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Abstract 

Induced demand, the phenomenon where increased road capacity leads to higher traffic 
volumes, is a critical challenge in transportation planning. This study examines the role 
of induced demand in large-scale highway projects in The Netherlands by analysing and 
comparing two large-scale highway projects in The Netherlands: the A16 Rotterdam 
project and the A27/A12 Ring Utrecht project. Using a qualitative approach, this research 
applies the policy arrangement approach to analyse governance structures and policy 
responses. This is done through document analysis and semi-structured interviews with 
different stakeholders of both projects. This study finds that while induced demand is 
technically acknowledged in both cases, it plays a politically marginal role in the A16 
Rotterdam project and becomes a contested policy issue in the A27/A12 Ring Utrecht 
project. The findings highlight how institutional dynamics and actor coalitions shape 
whether induced demand is treated as a neutral modelling output or as a strategic 
planning concern. 

 
Keywords: induced demand, large-scale highway projects, transportation planning, 
traffic congestion, policy arrangement approach, semi-structured interviews, 
document analysis 
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1 Introduction 
1.1 Research problem and research aim 
Traffic congestion is a continuous issue on the Dutch highway system, affecting 
economic productivity, environmental sustainability and the overall quality of life for 
commuters (OECD, 2023). In many countries, including The Netherlands, road 
infrastructure investments continue to be a central strategy for addressing this road 
congestion and to improve mobility. In The Netherlands, the national government 
invests a yearly average of €2 to €3 billion in constructing and improving the main road 
network (Ministerie van Infrastructuur en Waterstaat, n.d.). Large-scale highway 
projects often aim to either expand the capacity of existing roads or develop new links 
in the road network. While such interventions are typically justified through projected 
improvements in accessibility and traffic flow, literature has suggested otherwise. For 
decades, literature has pointed to the concept of induced demand. The theory of 
induced demand suggests that increasing road capacity leads to higher traffic volumes, 
ultimately offsetting potential congestion relief (Downs,1962; Noland, 2001; Duranton 
& Turner, 2008; Dunkerley et al., 2018). 

Although induced demand has been described in the literature for decades, the 
question can be asked to what extent this theory is actually considered in policy 
decisions regarding large-scale highway projects. If the theory is well understood, why 
is there still such significant investment in large-scale highway projects? In The 
Netherlands, national infrastructure decision-making is largely guided by instruments 
such as the Social Cost-Benefit Analysis (SCBA), Environmental Impact Assessment 
(EIA), Multi-Year Programme for Infrastructure, Spatial Planning and Transport (MIRT) 
and Route Decision reports (J. Leferink & J. van den Berg, personal communication, May 
21, 2025; H. van Mourik, personal communication, June 5, 2025). This raises the 
question of the extent to which these instruments take induced demand into account in 
policy decisions. More broadly, it highlights concerns about the alignment between 
academic insights and policy practice. If literature proves that induced demand exists, 
maybe governments should be more careful with investments in large-scale highway 
projects.  

In order to examine the role that induced demand play within the policy practice of 
large-scale highway projects in The Netherlands, this thesis will analyse and compare 
two types of large-scale highway projects. The first project entails the A16 Rotterdam 
project which includes a new highway, adding a link to the network. The second project 
is the A27/A12 Ring Utrecht project, which is a project focused on capacity expansion 
by primarily adding extra lanes on the A27 and an extra lane on the A12. These cases 
offer the opportunity to explore whether and how induced demand influenced decision-
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making and how the project characteristics influence the role of induced demand in 
decision-making. 

1.2 Research question 
The case studies will be examined through a combination of document analysis and 
semi-structured interviews, which aims to contribute to a deeper understanding of the 
role of induced demand in decision-making in large-scale highway projects in The 
Netherlands. Furthermore, this structure also helps to examine the similarities and 
differences between the projects A16 Rotterdam and A27/A12 Ring Utrecht. This leads 
to the following research question: 

What role does induced demand play within the policy practice of large-scale highway 
projects in The Netherlands, and how does this differ between the construction of a new 
link in the highway network (A16 Rotterdam) and a capacity expansion of an existing 
corridor (A27/A12 Ring Utrecht)? 

The answer to this central research question will be formulated using the following sub-
questions: 

1. How can induced demand be defined and how is it conceptualised in the context 
of large-scale highway projects? 

2. How are the A16 Rotterdam and A27/A12 Ring Utrecht projects structured in 
terms of institutional arrangements, actor configurations, and decision-making 
procedures?  

3. How is induced demand framed and negotiated by different actors during the 
policy-making process of the A16 Rotterdam and A27/A12 Ring Utrecht projects? 

4. To what extent has induced demand influenced the policy choices made in both 
projects, and have alternative solutions been meaningfully considered as a 
result? 

These sub-questions help to formulate an answer to the main research question. The 
sub-questions are structured according to the four dimensions of the policy 
arrangement approach. The first sub-question focuses on the literature and theory 
surrounding the concept of induced demand and defines how the concept of induced 
demand is understood and applied. Second, the policy structures in the A16 Rotterdam 
and A27/A12 Ring Utrecht projects are highlighted, including the institutional 
arrangements, actor configurations and decision-making procedures. In the following 
sub-question focuses on the discourses and actor interaction by highlighting how 
induced demand is framed and negotiated by different actors. The final sub-question 
then examines the extent to which induced demand has influenced policy choices in 
both projects, and whether it has played a role in the consideration of alternative 
solutions. 
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1.3 Scientific and societal relevance 
The concept of induced demand is well established in literature. For decades, research 
on induced demand has demonstrated that road expansion often leads to increased 
vehicle kilometres travelled, reducing the expected congestion relief (Downs,1962; 
Noland, 2001; Duranton & Turner, 2008; Goodwin, 1997; Cervero, 2001). Although there 
are differences in the scale and speed of induced demand, the majority of the literature 
agrees on its existence. But there are questions that can be asked about how the 
concept of induced demand is integrated into institutional and policy frameworks. 
Transportation planning tends to overstate the benefits of highway improvements and 
undervalue improvements to alternative options (Litman, 1997). 

While the literature often discusses the existence and extent of induced demand, much 
less attention is paid to its policy dimension. This research contributes to the academic 
debate by applying the policy arrangement approach to examine the role of induced 
demand in planning processes of different large-scale highway projects in The 
Netherlands. The role of induced demand in planning processes is often overlooked in 
favour of technical or economic studies (Cervero, 2002; Noland, 2001). Through a 
comparative case study approach of the A16 Rotterdam and the A27/A12 Ring Utrecht 
projects, this thesis provides insight into the policy process that shape large-scale 
highway projects. This not only advances the academic understanding of induced 
demand in The Netherlands but also enriches the broader literature on transport 
governance and policy implementation.  

With growing concerns about climate change, spatial quality and sustainable mobility, 
the societal importance of critically examining infrastructure investment is increasing. 
Large-scale highway projects often involve significant public funding and long-term 
spatial consequences. Induced demand might undermine the intended benefits of 
such investments. By investigating how induced demand is addressed in current Dutch 
planning practice, this thesis offers insight into if and how planning processes in large-
scale highway projects take induced demand into account. This thesis also sheds light 
on the extent of which alternative solutions (e.g. public transport, demand 
management) are meaningfully considered. These findings are of relevance not only to 
policymakers and planners, but also to civil society organisations and local 
communities engaged in highway debates (like communities engaged in the A27/A12 
Ring Utrecht project near Amelisweerd). 
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2 Literature overview and theoretical framework 
With the introduction of the central question and sub-questions, this chapter will serve 
as the theoretical and analytical foundation for the research. This is done through a 
literature overview, followed by the introduction of the theoretical framework. 

2.1 Literature overview 
The concept of induced demand has been studied for decades. Over the years, various 
definitions have been formulated, often differing primarily in detail. Based on the 
literature, these definitions are examined, and an effort is made to identify a definition 
of induced demand that fits the context of this research. After this overview of the 
broader definition of induced demand, the focus will shift to the concept of induced 
demand in The Netherlands and the concept of induced demand in policymaking. 

2.1.1 The concept of induced demand 
Already in 1956, a term of ‘induced traffic’ was introduced by Schmidt & Campbell. 
They defined induced traffic as ‘the added component of traffic volume which did not 
previously exist in any form, but which results when new or improved transportation 
facilities are provided’. This definition of induced traffic can also be seen as an early 
definition of induced demand. While the term induced traffic appears less frequently in 
the literature, the term induced demand is more commonly used. This term is also used 
by Downs (1962) with the introduction of Down’s Law of Peak-Hour Traffic Congestion 
(Downs, 1962). This law states that “on urban commuter expressways, peak-hour 
traffic congestion rises to meet maximum capacity”. Behind this law lies a complex set 
of forces that influence this peak-hour traffic congestion.  

Downs' law focuses on traffic congestion on urban commuter expressways, that are 
primarily influenced by commuter traffic. However, Duranton & Turner (2008) found 
evidence that this law can be applied more broadly. They extend Downs' law to a broad 
class of major urban roads and refer to it as the “fundamental law of road congestion”. 
They define induced demand as the phenomenon where increases in road capacity 
lead to a proportional rise in Vehicle-Kilometres Travelled (VKT), effectively negating 
congestion relief efforts. Duranton & Turner (2008) conclude that increasing road 
supply is unlikely to relieve congestion. 

According to Lee et al. (1999), the term ‘induced’ implies a particular condition that is 
indirectly caused by another condition. In the case of traffic volumes, this means that 
improvements to a highway, especially capacity improvements, seem to result in more 
traffic choosing to use the road then would be the case if the highway were not 
improved. Noland (2001) describes a variety of behavioural mechanisms through which 
induced demand occurs. This includes mode shifts, route shifts, redistribution of trips, 
generation of new trips, and long run land use changes that create new trips and longer 
trips. In his paper, Noland statistically tests whether those effects exist and whether 
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elasticity relationships between road capacity (in lane miles) and vehicle miles of travel 
(VMT) can be derived. An elasticity of vehicle travel with respect to lane miles of 0.5 in 
the short run, and 0.8 in the long run was found. In other words, this means that 50% of 
new road capacity is filled with added travel within about five years, and that 80% of the 
new road capacity will be filled eventually (Noland, 2001). Hansen & Huang (1997) 
concludes that the full impact of vehicle-miles travelled materializes within five years of 
the change in road supply. A similar conclusion is drawn by Hymel (2019), stating that, 
in the U.S., vehicle miles travelled increase in proportion with lane-mileage, and 
capacity expansion congestion relief generally vanishes within five years. 

From the different definitions can be stated that road infrastructure improvements lead 
to an increase in traffic. An increasing road capacity generates more traffic: generated 
traffic. Generated traffic is the additional peak-period vehicle traffic that results from a 
road infrastructure improvement, particularly urban roadway expansions. When roads 
are congested, travellers tend to delay trips that are not urgent, opt for different modes 
of transport or destinations, or skip avoidable journeys altogether. Generated traffic 
consists of diverted traffic (trips shifted in time, route and destination) and induced 
vehicle travel (shifts from other modes of travel, longer trips and new vehicle trips). This 
generated traffic often fills a significant portion of capacity added to congested urban 
roads and it has three implications for transport planning. First, it reduces the 
congestion reduction benefits of road capacity expansion. Second, it increases many 
external costs, including additional air and noise pollution, increased accident risk, 
ecological and land-use impacts, and infrastructure burdens. Third, it provides 
relatively small user benefits because it consists of vehicle travel that consumers are 
most willing to forego when their costs increase (Litman, 2001). 

In recent literature, the definition of induced demand is still largely the same as was 
already described in the literature in the 1950s and 1960s. Dunkerley et al. (2018), 
commissioned by the Department of Transport in the United Kingdom, broadly define 
induced demand for road travel as ‘the increment in new vehicle traffic that would not 
have occurred without the improvement of the network capacity’. 

In literature, the “fundamental law of road congestion” by Duranton & Turner is broadly 
supported with evidence from studies using data from road networks in both the U.S. 
and Europe. Results from a study using data from the 545 largest European cities 
confirm that in the long run, and in line with the “fundamental law of road congestion” 
by Duranton & Turner, the expansion in cities of lane kilometres causes an increase in 
vehicle traffic that does not solve the urban congestion (Garcia-López et al., 2022). 
Another report analyses how roadway expansions affect congestion in the 100 largest 
urbanized areas in the U.S. This report concludes that, between 1993 and 2017, 
governments spent more than $500 billion on highway projects but congestion grew 
144%, which is far more than population. Furthermore, the regions that expanded roads 
the most tended to have more congestion growth than those that expanded less. The 
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authors conclude that this resulted from generated traffic which filled the added 
capacity. Also, long-term effects of increased sprawl and increased per capita vehicle 
travel induced by the additional roadway capacity (TfA, 2020). 

When viewed from a more economic perspective, focusing on travel cost, a similar 
definition follows as described earlier. Transport infrastructure improvements often 
reduce the generalized travel cost for one or more modes of transport. Following 
economic theory, this reduction in travel cost means an increase in travel demand. In 
other words, an insufficient level of service discourages travel demand, while improving 
quality induce travel demand (Bucsky & Juhasz, 2022). 

In addition to the term induced demand, the term latent demand is often used in the 
same context. Although some authors, like Cervero (2002), distinguish between 
‘induced demand’ (which is new travel generated by added capacity) and ‘latent 
demand’ (which is suppressed travel due to congestion), in practice, the two are part of 
the same phenomenon: both result in more vehicle kilometers travelled following a 
road capacity expansion.  

In the Dutch context the terms induced demand and latent demand are often used 
interchangeably. For example, Van der Loop et al. (2014) define latent demand as ‘the 
increase in car use per day across the entire road network (in the number of vehicle 
kilometres travelled) that occurs as a result of the expansion of the considered 
network’. This definition aligns with the ‘fundamental law of road congestion’ by 
Duranton & Turner, with the difference that Van der Loop et al. explicitly refer to the 
road network, whereas Duranton & Turner do not specifically mention the network.  

Therefore, this thesis treats ‘induced demand’ and ‘latent demand’ as synonymous. 
Both terms refer to additional travel demand that emerges or materializes following 
road network expansion. This interpretation is consistent with the way these terms are 
used in Dutch policy documents (e.g. by the Netherlands Institute for Transport Policy 
Analysis) and in international literature (e.g. Litman, 2001; Noland, 2001). 

The definition as formulated by Van der Loop et al. (2014), is also used by the 
Netherlands Institute for Transport Policy Analysis. This is an independent institute 
within the Ministry of Infrastructure and Water Management. The institute conducts 
analyses of mobility and mobility policy that influence policy decisions. In doing so, it 
establishes a knowledge base for mobility policy. The institute supports the 
development of evidence-based policy, ensuring that policy choices are based on 
relevant facts, analyses, and reliable risk assessments (Netherlands Institute for 
Transport Policy Analysis, n.d.). 

2.1.2 Induced demand in policy 
The concept of induced demand has become a pivotal yet contested issue in transport 
and infrastructure policy. To investigate the role of induced demand in two large-scale 
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highway projects in the Netherlands, this section first reviews the academic and policy 
literature on how induced demand is addressed in policy frameworks. 

The phenomenon of induced demand was formally recognized in the United Kingdom 
by the SACTRA (Standing Advisory Committee on Trunk Road Assessment) report 
(1994), which warned that new or widened roads generate additional traffic beyond 
baseline growth. Other research consolidated this view, leading to what has been 
called the ‘fundamental law of road congestion’ (Duranton & Turner, 2008). In practical 
terms, if induced traffic is not accounted for in project appraisal, the user benefits of a 
road capacity expansion can be significantly overestimated. As SACTRA (1994) and 
later analyses note, failing to include induced demand in evaluations may misrepresent 
a project’s true impact (Dunkerley et al., 2018). 

Despite the empirical evidence, there remains tension between research on induced 
demand and policy practices on induced demand. On one hand, academic studies and 
policy reviews (including those by the UK Department for Transport and OECD) 
increasingly emphasize that conservative approaches to congestion, by adding road 
capacity, reach a point of diminishing returns. Large-scale highway investments in 
growing urban regions have often ‘failed to deliver sustained travel time reductions’ due 
to continued background growth and induced demand filling the new capacity (ITF, 
2021). On the other hand, many transport agencies and decision-makers continue to 
prioritize capacity expansion as a primary remedy to congestion. In the United States, 
for instance, highway widening projects are routinely justified by promised congestion 
relief, even as induced traffic causes congestion to return (Transport for America, 
2023). Federal guidance until recently provided little direction on measuring induced 
demand, and some officials have outright downplayed its relevance. This contradicts 
the consensus of studies dating back decades. Political pressure to ‘solve’ congestion 
and the appeal of visible infrastructure investments often outweigh acknowledgments 
of induced traffic (Transportation for America, 2023). In short, a gap endures between 
empirical evidence and policy action: while researchers widely recognize that new 
highways induce new traffic, many governments persist in expanding road capacity as 
the main solution to reduce traffic congestion. 

Crucially, the treatment of induced demand in planning instruments like travel models 
and (societal) cost–benefit analysis influences whether it is accounted for or ignored in 
policy processes. Modern transport reports do provide mechanisms to include induced 
demand. For example, the UK’s WebTAG guidelines (Transport Analysis Guidance) 
mandate ‘variable demand modelling’ for major projects, capturing how reduced travel 
times can induce extra trips or longer journeys. In cost–benefit analysis (CBA), these 
additional trips are typically included in the analysis to reflect that generated traffic still 
provides user benefits, as new travellers are now undertaking trips, they previously 
chose not to make due to higher travel costs or time. However, important limitations 
remain. The guidelines acknowledge that long-term changes induced by expanded road 
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capacity are problematic to predict and often omitted (Dunkerley et al., 2018). This 
implies that secondary effects, such as higher car dependency, may not be fully 
internalized in evaluations. Indeed, critics note that many past highway studies 
underestimated generated traffic by considering only rerouted or time-shifted trips, 
while ignoring mode shifts, longer trip distances, and increased trip frequency (Litman, 
2001).  

Dutch planning procedures, including the EIA (Environmental Impact Assessment) and 
the MIRT programme (Multi-Year Programme for Infrastructure, Spatial Planning and 
Transport), formally call for comprehensive impact evaluation of major infrastructure 
projects. As mentioned in section 2.1.2, a study by the Dutch Institute for Transport 
Policy Analysis (KiM) examined over a decade of highway expansions and found that 
while traffic did increase after adding lanes, much of the increase was due to rerouting 
or retiming rather than entirely new car trips. By KiM’s definition, a 10% increase in lane 
kilometres on the national network led to roughly a 3% rise in overall vehicle travel, a 
smaller induced demand effect than many earlier international studies reported (Van 
der Loop et al., 2016). The KiM analysis concluded that Dutch road widening in the 
2000–2014 period yielded substantial congestion relief, on the order of a 60% decrease 
in hours of delay for a 10% capacity increase, with only modest generation of new 
traffic. However, the research points out that these findings depend on how induced 
demand is defined and measured. If one counts only brand-new trips (and not shifts in 
route or time) as ‘induced’, the effect appears smaller (Van der Loop et al., 2016). Yet 
from a network perspective, any additional vehicle kilometres, whatever their origin, 
contribute to external costs and eventually to renewed congestion. Thus, even in The 
Netherlands, there is an implicit tension: official analyses acknowledge induced traffic 
but often frame it as minor, whereas the broader literature warns that road capacity 
expansion tends to fill itself over time (Goodwin, 1997; Cervero, 2001). 

In sum, the incorporation of induced demand into transport policy remains 
inconsistent. On paper, sophisticated modelling methodologies in The Netherlands and 
UK do account for induced demand. In practice, however, induced demand can be 
underrepresented due to both technical, institutional and political factors. The politics 
and institutional culture surrounding highways favour capacity expansion projects. 
Agencies charged with reducing congestion often have institutional incentives to build 
their way out of the problem, even if only temporarily (Transport of America, 2023). This 
results in a persistent policy paradox: even as research and many policy analysts 
advocate demand management and multimodal alternatives, governments continue to 
invest in road capacity expansion, due to political pressures, short-term expectations, 
and the perceived economic and electoral benefits of visible infrastructure projects 
(Flyvbjerg, 2009). 
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2.2 Theoretical Framework 
To link the theory from literature to this research, a theoretical framework is 
established. This framework serves to translate key conceptual debates into a 
structured lens through which the selected case studies can be analysed. 

2.2.1 Policy arrangement approach 
The theoretical framework is based on the policy arrangement approach as introduced 
by Van Tatenhove et al. (2006). This theoretical approach provides insight in how policy 
domains are structured and how they evolve over time. It is particularly useful for 
analysing the institutional dynamics and interactions among actors in policy processes, 
especially in complex domains such as infrastructure planning, including large-scale 
highway projects. 

A policy arrangement can be described as ‘the temporary stabilization of the content 
and organization of a particular policy domain’ (Van Tatenhove et al., 2000). This means 
that the policy arrangement approach focuses both on the content of policies (e.g. 
policy goals, problem definitions) and the organizational structure through which those 
policies are developed and implemented. 

The policy arrangement approach is a framework used for analysing policy dynamics by 
examining four interrelated dimensions, with the first three referring to the 
organisational aspects and the latter one to the substantial aspects of policy, 
according to Van Tatenhove et al. (2006): 

1. Actors and coalitions: the actors and their coalitions involved in the policy 
domain. In this research, this involves actors in the planning of large-scale 
highway projects, such as national, regional, and local governments, and how 
they form coalitions to influence decision-making on infrastructure. 

2. Resources and power: the division of resources between the actors, leading to 
differences in power and influence. Power refers to the mobilization and 
deployment of the available resources, and influence on who determines policy 
outcomes and how. This research explores how resources (e.g. technical 
expertise, funding, legal authority) are distributed among the actors, and how 
this affects their power regarding induced demand. 

3. Rules of the game: the rules of the game currently in operation, in terms of 
formal procedures of decision making and implementation as well as informal 
rules and ‘routines’ of interaction. This study investigates both the formal 
procedures (e.g. MIRT, EIA, SCBA, Route Decision) and informal routines that 
structure decision-making in large-scale highway projects in The Netherlands. 

4. Discourses: the current policy discourses, where discourses entail the views 
and narratives of the actors involved (norms, values, definitions of problems and 
approaches to solutions). This research considers the prevailing policy 
discourses, how problems like congestion are framed, what values are 
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emphasized, and how these narratives shape support for or resistance to road 
capacity expansion projects. 

The overall objective of the policy arrangement approach is to analytically link changes 
in day-to-day policy practices to broader, structural changes in contemporary society. 
The policy arrangement approach builds upon a series of sources of inspiration, e.g. on 
a variety of theories and approaches from sociology, politics etc. The four dimensions 
do not just sum up but are ‘inextricably interwoven’. This interrelatedness is essential 
for understanding a policy arrangement at a given point in time. Additionally, it allows to 
analyse the dynamics of a policy arrangement over time. The interrelatedness of the 
four dimensions can be symbolised by a tetrahedron, in which each of the corners 
represents one dimension (see Figure 1) (Liefferink, 2006). 

 
Figure 1: The tetrahedron, symbolising the interconnectedness of the four dimensions of a policy arrangement 
(Liefferink, 2006) 

The tetrahedron, as shown in Figure 1, shows that any change in one of the dimensions, 
may induce change in one of the other dimensions. An analysis of an existing policy 
arrangement concerns all four dimensions of the concept. 

2.2.2 Application to the research 
As described in section 2.2.1, the overall objective of the policy arrangement approach 
is to analytically link changes in day-to-day policy practices to broader, structural 
changes in contemporary society. This general objective must be translated into this 
research. 

The policy arrangement approach can be used as an analytical tool to examine the role 
of induced demand in two large-scale highway projects in The Netherlands: the A16 
Rotterdam and the A27/A12 Ring Utrecht. In addition to analysing the projects 
themselves, the policy arrangement approach enables a structured and comparative 
analysis by focusing on four key dimensions: actors and coalitions, resources and 
power, rules of the game, and discourses. Each of these dimensions will be 
operationalized and systematically applied within the context of this research. 
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Actors and coalitions 
The first dimension, according to Van Tatenhove et al. (2006), is about the actors and 
coalition of the project. This dimension focuses on which actors are involved, what 
coalitions exist and how their interests align or conflict. It focuses on the stance of the 
actors and coalitions on the specific project and the role of each actor within the 
project. In this research, the key actors identified through the conducted interviews 
include the Ministry of Infrastructure and Water Management, Rijkswaterstaat, the 
provinces of South Holland and Utrecht and the municipalities of Rotterdam and 
Utrecht. Following this, attention is given to how actors align through coalitions to exert 
influence over infrastructure planning processes. 

Resources and power 
The second dimension explores how resources (financial, legal, informational, political) 
are distributed and used. It focuses on which actors have access to traffic modelling 
tools, how data is used to justify decisions and how powers are distributed in the 
planning process. In this research, the resources are examined in terms of access to 
and control over modelling tools (such as those used Route Decision reports), the 
ability to frame data and forecasts in support of specific project outcomes, and the 
institutional authority different actors hold within the MIRT trajectory.  

Rules of the game 
The third dimension includes the formal and informal procedures that shape decision-
making. This means the following instruments within the MIRT (Multi-year 
Infrastructure, Spatial Planning and Transport Program) framework: Route Decision 
reports, EIA (Environmental Impact Report) and SCBA (Societal Cost-Benefit Analysis). 
This research examines how these instruments include the role of induced demand and 
how this might differ between both projects. 

Discourse 
The fourth and last dimension is used to investigate how the problem of congestion and 
the concept of induced demand are framed in each project. It includes the analysis of 
narratives found in official documents and stakeholder interviews, based on the 
framing theory by Entman (1993), that highlights how actors emphasise certain aspects 
of reality to define problems and justify specific policy choices. For example, how do 
the different actors look at the role of induced demand? To what extent is induced 
demand seen as a problem or potential risk? And how are concepts such as 
accessibility, economic growth, and sustainability mobilized to support or challenge 
specific project choices? 

2.2.3 Conceptual model 
By applying the policy arrangement approach to both projects, this research aims to 
uncover how the treatment of induced demand varies between a network expansion 
project (A16 Rotterdam) and a project expanding the capacity of an existing corridor 
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(A27/A12 Ring Utrecht). The framework also provides the opportunity for a comparative 
analysis between both projects. To illustrate how the policy arrangement approach is 
applied in this research, the conceptual model is visualized in Figure 2. 

 
Figure 2: Conceptual model of induced demand in transportation planning 

At the centre of the model is the ‘framing of induced demand’, the key analytical focus 
of this study. This refers to the way in which induced demand is interpreted and dealt 
with by different actors throughout the planning and decision-making process. 

The four dimensions of the PAA are positioned as intermediate variables. These 
institutional factors are shaped by the characteristics of the large-scale highway 
projects and in turn influence how induced demand is framed. For example, the degree 
of influence of national versus regional actors, or the structure of available modelling 
tools, may affect whether induced demand is acknowledged in environmental 
assessments or cost–benefit analyses. 

In addition to the institutional dimensions, the model includes two contextual factors: 
‘project characteristics’ (e.g., capacity expansion of existing corridor vs. network 
expansion) and the ‘external context’ (e.g., legal, political, or environmental 
developments). The project characteristics both influence and are influenced by the 
four dimensions of the policy arrangement approach. For instance, the choice for a 
project involving capacity expansion of an existing corridor can shape the discourse, 
while at the same time, discourse can be used to legitimise and influence the project 
characteristics. The external context shape the space within which framing takes place 
and may either constrain or enable specific interpretations of induced demand. 

Finally, the model shows that the framing of induced demand leads to specific policy 
choices. These may include mitigation measures, design modifications, or even the 
continuation of capacity-oriented planning. In this way, the model links institutional 
structures and project characteristics to concrete policy outcomes, allowing for a 
comparative analysis of how induced demand is treated in different cases. 
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3 Methods 
This study uses a qualitative analysis to explore the role of induced demand in large-
scale highway projects in The Netherlands and what the differences are between 
projects focused on capacity expansion and projects that create a new connection. The 
research combines a qualitative and comparative approach, combining document 
analysis and semi-structured interviews. This chapter outlines the method selection, 
the method of data collection, the operationalisation and coding and the validity and 
limitations of the chosen methodology. The methodology reflects the qualitative 
character of this research and is guided by the policy arrangement approach as 
theoretical framework.  

3.1 Philosophical perspective 
Before diving deeper into the methodology, the philosophical perspective of the 
research is discussed. To assign any scientific research to a paradigm, Guba and 
Lincoln (1994) identify three main criteria: ontology (about the nature of reality), 
epistemology (about the relationship between the researcher and reality) and 
methodology (about how to acquire knowledge about reality). These three criteria 
define the research paradigm, and these criteria will now be elaborated for this 
research. 

Ontology focuses on the researcher’s assumptions about the nature of reality. Guba 
and Lincoln (1994) describe a constructivist ontological stance as ‘relativist’, meaning 
that reality is seen as multiple and subjective. In line with this perspective, this research 
assumes that different stakeholders may have different perspectives on the role of 
induced demand. Those potential different perspectives mean that reality is not fixed 
but shaped by stakeholders’ positions, interests and institutional roles. Consequently, 
this research takes a relativist ontological stance, recognising that knowledge is 
constructed through the diverse viewpoints of those involved. 

Epistemology concerns how the researcher relates to the reality that is being studied. 
By conducting interviews and interpreting documents, meanings, discourses and 
strategies are being interpreted subjectively. Thus, the stance of this research is 
constructivist, meaning that knowledge is produced through interaction with 
stakeholders and analysis of documents.  

Lastly, the methodology is about the strategy or plan to explore reality based on the 
other two criteria, the ontology and epistemology. This qualitative research is guided by 
the policy arrangement approach and based on interviews and document analysis. This 
approach is an attempt to understand how different stakeholders in large-scale 
highway projects in The Netherlands deal with induced demand. This aligns with a 
constructivist methodology, that is hermeneutical and dialectical. Here, the focus is on 
the interaction between and among researcher and respondents. Those interactions 



   
 

 20  
 

can be interpreted using hermeneutical techniques and through dialectical 
interchange. The aim is to explore and interpret meaning, rather than test a hypothesis. 

In conclusion, this research is grounded in a constructivist paradigm. In the 
constructivist paradigm, the aim of the research is ‘understanding and reconstruction 
of the constructions that people (including the inquirer) initially hold, aiming toward 
consensus but still open to new interpretations as information and sophistication 
improve’ (Guba & Lincoln, 1994). In other words, to understand how the different 
stakeholders interpret induced demand and deal with induced demand in large-scale 
highway projects in The Netherlands. Rather than measuring the size of induced 
demand or testing hypotheses about the quantitative impact, this research explores the 
perspectives of the different stakeholders and the motivations for certain (policy) 
choices when it comes to large-scale highway projects in The Netherlands.  

3.2 Method selection 
The constructivist research paradigm is based on a qualitative approach. Qualitative 
research excels in exploring the ‘how’ and ‘why’ behind decisions, beliefs, and 
institutional behaviour (Creswell & Poth, 2018), making it particularly suitable for 
investigating how induced demand is framed and addressed within large-scale highway 
planning processes in The Netherlands. A qualitative approach provides a rich, 
process-oriented understanding in identifiable local contexts (Guba & Lincoln, 1994). 
Large-scale highway projects in The Netherlands involve a variety of actors with 
different roles, interests and power. These complex relationships and institutional 
arrangements require a rich, process-oriented analysis, which can be captured with a 
qualitative approach.  

Qualitative data can be described as ‘a source of well-grounded, rich descriptions and 
explanations of processes in identifiable local contexts. With qualitative data one can 
preserve chronological flow, see precisely which events lead to which consequences, 
and derive fruitful explanations’ (Miles & Huberman, 1994). In the case of this research, 
qualitative data is used to develop the ‘well-grounded, rich descriptions and 
explanations’ about the role of induced demand in The Netherlands. Through document 
analysis and semi-structured interviews, it is possible to describe the chronological 
development of decision-making processes, observe how key actors interact over time 
and identify how specific (policy) choices let to certain outcomes. This qualitative 
approach is an attempt to go beyond static descriptions, providing dynamic insights 
into how the power dynamics between different stakeholders are organised in large-
scale highway projects in The Netherlands. 

To conduct a qualitative research, various methods are possible. The method that 
inherently fits this research is case study research. Case study research enables the 
investigation of a phenomenon in-depth and within the real-world in the contemporary 
context (Yin, 2018). In this research, the phenomenon Yin is referring to is the concept 
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of induced demand. To explore the role of induced demand in The Netherlands, case 
study research helps in acquiring in-depth knowledge about the role of induced 
demand in The Netherlands. Case study research aims to derive some sort of in-depth 
understanding of a single or small number of ‘cases’ from the real-world. 
Understanding these cases aim to produce an invaluable but complex understanding 
that results in new learning about real-world behaviour (Yin, 2012).  

Where Yin is primarily focused on ‘how’ something is studied (the method), Stake 
(1995) maintains a focus on ‘what’ is studied (the case). Stake describes case study 
research as "the study of the particularity and complexity of a single case, coming to 
understand its activity within important circumstances" (p. xi). According to Harrison et 
al. (2017) case study research has a variety of definitions and approaches. Based on 
literature on the development of case study research, Harrison et al. conclude ‘that the 
focus of a case study is the detailed inquiry of a unit of analysis as a bounded system 
(the case), over time, within its context’. The bounded systems in this research will be 
the projects of A16 Rotterdam and A27/A12 Ring Utrecht that will be further introduced 
and elaborated in 3.3 and chapter 4. Each project (case) is studied within its context to 
understand how the concept of induced demand is framed, addressed, or omitted in 
the planning and decision-making processes in The Netherlands. On top of that, both 
projects will be compared in order to understand the similarities and differences 
between a project that focuses on capacity expansion (A27/A12 Ring Utrecht) and a 
project that also creates a new connection to the network (A16 Rotterdam). 

To examine both projects, a combination of interviews and document analysis will be 
conducted. The interviews are semi-structured and are conducted with different 
stakeholders for both projects. Additionally, the document analysis will include the 
analysis of relevant policy reports, government publications and academic literature. 
This includes documents such as the MKBA (Societal Cost-Benefit Analysis), MER 
(Environmental Impact Report), MIRT (Multi-year Infrastructure, Spatial Planning and 
Transport Program) and Route Decision Reports. Such documents are publicly 
available in The Netherlands. Although most of these documents are issued by the 
government, the original purpose, context and intended audience of each document 
must be considered (Bowen, 2009). 

The choice for semi-structured interviews and document analysis provides the 
possibility to explore the role of induced demand in The Netherlands in large-scale 
highway projects by engaging with stakeholders and their perspectives and examining 
the documents that form the basis for policy choices. Together, these methods provide 
a rich and context-oriented understanding of how policy arrangements are formed. This 
aligns with the policy arrangement approach, that will be used to analyse the data 
collected and helps understanding the constructivist research paradigm of induced 
demand. 
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3.3 Case and stakeholder selection 
Now that the methodological approach is clear, the two selected case studies can be 
further elaborated. The two selected case studies are the projects A16 Rotterdam and 
the A27/A12 Ring Utrecht. After the justification for choosing these two projects, the 
selection of stakeholders for the interviews will also be clarified, including why these 
stakeholders are relevant to one or both projects. This section serves as an explanation 
of the case selection. A broader description of both projects, including the policy 
objectives, details of the design and a chronological overview of the process, will be 
provided in chapter 4. 

Why the choice for the projects A16 Rotterdam and A27/A12 Ring Utrecht? In answering 
this question, the research question plays a key role. The research question examines 
the role of induced demand in large-scale highway projects in The Netherlands and the 
similarities and differences between a project focused on capacity expansion and a 
project that also creates a new connection to the network. Thus, a project representing 
a focus on capacity expansion and a project also creating a new connection to the 
network are needed. The difference between those projects primarily lies in the fact 
that the first project involves the expansion of existing highway infrastructure, whereas 
the second project entails the construction of entirely new infrastructure. 

An example of a large-scale highway project that focuses on the expansion of existing 
highway infrastructure is the A27/A12 Ring Utrecht project. The project involves the 
expansion and restructuring of parts of the ring road of Utrecht, particularly the A27 and 
A12 highways. The project aims to improve the traffic flow and to maintain or improve 
the quality of the living environment. To achieve this, traffic flows are separated, and 
additional lanes are constructed, while also increasing green spaces and reducing 
noise pollution (Rijkswaterstaat, 2020).  

The second project selected is the A16 Rotterdam project. This is an example of a 
project that entails the construction of entirely new infrastructure. The A16 Rotterdam 
will form a new motorway connection between the A13 at Rotterdam The Hague Airport 
and the A16/A20 junction near Terbregseplein. Its primary objective is to improve 
accessibility for the region and reduce congestion on the existing roads 
(Rijkswaterstaat, 2009). To achieve this, a new 11-kilometer highway section is being 
constructed.  

To investigate and analyse both projects, different governmental documents within the 
MIRT trajectory (Route Decision reports, EIA, SCBA) are available. These documents 
help in understanding the projects but also helped in selecting stakeholders that 
contribute to the policy decisions around both projects. The selected stakeholders 
serve as participants in the semi-structured interviews conducted for this research. 
During the interviews, the stakeholders provided relevant insights from different 
perspectives on both the projects.  
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The focus with the selection of the stakeholders is on policymakers on different 
government levels. From various policy documents and from the various interviews it 
emerges that the ministry of Infrastructure and Water Management, Rijkswaterstaat, 
the province and the municipality are the key actors in both projects. In section 4.1.3 
and 5.1.3, the chronological overview of the policy process of both projects is outlined. 

3.4 Data collection 
With the selection of the two cases and the selection of suitable stakeholders for both 
projects, the methods to collect the empirical data for analysis will be outlined. In line 
with the qualitative approach of the research and the interpretive character of the 
policy arrangement approach, two primary data collection methods are employed: 
semi-structured interviews and document analysis. 

3.4.1 Semi-structured interviews 
The first part of the research consists of conducting ten semi-structured interviews with 
the stakeholders who are directly or indirectly involved in one or both large-scale 
highway projects. The stakeholders were selected using a snowball sampling method, 
ensuring the inclusion of relevant actors. The semi-structured interviews offer a 
balance between consistency and flexibility, providing the opportunity to explore the 
key themes of the research while adapting to the specific expertise and experience of 
each interviewee. Second, after the selection of the research design and method, a key 
phase in the research is to develop an interview schedule (interview guide) (Barriball & 
While, 1994). Throughout the research, the interview guide remains subject to change 
since adjustments need to be made based on feedback of the first interview(s) (Adams, 
2015). 

The interview guide is developed based on the theoretical framework that includes the 
policy arrangement approach. This approach provides four dimensions: actors and 
coalitions, resources and power, rules of the game and discourse (Van Tatenhove et al., 
2006). Most of interviews are conducted online via MS Teams. The interviews with the 
ministry and province of South-Holland were conducted in-person. The interviews 
lasted approximately 30 to 60 minutes, with one exception. The interview with the 
ministry lasted approximately 90 minutes, as it involved two participants: one 
representing the A16 Rotterdam project and the other the A27/A12 Ring Utrecht project. 
Almost all interviews were recorded with informed consent. One exception applies to 
the interview with the ministry, in which certain parts concerning the A27/A12 Ring 
Utrecht project were not recorded due to the confidentiality of certain aspects of the 
project. 

The semi-structured interviews enable deeper understanding of the subjective 
interpretations, policies and institutions that shape how induced demand is perceived 
and addressed in practice.  
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3.4.2 Document analysis 
To complement the semi-structured interviews, a range of policy and planning 
documents is analysed to investigate how the concept of induced demand is addressed 
in formal procedures and decision-making. The following types of documents are 
included: Environmental Impact Report (EIA), Social Cost-Benefit Analysis (SCBA) and 
Route Decision reports (Tracébesluit/Trajectnota). 

These documents are sourced from official databases available on projects websites 
and governmental websites. On top of that, during the interviews different stakeholders 
also provided documents afterwards (like the PowerPoint about the alternative plan for 
the A27/A12 Ring Utrecht project). The document analysis focused on identifying 
explicit and implicit references to induced demand, as well as on the broader context 
around congestion and large-scale highway projects. 

Document analysis requires data to be examined and interpreted in order to elicit 
meaning, gain understanding, and develop empirical knowledge (Corbin & Strauss, 
2008). The analytical procedure entails finding, selecting, appraising, and synthesising 
data contained in documents (Bowen, 2009). The analysis yields data that are then 
organised into different themes, categories, and case examples specifically through 
content analysis (Labuschagne, 2003). 

3.5 Data analysis 
The analysis of the empirical data is guided by the four dimensions of the policy 
arrangement approach. These dimensions formed the basis for a structured, deductive 
coding scheme, which was applied to the data from the interviews. To prepare the data, 
the semi-structured interviews were first transcribed using MS Teams and GoodTape, 
followed by a manual check. The transcripts were then manually coded in Atlas.ti 25, 
using a codebook structured around the four dimensions of the policy arrangement 
approach. Within each dimension, subcodes were developed to capture recurring 
patterns and case-specific nuances. This approach allowed for a systematic 
comparison between the two case studies while maintaining sensitivity to context-
specific interpretations. 

3.6 Validity and limitations 
For presenting the data, it is essential to demonstrate the methodological rigor 
underlying this research. The following section therefore outlines the study’s validity 
considerations while also acknowledging the limitations. 

The study’s internal validity is enhanced through methodological triangulation: ten 
semi-structured interviews are systematically compared with key project documents, 
including the Environmental Impact Assessment (EIA), Social Cost–Benefit Analysis 
(SCBA) and Route Decision reports. Reliability is supported by a transparent audit trail 
consisting of interview guides, cleaned transcripts and the codebook. This enables 
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external reviewers to trace each analytic step (Miles et al, 2014). External validity, or 
transferability, is pursued via a deliberately contrasting case design: the A16 Rotterdam 
(new link to the highway network) and the A27/A12 Ring Utrecht (capacity expansion of 
an existing corridor). Selecting two projects that differ on key dimensions allows for 
analytical rather than statistical generalisation to comparable large-scale highway 
projects in The Netherlands. 

Despite these strengths, several limitations deserve recognition. First, the interview 
sample privileges institutional stakeholders, meaning that citizen and nongovernmental 
perspectives are not represented, a potential source of selection bias. Second, the data 
are time-bounded: findings reflect project dossiers and stakeholder positions up to 
June 2025, and subsequent developments fall outside the study’s scope. Finally, 
conclusions are embedded in the Dutch MIRT framework and the national policy 
context on nitrogen emissions and other regulation. Caution is therefore advised when 
transferring insights to jurisdictions operating under different institutional and 
regulatory conditions. 

In summary, the integration of multiple data sources, a well-established analytical 
procedure and a comparative case design collectively bolster the study’s validity, yet 
the mentioned scope and contextual constraints define the boundaries within which 
any conclusions should be read. 
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4 Case study: A16 Rotterdam 
With the methods being outlined in the previous chapter, this chapter provides insight 
in the case of the project A16 Rotterdam. First a detailed background to the case is 
provided, supported by information from the document analysis and from the 
interviews with different stakeholders. After providing this background information, the 
policy arrangement approach is applied to examine and answer the sub-questions and 
eventually the research question.  

4.1 Case background 
The A16 Rotterdam is an example of a large-scale highway project in The Netherlands. 
More specifically, the project is located in the northern part of the metropolitan region 
of Rotterdam. The project involves the construction of an approximately 11-kilometer 
new motorway connection between the A13 at Rotterdam The Hague Airport and the 
A16/A20 junction near Terbregseplein. Its primary objective is to improve accessibility 
for the region and reduce congestion on the existing roads (Rijkswaterstaat, 2009). 
These policy objectives are specified and explained in 4.1.2. The project A16 Rotterdam 
is an example of expanding the highway network by constructing a new highway 
connection, not only increasing the capacity, but also forming a new link to the highway 
network. 

4.1.1 Policy objectives 
To provide a clear description of the project A16 Rotterdam, this section examines the 
policy goals of the project. What are the underlying reasons for constructing the A16 
Rotterdam, and what is the aim of the project? 

In the Route Decision Report/Environmental Impact Report (Trajectnota/MER) for the 
A16 Rotterdam project, four main problems are identified as the justification for 
extending the A16 north of Rotterdam. Of the four problem statements, three relate 
specifically to traffic management, while the fourth problem statement focuses on the 
quality of living in the surrounding area (Rijkswaterstaat, 2009). 

The first problem focuses on travel times along the A13 and A20. The Route Decision 
Report/Environmental Impact indicates that travel times on these routes near 
Rotterdam are no longer reliable or acceptable. Consequently, the project aims to 
improve travel time reliability along the corridor from the A13 near The Hague Airport to 
the A16 at Terbregseplein. This improvement is also intended to enhance the 
robustness of the regional road network (Rijkswaterstaat, 2009). 

The second problem relates to the accessibility of Rotterdam city centre and the greater 
Rotterdam region, which is found to be insufficient. To improve accessibility, the 
project targets better traffic flow during morning and evening peak hours, increased 
capacity to accommodate future traffic growth in the region (measured through traffic 



   
 

 27  
 

performance), and improved travel times on the national highway network within, to, 
and from the region (Rijkswaterstaat, 2009). 

The third problem centres on the traffic burden on the underlying road network. The 
project therefore aims to reduce congestion on several specific local roads as well as 
on the broader local network (Rijkswaterstaat, 2009). 

The final problem concerns the quality of the living environment in the surrounding area 
of the A13 and A20. Conditions along this corridor currently do not meet environmental 
standards. For this reason, the Route Decision Report/Environmental Impact Report 
includes measures to improve air quality and to reduce noise pollution along the A13–
A20 trajectory (Rijkswaterstaat, 2009). 

In the Route Decision Report/Environmental Impact Report, the objective of the A16 
Rotterdam project was summarized as follows: 

“The creation of a realistic solution that resolves or mitigates the identified 
problems related to traffic flow and environmental quality on the A13 near 
Overschie and the A20 between Kleinpolderplein and Terbregseplein, as well as 
on the underlying road network” (Rijkswaterstaat, 2009, p.29). 

4.1.2 Details of the design 
The new section of the A16 constitutes a new national motorway along the northeastern 
edge of Rotterdam (see Figure 1). The maximum speed limit on this section is 100 km/h. 
The new motorway serves as an extension of the current endpoint of the A16 at the 
Terbregseplein junction. The Terbregseplein junction is being redesigned and 
connected to the new motorway. Following this junction, the A16 continues through a 
newly constructed tunnel: the Rottemerentunnel. This tunnel is a semi-submerged land 
tunnel with a length of 2235 meters. After the tunnel, the motorway connects to the 
Ankie Verbeek-Ohrlaan. Through this junction, traffic from the A16 can access the Ankie 
Verbeek-Ohrlaan towards various neighbourhoods on the northern side of Rotterdam 
and towards the N209 in the direction of Bergschenhoek and Bleiswijk. Following the 
Ankie Verbeek-Ohrlaan junction, the A16 intersects with the N471. This junction 
provides access to several neighbourhoods on the northern side of Rotterdam on one 
side and on the other side offers a connection towards Berkel en Roodenrijs and 
Pijnacker. After these connections, the new A16 continues to a newly constructed 
junction with the A13 near Rotterdam The Hague Airport: the Zestienhoven junction 
(A16 Rotterdam, n.d.).  
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Figure 3: The red dotted line shows the trajectory of the new part of the A16 near Rotterdam (Tappan, n.d.) 

To reduce traffic-related noise pollution along the A16 Rotterdam, noise-reducing 
asphalt is being applied. In addition, noise barriers and embankments are being 
installed. The northern region of Rotterdam, which includes residential areas and 
business parks, is also characterised by recreational zones, sports facilities, open 
meadow landscapes and nature. Efforts are being made to preserve and, where 
possible, strengthen the spatial and ecological quality of these diverse environments. 
For instance, adjacent areas such as Terbregseveld, Lage Bergse Bos, Vlinderstrik and 
Schieveense Polder are being redeveloped and restructured by various governmental 
authorities to support an integrated and sustainable spatial design (Gemeente 
Rotterdam, n.d.). 

4.1.3 Chronological overview of the policy process 
In a project such as the A16 Rotterdam, the policy and planning process is structured 
according to the MIRT framework (Multi-year Infrastructure, Spatial Planning and 
Transport Program). The MIRT framework guides how the Dutch government, in 
cooperation with regional authorities, plans, evaluates and implements major 
infrastructure projects. The MIRT process includes four main phases (see Figure 4): 
preparation, MIRT exploration, MIRT planning and studies and MIRT implementation. 
Every phase of the MIRT trajectory concludes in a political-administrative decision on 
how to proceed (Ministerie van Infrastructuur en Waterstaat, n.d.). 

 
Figure 4: MIRT trajectory (Ministerie van Infrastructuur en Waterstaat, n.d.) 

The formal starting point of a MIRT trajectory is the Initial Memorandum (Startnotitie) for 
a MIRT exploration. This document focuses on the challenges and potential solutions, 
while also addressing broader concerns such as sustainability and climate. In addition, 
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the Initial Memorandum identifies all parties involved in the project (Ministerie van 
Infrastructuur en Waterstaat, n.d.). For the A16 Rotterdam project, the Initial 
Memorandum was published in November 2005. This was followed in 2009 by the 
Route Decision Report/Environmental Impact Report, which included the problem 
analysis and objectives, the relevant policy and legal frameworks, and the assessment 
of different route alternatives and their expected impacts (Rijkswaterstaat, 2009). 

A MIRT exploration may lead to a Preferred Decision (Voorkeursbeslissing) by the 
minister (Ministerie van Infrastructuur en Waterstaat, n.d.). In the case of the A16 
Rotterdam project, the ministry and the municipality of Rotterdam reached agreement 
on the Draft Route Decision (Ontwerp-Tracébesluit). in 2015. The final Route Decision 
(Tracébesluit) was adopted in June 2016, after which the Council of State (Raad van 
State) ruled in August 2017 that all legal objections were unfounded. As a result, the 
decision became irrevocable, and the project was allowed to proceed (Raad van State, 
2017). 

Following the tender phase and preliminary works, the construction of the highway 
officially began in February 2019. The current schedule anticipates that the new 
highway will be open for traffic in October 2025. Figure 5 provides a visual 
representation of the policy process. 

 
Figure 5: Timeline of the policy process of the A16 Rotterdam (A16 Rotterdam, n.d.) 

4.2 Planning and decision-making process 
The A16 Rotterdam project followed the standardized MIRT trajectory with the four 
different phases: preparation, MIRT exploration, MIRT planning and studies and MIRT 
implementation (see section 4.1.3). In a project such as the A16 Rotterdam, an 
integrated project management team (IPM) is assembled, comprising roles such as a 
project manager, environmental manager, contract manager, project control manager 
and a traffic engineer. In this structure, the Ministry of Infrastructure and Water 
Management formulates the project assignment and thus acts as the formal 
commissioning authority. Subsequently, Rijkswaterstaat carries out the substantive 
study, after which the Minister adopts the Route Decision. Once all objections to the 
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Route Decision have been declared unfounded, the decision becomes legally binding, 
and Rijkswaterstaat can proceed with the tendering phase.  

As Leferink summarised: “So Rijkswaterstaat does the substantive work, including the 
traffic studies and environmental assessments, and we handle all the administrative 
and political aspects” (J. Leferink, personal communication, May 21, 2025). This 
reflects the institutionalisation of formal procedures in large-scale highway projects in 
The Netherlands. 

4.2.1 Planning instruments 
Large-scale highway projects like the A16 Rotterdam project rely on established 
planning instruments, like the SCBA and EIA. The SCBA, EIA but also the traffic models 
and are key in legitimising the project. Sophisticated traffic models based on NRM are 
able to include behavioural changes as a consequence of road capacity expansion 
scenarios (H. van Mourik, personal communication, June 5, 2025). With de different 
planning instruments, eventually the final Route Decision is established.  
A planning instrument that focuses on the long-term national strategy for mobility is the 
Integral Mobility Analysis (IMA). The IMA identifies the most important mobility 
challenges for the future (2040-2050) under different growth scenarios. Although the 
IMA is prepared by the ministry, it is not always adopted by the political leadership. In 
that sense, the ministry is “trying to educate the politicians a little” (H. van Mourik, 
personal communication, June 5, 2025). 

4.2.2 Informal practices 
While formal tools did not explicitly mention induced demand, informal practices allow 
actors to influence the project’s form and direction. The land tunnel variant, for 
instance, was not a product of traffic modelling but of political negotiation. The 
municipality of Rotterdam pushed for this design due to environmental and spatial 
quality concerns and agreed to co-finance it (S. Hauwert, personal communication, 
May 26, 2025). Different from the tunnel variant, actors did not use concerns around 
induced demand to influence the policy trajectory or question the necessity or traffic 
effects of the project. 

4.2.3 Participation and inclusion 
The public stakeholders (national government, province, and municipality) participated 
throughout the A16 Rotterdam project. A key reason for this was that the public 
stakeholders were aligned from the outset regarding the policy objectives of the project: 
“So in terms of the motivation and objectives, we were fully aligned with 
Rijkswaterstaat and the Ministry of Infrastructure and Water Management” (G. J. 
Polhuijs, personal communication, June 4, 2025). The municipality of Rotterdam 
became particularly active in the project when it came to the spatial integration of the 
new motorway. There was significant debate regarding the section through the Lage 
Bergse Bos, which is a recreational area for many residents. In response, both the 
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municipality and the province agreed to contribute financially in order to achieve higher 
spatial integration quality (G. J. Polhuijs, personal communication, June 4, 2025).  

Furthermore, there was little public or political debate on induced demand. For both 
national and regional actors, induced demand was not considered a policy objective: 
“Induced demand, yes, we account for it, but it is not a goal to either have it or avoid it. 
It’s simply a given” (J. Leferink, personal communication, May 21, 2025). A similar view 
is expressed by the municipality of Rotterdam: “It was never a conscious objective to 
curb that induced demand, to solve it, or to weigh it so heavily that it would justify 
cancelling the project” (G. J. Polhuijs, personal communication, June 4, 2025). 

4.3 Governance dynamics and actor roles 
The A16 Rotterdam project’s policy process involves a relatively stable and cooperative 
coalition of aligned public actors. The actors can be divided into national and regional 
or local actors. Key national actors involve the Ministry of Water Management and 
Infrastructure and Rijkswaterstaat. Key local or regional actors include the municipality 
of Rotterdam and the province of South-Holland. 

4.3.1 Actor roles and functions 
Each actor played a specific institutional role throughout the planning process. The 
planning process for a large-scale highway project like the A16 Rotterdam project 
follows the MIRT framework, with the ministry holding overall responsibility. The 
executive agency of the ministry is Rijkswaterstaat. Rijkswaterstaat is responsible for 
project coordination, traffic modelling and environmental assessments (EIA) (M. van 
Rongen, personal communication, May 20, 2025). The municipality of Rotterdam acted 
as a regional stakeholder that shared the policy goals with the ministry, but also 
advocating for the integration of spatial and environmental concerns. The province of 
South Holland contributed a regional perspective and monitored the project’s fit within 
the wider mobility network, particularly their own provincial road network. 

For the A16 Rotterdam project, stakeholders worked in integrated and multidisciplinary 
project teams, with representatives from urban planning, landscape development and 
mobility. Additional involvement came from the former Stadsregio Rotterdam (currently 
MRDH) and neighbouring municipalities, such as Bleiswijk, Bergschenhoek and Berkel 
en Rodenrijs (G. J. Polhuijs, personal communication, June 4, 2025). 

4.3.2 Coalition formation and political alignment 
Stakeholders in the A16 Rotterdam project worked in integrated and multidisciplinary 
project teams. The project was characterised by early coalition formation among public 
actors who shared a similar problem framing around congestion, travel time reliability, 
and the quality of the living environment in the area surrounding the A13 and A20. The 
municipality of Rotterdam supported the project A16 Rotterdam from the beginning, 
with the argument that it would reduce pressure on the Rotterdam ring road and 
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improve traffic conditions on the underlying road network (G. J. Polhuijs, personal 
communication, June 4, 2025). These arguments align with the two main objectives as 
stated by the ministry (J. Leferink, personal communication, May 21, 2025). The 
objectives of the province of South Holland were also in line with this: improving travel 
times and improving the quality of life around the A13 and A20 (S. Hauwert, personal 
communication, May 26, 2025). 

4.3.3 Actor conflict and negotiation 
Although the coalition remained stable in most situations, tensions emerged over the 
alignment of the route through Lage Bergse Bos, a recreational area in the municipality 
of Lansingerland. The initial designs by Rijkswaterstaat proposed a trajectory of the new 
highway on surface level through Lage Bergse Bos. This was opposed by the 
municipality of Rotterdam. The municipality pushed for a variant that included a land 
tunnel, contributing financially in return. Although the province of South-Holland is a 
stakeholder in the project, they did not contribute to the project financially (S. Hauwert, 
personal communication, May 26, 2025).  

4.4 The framing and the role of induced demand in the planning 
process 

Across the interviews with stakeholders in the A16 Rotterdam project, induced demand 
was not mentioned as a strategic or political concern by any coalition partner. The 
ministry and Rijkswaterstaat work from a more technical rationale grounded in traffic 
models. The province of South-Holland and the municipality of Rotterdam both see the 
project as essential for improving traffic and accessibility in the region.  

According to Van Mourik of the ministry, the behavioural changes that occur in 
response to road capacity expansion are all imbedded in the models: “Ultimately, it’s 
about people making decisions about travel, and those decisions depend on travel 
time, congestion, and behaviour like avoiding peak hours. All of that is incorporated into 
the models. So, in the end, when you compare the situation before and after, you need 
to analyse what portion of the change can be attributed to latent demand. But that’s 
included in the calculation — the ministry takes that into account. And I can say with 
reasonable confidence that we’re not overlooking anything in that regard” (H. van 
Mourik, personal communication, June 5, 2025).  

In the A16 Rotterdam project, all actors are relatively positive about the cooperation 
between the stakeholders. The alignment between national and regional or local 
governments, sharing goals around improving traffic and quality of living in the 
surrounding area, resulted in a collaborative planning process. Although stakeholders 
did not always agree initially, compromises were sometimes reached through 
'wheeling-and-dealing’ to find a solution acceptable to all parties (G. J. Polhuijs, 
personal communication, June 4, 2025).  
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As for the role of induced demand, none of the actors really questioned the project's 
necessity on traffic grounds, and induced demand was neither politicised nor actively 
debated. 

4.4.1 Financial resources and legal authority 
Most of the funding for large-scale highway projects like the A16 Rotterdam project 
comes from the national government, with a yearly average investment of €2 to €3 
billion (Ministerie van Infrastructuur en Waterstaat, n.d.). The ministry serves the House 
of Representatives and the minister. It is the House of Representatives and the minister 
who decide that funds are needed and allocated to solve traffic congestion, and for this 
purpose, money is allocated in the Mobility Fund (H. van Mourik, personal 
communication, June 5, 2025). The ministry allocates this funding through the MIRT 
trajectory, and Rijkswaterstaat (RWS) manages the project budget. As a result, regional 
actors such as the municipality and the province have limited influence over the scope 
or timing of investment decisions. 

Nevertheless, in the case of the A16 Rotterdam, the municipality of Rotterdam did 
commit funding when the land tunnel variant through Lage Bergse Bos became part of 
the trajectory of the A16 Rotterdam. This co-financing of the tunnel variant was driven 
by spatial and environmental reasons rather than reasons around induced demand.  

A project like the A16 Rotterdam follows the MIRT trajectory (see Figure 4). Under the 
Tracéwet1 the minister of Water Management and Infrastructure has the sole authority 
to approve the Route Decision. Regional actors like municipalities or the province are 
involved from the MIRT exploration phase (Ministerie van Infrastructuur en Waterstaat, 
n.d.). Regional actors monitor the various studies and the process and stand up for 
their interests (S. Hauwert, personal communication, May 26, 2025). Even though they 
are actively engaged in the project design, the centralised structure limits the formal 
power of regional actors. 

Because national, regional and local actors agreed from the start on the importance of 
the A16 Rotterdam project, legal authority does not seem to have influenced the role of 
induced demand in this project. Regional or local actors did not attempt to delay or 
stop the project based on demand-side concerns.  

4.4.2 Knowledge and expertise 
Expertise and modelling tools constitute a key form of power. Rijkswaterstaat relies on 
the Dutch National Regional Model (NRM) and different economic scenarios to forecast 
traffic demand and justify capacity expansion. These traffic models also attempt to 
simulate behavioural changes: “Ultimately, these are individuals making decisions 
about their travel based on factors such as travel time, congestion, or avoiding peak 
hours. That behaviour, all those elements, are incorporated into the models" (H. van 

 
1  Included in the Environmental Act since January 1, 2025 
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Mourik, personal communication, June 5, 2025). By incorporating these behavioural 
changes resulting from a capacity expansion, an attempt is made to estimate induced 
demand. 

In the A16 Rotterdam project, increasing demand as a result of the construction of the 
new highway was taken into account. In fact, the models used during the planning 
study already showed that congestion would not completely disappear: “…and that 
was partly due to induced demand. So, we already knew at the time, and this was 
clearly reflected in the conclusions and analyses, that part of the congestion problem 
was simply being shifted. Because further along the route, it would again lead to 
excessive pressure on the highway. And that was simply kept outside the scope of the 
project” (G. J. Polhuijs, personal communication, June 4, 2025). 

4.4.3 Influence and lobbying 
The influence of local and regional actors focused primarily on a combination of the 
design and environment and not on traffic engineering. In the interviews, there was no 
indication that induced demand was raised as a core concern. As mentioned earlier, 
the municipality of Rotterdam did use its political position to advocate for specific 
design features, specifically pushing the choice for a land tunnel. The push for the land 
tunnel reflects not only financial investment but also strengthened the public 
legitimacy. This illustrates how the local government can exert influence even in 
national projects, particularly when they combine financial commitment with strong 
spatial and environmental arguments. 

The A16 Rotterdam case highlights a power configuration in which legal authority and 
technical expertise were centralised within national institutions, which is especially 
showed by Rijkswaterstaat with the traffic models and the EIA. Regional and local 
actors were able to participate in the process and exert their influence by combining 
lobbying with co-financing, which was showed with the choice for the land tunnel 
variant. 

4.4.4 Problem and solution framing 
The main problem framing presented in both the interviews and in the planning 
documents was structural congestion on both the A13 and A20, and pressure on the 
underlying local road network in the surrounding area. This problem framing is 
supported by both the ministry, province and municipality. The issue was not just traffic 
volume but also travel times and robustness of the network, often in relation to 
economic performance and traffic safety (J. Leferink, personal communication, May 21, 
2025). The agreement of the stakeholders on the objectives and urgency reinforced the 
need for the project. 

The solution of a new highway connection between the A13 near Rotterdam The Hague 
Airport and the A16 near Terbregseplein was framed as the missing link in the regional 
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network. The construction of the A16 Rotterdam has positive effects on the entire road 
network (J. Leferink, personal communication, May 21, 2025). In addition, the national 
highway network in the Netherlands also serves an important regional function, 
meaning that the A16 Rotterdam also contributes positively to the regional network (S. 
Hauwert, personal communication, May 26, 2025). 

The land tunnel variant also became a central feature of the solution discourse. The 
municipality of Rotterdam framed this as a critical solution as a way to combine 
infrastructure development and spatial quality. In this discourse, improvement to the 
design to improve spatial quality served as the vehicle for gaining legitimacy. 

4.4.5 Framing of induced demand 
Despite its clear relevance to large-scale highway projects, induced demand did not 
emerge as a discursive concern during the A16 Rotterdam planning process. None of 
the interviewees identified it as a contested issue and was not an explicit point of 
attention in decision-making and planning development around the A16 Rotterdam (G. 
J. Polhuijs, personal communication, June 4, 2025). 

However, at the technical level, the ministry acknowledged that induced demand 
effects, such as trip generation, route choice, and peak spreading, were built into 
national traffic models. “Those behavioural changes are in the model…, so when we 
calculate before and after, the latent demand is captured, we don’t overlook it” (H. van 
Mourik, personal communication, June 5, 2025). Although induced demand was 
included in the models, it was not treated as a policy-relevant uncertainty or political 
argument. Induced demand was technically acknowledged but politically neutralised.  
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5 Case study: A27/A12 Ring Utrecht 
This chapter presents the findings of the case study on the A27/A12 Ring Utrecht, based 
on the document analysis and semi-structured interviews. After providing some 
background information, the policy arrangement approach is used to structure the 
results about the A27/A12 Ring Utrecht project. Throughout this chapter, particular 
attention is paid to how the concept of induced demand is perceived and 
operationalized by different actors.  

5.1 Case background 
Another example of a large-scale highway project in The Netherlands is the project 
A27/A12 Ring Utrecht. The project involves the expansion and restructuring of the 
southern and eastern ring road of Utrecht, particularly the A27 and A12 highways, which 
form critical connections in both the regional and national highway network. It’s 
primary objective is to improve the traffic flow on the ring road of Utrecht and to 
maintain the quality of the living environment and to improve this quality where 
possible (Rijkswaterstaat, 2020). This policy objectives will be specified and explained 
in 5.1.1. The project A27/A12 Ring Utrecht is an example of a large-scale highway 
project that expands the road capacity of an existing corridor. 

5.1.1 Policy objectives 
Due to its central location within The Netherlands, Utrecht functions as the hub of the 
national highway network (see Figure 2). North-south traffic utilizes the A2 and A27, 
east-west traffic the A12 and traffic towards the northeast makes use of the A28. 
Together with the Northern Ring Road (N230), these highways form the Ring Utrecht. As 
a result of this central position, the ring accommodates not only local and regional 
traffic (65%) but also through traffic (35%). Both types of traffic converge on the Ring 
Utrecht. On weekdays, more than 220.000 vehicles travel daily both on the A27 as well 
as on the A12. This consistently results in traffic congestion.  

 
Figure 6: Utrecht as the hub of the national highway network (Rijkswaterstaat, 2020) 
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In addition to high traffic volumes, the congestion is exacerbated by the presence of 
three major interchanges and numerous on- and off-ramps, which create frequent 
weaving zones where vehicles shift between lanes. These weaving movements increase 
the likelihood of delays.  

In addition to improving the traffic flow, the second objective of the A27/A12 Ring 
Utrecht project focuses on the quality of the living environment. The aim is to maintain 
the quality of the living environment and to improve it where possible. The A27/A12 Ring 
Utrecht project aims to provide a long-term solution to these issues (Rijkswaterstaat, 
2020). 

5.1.2 Details of the design 
The project A27/A12 Ring Utecht entails a few components that are intended to improve 
accessibility, enhance traffic safety, reduce noise pollution and increase the presence 
of nature. This study will primarily focus on the aspect of accessibility. 

In order to improve accessibility in the Utrecht region, the capacity of the Ring Utrecht is 
being increased at several locations (see Figure 3). Additional lanes are being added to 
the A27 between Houten and Bilthoven. On the A12, between the Oudenrijn and 
Lunetten interchanges, the parallel lanes on both sides are being expanded with an 
extra lane. This additional capacity is intended, among other things, to relieve pressure 
on the underlying road network. In addition to creating extra capacity, traffic flows 
between the Rijnsweerd and Lunetten interchanges are being separated. This measure 
is expected to improve both traffic flow and road safety. 

 
Figure 7: Planning area of the A27/A12 Ring Utrecht project (Ministerie van Infrastructuur en Milieu & Rijkswaterstaat, 
2016) 
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5.1.3 Chronological overview of the policy process 
Like the A16 Rotterdam project, the A27/A12 Ring Utrecht project also follows the MIRT 
trajectory. Unlike the A16 Rotterdam project, the A27/A12 Ring Utrecht project is still in 
an earlier stage of the policy process, and implementation has not yet started.  

The MIRT trajectory started with the Initial Memorandum in December 2008. The 
challenges and potential solutions, as well as the parties involved, and broader 
concerns such as sustainability and climate were mapped out. In December 2010, the 
Preferred Alternative) was determined jointly by the national government, the province 
of Utrecht, and the municipality of Utrecht (Rijkswaterstaat, n.d.). In the following 
period, various design variants and their impacts were further elaborated, including 
through the development of an Environmental Impact Report (EIA). Following the plans 
for the road expansion of the A27 near Amelisweerd, political resistance occurred (Stop 
Verbreding Ring Utrecht, 2021). However, an earlier report by the Schoof Committee 
concluded that road expansion was the only solution that would sufficiently meet 
traffic safety standards (Schoof et al., 2013). 

In June 2014, the Preferred Variant (Voorkeursvariant) was officially adopted, followed 
by the publication of the Draft Route Decision in March 2016. The final Route Decision 
was subsequently adopted in December 2016 (Rijkswaterstaat, n.d.). However, in July 
2019, the Council of State annulled the Route Decision due to inadequate nitrogen 
impact assessment procedures (Raad van State, 2019). 

Following this ruling, a new Route Decision was drafted and made available for public 
consultation in December 2020 (Rijkswaterstaat). In April 2025, the Council of State 
issued an interim ruling, in which the only remaining objection concerned the 
motivation and legal justification for external nitrogen offsetting (extern salderen) (Raad 
van State, 2025). Figure 8 provides a visual representation of the policy process of the 
A27/A12 Ring Utrecht project. 
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Figure 8: Timeline of the policy process of the A27/A12 Ring Utrecht (Rijkswaterstaat, n.d.) 

5.2 Planning and decision-making process 
Large-scale highway projects in the Netherlands follow the MIRT framework (see 
section 5.1.3). The current status of the A27/A12 Ring Utrecht is that the Route Decision 
is waiting on a final decision from the Council of State. Of the 29 objections, only two 
remain, which the ministry and Rijkswaterstaat have until October to resolve. Both of 
these objections relate to nitrogen compensation. If the Council of State declares these 
objections unfounded, the Route Decision will become final. However, implementation 
still cannot begin at that point. Because the project’s cost estimate is now outdated, a 
new cost assessment will need to be conducted. Based on this new estimate, the 
political decision could still be made to reject the project. “It’s far from a done deal,” 
said A. Wissel (personal communication, May 23, 2025). 

The ruling by the Council of State may intervene on technicalities, like the ruling on 
nitrogen compensation, but these are exceptions rather than structural corrections to 
the process. As such, the procedural framework reinforces the dominance of national 
actors and limits flexibility for incorporating alternative strategies, including those 
focused on induced demand. 

5.2.1 Planning instruments 
Within the formal procedures, standardised planning instruments play a central role in 
shaping project decisions. As mentioned in section 5.3.3, especially the traffic models 
and WLO scenarios play a key role in the A27/A12 Ring Utrecht project. Traffic models 
attempt to simulate behavioural changes and forecast traffic demand. The models 
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implicitly include induced demand, but “…it’s not like we point at induced demand in 
every project explicitly” (H. van Mourik, personal communication, June 5, 2025). 

Regional efforts to model an alternative like the “Alternatief Ring Utrecht,” have 
struggled to gain the same status, partly because the ministry and Rijkswaterstaat do 
not agree with the substantive justification of the alternative plan: “…that is more 
wishful thinking than substantiating it in terms of content” (S. Lahaije, personal 
communication, May 26, 2025). 

5.2.2 Informal practices 
In addition to formalised structures, informal practices also shape how decisions are 
made. An example of such informal practice in the A27/A12 Ring Utrecht project is the 
technocratic culture surrounding decision-making. As noted in one of the interviews, 
there is a persistent belief within the national administration that infrastructure 
planning is a primarily technical domain. This technocratic bias limits the role of 
political contestation. 

Another relevant informal practice is the limited political visibility of alternative 
strategies in the early phases of the process. Although municipalities and provinces are 
formally included in the planning process, their ability to contest dominant frames 
often depends on informal access. 

5.2.3 Participation and inclusion 
While formal opportunities for participation exist, such as consultation rounds and the 
right to appeal decisions at the Council of State, the degree to which regional or 
societal actors can meaningfully influence outcomes remains limited as the 
municipality of Utrecht experienced: “…we have made many attempts to do so, but if 
you ask me honestly, I think there could have been a lot more openness in the 
discussion, where you would have really put them [Route Decision and alternative plan] 
side by side, but we never really got that far” (W. van Mierlo, personal communication, 
May 26, 2025). 

5.3 Governance dynamics and actor roles 
The policy process around the A27/A12 Ring Utrecht project, like the A16 Rotterdam 
project, involves the same set of public actors: the Ministry of Infrastructure and Water 
Management, Rijkswaterstaat, province of Utrecht, and the municipality of Utrecht. 
This section analyses the roles of those actors, coalition formation and political 
alignment, conflict and negotiation, and how the concept of induced demand is used 
within strategies.  

5.3.1 Actor roles and functions 
As with other large-scale highway projects in The Netherlands, the ministry of 
Infrstructure and Water Management acts as the commission authority, while 
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Rijkswaterstaat is responsible for the technical and environmental implementation. 
Within Rijkswaterstaat, environmental managers oversee stakeholder relations, 
coordination of traffic studies and environmental impact assessments, and formal 
agreements with local governments (S. Lahaije, personal communication, May 26, 
2025). Traffic engineer A. Wissel underlines the executive role of Rijkswaterstaat by 
stating that Rijkswaterstaat is the executive organization for the construction of new 
roads or additional lanes (A. Wissel, personal communication, May 23, 2025). 

At the municipal level, W. van Mierlo represents the city of Utrecht. Formerly involved 
with Rijkswaterstaat himself, he now advocates for an alternative plan for the A27/A12 
Ring Utrecht (W. van Mierlo, personal communication, May 26, 2025). Finally at the 
provincial level, B. Hondelink plays a key role in mobility and growth planning. The 
position of the province between the municipality and the ministry and Rijkswaterstaat 
is ‘somewhere in between’ (B. Hondelink, personal communication, June 4, 2025). 

5.3.2 Coalition formation and political alignment 
For the A27/A12 Ring Utrecht, two primary coalitions can be distinguished. On one side 
stands the national government with the ministry and Rijkswaterstaat, firmly committed 
to executing the existing Route Decision. On the other side is a regional coalition 
consisting of the municipality of Utrecht and the province of Utrecht, which developed 
a joint proposal called ‘Alternatief Ring Utrecht’ (Alternative Ring Utrecht). This 
alternative emphasizes demand management, investment in alternatives for the car, 
and limited capacity expansion of the A27 near Amelisweerd (Provincie Utrecht and 
Gemeente Utrecht, 2023). 

The shift by the province of Utrecht from pro-expansion to a more cautious stance is 
attributed to political change and a growing awareness of the need for a sustainable 
mobility transition (B. Hondelink, personal communication, June 4, 2025). 

5.3.3 Actor conflict and negotiation 
A central policy conflict exists between national and regional actors over how to 
interpret and manage traffic growth. The national level sees traffic growth as a given and 
seeks to accommodate it through road expansion. On the other hand, the municipality 
of Utrecht considers growth partially manageable and aims to influence travel behavior 
through demand management and modal shifts (W. van Mierlo, personal 
communication, May 26, 2025).  

Despite formal cooperation, communication has been strained. The municipality notes 
that efforts to create an open dialogue about the alternative plan have been largely 
dismissed: “We have made many attempts, but there could have been more openness 
in the conversation” (W. van Mierlo, personal communication, May 26, 2025). While the 
alternative plan was presented to the House of Representatives, there has been limited 
substantive response, due to the political preferences of the current cabinet and 
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restraint and caution at the ministry due to its own Route Decision (W. van Mierlo, 
personal communication, May 26, 2025). 

The current relationship between national and regional actors is reflected in a quote by 
one of the actors: “…everyone has dug in. No one talks to each other anymore” (H. van 
Mourik, personal communication, June 5, 2025). 

5.4 The framing and the role of induced demand in the planning 
process 

Induced demand has emerged as a key point of contention. The municipality and 
province use induced demand to argue against the planned capacity expansion, 
warning that added capacity will attract additional traffic (W. van Mierlo, personal 
communication, May 26, 2025). Their alternative strategy includes demand 
management, investment in alternatives for the car, and limited capacity expansion of 
the A27 near Amelisweerd. 

Conversely, Rijkswaterstaat acknowledges the existence of induced demand but treats 
it as an inevitable by-product rather than a policy concern: “You do attract traffic, but 
that's not illegal…there is no law that says you cannot generate induced demand” (A. 
Wissel, personal communication, May 23, 2025). Induced demand is considered a 
built-in element of the traffic models used, rather than a guiding principle for decision-
making. 

Ultimately, the two coalitions take fundamentally different approaches: where the 
national actors see induced demand as an unavoidable externality, regional actors see 
it as a core argument for pursuing a different policy path. 

5.4.1 Financial resources and legal authority 
Like the A16 Rotterdam project, financial decision-making power in the A27/A12 project 
is concentrated at the national level with the ministry serving the House of 
Representatives and the minister. The ministry allocates this funding through the MIRT 
trajectory, and Rijkswaterstaat (RWS) manages the project budget. In the case of the 
A27/A12 Ring Utrecht, financial resources played a limited role in the policy process 
and were not prominently mentioned in the interviews with the various stakeholders. 

Formal legal authority over the A27/A12 project lies with the national government. The 
Route Decision, which legally enables construction, is taken by the minister. Regional 
actors can participate in consultations and submit objections during legal procedures, 
but it is the minister that decides on the Route Decision. This centralised legal structure 
ensures a clear decision-making hierarchy, one in which municipalities and provinces 
are structurally subordinate. 
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Although the municipality of Utrecht developed an alternative plan in collaboration with 
the province, it holds no formal authority to enforce its implementation. The 
municipality’s role is thus restricted to advocacy, consultation, and legal opposition. 

5.4.2 Knowledge and expertise 
As mentioned in 4.3.3, Rijkswaterstaat rely on the Dutch National Regional Model 
(NRM) with different economic scenarios to forecast traffic development. These tools 
are treated as authoritative and are deeply embedded in official procedures such as the 
Route Decision. 

Regional actors challenge this knowledge monopoly by developing their own analyses. 
In the traffic models (NRM), various economic ‘WLO scenarios’ (future scenarios on 
economic welfare and environmental quality) are used (see Figure 9). These are 
national scenarios developed by the Netherlands Environmental Assessment Agency 
(PBL), which examine, for example, the pace of economic growth. In the ‘Alternatief 
Ring Utrecht’ scenario, the municipality and province used a low-growth scenario (blue 
line), whereas the standard traffic models are based on a high economic growth 
scenario (orange line). When looking back at actual mobility trends (black line), the 
municipality observes that mobility development often follows the low-growth 
scenario. As the ministry and Rijkswaterstaat base their calculations on a high-growth 
scenario, the growth in car traffic could therefore be overestimated. This is why the 
municipality, together with the province, is pursuing an alternative plan that facilitates 
less growth in car mobility (W. van Mierlo, personal communication, May 26, 2025). 

 
Figure 9: Development of mobility based on the different WLO scenarios (W. van Mierlo, personal communication, 
May 26, 2025) 

However, national actors questioned the scientific rigour of these analyses. As S. 
Lahaije (personal communication, May 26, 2025) stated, “Had the official Route 
Decision been justified with the same level of abstraction as the alternative, it would 
have been rejected by the Council of State.” 

This imbalance in authority illustrates how control over standard modelling practices 
and planning assumptions acts as a gatekeeper. Although alternative forms of 
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knowledge are available, they often lack the institutional recognition needed to exert 
real influence on formal decision-making processes. 

5.4.3 Influence and lobbying 
In response to their limited formal authority, regional actors have increasingly turned to 
informal strategies such as lobbying and parliamentary engagement. The municipality 
of Utrecht has actively promoted its alternative plan in the public domain and the 
House of Representatives, positioning it as a more sustainable and cost-effective 
solution (Provincie Utrecht and Gemeente Utrecht, 2024). 

Despite these efforts, the ministry and Rijkswaterstaat are keen on continuing with the 
original Route Decision. The continued prioritisation of the Route Decision, combined 
with limited institutional room for regional deviation, underscores the power 
imbalance. Regional actors may shape the public discourse, but they remain 
dependent on the willingness of national policymakers to deviate from existing plans. 

5.4.4 Problem and solution framing 
The problem framing in the A27/A12 Ring Utrecht project focuses primarily on traffic 
flow and traffic safety. The ministry sees this as a threat to accessibility and economic 
productivity (J. van den Berg & J. Leferink, personal communication, May 21, 2025). 
Congestion is treated as a functional problem: vehicle loss hours must be reduced to 
meet performance standards. 

The municipality and province of Utrecht frame the problem differently. For them, the 
core challenge is not just traffic flow and traffic safety but primarily the broader mobility 
policy for the region: “If current mobility policy continues, traffic on large sections of the 
Ring Utrecht and connecting highways will once again become congested, even after 
implementation of the Route Decision” (Provincie Utrecht and Gemeente Utrecht, 
2023). The 'Alternative Ring Utrecht' proposal opts to facilitate the growth of car 
mobility to a lesser extent than the Route Decision. 

As already mentioned in section 1.1, the Dutch national government invests a yearly 
average of €2 to €3 billion in constructing and improving the main road network 
(Ministerie van Infrastructuur en Waterstaat, n.d.). This often includes capacity 
expansion projects. The A27/A12 expansion is positioned as a necessary intervention to 
maintain throughput and improve traffic safety. Planning instruments such as the 
National Regional Model (NRM) reinforce this framing by using indicators like travel 
times, traffic congestion, intensity-capacity ratios and vehicle hours lost (A. Wissel, 
personal communication, May 23, 2025). 

In contrast, the municipality and province promote an alternative plan: ‘Alternatief Ring 
Utrecht’. This solution is built on three pillars that combines demand management, 
selective capacity enhancement, and better utilisation of the existing road network 
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(Provincie Utrecht and Gemeente Utrecht, 2023). The solution framing thus shifts from 
infrastructure provision to system optimisation and behavioural change. 

5.4.5 Framing of induced demand 
In the A27/A12 Ring Utrecht project, induced demand is a discursive flashpoint. The 
ministry and Rijkswaterstaat acknowledge the phenomenon but frame it as an 
unavoidable side effect. They argue that models already account for behavioural 
responses to congestion and travel time, suggesting that induced demand is included 
properly (H. van Mourik, personal communication, June 5, 2025). 

On the other hand, the municipality and province of Utrecht frame induced demand 
fundamentally differently. For them, it is a key argument against the Route Decision. 
They warn that such an increase in capacity will trigger an increase in traffic demand. 
They do not want to facilitate such an increase in the traffic demand to the city of 
Utrecht: “If you open the floodgates to the city, you’ll need to mop harder inside” (W. 
van Mierlo, personal communication, May 26, 2025). 
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6 Case comparison 
This chapter compares the two large-scale highway projects studied in this thesis, the 
A16 Rotterdam and the A27/A12 Ring Utrecht, again structured around the policy 
arrangement approach. While both projects aim to improve traffic and are developed 
under the national MIRT framework, they differ markedly in their institutional dynamics, 
political context, and the degree of stakeholder support. Although the four dimensions 
of the policy arrangement approach are interrelated, this chapter will address each 
dimension individually. Subsequently, the comparative insights will be presented in 
section 6.5. 

The two projects are particularly compared on the role of induced demand in the 
projects. By using the results from chapters 4 and 5, this chapter compares how 
induced demand is institutionally embedded in both projects, and how stakeholders 
interpret and respond to it. In doing so, it sheds light on the constraints and possibilities 
for steering mobility within the context of large-scale highway projects. 

6.1 Actors and coalitions 
With projects following the MIRT trajectory, both projects also compare the role of key 
stakeholders: the Ministry of Infrastructure and Water Management, Rijkswaterstaat, 
the province of South Holland/Utrecht and the municipality of Rotterdam/Utrecht. The 
two cases reveal notable differences in the composition and alignment of actor 
coalitions, which significantly shapes how induced demand is addressed throughout 
the policy process. 

In the A16 Rotterdam project, the actor formation was marked by strong alignment 
between national and regional actors. The Ministry of Infrastructure and Water 
Management, Rijkswaterstaat, the province of South Holland, and the municipality of 
Rotterdam largely shared the same objectives from the beginning. This broad 
consensus created a relatively stable and cooperative coalition, in which discussions 
about induced demand were acknowledged but not politicized. As a result, the issue 
was treated as a manageable technical consideration. 

By contrast, the A27/A12 Ring Utrecht project was characterized by fragmented 
coalitions and persistent tension between the ministry and Rijkswaterstaat on one side, 
and the province and municipality on the other side. While the Ministry and 
Rijkswaterstaat designed the Route Decision including extensive capacity expansion, 
especially the A27 near Amelisweerd, the municipality of Utrecht resisted the dominant 
framing of facilitating such traffic growth. The municipality and the province advocated 
for an alternative approach, not only expanding the capacity but also including steering 
on the traffic demand side. This resulted in a dynamic in which induced demand 
became a central argument to challenge the design of the Route Decision. 
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The province of Utrecht illustrates the complexity of coalition formation. Initially, the 
municipality aligned with the ministry and Rijkswaterstaat on the Route Decision. The 
position of the province later changed more towards the municipality, recognizing 
growing political and societal concerns about environmental impact and traffic growth 
(B. Hondelink, personal communication, June 4, 2025). In contrast, the province of 
South Holland maintained a consistently supportive role in the A16 Rotterdam project, 
prioritizing regional accessibility and infrastructure continuity (S. Hauwert, personal 
communication, May 26, 2025). 

These contrasting coalitions also influenced the role of induced demand. In the A16 
Rotterdam case, the concept remained largely seen as ‘a given’, not as an argument to 
challenge the usefulness of the project (J. Leferink, personal communication, May 21, 
2025). In the A27/A12 Ring Utrecht case, however, it became a politicized narrative 
used by the municipality and province to advocate for an alternative plan with smaller 
capacity expansion and more focused on the demand side. 

In summary, the actor formation in the two case studies show how institutional 
alignment affects the visibility, interpretation, and policy relevance of induced demand. 
In cohesive coalitions, the concept may be acknowledged but remains depoliticized. In 
fragmented or contested coalitions, it becomes a critical entry point for alternative 
mobility perspectives. 

6.2 Resources and power 
Differences in how institutional actors mobilized and distributed resources across both 
projects reveal important dynamics of power and influence, especially in relation to 
how induced demand was framed, modelled, and either reinforced or contested. 
In the A16 Rotterdam project, the distribution of resources was relatively centralized 
and uncontested. The ministry and Rijkswaterstaat held the key financial and 
procedural authority, but their objectives were strongly supported by the province of 
South Holland and the municipality of Rotterdam. While the regional actors initially did 
not contribute financially to the project, they were involved in the project from the 
beginning. When discussions about the integration and implementation of the highway 
emerged, the municipality of Rotterdam advocated for a tunnel variant on the grounds 
of spatial quality and subsequently agreed to contribute financially. The alignment 
between the stakeholders meant that alternative interpretations, such as questioning 
the need for more capacity due to induced demand, had limited traction. The power to 
define the problem and its solution was largely undisputed. 

In contrast, the resources involved in the A27/A12 Ring Utrecht project were more 
fragmented and contested. Although the national government had control over 
decision-making and project funding, regional actors, particularly the municipality of 
Utrecht, used their local political legitimacy and planning knowledge to challenge the 
assumptions from the ministry and Rijkswaterstaat. As the interviews with both 
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Rijkswaterstaat and the municipality confirmed, the municipality lacked formal veto 
power but developed an alternative plan (‘Alternatief Ring Utrecht’) to shift the debate 
towards a smaller capacity expansion of the A27 near Amelisweerd and more steering 
on the demand side. The province of Utrecht, although initially more ambivalent, shifted 
its position over time and eventually co-developed the ‘Alternatief Ring Utrecht’ 
together with the municipality of Utrecht. 

An important distinction between both projects lies in the way knowledge and models 
are interpreted. In both projects, Rijkswaterstaat was responsible for traffic forecasts 
and cost-benefit analyses. However, in the A27/A12 Ring Utrecht project, the 
municipality actively questioned the assumptions underlying these models, particularly 
the role of induced demand and the overreliance of high economic growth scenarios. 
The municipality of Utrecht developed counter-analyses and commissioned additional 
studies (which resulted in ‘Alternatief Ring Utrecht’), attempting to change original 
plans that are usually monopolized by national institutions. In the A16 case, no such 
counterweight emerged. 

Finally, the power to delay or reframe projects differed. In case of the A27/A12 Ring 
Utrecht, political contestation and legal procedures (e.g. Council of State rulings) 
significantly slowed down implementation and forced re-evaluation of components of 
the project. In the A16 Rotterdam project, even though there were procedural delays 
typical for large-scale highway projects, they were not mainly driven by conflicting 
power claims. 

6.3 Rules of the game 
The rules of the game shape how large-scale highway projects are developed, 
challenged, and legitimized. In both the A16 Rotterdam and A27/A12 Ring Utrecht 
projects, the rules of the game are based on the national MIRT framework. Yet the 
interpretation and practices of both projects diverged significantly, with consequences 
for the role of induced demand in the policy process. 

In the A16 Rotterdam case, formal procedures were followed the MIRT framework. The 
planning process adhered to the MIRT trajectory, and consultations with regional 
stakeholders took place within institutional cycles. Interviews show that regional actors 
were involved early in the exploration phase, but mostly to co-shape design options, not 
to challenge the project objectives or usefulness. The procedural role of induced 
demand was limited: while acknowledged, it did not lead to questioning the need for 
the project or its expected benefits. The prevailing informal norm was that solving 
congestion by adding capacity is a legitimate and effective policy goal in the case of the 
A16 Rotterdam project, especially when looking at the broader network. 

In contrast, the A27/A12 Ring Utrecht project illustrates how the rules of the game can 
become contested. While the project also followed the standard MIRT procedures, its 
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passage through the procedures was far more complicated. Legal appeals with the 
Council of State and the alternative plan all challenged the procedural authority of the 
ministry and Rijkswaterstaat. These dynamics were facilitated by informal norms that 
had begun to shift, particularly within the municipality, towards the unwillingness to 
facilitate the growing traffic demand that possibly occurs when the Route Decision is 
being implemented.  

To summarize, the difference between both projects lies not in the rules of the game 
themselves, but in how they are interpreted and contested by, especially, regional 
actors. 

6.4 Discourses 
In both the A16 Rotterdam and A27/A12 Ring Utrecht projects, discourse shaped not 
only how capacity expansion was justified, but also how the phenomenon of induced 
demand was understood, acknowledged, or dismissed. 

In the A16 Rotterdam project, the dominant discourse centred on the main policy 
objectives of improving travel times, accessibility and quality of life in the surrounding 
area of the A13 and A20. The role of induced demand in this project was more viewed as 
a given, than as a potential risk. The framing of the A16 as the missing link in the 
network justified expansion as a means to reduce pressure on the congested A13 and 
A20 and to improve travels times on the underlying road network in the area. Induced 
demand was interpreted either as a calculated consequence of the construction of the 
A16 Rotterdam. This reflects a supply-oriented understanding of mobility: the problem 
is defined in terms of congestion and pressure on the underlying road network, and the 
solution in terms of capacity expansion by constructing a new highway connection. 

By contrast, the discourse surrounding the A27/A12 Ring Utrecht project was 
significantly more contested. While the ministry and Rijkswaterstaat upheld a similar 
narrative of congestion relief and system optimization as with the A16 Rotterdam 
project, regional actors, particularly the municipality of Utrecht, developed a 
competing solution. Here, induced demand was framed not as a side effect, but as a 
central argument against the capacity expansion as designed in the Route Decision. 
The municipality questioned the legitimacy of investing in car-based infrastructure in 
the light of climate goals, spatial constraints, and urban liveability. As W. van Mierlo 
(personal communication, May 26, 2025) noted, the municipality viewed traffic growth 
not as a neutral forecast, but as a steerable outcome, one that could and should be 
influenced through policy choices. 

These divergent visions were also visible in how traffic models were interpreted. In the 
A16 Rotterdam project, modelling was accepted as the predictive traffic tool. In the 
A27/A12 Ring Utrecht project, it became a subject of debate: not only what the models 
showed, but especially the assumptions they were based on, became contested. This 
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difference underscores how planning instruments like traffic models can be interpreted 
through and shaped by the broader institutional context. 

Importantly, these discursive differences are not only applicable for the A27/A12 Ring 
Utrecht project, but part of a broader shift in mobility policy thinking in The Netherlands. 
Although the A16 Rotterdam project was not contested on the role of induced demand, 
the municipality claims that the A16 Rotterdam project is one of the last highway 
expansion projects (G. J. Polhuijs, personal communication, June 4, 2025). This is 
confirmed by the ministry: “Not much more is going to happen” (H. van Mourik, 
personal communication, June 5, 2025). This shift in thinking is driven not only by cost 
considerations, but also by a broader cultural shift that emphasizes the creation of a 
‘pleasant, healthy, and livable city’, one in which there is limited space for the car (G. J. 
Polhuijs, personal communication, June 4, 2025; W. van Mierlo, personal 
communication, May 26, 2025; H. van Mourik, personal communication, June 5, 2025). 

6.5 Comparative insights 
A central analytical distinction in this research lies in the fundamental nature of the two 
projects, as formulated in the research question: the A16 Rotterdam involves the 
construction of a new link in the highway network, whereas the A27/A12 Ring Utrecht is 
a capacity expansion of an existing corridor. This difference is not only physical, but 
also in how the problems and solutions are framed and how induced demand is 
addressed in policy discourse and planning practice. 

In the A16 Rotterdam case, the narrative of improving travel times and accessibility 
played a dominant role. The project was framed as a necessary addition to relieve 
bottlenecks and improve traffic flows. In this context, induced demand was seen as a 
natural byproduct, but not as a policy problem itself. Instead, it was subsumed under a 
broader logic: “We know that this is how it works in traffic models, as soon as you widen 
something or build a new road, it will become filled with traffic” (M. van Rongen, 
personal communication, May 20, 2025). 

By contrast, the A27/A12 Ring Utrecht project triggered political and societal debates 
because it aimed to add capacity to an already congested and environmentally 
sensitive section of infrastructure. Here, induced demand was not a byproduct but a 
central point of contestation. Stakeholders such as the municipality of Utrecht argued 
that the capacity expansion as designed in the Route Decision would facilitate an 
undesirable increase in car use. 

This contrast also shaped the institutional dynamics of each project. In the A16 
Rotterdam project, stakeholders agreed on the policy objectives from the beginning, 
which facilitated coalition formation and reduced political resistance. The benefits 
were spatially and functionally distributed across the region, making it easier to justify 
the investment. In the A27/A12 Ring Utrecht case, the project was geographically and 
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symbolically concentrated around Amelisweerd, leading to a localized yet politically 
opposition. The project was seen not as solving a systemic problem, but as deepening 
an unsustainable model of growth. 

In summary, it can be concluded that, within the context of these two projects, there is 
a clear distinction between a project that expands the capacity of an existing corridor 
(A27/A12 Ring Utrecht) and one that also adds a new link to the highway network (A16 
Rotterdam). This distinction has profound implications for the policy processes of both 
projects: it influences not only the underlying planning process and coalition dynamics, 
but also the extent to which induced demand is acknowledged and addressed by the 
various public stakeholders. 
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7 Discussion and conclusion 
This chapter formulates a conclusion, interprets the findings of the case studies and 
situates them within the broader literature. The focus lies on the role of induced 
demand in the policy processes surrounding large-scale highway projects in the 
Netherlands. Three key themes form the core of this discussion: the extent to which 
induced demand is acknowledged in policy, the tension between technical rationality 
and political reality, and the changing discourses around mobility and the future of road 
infrastructure. Following the conclusion and discussion of these three themes, 
reflections and implications are presented, and directions for future research are 
explored. 

7.1 Conclusion 
This thesis set out to explore the role of induced demand in large-scale highway 
projects in The Netherlands and to understand how this role differs between the 
construction of a new connection to the highway network (A16 Rotterdam) and the 
expansion of an existing corridor (A27/A12 Ring Utrecht). This led to the following 
research question: What role does induced demand play within the policy practice of 
large-scale highway projects in The Netherlands, and how does this differ between the 
construction of a new link in the highway network (A16 Rotterdam) and a capacity 
expansion of an existing corridor (A27/A12 Ring Utrecht)? 

Using the policy arrangement approach, the study analyses how induced demand is 
integrated into policy practice around large-scale highway projects in The Netherlands. 
The main findings of this research show that, while induced demand is acknowledged 
at a technical level in both projects, it plays a fundamentally different role in policy 
discourse and planning strategy. In the A16 Rotterdam project, where institutional 
alignment among stakeholders was strong, induced demand was depoliticized. It was 
considered as ‘a given’ and not seen as an obstacle to justify the project. In contrast, 
the A27/A12 Ring Utrecht project, marked by political fragmentation and institutional 
contestation, saw induced demand emerge as a central argument for regional actors 
who sought to challenge the capacity-oriented Route Decision and propose a more 
demand-oriented alternative. 

This difference is not merely a consequence of the project characteristics but is shaped 
by the broader policy arrangements: the distribution of resources and power, the 
institutional rules that guide decision-making, and the dominant discourses about 
mobility, congestion, and sustainability. The application of the policy arrangement 
approach provided a structured and dynamic lens to examine these interactions. 

Ultimately, induced demand functions as an indicator for the capacity of transport 
governance systems to evolve. It challenges the default logic of road capacity 
expansion and instead opens space for more nuanced, demand-based, and future-
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proof planning. While the A16 Rotterdam project exemplifies the traditional capacity 
expansion, the A27/A12 Ring Utrecht project demonstrates that alternatives are both 
possible and increasingly significant. Whether such alternatives will influence the 
future of infrastructure planning depends on the willingness of institutions to move 
beyond technical optimisation and engage with the socio-political realities of mobility 
transitions. 

7.2 Induced demand as policy issue: technically acknowledged, 
politically marginalised 

The central finding from both case studies is that induced demand is acknowledged as 
a real phenomenon within traffic models, but it remains to be seen whether it is actually 
used as a decisive policy argument. In the A16 Rotterdam case, induced demand was 
incorporated in the models but had no real impact on the problem framing or policy 
choices. The generation of induced demand as a consequence of the project was 
calculated. 

In the A27/A12 Ring Utrecht case, by contrast, induced demand was actively used by 
the municipality and province of Utrecht as an argument against the Route Decision, 
and as a foundation for an alternative proposal focused on behavioural change and 
multimodality (Provincie Utrecht & Gemeente Utrecht, 2023). This shows that the policy 
relevance of induced demand depends not only on its technical presence, but also on 
the power dynamics and political context in which a project unfolds. 

7.3 The limits of technocratic planning: who decides which future 
counts? 

A second key theme is the dominance of technical rationality in how mobility problems 
and solutions are framed. In both projects, the ministry and Rijkswaterstaat define the 
assessment framework. The policy arrangement approach, as used in this research, 
provides analytical depth: by examining which actors control what types of knowledge 
and decision-making power, it becomes clear how much influence is concentrated 
within certain institutions. 

The A27/A12 case shows that using knowledge differently, such as the use of low-
growth scenarios, struggle to gain traction within the dominant decision-making arena. 
Rijkswaterstaat argued that the alternative plan lacked methodological rigor, while the 
municipality countered that the standard scenarios overestimate traffic growth. This 
tension between technocratic planning and counter-knowledge aligns with broader 
critiques of institutional inertia in infrastructure governance (Dunkerley et al., 2018; 
OECD, 2023). 
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7.4 Towards a new mobility discourse: limits to capacity expansion? 
Discursive framing emerges in both cases as a key explanatory factor for how induced 
demand is handled. In the A16 Rotterdam case, the dominant discourse focused on 
improved travel times and regional accessibility. Induced demand fit within this 
narrative as a ‘given’, not as a reason to question the project’s legitimacy. The project 
enjoyed broad institutional support, which helped to depoliticise the concept. 

In the A27/A12 Ring Utrecht case, however, the project became a site of discursive 
contestation: should mobility growth be facilitated (ministry) or managed in alternative 
ways (municipality/province)? The alternative plan emphasizes demand management, 
multimodality, and urban quality, representing a shifting discourse, one that resonates 
with broader transition literature, where behavioural change and sustainability are 
central (Geels, 2002; ITF, 2021). 

Even within the A16 Rotterdam project, national and local stakeholders suggested that 
the era of major highway expansion may be ending: “Not much more is going to 
happen” (Van Mourik, personal communication, June 5, 2025). This suggests that 
institutional actors are beginning to reposition themselves in response to a shifting 
policy climate, even if formal procedures and tools have not yet caught up. 

7.5 Reflection and implications 
This study shows that induced demand is not just a technical issue, but an institutional 
and political one. Whether it is acknowledged depends on the policy arrangements in 
which the concept is embedded. By using the policy arrangement approach as an 
analytical lens, it was possible to analyse institutional power, procedures, actor 
coalitions, and discursive frames in an integrated way. 

For policymakers, this means that acknowledging induced demand requires a 
rethinking of objectives, evaluation criteria, and the institutional space for alternatives. 
The A27/A12 Ring Utrecht project shows that local authorities are capable of organising 
counterarguments and putting forward a substantively grounded alternative. The 
question is whether the current planning system is structurally open to including these 
alternatives in its decision-making. 

7.6 Future research 
Future research could examine how induced demand is addressed across a broader 
range of infrastructure projects, including rail and multimodal corridors. Also, in other 
modes of transport, induced demand plays a role (Avogadro & Redondi, 2023; Givoni & 
Dobruszkes, 2013). Comparative studies across different governance systems, such as 
between The Netherlands and countries like Germany or the UK, could deepen insights 
into how institutional structures affect the role of induced demand in policy. 
Additionally, there is scope for empirical research into how civil society organisations 
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and citizens frame and contest induced demand in planning debates, adding a bottom-
up perspective to what is still largely a government-led domain. 
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9  Appendices 

9.1 Appendix 1 Interview guide 
Interview Guide 
[Interviewer: Sem van der Hoeven]  
[Interviewee: …]  

[Topic: Beleidsmatige omgang met induced demand bij de projecten A27/A12 Ring 
Utrecht en A16 Rotterdam] 

 

Introduction 

[Briefly introduce who I am, what the research is about, and the purpose of this 
interview] 

Over the past period, I have mainly been preparing and structuring my thesis. In recent 
weeks, the work on my thesis has intensified, including conducting several interviews. 
This interview focuses on how induced demand is addressed from a policy perspective 
in the A27/A12 Ring Utrecht and A16 Rotterdam projects. 

[Ask if recording the interview is okay. Also mention that the recording will be 
transcribed. Ask whether the interviewee is comfortable being cited by 
name/organisation or prefers to remain anonymous. Offer to send the final version of 
the thesis by the end of June if desired.] 

1. To start, I’m interested in your background and current role. Could you briefly 
describe your professional background and current field of work? 

[Optionally ask follow-up questions or connect to the current position/work field] 

 

Background of the Interviewee 

[Briefly gather information about the background of the interviewee] 

2. Could you briefly describe your role in relation to the A27/A12 Ring Utrecht/A16 
Rotterdam project? 

3. Since when have you been involved in this project? 
4. Have you worked on similar projects before? 

 

Vision on the project and (policy) objectives  
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[After gathering the background of the interviewee, the conversation can continue 
focusing on the specific project. This will zoom in on the main policy objectives of the 
project, how future traffic growth is taken into account, and the balance between 
accessibility, sustainability, and spatial quality.] 

5. What do you consider to be the main policy objectives of this project? 
6. How does the project take future traffic growth into account? 
7. Are there tensions between accessibility, sustainability, and spatial quality? 

Which of these three aspects was emphasized most in the (policy) objectives of 
this project? 

a. For the A16 there are 4 objectives 
(https://zoek.officielebekendmakingen.nl/blg-120052.pdf) (p.29): 

i. Reliable and acceptable travel times 
ii. Good accessibility to Rotterdam city center and the region 

iii. Reduction of traffic pressure on the local road network 
iv. Improvement of livability around the A13-A20 

b. For the A27 Ring/Utrecht project 
(https://zoek.officielebekendmakingen.nl/blg-959321.pdf) (p.87) 

i. Ensure that traffic flow on the Ring Utrecht meets the target values 
(as specified in the Structural Vision on Infrastructure and Spatial 
Planning, particularly Annex 6 of the SVIR) from the Mobility 
Memorandum, in a traffic-safe manner and; 

ii. Maintain and, where possible, improve the quality of the living 
environment. 

 

Dealing with induced demand 

[These questions delve deeper into the extent to which future traffic volumes have been 
estimated and, in doing so, how induced demand has been taken into account in this 
project.] 

8. How were future traffic volumes estimated in the project? 
9. Has the project team or policy environment discussed the role of induced 

demand? Is induced demand seen more as a given or as a risk? 
10. To what extent was this considered relevant in the decision-making process? 

 

Policy considerations 

[These questions further explore the policy side. On what basis were certain trade-offs 
made, to what extent did political or social pressure play a role, and how thoroughly 
were alternatives considered?] 

11. Which policy frameworks or instruments (such as CBA, EIA, MIRT) influenced the 
substantive choices? 

https://zoek.officielebekendmakingen.nl/blg-120052.pdf
https://zoek.officielebekendmakingen.nl/blg-959321.pdf
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12. Did political or social pressure (e.g., from residents or interest groups) play a 
role in how induced demand was addressed? 

13. To what extent was there room to consider alternatives such as public transport 
or mobility management? 

 

Differences between projects 

[This section focuses on the differences between the two projects, specifically the 
differences between a capacity expansion and a network expansion. First, make the 
connection to the other project (if this was not already done in the introduction) and 
explain how it differs from the other project. This theme explores any policy-related 
differences.] 

14. Do you think that the difference between a capacity expansion (such as the 
A27/A12 Ring Utrecht) and a network expansion (such as the A16 Rotterdam) 
leads to different policy considerations regarding future traffic growth/induced 
demand? 

15. Do you think there is a difference in the way these projects are legitimized or 
analyzed? 

 

Reflection and future vision 

[This section looks at future projects and what can be learned from the A27/A12 Ring 
Utrecht and A16 Rotterdam projects.]Denkt u dat induced demand in toekomstige 
mobiliteitsprojecten een belangrijkere rol moet of zal gaan spelen?] 

16. Would you do anything differently if you were involved in a similar project again? 
What would be the first thing you would approach differently? 

17. What lessons regarding induced demand can policymakers draw from both 
projects for future infrastructure policy? 

 

Conclusion 

[Conclusion: thank you for your time, all the information shared, and any hospitality 
provided.] 

18. Are there any other things you would like to mention in this context? 
19. Are there any people/institutions/organizations/stakeholders you think I should 

also speak to? 
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9.2 Appendix 2 List of interviewed stakeholders 
 A16 Rotterdam A27/A12 Ring Utrecht 
Ministry of Water Management 
and Infrastructure 

J. Leferink (Regional 
coordinator for road 
and highway 
construction) 

J. van den Berg, (policy 
advisor) 

Rijkswaterstaat M. van Rongen (Senior 
traffic advisor) 

A. Wissel (Senior advisor 
traffic and transport) 
 
S. Lahaije (Stakeholder 
manager) 

Province (respectively South 
Holland and Utrecht) 

S. Hauwert (Policy 
advisor mobility – 
province of Sout 
Holland) 

B. Hondelink 
(Programme manager 
for UNED/Policy advisor 
– province of Utrecht)  

Municipality (respectively 
Rotterdam and Utrecht) 

G.J. Polhuijs (Strategic 
mobility advisor – 
municipality of 
Rotterdam) 

W. van Mierlo (Strategic 
mobility advisor – 
municipality of Utrecht) 

Other H. van Mourik (Policy advisor mobility – Ministry of 
Infrastructure and Water Management) 
F. Bloembergen (Project manager Talking Traffic – 
Rijkswaterstaat) 

 

 

9.3 Appendix 3 Codebook 
Code group Code 

Actors & Coalitions Actor role and function 
Actors & Coalitions Actor: national 
Actors & Coalitions Actor: regional/local 
Actors & Coalitions Actor conflict 
Actors & Coalitions Coalition formation 
Resources & Power Financial resources 
Resources & Power Influence and lobbying 
Resources & Power Knowledge and expertise 
Resources & Power Legal authority 
Rules of the Game Formal procedures 
Rules of the Game Informal practices 
Rules of the Game Planning instruments 
Rules of the Game Participation and inclusion 
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Rules of the Game Policy timeline 
Discourse Problem framing 
Discourse Solution framing 
Discourse Alternative framing 
Discourse Framing of induced demand 
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