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In the Netherlands a new monitoring system for national transport policy has been developed and applied since 1992. This system for planning and evaluating transport policy, named “To Measure = To Know”, has been developed as a part of the national Second Transport Structure Plan, SVV-II, 1990-2010. 

A first essential element of this system is that clear and unambiguous (preferably quantitative) objectives were identified for a horizon year, e.g. a maximum level of emissions of CO2 by motor vehicles in 2010, a maximum number of road casualties, a certain level of freight transport and a level of congestion probability on the trunk road network. Next, policy measures were formulated and forecasts were made. 

A second essential step was that progress in attaining the objectives was assessed each year and reported to the government. The effects of the policy measures which were implemented were also identified. On the basis of the progress made, policy measures were adjusted, new measures introduced and forecasts adjusted.

In the paper and presentation we will describe the transport policy monitoring method, the results over the last 10 years and current developments. 
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1. INTRODUCTION

A system for monitoring national transport has been developed and applied in the Netherlands from 1992 until now. This monitoring system has been developed as a part of the national long-term policy plan (Ministry of Transport, Second Transport Structure Plan, SVV-II, 1990). This plan included many measures dealing with the accessibility of urban areas, safety and the environment. In this plan ambitious targets had been formulated which should be reached by a comprehensive set of measures from which a large number still had to be developed or applied for the first time. A monitoring system should make it possible to adjust the measures in case the targets were not reached. Therefore the monitoring system “to measure is to know” was developed. 

In this paper the context of policy evaluation in the Netherlands will first be presented. Secondly, the monitoring system’s methodology will be described. Thirdly, the resulting monitoring system for the long-term policy plan (SVV-II) will be described. Finally, conclusions will be formulated. 

2. EX POST EVALUATION OF TRANSPORT POLICY IN THE NETHERLANDS

The practice of monitoring and ex post policy evaluation in the Netherlands has evolved since 1970 from incidental examples of ex post evaluations of separate projects through courses, publications and practical experiences to a new structure for the budget cycle of central government at the moment in 2000. Round about 1970 a Commission advising the Ministry of Finance proposed to use policy analysis techniques to make it possible to take policy decisions on the basis of rational considerations and objective information. Techniques for ex ante and ex post evaluations were developed and applied. Courses and publications led to growing interest, but also to scepticism. Doubts are concentrated in particular on the political will to base decisions on rational arguments. In the Netherlands the political culture can be characterised as a “consensus society”. Not only all political parties representing a substantial part of the population, but also social organisations influence political decisions in their interest and should recognise themselves in the decisions taken. In this culture a strong interest in evaluation resulted in many ex-ante evaluations of plans as well as projects. Political parties showed an increasing interest in monitoring social problems and phenomena. Also, many ex post evaluations of projects were executed. The results of the ex ante studies were used in decision-making by public authorities. The results of ex post evaluations appeared to be more difficult to cope with. A study at the Ministry of Transport suggests that a kind of “learning process” develops, which influences new projects and new decisions in an invisible, implicit way (AVV Transport Research Centre, 1999b).

3. “TO MEASURE IS TO KNOW”: DESCRIPTION OF THE SYSTEM FOR MONITORING 

3.1 The Policy Cycle



Figure 1. The policy cycle

Starting point for monitoring is the “policy cycle”. Figure 1 shows that the starting point in policy formulation is to recognise and became aware of  problems which are considered as serious and should be solved or avoided. E.g. to maintain a certain level of transport connections and accessibility, the occurrence or expectation of environmental damage because of transport or lack of safety in transport. If problems are envisaged, certain objectives of policy can be formulated, e.g. certain levels of accessibility to economic centres, emissions or accidents occurring at a certain time in the future. E.g. in SVV-II, the Dutch policy plan of 1990,  one of these objectives was a maximum level of emissions of CO2 to be reached in 2010. In the following steps of the policy circle policy instruments or measures are developed, determined and programmed. To make the step from policy options to preferred policies, techniques for ex ante evaluation of policy options play an important role. In order to decide about the measures to be taken, a number of techniques can of course be used to compare alternative solutions: e.g. planning studies, cost-effectiveness studies, etc. A condition to apply techniques for ex ante evaluation is that it has to be made explicit which measures are planned, what their characteristics and intensities are, what their function is. If this condition has been fulfilled, techniques for ex ante evaluation can demonstrate which results are expected from policy measures: a forecast which indicates whether the objectives will be reached. 

In a further step, the chosen measures are implemented. The final step is the evaluation: have the objectives been reached, the problems been solved and what is the effect of the measures introduced? The results can provide a reason to adjust the policy objectives or to adjust the measures decided upon, e.g. to intensify the measures. And the cycle will be followed again. This cycle describes the policy process in a rational, logical way. In reality, the steps are in many cases implicit rather than explicit. 

The method “to measure is to know” implies that the steps are not only made explicit, but concrete and quantified as well. The assumption is that certain objective information makes it possible to manage the policy process more effectively. To do this, knowledge about policy processes and methodological concepts and techniques are used in a practical way. The purpose of this method is that problems can be solved better and that available means are used  more effectively. Another characteristic of this method is that it concerns a plan with many objectives and many measures, and not only one project with one measure and one or more objectives.

3.2 Management of the Policy Process

Before describing the various steps involved in measuring in detail, the stages in the management of the policy process are described in more detail. A distinction can be made between taking decisions about budgets based on input, output and outcome. Input refers to the financial means, output to the realised measures and outcome to the changes in society brought about by the measures actually implemented. Management by central government is traditionally based on input which implies that a certain budget can be used for certain measures directed at transport purposes. An example of management based on output can be the number of cells in prisons decided about in the Dutch parliament or decisions taken about the building of certain new roads or railways. These decisions determine the budget necessary to realise these measures. The effects on criminal behaviour or other effects are not indicated and/or do not play a major role in the decision-making process. Management based on outcome focuses on the effects a policy measure is expected to have on the achievement of policy objectives. E.g. the building of new roads can be compared in effectiveness with alternative measures such as incident management. The expected effects on the accessibility of given locations can serve as a basis to take decisions. The main concepts of this process and the relationships between them are represented in Figure 2. This figure not only describes the policy process (as figure 1), but also how management and information are related with this policy process. The purpose of the method “to measure is to know” is that information about input, output and outcomes can be used as a basis to direct and manage the policy process. This information can also play a role in accountability and in communication about the policy process with the persons and organisations involved. In the next section the role of the method “to measure is to know” in the various phases of the policy process is described in more detail.    




Figure 2. Managing the policy process on the basis of information.

3.3 The technique of “To Measure is To Know” 

The method of “To Measure is To Know” can be described in terms of the following steps to be taken (AVV Transport Research Centre, De theorie van Meten = Weten, 1998a):

1.  formulating objectives of policy,

2.  identification and definition of indicators,

3.  measuring

4.  making a forecast,

5.  explaining

6.  drawing conclusions and

7.  (eventually) adjusting the course (which indicates the expected development in the indicator assuming that the formulated policy will be completely carried out).

The prerequisites for carrying out these steps are described in this section. In the following section, we will describe how these requirements are met in monitoring the Dutch policy plan SVVII since 1992.

1. Formulating objectives of policy

A first characteristic of the method “to measure is to know” is that policy objectives are formulated in a clear, understandable, unambiguous way and in quantitative terms (in case of qualitative indicators it should be made explicit how unambiguous and objective, measurable data could be used). Also, it should be possible to translate any policy objective into an indicator which has to meet certain requirements (see next section). Objectives consisting of a combination of two or more variables to be influenced by policy should be avoided.  Also a time scale has to be given indicating the present situation of the objective as well as the level which can be reached through the implementation of all the planned policy measures. To apply this approach by central government, it is also required that the policy objectives be approved by the parliament.

2. Identification and definition of indicators

Indicators serve as a kind of thermometer indicating to what extent the policy objective has been reached. Selection and definition of indicators require a very careful approach.  Indicators should meet the following criteria: representative for the policy objective, preferably quantifiable (in case of qualitative indicators it should be noted how unambiguous and objective data could be used), measurable (it should be possible to acquire data in a systematic way which are reliable, accurate and continuously available now and in the future), unambiguous (which requires clear, explicit definitions), clear and understandable (therefore definitions and variables should be as simple as possible), to be reproduced every year (e.g. by making appointments with the CBS, the Central Bureau for Statistics) and it should be possible to make forecasts of the indicator for the future (under the - theoretical - condition that no other policy measures should be taken during the same? period as well as under the condition that policy as formulated in the policy plan should be implemented during the same period). This last requirement usually implies that a model is available which describes the complex patterns underlying the social phenomena to be influenced by policy.

3. Measuring.

Depending of the kind of variable this step requires a more simple or more complicated organisation. It implies that appointments are made about the exact variable and definition with local experts, technical experts or with people engaged in data collection about such things as accuracy, equipment (e.g. air quality), times, locations and frequencies of measurement and costs of measurement.

4. Making a forecast.

By making forecasts for each indicator, the policy processes can be followed and managed in a rational way and based on the basis of empirical, scientific knowledge. Making forecasts requires much scientific effort. Explaining factors should be identified, defined and measured. New developments have to be dealt with. Models should be developed and tested. A model which has a central function in national transport policy in the Netherlands to make mobility forecasts is the Dutch National Model System (NMS). With this disaggregate model trips are simulated based on baseyear data about roads, public transport services and locations of housing and working. The forecasts are made based on demographic developments, national and regional spatial developments and developments in the transport system. Other models are often used in combination with the NMS (e.g. to make forecasts of emissions of noxious substances). Long term forecasts made in succeeding years during the period of a strategic transport plan (usually comprising 20 or 30 years) should be comparable to each other in order to be able to make policy development and management in a systematic way. Otherwise forecasts would change every year, depending more on the method used than on new developments.

By making forecasts with or without  several possible policy measures and combinations, the impact of a policy programme can be assessed and a suitable programme can be selected (at the preliminary stage of such a programme as well as later when adaptation may be required). To be able to make forecasts, it is necessary to spell out which policy measures are planned, and what their characteristics and intensities are. On the basis of the forecasted effects of a policy programme a course can be charted which indicates the progress of the indicator to be expected in reaching the policy objectives during the years of the policy programme. So, apart from the policy objectives at the end of the period, intermediate objectives or targets can be assessed. 

5. Explanation.

After the formulation and implementation of a policy plan, the question arises whether the objectives will be reached, whether the policy measures have the expected effects and whether other external developments than expected at the launch of the policy plan influence policy objectives. To answer this question data are gathered about indicators and ex post evaluation studies are carried out. In the Netherlands, many evaluation studies of separate projects or policy measures have been carried out between1986 and 2000. In case we are dealing with monitoring and evaluation of policy plans as we are doing here, a problem is that not all policy measures and all external developments are identified and evaluated. But, to be perfect in this respect appears to be nearly impossible. Too many data would be required to describe and explain all developments. Also, these would be available rather late, perhaps too late to adjust the policy programme. Therefore it is suggested to make use of all data which are available on indicators for policy objectives and for external developments, to make use of all ex post evaluation studies which have been carried out, to make use of an “effect matrix” schematising all effects and to start in a way as simple as possible. E.g. expert judgements could be used to fill knowledge gaps. In the long run methodology to explain policy effects should be developed continuously. 

A first step is how to structure the different kinds of information which are necessary to explain the outcomes of policy plans. This structure is represented in the explanation matrix as shown in Figure 3. A next step, of course, is to fill this matrix in several policy fields. 
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Figure 3. Explanation matrix of policy effects.

The matrix with effects can show which development has occurred in the indicators of policy objectives (last column) (e.g. a CO2 reduction of 10%). On the other hand (the input), the external factors which actually had an impact and the policy measures which have been implemented can be summarised in the column at the left side. In between these two columns, the most difficult part can be filled gradually. Knowledge about the effects of policy measures will grow when more ex post evaluation studies have been carried out. With this knowledge the effects of policy measures as well as external factors can be calculated. E.g. the CO2 reduction of 10% can be explained as partly an effect of policy measures (e.g. in total minus 30%) and an effect of external factors (e.g. in total plus 20%), which can be shown in the two columns on the right.

The filling up of this matrix should make it possible to learn from the efforts to attain the required policy objectives with the planned measures. And it can give feedback to policy-makers about how to go further. It will not be possible to fill up this matrix immediately. Thanks to increasing knowledge, this matrix could gradually be made more complete and more reliable. 

6. Drawing conclusions.

During the implementation of the policy programme, it should be concluded whether the planned policy objectives will be attained or not and whether the objectives and/or the planned measures should be revised.

7. Course adjustment .

If, during the implementation of the policy programme, there are serious reasons to expect that the course of events will be different from the original plan, the course should be adjusted, since it has the function of indicating the extent to which policy objectives will be attained with the actual policy programme.

4. “TO MEASURE IS TO KNOW”: THE DUTCH POLICY PLAN SVV-II

4.1 Formulating Policy Objectives

In the Dutch transport policy plan SVV-II, several concrete policy objectives to be reached in the period 1986 - 2010 have been set. Some of these objectives are summarised in Table 1. For some objectives of SVV-II intermediate targets were also set and forecasts were made as will be illustrated further.

Table 1. Transport policy objectives in SVV-II to be reached between 1986 and 2010. 

Maximum growth in passenger car-km.





+35%

NOx emission by cars







-75%

CO2 emission by road traffic







-10%

Fatal traffic casualties








-50%

People injured by traffic accident and hospitalised




-40%

Maximum probability of being confronted with congestion on the 

trunk road network:
- on main roads to other countries

2%

- on other roads



5%

Working with policy evaluation, it appears that policy measures are related to each other (e.g. if the number of car miles increases, CO2 emissions increase as well) and that policy measures are influencing policy objectives directly and indirectly in a complex way. To deal with such interdependencies, recently some studies were done on a regional scale as well as on a national scale. E.g. in a national study a framework has been developed which relates all policy measures directed at traffic safety with all policy objectives in the field of traffic safety (Traffic Test, 2000). The result is a causal network describing the relationships between measures and objectives as hypothetical relations which can be tested in subsequent steps. Also, the new budget system to be introduced in the Netherlands from 2002, requires that policy objectives will be formulate in such a way that the attainment of these objectives can be assessed. A monitoring system is required that will comply with the demands of controlling agencies (General Auditor; the new budget system of the Ministry of Finance) and Parliament (the Planning Act, which requires the Minister to report about the progress in policy management). Therefore preparations are carried out to formulate policy objectives of the Ministry of Transport in the fields of transport, telecommunication and water management.

4.2 The Policy Effect Report

To assess what progress has been made in the development and implementation of policy, every year since 1992 a so-called “Policy Effect Report” has been  made by the Dutch Ministry of Transport (Ministry of Transport, 2000). This Policy Effect Report is based on the process of policy planning and evaluation as described above. A central item in this report are the graphs summarising all relevant quantitative information about one policy objective in one figure. As an example, a graph on CO2 emissions is presented (Figure 4). The policy objective of the maximum CO2 emission in 2010 as formulated in SVV-II is indicated as well as intermediate objectives. Further a forecast made in SVV-II for 2010 if no transport policy would have been introduced, is presented. Also a forecast of the effect of the policy plan as formulated in 1999 is given. Some relevant information has been added in the report. E.g. that an international agreement has been made implying that the total emission of CO2 in the Netherlands will be reduced by 6% between 2008 and 2012 in comparison with 1990.



 Figure 4. Development of CO2 emissions through transport in the Netherlands (x 1000 kiloton; 1999 is a preliminary figure).

In this Policy Effect Report, for each policy objective, the following subjects are dealt with:

- a description of the policy objective (and intermediate objectives), 

- a definition of the indicator, 

- a description of the development of this indicator until that moment, 

- an explanation based on most recent research and professional knowledge, 

- a description of the planned measures, 

- a forecast of the effects of the policy measures and 

- a conclusion stating whether the policy objective will be achieved or not.

From the outset, the Policy Effect Report has been intended as a tool for policy-makers, designed to make their task easier and to improve policy accountability . However, in the early years of the Policy Effect Report policy-makers felt threatened, because the Policy Effect Report explicitly showed whether targets had been achieved or not. They felt that they would be blamed for not achieving the targets. It took quite a while before policy-makers saw the other side of the coin, namely the possibility to show in a very clear way that their policies were the right ones, but that causes beyond their control had a greater impact on transport than their policies. With the Policy Effect Report they have a tool to adjust the targets and/or the measures. 

This information served every year as a tool to account for the budget spent in the preceding year as well as to prepare the transport budget for the following year. It is important that this information is available in time to be used in the policy process. Therefore since 1999 not only a complete Policy Effect Report has been presented in September at the same time as the budget for the next year, but also in February a short version, a Signal Report, has been presented for the yearly report of the Ministry to Parliament to account for the budget spent last year and to prepare the budget for the next year. The Policy Effect Reports are produced by AVV Transport Research Centre under responsibility of the policy department.

Since about 1995 a large number of regional and local transport and traffic “policy effect reports” have been developed in the Netherlands. Most of these monitors are based on the method  “to measure is to know”. It appeared to be difficult to “translate” national policy objectives to a regional or local scale. One obstacle to compare these reports was that a relatively small number of indicators of policy objectives has been defined in a great many ways. 

4.3 Policy adjustments

Policy adjustments, for instance, have been applied to the targets and measures set for the reduction of congestion on the national motor-way network. Because the growth rate of the Dutch economy has been higher than expected at the start of the implementation of the Second Transport Structure Plan in 1991, the congestion on Dutch motorways between 1990 and 1995 has worsened faster than expected (figure 5). In 1996, information from the Policy Effect Report contributed to adjusting the targets and reviewing the policy to meet them. These adjustments are known by their names “Working Together Towards Greater Accessibility” (1996)(a policy plan concerning the transport connections of the main economic centres) and “Transport in Balance” (concerning freight transport). 




Figure 5. 
Percentage of the trunk road network in the Netherlands with a higher 

probability of  being confronted with congestion then the norm 

(Ministry of  Transport, 2000)

4.4 Choosing indicators

In 1996 not only the policy directed at the reduction of congestion was intensified, but also a new qualitative objective was assessed: free flow of traffic with an economic function on the main roads near the main cities to be attained in 2005. As an indicator the number of congestion hours was chosen. In 1996, forecasts were also made indicating the congestion to be expected without any transport policy and after the implementation of planned measures (Figure 6).



Figure 6. Development of the number of hours lost by congestion by vehicles in the Randstad (the western, urban part of the Netherlands)(x 1000).

The indicator of probability of congestion decided upon in 1991 in later years was regarded as less useful, because it was too much based on road management in stead of the road user and too theoretical in stead of based on observations. The indicator of hours lost by congestions refers to the consequences of congestion for the user and can be observed in the Netherlands formerly on the basis of daily counts by the police, since 1998 on the basis of electronic detection built in the road surface. Disadvantage of this indicator is that it only refers to shortcomings of the road infrastructure without any reference to the positive achievements (how many cars are served by the provisions). Therefore in the new transport plan (NVVP, see further) another long-term objective and indicator has been introduced: a minimum speed of 60 km/hour during peak hours of the traffic at the trunk road network. 

4.5 Techniques for ex post evaluation of policy plans.

To identify the impact of policy measures on the development of congestion over a number of years, the analysis has to deal with a number of explaining factors: e.g. increasing road capacity, traffic management measures, policy measures influencing the demand for transport such as pricing measures and improving alternative transport modes, and external factors such as demographic, social, economic and geographical developments. 

In the period from 1990 until 2001 a lot of ex post evaluation studies have been carried out. Most of these studies concerned certain projects or certain policy measures. The explanation in the yearly Policy Effect Reports was based on these ex post evaluation studies and on statistical information about developments in transport and in factors influencing transport objectives. So, the explanation was based on a combination of several kinds of objective information and expert judgements.

To arrive from ex post evaluation of separate projects and policy measures to objective ex post evaluation of policy plans or programs appeared to be a further step which was very difficult to make. Since some years we are developing methods and acquiring experience to do so (AVV Transport Research Centre, 1997; MuConsult, 1999; AVV Transport Research Centre, 1998b; AVV Transport Research Centre, 1999a). Two main problems are that not enough reliable data are available and that no method is available to analyse these data. An important stimulus to develop an empirical and objective plan evaluation was the new national budget system which is being introduced in the Netherlands on request of the parliament.

A first step in trying  to identify the impact of a policy plan on congestion was therefore to develop a conceptual explanatory framework, the next step was to collect data. Furthermore, a method for analysis was developed which could identify the relations between the explanatory factors and congestion, the factor which was expected to be influenced by policy measures. This method uses statistics concerning external developments (e.g. population, labour participation, geographical data, traffic congestion), results from ex post project evaluation studies and data from experts on local developments and circumstances. The method consists of an integrated approach in which regression analyses, known elasticity’s and expert opinions are used to separate external developments from the policy effects (see for a more detailed description Van der Loop et al, 2000).

4.6 A new long-term transport policy plan: NVVP.

As the Second Transport Structure Plan is legally in force until 2002, preparations for its successor, the National Transport and Traffic Plan (NTTP)( Ministry of Transport, 2001), have been started and will probably be decided upon round May 2001. This plan has to meet the demands of the Planning Act on Traffic and Transport, a law on planning national transport and traffic policy, which was passed in 1998. According to this law the central, regional and local authorities have to make transport plans in co-operation with each other and in such a way that conflicting targets and solutions will be avoided. This corresponds to the principle that regional problems can best be solved regionally. The Planning Act makes the central, regional and local authorities in the Netherlands responsible for a coherent transport policy. The coherence has to be expressed in so called ‘policy essentials’. These policy essentials must be equally present in the central, regional and local transport plans (and are referred to as national objectives for which central, regional and local authorities are responsible). The Minister of Transport has to account for the progress of the national policy towards the objectives set in Parliament using information on the progress of the regional and local plans. Thus, not only the central authorities, but also authorities at a regional level are required to make transport plans. Moreover, they have to monitor the execution of their plans. Plans and evaluations have to be carried out in a co-ordinated way, so that national objectives can be reached. Figure 7 illustrates these different perspectives by a visual representation.




Figure 7. Structure of the monitoring system for NVVP (with some examples of policy objectives). 

4.7 Monitoring in other countries

A system of monitoring as used in the Netherlands is not being used elsewhere. In the U.S.A. planning reviews are made about metropolitan areas by Volpe for the federal government (U.S. Department of Transport, Internet: www.volpe.dot.gov). In the Annual Evaluation Review the European Commission  provides information on the Commission's evaluation activities, on the main evaluation findings and on action taken as a result of evaluation (http://europa.eu.int/comm/budget/evaluation). In the U.K. a monitoring system has been planned for the next long-term transport policy plan. In the UK, all departments report on meeting the targets they have set. The National Audit Office makes an analysis of these reports (www.nao.gov.uk). Also in other European countries initiatives for policy evaluation are taken. E.g. in Switzerland, a proposal has been developed for ex-post evaluations of Swiss transport policy (Swiss National Science Foundation, 2000). 
5. 
CONCLUSIONS




5.1 
Reaching Policy Objectives.

The national planning and evaluation system based on the method “To Measure is to Know” appears to be a powerful tool making clear to what extent objectives set by the government can be attained. This system, given concrete expression in yearly Policy Effect Reports, is based on theory but is made practical by clear overviews of objectives and actual developments. After a few years of existence, it appears to be increasingly accepted by policy-makers. At the moment this overview is also available to parliament. On the other hand members of parliament demand this kind of information. Information from this system is gradually being better incorporated in the process of policy-making and budgeting. The way of dealing with policy objectives and budgets corresponds to the new budgeting system the Dutch government is preparing. 

5.2 
The Evaluation process sets Requirements for the formulation of Policy

Objectives and the definition of Indicators.

As the descriptions of method and results above indicated, a number of requirements have to be met to be able to report in a concrete, systematic way about policy progress. Quantification, agreement on objectives, unambiguous and understandable objectives are examples of such requirements and these can be met. Indicators should be representative and measurable. It is also preferable to make forecasts and chart a course. Finally  it is important that the results should be available on time: in this way the results can be used by policy-makers to continue or intensify the policy program. 

5.3
Information about Means, Results and Effects

To make decisions in an optimal way, information about means (input), results (output) and effects (outcomes realized by policy means) is essential. At the moment in the Netherlands some information about means, results and effects is available, but this information is neither well structured nor available in a clear format. The same goes for knowledge on the effects of measures. Many evaluation studies are carried out. But it appears to be difficult to test the relationships between measures and effects in an empirical way. Moreover it appears to be difficult to make the results of studies that are carried out available to others engaged in policy-making. An attempt to design a methodology to identify the effects of transport policy measures was frustrated by the requirement for too many data at a detailed level. At the moment experts provide explanations for the development of every indicator based on effect studies and other knowledge. A more systematic way of determining effects is still being looked for.

5.4
Developing a Planning and Evaluation System with Regional Authorities

Experience with the national policy plan during the last few years has demonstrated that decisions about policy objectives require more than simply adopting some quantitative long-term goals. For policy-making and management, intermediate goals are just as important, along with information about policy measures, their effects, external developments and the process. Development of an NVVP monitor is now in progress.
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