared 

to only 1 9% by bus (DTO, 1 998),

Estimations made in September 1998. For 1999, the current rate {i.e. 1998) o f progress was assumed (DTO 1998, 
p, 10, table 4.1).



•  in 1999, car ownership rates hod substantia lly exceeded those projected fo r 2001 

(DTO, 1999), and

•  the com ple tion  o f the C -ring  and the connection o f Dublin with routes to other parts 

o f Ire land under the Roads Project, m igh t e lim inate  congestion in the short term  but 

m igh t not decrease car use and ownership rates.

Emphasis is also given in the NDP, to the developm ent and im plem enta tion  of a 

'com prehensive dem and m anagem ent strategy fo r the D ublin A rea ' which was published 

after the pub lication o f the Eco-Audit fo r the NDP. In the 1999 'Study o f Road Pricing in 

D ub lin ' (O scar Faber, 1999), there are innovative recom m endations on dem and 

m anagem ent measures. These include a cordon a rrangem ent based in itia lly  around the 

city centre, which predicts a reduction o f vehicle hours in the central Dublin Area at a scale 

o f 1 1.9% to 24.6% , peak period charg ing, and electronic vehicle detection backed up by a 

cam era-based enforcem ent system. The 'm e thodo log ica l in tegration capacity ' of this study 

is substantia l as its recom m endations include the prepara tion  o f a full social cost-benefit 

appra isa l, an im pact distribution study (spatial d is tribution and d istribution o f impacts 

across d iffe ren t socio-econom ic groups), and a deta iled cost-benefit analysis (Oscar Faber, 

1999). The Eco-Audit fo r the OPs and the N ationa l Spatial Strategy can benefit from  the 

developm ent o f these studies by in form ing the areas in the G reater Dublin Area on the 

spatial im pacts o f transport.

8.3.3.5. Social integration 

The term 'Social In tegra tion ', indicates a transparen t Eco-Audit procedure through 

w idespread consultation. This m ight involve com m unication  am ong a variety o f 'social 

partners' (such as com petent authorities, governm ent agencies, organisations, organised 

local groups and environm ental NG O s) and pub lic  partic ipa tion .

According to the Eco-Audit guidelines, the extent o f consultation is decided internally. It is 

left to  the discretion o f individua l governm ent departm ents and the ir associated agencies 

(such as EPA) to decide whether or not a policy should be subject to an Eco-Audit, and 

further consultations should be undertaken with other departm ents. A description o f the 

consultation process was contained in an 1 1 page Append ix o f the NDP. The consultation 

included the circulation o f a d ra ft overview o f the Plan p rio r to fina lisa tion , and sectoral 

meetings with regional and public authorities and with the Econom ic and Social Partners 

(COM HAR'"). These initiatives, however, barely extended to  environm enta l interests outside

COMHAR, the National Sustainable Development Partnership, established in early 1999. It is a grouping o f 
NGOs that provide the forum for national consultation and dialogue on all issues surrounding Ireland's pursuit o f 
Sustainable Development. It plays an important role in the development and implementation o f policy and the 
integration o f environmental considerations into policy development.



governm ent departm ents and agencies (WWF, 1999). A lthough there was no m andate  fo r 

consultation with environm ental N G O s, the D epartm ent o f Finance tha t had the overall 

responsib ility  fo r the Eco-Audit o f the NDP, consulted two environm enta l N G O s. WWF 

m a in ta ined , however, that a lthough environm ental interests had been represented on the 

N a tiona l Economic and Social Forum since its establishm ent in 1993, environm enta l N G O s 

were not included in the consultation process on the same terms as the other partners 

(WWF, 1999).

The interviews w ith governm ent offic ia ls involved in the prepara tion  o f the Eco-Audit o f the 

NDP revealed tha t because the Eco-Audit is a continuous, as well os a learn ing process, 

in te r-departm enta l co-operation  is o f param ount im portance. As one interviewee noted 'I f 's  

the on ly  way you  can g e t these k in d  o f  exercises done, b y  having 'p lu s ' co -opera tion  with a  

m ultitude  o f  p e o p le  a n d  exchanging in fo rm a tio n '. Furtherm ore, ano ther interviewee noted 

tha t 'th e  m ore  transparen t the process is, the better i t  w ill s tand  in  the lo n g e r te rm '.

In conclusion, the consultation exercise fo r the Eco-Audit o f the NDP, was m ore proactive 

com pared to the m andatory guidelines, but fa iled to accom m odate  the m in im um  

requirem ents o f a transparent environm ental appra isa l process. As such, the opportun ity  to 

fu rther in tegrate d iffe ren t views (both on the m ethodo log ica l side and the content o f the 

Eco-Audit), was not fu lly  utilised.

Public partic ipa tion  was not undertaken fo r the Eco-Audit o f NDP. This is a particu larly  

d ifficu lt issue fo r all governm ent adm in istra tions in ternationa lly  tha t have attem pted to 

introduce SEA systems at a national level (Zagorianakos, 1998). Nevertheless, com pared to 

other countries, Ireland is a country were public partic ipa tion  at a reg iona l level has been 

successfully im plem ented. For exam ple, during the prepara tion  o f the 1999 'S trategic 

Planning G uidelines fo r the G reater Dublin A rea ', a series o f pub lic  partic ipa tion  initiatives 

took place such as notices placed in nationa l newspapers, direct consultation w ith a small 

num ber o f re levant interest groups, and the d istribution o f a Public Briefing Docum ent and 

a Q uestionnaire . A sum m ary o f the results o f this pub lic  partic ipa tion  exercise appeared in 

an A ppend ix o f the G uidelines (Brady Shipman M artin , 1999). Examples where proactive 

public partic ipa tion  was exercised at a nationa l level (which shares s im ila r m ethodo log ica l, 

tem pora l and financ ia l d ifficulties with the reg ional level) include the 1997 'N a tio na l 

Sustainable Strategy' w ith the publication o f 'discussion docum ents' (G ol, 1997), and the 

on -go ing  'N a tio na l Spatial Strategy' where the C onsultation Paper tha t aim s at seeking 

views from  the general public and interested parties, was published on the Internet.
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8.3.3.6. Integration of human resources

Expertise involved in the preparation of the Eco-Audit was recruited from the Department of 

Finance, which had the overall responsibility fo r the Eco-Audit of the NDP. In addition, 

there was substantial contribution from the DoELG, which was responsible fo r drafting the 

guidelines. The expertise included surveying and town planning, economics and 

environmental economics. The interviewees noted that there is scope fo r 'further resources 

to be put into the system' in terms of expertise requirements as ' ... a t this stage it  does 

require both our own M inistry and other Departments to make rea l commitments to 

resources to //[Eco-Audit]'. A decision, however, has to be made on whether there will be a 

building up of expertise within the organisation or if external advice will be sought.

The administrative flexibility and capacity of a given organisation is an im portant 

contributor to successful integration of SEA with spatial and transport planning. Appraisal 

experts can facilitate integration by sharing information and closely co-operating with 

experts in other administrative structures within or outside the organisation. For the Eco- 

Audit of the NDP, successful expert consultation and co-operation would have the benefits 

of 're fin ing ' the Eco-Audit process and methodology in the light of experience elsewhere, 

and initiating a multi-disciplinary approach to policy appraisal. There are at least three 

administrative structures that could potentially accommodate interdisciplinary expert co

operation and information sharing. Affer the completion of the Eco-Audit, the individual 

departments will undertake an initial review of the process. It is at the discretion of the 

individual Departments to decide whether to assign the review to an external consultancy or 

if it will be undertaken internally by the Departments. If the review is undertaken internally, 

this will be done by people other than those involved in the preparation of the Eco-Audit. 

The Departments' results of Eco-Audit and the recommendations for the Eco-Audit as a 

process, will be submitted to the 'Green Network of Departments' which will make final 

recommendations after one year, in order to further develop the approach. As an 

interviewee noted, the Green Network of Departments is a ' ... high level group, 

representative o f  those departments where the question o f  the integration o f  environmental 

considerations is considered to be appropriate. Its whole mission i f  you like is to p u t  

forward the integration agenda  ... dealing with cross-sectoral issues

The Green Network is also guided by a philosophy of sustainability. As an interviewee 

stated ' ... the Eco Audit exercise has been suggested by the Sustainable Development 

Strategy, and the Green Network of Departments is the structure which is in charge of 

bringing this forward ... ' . As such, it is in an appropriate position to provide focus for 

inter-departmental, inter-sectoral assessment expertise. The potential staffing of the Green 

Network with an 'Integrated Appraisal Unit' or a w ider 'Environmental Unit' which will



either co-operate  w ith, or be comprised by experts in the Environm ent Units a lready in 

place in various Departm ents (e.g. D epartm ent o f Agricu lture, D epartm ent o f Public 

Enterprise), m ay fu rthe r prom ote environm ental in tegra tion  at an adm in istra tive level. The 

'in teg ra tion  capacity ' o f the Green Network could be increased by the consultation (or 

possibly m erg ing) o f bodies with s im ila r technical competencies such as the Central 

Evaluation U nit due to be established in the D epartm ent o f Finance, The Central Evaluation 

Unit w ill be charged w ith the function o f provid ing an on -go ing  evaluative input in to the 

w ork o f each o f the M on ito ring  Com m ittees and o f carrying out or com m issioning any 

evaluations which m ay be required at OP or CSF level (G o l, 1999). There are plans fo r the 

Unit to be staffed by a balanced mix o f internal and external expertise com pris ing a small 

num ber o f persons, genera lly recruited through open com petition , and appo in ted on a full 

tim e basis, augm ented by external experts recruited on short-term  contracts. (G ol, 1999).

Finally, the three 'ho rizon ta l co-ord ina ting  com m ittees' inc lud ing the Environm ent C o 

o rd ina ting  Com m ittee, which is responsible fo r m on ito ring  the situation across OPs and fo r 

reporting progress to the CSF m onitoring  com m ittee, can provide transparency fo r the 

above adm in istra tive  structures. They m ight also be useful in checking the effectiveness of 

the Eco-Audit and fu rther refin ing the process. O ne interviewee was in favour o f involving 

the 'g ro und  level' im plem enting bodies and local authorities during  Program m e 

im plem enta tion , in o rder to receive m eaningfu l feedback on the effectiveness o f the Eco- 

A udit m ethodo logy and especially o f the 'screening-scoping checklist: ' /  w ou ld  be a b it 

concerned i f  the checklists are draw n by  environm entalists independen t o f  p e op le  on the 

g ro u n d  who have to im p lem ent the pro jects ... there is a  d a n g e r o f  becom ing  a  

'theoretic ian 's checklist'. You need  to b rin g  on b o a rd  the p e op le  who w ill ac tua lly  

im p lem en t the pro jects on the g ro u n d ...'.

8.3.4. Conclusions of the case study in Dublin

The Eco-Audit o f the Irish N ationa l Developm ent Plan was a m a jo r step tow ards in tegrating 

environm ental concerns into all o ther policy areas (WWF, 1999). The Eco-Audit m odel is 

still at an early stage and probab ly needs tim e to perfect a sophisticated m ethodology. 

Furthermore, the establishm ent o f an environm ental appra isa l system at a nationa l policy 

level poses d ifficulties well known to countries that have attem pted it. It is not surprising 

therefore tha t the Eco-Audit Report noted tha t ' ... The poss ib ility  o f  the em ergence o f  som e  

unsustainable pa tte rns o f  deve lopm ent w ithin the fram ew ork  o f  the Plan canno t be  

excluded.' (G ol, 1999, p. 303).

O ne o f the objectives o f the case studies was the app lica tion  o f the evaluative fram ew ork 

developed in chapter 2 in order to detect the reasons fo r  the presence or absence of 

in tegration o f transport p lanning with SEA in the selected case studies. The Eco-Audit o f the ^54



NDP has a m edium  degree o f in tegration. O ne o f the reasons fo r this in term ediary degree 

o f in tegra tion  elements is the existence o f relevant guidelines on the one hand, and the lack 

o f experience in the ir app lica tion  as a result o f the the ir recent in itia tion  on the other. The 

Eco-Audit o f the NDP revealed a num ber o f positive elements o f in tegra tion . These include 

the incorpora tion  o f procedura l elements such as screening, scoping and the 'identification 

o f environm enta l policies v^ith which policies im plem ented w ill com ply' There were signs of 

a continuous and iterative process. There was also evidence fo r the existence o f socio

econom ic im pact assessment tools such as gender, poverty, and rura l im pact assessment.

The results o f the Eco-Audit were docum ented th roughuou t the NDP's text and summarised 

in an A ppend ix, a long w ith the docum enta tion o f consultation. Finally, consultation with 

N G O s was undertaken a lhough it was not m andatory. The app lica tion  o f the Eco-Audit 

fa iled however on a num ber o f fronts. Procedural in tegra tion  was m in im a l since there was 

poor im plem enta tion  o f the guidelines. The Eco-Audit d id not partic ipa te  in the fo rm u la tion  

o f alternatives fo r the NDP, m itigation measures were left fo r the next stages tha t o f the 

O pera tiona l Programmes, significance o f environm enta l impacts o f transport could not be 

determ ined w ith certainty, and a lthough there is a p lethora o f Sustainable Developm ent 

indicators a t a nationa l policy level specified in various docum ents there were no 

quantita tive environm ental targets set. A lthough experience o f SEA was gained throughout 

the carrying out o f a SEA of the previous NDP (DO XI, 1997), the above weaknesses in SEA 

app lica tion  po in t to  a lack o f analytical rigour in SEA. Furtherm ore, there was no public 

partic ipa tion  fo r the Eco-Audit and although environm ental N G O s were consulted, there 

was evidence to  suggest tha t this was not done to the same extent as w ith the other social 

partners (WWF, 1999).

Another objective o f the case studies was the identification o f recom m endations to prom ote 

better practice on SEA/transport p lann ing integration in the studied regions (section 2.3.5).

In tha t respect, there is enorm ous scope fo r develop ing the Eco-Audit m odel. If an 

integrated approach to environm ental appra isa l is chosen, then w ork needs to  be done fo r 

adm inistrative co -ord ina tion  and co-operation , m ethodo log ica l c larity and effectiveness, 

increased transparency, and public partic ipation and resource efficiency. The experience 

that will be gained th roughou t the preparation o f o ther p ilo t Eco-Audits and the m onitoring  

o f im plem enta tion  and evaluation of OPs tha t fo llow , is a first class test fo r Eco-Audit to 

contem plate current th inking on environm ental policy m aking. A num ber o f steps in this 

direction can be recom m ended such as the use o f a m ore quantita tive-oriented appraisal 

based on indicators; the introduction o f public partic ipa tion  procedures and closer 

consultations with environm ental N G O s; the establishm ent o f a m ethodo log ica l, 

comprehensive and cross-sectoral process; and the ded ication o f m ore hum an resources to 

the whole exercise. Practical recom m endations include the deve lopm ent o f a computerised
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data  m anagem ent system fo r the current NDP and its OPs, the use o f a 'com patib ility  

m atrix ' o f the type used by the British DETR adopted fo r the needs o f assessment at a 

nationa l policy level, and the reorganisation o f existing adm in istra tive structures such as the 

staffing o f the Green Network w ith experts responsible fo r social and econom ic 

assessments.

The rem ain ing  case study objective, relates to suggestions fo r the fac ilita tion  o f the tiering 

o f SEA from  the nationa l and regional level to land use p lannng level, and o f the 

fac ilita tion  o f the fu ture enactm ent o f the proposed SEA Directive. W hatever the fate and 

fo rm  o f the Eco-Audit, its current procedure and m ethodo logy can be h igh ly beneficia l to 

Irish local p lann ing  authorities where the incorpora tion  o f SEA into developm ent plan 

m aking is lagg ing  behind. The successful voluntary British system o f 'Environm ental 

A ppra isa l o f Developm ent Plans', in place since 1993, can provide useful insights into the 

Irish p lann ing  system which shares so many sim ilarities w ith the British system (Grist, 1996, 

Killen, 1999). G uidelines fo r land use SEA that are in line with d ra ft guidelines under 

p repara tion  on Landscape Assessment fo r local authorities (M oriarty and O 'Sullivan, 

2000a ), and p lann ing  guidelines on developm ent plans (M oriarty and O 'Sullivan, 2000b) 

are needed. In Ire land, contrary to the situation in the UK, the extension o f SEA from  a 

nationa l p lann ing  tie r down to the local p lanning tier also provides a research opportun ity  

to com pare these top-dow n (Ireland) and bo ttom -up (UK) approaches to  Sustainable 

Developm ent. Finally, a lthough there is expression o f po litica l w ill expressed in various 

docum ents (G ol, 1999; DRA, 1996) fo r the introduction o f a SEA system fo r land use plans 

(s im ilar to the proposed SEA Directive's), these plans have not m ateria lised. The 

in troduction  o f SEA guidelines that take into account the provisions in the proposed 

D irective on SEA, w ill be a step towards its easier im plem enta tion  in Ireland.

8.4. Sustainability Appraisal of the Sustainable Development Strategy for the 

South East o f England (1998)

8.4.1. The Sustainable Development Strategy and its context

The Sustainable Developm ent Strategy fo r the South East o f England (SDS) (SERPLAN, 

1998b) is a broad policy docum ent that provides the reg iona l context fo r local authority 

deve lopm ent plans and strategic decisions. It is also a consultation m echanism  tha t brings 

together a w ide range o f organisations in o rder to influence the fo rm u la tion  and 

im plem enta tion  o f regional policies. Its overrid ing a im  is ' to p roduce  a m ore  sustainable  

pa tte rn  o f  developm ent, focused on m ak ing  be tte r use o f  the u rban areas in  the region, 

a n d  to p ro m o te  a switch from  unnecessary use o f  the p riva te  ca r to g re a te r use o f  pu b lic  

transport.' (SERPLAN, 1998b, p. 1). The Strategy stresses three m a jo r policy themes: i) the 

'environm enta l enhancem ent and natural resource m anagem ent' which has an urban and 2 5 5



rura l branch: the prom otion  o f 'u rban  renaissance' ' in  a  phys ica l sense' and 'a lso  by  

he lp ing  the deve lopm ent o f  m ore  ba lanced  urban com m unities with p ro p e r soc ia l a n d  

educa tiona l facilities!, and the moving towards 'a  prosperous and m ulti-purpose 

countryside ' (protection o f the w ider countryside and designated areas), ii) the 

encouragem ent o f econom ic success (maintenance o f the reg ion 's  competitiveness), and iii) 

the p rom otion  o f opportun ity  and equity (especially in the provision o f a ffo rdab le  housing) 

(SERPLAN, 1998b).

In o rde r to achieve this a im , the Strategy focused on three other policy themes: the 

regeneration and renewal them e (identification o f Priority Areas fo r  Economic 

Regeneration), the concentration o f developm ent (reuse o f existing bu ild ings and previously 

developed land and its relation to transport), and sustainable transport. In re lation to 

transport, the strategy recognises the lack of accessibility and its consequences to the 

econom ic environm ent. It suggests;

•  the im plem enta tion  o f dem and m anagem ent measures [i.e. congestion charg ing, 

to lling  and park ing levies),

•  better in tegration o f transport and spatial p lann ing [i.e. less periphera l developm ent 

'as this has given rise to particu larly unsustainable travel patterns' in the past),

•  the m aintenance and m anagem ent o f the existing networks (road, ra il, bus, 

pedestrian and cycle),

•  the encouragem ent o f w a lk ing , cycling and the use o f local services, and

• the fund ing  o f key investments in public transport by potentia l investors.

It is characteristic tha t one o f the e ight headline targets o f the Strategy is to achieve an 

aggrega te  reg iona l car m ileage in 201 6 below that o f 1 998.

The m ethodo log ica l fram ew ork was based on the Sustainability Appra isa l (SA), which was 

developed by the London and South East Regional Planning Conference (SERPLAN) and 

integrated various SEA stages into the regional p lann ing process (SERPLAN, 1998a; 

SERPLAN, 1996a). From the outset, the SA adopts five sustainability princip les tha t underpin 

the w hole strategy. These are Environment, Futurity, D evelopm ent, Social Equity and 

Participation. Each o f these is accom panied by the defin ition  o f a series o f objectives fo r the 

Strategy (Table 8.7). This 'objectives led ' p lann ing approach  to sustainability, is 

com plem ented by the defin ition  o f a 're fine  as you g o ' socio-econom ic and environm ental 

set o f indicators under each objective. This set o f ind icators/ob jectives provides the 

assessment fram ew ork, which is used th roughout plan m aking and appra isa l, m onitoring , 

and possibly, review o f the Strategy.

257



Both the SA and the Strategy, form part of a general sustainability and environmental 

appraisal context regarding national, regional and local authority planning, and  transport. 

A num ber of documents relevant to sustainability were published before, during, and after 

the regional Strategy-making process. In February 1998, a consultation paper  for a 

'revised national Sustainable Development strategy' was published. There, a framework for 

SD was set and  the term SD was defined as 'a  new and integrated way o f thinking about 

choices right across Government, and throughout society, so that we can all share in the 

highest quality o f  life now, without passing on a poorer world to our children.' (DETR, 

1998). In October 1998, a 'good practice guide on Sustainable Development Planning' 

was published (DETR, 1998b) introducing a methodology for integrating SD into 

developm ent plan making (Figure 8.4). This methodology was based on the 1993 

governm ent advice on the 'Environmental Appraisal of Development Plans' where a type of 

SEA process was suggested aimed at incorporating sustainability concerns into local 

authority plan making (DoE, 1993).

F ig u r e  8.4: Su g g e s t e d  A p p r o a c h  t o  in t e g r a t in g  Su s t a in a b l e  D e v e l o p m e n t  in t o  

D e v e l o p m e n t  Pl a n  p r e p a r a t io n  (U K )

stage 1

Stage 2

Stage 3

Stage 4

Implementation

Clarifying Issues 
and Objectives

Identifying 
Indic&toTs and 

T axgcts

Formula ting 
PoUcXcs and 

Proposals

Developing and 
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Options

and Monitoring

Legend
Main stages of plan preparation 
and monitoring 
Iterative testing

Source: DETR, 1998b, figure in ctiapter 6.
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in M arch 1999, the 'Strategy fo r a Sustainable D istribu tion ' was published, aim ed at 

producing  an integrated transport strategy fo r the sustainable d istribution o f goods and 

services in the UK (DETR, 1999h). It focused on cost efficiency, safety, and m in im isation  o f 

environm enta l im pacts (DETR, 1999h). In M ay 1999, the 'U K  strategy fo r SD: A  Better 

Q ua lity  o f Life' reflected the British governm ent's com m itm ent to establish SD fram eworks 

fo r each English region by the end o f 2000. There, a m on ito ring  system was developed in 

o rde r to  measure progress towards SD through a system o f head line  indicators which 

identify key issues re lating to quality o f life (DETR, 1999d). In Decem ber 1999, the UK 

governm ent published a baseline assessment based on the 'Q u a lity  o f Life Counts 

Indicators fo r a Strategy fo r SD fo r the UK'. In this docum ent, the set o f indicators was 

extended and targets were set to some of indicators. There was also a com m itm ent fo r an 

annua l pub lica tion  o f 'progress reports' from  the year 2000 , which w ill enable governm ent 

to ad just its policies and to 'loo k  to others to join in where a trend is unacceptab le ' (DETR, 

1999c).

The evolution o f 'Environm ental A ppra isa l' dates back to 1993 where the governm ent 

gu idance on the 'Environm ental Appraisal o f Developm ent Plans' was published (DoE, 

1993). New proposals fo r a guidance on the 'environm enta l appra isa l o f developm ent 

p lans', are set out in the consultation d ra ft o f the revised Policy Planning G uidance Note 1 2 

on deve lopm ent plans (DETR 1999j). This process has evolved in its te rm ino logy [i.e. 

Sustainability Appra isa l), ra tionale [i.e. integrated approach which aim s at prom oting 

Sustainable Developm ent), m ethodology [e.g. it is based on indicators fo r assessment, 

m on ito ring  and pub lic  partic ipation), process [e.g. it is a m ore iterative and 'objectives led ' 

approach), and geograph ica l scope [i.e. it is extended from  the deve lopm ent p lann ing to 

the reg iona l p lann ing and transport sector, and possibly to governm ent policy level). Also 

in 1991, the fo rm e r D epartm ent of the Environment issued gu idance on 'Policy Appraisal 

and the Environm ent' where governm ent departm ents were encouraged to assess all 

potentia l effects o f new policy proposals (DoE, 1991; DoE, 1994). A fter a review in 1997 

(DETR, 1997), the D epartm ent o f the Environment and Local G overnm ent (DETR) published 

a revised policy gu idance (DETR, 1998a) supplem ented by a 'Review o f Technical G uidance 

on Environm ental A ppra isa l' (DETR, 1999b). At a reg ional p lann ing level, the 

environm ental appra isa l process has been developed by reg ional conferences, which are 

strategic group ings o f local authorities s im ilar to SERPLAN. The experience ga ined was fed 

into the updated Policy Planning G uidance Note 1 1 on reg iona l p lann ing , w hich specified 

that reg iona l plans should include an appra isa l o f the ir im plications fo r the environm ent 

and sustainability (DETR, 1999e). In August 1999, the British governm ent issued 

consultation d ra ft proposals fo r a 'G ood  Practice G uide on Sustainability Appra isa l of
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Regional Planning Guidance' (DETR, 1999f), which incorporated the basic elements of 

SERPLAN's SA of the SDS examined here.

The above sustainability and environmental assessment initiatives had o major impact on 

transport planning. This can be seen by the development of M ulti-M odal Studies. The aim 

of the M ulti-M odal Studies is to investigate problems v/ith all modes of transport and to 

seek solutions to these problems. The Studies identify a number of different options aimed 

at addressing the problems within the study area. Each option consists of a transport plan, 

that is, a collection of quite specific interventions. The results of the Studies will be used by 

the Regional Planning Bodies to develop and review Regional Transport Strategies (DETR, 

2000b). The 2000 'Guidance on the M ethodology fo r M ulti-M odal Studies' (DETR, 2000b) 

uses an 'Appraisal Summary Table' which displays the degree to which the five objectives 

for transport (environment, safety, economy, accessibility and integration) can be achieved. 

This integrated type of appraisal provides o summary of the impacts of an alternative 

option, the degree of detail of which has to be sufficient to enable the use of project- 

Environmental Impact Assessment and CBA. This integrated approach to regional planning, 

is largely based on CBA and Environmental Impact Assessment. The Guidance forms part 

of a w ider 'integrated transport framework' which is included in the government's White 

Paper on an Integrated Transport policy (Table 8.6).

T a b l e  8 .6 :  Fo u r  T h e m e s  o f  U K 's In t e g r a t io n  T r a n s p o r t  Po l ic y

The W hite Paper 'A  New Deal fo r Transport' suggests that integration should increase, w ith the a im  of 
ensuring that all decisions are taken in the context of the governm ent's integrated transport policy. M ore 
specifically, this means:

• in tegration within and between different types o f transport, so that each contributes its full potential
and people can move easily between them,

• in tegration with the environment, so that the  transport choices ava ilab le  support a better 
environm ent,

• in tegration with land use planning, at na tiona l, reg ional and local level, so that transport and
planning work together to support more sustainable travel choices and reduce the need fo r travel,
and

• in tegration with policies fo r education, health a nd wealth creation, so that transport helps make a 
________ fa ire r, m ore inclusive society.____________________________________________________________________

Source: DETR, 2000b, para. 3.3.19.

Finally, the UK is undergoing a series of reorganisations that influence transport and the 

environment, such as the advice on 'Green Transport Plans' (Oscar Faber ef at, 1998), the 

Transport Bill (House of Commons, 1999), the ten year plan fo r investment in transport 

(DETR, 2000a), the new 'National Road Traffic Reduction Targets' report (DETR, 2000c; 

DETR, 1999i), the establishment of benchmark standards in the National Air Quality 

Strategy, and the revision of the RPG: transport (IDETR, 1 999g).
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F ig u r e  8 .5 : Pr o c e d u r a l  in t e g r a t io n  o f  Su s t a in a b il it y  A ppraisal in t o  t h e  Re g io n a l  St r a t e g y  ( 1996- 98 )
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In the UK, there is emphasis on harm onious in tegra tion  to bring  abou t the expected 

benefits o f this in tegration . The exam ination o f various elements o f the SEA process and the 

way tha t they have been linked w ith the regional p lann ing  process fo llow s.

8.4.1.1. Procedural integration 

The SA exam ined here is one o f the first in the UK. It has been adapted fo r use in the SA of 

the reg iona l developm ent strategy fo r Northern Ireland and in other regions o f the UK. In 

the current case study, the re lationship between SEA and the reg iona l p lann ing process 

incorporates all the elements o f positive procedura l in tegra tion . As such, the basic SEA 

elements were found alongside the p lann ing stages [i.e. vertical in tegration). Both 

processes are continuous and iterative and SEA partic ipates from  an early stage o f the 

p lann ing  process [i.e. tem pora l in tegration) by setting overrid ing  susta inability principles. 

These govern the rest o f the assessment and p lann ing  process. Figure 8 .5  shows the 

procedura l stages involved in the sustainability assessment o f the Strategy, which took place 

between late 1994 and late 1998. It has to be noted that the authors o f SERPLAN's 

docum enta tion  use interchangeably the terms 'Environm ental A pp ra isa l', 'Sustainability 

A pp ra isa l' and 'Environm ental Assessment'. In the SDA and SA texts it is noted that 

'A lth o u g h  en titled  an env ironm enta l appra isa l, the fram ew ork  was w ider in  scope a n d  does 

p ro v id e  fo r a fu ll susta inab ility  appra isa l.' (SERPLAN, 1 998c, p. i). The use o f any particu lar 

technique fo r 'screening ' fo r the need fo r a SEA was not necessary, as the requirem ent fo r 

its p repara tion  and integration was provided by DETR: 'A lth o u g h  i f  is n o t s ta tu tory to carry  

o u t a  Strategic Environm enta l Assessment (SEA) a t present, the D epartm en t o f  the 

Environm ent has ind ica ted  to SERPLAN tha t they w ou ld  like  one to be undertaken.' (DETR, 

1996a, p. i). Another, rather indirect ra tionale fo r the app lica tion  o f this SEA, was the 

antic ipa tion  o f the future enactm ent o f the proposed SEA Directive: ' The European Union is 

currently  exam in ing  Environm enta l Statements to cover p lans  a n d  p rog ram m es a n d  a  

Directive m a y  be issued la te r this year, a lthough it  w o u ld  n o t becom e la w  in  m em ber states 

fo r  severa l years.' (SERPLAN, 1996a, p. i).

The susta inability principles established by SERPLAN, determ ined the adop tion  o f objectives, 

assessment criteria and indicators which fo rm ed the fram ew ork  and determ ined the 

m ethodo logy that guided the assessment, evaluation and m on ito ring  process. The 

Sustainability Panel established by SERPLAN in late 1994, endorsed the fram ew ork  and 

m ethodo logy put fo rw ard  by the SEA sub-group w ith in  SERPLAN in M ay 1996. The 

appra isa l fram ew ork (Table 8.7) was refined by means o f testing it aga inst selected policies 

from  RPG9 (DETR, 1994), and fu rther consultation w ith various w ork ing  groups w ithin 

SERPLAN's Secretariat.
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T ab le  8.7: S u s ta in a b il ity  a sse ssm e n t F ra m e w o rk : O b je c tiv e s  a n d  C r ite r ia  (SERPLAN)

Sustainability
Principle

Objective Assessment Criteria

Environment Protect and enhance 
biodiversity

Does the policy/proposal threaten or enhance natural habitats 
or wildlife?

Protect and enhance the 
landscape and countryside

Does the policy/proposal threaten or enhance areas of open 
land?

Reduce global warming and 
energy use

Does the policy/proposal help to reduce global warming; 
encourage energy efficiency; use of renewables?

Reduce air pollution Does the policy/proposal contribute to air pollution?
Protect and improve the 
management of the aquatic 
environment

Does the policy/proposal reduce need for water and/or 
promote reuse? Is it compatible with the EA Catchment 
Management Plans: Shoreline Management Plans?

Provide for the efficient use of 
mineral resources

Does the policy/proposal reduce need for minerals and or 
increase recycling?

Reduce the amount of waste 
requiring final disposal

Does the policy/proposal reduce waste production and/or 
increase recycling?

Increase energy efficient 
transport modes

Does the policy/proposal promote modal shift from private 
cars to public transport, cycling and walking; promote 
alternative fuel technology?

Enhance quality in the urban 
environment

Does the policy/proposal improve the quality of the urban 
environment; encourage 'sustainable compactness' (providing 
m uiti functional urban communities which are not subject to 
town cramming)

Development Providing for current needs Does the policy/proposal provide for the needs of current 
generations?

Reducing the reliance in 
private transport and reducing 
travel lengths

Does the policy/proposal encourage a reduction in travel and 
transportation and/or encourage the use of other modes?

Providing for needs in a 
resource efficient way

Does the policy/proposal encourage the efficient use of 
resources [i.e. land, energy, materials and water)?

Provide for an environmentally 
efficient economy

Does the policy/proposal promote quality of life whilst 
protecting human health and the environment?

Promote better land use Does the policy/proposal minimise use of greenfield land; 
enhance role of town centres

Futurity Provision of future needs Does the policy/proposal provide to r the needs of future 
generations?

Maintain and improve future 
choices

Does the policy/proposal maintain or increase the choices 
available to future generations to meet their needs? Does it 
apply the precautionary principle?

Consider future impacts Does the policy/proposal have any significant or detrimental 
or beneficial impacts on the environmental quality/capacity or 
social equity of future generations?

Equity Reduce unemployment Does the policy/proposal provide opportunities for 
disadvantaged groups and the (long-term) unemployed?

Increase education attainment Does the policy/proposal provide educational or training 
opportunities?

Reduce crime Does the policy/proposal improve safety and/or tackle the 
causes of crime?

Provide better housing 
provisions

Does the policy/proposal improve the housing conditions of 
households?

Improve public health Does the policy proposal improve the health and living 
conditions of individuals and communities?

Promote an accessible and 
safe transport system

Does the policy/proposal improve access; improve safety; 
provide for a clean and efficient transport infrastructure for all 
individuals'?

Participation Capacity for future review and 
public input

Does the policy/proposal allow for future amendment?

Level of local policy 
determination (subsidiarity)

Does the policy/proposal delegate 'appropriate' decisions 
down to the local level? (Appropriate is not a fixed concept but 
must be debated and agreed as part of the plan process. 
However, there are some obvious decisions that need to be 
token at a regional level in order to secure the objectives of 
sustainability stated in this table)

Source: SERPLAN, 1998a, Annex 1.
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The revised fram ew ork  was used by SERPLAN's w ork ing  groups both as a 'gu ide line ' when 

starting the fo rm u la tion  o f policies as well as a 'fo rm a l assessment' tool after the 

fina liso tion  o f the d ra ft regional strategy.

The Regional Strategy was accom panied by the fina l SEA report tha t was produced by the 

SEA sub-group after analysing the working groups results. These were put under the 

statutory consultation process, which further refined the whole process. The last stage o f the 

process was the submission o f both documents to  DETR, includ ing requirem ents fo r 

m on ito ring  the effectiveness o f the im plem entation o f the RPG.

SERPLAN (1998a) was eager to h igh ligh t the im portance o f an early start o f the SEA, and its 

opera tion  'in  pa ra lle l' w ith the p lann ing process. Figure 8 .5  illustrates the connectivity o f 

SEA w ith p lann ing  th roughou t the statutory p lanning stages. SERPLAN is s im ila rly  keen to 

em phasise the 'continuous and iterative nature o f the assessment process': ‘ Where aspects 

o f  the stra tegy changed, then the im pacts o f  these changes were assessed: thus various 

com ponents o f  the ap p ra isa l were ca rried  ou t severa l times as the R eg iona l Strategy was 

re -d ra fted .' (SERPLAN, 1998a, p. 3).

8.4.1.2. External integration 

External in tegra tion  refers to the linkage o f the integrated SEA/planning process w ith other 

PPPs. it was exam ined by means o f checking the degree to which the relevant PPP 

docum enta tion  has fed back into the SEA/planning process.

It is recognised that the developm ent o f the five sustainability princip les underp inned both 

SA and the developm ent o f the Strategy, and secured close in tegra tion  between these 

processes (SERPLAN, 1998a). This 'ob jectives-led ' approach  was com plem ented by the 

production o f a num ber o f m ain objectives fo r each o f the principles. M any o f the 

objectives were drawn from  internal and external sources, such as the environm ental 

objectives (SERPLAN, 1995b) and some o f the Equity objectives, which were taken from  the 

Local G overnm ent M anagem ent Board report on susta inability indicators (LGMB, 1996; 

LGMB, 1994). Sustainable transport was approached th roughou t the consideration of 

measures which were com patib le  with the governm ent's transport policy [e.g. DETR, 1998e; 

DETR, 1998 f; DETR, 1999g). These measures revolved around the reduction o f traffic 

congestion, dem and m anagem ent, m odal shift, and in tegration w ith land use planning 

(SERPLAN, 1999).

The adoption  o f the SA process, was also influenced by a w o rld -w ide  trend tow ards good 

practice on environm ental and social im pact assessment (SERPLAN, 1998a). This included
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the United Nation's 1992 'Earth Summit', the European Union's (EU) 5'^ Environmental 

Action Programme 'Towards Sustainability' (CEC, 1992a) and the draft EU Directive on SEA 

(CEC, 1997c). W ithin the UK, SA was seen to incorporate a number of methodological 

elements o f environmental appraisal tools already in existence at national and local levels 

(DoE, 1 991; DoE, 1 994; 1 998a). The need for environmental appraisal was first realised in 

the government White Paper on the Environment (DoE, 1990), and the 'Environmental 

Appraisal of Development Plans' (DoE, 1993). Furthermore, its application was 

recommended in Planning Policy Guidance (PPG) N o te l2  (DoE, 1992).

Another im portant indicator fo r a successful 'external integration' of the common 

SEA/planning process, is its connectivity with PPPs at a lower level of decision making such 

as county structure plans, district-wide local plans and other policies and programmes. 

SERPI_AN asserts that since most local authorities in South East England are undertaking 

environmental appraisals of their statutory plans, this practice can be linked to SAs of 

regional plans (SERPLAN, 1998a). Other policies and programmes that were particularly 

influential throughout the preparation of the Strategy were the:

• objectives set for the policies and programmes listed in the Strategy's chapter where 

the spatial implications of the policies for different types of areas and for some key 

sub-regions were examined (SERPLAN, 1998b, p. 125-135),

•  Regional Economic Development Strategies, Local Transport Plans, Rural 

Development Programmes, and

• priorities set for the Single Regeneration Budget.

SERPLAN goes as far as to suggest that the use of some kind of 'Environmental or 

Sustainability Appraisal or checklist' by these PPPs, should make a substantial contribution 

towards their integration with the aims and objectives of the Strategy. It recognises however 

the lim itations of such endeavour by noting that ‘ There are lim its to the range o f  issues 

which the reg iona l p lanning strategy tackles and  there are g o o d  reasons why other less 

directly relevant strategies and  programmes, fo r education o r socia l services fo r example, 

should undergo sim ilar appraisals.' (SERPLAN, 1998a, p .l) .

8.4.1.3. Methodological integration 

There were no other environmental management tools alongside SEA. The SA for the 

Regional Strategy used assessment, evaluation and monitoring of SEA methodology in a 

cross-sectoral and objectives-led framework. These were based on an inter-linked set of 

socio-economic and environmental principles, objectives, assessment criteria, indicators, 

and in some cases, targets. If the provisions of the proposed Directive on SEA were applied 

in the examined case, the assessment might have required the consideration of the likely 

effects on the environment including secondary, cumulative, synergistic, short, medium and



long-term , perm anent and tem porary, positive and negative impacts (CEL) and EP, 2000). 

The interviewees however, considered tha t these and other param eters m igh t have 

rendered a m ore com plicated and m ore cum bersom e process, which would be in danger 

o f loosing its in tegrative characteristics. In this hypothetical case, a separate SEA rather than 

an integrated assessment m igh t have been undertaken. The fact tha t the d ra ft SEA Directive 

focuses on the environm ental them e o f Sustainable D evelopm ent and is not designed to fit 

into an integrated schema o f p lann ing , m igh t pose questions on w hether the Sustainability 

Assessment o f RPGs are in line w ith the 'sp irit ' o f the fo rthcom ing  SEA Directive.

O ne o f the advantages o f the SA m ethodo logy is the m u lti-purpose use o f indicators which 

makes it am enab le  to m ore accurate assessment, guides the collection o f data, measures 

the effectiveness o f the Strategy by m on ito ring  its im plem enta tion , in form s the general 

public, and (if com bined w ith quantita tive targets) enables easier evaluation. The 

refinem ent o f indicators which is crucial to the use o f representative, com m unicative and 

re liable indicators, requires the use o f careful m on ito ring  (SERPLAN, 1998b), an issue that 

seems to be taken seriously by SERPLAN. This 'red iscovery' o f m on ito ring  seems to accord 

closely w ith the governm ent's departure  from  a 'p red ic t and p rovide ' approach , to embrace 

a 'p lan , m on ito r and m anage ' approach  to p lanning (SERPLAN, 1998b). O ne o f the tasks 

of the SEA sub-group (Assessment, M on ito ring  and Im plem enta tion  G roup) w ithin 

SERPLAN, was to develop a fram ew ork  fo r m on ito ring  the Strategy's policies to feed into a 

revised Strategy (SERPLAN, 1996a). The m on ito ring  fram ew ork  w ill be based on the 

'Appra isa l Fram ew ork' structure using the 'p rinc ip les-ob jectives-ind ica tors ' approach . There 

was however scepticism expressed on the efficacy o f the m on ito ring  fram ew ork. O ne o f the 

concerns o f the assessment team  was tha t some of the objectives m ay not be accurately 

measured, ow ing to  the lim ited im pact land use can have on certain variables e.g. level of 

unem ploym ent. (SERPLAN, 1996a). Another prob lem  facing m on ito ring , is the lack of data 

availab ility : 'D a ta  availability, a n d  especia lly da ta  a va ilab ility  fo r  the SERPLAN area, has 

been a re a l p ro b le m  in  the past. Recent experience w o u ld  suggest tha t this p ro b le m  is 

getting  worse, ra the r than better, in som e subject areas.' (SERPLAN, 1998b , p. 153). The 

issue is considered so significant, tha t the Strategy contains a specific policy to address it. 

The p rob lem  is also tackled by the increasing use o f a GIS-based in fo rm a tion  system. 

SERPLAN also suggests tha t the H eadline Targets o f the Strategy can set the structure fo r 

local level sustainability targets. A  'shared responsibility ' approach  is suggested where all 

local au thority  areas in the region are expected to contribute tow ards meeting targets that 

are set in the Strategy, thus extending the m on ito ring  fram ew ork  to the local level of 

p lanning: 'In  a ll cases, the lo c a l p la n n in g  authority, shou ld  p ropose  a n d  jus tify  the nature  

o f  the actions o r  targets fo r  its a rea  which w ill m ake the m ax im um  possib le  contribu tion  to
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the reg iona l target. Local level targets can then be negotiated and  agreed.' (SERPLAN, 

1998a, p. 70).

There are methodological lessons to be learned from  this integrated SEA. First, it is 

imperative that fo r a SEA to be carried out at this level of planning, clear policy statements 

should be produced. According to the SEA sub-group, 'This is because different working 

groups have p roduced policies o f  different lengths, which evidently has an im pact on the 

assessment.' (SERPLAN, 1996a, p. 8). The ambiguity in the wording of policies was 

'polished' through a refinement process: '... in m any instances, improvements to the 

wording o f  policies brought add itiona l clarity to po licy objective a n d /o r implementation 

mechanisms; (SERPLAN, 1998a, p. 11).

Second, a further stage in the SA was to check for internal consistency between the policies, 

to safeguard that they are mutually supportive and do not work against one another. An 

'Inter-linkages Analysis Table' was used for analysis (Table 8.8), which is sim ilar to the 

'com patibility matrix' used in the 'Environmental Appraisal of Development Plans' guidance 

(DoE, 1993, Figure 5.1).

The 'Inter-linkages Analysis Table' was used twice throughout the SA process, first fo r an 

analysis of the broad policy objectives during the draft Strategy form ulation, and second for 

checking the compatibility of policies and proposals before the final Strategy including a 

summary of the results contained in the SEA report.

Third, the SA was also extended to cover the spatial distribution of effects of the sub

regional variations and options identified in the 'Spatial Implications' chapter of the 

Strategy. This initiative is particularly relevant to the local level of planning and appraisal, 

since it can link the possible environmental appraisals at a local authority planning level 

with the SA at a regional level. The 'tiering ' of spatial assessments from  the regional to 

local level is illustrated in this case study by the evaluation of four housing distribution 

options that were considered for inclusion in the Strategy by SERPLAN's Members' Policy 

Group and the further selection of a number of specific policies fo r each of 14 identified 

localities: 'In it ia l assessments were made o f  the implications o f  pursuing a range o f  spatia l 

development options, which included the development o f  some locational criteria, fo r 

possible new settlements.' (SERPLAN, 1998c, p. iii). It was stressed however that, these 

recommendations '... were indicative rather than prescriptive a t their current state o f  

development and  would require more detailed assessment a t the sub-regional, as well as 

the reg ional level, as they were developed and refined.' (SERPLAN, 1 998a, p. 11).
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T ab le  8.8 : In te r - l in k a g e s  A n a ly s is  Tab le  (S u s ta in a b il i ty  A p p ra isa l, SERPLAN)
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Fourth, the 'traditional' role of 'mitigation m easures ' as it is inherited by the project-specific 

EIA, and specified in the draft SEA Directive's text, is substantially w eakened or even not 

existent. The v^ay that 'mitigation of negative environmental impacts' was perceived in the 

SA of the Strategy, was by the continuous adjustment of policies throughout the iterative 

stages of the SA process in order to produce positive effects (SERPLAN, 1998c, p. iii). The 

m easures envisaged, according to the draft SEA Directive, 'to prevent, reduce and  offset 

any significant adverse effects on the environment' (CEU and EP, 200 0 ,  Annex 1, para, g) 

are indirectly included in the Strategy's multi-appraised policies. This 'assimilation' of 

mitigation measures into the SEA process, might however render the documentation and 

identification of a beneficial influence of SEA to planning, rather vague. Is this a price that 

SEA has to pay [i.e. lack of tangible evidence of the mitigation of negative environmental 

effects) as it proceeds toward policy integration?

Finally, an  issue that has been evidenced in the other two case studies examined, relates to 

the limitations in the scope of SEA/PPP, especially a t higher levels of decision making. There 

were concerns, expressed throughout the development of the SEA methodology, that the 

established integrated assessment might not cover project-related activities. The authors of 

the SERPLAN report a rgued that the draft Regional Strategy may be susceptible to impacts 

that are  outside SERPLAN's control. These include infrastructure projects, the impacts of 

which are  unlikely to be reported during the SEA process (SERPLAN, 1996a). The regional 

level of SEA application implies that this statement may have implications for the 

application of the proposed SEA Directive at that planning and  program m ing level. 

According to the draft SEA Directive's text, an environmental assessment shall be carried 

out for plans and  program m es 'which set the framework for future developm ent consent of 

projects' (CEU and EP, 2000). The Strategy sets the framework for projects implemented 

throughout the comprehensive land use planning system, by m eans  of meeting targets 

specified in the Strategy (SERPLAN, 1998a). The capacity however to implement a 'tiered' 

system of assessment where SEA reports, inform SEAs further down the planning hierarchy 

[i.e. structure, unitary and district plans) can, in reality be substantially curtailed by a  lack of 

information regarding local implementation. The authors of the SDS m aintained that in a 

number of cases, it was not possible to identity with confidence whether the impact of a 

policy would be positive or negative because so much depended  on the m anner  of its 

implementation through Structure and Local Plans (SERPLAN, 1998c).
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8.4.1.4. Substantive integration

An ind ica tion  o f the existence o f substantive in tegration , is the docum enta tion o f the SEA 

exercise and the fo llow  up after the adoption  o f the PPP in question. Since the 

im plem enta tion  phase o f the Strategy has just begun, there is a t present on ly lim ited 

reference to the m on ito ring  schedule. W ith regard to the docum enta tion o f SEA, this was 

com prehensive enough to  exceed the requirements o f the d ra ft SEA Directive, the 

'Environm ental Appra isa l o f Developm ent Plans' gu ide and the 'Policy A pp ra isa l' guide. 

O vera ll, there were at least 14 d ifferent documents directly related to the prepara tion  o f 

SEA, published in a fou r year period (1994 -1998 ) (SERPLAN, 1998a). As shown in Figure 

8.5, there were three fo rm a l (but not statutory) stages where SERPLAN's appra isa l o f the 

sustainability im plica tions o f the Regional Strategy was docum ented.

After the in itia l testing procedures fo r deciding on the appra isa l fram ew ork , a 'susta inability 

com m entary ' (SERPLAN, 1997a) o f the pre-consultation d ra ft o f the Strategy was published. 

The purpose was to in form  SERPLAN's elected m em ber bodies on the decisions abou t the 

sustainability principles they were asked to take at the Regional Planning Conference in 

Decem ber 1997. In A pril 1998, a sustainability com m entary o f the review o f the 

consultation Strategy was published (SERPLAN, 1998c), which incorporated new housing 

options and the find ings o f the assessment o f the Strategy. In O ctober 1998, Conference 

Members were aga in  advised on the sustainability im plica tions o f the proposed 

am endm ents o f the Strategy in the form  o f a com m entary (SERPLAN, 1 998d).

There are plans to extend the m onitoring  phase of the SEA process. These include the 

publication o f a reg ional annual m onitoring  report w ith key indicators and targets and (if 

not published separately) a com m entary on the im plications o f the in fo rm ation  presented 

there. A fu lle r m onitoring  report will also be published a t 3 -5  year intervals in order to 

address chang ing circumstances in some subject areas (SERPLAN, 1998b , p. 153). At a 

local level, local authorities are expected to docum ent the contribu tion  o f local targets to 

regional targets, and com m unicate the results annua lly to SERPLAN.

The volum e o f docum enta tion certainly prom otes transparency o f SEA (testified by the 

author's access to the evaluation o f this case study), and most im portan tly , regard ing  public 

partic ipation . The in fo rm ation  included in the SA was however som ew hat repetitive, and 

m ight appea r com plicated to those un fam ilia r with the issues involved.
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8.4.1.5. Social integration

Social in tegra tion  means consultation with social partners such as com petent authorities, 

governm ent agencies, organisations, organised local groups, environm ental N G O s and 

the encouragem ent o f public partic ipation th roughout the integrated SEA/Planning process. 

C onsultation and public partic ipation was a prio rity  in the SA process. O ne  o f the 

susta inability objectives o f the Strategy is to ensure the involvem ent o f the public and m ajor 

stakeholders in the developm ent o f the strategy and in its im plem enta tion  (SERPLAN, 

1998b). Consulta tion arrangem ents were provided by the Regional Planning Conference 

th roughou t the Strategy refinem ent, and the Sustainability Panel tha t m ade 

recom m endations on issues relating to Sustainable D evelopm ent to the Conference. The 

Sustainability Panel which met during 1995 and 1996, com prised representatives from  

SERPLAN's constituent local authorities, together w ith invited ind iv idua ls from  industry, 

academ ia and the voluntary sector (SERPLAN, 1 998c).

Conferences fo llow ed the tim etable o f docum ent pub lica tion . In Decem ber 1997, 

SERPLAN's elected m embers decided on the assessed pre-consulta tion draft. O n  April 8 

1998, the Conference dea lt w ith the responses received to the in fo rm a l consultation in the 

revision o f the d ra ft Strategy. O n 16 O ctober 1998, a Conference m eeting agreed the 

m odifications and amendm ents to the policies o f the Consultation d ra ft Strategy. Before 

submission, the Conference Members were advised on the susta inability im p lica tions o f the 

proposed am endm ents, in the fo rm  of a com m entary (SERPLAN, 1998d).

Public pa rtic ipa tion  was provided in the form  of the pub lic  consultation d ra ft strategy and 

strategy assessment consultation papers (SERPLAN, 1998c; SERPLAN, 1998e). The latter, 

were com bined to incorporate an assessment o f the Strategy w ith in the appra isa l 

fram ew ork, the find ings from  the inter-linkages matrix, consideration o f new housing 

options, and the assessment com m entary fo r these options (Table 8.9).

The public partic ipa tion  exercise elicited 928  responses. There is evidence to suggest that 

this stage was poorly integrated with the rest o f the SA process as concerns were expressed 

throughout the developm ent o f the SEA m ethodology. In particu la r, the authors o f the 

Strategy m ain ta ined that the Strategy m ight have been susceptible to im pacts tha t are 

outside SERPLAN's contro l. These fears were realised during  RPG's exam ination in public. 

W ith regard to  sustainability, econom ic developm ent and transport, the view o f the 'Public 

Examination Panel' was that SERPLAN's defin ition o f susta inability was biased towards 

environm ental considerations.
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T ab le  8.9: S um m ary  o f  s u s ta in a b il i ty  c o m m e n ts  o n  h o u s in g  p ro v is io n  o p t io n s
(SERPLAN)

Option Spatial implications of option Sustainability implications of option
1. Lower 
level
provision

Provision beyond Housing 
Capacity Study (HCS) 'potential 
supply' required in 5 counties, 
often in areas with tight 
constraints
Reduces difficulties of providing 
housing in west, particularly 
south-west of region 
Housing demand in 8 counties 
not met

Reduces potential for damage to environmental 
assets/resources in west, maintaining future choice 
Reflects pattern of projected employment growth but do not 
full match them
Seeks to maintain regional economic base and reduce long
distance commuting through local employment/housing 
balance
Possible difficulty of access to employment in east 
Risks of long-distance commuting to employment 
strongholds
Significant traffic congestion on form/pattern of 
development and management

2. Upper 
level

provision:
achievable
supply/
moderated
demand

Provision beyond HCS 
potential supply' required in 6 
counties; requires highest 
aggregate additional allocation 
of three options 
Provision beyond HCS 
'potential supply' all in west and 
south-west, often in areas with 
tight constraints
Closest match between housing 
demand and supply on county- 
to-county basis

If greenfield development, could have generated potential 
impact on designations
Significant traffic congestion in areas with highest additional 
allocation
Reflects pattern of projected employment growth but does 
not meet them in full
Seeks to maintain regional economic base and reduce long
distance commuting through local employment/housing 
balance, but at cost of some environmental attrition in the 
west of the region
Many impacts dependent on form/pattern of development 
and management

3. Upper 
level
provision:
potential
supply/
moderated
demand

Provision beyond HCS 
'potential supply' oil in west and 
south-west, often in areas with 
tight constraints; though levels 
not os high os in Option 2 
Allocations do not meet 
projected demands in some 
counties and exceed it in 
others, with implications for 
local access to housing and 
patterns of migration 
Significant additional provision 
required

Significant traffic congestion in areas with highest additional 
allocation
Encourages energy efficient transport modes, and safe and 
accessible transport systems
Allocations reflect pattern of projected employment growth, 
but do not meet them in full as closely os in Option 2 
Higher risks than Option 2 of long-distance commuting and 
possible difficulty of access to employment in the east 
Seeks to maintain regional economic base and reduce long
distance commuting through local employment/housing 
balance, but at cost of some environmental attrition in the 
west of the region (though less than Option 2)
Many impacts dependent on form/pattern of development 
and management

4. New 
and
enlarged
settlements

Important that settlements 
complement, rather than 
compete with areas of 
economic regeneration

Opportunity to encourage energy-efficient development and 
transport modes, but latter is dependent on settlements
reaching critical mass
Increase in longer-term opportunities/choices
Impact on environmental assets and natural resources will
vary depending on location
Main benefits of programme not apparent during current 
plan period due to disruptive construction, early lack of 
amenities and services etc.

Source: SERPLAN, 1998a, p. 8, Table 1.

The Panel maintained that 'constraints to economic growth can, and should, be lifted.'; ' ... 

congestion ... is not to be regarded as a constraint on development.'; ' ... the location of 

housing, jobs and services will not have much effect on travel patterns ... ' and that 'the 

policy which dealt generally with transport demand management should be deleted' (PEP, 

1999). SERPLAN's response to the Panel's report is revealing. Its comments were that
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'The Panel Report does not reflect the basic a im s and princip les o f Sustainable 

Developm ent as set out in the G overnm ent's Strategy fo r Sustainable Developm ent. It 

describes instead a conflict between the environm ent and the econom y.

The susta inability appra isa l o f D ra ft RPG is dismissed. The contrasting views are evident in 

the case o f transport. SERPLAN m ainta ined tha t the Panel's approach  to sustainable 

transport, which involves m ore car and lorry tra ffic  and congestion, w ould result in 

increased po llu tion , environm ental deterioration and dam ag ing  effects on the regional 

economy. SERPLAN considers however, that sustainable transport w ill be b rough t about by 

reducing tra ffic  congestion, th rough dem and m anagem ent, m odal shift and integration 

with land use p lann ing (SERPLAN, 1999).

These contrasting views h igh ligh t the lim itations o f SEA with regard  to its susta inob ilit/ 

v igour, stem m ing from  areas outside SEA's 'fie ld  o f com petence, such as the general 

people 's view on sustainability and how this should be achieved. G iven the defin ition  o f 

Sustainable Developm ent by SERPLAN, it is not surprising tha t the Panel's perception o f 

Sustainable Developm ent was perceived as a 'th rea t' by SERPLAN: ' These threats pose d  b y  

the Panel Report can be contrasted with w hat SERPLAN was seeking to achieve in  D ra ft 

RPC...' (SERPLAN, 1999, para. 1.6). As a 'defence m echanism ' therefore, SERPLAN 

triggered a w ide -rang ing  national debate includ ing the pub lica tion  o f its response to the 

'Report o f the Public Examination Panel' (SERPLAN, 1999); m eetings w ith Ministers; 

discussion w ith Local G overnm ent Authorities, reg ional partners and o ther regions. 

SERPLAN also acknow ledged that the assessment o f policies aga inst the 'P artic ipa tion ' 

objective posed difficulties: ‘ It  m ay  be tha t this is an inevitab le  outcom e o f  a  re g io n a l level 

app ra isa l o f  a  re g io n a l strategy. In som e cases, po lic ies were ju d g e d  to p e rfo rm  p o o rly  

aga inst these objectives because o f  the nature o f  the agencies responsible fo r  

im p lem enta tion .' (SERPLAN, 1999, p. 14).

8.4.1.6. Integration o f human resources 

The process o f app ly ing the SA th roughout the Regional Strategy was m anaged by 

SERPLAN's Assessment, M onitoring  and Im plem entation G roup which consists o f 16 

members. These are representatives from  7 local p lann ing authorities, com pris ing 4 County 

councils, 2 borough councils, 1 district council, 2 environm enta l consultants, 2 regional 

governm ent organisations, 1 academ ic, 1 environm enta l consultee and 3 SERPLAN 

Secretariat's officia ls. There were also 20 m em bers o f the Sustainability Panel w ho were 

responsible fo r develop ing and progressing the SA fram ew ork. The Panel included
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representatives from  7 local authorities, involving 5 County councils, 1 borough council, 1 

district council, 2 environm ental consultants, 1 reg ional governm ent organ isation , 3 

academ ics, 1 environm ental consultee, 3 non-environm enta l N G O s, and 3 SERPLAN 

Secretariat's o ffic ia ls (SERPLAN, 1998a). The fact tha t 5 o f the Panel's m em bers were also 

included in the Assessment, M onitoring  and Im plem entation G roup, can be regarded as an 

attem pt fo r  com m unication  between the two teams. The m ajority  o f experts in both groups 

were p lanners and environm ental experts. This observation, com bined with the dom inance 

o f County councils in the com position o f the assessment teams, leads to  the conclusion that 

the reg iona l SEA process and m ethodology was very much based on the local level 

Environmental Appra isa l experience. County councils have considerab le experience on the 

app lica tion  o f the 'Environmental Appraisal o f Developm ent Plans'. Two o f the p ioneering 

local authorities that undertook environm ental assessment o f the ir developm ent plans 

before the establishm ent o f the governm ent guidelines [i.e. DoE, 1993), have 

representatives in the two assessment teams. The fu ture possible extension o f this o r sim ilar 

qualita tive exercises (as opposed to the quantita tive 'Policy A pp ra isa l' which is based on a 

CBA approach) to the governm ent policy level, m ight, in the future, provide fo r a complete 

'tie red ' Environm ental Assessment process, starting from  a policy down to p lan, 

p rogram m e and project level.

A nother 'lesson learned ' from  the app lica tion  o f SEA at this generic, reg iona l level of 

assessment was tha t greater responsibility should be given to SEA teams if environm ental 

considerations are to be integrated in the p lann ing process. The authors o f the SDS argued 

tha t the production  o f the Strategy required a m ore integrated approach  to policy 

developm ent than could readily be delivered by topic-based w ork ing  groups (SERPLAN, 

1998a). As such, a new approach to policy fo rm u la tion  and Appra isa l was adopted: 

'Policies have been discussed a n d  ag reed  with the W orking C roups, ra the r than be ing  

d ra fte d  b y  them. It fo llow s tha t the Secretariat, unde r the supervision o f  the Assessment, 

M o n ito rin g  a n d  Im plem enta tion  C roup, has undertaken m uch o f  the de ta iled  app ra isa l 

w ork itself.' (SERPLAN, 1998c, para. 3.2). The in tegration o f p lann ing  and SEA teams 

provided a better appra isa l o f policies, than if SEA and p lann ing team s were lacking in co

operation and com prising two separate groups w ith distinct responsibilities. The relevant 

texts, however, d id not adequately address two issues: i) the fo rm u la tion  o f environm enta lly 

friend ly a lternative objectives/policies at an early stage o f the p lann ing  process where SEA 

was present, and ii) the lack o f extending the appra isa l scope to  cover a w ide range of 

impacts [i.e. cum ulative impacts). These are indications o f the need fo r closer
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com m unication  am ongst the members o f the assessment teams lead ing to  benefits fo r the 

fina l SEA/planning product.

8.4.2. Conclusions of the case study in London

This section aim s to synthesise the research results obta ined from  the London case study in 

relation to  the objectives put fo rw ard  in section 2 .3 .5 . O ne o f the objectives o f the case 

studies was the app lica tion  o f the evaluative fram ew ork developed in this thesis (chapter 2), 

in o rder to  detect the reasons fo r the existence or lack o f in tegration o f transport p lanning 

with SEA in the selected case studies. The Sustainability Appra isa l o f the Regional 

Developm ent Strategy fo r South East England was effectively an in tegrated SEA exercise. 

Positive elements include the integration of most o f the SEA stages, its iterative and 

continuous procedura l structure, its early in itia tion  a longside transport p lann ing, the 

adoption  o f an objectives-led approach based on targets, the focus on m onito ring  and 

docum enta tion o f impacts, extensive consultation, and a cross-sectoral approach  to the 

assessment o f effects. This rightly justifies its susta inability te rm ino logy. It is, however, a 

p ioneering exercise fo r both m ethodology and procedure. Negative elements include the 

lim ited focus on transport impacts, the lack o f conflic t resolution m echanisms to resolve 

com m unication  d ifficulties arising from  d ifferent in terpretations o f the susta inability concept, 

lack of in tegra tion  o f some of the provisions o f the proposed SEA Directive, a fa ilu re  to 

organise pub lic  partic ipa tion  procedures and a lack of closer co -opera tion  am ong a wide 

variety o f experts.

There are tw o add itiona l practical considerations tha t m ay lim it SEA's capacity to facilita te 

Sustainable Developm ent th rough close integration w ith p lann ing . First, m ore experience 

on s im ila r in tegrated appra isa l systems and better com m unication  between d iffe ren t levels 

o f assessment are needed, if regional Sustainability Appra isa l is to  be successful as an 

in term ediary to im plem entation o f national susta inability policies at the local level, and at 

the same tim e in form  governm ent of local needs. In which case, 'Policy Appra isa l in 

G overnm ent Departm ents' and 'Environm ental Appra isa l o f Developm ent Plans' m ay need 

to be restructured, in o rder to connect with reg ional SA methods and procedures through a 

flexible 't ie r in g ' o f Sustainable Developm ent indicators. Furtherm ore, the incorpora tion  of 

the requirem ents o f the proposed SEA Directive w ill strengthen reg iona l p lann ing practice. 

Second, this case study clearly dem onstrated tha t the successful app lica tion  o f SEA, and 

im plem entation o f its output, depends on the successful opera tion  o f reg iona l p lanning 

w ithin which it operates. This is a factor that is trad itiona lly  considered as being outside 

SEA's 'fie ld  o f com petence'. The im plem entation o f SEA's find ings depends on
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government commitment, delivery of legislation and adequate budget. It also depends on 

the co-ordination of notional, regional and local authority administrative structures to 

successfully work towards implementation. A move towards Sustainable Development will 

require education and information sharing, particularly in relation to environmental 

aspects.

Another objective of the case studies was the recommendation of ways to promote better 

practice on SEA/transport planning integration in the studied regions (section 2.3.5). Some 

'lessons learned' appropriate to this level of decision making are:

• the need fo r clearer articulation of policies so that they become 'appraisable ',

• the importance of a compatibility matrix, to minimise the complexity involved in

assessing various development sectors against various types of effects,

• the significance of an early start of SEA in the integrated process,

• the advantage of the use of a simple assessment table in different stages of the

process [i.e. appraisal, monitoring),

• the value of environmental and socio-economic indicators in guiding environmental

and planning assessment,

• the failure of the participation objective in pursuing Sustainable Development which

requires that efforts and resources be put into research; and

• the appropriateness of the development of a GIS-based information system to

promote effective monitoring and integration of SEAs at different levels o f transport 

planning.

Another case study objective was to provide suggestions for the facilitation of the future 

enactment of the proposed SEA Directive. This case study showed that an attempt was 

made to incorporate the requirements of the proposed SEA Directive. This was done to a 

certain extent in the documentation of the environmental impacts of the Regional Strategy, 

in the provisions fo r agency consultation and pubic participation, in the incorporation of 

SEA stages in the regional planning process and in the explicit focus on sustainability 

considerations. SA appraisal however, was based on an 'indicators' approach to SEA, 

whereas the proposed SEA Directive advocates an 'incremental' approach [i.e. reliance on a 

list of m inimum SEA requirements). Although the SA approach can be considered as more 

advanced than SEA in terms of methodology and process, there are two elements of the 

proposed Directive, that if adopted by SERPLAN, would render a more rigourous 

environmental assessment process. First, a more systematic approach to SEA would place 

the focus of the assessment on different types of environmental impacts such as
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cum ulative; synergistic; short, m edium  and long term ; perm anent and tem pora ry ; positive 

and negative (CEU and EP, 2000). This however could not been done w ithou t increasing 

the com plexity o f the assessment m ethodology. Second, m ore e ffo rt could be m ade to link 

SA with Environm ental Appraisals o f developm ent plans and project-EIAs. Also, the 

unification o f environm enta l databases in p lann ing authorities th roughou t the various 

decision m aking  tiers and closer co-operation between p lann ing authorities th roughout 

Plan im plem enta tion  and m on ito ring , is an im portan t elem ent fo r the 'tiering' o f SEAs.

A nother case study objective was to answer the questions that arose from  the research 

results presented in chapters 5 -7  regard ing the degree o f in tegra tion  o f SEA w ith transport 

p lann ing in the three regions. In London, the dom inan t question related to the absence of 

in tegration a t the strategic level o f transport p lanning (and in pa rtic ila r at the reg iona l level) 

a lthough there is evidence o f research and im plem enta tion  experience on SEA. Indeed, 

com pared to the land use p lann ing level, SEA in tegration at a strategic transport p lanning 

level is lim ited. This is in view o f the em erging SEA practice at a reg iona l level (e.g. DETR, 

1999f) and the existing governm ent guidance on Policy Appra isa l (DETR, 1998a ; 1997; 

DoE, 1994; 1991). The reaon fo r the lack o f SEA integation at the strategic level can be 

attributed to the fact that SEA is considered by transport p lanners to be som ewhat 

cum bersom e, and m ethodo log ica lly  'imature'. An ind ica tion  o f this assum ption is tha t Policy 

Appra isa l was not adopted by public servants (DETR, 1997). The exam ination o f this case 

study fu rthe r supported this argum ent. This case study revealed tha t a technically successful 

SEA can not always guarantee a sustainable outcom e. SEA is becom ing one am ongst many 

tools fo r Sustainable Developm ent. The fo llow ing  question is therefore relevant: W ill the 

contribution o f SEA to regional p lanning be merely m ethodo log ica l?  W ith in  integrated 

SEA/regional p lann ing , SEA may need to move away from  a lim ited process that assesses 

the environm enta l effects o f policies, to a 'pa rtne r' that partic ipates in the fo rm u la tion  of 

policies tha t are w ith in  'society's current scale o f values'. SERPI_AN's account on the current 

lim itations o f sustainability assessment provides a p ragm atic  message:

'The outcom e o f  any assessment does no t o ffe r an 'id e a l' so lution, n o r is the 
assessment the sole de te rm inan t fo r  deve lop ing a re g io n a l strategy. ... In 
particu la r, society's current scale o f  values a n d  its econom ic structures, p re d ica te d  
upon the g lo b a l push fo r h igh levels o f  econom ic g row th  which inc lude perverse  
incentives to ind iv idua ls  (e.g. g rea te r subsidies fo r  drivers o f  la rge  cars who drive  
m any miles), requ ire  fundam en ta l change before  m ore  susta inable approaches to 
deve lopm ent becom e w idely acceptable in practice. In the context o f  the R egiona l 
Strategy fo r  the South East, these considerations in fluenced  the d ra ftin g  o f  the 
stra tegy a n d  le d  to some 'unsusta inable ' po lic ies  be ing  in c lu d e d  in  the p ro p o se d  

'(SERPLAN, 1998a, para. 2.2).
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8.5. Synthesis

This fina l section o f the thesis provides a com parative synthesis o f the results obta ined 

th roughou t the exam ination o f the case studies. It therefore perform s a com parative 

evaluation o f the find ings o f the case studies. O ne o f the case studies objectives was the 

app lica tion  o f the evaluative fram ew ork in o rder to detect the in teg ra tion  o f transport 

p lann ing w ith SEA in the selected case studies. Table 8 .10 , shows the outcom e of the 

com parative  analysis o f the three cose studies exam ined in this thesis aga inst certain SEA 

elements o f in tegration .

It is evident tha t these results, are s im ilar to the results obta ined fro m  the quantita tive 

assessment o f the three regions presented in chapters 5, 6 and 7. This indicates that the 

case studies dem onstrate a s im ilar degree o f SEA in tegration w ith in  the three regions. 

London incorporates most SEA elements o f in tegra tion  with transport p lann ing , fo llow ed by 

Dublin and Athens.

T a b l e  8 . 1 0 :  C o m p a r a t iv e  a p p r a is a l  o f  c a s e  s t u d ie s  a g a in s t  t h e  SEA e l e m e n t s  o f

INTEGRATION

SEA Elements of Integration Case Studies
•J-. Satisfaction of the particular SEA element of in tegration by the case 
studies

Athens Dublin London

X :  sea  elem ent o f in tegration is not satisfied by the case studies O lym pics
2004

NDP
2000 -6

SD
Strategy

A) Procedural in tegration: ■
A,) Vertical (as many o f the SEA procedural stages as possible) X V
A,) Continuous and iterative SEA/transport planning process X 7 V
A;,) Tem poral (early integration) X X 7
B) External in tegration {i.e. tiering o f environm ental objectives) 7 V 7
C) M ethodo log ica l in tegration: Use of other environm ental m anagem ent 
tools (approaches) a longside SEA X X
D) Substantive integration (docum entation o f SEA) f f i . K

a) Is the outcom e o f the SEA exercise documented? X
b) Was there any fo llow  up after the adoption of the PPP? X 7 .
E) Social in tegration
Involvement o f com petent authorities, governm ent agencies, 
organisations, organised local groups. V v ' V
Proactive involvem ent o f environm ental NG O s and the public X X X

F) Integration o f hum an resources: Co-operation and com m unication 
am ongst the p lanning and assessment teams
The assessment experts are port of the planning team V

The assessment experts are part o f a separate team within the planning 
team

V X V

Assessment team consists of experts outside the organisation organising 
and preparing the transport-PPP [i.e. environm ental consultants) V X X

The Athens 2004  O lym pic  Games Transportation Plan incorporated the least SEA elements 

of in tegration w ith transport p lanning o f the three case studies exam ined (see chapter 5). 

This was expected, since, in contrast with the case studies in D ublin  and London, the
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aim  o f the p lann ing  exercise was not the environm ental assessment o f transpo rt policies. 

The Athens 2004  O lym p ic  Gam es Transportation Plan proved to be a realistic reflection of 

the strengths and weaknesses o f Greek strategic p lann ing which partly account fo r the lack 

o f SEA app lica tion . Dublin is currently develop ing on integrated policy-SEA m odel of 

assessment. The weaknesses of this case study reflect the d ifficu lties involved in SEA a t this 

high level o f decision m aking. A possible transference o f experience from  the British 

'Environm ental A ppra isa ls ' and 'Sustainability Appra isa ls ', w ill greatly fac ilita te  the 'tie r in g ' 

o f SEAs in Ireland. This w ill also facilita te a sm oother im plem enta tion  o f the potentia l 

enactm ent o f the SEA Directive. In London, integrated-SEA is taken a step further. This case 

study was the most integrated exam ple o f SEA found th roughout the research fo r this thesis. 

The experience w ith Environmental Appraisals at a land use p lann ing , and policy level, 

seemed to be the driv ing force fo r the Sustainability Appra isa l o f the Regional Developm ent 

Strategy. The exam ination o f this study, however, raises questions abou t the role o f an 

integrated-SEA in prom oting Sustainable Developm ent, since the app lica tion  o f a 

Sustainability Appra isa l does not e lim inate unsustainable outcomes.

The rem ain ing objectives that apply to all three case studies, were the recom m endation  of 

specific measures fo r transference of experience between Athens, D ublin  and London, and 

suggestions fo r the fac ilita tion  fo r the future enactm ent of the proposed SEA Directive. The 

exam ination o f the three case studies showed that on -go ing  environm enta l im pact 

m onito ring  (as was the case with SERPLAN's Sustainability Appra isa l and Sydney O lym pics 

2000) is feasible. This however requires (especially when the quantifica tion  o f impacts is 

a ttem pted), the com m itm ent of resources, the existence o f po litica l w ill to  actua lly undertake 

such a task, o rgan isationa l capacity, the existence o f a m on ito ring  p rog ram m e designed 

th roughout PPP m aking, and the developm ent of environm ental databases.

The in tegra tion  o f social impacts in the transport p lanning/SEA exercise is better prom oted 

when there is previous experience on Social Im pact Assessment (as was the case w ith the 

Eco-Audit and Sydney O lym pics 2000) and increased organ isa tiona l capacity and political 

w ill in o rde r to bring interested parties together. The presence o f cross-sectoral 

adm inistrative structures fo r the co-operation o f experts, and the deve lopm ent o f an 

integrated database is also required. All three case studies revealed tha t po litica l w ill 

th rough, fo r exam ple, com m itm ent to the principles o f Sustainable Developm ent are central 

to the in itia tion  o f SEA at an early stage of the transport p lann ing process. The involvem ent 

o f environm enta l N G O s seemed to be related to the com m itm ent to  Sustainable 

D evelopm ent considerations and in some cases [i.e. Eco-Audit and Sydney 2000 ) can
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be justified by the controversial issues exam ined in the PPP. In sum m ary, the developm ent 

o f environm enta l databases, the reorganisa tion of institutional structures to  organise 

consultation and public partic ipa tion , and the focus of com petent organisations on tra in ing  

and co-opera tion  o f transport experts on the socio-econom ic and environm enta l im pacts of 

transport, are all areas w ith room  for im provem ent in the three case studies.

O vera ll, it can be concluded that given the sim ilarities o f transport p lann ing w ith SEA, their 

in tegra tion  can occur by extending existing transport p lann ing  practice to  cover 

environm enta l impacts. Therefore, the key to successful in tegration is the flex ib ility  o f SEA to 

accom m odate  transport p lann ing procedures and principles tha t are unique in each 

region. C hapter 4 showed that in Athens, there is genera lly underdeveloped transport 

p lanning/SEA practice based on lack of im plem enta tion , lim ited resources and lack of 

politica l w ill to  prom ote SEA. The focus therefore should be on the achievem ent o f realistic 

expectations regard ing integration. The proactive fu lfilm en t o f the proposed SEA Directive 

can provide the appropria te  focus and prepare Athens fo r the future fu lfilm en t o f an 

integrated SEA s im ila r to the advanced systems found in London, and to a lesser extent in 

Dublin. The most effective way to achieve this is to incorporate the proposed SEA Directive's 

requirem ents into existing m andatory p lanning specifications (MEPPPW, 1997b ; MEPPPW, 

1997c) and by the provision of appropria te  tra in ing  fo r governm ent staff in transport SEA 

issues.

In Dublin, there was an expression of political w ill fo r the in troduction o f a SEA system fo r 

land use and sectoral plans s im ila r to the proposed SEA Directive. Furtherm ore, financ ia l 

resources were com m itted and guidelines prepared fo r a policy SEA. These initiatives 

however, lack the substantial experience on SEA at the loca l/reg ion a l level, which was 

found to be extensive in London. Given that the Irish p lann ing system shares s im ilarities 

with the British system, transference o f experience from  London PPPs w ould be h ighly 

beneficial fo r Dublin. Experience can be transferred from  the Environm ental Appra isa ls o f 

developm ent plans and Sustainability SEAs of regional p lann ing gu idance tha t can be 

incorporated into the Irish p lanning system.

In London, the institutional fragm enta tion  o f responsibilities regard ing transport 

m anagem ent, poses d ifficulties fo r effective public partic ipa tion . Transference o f experience 

by Dublin on innovative ways to involve the public at a reg ional level w ill greatly benefit 

SEA in tegra tion  in London. S im ilar benefits should be expected from  the app lica tion  o f a 

flexible SA to  incorpora te  the provisions o f the proposed SEA Directive.
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Finally, a conclusion stem m ing from  the case studies regard ing  the evolution o f SEA, is that 

change in current p lann ing practice in order to integrate SEA, does not necessarily result in 

high expenditure and the use o f com plicated m ethodolog ies. S im plicity in assessment, 

public involvem ent, reorganisation o f existing institutional structures, and better co

operation am ong the members o f the p lann ing team , can achieve satisfactory results.
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9. Conclusions and Recommendations

9.1. Introduction

The aim of this research was to recommend the integrated elements of a 

SEA/transport planning model, and to test these in Athens, Dublin and London. In 

order to fulfil this aim, the following objectives were addressed in the previous 

chapters:

• to develop a framework within which integration of SEA with transport- 

related strategic actions can be evaluated;

•  to apply this framework to a number of transport-related documents 

prepared by public and private bodies in Greater Athens, Greater London 

and Greater Dublin regions;

• to examine why and how SEA is, or is not, integrated with transport planning 

practice in each of the regions examined;

•  to modify the framework in light of the research results, in order to make it 

applicable across EU member states;

• to recommend transference of experience on SEA-integration among the 

regions examined.

In particular, the review of the literature enabled the development o f a framework 

within which integration of SEA with transport-related strategic actions was be 

evaluated (chapters 2 and 3). This integrative-SEA/PPP framework was applied to a 

number of transport-related documents prepared by public and private bodies in 

Greater Athens, Greater London and Greater Dublin regions (chapters 5-7). In 

Chapter 8, an in-depth analysis of a characteristic case study from  each region 

based on the elements of the integrative framework, was displayed. An examination 

of the reasons for the existence or absence of SEA integration in the three regions 

and the recommendation of transference of experience among them was provided. 

Ways for the facilitation of the future enactment of the proposed SEA Directive were 

suggested, and specific questions that arose from the research results presented in 

chapters 5-7 were answered. Chapter 9, draws together the findings of the study to 

satisfy the aim of the thesis. This chapter, therefore, restates, refines and represents 

the evaluative framework in a form  that will enable it to be used by other 

researchers looking at sim ilar issues in other areas, focuses on a cross-regional 

comparison of practice on SEA integration, and suggests specific measures to 

improve integration in each region. The chapter concludes with the proposition of
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further a r e a s  of research  on the integration of SEA into PPPs a n d  with a su m m ary  of 

the  im portan t  issues em an a t in g  from the research.

9.2. Recommendations on the integrative SEA/PPP framework

The a im  of this research  w as to reco m m en d  the e lem en ts  of a n  in tegra ted  

SEA/transport p lanning  m odel (chapter 1). Existing literature presents  various 

integration  m odels  an d  the difficulties in bringing to ge ther  environm enta l p lanning  

an d  m a n a g e m e n t  ap p ro ach e s ,  within strategic policies, p lans  a n d  p ro g ra m m e s  is 

highlighted. A review of the literature led to a  research  d es ig n ed  to incorpora te  all 

possible e lem ents  of SEA integration into the  t ranspor t  policy, p lann ing  an d  

p ro g ram m in g  process. Since literature on t ranspor t  SEA is limited, the  review 

included a  g en e ra l  SEA literature for the p u rp o se  of d ev e lo p m en t of the fram ew ork  

(chap ter 3). The resulting 'integrative' fram ew ork  w as  tested in th ree  EU regions, 

Athens, Dublin a n d  London (chapters 5-7).

This research  has  led to a  proposa l for the successful integration of transpor t  

p ro g ram m in g ,  p lanning  a n d  policy actions with the SEA process. This p roposa l  has  

the  form  of the revised 'evaluative fram ew ork ' th a t  w as  dev e lo p ed  th ro u g h o u t  this 

thesis (Table 9.1). The m ain  benefit deriving from  tha t  f ram ew ork ,  is b a s e d  on  the 

assum ption  that  the e n c o u ra g e m e n t  of closer integration  of the SEA with the PPP', 

will initiate a  closer integration of the env ironm ent into decision m aking . The 

in tegration of environm ental considerations into non-env ironm enta l  policies is o n e  

of the  principles of the 5'^ an d  6'^ EU's EAP an d  in th a t  respect, the  revised 

fram ew ork  will contribute to the eas ie r  im plem entation  of the  future SEA Directive 

an d  to the evaluation of its im plem entation .

The revised 'evaluative fram ew ork ' can  be used  a s  a) a  decision m aking  an d  

research  tool to review a n d  c o m p a re  practice on SEA betw een  similar o r  different 

SEA systems, a n d  as  b) a p lanning or evaluation checklist devise in o rd e r  to help 

design  a  future o r /a n d  e n a b le  the evaluation of pas t  in tegra ted  SEA/PPP exercises. 

The first use is particularly relevant in the  context of the E uropean  states th a t  will join 

the EU in the future, a n d  the latter use, can contribute tow ards  the  im plem entation  

a n d  evaluation of the p ro p o sed  SEA Directive, after its future enac tm en t.  It is 

especially useful to national a n d  regional adm inis tra tors  involved in environm enta l

’ The PPP and SEA were seen as forming part o f procedural, administrative, institutional and social 
processes.

-3
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policy making and legislation, researchers, business managers and environmental 

auditors, local authority and sectoral planners, and SEA practitioners.

Ta b le  9 . 1: T h e  Re v is e d  Ev a l u a t iv e  Fr a m e w o r k

Is/was the SEA procedurally integrated w ith the PPP?
1.a. How many stages o f the SEA process (Figure 9.1) w ill be /were incorporated in every PPP

stage?
1 .b. W ill/D id  the SEA team participate in the setting o f the PPP's aims and objectives?
1 .c. W ill/D id  the public participate in a ll/som e stages o f the integrated SEA/PPP?
1 .d. W ill/D id  the PPP m aking include the m onitoring o f the previous PPP and proposals fo r 

the m onitoring o f the fo llow ing PPP?
2. Is/was the SEA externally integrated with the PPP?

2 .a. A re/W ere the objectives, policies and measures o f the integrated SEA/PPP, in conflict with 
objectives and initiatives set in PPPs in the same or different decision m aking tiers o r organisations?
3. is/was the SEA m ethodolog ica lly integrated with the PPP?

3 .a. IsAVas SEA a separate m ethodology or form ed part o f an um brella m ethodo logy which 
incorporated PPP m aking and other p lann ing/m anagem ent tools?
4. Is/wGS the integrated SEA/PPP process transparent?

4.0. Is/V/as there docum entation o f the:
- integrated SEA/PPP process,
- environm ental reasons fo r taking decisions throughout the process,
- outcome o f public partic ipation and consultation,
- periodical publication o f the outcome o f the m onitoring exercise.

5. Is/was the SEA socially integrated with the PPP?
5.0. W hat consultation methods were/w ill be used in order to involve the competent 

authorities, governm ent agencies, organisations, organised local groups, environm enta l NG O s and 
the public in general throughout PPP/SEA m aking?

5.b. In how many stages o f the integrated PPP/SEA process w ill/d id  the public participate? 
(type, duration and tim ing o f participation)

5,c. Are/W ere there any partic ipation and consultation procedures in place?
6. Is/was there a satisfactory utilisation o f the human resources?

6 .a. Are there any adm in istra tive/corpora te procedures/incentives in place fo r the 
encouragem ent o f close co-operation and com m unication between:

- assessm ent/planning teams,
- members within the teams, and
- teams with the public and consultees.

6.b. Are there any adm in istra tive/corpora te procedures/incentives in place fo r the 
acknow ledgem ent/m anagem ent o f errors as a result o f uncertainties?
_______6.C. Is/Was the integrated PPP/SEA process cost-effective and tim e-efficient?____________

Since its development was based on on international SEA literature review, the 

framework applies to all types of PPPs. Its testing at the three EU capital cities with 

contrasting but interrelated transport planning and environmental policy 

frameworks, was successful in documenting the degree of integration. The revised 

framework therefore partly reflects the characteristics of the planning systems 

(Greek, Irish and British) in these regions but is flexible enough to be used by other 

researchers looking at similar issues in other settings.

Although the revised integrative framework can be used as a general guide for the 

review and evaluation of effective practice on SEA integration, the following 

considerations should be taken into account when selecting the criteria for the 

measurement of the degree of integration:
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The inter-connectiveness of the 'elements of integration' should be taken into

account when classification (of elements) and evaluation (of criteria) is undertaken, 

in order to avoid double-counting. Elements of SEA integration are linked v/ith each 

other end the integration of one element will influence the integration of other 

elements. This is particularly relevant when weighting the relevant criteria.

Attention to comparative aspects should be drawn when making comparisons. The 

revised 'evglugtive frgmework' con be used in conjunction with o set of selected 

indicgtors/tgrgets in order to qugntify the degree of integration and allow for 

comparisons. The outcome of the comparison between integrated PPP/SEA exercises 

(based on such an integrative framework) is strongly dependent on the appropriate 

selection of criteria. The comparative aspects that should be taken into account in 

the selection of representative criteria are country specific, since they depend on the 

particular methodological, institutional, administrative and cultural circumstances of 

the planning systems. It is for this reason that guidelines and research has to be 

country oriented and ideally, be flexible enough to apply in a case-by-case mode. 

The development of sim ilar SEA processes (such as the possible adoption of the EL) 

wide proposal fo r an SEA Directive) facilitates comparison. The adoption of the 

same criteria but different SEA processes, might lead to different evaluation results. 

The definition of the SEA process that the thesis adopts is therefore indicative since 

different procedures exist in different countries/regions. This SEA process has been 

suggested by Therivel (e.g. Therivel and Partidario, 1996; Therivel and Thompson, 

1996; Therivel, 1993; Therivel et at, 1992) and is one of the most comprehensive 

and complete that can be found in the literature (Figure 9.1). These characteristics 

make it more appropriate for research reasons rather than when used to reflect a 

situation in actual plan making. It might therefore be necessary that the suggested 

SEA process is configured by the planner/evaluator in order to fit in the specific 

requirements of the planning system in place. The future enactment of the proposed 

SEA Directive will undoubtedly contribute towards the harmonisation of SEA 

processes and the minimisation of incompatibility between SEA processes. The 

proposed SEA Directive might however take a few years to be enacted and fully 

implemented. Even when that happens though, there will still exists more 

'advanced' or less 'advanced' SEA systems, as the experience accumulated by 

voluntary efforts, such as the Environmental Appraisal in Britain, will certainly 

provide an 'added value' for SEA to these countries, compared with countries with 

m inim al experience such as in Greece. Therefore, the SEA process that will be 

selected fo r use in the evaluative framework after the enactment of the proposed 

SEA Directive, should still reflect the implementation 'on the ground ' o f the given
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SEA system, rather than the mandatory but potentially not enforceable requirements 

of the law.

Finally, the originally developed 'evaluative fram ework' (Table 2.1) is different 

compared to the revised one (Table 9.1) in terms of type, form , and structure:

Type: As a result of its wide application to vorious PPPs, the evaluative framework 

cannot be considered a technique or methodology but rather a conceptual structure 

within which comparisons between SEAs can be made, and measurements o f the 

connectiveness of SEA with PPP making can be taken.

Form: The revised 'evaluative fram ework' (Table 9.1) is better presented in a 

questionnaire form , where a planner/evaluator can design (ex ante) or 

m onitor/audit [expost) a given integrated SEA/PPPs exercise.

Structure: The revised 'evaluative fram ework' should be seen under the light of two 

separate conclusions concerning the structure of the integrative framework. These 

include the integration of human resources and monitoring.

The quantification of the human resources integration requires further research. 

Three criten'q were used throughout the research to detect the degree of human 

resources integration. These were type of expertise, employment conditions, and 

degree of co-operation. These criteria are non-quantitative, in that they do not 

contribute, as the other types of integration do, to the overall quantitative 

comparison of the experience of integration amongst the three regions examined. 

They are, however, measurable in a statistical sense (chapters 5-7) and, as such, 

useful in drawing conclusions for each individual region. The reason for their 

exemption from  the 'evaluation of integration between regions' exercise, is that they 

are intentionally descriptive. This means that they are capable of describing the co

operation between the actors directly involved in PPP making and transport-SEA, but 

do not measure the degree of successful integration. In order to do that, value 

judgement should be exercised on whether, fo r example, the utilisation of in-house 

expertise rather than an external consultant is an indication of integration or 

disintegration of PPP/SEA processes. The issue under investigation appears to be 

extremely vulnerable to interviewees' subjective attitudes and behaviour and, 

therefore, requires a different research approach altogether that cannot be 

undertaken in the duration of a PhD thesis (chapter 2). These selected criteria, are 

however effective in providing the generic parameters of organisational capacity 

within each region. As such, they are also useful in supplying inform ation to future 

research projects that might focus on the quantification of these parameters of 

human integration in more detail.
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F ig u r e  9.1 : SEA p ro c e s s

5. Propose mitigation measures 
Propose a monitoring programme

6. Review SEA report, matce 'formal' PPP 
decision

7. M on ito r and evaluate the PPP's impacts and 
achievement o f  its objectives

1. Decide whether the Policy, Plan or 
Programme (PPP) needs SEA

4. Predict impacts, cope with uncertainty 
Evaluate impacts 

Compare alternatives

2. Describe the PPP's objectives and other 
objectives 

Identify alternatives for the PPP. 
Describe the PPPs

3. Identify key impacts and their boundaries. 
Establish indicators and targets 

Desccribe current and likely future 
environemntal baseline 
Identify problem areas

Source: Therive! a n d  Partidario, 1996, Figure 1.1, page  6

The design and effectiveness of the monitoring exercises should be further 

researched. The monitoring of the implementation of PPPs' adopted policies, as well 

as of the environmental impacts of these policies, is one of the determining factors 

in evaluating the degree of integration in the examined regions. Therefore, only on 

the spot investigation and follow up in an adaptive way, will allow for the effective 

assessment of the monitoring exercises for all the PPPs involved. The efficiency or 

applicability of this approach, however, would have required a long period of 

empirical investiggtion to produce results, os it is dependent on existing financial 

and temporal requirements that are not currently available. The temporal 

components of impact monitoring [i.e. 10-20 years for the different time scales of 

each PPP) do not allow it to be tested within the time limitations of a PhD thesis. 

Therefore, a careful phrasing of this element of integration is necessary to avoid 

misconception of what is actually measured. Monitoring mechanisms in place,
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rather than the effectiveness of these mechanisms, (which could be the topic of 

future research) was under investigation.

The notion of integration adopted in the research for this thesis describes the activity 

of 'merging'^, i.e. embodiment of both processes into a common process rather 

than absorption of the one into the other. The research showed that an integrative 

SEA approach to planning, should share some of the characteristics of both Policy, 

Plan, and Programme (PPP) and SEA processes. In order that the two processes are 

virtually 'merged', the PPP process should incorporate as many stages of the SEA 

process as possible, with particular emphasis on the early stages of the PPP, it 

should be continuous and iterative, and regularly updated through monitoring. It 

should be open to other planning processes at various decision making levels, to 

other methodological approaches, and to social groups and individuals throughout 

all stages of the process. All predicted impacts and their relevance to social groups, 

the outcome of public participation and consultation, and technical uncertainties 

should be documented. An integrated PPP/SEA should involve Icy people and 

expertise from both outside and within the competent organisation in constructive 

co-operation. Finally, it should be time and resource efficient and aim at increasing 

administrative capacity.

9.3. Cross-regional comparison o f practice on SEA-integration

9.3.1. All cases reviewed

The empirical part of this study (chapters 5-7) showed that experience on the 

integration of SEA into land use plans and transport related strategic PPPs differs 

among the regions examined.

Overall, an integrated transport/SEA planning practice is comparatively well 

established in London, followed by less well-established integration in Dublin, with 

minimum integration evidenced in Athens (Figure 9.2). There were only a few 

similarities among the three regions. All regions scored high on the elements of SEA 

integration that are common in planning practice such as the setting of 

environmental objectives, the procedures for public participation and agency 

consultation, and the identification of environmental problems of the study area.

 ̂ ‘merge’ = (cause two things to) come together and combine (Oxford University Press, 1992, p. 562).
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All regions were poor in their screening for SEA, the consideration of the 'zero 

option', and the consideration of other management tools. These similarities 

illustrate omissions of planning practices in the three regions and are the points 

where an attempted integration of SEA should be targeted.

F ig u re  9 .2 :  C o m p a ra t iv e  e x a m in a tio n  o f  experience  o n  SEA i n t e g r a t io n  in  A th e n s ,
D u b l in  a n d  Lo n d o n  (A ll PPPs)

1) Env/tal Obj (PPP)
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There were, however, more contrasting differences among the regions, especially 

between London and Athens. The differences between London and Dublin were less 

pronounced and can be explained by the similarities in their planning systems 

(chapter 4). The prevalence of positive elements of integration in London, is 

because of the existence of guidelines on the Environmental Appraisal of land use 

development plans and Regional Planning Guidance (DETR, 199b; DETR, 199f; 

DETR, 1998g; DoE, 1993). In contrast, mandatory or voluntary regulations 

regarding SEA are non-existent in Athens, and in Dublin institutionalised SEA [i.e. 

policy-SEA), has only recently been established. Therefore, there is a big gap 

between Athens and London in relation to integration practice. The differences
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between London and Athens were more acute for a number of elements of 

integration. These were the setting of environmental objectives considered at 

different level of decision making, scoping (SEA and PPP), documentation of impact 

prediction and the outcome of SEA, production of a non-technical summary both for 

the SEA and the PPP, and seeking proactive public participation and agency 

consultation.

The areas where the SEA profile in London was considerably better than in Dublin, 

were scoping, SEA documentation and the production of a non-technical summary 

(SEA). Although practice on integration in London was better than in Athens and 

Dublin, and integration practice in Dublin was better than in Athens, there are a few 

elements where practice in Athens was better than that in Dublin. The existence of 

mandatory specifications for land use plans in Athens (MEPPPW, 1997b; MEPPPW, 

1997c), contrary to the situation in London and Dublin, enabled the setting of 

quantitative targets, the description of the environmental baseline, the identification 

of environmental problems of the study area, and provisions for plan monitoring, 

on a wider scale.

The interviews however revealed, that these elements were characterised by weak 

implementation (such as monitoring), and were not incorporated in the planning 

exercise in a comprehensive manner. In Dublin, the documentation of a list of 

consultees in the planning report, and the consideration of alternatives and the 'do 

nothing' scenario, scored higher than in London and Athens.

9.3.2. Land use plans

More elements of integration of SEA were incorporated in the transport part of land 

use plans in London then in either Athens or Dublin (Figure 9.3). This was especially 

the case with the scoping requirements for land use plans and SEA, the 

documentation of SEA [i.e. documentation of environmental impacts in a separate 

SEA report, documentation of a non-technical summary, and documentation of 

difficulties encountered throughout plan and SEA preparation), and proactive public 

participation and agency consultation.

The existence of the UK government guidance on the 'Environmental Appraisal of 

Development Plans' since 1993 (DoE, 1993) and the flexibility of the British 

planning system, explains the wide spread conformity within local planning 

authorities of basic SEA requirements. In Dublin, despite the government's
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commitment to the establishment of a SEA system of plans and programmes in 

anticipation of the SEA Directive, such provisions are lacking. Athens is a 

characteristic example of the lack of both political v/ill as well as methodological 

and procedural infrastructure requirements regarding SEA. This is the result of 

ineffective institutional provisions fo r environmental protection, the restricted role of 

local authorities in relation to plan making and implementation, and little public 

support in plan making and environmental management (chapter 4).

F ig u r e  9.3: C o m p a r a t iv e  e x a m in a t io n  o f  experience o n  SEA in t e g r a t io n  in  A t h e n s ,
D u b u n  a n d  Lo n d o n  (La n d  use p l a n s )
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Athens N = 59; Dublin N =  15; London N = 29

9.3.3. Transport-related strategic documents

The situation in the three regions regarding the transport-related strategic PPPs 

(Figure 9.4) is markedly different compared to the situation with land use plans. 

Practice in Dublin was found to be best, followed by Athens, with London 

incorporating the least elements of integration. As with the land use plans above, all 

regions shared some similarities in the incorporation of integration elements that 

are close to a common planning practice. These include the setting of
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environmental objectives adopted from PPPs at a higher or lov/er decision making 

level, the identification of the environmental baseline and environmental problems 

of the study area, and provisions for public participation and agency consultation.

Figure 9.4: C o mparative  e x a m in a t io n  o f  experience o n  SEA in t e g r a t io n  in  A th e n s , 
D ublin  a n d  Lo n d o n  (Transport- related strategic  PPPs)
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Dublin and Athens had very sim ilar responses on integration, especially in basic 

elements of integration such as scoping (PPP and SEA), the documentation of 

environmental assessment and inclusion of a non-technical summary (PPP and SEA), 

and in the consideration of other management tools. In view of a lack of regulations 

on SEA in these two regions, the existence o f strong SEA elements can be explained 

by a common need to minimise existing environmental pressures on the urban 

environment that are intensified by planned and current development of transport 

infrastructure. Ireland is experiencing unprecedented economic growth (the highest 

rate of growth in the EU). This is also fuelled by EU Objective 1 financial aid, which 

it receives. Athens is expecting substantial financial gains from  hosting the Olympic 

Games in 2004.
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Furtherm ore, the absorption o f the EU's financia l assistance by these regions is also 

related to the delegation o f SEA responsibilities in the fo rm  o f Structural Fund 

regulations [i.e. environm ental profiles) (chapter 4). It is fo r this reason that SEA is 

m ore likely to fo llow  a top-dow n rather than a bo ttom -up approach to plan m aking 

in the fu ture in Ireland and Greece. The regulatory role o f the EU, both in re la tion to 

the potentia l enactm ent o f the SEA Directive and environm ental regulations gu id ing  

Structural Funds, is im portan t in shaping positive attitudes to SEA in these countries.

A notab le  difference between D ublin and Athens is the w idespread app lica tion  of 

innovative ways o f pub lic  partic ipation and consultation in D ublin , which is well 

beyond the practice in Athens or London. The low degree o f in tegra tion  found  in 

London can be explained by the d is illusionm ent o f p lanners (expressed th roughou t 

the interviews) about the lack o f m ethodo log ica l r igou r o f SEA, the lack of 

quantita tive environm ental data, and the possible delays em anating from  public 

pa rtic ipa tion  and extended consultation procedures involved in SEA.

In conclusion, the strongest points found in the three regions [i.e. the elements of 

in tegra tion  that were incorporated most in current transport p lann ing  practice) 

were; vertical in tegration in Athens with the app lica tion  o f basic com m on 

SEA/planning procedura l stages, social in tegra tion  w ith the undertaking of 

innovative m ethods o f public partic ipa tion  in D ublin , and external and hum an 

resources in tegration w ith opportun ities fo r successful 'tiering' o f SEA processes and 

close co-operation  and variety o f expertise in p lann ing and SEA team s in London. 

Transference o f experience am ong the three regions should focus on these 

elements.

9.4. Specific recommendations to improve integration in the three regions 

9.4.1. Athens

Athens, and Greece in general, face a num ber o f institu tiona l, financ ia l and cultural 

barriers tha t inh ib it the w idespread in tegration o f SEA, especially at a land use 

p lann ing  level. However, the fact that several elements o f in tegra tion  a lready app ly 

at the strategic level o f transport p lann ing , as the O lym p ic  2004  T ransporta tion 

Plan revealed, implies that the barriers related to m ethodo log ica l and hum an 

resources integration can be easily lifted. This requires tha t Greece concentrates on 

sim ple procedura l, m ethodolog ica l and institutional changes tha t should a im  to 

am elio ra te  (transport) p lann ing practice, rather than try to  digest northern European 

SEA practices that are alien to its p lann ing culture (chapter 4). Preparation fo r the
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enactm ent o f the proposed SEA Directive w ill provide the first step tow ards a m ore 

extensive in tegration o f SEA, s im ila r to the situation in the o ther tw o northern 

European regions. Possible efforts towards this d irection, w ill a lso be useful to 

Eastern European countries that w ill join the EU in the future, since they share 

sim ilarities w ith the southern m em ber states in the o rgan isation  and m anagem ent o f 

environm enta l policy m aking.

It is recom m ended that land use p lanning practice in Athens should adop t a m ore 

flex ib le  and adaptive approach and tha t p lann ing should be seen as a process with 

interrelated stages not merely focusing on the in itia l [i.e. iden tifica tion  o f current 

situation) and fina l stages [i.e. suggestion o f measures). In o rde r fo r im pact 

assessment m ethodologies to be accepted in everyday p lann ing  practice, a num ber 

of issues should be addressed. O n a technical fron t, these include the com ple tion  of 

the nationa l cadastral system the developm ent o f which is currently tak ing place, 

and the creation o f a central inter-sectoral environm ental database tha t w ill provide 

quantita tive in form ation to local planners. The role o f local authorities should also 

be enhanced in preparing , im plem enting and, m ore im portan tly , m on ito ring  plans' 

recom m endations. A ttem pt at decentralisation is currently under way tha t aim s to 

provide local authorities with m ore p lann ing responsibilities.

It can be concluded from  the com parison o f the three regions experience, tha t the 

existence o f m andatory or 'sem i-m anda to ry ' requirem ents is o f param oun t 

im portance fo r the w ide spread app lica tion  o f SEA. The flex ib le  nature o f the British 

p lann ing  system which focuses on 'encouragem ent and advice ' ra ther than on the 

'en fo rcem ent o f strict specifications' as is the case in Greece, seems to  be beneficia l 

fo r the extension o f non m andatory provisions fo r SEA am ongst the authorities 

involved. The app lica tion , however, o f a s im ila r approach  to  G reek p lann ing, 

should be seen in the context o f a d ifferent p lann ing culture (chapter 4), if 

transference o f experience between these tw o regions is to  be successfully 

attem pted. Therefore, SEA practice, in line w ith the proposed SEA Directive's 

provisions can be boosted by the m odifica tion  o f m andatory  p lann ing  guidelines to 

include the in fo rm ation  presented in the Annex o f the d ra ft SEA Directive (Appendix 

5). A t a regional level, these could take the fo rm  o f in terna l gu ide lines fo r those 

review ing the relevant plans. Institutional capacity strengthening should back up 

these initiatives. The proposed establishm ent o f a 'N a tio n a l C entre fo r Sustainable 

Developm ent and the Environm ent' by the G reek governm ent could provide the 

app rop ria te  fram ew ork fo r the adm in istra tion  and m on ito ring  o f SEA. The existence
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of institutions that act as representatives of central government in the SEA, project- 

EIA, and planning processes, does not however guarantee operational efficiency 

and successful implementation of monitoring programmes. It m ight be more 

appropriate to consider the experience of other countries where these institutional 

bodies are staffed by independent groups of experts, and have a technical rather 

than institutional role. Attention should therefore be focused on the procedural and 

methodological functions of a SEA process, such as quality of environmental 

statements and advice on methodologies, rather than administrative control.

Emphasis must be placed on institutional co-operation. The Greek Ministry of the 

Environment has been criticised for its lack of political commitment towards the 

environment and weak co-operation with other 'powerful' ministries (TCG, 2000a; 

Zagorianakos, 1998; Polyzos and Vlastos, 1993). Government departments and 

regional organisations responsible for the implementation of environmental policies 

in Athens generally act in isolation. Cross-sectoral communication across agencies 

should be encouraged, if institutional fragmentation is to be successfully tackled. 

This can be encouraged by the establishment of interdepartmental committees for 

co-ordinating issues relative to the environment as is the experience in other 

countries [i.e. the Netherlands and Canada), and the tem porary transference of 

departmental staff and their training on cross-sectoral issues.

The establishment of a national environmental policy fram ework and the 

codification of planning and environmental legislation, are two more critical aspects 

of integrated SEA in Athens. Environmental policy making lacks a comprehensive 

framework for future action on the major environmental problems facing Athens, 

and Greece in general. The current 'Master Plan fo r the Environmental Protection of 

Greater Athens dates back to 1983, and as the Athenian case study showed, it is 

not taken into account for the future development of Athens. A W hite Paper on the 

environment should be prepared at a national level to act as an indicative 

'commitments document' that will guide future action. An im portant reform process 

is necessary in order to support the implementation of this suggestion. This involves 

the bringing together of all the 'bits and pieces' of environmental and planning law, 

dispersed throughout different acts, in order to create a consistent and thus more 

efficient legal framework.

Finally, public involvement is also a basic requirement for integroted-SEA and more 

attention must be focused on how this can be improved. Its effectiveness depends
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on cultural and economic patterns, as well as environmental awareness. Public 

participation is particularly weak in both project-EIA and planning practice in 

Athens. It is, therefore, necessary to find adequate participatory and conflict 

resolution mechanisms adapted to the Athenian cultural and community character 

to help overcome existing implementation difficulties at an institutional level. This 

can be promoted by research and workshops to identify appropriate methodologies 

that are consistent with Athenian community needs and traditions. Relevant 

questions around this are: how it should be conducted? who should participate? 

and when should it take place? Mechanisms for negotiation and environmental 

mediation are also important and should be developed and implemented.

9.4.2. Dublin

The study in Dublin demonstrated a low percentage of incorporation of elements of 

SEA integration in land use plans, contrary to transport-related strategic PPPs where 

more elements were incorporated. Owing to the procedural similarities of SEA and 

planning (chapters 6 and 8), recommendations for enhancing practice on SEA 

integration, should focus on the transport planning facet of land use plans.

The preparation of guidelines for SEA of land use plans sim ilar to the guidance on 

the 'Environmental Appraisal of Development Plans' (EADP) in Britain, is of 

param ount importance. The successful transference of experience is guaranteed by 

the similarities that the two planning systems share. Furthermore, EADP guidelines 

incorporate a considerable amount of the proposed SEA Directive's provisions and, 

as such, the political commitments of the Irish government on the initiation of a SEA 

system for land use and sectoral plans can, at least partly, be fulfilled. Nevertheless, 

the EADP guidance has been criticised fo r its lack of methodological rigour 

especially in relation to the consideration of alternatives, inadequate involvement of 

the public in the Appraisal process and incomplete documentation requirements. 

Local planning practice in Dublin is particularly problematic in relation to these 

issues (Figure 9.3) and any future guidelines should strengthen these requirements. 

Considerable support to address these shortcomings can be obtained from  the 

experience gained by the application of SEA elements of integration at a regional 

level and in particular at a policy level. The consideration of alternative scenarios 

for proposed action and innovative ways of involving the public, are prominent 

issues in the regional planning process and, as such, transference of experience 

could be useful fo r local authority planners. Care, however, is needed in applying 

these techniques to comprehensive land use planning, as there are distinct
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differences between comprehensive and sectoral planning. Local authority finance 

and delays in plan authorisation will determine the degree to which innovative 

public participation and consultation with NGOs can be improved. Organisational 

capacity and administrative efficiency will be required to facilitate this.

At a national policy level, guidelines fo r a policy-SEA [i.e. Eco-Audit) were recently 

put in place. These are restricted to a screening and scoping exercise for the 

identification of the significant issues to be considered in the assessment. These 

guidelines, should however be used carefully. Although useful to help the rapid 

identification of environmental factors, scoping guidelines can never be fully 

comprehensive. The range of different situations and environmental factors that are 

involved in policy processes and the uncertainty involved in cause-effect 

relationships can never be fully covered. Therefore, they should not be adopted as 

requirements but only as indicative tools.

The adoption of quantitative targets specified in national environmental policy 

documents such as the Irish Sustainable Development Strategy, and the utilisation of 

computerised data banks based on monitoring of environmental impacts, will 

strengthen the methodological capacity of environmental assessments at a policy 

level. The Eco-Audit should also be integrated with social and economic impact 

assessments that have been exercised during the preparation of the National 

Development Plan. This will give an insight into the interrelation of socio-economic 

and environmental themes in policy making, thus promoting sustainability.

The last recommendation relates to the closer co-operation and communication 

between experts throughout the process of environmental policy formulation. 

Further integration of experts in different administrative structures is required in 

order to initiate a multi-disciplinary approach to policy-SEA. The reorganisation of 

existing cross-sectoral administrative structures such as the 'G reen Network of 

Departments' is essential in order to bring together expertise from various 

Departments and thus promote information sharing among practitioners from 

different areas of interest. This will help focus on the interrelations between 

environmental and socio-economic impacts and avoid conflicts arising throughout 

assessment.
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9.4.3. London

The study in London showed tha t in contrast to D ub lin  and Athens, there were more 

elements o f in tegration in land use plans com pared to transport-re la ted strategic 

PPPs. The discretionary nature o f the British p lann ing  system w ith the voluntary 

app lica tion  o f governm ent gu idance on EADP since 1993 seems to pay dividends. 

Criticisms o f the qualita tive and procedura lly d isintegrated nature o f Environmental 

A ppra isa l, hove led to an em erg ing , objectives-based, susta inability approach to 

SEA. This approach is still a t an early stage o f developm ent and gu idance is to be 

published shortly.

The thesis identified a set o f key issues that are fundam enta l to the in tegra tion  of 

SEA in land use p lanning that, if im plem ented, w ill im prove the efficiency o f the 

em erg ing Sustainability Appra isa l processes and enable 'tiering ' o f assessments. 

M on ito ring  o f the plan and m itiga tion  measures are im portan t especially in 

provid ing  a link th roughout na tiona l, regional and local levels o f p lan m aking. It is 

necessary tha t the same o r s im ila r set o f quantita tive environm enta l and socio

econom ic indicators is used fo r review, assessment and m on ito ring  to provide 

un ifo rm ity  and consistency in the process. The d ifficu lty  with the setting of 

app rop ria te  indicators, however, is that the task tha t is assigned to them  is 

overw helm ing e.g. they should accurately app ly  at d iffe ren t p lann ing  levels and be 

comprehensive to a variety o f societal groups. Four recom m endations can be useful 

in p rom oting  effective m on ito ring . These are data ava ilab ility , design o f a 

m on ito ring  exercise, period ica l docum enta tion and pub lic  pa rtic ipa tion . Data 

ava ilab ility , especially at a reg iona l and national level, is one o f the reasons fo r the 

lack o f m onitoring  in all three regions. The organ isation  o f G IS-based m onitoring 

systems and their co-ord ina tion  by nationa l statistics agencies is considered by some 

to be a key to effective m on ito ring . This requires co -opera tion  between the various 

p lann ing levels th rough sharing o f in fo rm ation , and possible establishm ent of 

p lann ing officers in local authorities and regions responsible fo r updating  the 

relevant data. Furthermore, PPP m on ito ring  should be designed during  plan 

m aking , and plan review should be based on the outcom e o f a continuous 

m on ito ring  exercise. The production  o f m onitoring  guide lines fo r  all decision 

m aking levels, the appropria te  financ ing  o f local authorities o r groups o f authorities 

that jo in tly undertake m on ito ring , and the review by the pub lic  o f a m onitoring  

report published periodically, w ill stim ulate m onito ring  practice.
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As the case study illustrated (chapter 8), research is needed on methodologies that 

integrate socio-economic and environmental assessment tools. If, for example, the 

target is the facilitation of public participation, it would be useful if the distribution of 

impacts to various social groups is presented in a comprehensive manner in the 

relevant planning or SEA documents. An integrated methodology should however 

tackle technical problems, such as uncertainty and complexity, which are 

particularly acute at a regional and national level of policy making.

The appropriate integration of expertise through the re-examination of dom inant 

'local rationalities', is of particular relevance for an effective integrated-SEA. Human 

resources integration, can be encouraged by the organisation of open and informal 

meetings between members of planning and assessment teams within the 

organisation undertaking the integrated exercise. These meetings should also 

ensure the involvement of a wide range of NGOs and interest groups. This will 

result in a more transparent process and maximise the successful implementation of 

the proposed policies.

The last recommendation for London, and Britain in general, relates to provisions 

fo r the preparation of the potential enactment of the SEA Directive. The potential 

issue of Sustainability Appraisal guidelines for land use plans and (possibly RPGs) 

should give emphasis on the proposed SEA Directive's requirements that are not 

included in the current EADP advice and, as such, are infrequently met in land use 

planning practice in London. These include a number of procedural and 

documentation requirements such as screening fo r the need for SEA, consideration 

of alternatives (and do-nothing option) and justification of the selection of the 

preferred option, public participation and agency consultation throughout SEA and 

documentation of their outcome, and inclusion of a list of consultees in the 

SEA/planning report. These requirements are closely related to planning practice 

and therefore will not add any further delays or financial burdens to the existing 

planning and Environmental Appraisal process.

9.5. Further research questions on SEA integration

Practice on integration of methodological approaches, would be beneficial to 

transport planning and SEA, if the practitioners involved were more generalists in 

their disciplinary field of expertise. In the short term, this can be promoted by 

appropriate training that focuses on issues and viewpoints outside particular 

disciplines. Groups that should be targeted for training include administrators
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responsible for carrying out SEAs or supervising the procedure, experts who work 

within the administration or external consultants who support the adm inistration in 

the preparation of a SEA, the general public and NGOs. The adoption of a long

term view would require that SEA be included on the curriculum of the Universities 

in a variety of subjects, especially in those where environmental management is not 

a core activity.

Institutional fragmentation was seen, both in the literature and in the research, to be 

a significant hindrance to integration within organisations that prepare and assess 

PPPs. A pertinent question that arises is whether institutional reorganisation of 

existing structures is preferred over institutional reform. The latter implies the 

initiation of something radical, i.e. administrative structures that were not there 

before, whereas the form er requires the reorganisation of existing structures and 

resources. The research showed that the cost effectiveness and possible avoidance 

of unnecessary bureaucracy, makes institutional reform more preferable and, as 

such, an easier option for administrators and employees to implement. The 

interviewees also expressed the opinion that a change in working relationships and 

the initiation of 'cultural flexibility' might have better results than dedication of 

financial resources and complicated procedures.

An issue that requires further research is the methodological complexity of an 

integration exercise. There are at least three areas where complexity is generated: 

through the integration of environmental and socio-economic themes, the 

integration of sectors, and the integration of assessment at different levels of 

decision-making. Future research has to concentrate on balancing the need for less 

complexity with the need to represent information and prediction with an acceptable 

degree of detail and uncertainty.

Questions also arise as to the role of SEA in the future and, in particular, in relation 

to the tiering of PPPs. New approaches to an integrated assessment have been 

developed that seem to substitute SEA at a policy level. Integrated Environmental 

Assessment (lEA), for example, claims that SEA is too formative and systematic to 

apply at a policy level where the degree of detail in assessment is less (chapter 3). 

lEA asserts greater procedural flexibility, as it does not specify any particular point of 

application in the policy process. A pertinent research question is whether a possible 

decrease of SEA's scope to plans and programmes [i.e. proposed SEA Directive) in 

order to leave the policy area to other forms of assessment like lEA, will further
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prom ote m ethodolog ica l clarity and effective tie ring , as v/as the case w ith project- 

EIA and SEA.

Finally, social in tegration seems to be the 'Achilles' heel' o f current SEA and 

p lann ing practice. This has a m ethodologica l and procedura l side. A  better insight 

into these weaknesses m ay be gained if the question tha t is so com m on in the 

literature concerning SEA is rephrased. Instead o f asking w ha t are the changes 

needed so tha t SEA can better in fo rm  decision makers, it m igh t be more 

app rop ria te  to seek fo r the necessary changes in SEA so tha t it no t on ly inform s 

decision makers, but members o f the public as well. To do that, SEA should fo llow  a 

quite d iffe ren t path than it currently does. It has to, to a certain degree, give space 

to, o r ra ther welcom e other m ethodolog ica l tools such as Social Im pact Assessment 

(SIA). SEA should be integrated (and this is also a weakness o f lEA) not only with 

econom ic assessment, but also with Social Assessment. The role o f SIA could be the 

pred iction o f spatial and tem pora l distribution o f impacts to societal groups. Then 

lay people, as well as politicians can make an in form ed decision on w hether or not 

to support a given PPP, and thus help towards its im p lem enta tion . However, this is 

easier said than done. This approach to in tegra tion , increases m ethodologica l 

com plexity, requires organ isationa l efficiency and flex ib ility  fo r the reduction of 

procedura l delays, and, especially at a policy level, m igh t be abandoned  altogether 

because o f issues o f confidentia lity. These problem s, however, should not 

d iscourage research on a m ore partic ipa tory fo rm  o f in tegra tion  in the future.

9.6. Epilogue

The a im  o f this thesis com prised two sections. The first section related to the 

developm ent o f the elements required fo r an integrated SEA/transport p lanning 

m odel. The second section related to the evaluation o f experience on integration in 

Athens, Dublin and London using these elements as a fram ew ork  fo r analysis. Two 

m a jo r find ings relevant to the thesis tw ofo ld  a im  can be asserted.

As fa r as the first section is concerned, the review o f the literature undertaken in 

o rder to develop the SEA integrative fram ew ork  (chapter 3) and the research 

conducted to test it (chapters 5-8), showed that, w ith in the three regions examined, 

practice o f in tegration does not match the theoretical account o f integration. 

A lthough there is relative consensus on the elements o f successful integration, 

practice on its app lica tion  in transport p lann ing  is poor. The com plexity o f the issues
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involved and the political components of the concept render both research on 

integration and the attempt to implement it, difficult.

As far as the second section of the thesis aim is concerned, an assumption was 

made early in the evolution of this thesis (chapter 2). This was that regions with 

considerable SEA experience would demonstrate a higher degree of SEA/transport 

integration, than regions with limited SEA experience. The research showed that, 

indeed, London and to a lesser extent Dublin, with experience and institutional 

structures in place regarding SEA, exhibited more integration characteristics than 

Athens where SEA practice and regulations were non-existent. The research also 

showed that these are not the only determinant factors fo r the promotion of 

integration. Political will to implement existing SEA provisions, the commitment of 

financial resources, organisational capacity and favourable attitudes of practitioners 

and social groups towards integration are equally, if not more, important in the 

promotion of better practice. This statement is supported by the research findings 

showing that integration in transport-related strategic PPPs in London was lower 

than in Athens, even though in London there were voluntary SEA-related 

specifications in place for more than a decade, whereas Athens lacks such a SEA 

regulatory framework.
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APPENDIX 1 : L is t  o f  D o c u m e n t s  r e v ie w e d

Athens 

LAND-USE PLANS

•  C om m un ity  o f Ecali, Plateia Ekklisias, Athens 14565
• C om m un ity  o f N ea Penteli, Agios Paraskevis 22 , Athens 1 5 2 3 6
• C om m un ity  o f Papagos, Tepeleniou 32, Athens 1 566 9
• C om m un ity  o f Thrakom akedones, Protogora & Plateia Aristote lous 13671

M unic pol ty o f A g io  Paraskevi, M esogeion 4 63 , Athens 153 43
M unic pal ty o f A g io  V arvara, Aristom enous 1 2, Athens 12351
M unic pal ty o f A g io i A na rg iro i, D im okra tias kai 1. M e rla , Athens 13561
M unic pal ty o f Ag ios D im itrios, A g iou  D im itriou  55 , Athens 1 7343
M unic pal ty o f Agios loannis Rentis, M pichaki 8, A thens l 823 3
M unic pal ty o f A lim os, Aristotelous 53 , Athens 1 7455
M unic pal ty o f A m arous ion , C hatz ianton iou  1 0, Athens 15124
M unic pal ty o f A m arous ion , D im . Ralli 37 , Athens 15124
M unic pal ty o f A no Liosia, Plateia Iroon, Athens 1 3341
M unic pal ty o f A rg iro u p o li, Kyprou 68 , Athens 1 641 0
M unic pal ty o f Aspropyrgos, Leoforos D im okra tias 18, Athens 19300
M unic pal ty o f A th ina ion , Liosion 22 , Athens 1 0 4 3 8
M unic pal ty o f Axarnes, Plateia Ag. N iko laou , Athens 1 3761
M unic pal ty o f C h a id a ri, Leoforos A th inon 1 81-1 83 , Athens 12461
M unic pal ty o f C ha land ri, Zalokosta 4, Athens 1 5233
M unic pal ty o f C ho la rgos, Perikleous 55, Athens 1 5561
M unic pal ty o f D afn i, Ellis 1 6 kai Kanari, Athens 1 7235
M unic pal ty o f Egaleo, leras O dos 364 , Athens 12243
M unic pal ty o f E llin iko, 33 O dou  1 3, Athens 1 67 7 7
M unic pal ty o f Filothei, P. Kalliga 31 , Athens 1 52 3 7
M unic pal ty o f G a la ts i, A rch im idous 2 kai Yppokratous, Athens 1 1 1 46
M unic pal ty o f G ly fada , Saki K arag iorga  2, Athens 16675
M unic pal ty o f llion  (N .Liosia), Protesilaou 83, Athens 13122
M unic pal ty o f llio u p o li, P rotopappa kai Venizellou, Athens 1 631 0
M unic pal ty o f Irak le ion , St. Karag iorg i 1 3, Athens 14121
M unic pal ty o f Kaisariani, Filadelfe ias & V ryoulon 1 25 , Athens 16121
M unic pal ty o f K ollithea, M antzagrio tak i 76, Athens 1 7676
M unic pal ty o f Kam ateros, L.Filis 66 , Athens 1 3451
M unic pal ty o f K ifisia, D ionis iou & Myrsinis, Athens 1 456 2
M unic pal ty o f K oridalos, G rig o rio u  Labraki 2 3 1 , Athens 18110
M unic pal ty o f Likovrysi, Ag. Varvaras 25 , Athens 14123
M unic pal ty o f M elissia, Kykladon 1 & D im okra tias, Athens 15127
M unic pal ty o f M etam orfos i, D elig iann i 3, Athens 1 445 2
M unic pal ty o f M oschato, Korai & Ithakis, Athens 1 834 5
M unic pal ty o f M un ic ipa lity  o f Neo Psichico, Tertseti 4 4 , Athens 1 5451
M unic pal ty o f Nea C ha lk idona , Dekeleias 31 , Athens 1 434 3
M unic pal ty o f Nea Erythrea, N ik. Plastira 1 4, Athens 14671
M unic pal ty o f Nea F ilade lfe ia , Dekeleias 97 , Athens 14343
M unic pal ty o f Nea Ionia, A n tl/s iou  & Ag. G eorg iou  4 0 , Athens 1 42 3 4
M unic pal ty o f Nea Smyrni, El. Venizelou 1 4, Athens 17121
M unic pal ty o f N ika ia , G revenon 5 -7 , Athens 18450
M unic pal ty o f Paleo Faliro, A g.A lexandrou 70, Athens 1 7561
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•  M un ic ipa lity  o f Papagos, Anastaseos 90, Athens 1 566 9
•  M un ic ipa lity  o f Pefki, El. Venizelou & Riga Feraiou, Athens 15121
•  M un ic ipa lity  o f Peristeri, Plateia D im okratias, Athens 1 2 134
• M un ic ipa lity  o f Petroupoli, Kosta Varnali 7 6 -7 8 , Athens 13231
• M un ic ipa lity  o f Psichiko, Stratigou Kalari 13, Athens 15452
• M un ic ipa lity  o f Tayros, Peiraios & Eptalofou, Athens 1 7 7 7 8
• M un ic ipa lity  o f V ari, Vas. Konstantinou 25 , Athens 16672
• M un ic ipa lity  o f V ou la , A lk ion idon  1 8, Athens 16673
• M un ic ipa lity  o f V ou liagm enis, A frod itis  2, 16671
• M un ic ipa lity  o f Vrilissia, D im . V ernardou 23, Athens 1 5 2 3 5
•  M un ic ipa lity  o f Vyronas, Karaoli kai D im itriou  32 , Athens 1 623 3
• M un ic ipa lity  o f Ymyttos, Plateia Iroon Politechneiou 1, Athens 17237
• M un ic ipa lity  o f Zogro fos, Theologou 22, Athens 15773

TRANSPORT-RELATED STRATEGIC DOCUMENTS

•  A ttiko  M etro , 1 9 9 9 , M etro  D eve lopm ent Study: A Sum m ary, A ttiko  M etro , Athens.
•  D rom os C onsu lting , A. Rogan & Associates Ltd, Athens Ecistics C entre, T ransport Research & 

D eve lopm ent Itnt. S.A. and Delta S.A., 1994 , Transport In frastructure D eve lopm en t S trategic  
Plan: H e llas 2 0 1 0 , D rom os C onsulting, N ovem ber 1 9 94 , Athens.

•  G iaou tz i, M ., 1999 , Specifications Towards the Realisation o f  a  L igh t R ail System in A thens: 
Feasibility, Evaluation, a n d  Im pact Analysis: Phase A  a n d  B, A  study prepared  by V as ile iadou Z., 
D im itrakopou lou  E., Koutroubo F., M oras P., N athenas G ., Petrakis K., and  S tratigea A. v\/ith the
supervision o f G iaoutz i. M . (N ationa l Technical University o f Athens) on beha lf o f the Athens
Public T ransport O rgan isa tion  (OASA), Septem ber 1999 , Athens.

•  MESPPW (M inistry o f the Environment, Spatia l P lanning and Public W orks), 1995 , A ttica  SOS:
Im p lem en ta tion  o f  the A ction Plan, 4 M ay  1995 , MESPPW, Athens.

•  MESPPW and O C O G , 1997, The Im p lem enta tion  o f  the O lym pics T ransportation Plan, Final 
Report, Study prepared by I. Frantzeskakis, E. P apod im itriou , G . G iann is, I. C handanos, M. 
Frontzeskakis, MESPPW, August 1997, Athens.

•  MESPPW, 1 9 9 5 , Law  fo r  the S tructura l Plan a n d  P rogram m e fo r  the E nv ironm en ta l Protection o f
the G rea te r A thens A rea, L. 1 5 1 5 /1 9 8 5  as am ended by L. 1 5 6 1 /8 5 ; L. 1 6 5 0 /8 6 ; L. 1 6 2 2 /8 6 ; L.
1 9 5 5 /9 1 ; L. 2 0 5 2 /9 2 ; L. 2 3 0 0 /9 5 , MESPPW, Athens.

•  MESPPW, 1999 , D ra ft Law  on S pa tia l P lann ing  a n d  Susta inable D evelopm ent, Journal o f the 
Technical C ham ber o f G reece, Issue 2 0 5 0 , 10 M ay 1999 , Athens.

•  MSPHE (M inistry o f Spatial P lanning, Housing and the Environm ent), 1983 , M a ste r Plan 1983:
Reconstruction M easures fo r  Athens, July 1 9 83 , MSPHE, Athens.

•  O C O G  (O rgan is ing  C om m ittee - O lym p ic  G am es Athens 2 0 0 0  S.A.), 1997 , A ir  Q u a lity  in  
Athens in  2 0 0 4 , Study assigned by O C O G  to S. P apagrigo riou , N. M ous iopou los, H. Van der 
Bergh, K. Zekkos, I. Z iom as, G. Bartzis, K. Nester, Z. Sam aras, M arch 1997 , Athens.

•  O C O G , 1 9 9 7 , Energy a n d  Transportation Facet o f  the O lym p ic  G am es Logistics, Study prepared 
by S. Stournas, A. Stathopoulos, I. G ko lias, S. Tsoukis, E. Trian ti, August 1 9 9 7 , O C O G , Athens.

•  O C O G , 1997 , O lym p ic  Gam es, A thens 2 0 0 4 : E nvironm ent S trategy a n d  A ction  P lan: Theme 14, 
Transport, O C O G , M arch 1997, Athens.

•  O iko n o m o u , D., 1999, Specia l S trategic A ction  Plan fo r  the A m e lio ra tio n  o f  the Im age a n d  
Function o f  A thens: A a n d  B phases. University o f Thessaly, Labora tory o f U rban  and Regional 
P lanning, Thessaly.

•  OPEPA (O rgan isa tion  o f Planning and Environm ental Protection o f A thens), 1995 , The A thens  
M etropo litan  Region: Sum m ary o f  the M aste r Plan o f  A thens, OPEPA, Athens.

•  Research Team : Athens 2 0 0 4 , 1998, U rban  P lann ing  a n d  E nv ironm en ta l D im ens ion  o f  O lym p ic  
G am es 2 0 0 4 : A lte rna tive  Project Site Locations, N o tiona l Technical University o f A thens, U rban 
Environm ent Laboratory, January 1998, Athens.

•  Zekkos, K., 1996 , Transport In frastructure D eve lopm en t S trategic P lan: h le llas 2 0 1 0 , Journal o f 
Technika C h ron ika , Issue 2, M arch- April 1 9 9 6 , Technical C h a m b e r o f G reece, A thens.
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D u b lin

LAND-USE PLANS

• A rk low  U rban D istrict, 1999 , A rk low  D eve lopm ent Plan.
• Athy U rban D istrict, 1999 , Athy D evelopm ent Plan.
• Bray U rban D istrict, 1999 , Bray D evelopm ent Plan.
•  D ub lin  C o rp o ra tio n , 1 998 , D ra ft D ublin C ity D eve lopm ent Plan.
•  Dun Laogha ire  -  Rathdown C ounty C ouncil, 1 9 9 8 , D ra ft D eve lopm ent Plan.
•  Fingal C ounty C ouncil, 1998 , D ra ft D evelopm ent Plan.
•  Kells U rban D istrict, 1999 , Kells D evelopm ent Plan.
•  K ildare C ounty C ouncil, 1999, K ildare C ounty D eve lopm ent Plan.
•  M eath C ounty C ouncil, 2 0 0 0 , Meath C ounty D ra ft D eve lopm ent Plan.
•  Naas U rban D istrict, 1999 , Naas D evelopm ent Plan.
•  N avan U rban District, 1999, Navon D evelopm ent Plan.
•  South D ublin  C ounty C ouncil, 1998, D evelopm ent Plan: W ritten  Statement.
•  Trim  U rban D istrict, 1999 , Trim  D evelopm ent Plan.
•  W ick low  C ounty C ouncil, 1 9 99 , W ick low  C ounty D eve lopm ent Plan.
•  W ick low  U rban D istrict, 1999 , W ick low  D eve lopm ent Plan.

TRANSPORT-RELATED STRATEGIC DOCUMENTS

•  Brody Shipm an M artin , Kirk M cC lure M orton , Fitzpatrick Associates and  C o lin  Buchanan and 
Partners, 1 9 9 9 , Strategic P lanning G u ide lines fo r  the G rea te r D ub lin  A re a : D irections fo r  Land  
Use a n d  T ransportation in  the D ub lin  a n d  M id -E ast Regions fo r  the N ew  M illenn ium , Prepared to r 
D ub lin  C ounty and Regional authorities and the D epartm ent o f the Environm ent, D ublin.

• DGXI, 1997, SEA o f the Irish N ationa l D eve lopm ent Plan 1 9 9 4 -1 9 9 9 , in Case Studies on  
Strategic E nv ironm en ta l Assessment, F ina l Report Volume /  a n d  //, DGXI (ed.). Study prepared fo r 
DGXI by Mens en Ruimte n.v. (Brussels), G O P A  Consultants (Frankfurt), U niversidode Nova de 
Lisboa (Lisbon), DHV M ilieu  en Infrastructure (Am ersfoot, The N etherlands) and Tytens 
In frakonsult (Sundbyberg, Sweden), February 1997 , Brussels.

•  DTO (D ublin  T ransport O ffice), 1998, T ransporta tion  Review and Short Term Action Plan: 
M on ito ring  o f Im p lem enta tion , Septem ber 1998 , D TO , Dublin .

•  DTO, 1994 , T ransporta tion  Review and Short Term  Action Plan: Final Report, Study prepared by 
Steer Davies G leove  in association w ith M cH ugh Consultants, S tationary O ffice , Dublin .

• DTO , 1999 , D ub lin : T ransporta tion B lueprint 2 0 0 0 -2 0 0 6 , DTO , D ublin .
•  D ublin  C o rp o ra tio n , 1999, A tm ospheric Pollution and N oise C ontro l U nit: Annual report 

1 9 9 8 /9 9 , Environm ental hlealth Section, Environm ent ond C u ltu re  D epartm ent, Dublin .
• D ublin  C o rp o ra tio n ; South D ublin ; F ingal; D un-Loogha ire /R a thdow n C ounty  C ouncils, 1999, 

D ra ft D ublin  Regional A ir Q ua lity  M anagem en t Plan: C onsu lta tion  D ra ft, D ublin  C o rpo ra tion  
C ivic O ffices, D ublin . (It can also be viewed on the fo llo w in g  websites: h t tp : \ \w w w .dub lincorp .ie  
and h ttp ://w vw /.d ltcoco .ie )

• D ublin  Regional Authority , 1996, D ublin : A Regional Focus, A  reg iona l Perspective and Strategic 
V ision fo r a Leading European Region, D ub lin  Regional Authority, D ublin .

• D ublin  T ransporta tion  Initiative, 1995, D ub lin  T ransporta tion  In itia tive: Final Report, report 
p repared by Steer Davies G leave in association w ith M cH ugh C onsultants and  financed  by the 
Technical Assistance Program m e o f the O p e ra tio n a l P rogram m e on P eripherality 1989 to 1993, 
G overnm ent o f Ire land, M ay 1994, Dublin.

• EPA (Environm ental Protection Agency), 1999 , M easuring  Progress Towards Sustainable 
D evelopm ent: A Discussion Docum ent, EPA, W exford.

•  Fitzerald, J., Kearney, I., M orgenro th , E. and Smyth, D. (eds.), 1 999 , N a tio n a l Investm ent 
Priorities fo r  the p e r io d 2 0 0 0 -2 0 0 6 , Economic and Social Research Institute (ESRI), Dublin .

• G overnm ent o f Ire land, 1993, Ire land: N o tiona l D evelopm ent Plan 1 9 9 4 -1 9 9 9 , S tationary 
O ffice , D ublin.
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•  Government of Ireland, 1994, Ireland Community Support Framework: Operational Programme 
fo r Transport 1 994-1 999, Stationary Office, Dublin.

• Government of Ireland, 1997, Sustainable Development: A Strategy fo r Ireland, Department of
the Environment, Stationary Office, Dublin.

• Government of Ireland, 1999, N ationa l Development Plan 2000-2006 , (includes the Eco-Audit 
fo r Government Departments and fo r the National Development Plan), Dublin, Ireland.

• Knight, P., Feeney, B., Scott, S. and G ood, P., 1999, The environmental Implications of Irish 
Transport Growth, Paper presented in the Conference on the Environmental Benefits of Cohesion 
Fund Investment in Ireland, organised by the Irish Department of the Environment and Loco! 
Government with funding provided by the European Union, Killarney, Ireland, (This paper is 
based on a study commissioned by the Department of the Environment and Local Government 
and prepared by Oscar Faber, G oodbody Economic Consultants, ESRI and Ecotec, Dublin).

• Oscar Faber, 1999, A Study of Road Pricing in Dublin, Study prepared by Oscar Faber in
association with G oodbody Economic Consultants Ltd, TSRG (Trinity College Dublin) and TORG 
(University of Newcostle-Upon-Tyne) fo r the Department of the Environment and Local 
Government, Dublin.

London

LAND-USE PLANS

• Barking and Dagenham Borough Council, Unitary Development Plan 1999, Pre-deposit stage,
David Pope, Senior Planner, Planning Department, Address: Town Hall, Barking Essex IG l 1 7LU.

• Barnet BC, Unitary Development Plan 1999, Consultation stage, Keung Tsang, Forv/ard Planning
and Projects, Directorate of Environmental Services, Address: Barnet House, 1255 High Road,
Whetstone, London N 20 OEG.

• Bexley BC, Unitary Development Plan 1999, M onitoring and Review stage, G. Bryant, Group 
Planner, Environmental Services, Address: Wyncham House, 207 Lonqlands Road, Sidcup, Kent 
DA15 7JH.

• Brent BC, Unitary Development Plan 1999, Deposit draft, Phil Rankmore, Head of Transportation 
Unit, Brent House, 349-357  High Road, Wembley, London HA9 6BZ

• Bromley BC, Unitary Development Plan 1999, Review stage, Mike Ibbott, Environmental planner 
and LA 21 Officer, Planning Department, Civic Centre, Stockwell Close, Bromley BRl 3UH.

• Catnden Borough Council, Unitary Development Plan 1999, Review stage, Elizabeth Teymour, 
Planning O fficer, Planning Department, Address: Camden Council, Camden Town Hall, Judd 
Street, London W C l H 9JE.

• Corporation of London, Unitary Development Plan 1999, Review stage, M ark Trevetham, 
Planning Officer, Planning Department, PO Box 270, G uildhall, London EC2P 2EJ

• Croydon BC, Unitary Development Plan 1999, Review stage, Ken Dryden, Transport Planner, 
Address: Planning Department, Taberner House, Park Lane, Croydon CR9 IJT

• Enfield BC, Unitary Development Plan 1999, Review stage, Steven Tapper, Development and 
Transportation Planning, Enfield Borough Council, PO Box 53, Civic Centre, Silver Street, Enfield 
ENl 3XE

• Hackney BC, Unitary Development Plan 1999, Review stage, P.A. Davis, Chief Town Planner, 
161 City Road, London, E C l V l N R

• Hammersmith and Fulham BC, Unitary Development Plan 1999, Review stage, Trevor Harvey, 
Principal O fficer, Policy Unit, Address: Town Hall, King Street, London W6 9JU.

• Harrow BC, Unitary Development Plan 1999, Consultation stage, G lenn Jones, Planner Planning 
Department, Address: PO Box 37, Harrow H A l 2UY.

• Haunslow BC, Unitary Development Plan 1999, Review stage, Carrie Roberts, Environmental 
Support Officer, Planning Department, Address: Hounslow Borough Council, Civic Centre, 
Lampton Rood, Hounslow TW3 4DN

• Havering Borough Council, Unitary Development Plan 1999, Review stage, Tim Jonson, Director 
of Environment and Planning, Planning Department, Address: Mercury House, Mercury Gardens, 
Romford RM3 8UU,
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• Hillingdon BC, Unitat7 Development Plan 1999, Deposit stage, Dave Roy, Policy Manager, 
Planning Department, Address: Civic Centre, Uxbridge, Middlesex UBS 1 UW.

• Islington BC, Unitary Development Plan 1999, Consultation stage, Jill Rae, Planning Officer 
(Policy), Planning Department, Address; 222 Upper Street, PO Box 3333, London N1 lYA.

• Kensington and Chelsea BC, Unitary Development Plan 1999, Pre-deposit stage, Christine Me 
Goldcick, Planning Officer, Policy team. Address: Room 317 Tov^n Hall, Hornton Street, London 
W8 7NX

• Kingston-upon-Thames BC, Unitary Development Plan 1999, Adoption stage, Tom Holstein, 
Director of Environmental Services, Planning Department, Address: Environmental Services, 
Kingston Upon Thames Borough Council, Guilhall II, Kingston Upon Thames, Surrey KTl 1 EU.

• Lambeth BC, Unitary Development Plan 1999, Review stage, Peter Holland, Head of Planning, 
Courtenay House, 9-1 5 New Park Road, London SW2 4DU

• Lewisham BC, Unitary Development Plan 1999, Pre-deposit stage, G. Atkinson, Principal Planner, 
Leisure Economy, Address; Lawrence House, 1 Catford Road, London SE6 4RW.

• Merton BC, Unitary Development Plan 1999, Deposit draft, Jed Lawrenson and Steve Cordis, 
Policy and Information Team, Address: Environmental Services, Civic Centre, London Road, 
Merton, Surrey SM4 5DX.

• Newham Borough Council, Unitary Development Plan 1999, Review stage, Dave Whittaker, 
Principal Planner, Planning Policy and Research Group, Address; Town Hall Annexe, Barking 
Road, East Ham, London E6 2RP.

• Redbridge BC, Unitary Development Plan 1999, Deposit stage, Steve Rogers, Head of Planning 
Policy and Information, Planning Servises, Address: Town Hall, 128-142 High Road, Ilford,
Essex IG l 1 DD

• Richmond Upon Thames Borough Council, Unitary Development Plan 1999, Review stage, P. 
Crimes, Senior Planning Officer, Address: Civic Centre, 44 York Street, Twickenham TWl 3BZ.

• Southwark BC, Unitary Development Plan 1999, Public Participation stage, Silvia Francis Mullins, 
Planning Officer, Address: Planning Department, Chiltern House, Portland Street, London SE17 
2ES.

• Sutton BC, Unitary Development Plan 1999, Public Participation phase, Pot Whitter, Planning 
Officer, Address; Borough Council, Planning Department, Technical Offices, 24 Denmark Road, 
Carshalton, Surrey SMS 2JG,

• Waltham Forest Borough Council, Unitary Development Plan 1999, Pre-deposit stage, Nigel 
Kent, Planning Director, Highways and Services, Address: 16 The Ridgeway, Clingford, London 
E4 6PS.

• Wandsworth Borough Council, Unitary Development Plan 1999, Review stage, RJ. Stone, Group 
planner- Transportation Unit, Address: Town Hall, Wandsworth High Street, London SW18 2PU.

• Westminster BC, Unitary Development Plan 1999, Monitoring stage. Bill Hodgson, Borough 
planner, PO Box 240, Westminster City Hall, 64 Victoria Street, London SWl E 6QR

TRANSPORT-RELATED STRATEGIC DOCUMENTS

• Department of Transport and GOL, 1 996, A Transport Strategy for London, HMSO, London.
• DETR (Department of the Environment, Transport and the Regions), 1999, Proposals for a Good 

Practice Guide on Sustainability Appraisal o f  Regional Planning Guidance, Report produced for 
DETR by Baker Associates with Chris Blondford Associates, Transportation Planning (International) 
Ltd and University of the West of England (Euronet), August 1 999, DETR, London.
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Associates, Transportation Planning (International) Ltd and University of the West of England 
(Euronet), August 1999, DETR, London.
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• London First Transport Initiative, 1996, London's Action Programme fo r Transport: 1996 -  2010, 
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APPENDIX 2: L is t  OF In t e r v ie w e e s

[The u n d e rlin e d  nam es, ind ica te  those in te rv iew ed fo r  the case stud ies.]

Athens

A rgyrakos, D. C onsu ltan t to the M in ister fo r Transport.

C hc lk ias , G . Local A u thority  P lanner, M un ic ipa lity  o f Kamateros.

D elloukas, G . A ttiko  M etro , Project M anager.
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Kourtis, C. A rch itect-C ity Planner, Representative o f the O lym p ic  G am es 2 0 0 4  Bid C om m ittee 
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K outrouba, F. T ra ffic  Engineer, O rgan isa tion  o f Athens.

Kyriazis, K. Local A uthority  Planner, M un ic ipa lity  o f A no Liosia.

M arne lis , E. P lanning D irectorate, G reek Roil N etw ork, Athens and Piraeus Electric C om pany.

Mentzis, A. Research student. Im peria l C o llege  London.

M icho il, G . A rch itect-C ity Planner, M em ber o f the Technical C ham ber W ork  G ro u p  fo r the 
Internationa l Sym posium  "O lym p ic  G am es and the C ity: The Day A fte r", A thens 2 3 -2 5  June 1998, 
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M itrousis, E. Local A uthority  Planner, M un ic ipa lity  o f A lim os.

N athenas, G . Head o f the Transporta tion P lanning Section, O rgan isa tion  o f Athens.
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N ellas, K. A ttiko  M e tro  Ltd., Head o f Planning D epartm ent.

Papagiannis, E. President o f the Society fo r  U rban and Spatia l Planners.
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Polvzos, C. D eputy rector (N ationa l Technical University o f A thens), U rban  p lanner. Representative of 
the O rg a n is in g  C om m ittee  "A thens 2 0 0 4 " S.A.

Pvrgiotis, G . A rch itect-C ity  Planner, Representative o f the O rg a n is in g  C om m ittee  "A thens 2 0 0 4 " S.A.

Sperelakis, G . M in is try  o f the Environm ent, Physical P lanning and Public W orks, D irectorate G enera l 
to r Public W orks, Road Transporta tion  Unit.

Synadinos, P. A rch itect-C ity  Planner, Representative o f the O lym p ic  G am es 2 0 0 4  Bid C om m ittee 
Dossier.

Tom azinaki, C. C onsu ltan t to the M in is te r fo r the Environm ent.

Vlastos, T. T ransport Expert, D epartm ent o f Rural and Survey Engineering, N a tiona l Technical 
University o f Athens.

Zekkos, K. T ransport P lanner, D rom os Ltd..

Dublin

Bowm an, J. C o m har-the  N a tiona l Sustainable D eve lopm ent Partnership -  C ha ir.

Casserly, N. Assistant Principal, D epartm ent o f the Environm ent and Local G overnm ent.

C lenaghan, C. Environm ental Protection Agency (EPA).

C ogh lan , M . D epartm ent o f the Environm ent and Local G overnm ent (Steering C om m ittee).

Convery, F. D epartm ent o f U rban and Regional P lanning, University C o llege  D ublin.

C onway, M . D ublin  C orpo ra tion .

C rem ins, R. Dun Laogha ire  -  Rathdown C ounty C ouncil.

C urran P. Secretary to C O M H A R , Environm ent Policy Section,.

Feehon, J. Environm ental Protection Agency (EPA).

Feenay, B. G oo d b o d y  Econom ic Consultants.

Frank, G. A genda 21 and Green N etw ork, D epartm ent o f the Environm ent and Local G overnm ent. 
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H iqqins, J. Principal O ffice r, in charge o f Structural Funds and Eco-Audit, D epartm ent o f Finance. 

Keith, S. Planner, F ingal C ounty Council.
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Kennedy, K. P lanner, South D ub lin  C ounty Council.

Knight, P. O scar Faber Transporta tion .

Lynch, C. D epartm ent o f Public Enterprise.

M at, C. Responsible fo r  d ra fting  the N ationa l Spatial Strategy, D epartm ent of the Environm ent and 
Local G overnm ent.

Me D onough , J. D epartm ent o f Public Enterprise, Public T ransport D ivision.

M cC arthy, C. D .K .M . C onsultants.

M urray, S. P lanner, Brady Shipm an M artin .

O 'C o n n o r, J, Assistant Secretary, D evelopm ent and P lanning D ivis ion, D epartm ent o f the 
Environm ent and Local G overnm ent.

S tapleton, L. Environm ental Protection Agency.

Sheriden, T. Responsible fo r  O pe ra tiona l P rogram m es and SEA, D epartm ent o f the Environm ent and 
Local G overnm ent.

W helan, P. Principal E nvironm ental Health O ffice r, D ublin  C orpo ra tion .

W ilson, M. T ransport p lanner, D ublin  T ransporta tion O ffice .

London

Brittain, A. D epartm ent o f the Environm ent, T ransport and the Regions (DETR).

Dykins, P. G overnm ent fo r London (GoL).

Foirholm e, N. T ransport P lanner, London P lanning Advisory C om m ittee  (LPAC).

Hunt, K. D epartm ent o f the Environm ent, T ransport and the Regions (DETR).

Irw in, J. Environm ent Agency.

Jackson, P. The London and South East Regional P lanning C onference (SERPLAN).

Lingayah, S. New Economics Foundation.

Pollard, V. Environm ent Agency.

Sanderson, J. T ransport P lanner, London Planning Authority  C om m ittee  (LPAC).

Simon N. D epartm ent o f the Environm ent, Transport and the Regions (DETR).

Smith, G. English N ature.

Smith, S. Researcher, Environm ental Policy and M anagem ent, Im peria l C ollege.

Tom linson, P. T ransport Research Laboratory (TRL), Environm ental Assessment and Policy Centre, 
and responsible fo r d ra fting  the Strategic Environm ental Assessment o f M u lti-M o d a l Studies.

W heeler, A. The London and South East Regional P lanning C onference (SERPLAN).
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APPENDIX 3: EVALUATION CRITERIA

C r iteria  t h a t  c h e c k  t h e  v a l id it y  o f  t h e  r e s p o n s e s  t o  t h e  e v a l u a t iv e  f r a m e w o r k

The regions' experience regarding the integration o f SEA with the transport planning process, was 
judged against the following criteria denoting the possible types o f  integration

Ev a lu a t iv e  f r a m e w o r k C riteria

Environm ental Objectives 
la )  Environm ental objectives considered at 
d iffe ren t levels o f decision m aking 
lb )  Ind icators/ta rgets

Reference (in the docum ent reviewed) to 
the environm ental objectives o f plans at 
lower o r h igher p lann ing  tiers; Joint 
p lan -m ak ing  w ith ne ighbouring 
authorities a n d /o r production  o f a 
com m on report; A dop tion  of 
environm enta l lim its /ta rgets set at EU 
and in ternational level e.g. EU's 5'^ 
Environmental Action Program m e, Kyoto 
Conference

Screening
2a) Screening fo r the need fo r SEA
2b) Screening fo r the need fo r the PPP (Policy,
Plan, Programme)

Establishment o f screening criteria; 
screening checklist; reference to 
circulars (deferent departm ents w ithin 
the organ isation), local authority 
regulations, nationa l legislation to 
determ ine the need fo r im pact 
assessment o f the PPP

Scopina
3 g) Scoping fo r SEA 
3b) Scoping fo r the PPP

Scoping m atrix, reference in the 
docum ent to im pact significance, 
justification in the docum ent fo r 
includ ing o r rejecting a certain 
po licy/action

Environm ental baseline
4o) existing environm enta l problem s

Maps, written descriptions o f the 
topography, tables o f land-use zones, 
green belts

Alternatives 
5a) zero option
5b) docum enta tion o f the reasons fo r rejecting 
alternatives

Matrices; justification in the docum ent 
fo r including or rejecting an alternative 
option

Assessment o f likelv s ign ificant environm ental Statement on how environm enta l 
impacts were addressedeffects

M itiaa tion  measures List o f policies tha t were re-exam ined 
after the consultation process

Im pact m onitorina
8a) Was there any m echanism  in place to 
m on ito r im plem entation?

M on ito ring  p rog ram m e as part o f the 
p lann ing exercise, m on ito ring  stations, 
m onitoring  personnel, m on ito ring  report

Docum entation o f the environm ental im pact Im pact matrices, expert op in ion ; 
prediction m odels; etc.assessment

9o) publication o f SEA report
9b) statement on how the environm ental or
p lanning assessment was undertaken
9c) non-technical sum m ary of the SEA and
transport p lann ing process
9d) Justification included in the PPP/SEA report,
of the environm ental reasons upon which the
decision was based
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C r iteria  t h a t  c h e c k  t h e  v a l id it y  o f  t h e  r e s p o n s e s  t o  t h e  e v a l u a t iv e  f r a m e w o r k

(c o n t in u e d )

Public Participation (PP) List o f interest groups, methods o f Public 
Participation used (/.e public survey, 
leaflets, pub lic  d isplay o f p lanning 
reports etc.);

10a) Did the pub lic  expressed its op in ion on the 
PPP/SEA?
No, it was an internal exercise 
Yes, Before adop tion  o f PPP 
Yes, A fter adoption  o f PPP 
1 Ob) Was PP m andatory  fo r the PPP?
10c) V/as PP proactive? (i.e. w hat are the 
actions/m ethods taken/used to elicit peoples' 
views?)
1 Od) Was there any reference to the results o f PP 
in the PPP/SEA report?
Consultation (C) List o f com petent authorities and non

governm enta l organisations contacted; 
methods o f C onsultation used (/.e round 
tables, written recom m endations efc.); 
W ere there any changes in the 
fo rm u la tion  o f the p lan 's policies as a 
result o f consultation

1 la )  W ere the app rop ria te  com petent authorities 
consulted on the PPP/SEA?
No, it was an internal exercise 
Yes, Before adop tion  o f PPP 
Yes, A fter adoption  o f PPP 
1 1 b) Was C m andatory  fo r the PPP?
1 1 c) Was C proactive? [i.e. were the opin ions of 
N G O s sought?)
1 1 d) Wos there any reference to the results o f C 
in the PPP/SEA report?
1 1 e) Inclusion o f list on consultees in the PPP/SEA 
report
Environmental m anaaem ent tools Mix o f p lann ing  and environm ental 

m anagem ent m ethods i.e. Cost Benefit 
Analysis, M u lti-C rite ria  Analysis

Docum entation o f d ifficu lties encountered from Uncertainty in
pred ictions/scenarios/transporta tion  
m odels/pro jections docum ented in the 
report

the collection of environm enta l data

Expertise involved in the oreparation o f the Environm ental experts. Transport 
experts. U rban Planners, EconomistsPPP/SEA (if separate exercise)

Employment conditions W ith in the organisation 
External Consultant 
Full Time 
Part Time

Dearee o f co-operation  between the experts Frequency o f meetings and their 
consistency; ease o f in fo rm ation  
sharing; occurrence o f resignations 
w ithin the p lann ing team ;

involved (G ood, M ediocre, Bad)
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DEPARTMENT OF ZOOLOGY
UNIVERSITY OF DUBLIN

TRINITY COLLEGE • DUBLIN 2 • IRELAND 
telephone: +353-1 -608 1366 fax: +353-1-677 8094

D ate
r S ir/M adom e,

a tta c h e d  questionna ire  is pa rt of a research deg re e  be ing  undertaken  by Efthimis 
Drianakos in the D e pa rtm en t of Zoology, Trinity C o llege Dublin. It investigates the experience  on 
^ration of the  environmental assessment/appraisal process w ith transport planning, in the three 
ater regions of Athens, Dublin a nd  London. The research will also exam ine the  situation in these 
2 regions be fo re  the possible e n a c tm e n t o f the a m e n d e d  proposal for a European Council 
:tive  on the  ‘assessment o f the  effects o f ce rta in  plans a nd  program m es on the environm ent' 
M (96) 511 + CO M  (99) 73) (For further in form ation and  the full text o f the  D irective visit the 
/v/ing web-site : <h ttp ://e u ro p a .e u .in t/c o m m /d g l l/e ia /s e a - le g a l/c o n te x t.h tm >)

se com plete this questionnaire for the current Unitary Developm ent Plan if its Review 
imenced after 1997. In any other case, answer the questions for the previous adopted plan.
■re the cose arises of any o the r co lleagues be ing consu lted  for this questionnaire, p lease 
id e  their nam es and  c o n ta c t addresses. A lternatively, if you fee l you are not the right person to 
is questionnaire, p lease pass it on to an app ro p ria te  co lleague .

w ou ld  be very g ra te fu l if you cou ld  fill ou t the questionnaire and  return it in the enclosed 
slope by the  [da te ]. Filling in the questionnaire should range  from  5 to  25 m inutes. An e ffo rt has 
been m a d e  to  m ake it as com prehensive  as possible. Feel free, how ever, to  use the a tta c h e d  
es to e la b o ra te  on any o f your answers.

Iks in a d v a n c e  for your co -ope ra tio n .

's sincerely.

Irvine
urer,
a rtm en t of Zoology, 
y C o llege Dublin

Efthimis Zagorianakos 
Research Student, 
D epartm en t of Zoology, 
Trinity C o llege Dublin

D0353 1 608 1 926 

3il; kirvine@ tcd.ie

Ph: 00353 1 867 1552
Fax: 00353 1 83 73 671
E-mail: zagoriae@ hotm ail.com



QUESTIONNAIRE

e complete this questionnaire for the current Development Plan if its Review has commenced after 
In any other case, answer the questions for the previously adopted plan.

Please state whether:
questionnaire is completed for the current UDP commenced in (please state d a te ............................... )

OR
I questionnaire is completed for the UDP adopted in (please state d a te ...................................................... )

ame o f iocai authority:
;age at which the UDP is: (Please tick the appropriate box and indicate dates where possiblej 
ew □ (date of com m encem ent:............................ )
ailtation □ I
)sit draft □ I
ic Local Inquiry □
illcations □ I
3tion □ (date : ........................ )
itoring □

ave you prepared/are you preparing an Environmental/Sustainabijity Appraisal for your Unitary 
evelopment Plan (UDP)? {Please tick the appropriate box).
]□ No □ 1 do not know/I am not sure □
^ere there any environmental objectives related to transport, considered during the preparation o f the i 
DP*̂

Yes □ No □ I do not know/I am not sure □
Be give an example:
^ere there any environmental targets set to environmental indicators related to transport?

Yes □ No □ I do not know/I am not sure □
5e g iv e  an exam ple:

f answered Yes in 4 or 5) Were any o f  these environmental objectives/standards/indicators,
>tablished:
temational level □ E xam ple:.................................................................................................................................
jropean Union level □ E xam ple :.........................................................................................................................
tional level □ Example: ..........................................................................................................................................
cal level □ E xam ple:................................................................................................................................................ !
icighbouring, planning authority level □ Example:...........................................................................................
'id you undertake any ‘screening’ exercise to determine the need for an Environmentai/Sustainability i 
ppraisal for the transport part o f  the UDP? (i.e. establishment o f screening criteria; screening checklis/).

Yes □ No □ I do not know/I am not sure □
se give an example: |
'id you undertake any ‘scoping’ exercise to determine what significant environmental impacts shouid be ' 
Dnsidered in an Environmentai/Sustainability Appraisal?

Yes □ No □ I do not know/I am not sure □
se give an example:
•id you undertake any ‘scoping’ exercise to determine what significant issues should be considered in tihie i 
ansport part o f the UDP?

Yes □ No □ I do not know/I am not sure □
se give an example:
)i(i you describe the baseline environment in the UDP?

Yes n  No □ I do not know/I am not sure □
)id you describe any environmental problems which are relevant to the transport part o f the ijD P?

Yes 1 No □ I do not know/1 am not sure □
se give an example:
)id you consider any alternative transport options/scenarios?

Yes □(Go to 13) No □(Go to 15) I do not know/I am not sure □(Go to 13) 
se give an example:
)id you consider the zero/do nothing option? (i.e. the future transport situation if no inter\'ention is i



inned)
Yes □ No □ I do not know/I am not sure □

e give an example:
ici you document in the U D P ’s text, the reasons for rejecting alternatives?

Yes □ No □ I do not know/I am not sure □
le give an example:
id you document in the UDP the likely environmental effects o f  implementing the transport policies? 
i Yes □ No □ I do not know/I am not sure □
;e give an example:
id you consider any measures to prevent, reduce or offset any adverse environmental effects o f  i 
iplementing the transport policies of the UDP?

Yes □ No □ I do not know/I am not sure □
>e give an example:
there any mechanism in place to monitor implementation o f  the U D P’s transport policies?

Yes □ No □ I do not know/I am not sure □
f  an Environm entai/Sustainabiiity  Appraisal was u n dertaken )  Was the | 
nvironmental/Sustainability Appraisal: 

part o f  the U DP's text □ a separate document □ I do not know/I am not sure □
f  an Environm ental/Sustainability  A ppraisal was undertaken) Was there any statement in the | 
DP/Environmental Appraisal report, on how the environmental/sustainability appraisal was undertaken? |

Yes □ No □ I do not know/I am not sure □
nvironm ental/S  A ppraisal: Yes □ No □ I do not know/I am not sure □
f an Environm entai/Sustainabiiity  A ppraisal was undertalven) Was there any non-technical I 
immary o f  the environmental/sustainability appraisal?

Yes □ No □ 1 do not know/I am not sure □
/as there a non-technical summary of the UDP?

Yes □ No □ 1 do not know/I am not sure □
'id you justify (in the UDP/Environmentai Appraisal report), the environmental reasons upon which the | 
jcision for adoption was based?
*: Yes □ No □ I do not know/I am not sure □
ironmental/S A ppraisal: Yes □ No □ I do not know/1 am not sure □
se give an example:
■t what stages o f  the UDP process was the opinion o f  the public sought? (Please tick more than one box
necessary) \
ng Review □
ire Deposit draft □
ng Modifications □
ng Monitoring □
[f an i^nvironm entai/Sustainabiiity A ppraisal was undertaken) At what stages o f  the 
ivironmental/sustainability appraisal process was the opinion o f  the public sought? (Please tick more 
lan one box i f  necessary) \
ng Review □ No public participation □
)re Deposit draft □ 
ng Modifications □ 
ng Monitoring □
Vhat are the actions taken to elicit peoples’ views? (i.e. public display o f  UDP, public survey, leaflets, ! 
(c.)
se specify: I
Vas there any reference to the results o f  public participation in the: (Please tick more than one box i f  \ 
fcessary)
t o f  the UDP □ No reference □
fronmental/sustainability appraisal report □ 
be give an example:
Lt what stages of the U D P’s process, were the appropriate authorities consulted? 
ing Review □
r........................................................................................................................................



re Deposit draft □ 
ig M odifications □ 
ig  M onitoring □
f an E n v iro n m en ta l /S u sta in a b ii ity  A p p ra isa l  w as u nd ertak en ) At what stages o f  the 
vironm ental/sustainability appraisal process w ere the appropriate authorities consulted?  
ig  R eview  □
re D eposit draft □  N o  Consultation □
ig  M odifications □ 
hg M onitoring □
^as the opin ion  o f  environm ental N on-G ovem m entai Organisation sought? 
the UDP: Y es □ N o □
;e s p e c ify : ...................................................................................................................................................
he E n v iro n m en ta l/S  A ppraisa l:  Y es □ N o □ N ot applicable □
;e specify;
^as there any reference to the results o f  A gency consultation in the
of the UDP: Y e sD N o □
ron m enta l/susta inab ility  ap pra isa l report: Y e sD N o D N ot applicable □
^as there any list o f  consu ltees included in the:
o f  the UDP: Y es □ N o □
ron m enta l/susta inab ility  ap pra isa l report: Y e sD Non N ot applicable □
'/ere there any (other thian Environm ental/Sustainabiiity Appraisal) environm ental and socio-econom ic : 
anagenient m ethodologies used throughout the preparation o f  the UDP? (such as Z oning, M ulti-Criteria | 
nalysis; Social Impact A ssessm ent; Cost B enefit A nalysis)

Y es □ N o □ 1 do not know/1 am not sure □
;e specify: i
'id you include in the IJDP’s text any statement regarding the possib le d ifficu lties encountered | 
roughout the planning exercise?

Y es □  N o n  1 do not know/1 am not sure 1! I
5c g ive an exam ple:
f  an P^nvironm entai/Sustainabiiity  A ppraisa l w as u nd ertak en ) Did you include in the : 
nvironniental/Sustainability Appraisal report ( i f  any), any statement regarding the possib le d ifficu lties j 
^countered throughout the Environm ental/Sustainabiiity Appraisal exercise?

Not any report □ Y es □ N o □ I do not know/I am not sure □
se give an exam ple: !
lease list som e o f  the types o f  expertise involved in the preparation o f  the transport part o f  the U D P {i.e. \ 

ansport p lanners, econom ists, en viron m en tal experts e t c . ) . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . .  I

If an E nv iro n m en ta i/S u sta in a b il ity  A p p ra isa l  w as  u nd ertak en ) W hich o f  the above types o f  i 
<pertise were involved in the preparation o f  the Environm entai/Sustainability Appraisal?

e o f  these experts were: (P lease tick  m ore than one box i f  necessary)
mal consultants/full-tim e □ external consultants/part-tim e □
o f  your planning team /full-tim e □ part o f  your planning team/part-tim e □

1 do not know /I am not sure □
' would you describe the degree o f  co-operafion betw een the experts involved: (p lea se  note that the  | 
ijorm ation p ro v id e d  in th is qu estionn aire is s tr ic tly  confidential).

Good □ M ediocre □ Bad □
im ents:......................................................................................................................................................................................
'our n a m e:..................................................................................................................................................................................
p o s it io n :..................................................................................................................................................................................

I w illing  to d iscuss this further □ T elephone n u m ber:............................................................................................
uld like to receive a copy o f  the findings o f  this research □

ink you very much for your help. Please return this form in the attached envelope, or send 
to: Efthimis Zagorianakos, 15 Tem ple View Grove, Dublin 13, Republic o f Ireland.

Any relevant documentation will be gratefully received!
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DIRECTIVE 2000/ / OF THE EUROPEAN PARLIAMENT AND OF THE COUNCIL

of

ontheassessmentoftheeffectsofcertainplansandprogrammes

ontheenvironment

T H E E U R O PE A N PA R LIA M EN TA N D TH EC O U N C IL O FTH EEU R O PEA N U N IO N ,

HavingregardtotheTreatyestablishingtheEuropeanCommunity,andinparticularArticle 175(1) 

thereof,

HavingregardtotheproposalfromtheCommission 

IlavingregardtotheOpinionoftheEconomicandSocialCommittee 

HavmgregaidlotlieopiiiionoftheCommiUeeoftheRegions 

ActinginaccordancewiththeprocedurelaiddowninArticle25 loftheTreaty

OJC129,25.4.1997,p.l4andOJC83,25.3.1999,p.l3.
 ̂ OJC287,22.9.1997,p .lO l.
 ̂ O JC64,27.2 .1998,p.63andOJC374,23.12.1999,p.9.

■' Opinio no ftheEuropeanParliamentof200ctober 1998(O JC 341,9.11.1998,p. 18),
CouncilCommonPositionof(notyetpublishedirtheOfficialJournal)and 
DecisionoftheEuropeanParliamentof(notyetpublishedintheOfficial 
Journal).
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Whereas:

(1) Article 174oflheTreatyprovidesthatCommunitypolicyontheenvironmentistocontribute 

to,interalia,thepreservation,protectionandimprovementofthequalityoftheenvironment, 

theprotectionofhumanhealthandtheprudentandrationalutilisationofhaturalresources 

andthatitistobebasedontheprecautionaryprincip le. Artie le6oftheTreatyprovidesthat 

environmentaiprotectionrequirementsaretobeintegratedintothedefinitionofCommunity 

polieiesandactivities,inparticularwithaviewtopromotingsustainabledevelopment,

(2) ThefifthEnvironmentActionProgramme.Towardssustainability-AEuropeanCommunity 

programmeofpolicyandaetioninrelationtotheenvironmentandsustainabledevelopment 

supplem entedbyDecisionNo2179/98/EC ‘onitsreview,affirmstheiinporlanceof 

assessingthelikelyenvironmentaleffectsolplansandprogrammes.

(3) Environmentalassessmentisanimportanttoolforintegratingenvironmentalconsiderations 

intothepreparationandadoptionofcertainplansandprogrammeswhicharelikelytohave 

signitlcanteffectsontheenvironmentintheMemberStates,becauseitensuresthatsuch 

eileclsol'iinplementingplansandprogramniesaretakenintoaccountduringtheirpreparation 

andbeforetheiradoption.

' OJC138,17.5.l993,p.5.
 ̂ O JL275,10.l0 ,1998,p .l.
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(4) Theadoptionofenvironm entalassessm entproceduresattheplanningandprogram m inglevel 

shouldbenefitundertakingsbyprovidingam oreconsistentfram ew orkinw hichtooperateby 

theinclusionoftherelevantenvironm entalinform ationintodecision-m aking.Theinclusion 

ofaw idersetoffactorsindecision-m akingshouldcontributetom oresustainableand

effect ivesolutions.

(5) Thedifferentenvironm entalassessm entsystem soperatingw ithinM em berStatesshould 

containasetofcom m onproceduralrequirem entsnecessar>1ocontributetoahighlevelof 

protectionoftheenvironm ent.

(6) T hesystem soperatingw ithintheC om m unityforenvironm entalassessm entofplansand 

program m esshouldensurethatthereareadequatetransboundaryconsultationsw herethe 

im plem entationofaplanorprogram m ebeingpreparedinoneM em berStateislikelytohave 

significanteffectsontheenvironm entofanotherM em berState.

(7) A ctionisthereforerequiredatCom m unityleveltolaydow nam inim um environm ental 

assessm entfram ew ork,w hichw ouldsetouU hebroadprinciplesoftheenvironm ental 

assessm entsystem andleavethedetailstotheM em berStates,havingregardtotheprinciple 

ofsubsidiarity .A ctionbytheCom m unityshouldnotgobeyondw hatisnecessarytoachieve 

theobjectivessetoutintheTreaty.
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(8) ThisD irectiveisofaproceduralnature,anditsrequirem entsshouldeitherbeintegratedinto 

exist ingproceduresinM em berStatesorincorporatedinspecificallyestablishedprocedures. 

W ithaview toavoidingduplicationoftheassessm ent,M em berStatesshouldtakeaccount, 

w hereappropriate,ofthefactthatassessm entsw illbecarriedoutatdifferentlevelsofa 

hierarchyofplansandprogram m es.

(9) A llplansandprogram m esw hicharepreparedforanum berofsectorsandw hichseta 

fram ew orkforfuturedevelopm entconsentofijrojectslistedinA nnexesIandllto  

C ouncilD irective85/337/E E C of27Junel985ontheassessm entoftheeffectsofcertain  

publicandprivateprojectsontheenvironm ent ',andallplansandprogram m esw hichhave 

b'eendeterm inedtorequireassessm entpursuanttoC ouncilD irective92/43/EEC of

2 1 M ay 1992ontheconservationofnaturalhabitatsandofw ildfloraandfauna ^,arelikely

tohavesignificanteffectsontheenvirom nent,andshouldasarulebeiTiadesubjectto

system aticenvironm entalassessm ent.W hentheydeterm inetheuseofsm allareasat local

levelorarem inorm odificationstotheaboveplansorprogram m es,theyshouldbeassessed

onlyw hereM em berStatesdeterm inethattheyarelikelytohavesignificanteffectsonthe

environm ent.

(10) O therplansandprogram m esw hichsetthefram ew orkforfiaturedevelopm entconsentof 

projectsm aynothavesignificanteffectsontheenvironm entinallcasesandshouldbe 

assessedonlyw hereM em berStatesdeterm inethattheyarelikelytohavesucheffects.

O JL l 75,5.7.1985,p .40.D irectiveasam endedbyD irective97/l l/E C (O JL 7 3 ,14.3.1997, 
p .5),

O JL206,22.7.1992,p.7.D irectiveaslastam endedbyD irective97/62/EC (O JL305, 
8.11.1997,p.42).
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(11) W henM em berStatesm akesuchdeterm inations,theyshouldtakeintoaccounttherelevant 

criteriasetoutinthisD irective.

(12) Som eplansorprogram m esarenotsubjecttothisD irectivebecauseoftheirparticular 

characteristics.

(13) W hereanassessm entisrequiredbythisD irective,anenvironm entalreportshouldbe 

preparedcontainingrelcvantinform ationassetoutinthisD irective,identifying,describing 

andevaluatingthelikelysignificantenvironm entaleffectsofim plem entingtheplanor 

program m e,andreasonablealternativestakingintoaccounttheobjectivesandthe 

geographicalscopeoftheplanorprogram m e;M em berStatesshouldcom m unicatetothe 

C om m issionanym easurestheytakeconcerningthequalityofenvironm entalreports.

(14) Inordertocontributetom oretransparentdecision-m akingandw iththeaim ofensuringthat 

theinform ationsuppliedfortheassessm entiscom prehensiveandreliable,itisnecessaryto 

providethatauthoritiesw ithrelevantenvironm entalresponsibilitiesandthepublicaretobe 

consultedduringtheassessm entofplansandprogram m es,andthatappropriatetim e frames 

areset,allow ingsufficienttim eforconsultations,includingtheexpressionofopinion,

(15) W heretheim plem entationofaplanorprogram m epreparedinoneM em berStateislikelyto 

haveasignificanteffectontheenvironm entofotherM em berStates,provisionshouldbe 

m ade fortheM em berStatesconcernedtoenterintoconsultationsandforthere levant 

authoritiesandthepublictobeinform edandenabledtoexpresstheiropinion.
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(16) Theenvironm entalreportandtheopinionsexpressedbytherelevantauthoritiesandthe 

public,asw ellastheresultsofanytransboundaryconsultat ion,shouldbetakenintoaccount 

duringthepreparationoftheplanorprogram m eandbeforeitsadoptionorsubm issiontothe 

legislativeprocedure.

(17) M em berStatesshouldensurethat,w henaplanorprogram m eisadopted,therelevant 

authoritiesandthepublicareinform edandrelevantinform ationism adeavailabletothem .

(18) W heretheobligationtocarryoutassessm entsoftheeffectsontheenvironm entarises 

sim ultaneouslyfrom thisD irectiveandotherC om m unitylegislation,suchas 

C ouncilD irective79/409/EEC of2 April 1979ontheconservationofw ildbirds \

D irect ive92/43/EEC ,[orD ireclive../ /EC eslablishingafram ew orkforCom m unity

actioninthefieldofw aterpolicy *],inordertoavoidduplicationoftheassessm ent,M em ber

S tatesm ayprovideforcoordinatedorjointproceduresflilfillingtherequirem entsofthe

relevantC om m unitylegislation.

(19) A firstreportontheapplicationandeffectivenessofthisD irectiveshouldbecarriedoutby 

tbeC om m issionriveyearsafterilsentryintoforce,andatseven-yearintervalsthereafter. 

W ithaview tofurtherintegratingenvironm eiitalprotectionrequirem ents,andtakinginto 

accounttheexperienceacquired,thefirstreportshould,ifappropriate,beaccom paniedby 

proposalsforam endm entofthisD irective,inparticularasregardsthepossibilityofextending 

itsscopetootherareas/sectorsandothertypesofplansandprogram m es,

O JL 103,25.4.1979,p. 1 .D irectiveaslastam endedbyD irective97/49/EC(O JL223, 
13.8.1997,p.9).
tobeinsertedifthatDirectiveisadoptedbeforethisone.
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HAV EADOPTED TH ISD IRECTIV E:

Article 1 

Objectives

TheobjectiveofthisDirectiveistoprovideforahighlevelofprotectionoftheenvironmentandto

contributetotheinlegrationofenvironmentalconsiderationsintothepreparationandadoptionof

plansandprogrammeswithaviewtopromotingsustainabledeveiopment,byensuringthat,in

accordancewiththisDirective,anenvironmentalassessmentiscarriedoutofcertainplansand

programmeswhicharelikelytohavesignificanteffectsontheenvironment.

Article2

Definitions

ForlliepuiposesofthisDirective:

(a) "plansandprogrammes"shalimeanplansandprogrammes,aswellastheirmodifications

-  whicharesubjecttopreparationand/oradoptionbyanauthorityatnational,regional 

orlocallevelorwhicharepreparedbyanauthorityforadoption,througha 

legislativeprocedurebyParliamentorGovernment,and

-  whicharerequiredbylegislative,regulatoryoradministrativeprovisions;
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(b) "environm entalassessm ent"shallm eanthepreparationofanenvironm entalreport,the 

carryingoutofconsultations,thetakingintoaccountoftheenvironm entalreportandthe 

resultsoftheconsultationsindecision-m akingandtheprovisionofinform ationonthe 

decisioninaccordancew ithA rticles4to9;

(c) "environm entalreport"shallm eanthepartoftheplanorprogram m edocum entation 

containingtheinform atioiirequiredinA rticleSandA nnexI;

(d) "thepublic"shallm eannaturalorlegalpersons,andtheirassociations,organisationsor 

groups.

Artic]e3

Scope

1 .A jienvironm entalassessm ent,inaccordancew ithA rticles4to9,shallbecarriedoutforplans

aiidprogram m esreferredtoinparagraphs2to4w hicharelikelytohavesignificantenvironm enlal

effects.

2.Subjecttoparagraph3,anenvironm entalassessm entshallbecarriedoutforallplansand

programmes,

(a) \vhicharepreparedforagriculture,forestry, fisheries,energy, industry,transport,w aste

m anagem ent, w aterm anagem ent,telecom m unications,tourism ,tow nandcountryplanningor

landuseandw hichsetthefram ew orkforfiituredevelopm entconsentofprojectslistedin

A nnexesIandIltoD irective85/337/EEC ,or
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(b) which, inviewoflhelikelyeffectonsites,ha vebeendeterminedtorequireanassessment 

pursuanttoArticle6or7ofDirective92/43/EEC.

3. Plans andprogrammesreferredtoinparagraph2whichdeterminetheuseofsmallareasatlocal 

levelandminormodificationstoplansandprogrammesreferredtoinparagraph2shallrequirean 

environmentalassessmentonlywheretheMemberStatesdeterminethattheyareUkelytohave 

significantenvironmentaleffects.

4.MemberStatesshalldeterminewhetherplansandprogrammes,otherthanthosereferredtoin 

paragraph2,whichsettheframeworkforfuturedevelopmentconsentofprojects,arehkelytohave 

significantenvironmentaleffects.

5.MemberStatesshalldeterminewhetherplansorprogrammesreferredtoinparagraphs3and4 

arelikelytohavesignificantenvironmentaleffectseitherthroughcase-by-caseexaminationorby 

specif>ingtypesofplansandprogrammesorbycoinbinmgbothapproaches,andinallcasestaking 

intoaccountrele vantcriteriasetoutinAnnexI 1.

6.Inthecase-by-caseexaminationandinspecifyingtypesofplansandprogrammesinaccordance

withparagraph5,theauthoritiesreferredtoinArticle6(3)shallbeconsulted.

7,MemberStatesshallensurethattheirconclusionspursuanttoparagraph5aremadeavailableto

thepubhc.
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S.ThefollowingplansandprogrammesarenotsubjecttothisDirective:

-  plansandprogrammesthesolepurposeofwhichistoservenationaldefenceorcivil 

emergency,

-  fmancialorbudgetplansandprogrammes,

-  plansandprogrammesfallingunderthe2000-2006programmingperiodunderCouncil 

Regulation(EC)No 1260/99of21 June 19991ayingdowngeneralprovisionsonthe 

StructuralFunds ’orunderthe2000-2006and2000-2007progra mmingperiodsunder 

CouncilRegulation( EC)No 1257/99ofl 7May 1999onsupportforruraldevelopmentfrom 

theEuropeanAgriculturalGuidanceandGuaranteeFund(EAGGF)andamendingand 

repealingcertainregulations

Article4

Generalobligations

1 ,TheenvironmentalassessmentreferredtoinArticle3shallbecarriedoutduringthepreparation 

oFaplanorprogrammeandbeforeitsadoptionorsubmissiontothelegislativeprocedure.

2.TherequirementsofthisDirectiveshalleitherbeintegratedintoexistingproceduresinMember

Statesfortheadoptionofplansandprogrammesorincorporatedinproceduresestablishedto

complywiththisDirective.

0JL 161 ,26.6.1999,p .l.  
OJLl 60,26.6. ]999,p.80.
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3.W hereplansandprogram m esform partofahierarchy,M em berStatesshall,w ithaview to

avoidingduplicationoftheassessm ent,takeintoaccountthefactthattheassessm entw illbecarried

out,inaccordancew iththisD irective,atdifferentlevelsofthehierarchy.

Articles

Environm entalreport

1 .W hereanenvironm entalassessm entisrequiredunderA rticle3( 1 ),anenvironm entalreport 

shallbepreparedinw hichthelikelysignificanteffectsontheenvironm entofim plem entingthe 

plaaorpro gram m e,andreasonablealternativestakingintoaccounttheobjectivcsandthe 

geographicalscopeoftheplanorprogram m e,areidentified,describedandevaluated.The 

inform ationtobegivenforthispurposeisreferredtoinA nnexI.

2.Theenvironm entalreportpreparedpursuanttoparagraphlshallincludetheinform ationthat 

m ayreasonabiyberequiredtakingintoaccountcurrentknow ledgeandm ethodsofassessm ent,the 

conltM ilsandlevelofdelailinlheplanorprogram m e,itsslagcinthedecision-m akingprocessand 

theextenttow hichcertainm attersarem oreappropriatelyassessedatdifferentlevelsinthatprocess 

inordertoavoidduplicationoftheassessm ent.

3. Relevant informat ionavailableonenvironm entaleffectsoftheplansandprogram m esand 

obtainedatotherlevelsofdecision-m akm gorthroughotherC om m unitylegislationm aybeusedfor 

providingtheinform ationreferredtoinA nnexI.

4.TheauthoritiesreferredtoinA rticle6(3)shallbeconsultedw hendecidingonthescopeand 

levelofdetailoftheinform ationw hichm ustbeincludedintheenvironm entalreport.
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Article6

Consultations

1 .Thedraftplanorprogrammeandtheenvironmentalreportpreparedinaccordancewith 

Article 5shallbemadeavailabletotheauthoritiesreferredtoinparagraph3ofthisArticleandthe 

public.

2.Theauthoritiesreferredtoinparagraph3andthepublicreferredtoinparagraph4shallbe 

givenanearlyandeffectiveopportunitywithinappropriatetimeframestoexpresstheiropinionon 

thedraftplanoiprogrammeandtheaccompanyingenvii'onmentalreportbeforetheadoptionofthe 

planorprogrammeoritssubmissiontothelegislativeprocedure.

3.MemberStatesshalldesignatetheauthoritiestobeconsultedwhich,byreasonoftheirspecific 

environmentalresponsibilities,arelikelytobeconcernedbytheenvironmentaleffectsof 

implementingplansandprogrammes.

4. MemberStatesshallidentifythepublicforthepurposesofparagraph2,includingre levant 

non-go vernmentalorganisations,sue hasthosepromotingenvironmentalprotectionandother 

organisationsconcerned.

5.Thedetailedarrangementsfortheinformationandconsultationoftheauthoritiesandthepublic 

shallbedeterminedbytheMemberStates.
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Article?

Transboundaryconsultations

1 .W hereaM em berStateconsidersthattheim plem entationofaplanorprogram m ebeing

preparedinrelationtoitsterritoryislikelytohavesignificanteffectsontheenvironm entinanother

M em berState,orw hereaM em berStatelikelytobesignificantlyaffectedsorequests,theM em ber

Stateinw hoseterritorytheplanorprogram m eisbeingpreparedshall,beforeitsadoptionor

subm issiontothelegislativeprocedure,forw ardacopyofthedraftplanorprogram m eandthe

relevantenvironm entalreporttotheotherM em berState.

2,W herealV Iem berStateissentacopyofadraftplanorprogram m eandanenvironm entalreport 

underparagraph l,itshallindicatetotheotherM em berStatew hetheritw ishestoenterinto 

consultationsbeforetheadoptionoftheplanorprogram m eoritssubm issiontothelegislative 

procedureand,ifitsoindicates,theM em berStatesconcernedshallenterintoconsultations 

coiicerningthelikelytransboundaryenvironm entaleffectsofim plem entingtheplanorprogram m e 

anJlhenieasuresenvisagedloreduceorelim inatesucheffects.

W heresuchconsultationstakeplace,theM em berStatesconcernedshallagreeondetailed

arrangem entstoensurethattheauthoritiesreferredtoinA rticle6(3)andthepublicreferredtoin

Arlicle6(4)intheM em berStatelikelytobesignificantlyaffectedareinform edandgivenan

opporlunitytoforw ardtheiropinionw ithinareasonabletim e-fram e.

3.W hereM em berStatesarerequiredunderthisA rticletoenterintoconsultations,theyshall 

agree,atthebeginningofsuchconsultations,onareasonabletim e-fram eforthedurationofthe 

consultations.
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Articles

Decisionmaking

Tiieenvironmentalreportpreparedpursuantto Articles,theopinionsexpressedpursuantto 

Article6andtheresultsofanytransboundaryconsultationsenteredintopursuanttoArticle7shall 

betakenintoaccountduringthepreparationoftheplanorprogrammeandbeforeitsadoptionor 

submissio ntothelegislativeprocedure.

Article9

Informationonthedecision

1 .MemberStatesshallensurethat,whenaplanorprogrammeisadopted,theauthoritiesreferred 

toinArlicle6(3),thepublicandanyMemberStateconsultedunderArticle7areinformedandthe 

tbllowingitemsaremadeavailabletothosesoinformed:

(a) theplanorprogrammeasadopted,and

(b) astatementsummarisinghowenvironmentalconsiderationshavebeenintegratedintotheplan 

orprograrnmeandhowtheenvironmentalreportpreparedpursuanttoArticle5,theopinions 

expressedpursuanttoArticle6andtheresultsofconsultationsenteredintopursuantto 

Article7havebeentakenintoaccountinaccordancewithArticle8andthereasonsfor 

choosingtheplanorprogrammeasadopted,inthelightoftheotherreasonablealternatives 

dealtwith.
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2.Thedetailedarrangementsconcerningtheinformationreferredtoinparagraphl shallbe 

determinedbytheMemberStates.

Article 10

RelationshipwithotherCommunitylegislation

1 .i\nenvironmentalassessmentcarriedoutunderthisDirectiveshallbewithoutprejudicetoany 

requirementsunderDirective85/337/EECandtoanyotherCommunitylawrequirements.

2.Forp!ansandprogrammesforwhichtheobIigationtocarryoutassessmentsoftheeffectson 

theenvironmentarisessimultaneouslyfromthisDirectiveandotherCommunitylegislation, 

M em bers tatesmayprovideforcoordinatedorjointproceduresfulfillingtherequirementsofthe 

relevantCommunitylegislationinorderinteraliatoavoidduplicationofassessment.

Article 11

lnformation,reportingandreview

1 .MemberStatesandtheCommissionshallexchangeinformationontheexperiencegainedin 

applyingthisDirective.
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2.M em berStatesshallcom m um catetotheC om m issionanym easurestheytakeconcerningthe 

qualityofenvironm entalreports.

3. Before theC om m issionshallsendafirstreportontheapplicationand 

effect ivenessofthisD irectivetotheEuropeanParliam entandtotheCouncil.

W ithavievvfurthertointegratingenvironm entalprotectionrequirem ents,inaccordancew ith 

A rticle6ortheTreaty,andtakingintoaccounttheexperienceacquiredintheapplicationofthis 

Direct iveintheM em berStates,suchareportw illbeaccom paniedbyproposalsforam endm entof 

th isD irective,ifappropriate.Inparticular,theC om m issionw illconsiderthepossibilityof 

extendingthescopeofthisD irectivetootherareas/sectorsandothertypesofplansand 

program mes.

A new evaiuationreportshallfollow atseven-year intervals.

4 .TheC om m issionshallreportontherelationshipbetw eenthisD irectiveandR egulations(EC ) 

N ol260/'99andN ol257/99w ellaheadoflheexpiryoftheprogram m ingperiodsprovidedforin 

thoseRegulations.

Article 12

Im plem entationoftheD irective

1 .M em berStatesshallbringintoforcethelaw s,regulationsandadm inistrativeprovisions 

necessarytocom plyw iththisD irectivebefore **.Theyshallforthwithinformthe

C om m issionthereof

FiveyearsaftertheentryintoforceofthisD irective.
ThreeyearsaftertheentryintoforceofthisD irective.
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2.W henM em berStatesadoptthem easures,theyshallcontainareferencetothisD irectiveor 

shallbeaccom paniedbysuchreferenceontheoccasionoftheirofficialpublication.Them ethods 

oFm akingsuchreferenceshallbelaiddow nbyM em berStates.

3.TheobligationreferredtoinA rticle4(l)shallapplyonlytotheplansandprogram m esofw hich 

thefirstform alpreparatoryactissubsequenttothedatereferredtoinparagraphl.

4. Before ,M em berStatesshallcom m unicatetotheCom m ission,inadditiontothe 

m easuresreferredto inparagraph l,separateinform ationonthetypesofplansandprogram m es 

which, inaccordancew ithA rticle3,w ouldbesubjecttoanenvironm entalassessm entpursuantto 

thisD irective.TheCom m issionshaH m akethisinform ationavailabletotheM em berStates.The 

inform ationw illbeupdatedonaregularbasis.

Article 13

Entry intoforce

ThisD irectiveshallenterintoforceonthedayofitspublicationintheO fficialJournalofthe

EuropeanCom munities.

ThreeyearsaftertheentryintoforceofthisDirective.
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Article 14

Addressees

ThisD irectiveisaddressedtotheM em berStates.

DoneatBrussels,

FortheEuropeanParliam ent

ThePresident

FortheCouncil

ThePresident
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A N N E X  1

InformationreferredtoinArticle5( 1)

TheinformationtobeprovidedunderArticle5(l),subjecttoArticle5(2)and(3),isthefollowing:

(a) anoutlineofthecontents,mainobjectivesoftheplanorprogrammeandrelationshipwith 

otherrelevantplansandprogrammes;

(b) therelevantaspectsofthecurrentstateoftheenvironmentandthelikelyevolutionthereof 

withoutimplementationoftheplanorpro gramme;

(c) theenvironmentalcharacteristicsofareaslikelytobesignificantlyaffected;

(d) anyexistingenvironmentalproblemswhicharerelevanttotheplanorprogrammeincluding, 

inparticular,thoserelatmgtoanyareasofaparticularenvironmentalimportance,suchas 

areasdesignatedpursuanttoDirectives79/409/EECand92/43/EEC;

(e) theenvironmentalprotectionobjectives,establishedatinternational,CommunityorMember 

Statelevel,whicharerelevanttotheplanorprogrammeandthewaythoseobjectivesandany 

environmentalconsiderationshavebeentakenintoaccountduringitspreparation;

(f) thelikelysignificanteffects ’ontheenvironment;

* theseeffectsshouldincludesecondary,cumulative,synergistic,short,mediumandlong-term 
permanentandtemporary,positiveandnegativeeffects.
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(g) themeasuresenvisagedtoprevent,reduceandasfullyaspossibleoffsetanysignificant 

adverseeffectsontheenvironmentofimplementingtheplanorprogramme;

(h) anoutlineofthereasonsforselectingthealternativesdealtwith,andadescriptionofhowthe 

assessmentwasundertakenincludinganydifficulties(suchastechnicaldeficienciesorlackof 

know-how)encounteredincompilingtherequiredinformation;

(i) adescriptionofmeasuresenvisagedformonitoringtheimplementationoftheplanor 

programme;

(j) anon-technicalsummaryoftheinformationprovidedundertheaboveheadings.
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ANNEX H

Criteriafordeterm iningthelikelysignificanceofeffectsreferredtoinA rticle3(5)

1. Thecharacteristicsofplansandprogram m es,havingregard,inparticular,to

-  thedegreetow hichtheplanorprogram m esetsafram ew orkforprojectsandother 

activities,eitherw ithregardtothelocation,nature,sizeandoperatingconditionsorby 

allocatingresources;

thedegreetow hichtheplanorprogranim einfluencesotherplansandprogram m es

includingthoseinahierarchy;

-  therelevanceoftheplanorprogram m efortheintegrationofenvironm ental 

considerationsinparticularw ithaview toprom otingsustainabledevelopm ent;

-  environm entalproblem srelevanttotheplanorprogram m e;

-  therelevanceoflheplanorprogram m efortheim plem entationofCom m unity 

legislationontheenvironm ent(e.g.plansandprogram m eslinkedtow aste-m anagem ent 

orwaterprotection).
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2, Characteristicsoftheeffectsandofthearealikelytobeaffected,havingregard, inparticular, 

to

-  theprobability,duration,frequencyandreversibilityoflheeffects; 

thecum ulativenatureoftheeffects;

-  thetransboundarynatureoftheeffects;

-  theriskstohum anhealthortheenvironm ent(e.g.duetoaccidents);

-  them agnitudeandspatialextentoftheeffects(geographicalareaandsizeofthe 

populationlikelytobeaffected);

-  thevalueandvulnerabilityofthearealikelytobeaffecteddueto:

= specialnaluralcharacleristicsorculturalheritage;

= exceededenvironm entalqualitystandardsorlim itvalues;

= intensiveland-use;

-  theeffectsonareasorlandscapesw hichhavearecognisednational,Com m unityor 

internationalprotectionstatus.
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