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Introduction 
 
In 1996 the Government of Flanders introduced the mobility covenant as a tool for the 
municipalities to flesh out their mobility policy. The Flemish cities and municipalities are 
supported by the Flemish Region and the Flemish Transport Company „The Lijn“ in the 
realisation of this sustainable mobility policy. At this moment, more than 3 out of 4 municipalities 
have concluded a mobility covenant and are working on a municipal mobility scheme. Currently, 
an important number of mobility schemes have been declared conform and were adopted by 
the municipal councils concerned. The entire policy has changed the concepts of mobility, the 
organisation of public works and support activities with regard to traffic and mobility. A few clear 
objectives have been put forward from the very beginning. For instance, the policy on mobility 
covenants intends to deal with the mobility issue in a methodical and multimodal way based on 
an integrated view on mobility. Another explicit objective is to modify the modal split in favour of 
sustainable means of transport, such as public transport, collective transport and the use of the 
bicycle. Flemish cities and municipalities have a crucial role to play in the current mobility 
planning process. It is the task of the municipalities to direct the design of a municipal mobility 
scheme. The policy is shaped in practical terms through a large number of modules that the 
municipalities can conclude with their partners (Region, the Lijn and so on). Next to modules on 
infrastructure (diversions, passages and so on) there are modules on the provision of 
information, public transport, school environments, and support measures in which mobility 
management is a measure influencing the demand. It is this very attunement between demand-
related and supply-related measures and the way they are being drawn up through co-operation 
between the various partners that makes the approach to the mobility covenants so interesting. 
The mobility covenant programme with the mobility scheme as policy document lays the 
foundations for a multi-annual programme of actions. Now that many municipalities are starting 
the implementation of this multi-annual programme of actions, the question should be raised 
how the mobility scheme and the mobility planning process should be further evaluated. 
 

The municipal mobility planning process in Flanders in a nutshell  
 
The mobility covenant  
A covenant is a (voluntary) agreement between the partners involved (mainly but not exclusively 
public administrations), made in order to reach a previously defined result. The mobility 
covenant consists of a mother covenant and one or more 'modules' (united under an umbrella 
module).  
 

The mother covenant 
In the mother covenant general arrangements are made. In other words, it is a declaration of 
intention of the signing partners to collaborate in dealing with the mobility problems for the 
municipalities in a systematic and multimodal way. To enforce this, the municipality commits 
itself to draw up a mobility scheme. Obviously, this is done in consultation with the other 
partners. 
 
The mother covenant also determines that a Municipal Advisory Commission (GBC) will be set 
up. This commission is the consultation forum for preparation of and the decision-making 
regarding the covenant. Concretely the GBC takes care of the preparation and follow-up of the 
municipal mobility scheme. It also counsels the preparation of covenant-linked project files (see 
below). All local actors and partners of the covenant have a seat in the GBC. 
 
In order to discourage ad-hoc solutions and improvisation the mother covenant prescribes that 
future projects have to be fed back to and checked against the starting points of the mother 
covenant and the local mobility scheme. The Provincial Audit Commission (PAC) takes care of 
this checking. The auditor present in the PAC makes an advisory report to the attention of the 
Minister competent for Mobility and Public Works. The (provincial) deputies of the partners of 
the covenant have a seat in the PAC. 
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The mobility scheme 
 
The local administration commits itself to draw up a mobility scheme after the signing of the 
mother covenant. Conceiving such a scheme is a process. During that process a vision for the 
future has to be developed.  
 
Without dwelling too much on the guidelines for drawing up the mobility scheme it is important 

to indicate the objectives of each of the phases. The development of a mobility scheme can be 
defined as a classic planning process that consists of: 
 
1. The orientation phase, in which an inventory and a synthesis is made of the existing 

schemes and studies, an overview is given of the visions of the actors, a description and 
analysis is made of the mobility problem and a definition is given of the further analysis. 
This leads to the orientation note. 

2. The phase in which the scheme is developed. First the necessary additional analysis is 
done. Next comes the phase in which a trend scenario and one or more alternative 
development scenarios geared to “sustainable mobility” are worked out and evaluated. This 
phase results into a synthesis note. 

3. The phase in which the policy scheme is drawn up. A choice is made among the different 
scenarios. This choice gets its concrete expression in a policy scheme, containing the lines 
of force of the action domains and the responsibilities of the policy actors. The measures 
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that the partners are supposed to take are written down in an action programme. The 
actions are ordered according to priority and time period, giving them a hierarchical 
structure. 

4. Once the mobility scheme is ready the implementation of the policy choices can go ahead. 
The evaluation and feedback of it takes place in the evaluation phase. This last phase will 
start in 2002 as the first policy schemes date back to a year ago. 

 
Consequently the municipal mobility scheme is the framework for the actions, that are worked 
out in the modules. 
 

The system of the ‘modules’ 
A municipality, which has signed a mother covenant, can also (depending on the needs) 
conclude modules. The number of modules that can be concluded in the framework of a 
covenant has not been determined in advance. But that does not pose any problem given the 
modular structure of the covenant. New (project)-modules can always to be attached to the 
mother via an umbrella module. 
There are three kinds of modules. 
- Modules which regulate the financing of the planning.  
- Modules for infrastructure and/or public transport.  
- Modules which regulate the subsidising of the infrastructural projects or accompanying 

measures.  
 

Having a closer look at a number of actions 
 
Within the scope of the ECOMM-congress 2002 it can be interesting to dwell on some of the 
modules that are related to the arguments discussed at the congress. More in particular on 
those actions undertaken by Flanders regarding sustainable mobility that are not primarily linked 
to infrastructure. We give a brief summary by means of some examples: 
• Module 7: As to the provision of information about public transport: the way new services 

are announced is a key factor for their success. In the framework of the covenant policy and 
of the provision of a basic public transport service quite a number of new public transport 
projects are started up. Examples of this are: the restructuring of regional and municipal 
networks, the increasing of the frequency of existing lines or the creation of demand 
depended public transport services, like the 'belbus'. This module finances local marketing 
of public transport services. 

• Module 10: school environments located alongside a regional road, get the possibility, 
provided they draw up a school transport scheme, to have a say in the road works of the hot 
spots, mainly regarding road safety in the immediate surroundings of the school. 

• Module 14: a module in true PPS-style (PPS: collaboration between public and private 
sector), that is collaboration with a private partner regarding accessibility and road safety 
for, among other things, industrial sites. But even work of art on a roundabout can be dealt 
with in this module. 

• Module 15: subsidising of local accompanying policy: this may regard projects concerning 
public involvement, stimulating environment-friendly transport and stringent parking policy 
and commercial transport schemes. 

• Module 19: binding vision building concerning a regional road over a long distance with all 
actors involved (environment, spatial planning, mobility, …). 

 

What are the opinions of the actors, perception of the policy by the 
stakeholders? 
 
Finding a broad base of support in favour of the policy is a necessary prerequisite for its smooth 
implementation. Regarding the mobility covenant policy in Flanders a steady growth of the base 
of support with the various stakeholders can be witnessed. However, this has never been 
concretely mapped out. 
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To map out this base of support a great number of people from municipalities have been 
interviewed (collaborators from the technical service, municipal secretaries, aldermen and 
mayors). Next to this stakeholders have been interviewed who are not working for a 
municipalities, such as Flemish and provincial civil servants, collaborators of planning offices 
and external mobility experts. The technique used is the SWOT analysis in combination with a 
number of open questions. 
 
There is a large degree of agreement between the opinions of the different stakeholders 
regarding the mobility covenant policy. This bears witness to the fact that the base of support 
has grown over the years. 
 
In the oral interview the instrument ‘mobility covenant and mobility scheme’ is evaluated more 
positively than in the written interviews. In general the municipalities see the instrument as an 
added value with respect to the earlier planning process. The structured approach appeals to 
them. At the same time, however, the municipalities are least critical of the necessity of starting 
out from objectives and of creatively working out possible solutions and systematically checking 
its effects on the development of the sustainable society. The emphasis in the approach by the 
municipalities lies on what is feasible in the short run. To the extent that the mobility scheme is 
helpful in this respect they lend their support to this instrument. They refer to the need of having 
sufficient personal and material means to flesh out the mobility policy and implement it.  
 
The municipalities stress the necessity that the mobility scheme has to be embedded well within 
the overall policy field. They point to the importance of supramunicipal consultation and 
attunement. They also ask a more direct linking between the action programme the 
implementation programmes of the higher authorities. 
 
The internal experts emphasise the necessity of a culture, in which the methodical approach is 
also followed up by the necessary policy support. They highlight the necessity that all parties 
should show their commitment and stick to it. They give many examples of a bad integration of 
the mobility policy within the overall policy. They uncover the sore points and questions 
regarding the intrinsic quality of many schemes. Generally speaking they are rather critical. The 
internal experts show strong support for the covenant policy and are strongly involved in the 
intrinsic quality of the schemes and their embedding within the overall policy. 
 
The external experts have fewer problems with the general procedures and state of affairs. 
They point to the necessity of clear guidelines and a clearly defined set of instruments. They 
ask for relevant examples for each component of the mobility scheme and uniformity with 
respect to for instance the way the audit functions. They are also less critical regarding the 
embedding of the mobility policy.  
 
It is striking that the involvement of the actors within the GBC is not really considered an issue 
in the SWOT-analysis, though it was repeatedly brought up in the oral interview. Quite a number 
of people see the lack of involvement as one of the major threats to the mobility scheme. In this 
context the higher authorities have a proper responsibility.  
It is also striking that the necessary cultural change and the courage to think in scenarios did 
not show up as problematic issues during the interviews, though the analysis of the 
implemented mobility schemes shows that they represent an important sticking point.  
 

Analysis of the planning process in the light of the policy objectives 
Although the municipalities support and pursue the objectives of the covenant policy they do not 
sufficiently reach them with the current planning. There is no quantitative analysis and 
evaluation of the measures aimed at reaching these objectives. Spatial planning is not 
sufficiently linked to mobility. 
The strength of the approach of the mobility problem through mobility schemes, embedded 
within the mobility covenant policy, lies in the structured approach. The different actors are 
brought together in a structured consultation to work on formulating problems and objectives 
and on a vision for the solution. 
Almost all actors endorse this structured approach. A weakness is that the contributions of 
some strategic actors, which often have an agenda of their own, have a degree of commitment 
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that is still too low. The contribution of certain strategic actors like the NMBS (the National 
Belgian Railway Company) is problematic. The actors each have their own policy framework 
and implementation schemes, which does not guarantee attunement with other actors. Since 
each of the actors mentioned above have a role to play in the sustainable development of the 
mobility this constitutes a threat to the mobility policy.  
Overall the gist of the answers of both the interviewed at the municipalities and the experts is 
positive with respect to the covenant policy and its transformation into mobility schemes. There 
are relatively few remarks / observations / desires with respect to the guidelines. In general the 
concrete approach is endorsed. 
 
In spite of this it appears that the implementation of the mobility schemes presents quite 
some shortcomings, which can be interpreted as weaknesses or threats:  
! The lack of clear objectives and visions in almost all schemes (the overall objectives are 

not translated into local ones); 
! Only in few occasions is there a translation of the objectives into operational objectives and 

measurable indicators; 
! The evaluation of schemes on the basis of the objectives and visions. It is striking that the 

necessary cultural change and the courage to think in scenarios has not shown up in the 
interviews as problematic issues.  The analysis of the implemented mobility schemes, 
however, indicate that this is an important sticking point, given the fact that only rarely 
scenarios are conceived which take the long view and imply a trend break. 

! Blurring of the border between the policy synthesis (which way to go in the future) and the 
policy scheme; 

! Holding supramunicipal consultation between different municipalities (only a limited number 
of municipalities have a common mobility scheme). There are quite some examples of 
planning which is contradictory with the planning of the neighbouring municipality. 

! The insufficient contribution of a number of strategic actors (vb. NMBS); 
! The relationship between the mobility scheme and the GRSP (Municipal Planning 

Programme). This relationship has not been clearly defined yet. The planning processes 
differ from each other as to structure, timing etc…; 

! Determining schemes/projects (implementation). The implementation of the mobility 
scheme is only loosely linked to the planning. It is difficult to also get the different projects 
on the investment schemes within a reasonable time period. In other words, there’s no real 
guarantee.  

! The lack of a detailed framework for monitoring and evaluation. 
 
But the mobility schemes also have strengths and offer chances 
Reinforcement of the transparency and the logic within the planning process 
The application of the procedures in all examined mobility schemes gave arise to an internal 
logic, leading to a clearer underpinning of the schemes and proposals. The internal logic is no 
guarantee for better schemes, since the objectives are often problem oriented. An improvement 
of the internal logic, however, remains a necessary condition for a well-functioning planning 
process. 
 
! Flanders leading the way in a comprehensive approach of sustainable mobility 
By means of the covenant policy in Flanders a co-operation has been created between both the 
different sectors and the different administrative levels. When in this context the policy actors 
assume their responsibility this gives rise to a unique situation for the development of facet 
policy within an integrated framework. Such a setting is rather unique and offers Flanders 
chances to lead the way in Europe. Structures have been set up and means allotted to 
effectuate this policy.  
 
! Reinforcing the coherence of the planning process: concerning actors, policy fields 
and networks 
The consultation within the GBC reinforces the collaboration between policy actors. Also the 
interest actors can contribute in a systematic way. This clearly appears from the orientation 
notes. In phase 2 this coherence can become the basis for the mobility scheme. 
 
! Chances to achieve a good collaboration between all partners in the mobility debate 
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Thanks to the personal contact between the partners within the GBC and the PAC commitments 
can be taken regarding concrete projects in order to speed their realisations. In practice this 
seems to work well for projects that were already planned. This can be a breeding ground also 
to enhance collaboration in the field of the long term planning. 
 
! Chances for a fundamental improvement of the traffic safety and liveability 
The traffic safety and liveability schemes see traffic as a non-influenceable derivative of spatial 
and social-economic developments. The adaptation of the traffic space to safety and liveability 
demands is a key issue. Within sustainable mobility not only the spatial and socio-economic 
developments are to be questioned but also the provisions for the different means of transport. 
A sustainable safe traffic system can constitute an orienting part of sustainable mobility. 
 
! Chances for a mentality change with all actors involved regarding the multimodal 

way of thinking about mobility 
The interaction between the actors involved within the GBC and the PAC is spurring a change 
of mentality. It allows a broader definition of the problems and puts the solutions into a broader 
perspective. Impulses to this effect can be found in a number of schemes. On the basis of the 
above proposals are made for a possible completion and adjustment of the existing procedures 
and guidelines for the mobility scheme. A central concern in this respect is stimulating a better 
functioning and continued effect of the planning process. 
 

Future developments 
In the near future the objectives of the mobility covenant will be operationalised, especially as in 
the framework of the development of the Mobility Scheme Flanders takes great pains to find 
measurable indicators. By drawing up the Mobility Scheme Flanders does away with the 
shortcomings or lack of a higher policy framework within which the municipal mobility schemes 
have to be embedded. 
 
Developments for monitoring and evaluating the municipal mobility schemes themselves are 
rather concrete and have been transformed in guidelines in the course of the last months. The 
adjustment consists of imposing a yearly progression report and a 5-yearly adjustment of the 
mobility scheme itself, as the scheme perspective for a mobility scheme is 10 years. 
 
 

 

Municipal mobility scheme 
1rst generation (year X)

Practical implementation during
the first 5 years (short and medium
term)  (from year X+1 up to X+5)

Sustainable scenario with
long term vision
(from year X+6 up to X+10)

- Evaluation of the short and
medium term planning 
- Adjustment + checking scenario 

Practical implementation during year  
(from X+6 up to X+10), short and 
medium term

Sustainable scenario with long term 
vision
(From year X+11 up to X+15)

Municipal mobility scheme  2nd
generation ( )year X+6 up to  X+15

- Evaluation of the short and
medium term planning
- Adjustment + checking of scenario 
(Implementation year X+10)

Municipal mobility scheme 
1rst generation (year X)
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The objective of the yearly progression report is threefold: 
- Follow-up of the degree in which the objectives of the mobility scheme have been 

implemented; 
- Follow-up of the agreements entered upon by the different partners in the policy scheme. 

This mainly concerns checking whether the different tasks have been performed. and what 
the status is of the projects that are ongoing or that have to be implemented; 

- Preserving of the coherence between the projects (agreements over co-ordination between 
projects, analyses…) and preserving of the coherence of the municipal mobility scheme 
with other policy fields. 

 
The yearly progression report does not have to be too elaborate. The GBC should have the 
chance to do its own progression reporting. The yearly progression reports will be used as part 
of the yearly evaluation and adjustment of the instrument covenant to be carried out for the 
Flemish government.  
 
The objective of the 5-yearly adjustment of the municipal mobility scheme is to arrive at a 
sustainable mobility policy for the coming 10 years. The objective of the 5-yearly adjustment is 
arrive at an evaluation of the existing mobility scheme and to formulate a new long term vision  
by means of a (re)new(ed) sustainable long term scenario. 
 

Finally 
 
A qualitatively underpinned municipal mobility scheme is a great help for the development of the 
municipal mobility policy for which the municipality has autonomous competence. This is of 
great help in, for instance, tracing out municipal road safety policy, making roads in school 
environments safer, and developing a local network of cycle routes etc… Of course for the 
municipality the mobility scheme serves as a framework to interpret its policy and communicate 
and defend it vis-à-vis its population. Therefore it can be argued that the mobility covenant, next 
to being a basis instrument for a sustainable Flemish mobility policy, also is the basis instrument 
for a sustainable local mobility policy. 
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