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Summary

This mema is a result of the partnership between the Dutch Ministry of Infrastructure and Water
Management (I&W) and TNG in 2023, and it is written as o reflection document, which explores two
different pelicy making approaches in the mebility demain: predict-and-provide and decide-and-
provide. In each step of this memao, we moke on attempt to onswer the guiding questions of our
exploration of the two policy-making approaches.

Whot is decide-and-provide and how does it differ from predict-and-provide? By literature
review, section 2 defines the two approaches ond highlights 4 feotures to dive into specific
differences. Predict-ond-provide is charocterized as on approach that tends to rely on post
experiences to make predictions of the future, placing significant confidence in the link
between transpart and economic activity, while decide-and-provide is an approach that
considers different scenarios ond actively seeks to shape the desired future, emphasizing the
importance of accessibility and welfare teyond GDP., As a further step, these approaches are
explored by type of questions that they can onswer (from predictive to explorotive and
normative questions), how they handle with uncertainty (from assuming manogeable
uncertainty to adapting to {deep) uncertainty), the usage of data and models (from predicting
to deciding), and their scope (from facilitating mobility to improving occessibility and well-
being).

Which international examples show features of the decide-and-provide pathway? Fram the
literoture review, section 3 highlights three international exomples from decide-and-provide.
The first is UK's vision-led approach that connects to determining o policy ogenda and
objectives. The second is Scotland’s opening up and closing down policy options, that describes
a tool to help in the process of making decisions in face of the policy options available. The
third and lost example is the adaptive monitoring adopted by New Zeoland, connecting to
their vision beyond mobility. In theory they represent a good illustration of the selected
characteristics, but more knowledge of their practice is unknown.

How can we characterize the current way of policy making {at lenW) and how adequately is
this summarized by the two distinguished pathwoys? By expert consultation ond reflections
over the policy cycle, section 4 identifies the main features of the policy cycle, starting from
the policy agenda and objectives, to the policy options and instruments, then to decision
making and implementation, and closing the cycle with determining the effects of the policy.
The section provides a reflection on the current way of making policies, which identifies that it
has features from both approaches in different phases of the policy cycle, which makes it more
complex than just classifying in cne approach or the other.

Which parts of the way of policy making (perceptions and points of view, beliefs and
praxis/actions) require the largest modifications related to (each part of) the policy cycle? By
expert consultation and reflections over the policy cycle section 5 identifies the main
chollenges posed to different stages of the policy cycle. First, the challenges in determining the
policy agendo and objectives, e.g. the difficulty to choose between (possible) future scenarios
and the change in course of actions by political changes. Second, the obstacles using the policy
instruments, e.g. the usage of MKBA for policy evaluation and the fact that desired futures
might be difficult to quantify. Third, the challenges related to decision making, e.g. the multiple
stokeholders involved in the process. Finally, the chollenges on evaluoting the effects of the
policies, i.e. the impaortance of monitoring for long-term goals.

Because of the reflective nature of this document, section & highlights the key takeaways provided by
the guiding questions, and providas that clarity and transparency, an integrated (and cross domain)
policy moking, and adapt existing solutions are key elements to make a change in policy making. This
work considers that this is just a starting point to understand what is necessary to make this change,
and beyond the static definitions that the approaches propose, we see a challenge in aligning policy
making to the troadening scope from motility to accessibility and welfare beyond GDP.
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1 Introduction

Climate change, the housing crisis, the energy transition. These are examples of the various societal
challenges we are simultaneously confronted with today. In facing these challenges, there are
important interactions and conjunctions with different policy domains. In addition to dealing with the
“wickedness”! of these challenges, policy makers keep trying to find solutions in an environment
surrounded by uncertain ecenomic and political settings and technological disruptions (Bali et al.,
2019).

One specific domain where this awareness has risen is the mobility domain, where governments must
make choices regarding the future accessibility, liveability, sustainability, safety and affordability of
mobility — while occounting for changing travel behaviours and patterns. In the context of these
changes, existing mobility policies increasingly meet the boundaries of the established mobility system:
there is limited space and financial resources, and environmental emissions are an increasing cencern
{i.e. air quality norms and nitrogen targets). Despite the need tc address these challenges, thereisa
recognized struggle 'n governments' capacity te tackle these issues (Bakvis, 2000; Peters, 2015).

Policy making is an important way for governments to tackle issues, including grand societal
chollenges. Since the 1950s, most literature identifies thot mony macbility-related policies follow a
predict-ond-provide approach (ITF, 2021). In this approach, the stakeholders involved in the
policymaking precess aim to predict future travel demand in order te build {or: provide) the necessary
infrastructure to occommodate it {Owens, 1995; Goulden et al, 2014). This perspective implicitly
assumes that travel demand is an external factor that should not te altered by proactive actions (ITF,
2021}, Rather, travel demand is seen as something in continuous movement forward. That is, travel
demand is clesely linked to economic growth which causes travel demand to increase. Consequently,
transportation outhorities must continually expand the supply of infrostructure to motch the growing
demand. As such, the predict-and-provide approach to policymaking can be seen as a continuous
cycle.

Howsaver, and, bringing back the “wicked challenges” of today, how can we take into account the
changes in behaviours and mobility patterns? Or the new mobility concepts that have been emerging
in the last decades (e.g. equity ond mobility-related well-being)? Instead of presuming that the factors
explaining current demand will remain valid in the future as current transport modelling methods do
{Rowe, 1994), there is a growing need to take into account the context In which transport policies have
to operate, and the woy they align to broader societal goals (ITF, 2021). This is why a new poradigm
for policy making has been rising, to accommodate to these emerging demands, which is called decide-
and-provide.

TNO and the Ministry of Infrastructure and Water Management (I&W) wish to explore this new
paradigm for policy making.

The aim of this project is to reflect upon what the decide-and-provide approach looks like, how it differs
from predict-and-provide and what challenges might arise from applying it to mobility pelicy-making.
This raises to the following reseorch guestion: What is the decide-and-provide approach and how
could it help I&W to make mobility policies? And what is needed to implement this new approach
through the policy cycle? To onswer this moin question, we address the fellowing sub guestions:

+  What is the decide-and-provide approach and how does it differ from predict-and-provide
approach?

Twickedness or wicked problemns refers to problerns that are complex to solve, usually because it involves multiple factors.
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+ How can we characterize the current way of policy making and how adequately does this
fallaw the twa distinguished pathways?

«  Which internaticnal examples show features af the decide-and-pravide pathway?

+  Which parts of pelicy making (perceptions and points of view, beliefs ond praxis/actions) are
chollenging - described following the steps of the policy cycle?

In this meme, an expleration and contrast between existing predict-and-provide and decide-and-
pravide approaches is made. Next, a set cf international examples of mobility pelicy practices is
presented to highlight varicus aspects of what o decide-and-provide perspective can loak like for
mobility policies. After that, we identify and discuss petential challenges to adopt the decide-and-
provide approach - structured along the steps of the policy cycle. We conclude this memo with the
main takeaways from this research and a suggested research agenda for 2024.
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2 Policymaking approaches in the
mobility domain: predicting,
providing and deciding

To understand what the new approach decide-and-provide entails, this section answers the question
what is decide-and-provide and how does it differ from current policy making in mobility?

Predict-and-provide is a policy-making approach in which there is strong alignment with established
trends. It tends to rely on the predictability of the future, based on past experiences, and heavily places
confidence on the assumed strong connection between transport activity and economic activity. It
leads to a form of planning that is deterministic, underpinned by a single evaluation of costs and
benefits. This predict-and-provide approach exposes the policy to risks when unexpected changes
occur or new travel patterns or behaviour appear (ITF, 2021).

Decide-and-provide is an approach that embraces a flexible perspective and acknowledges the
potential for substantially different future scenarics. Furthermere, this approach is grounded in the idea
that accessibility {in various forms) is crucial for welfare beyond GDP and the achievement of objectives,
and thus emphasizes the willingness to actively influence a preferred future. This results in transport
planning policies that acknowledge the imperative of addressing and adapting to uncertainties and
changes. The policymaking process is thus geared towards inferming decision-making by looking
beyond a one-time assessment of costs and benefits, and recognizing the necessity and capacity for
future adjustments (ITF, 2021).

Each approach has their own particularities that set them apart. Most importantly, they are
distinguished by the type of questions that they can answer, how they handle uncertainty, data and
model usage, and scope. In the next sections, the two approaches will be explored and contrasted on
these features.

2.1 Type of questions - from predictive
questions to explorative and normative
questions

When considering the type of questions being addressed, we see a strong difference between the two
approaches. The predict-and-provide approach, as the name suggest, is based on prediction and
forecast of future demand, and is thus strongly guided by predictive questions related to what will
happen in the future. This forecast-led idea brought by predict-and-provide reasons closely to
quantifying future transport demand to provide appropriate infrastructure. Cften, such forecasts are
based on current trends, such as traffic flows or the amount of public transport users. This leads to
predicted, presumed and practical outlooks (ITF, 2021).

In contrast, the decide-and-provide approach is based on vision, by setting o preferred future and
determining a course towards that future, As such, this approach is strongly guided by explorative
questions that anticipate the range of possible development, and normative questions towards a
certain desired future. Because decide-and-provide sets a preferred future, the aim is thus not to
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In the introduction of this memorondum, we highlighted that policy-making is dealing with “wicked”
proclems. These complex challenges carry a deep level of uncertainty, which means that even with the
usage of data and calibrated maedels, there might be outcomes that were not taken into consideration,
bringing attention to acknowledge that futures are not always known.

Because the decide-and-previde appreach takes into account a visian or future oriented ideq, it also
takes a more explicit route by acknowledging and embracing the (deep) uncertainty of the future.
Conversely, the predict-cnd-provide approach takes a different path, one that tends to build upon past
experiences and seems to assume the pace and character of change remains unchanged.

2.3 Data and models - from predicting to
deciding

Another aspect to consider is how these two approaches cddress dete end models in the context of
transportation policy. Data is essential for starting an analysis and exploration of maehility patterns,
which can be used for predicting or extrapolating trends (predict-and-provide), and for developing
desirable futures by adapting the present state (decide-and-provide) {ITF, 2021).

The data used for the models is cne of the sources of uncertainty, since it is a challenge to collect
specific dato related ta o subject and thus it can came with possible error and biases from collection
{ITF, 2021). Literature on car traffic in peak hours, for instance, reveals that it allows policymakers to
lock at overall travel demand. However, it conceals o variety of travel patterns among different
population groups {Le Vine and Jones, 2012). In additicn, scenaric-building frequently needs the
projection of forthcoming data related ta ecanamic and demographic variables, which are essential far
replicating future travel demand (ITF, 2021}, However it’s impartant to note that exogenous variatles
affecting mability patterns are integral compenents of complex systems with their awn inherent
uncertainties (Manzc, Nielsen, and Prate, 2014). These variables clso underga different manitering
methcds and frequencies {ITF, 2G21).

Literature offirms that the travel demand forecasts cammanly used within the predict-and-pravide
paradigm were originally not meant to shape or restrict the future of travel demand. Nevertheless,
their utilization hes resulted in a recurring reinfcrcement of trends, which may not always be
favourable (ITF, 2021). Transport policies that were initially designed to accammedate travel behaviaur
have, in turn, exerted a lasting influence on this very behaviour (ITF, 2021). Predict-and-provide, in this
sense, tends ta align with existing transportation trends and momentum toward decoupling ecanamic
growth and increased transport demand (for car travel).

From a decide-and-provide perspective, however, models and predictians are being used in a more
explaratary way and mare attentianis paid ta recognize and highlight their limitations and uncertainty.
In addition, the alignment of madel output measures with future pricrities, e.g. motorized read traffic
measured in terms of vehicle distance travelled, has tended to predaminate, hawever, is questioned
as this may not hold true in the future {ITF, 2021).

Depending on the goal {predicting vs. explering possible futures) for which medels are used, they must
be aligned with the time horizon considered. Usually applicatians af predictive gquestions are related to
long-term time harizons, where anticipating travel demand is useful to create supply levels and cdjust
the plans and strategies accordingly. However, very long-term plans such as a vision of a zero emission
future usually take more time and mere adaptation. Predicting answers ta questions that have a high
level of complexity and praviding infrestructure cs a result might not be suitable in this case, while
explarative and normative guestions have ¢ better fit. Table 2 summarizes the relcticns af time
harizans and their applicatian in transpartaticn.
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Figure 1: Sequential and iterative process for monitoring, related to each approach.

2.5 Contrasting predict-and-provide from
decide-and-provide

There is no consensus on what ¢ “good” woy of pelicy-making is ond what fundomental goals it must
serve (Peters et al., 2018). However, the significance of predicting the future diminishes since it may
not dictate our decisions (ITF, 2021) considering the current transitions and complexities. What is
essential to grasp is the context in which transport policies have to operate to align to broader societal
goals {ITF, 2021}, instead of presuming that the factors explaining current demand will remain valid in
the future, as current transpert modelling methods do {Rowe, 1994).

In the previous sections, we have contrasted the decide-and-provide and the predict-and-provide
approaches on the following features: type of questions, dealing with uncertainty, use of models and
scoping of the policies. However, in practice these features should rather be viewed as scales with the
decide-and-provide pathway leaning towards one side of the scales and the predict-and-provide
pathway more towards the other side of these scales. For each policy process choices can be made on
each element. In fact, some features might change throughout the policy process and differ {slightly)
for each step in the pelicy process. Overall, we think the typification of the approaches as stereotypes
for ways of working are recognisable for practitioners and con support a debate on which approach is
best in which setting.
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The plan not only brings a vision-led statement; the vision staterment is translated into projections and
scenarios of how key aspacts of the plan will look like in the upcoming decades. Figure 4 illustrates such
a prajection. lllustrative of the decide-and-provide approach, this vision-led statement includes a more
explicit uncertainty consideration, that highlights that “uncertainty in projections reflects uncertainty
on policy design, GDP, fuel prices, trip rates, and historic volatility in emissiens” (DfT, 2021). Rather than
providing a historical-base projection (i.e. predict-and-provide approach), the statement thus brings
the very-long term time horizon intc the policy cycle, and shows the impacts based on data projections
according to avision setting — which is illustrative for the decide-and-provide approach.

3.2 Scotland - Opening up and closing down
policy options with decide-and-provide

A case which illustrates the application of the decide-and-provide approach during the next stage of
the policy-cycle - designing the policy instruments - is the Scottish National Transport Strategy.
Following the decide-and-provide approach, the National Transpert Strateqy has first expressed the
vision to ‘have g sustainable, inclusive, safe and accessible transporting system, helping deliver o
healthier, fairer and more prosperous Scotland for communities, businesses and visitors’ (TS, 2020).

Guided by this vision and embracing the uncertainty of the future, a scenaric planning tool and process
has been developed for the Naticncl Transport Strategy to support the designing of policy instruments.
The tool relates various drivers of change to specific output measures, which have been selected in
engagement with multiple stakeholders (Marsden and Lyons, 2021). Token tagether, these drivers and
output measures form future scenarios, either reflecting {i) plausible futures without changes in the
policy instruments, or (i) plausible futures with changes in policy instruments.

Figure 5: Opening up and closing down pelicy options {Lyons and Marsden, 2021).

Asillustrated in Figure 5, eight plausible futures without palicies are linked to four distinct policy options,
thus creating new plausible futures (Marsden and Lycns, 2021). Lyons et al. (2018} call this process
‘opening out’ uncertainty. Subsequently, these plausible futures and their underlying policy options can
be evaluated and compared, based on the extent to which they are aligned with the future envisioned
by the National Transpert Strategy. This process can be referred to as ‘closing down’ uncertainty (Lyons
etal., 2018).

The scenario tool and process developed for the National Transport Strategy show that the decide-
and-provide approach can be integrated in the designing of policy instruments. Rather than designing
and comparing policy instruments through forecasting on historical data {i.e. predict-and-provide
approach), the National Transport Strategy tool proves to be a practical, alternative method which uses
the vision of a preferred future as reference point during the policy process.

TNO Publiek 15/37



3.3 New Zealand - transportation beyond
mobility indicators for monitoring and
evaluation

New Zealand’s Transport Qutcomes Framework serves as the final exomple of the decide-ond-provide
aporoach, focusing on the policy monitoring and evaluation stage of the policy cycle. To realize New
Zealand’s vision of achieving ‘[a] transport system that improves wellbeing and liveability, its transport
system needs to encourage five core cutcomes: inclusive access, healthy and safe people,
environmental sustainability, resilience and security, and economic prosperity (MoT, 2020). Based on
research and discussions with stakeholders, 37 underlying transpert indicators have been formulated
and arranged among these core outcermes (MoT, 2022).

New Zealand’s Ministry of Transport applies a transport neutral approach, meaning that all moedes of
transport are considered and evaluated equally during decision moking processes (McT, 2020). As a
result, the formulated indicators apply to all {relevant) mades of transpart: walking, cycling, road, rail,
maritime and aviation. By actively collecting data and monitoring the indicators, it can be assessed 1o
which extent these transport modes as well as transport palicies are contributing to the core outcomes.

Besides assuring acccuntability, New Zealand’s evidence-based evaluation framework shows that
learning is inherently connected to pelicy cycle. By learning how various transport modes and policies
contribute to the core outcomes - and thus the envisioned future - more effective and efficient policy
instruments can subsequently be designed, adapted and implemented during new iterations of policy
cycles. Allin all, New Zealand’s case illustrates that the decide-and-provide approdch is o suitable and
fruitful approach in the ex-post evaluation of policies with an envisicned future again as reference
point.
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includes a number of policy instruments that the ministry of I&W typically uses in each step of the
palicy cycle (see green boxes in Figure &).

The policy cycle is supported by a number of principles that feed the policy making across. Cne such
principle that is used by the Ministry of 1&W is broad welfare (indicated in pink in Figure 6. As de Boer
et al. (2022) discuss In their work, the Ministry of I&W has been already werking cn moving into the
direction of a change from mcbility goals to accessibility geals. The IMA 2050 brings the core idea of
integrating different silos (e.g. medes of transportation) to form a system view over transportation,
which propeses an integrated view for accessibility, safety, living environment and health {I&W, 2023).
Another principle integrated in the pelicy cycle is the behavioural approach. Within the ministry there
is a growing attention in how taking behaviour into account can improve policy making {also indicated
in pink in Figure 6).
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5 Discussion: potential challenges
in applying the decide-and-
provide approach in the policy
cycle

In a number of jeint workshops, TNO and the Ministry of 1&W discussed potential challenges when
applying the decide-cnd-provide approach. The policy cycle was used to structure these discussions.
The decide-ond-provide approach will not change the policy cycle itself, yet it is expected ta change
how the steps in the policy cycle are opplied. The goal of this section is to explore ond highlight the
potential challenges if o different approach is applied in the steps of the policy cycle.

5.1 Challenges related to determining policy
agenda and objectives

As discussad previously, the IMA and the Mobiliteitsvisie are relevant policy documents to set goals.
When relying on the predict-ond-provide approoch, the direction of goals is largely set by the
extropolaticn of current trends towards the future. However, in the decide-and-provide approach, the
assumption is that one cannot solely rely on this extrapolation, and one could also consider different
possible futures based on a vision-led approach.

However, if decide-and-provide provides the opportunity to choose between different possible futures
by its vision-led approach, the question raised is: what is that desired future? What determines the
legitimacy of such desired future? And how do we choose between various (possible) future scenarios?
An extra complicating factor here is the political dimension: every four years the course of action can
be altered due to political changes. This relatively short period is not aligned with the (very) long-term
vision propesed by the decide-and-provide, and is often considered the reoson fer a lack of attention
by politicians for mere long-term developments. For creating consensus over decisions, there is alsoan
additional challenge: sometimes majority consensus in parliament is lacking {for example: betalen naar
gebruik).

Policy coherence, or the alignment of goals between layers of government (EU, national, local),
presents an additional layer of complexity. On varicus topics there is a misalignment of goals between
the European and national level. At the EU level, there is an enforcement of often divergent and hard
goals (e.g. on net land use, fit for 55 and water quality) and presents a challenge in having congruent
objectives (for all aspects at same level of concreteness). At the local level, se far, municipalities seem
to have made most progress with implementing the concept of welfare beyond GDP. At this scale,
prozlems and interactions become more tangible for the population and the decision makers. As a
result, the decision makers of different domains (aldermans) are in one team and have regular
interactions. At the national level, however, a shift from a silo to a system view to work across domains
remains an intricate challenge.

This challenge is also connected to the scope of the ministries itself: they are organised around a

selection of topics and consequently, an integrative perspective such as we see at the regicnal level
requires a change in the way ministries are structured or the people within ministries’ ways of working
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to ollow more cross-ministries’ collaborotions ond interactions. As such, changing the way in which
policy goals or agendas are set - towards a more integrative, systemic decide-and-provide approach -
means that uncertainties in the ministries current way of working are introduced: the way budgets are
allocated, choices are mode, or cooperation is estoblished could be subject to change. These changes
also affect all other stoges of the policy cycle.

5.2 Challenges related to the policy options
and instruments

When considering the next step in the policy cycle, designing policy options ond choosing policy
instruments, we see that in the predict-and-provide approach the reliance on MKBA (Maatschappelijke
kosten-batenanalyse) analyses is high (and mandatory for large infrastructure investments), and has
a mojor influence on the selection of policy options. For the predict-ond-provide approoch, this
mandatory reliance on MKBA analyses presents a challenge, as desired futures have potential effects
that are more difficult to quantify for, such as impacts on welfare beyond GDP.

Aninstrument that could, perhaps, suit the decide-and-provide approach better is the non-mondotory
Participatory Value Evaluation (PVE) analysis. The PVE evaluates choices from the citizens’ perspective.
According to Boer et al. (2022} by using this instrument, people can choose how to divide the budget
into several different projects. PVE suggest some potential to be used with projects that reason closely
to accessibility and well-being, since literature reveals that this instrument can capture altruistic
behaviour, and individuals place a higher significance on safety and environmental impacts than on
travel time savings, compared to the assessment methods employed for the SCBA (Social Cost-Benefit
Analysis) (Mouter et al,, 2021).

5.3 Challenges related to decision making

The first identified challenge related to decision making is that currently, mobility-related policies are
largely built upon the predict-and-provide approach, whereby the options that are analysed have a
direct link to the MIRT {Meerjarenprogramma Infrastructuur, Ruimte en Transport) cycle that is tied to
large infrostructural projects. This decision-making steps is rother inflexicle ond hos high effort and
monetary costs ossociated to it.

In additien, decision-making is a delicate process with interactions between politics, bureaucracy,
science, and laws. Changing how decisions are made is therefore not easy, and certainly not
straightforward, os severol nuances ond different factors hove to find balonce. Citizens, with all their
different needs, also ploy a cruciol role in guiding decisions. When problems and solutions match up at
the right time while these dynamics are happening, a window of opportunity for changing decision-
making processes arises. This moment can represent a phase for transformative decision-making,
where the mix of governance con align with needs from the people, bringing together the problems
and solutions at the right timing.

However, change means renewed requirements regarding the role, actions and capacities of
policymakers in order to be oble to leverage such change processes (Tjokrodikromo et al,, 2023q;
2023b). Changing these aspects is, however, difficult as influential and established public
administration and policy models (i.e. the institutionalised traditions, ways of working, and mindsets)
largely inhibit the capobility to chonge (Braams et al., 2023), ond as a result, it is possible that no actual
progress is mode.
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5.4 Challenges related to policy
Implementation and the effects of policies

Considering the final two steps in the policy cycle, we find that perhaps the change needed in the
monitoring and evaluation of policy is most challenging.

It is important to consider that monitoring and evaluation can be an important way to close the loop
from evaluation to policy goals: it can be the stepping stone towards agenda setting. However, closing
the loop from evaluation to setting policy goals (again), is one of the most challenging steps in the
policy process. While ex-ante evaluations are more commonly used tc determine the policy options
and topics for the policy agenda setting, using ex-post evaluation is far less common.

However, as the decide-and-provide approach has a more long term focus on uncertain desired
futures, these kinds of evaluations are even more important. An ex-post evaluation is used to monitor
the effects of the implemented policy. In the predict-and-provide approach this is primarily done for
accountability (i.e. did we do it right?). However, if we take a more decide-and-provide approach, ex
durante monitoring and ex-post evaluation become important in order to enable an adaptation of the
measures if the anticipated effects stay behind (i.e. are we still deing the right things?).
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6 Next steps

This memo is written as o reflection document, which controsts two different policy moking pathwoys
in the maetility domain: predict-and-provide and decide-and-provide. While existing policies within the
mobility domoin lorgely built upon the predict-and-provide approach, the decide-and-provide
approach brings o new perspective to policy making. Given the current times of complex and impoctful
societal challenges, this new appreach could add new perspectives to make a better fit of policies to
the current complexities. This section closes with the research agenda of 2024,

The key take aways from this research are:

+  The onalysis of the literature of predict-and-provide & decide-and-provide helped to unravel
the various features. The four moin features are: type of questions, dealing with uncertainty,
data ond modelling and scoping. This feotures ore scales. And for each project, o decision on
which side of the spectrum of the scales to be, should be context-dependent. This
understanding of the appreaches can enable more effective responses to the challenges at
hond.

+  The current way of working in policy moking ot I&W hos maore features thon the 4 mentioned
above, and is more complex than the description of literature on predict-and-provide and
decide-ond-provide,

«  Based on developments in society ond public administrotion, we see severol trends emerging
that point towards adding alternative pothways (navigoting the scales based on the topic/
challenges).

+ To change the policy-making praxis is challenging. Potential barriers are: leadership; changes
laws/regulotions, new instruments, mindset.

+ There ore internotionol and national examples of chonging the praxis on various feotures.

As proposed by the outcomes aof the literoture review, decide-ond-provide is an opproach that
embraces uncertainty, conducted by a vision-led approach, with focus on accessibility and leaning
more towords o system view, which supports complex decision problems like climote change, housing
crisis, energy transition, ond other wicked problems. Howeaver, in practice, the implementation con be
far more complex. We consider that the following key points are relevant to creote a window of
opportunity to implement feotures from decide-and-provide pathwoy:

«  (lanity and transparency: it is essential to make explicit and transparent choices, assumptions,
limitations, ond whot will be the resulting effects. Being precise in specifying which aspects of
the mobility system ond policy-making process are under discussion is indispensable. As
explained, each for element of the opprooch, one can choose how to implement this in
practice. So being explicit on how to deal with each element is key to create the transparency
among all stakeholders involved.

« Integrated (ond crass domain) Policy-Making. a comprehensive transformation of policy-
making practice is essential. This includes reevaluating the depth of our understanding of the
issues at hand, cultivating a proactive approach to uncertainties, and redefining how we utilize
procedures, models, and data throughout the process.

« Adapting existing solutions: implementing well-estoblished strategies, such as vision
development, continuous manitaring, and drawing from past experiences and knowledge, can
be highly effective.

Certainly the noted points are only a starting point to understand what is necessary, and more

emphasis on the results for practice is required. As o recommendation for future research ogenda, we
see thot, beyond stotic fromeworks of choosing between predicting or deciding, is the chollenge of
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broadening the scope from mability to accessibility and its co-benefits reloted to well-being. The main
research question for 2024 is:

What are the main challenges far implementing welfare beyand GDP (which requires a different
policy-moking praxis) into praxis? Which steps of the policy cycle need to chonge in what woy? How
to do that? What are good examples?

«  Changing the pelicy-making proctice requires time and capacity, therefere on implementation
question is - how to creote monoeuvring space e.q. how to do less projects ond create more
value in the selected projects?

+ The design-ond-provide pcthway requires o vision on the desired future, the attitudes and
perception of citizens become more important to include in pelicy-meking, the question is -
how con we identify citizens’ needs and priarities in the early in the policy making process
{setting up the policy cgenda, formulating the goals)?
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